IN THE PRIVY COUNCIL No. 37 of 1934.

CITY OF WINNIPEG and CITY OF ST. BONIFACE
- gnd -
WINNIPEG ELECTRIC COMPANY

EXHIBIT 29(Db)

BUNNELL REPORT.

REPORT

TO

Municipal and Public Utility Board

PROVINCE OF MANITOBA

ON

PUBLIC TRANSPORTATION SERVICES

IN

GREATER WINNIPEG

BY
Messrs. WILSON, BUNNELL, & BORGSTROM, LIMITED

CoNSULTING ENGINEERS,

MaARrcH 4TH, 1931

VOLUME I



INSTITUTE OF ADVANCED
LES L STUDIES,
25. Iw5SELL  SQUARE,
LONDON,
wC.l.



REPORT

TO

Municipal and Public Utility Board

PROVINCE OF MANITOBA

ON

PUBLIC TRANSPORTATION SERVICES

GREATER WINNIPEG

BY
Messks. WILSON, BUNNELL, & BORGSTROAM, LIMITED

CONSULTING ENGINEERS,

MarcH 41H, 1931

VOLUME I



JUNIVERSITY OF LONDON
' W.C 1

31 OCT. 1956

INSTITUT S o «OYANCED
LECAL JTUOIES

11987




WiLsoN, BUNNELL & BORGSTROM

NORMAN D. WILSON LIMITED

MEMBER SNS, InST- cAn CONSULTING ENGINEERS AND URBANISTS
A.E. K. BUNNELL

MEMBER ENG. INST. CAN. LANDSCAPE ARCHITECTS
CARL A, BORGSTROM 57 QUEEN STREET WEST

LANDSCAPE ARCHITECT TORONTO 2

G. L. BERKELEY
ONTARIO LAND SURVEYOR

JOHN MACK
ASSOC. MEM. ENG. INST. CAN."

March 4th, 1931.

The Municipal & Public Utility Board,
Province of Manitoba,

Law Courts,

Winnipeg.

Sirs:

Pursuant to Order No. 354 of your Board, issued September 17th,
1930, appointing us to inquire into and report upon various matters
affecting the Winnipeg Electric Company, Suburban Rapid Transit
Company and the Winnipég,:’; Selkirk & Lake Winnipeg Railway
Company, in respect of their railway utilities, we have now completed
our inquiry on the public transportation services in Greater Winnipeg

and hand you our re,ort herewith.

Yours truly,

WiLsoN, BuNNELL & BorgsTROM, LIMITED,

AEKB/C. Per: A. E. K. BUNNELL

Copy of Order No. 354 appended hereto.
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[COPY]

Order No. 354, 17th September, 1930

File No. 20/30

THE MUNIBCAfg;TIOBx:;QD PUBLIC Order No. 354
3 ’ Wednesday, the Seventeeth day of
UTILITY BOARD ACT September, A.D. 1930

Before:

The Chairman,
D. L. Mellish, Member.
Geo. H. Balls, Member.

Whereas the Board has pending before it an application of Winnipeg Electric Company for an
increase in street railway fares in and about the City of Winnipeg, and the Board by its Order No. 320
intimated that for the purpose of disposing of such application it would, pursuant to its statutory powers,
appoint competent persons to inquire into and report to it upon various phases of the operation of the
traction utilities of said Company and its subsidiaries.

1t is Ordered:

That Wilson, Bunnell and Borgstrom, Consulting Fngineers, 57 Queen Street West, Toronto,
Ontario, be and are hereby appointed to inquire into and report to the Board upon:

(1) The inventories and appraisals of the properties of the Winnipeg Electric Company,
Suburban Rapid Transit Company, and the Winnipeg, Selkirk & Lake Winnipeg Railway
Company, filed with the Board, and the same as related to other inventories or appraisals
heretofore made.

(2) The operations, suitability of rolling stock, track, other plant and equipment and adequacy
of 'service of the said companies.

(3) Revenue, costs of operation and allocation of accounts of or by the said utilities.

(4) Generally, all other matters related to the said inquiry now before the Board which in thc
opinion of said engineers or the Board should be inquired into and reported upon.

This order shall be effective as from September 10th, 1930.

THE MUNICIPAL & PUBLIC UTILITY BOARD,
(SEAL) “W. R. COTTINGHAM,”

Chairman.

(Sgd.) MORRIS JACOB,
Secretary.
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PART ONE
Swmnary of Findings and Recommendations

General Observation :

(1) According to our instructions the present inquiry was made necessary by the application of the
Winnipeg Electric Company for

(a) Relief from paving charges.
(b) Relief from 5% tax. _
(c) Increase in the fares of its traction utility

in support of which the Company contends that the revenue derived is insufficient to meet the cost of
service, and, at the same time, permit a reasonable return on the investment.

(2) While it is true that the revenues of the utility are almost entirely derived directly from the
users of the service and as such are affected by many factors outside the control of the utility, it is equally
true that there are many elements which enter into the cost of service, some under the control of the
utility, others under the control of the municipal authorities and which may and do adversely affect the
cost of service and, hence, are unfair to both the users and the utility, but which if properly adjusted
will materially assist in bringing about the desired result, viz., a good and sufficient service rendered at
a reasonable fare and, at the same time, earning for the utility a just return on its investment.

(3) We have sought to bring out these facts which are pertinent to the issue and necessary tc
maintain the solvency and financial stability of the utility and the essential service which it renders to
the community ; all of which must be recognized under any plan of ownership or operation that may in
the future be adopted. Unless relief in some form is granted the public will face an utter demoralization
of service and the company virtual confiscation.

(4) Necessarily, our studies have been extended to include the services of the Suburban Rapid
Transit Company and the Winnipeg, Selkirk & Lake Winnipeg Railway Company—both almost
wholly owned subsidiaries of the Winnipeg Electric Company—and in some small degree of the taxicabs.

(5) We may say that in our investigation we were impressed by the co-operation existing between
men and management in the utility and the evident willingness and desire to furnish adequate, reliable
and courteous service. In our opinion the Management is capable and honest and is giving the best of
its skill and ability with the means at its command to doing this.

Findings—

(1) That although population is increasing, the use of the public transportation services as fur-
nished by the Winnipeg Electric Company, the Suburhan Rapid Transit Company and the Winnipeg,
Selkirk & Lake Winnipeg Railway Company is decreasing. This may be mainly attributed to increased
use of private automobiles and increased use of taxicabs brought about by the increased purchasing
power of large sections of the public and consequently a demand for a faster, more personal and more
attractive service. :

(2) That the frequency and regularity of the service is generally satisfactory and well maintained.

(3) That with minor exceptions all areas capable of supporting a mass transportation service
are in receipt of same. However, conditions would be improved in specific areas by some re-arrange-
bent of the facilities, the most necessary and urgent of which are:

(a) A crosstown highway from Portage Avenue to the north side of the C.P.R. tracks, with a

transportation service thereon.

(b) Extension of track and service on Pembina Highway to Parker wye in order to serve the

University in its new location.

(4) That with wide streets for trunk services, level grades and large amount of open track the
conditions for efficient operation in Winnipeg are much superior to those in the average city.

(5) That with the co-operation of municipal authorities in the elimination of unnecessary car
stops, co-ordination of traffic signals, abolition of diagonal parking and active co-operation on the part
of men and Management, a considerable improvement in the speed and usefulness of the service can
be effected.
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PArT 1—SumMMARY.

(6) That on certain lines more service is being given than is warranted by the patronage and in
a few instances patronage is so low that service is not justified except possibly to a very limited extent
during rush hours.

(7) That the only lines which can be said to consistently earn their full cost of service are:
Portage—North Main.
Ellice Avenue bus.
Westminster bus.

There is a greater density of riding and more overcrowding on these lines than would be necessary if
other lines going to make up the system likewise paid their way.

(8) That there are certain routes now served by street cars which could be equally well served by
buses or trackless trolley coaches at lower operating costs considering that such operation would eliminate
track maintenance, paving charges and fixed charges on roadbed and track.

(9) That in so far as the operating statements of the Companies are concerned no consideration
has ever been given to the city fare zone as an operating entity.

(10) That the Winnipeg Electric Company, Suburban Rapid Transit Company and Winnipeg,
Selkirk & l.ake Winnipeg Railway co-operate in giving a single fare universal transfer in Winnipeg and
seven adjacent municipalities with separate and distinct franchise agreements in each, many provisions
of which do not meet present day conditions and should be revised.

(11) That in our opinion the Railway is in fair operating condition.

(12) That the values of the traction utilities of the several Companies for the purpose of fixing
rates are:

Winnipeg Electric Company......c...cceeo... $11,054,752
Suburban Rapid Transit ..ccececeeeverecene. 437,471

Winnipeg, Selkirk & Lake Winnipeg
Railway oo 1,156,704
Total e $12,648,927

or by fare zones:

City fare zon€......oooooeereemeevenenenne. $11,276,918
Suburban fare zone........o.oooooooeeeeie. 1,372,009
Total s $12,648,927

(13) That due to an inadequate fare structure, discriminatory taxes, and, in the suburban fare
zones lack of population, with consequent lack of sufficient revenues, the companies have been unable
to keep pace with modern improvements in rolling stock, car houses, shops, etc.

(14) That since the adjustment of fares

(a) Within the city fare zone in 1920 and 1921 the railway utility, with the exceptlon of one
year, viz., 1921, has failed by a material margin to earn the full cost of service.

(b) In the suburban zones—

(1) The Transcona bus Wthh has been operating for the last three years has just mcely
earned a return on the investment.

(2) The W.S. & L.W. Rly. has done little more than meet bare operating costs.

The S.R.T. and suburban lines of the Winnipeg Electric during 1929 and 1930,
which are the only two years which we have definitely examined, have fallen far short of
meeting their operating expenses. In the case of both the W.S. & L.W. Rly. and S.R.T.
Co. the parent Company has been compclled to advance large sums of money to meet taxes,
interest on bonds and other charges beyond the ability of these Companies to pay.

(15) That due to depressed economic conditions there will be a further decrease in riding from
last year and that while in the city fare zone in 1929 63,654,211 were carried, and in 1930, 56,365,7 51
we do not expect in 1931 more than 50,000,000.

(16) That our investigation of the services and the routing leads us to believe that with a care-
ful analysis of the demand satisfactory service can be given during 1931 by the operation of 10,200,000
car and bus miles, which is a decrease of but 5% from last year, while the expected decrease in riding

is 12%.
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ParT 1—SUMMARY.

(17) That the cost of providing this service based on a continuation of the present taxes and
paving charges, and including 3%4c. per car and bus mile for renewals and depreciation (which is low,
but which in our judgment is all that the present traffic will bear and be fair to both the users and the
Company) and so far as power is concerned, treating the Traction Utility on the same basis as any
other large customer, and with a rate of return of but 6% on the valuation aforementioned, will be
40c. per car and bus mile or a total of $4,080,000, requiring an average fare of 8.06c., after allowmg for
miscellaneous revenues from advertising, mail carriers, etc.

(18) That if the City of Winnipeg will agree to the elimination of the 5% tax on gross passenger
earnings and bear a reasonable proportion of paving maintenance within the track allowance and the
Municipalities of St. James and Tuxedo will likewise eliminate percentage tax, the cost of service will
be decreased by an amount of approximately $200,000, which would make possible an average fare

of 7.67c.

(19) That one of the factors which is tending to reduce the revenue of the Electric Railway
Utility at this time is the large number of automobiles and taxicabs which are operating at the rate
of 50c. for five passengers from point to point in the city. These rates are not only lower than the
rates set out in the City’s Taxicab By-law but also appear to be a contravention of the agreement re
jitneys between the City of Winnipeg and the Winnipeg Electric Company and of the By-law passed by
the City in pursuance thereof.

(20) That the community needs the service and if under private ownership a true balance cannot
be established then in justice to the car rider, the general public and the shareholders of the Company,
some 3,000 of whom are residents in Greater Winnipeg, there would seem to be no option but for the
municipalities to take over and assume the responsibility for any loss either by direct ownership and
operation or some co-partnership method.

Recommendations—
(1) That the 5% tax on gross passenger earnings be eliminated.
(2) That the utility be required to pay towards the initial cost of foundations and paving within

the track area that amount which represents the excess over and above the normal cost to the munici-
pality of such paving with no car tracks.

(3) That the contribution of the Utility to maintenance of paving within the track area be limited
to 25%

(4) That subject to (1), (2), and (3) having been adopted, the following schedule of fares be
made effective forthwith:

Cash fares: Adults e eneeeeannenn 10c.

Children ... Sc.
KOS e 3 for 25¢c.
THCKELS e 14 for $1.00
School Children’s Tickets....cocoooomcveeecaeees 8 for 25c.
Weekly Pass oo eeeeeneans $1.25

(5) Our studies show that the bulk of the riding originates at least one mile beyond Portage and
the Mall, on the one hand, and Portage and Main on the other; that the bulk of the riders are necessity
riders, but because there are approximately 140,000 people hvmg within a mile and half of Portage and
Main Street we are of the opinion that many of these people may be walking for reasons of economy,
and consequently we are of the opinion that the aforementioned fares having been given effect to, that
experiments should be conducted on a limited scale under the supervision of the Board with short haul
zones at 5c. per ride without transfer privilege. If these experiments prove successful in inducing new
riding and thereby increasing gross revenue, their application should be extended with resulting benefit
to the car riders as a whole. e L

(6) That the changes in routing set out in the body of the report, Part Six, be proceeded with.

(7) That when the above fares are made effective the Utility be required to establish a renewal
and depreciation reserve of 3l4c, per revenue car and hus mile operated, such reserve to be treated as
a trust fund and disbursed only on the approval of the Board.
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ParT 1—SumMMARY.

(8) That the Utility be allowed an initial return of 6% on the value of the property as found
by us and on such additional capital as may from time to time be réquired such return as the Board
may consider necessary to attract such capital.

(9) That with respect to the single fare zone the Company be granted a new consolidated
franchise approved by the Board with all the municipalities concerned signatories thereto on a service-at-
cost basis with provision for flexible fare structure and recapture by the municipalities at any time.

That the suburban lines outside the city fare -zones of the Suburban Rapid Transit and
Winnipeg Electric Company be abandoned except outside financial assistance be forthcoming.

(10) That when the above recommendations have been made effective the Utility, as soon as
in the judgment of the Board its financial condition permits, be required to proceed with the programme
of improvements and betterments as outlined in the Lody of the report in Part Four at an estimated cost
of $676,000 from renewal and depreciation reserve and $1,165,000 from new capital.

(11) That legislation be applied for to place taxicabs under the jurisdiction of your Board.

(12) That pending a new franchise arrangement the Companies be required to submit monthly
operating statements to the Board in two distinct groupings—

(a) That within the city or single fare zone, and
(b) That outside the city or single fare zone,

and that pending the readjustment of the franchise the Companies furnish the Board each three months
with an estimate for the succeeding quarter showing the estimated service required for that quarter and
a budget of estimated revenue and expenses in connection therewith.
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PART TWO

INTRODUCTION

Types of Transportation in Cities—

Transportation to an ever increasing extent is one of the prime essentials of modern life. In
cities but three main types have yet been developed: viz., surface, underground and elevated, their use
depending in large measure on the area, population and prosperity of any particular city.  Obviously
Winnipeg has not reached a size where any type other than that of surface transportation is necessary
or can be afforded. Further observations are accordingly directed solely to surface transportation.

Surface transportation may be private as exemplified by the private automobile or public as fur-
nished by the street car, motor bus or taxicab. The taxicab furnishes public transportation of a personal
kind, while that furnished by the street car or bus is classed as mass or collective.

Necessarily, and this applies to private as well as public transportation, the facilities offered, the
services rendered, and the cost of same will bear a definite relation to the layout, width and location of
streets, the density of population and the relative location of residential, retail, financial, industrial
and recreational areas, and to such barriers as rivers and steam railroad lines, hence on this count alone
the importance of a co-ordinated scheme of civic development.

Growth of Cities—

Unfortunately, most cities on this continent have grown to large proportions (and Winnipeg is
no exception) before any concerted action has been taken to guide civic development along sane and
rational lines, and today the same cities are paying the piper for past neglect to the tune of millions of
dollars annually; for new streets, the widening and extension of others and the building of public ser-
vices of all kinds across miles and miles of vacant frontage. and the end is not yet. For example, the
City of Toronto in the past 15 years has been compelled to spend fully $20,000,000 on the purchase of
property acquired for street openings, widenings and extensions, and which would have been largely saved
had definite action been taken before she had passed the 300.000 mark ; which is just about the population
Greater Winnipeg has today. :

In fact the time is coming when the cities’ technical and financial advisers will be required to
co-operate, and put forward to the municipal authority annually a list of projects and services which in
their judgment are most essential to the cities’ future development and so apportioned that they can be
paid for without over-burdening the taxpayers or placing the municipal authority in a position where
it will be hampered or embarrassed in its future fiscal operations.

Such a forecast should be for a ten-year term, certainly not less than five—and annually adding
a year to it so as to maintain continually the same length of term.

Transportation Conditions Prior to 1900—

Forty years ago the street car, aside from the horse cab and the few equipages of the wealthy, was
the sole means of internal transportation, and in the transition from horse to electric cars it was thought
the ultimate had been reached. Cities were expanding in population and area, and promoters saw in the
demand for service and in the spread between the ever popular nickel and the cost of service a very
lucrative profit, and franchises were sought far and wide. In most instances the franchise as granted
gave the utility exclusive right for street railway transportation for a definite term of years. The maxi-
mum cash fares were fixed at 5c. and ticket fares for as low as 3 1-8.  So valuable did the franchise
privilege appear to the promoters that they consented to pay to the municipalities in many cases not
only ordinary taxes but in addition percentages of gross receipts and to bear the entire cost of such pave-

ment as might from time to time be ordered by the city as necessary within that portion of the street
occupied by the rails.

Transportation Conditions, 1900-1930—

Up until the commencement of the war in 1914 everything was rosy; cities were growing ; and
the street cars were used not only for business but for pleasure. The railways expanded their services,
developed parks to which thousands flocked in the summer evenings and on holidays. Then came the
war. Wages and the price of materials sky-rocketted. then in succession and at a startling pace came
paved streets, the private automobile, the taxicab, the up-town theatre, the up-town store, and the down-
town apartment, and last, but not least, the radio. Together they have played havoc with the traffic and
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PaArT 2—INTRODUCTION.

the revenues of the street railways, and the street railway park has given way to the attractions of the
entire countryside.

Due to the faster speed of the automobile people who could so afford were no longer content to
be jerked and bumped along the street at a speed of 8 to 9 miles per hour on a public street car making
15 to 20 stops in a journey down-town. The net result has been that whereas in cities the size of
Winnipeg as recently as 15 years ago the average riding habit was from 250 to 300, it has today dropped
to between 150 and 200. Not that the people are riding less, in fact they are riding more, but the mass
transportation vehicle is getting the short end. In addition to the loss in riding the situation was further
complicated for the traction utilities by rising price levels, the unwillingness of the car rider to appreciate
same, and the further fact that the municipal authority in many instances took advantage of legal loop-
holes in the franchise to permit wholesale jitney and bus competition.

No city can support two transportation systems. Obviously, if in addition to the services ren-
dered by the bona fide traction utility, there is a service given by jitneys as well, the riders will pay
more than for only one kind, as the two services will cost more and there is only one source of revenue.
In many cities the utilities failing to negotiate amendments to their franchise to enable them to cope with
the situation were forced to curtail services, let the track and equipment run down and eventually went
into the hands of receivers. The situation became so involved that, and as your Board is well aware,
the municipalities in some instances, notably Toronto, Detroit and Seattle, assumed ownership and
operation of the utility, but more generally the cities and the utilities appealed to the legislatures on
all manners of questions concerning franchises, capitalization, valuations, accounting, depreciation,
standards of service, fares, degree of municipal control, fair return, etc., etc. Many of these questions
involved lengthy studies and inquiries of a legal, engineering and acounting nature in order to be
properly determined. Realizing their inability to adequately cope with same the legislatures set up
administrative bodies in the form of conunissions to devote their full time to the handling of this work.
Usually such were called Public Utility Commissions and invested with investigatory. advisory and
mandatory powers in all matters concerning public utilities.

Struggle of Traction Utilities
for Existence, 1920-1930—

The utilities in an endeavor to attract riding in many instances have extended services by hoth
rail and bus; have with the co-operation of the municipal authority increased speed of operation in some
instances to as much as 11 miles an hour; have put on attractive and comfortable cars, de luxe huses,
trollev coaches and special long haul express services: and, as a measure of economy two-man operation
has. in large measure, been replaced by one-man opcration. Maintenance methods have been improved
and everything possible done to reduce the cost of operation to the end that the resultant fare necessary
to meet the cost of service would be held at the lowest possible figure, and one which the public was
willing.. ungrudginelv. to pav.

Two other factors entering into the cost of service and the resultant fare are taxes and paving
charges. Tn many cases a feature of the franchise has been that the utility pavs a percentage of its
receipts as a special tax to the municipality, and in addition pay the entire cost of both constructing and
maintaining the pavement within the limits of the track allowance (for double track about eighteen
feet).

Under equitable public utility regulation which assures a fair deal to both the Utility as
represented by the investor and the employee, and the Public as represented by the municipal authority
and the car rider, it is being more and more recognized by both the commissions and by the municipal
authorities, that the continuance of the tax on earnings and the payment for track allowance paving is
an unjust discrimination against the car rider. In fact the whole trend of Public Ownership of Utilities,
in this country at least, has heen to relieve the user of the service of every possible tax and throw the
burden upon the general taxpayer. ‘

Furthermore, despite the increased use of private automobiles and taxicabs, someone in prac-
tically every family uses the facilities of the mass transportation utility, if not every day, at least
occasionally, and the utility continues to be just as essential to the community as ever it was. However,
the utility must adjust itself to the present conditions and proceed to build on that—and it is not made
easier by the fact that the present day rider is thinking in terms of the automobile. In many cities there are
signs that the saturation point of automobile ownership and use is being reached, in fact in New York
and Chicago it has already been reached. same being controlled by lack of street space and the ever-
present time factor. And a proper halance between personal and mass transportation will only be
possible when the saturation point is reached. Then. presto! Along will come the aeroplane operating
on a gyroscope principle and the battle will start all over again.
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ParTt 2—INTRODUCTION.

As showing that the utilities as a whole appreciate the problems to be faced, we quote as follows:

1. From the 1929 report of the committee on equipment of the Transportation and Traffic
Division of the American Electric Railway Association, the mouthpiece of the industry i—

“One of the most pressing necessities of our industry today is new equipment—vehicles are
required which will stand up in service, which will have higher rates of acceleration and
deceleratian, but which will change speeds smoothly, and which will be quiet and comfortable.
Acknowledged trends in the transportation industry are:

1. Higher rates of acceleration, deceleration, and free running speed than now in use are
needed, and that these recommendations should conform to this principle.

2. Economic necessity indicates a continuing trend toward one-man operation.

3. Greater comfort and convenience both for the passengers and for the operator are
necessary.

4. There is need for more than one class of service, as to quality and price.”

“The private automobile has changed our concept of what is a suitable travelling speed.
The public now requires faster operation and will not continue to ride in surface cars if they are
the slowest vehicles on the street.”

2. Mr. E. J. Mcllwraith, Staff Engineer, Chicago Surface Lines, in a paper before the Canadian
Electrical Railway Association at its 1928 convention, said:—

“Most railway managements are working on what is equivalent to a service at cost plan,
because of commission rule and commission control. The management is, then, in reality, repre-
senting the people as an agent in providing for public use one of the major necessities of a city.
It owes a definite obligation to serve in the most complete way the needs of its citizens. Nearly
all patrons served use both automobiles and public carriers, and practically all of the citizens of
the city are in some way directly benefitted by street railway service, although some use the
street railway only occasionally.”

3. S. B. Way, President, Milwaukee Electric Railway, in addressing the Transportation and
Traffic Division of the American Electric Railwav Association in 1929, said:—

“The great mass of street railway riders today are necessity riders. They must be served.
The unprofitable routes must be operated. The growth of cities demands extensions. What
street railway company will of its own volition invest many thousands of dollars, in many cases
millions of dollars, to make extensions in territorv which no man today can guarantee will ever
bring back a new dollar for an old one? It is this phase of the obligation that is placed upon
the street railway industry, and the limitations of their right to pick and choose the profitable
business in competition with other agencies, that I wanted to get before this meeting.”

4. Two other quotations from the industry are as follows:

“There is no doubt that many people resent the jostling within a street car and are willing
to pay a higher fare for specialized express service, the possibilities of which have been verv
incompletely realized to date, and a special division of the Company’s organization might well
be established to huild up express service which would make possible the elimination of much
private automobile use and fill a recognized need as an auxiliary of the public transportation
business. Service can be made profitable because it can be rendered only at a price and where
the business can be done profitably.” /

“One double-track line will carry 4 times as many people as an express highway. More
than 200 years ago the streets of London were congested because too many people used private
transportation vehicles. That was the origin of the first public transportation service. To return
now to private vehicles would be a step backwards.  Intelligent development of public trans-
portation facilities is the only possible solution of the problem.”
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PART THREE

TypPE AND ADEQUACY OF THE TRANSPORTATION FACILITIES

General Observations—

Necessarily, and as mentioned in the “Introduction,” the type of public transportation facilities
in any urban community is a function of its population and area.

Whether such be adequate in turn depends upon:

The layout of the streets both in and connecting the several divisions or districts into which the
community is divided by such barriers as hills, valleys, rivers, steam railroad lines, etc., and by
residential, industrial and commercial areas.

Usually in the first stage of a community’s development the need for adequate transportation
is greatest between the various residential sections and the down-town business centre. However, as
the community continues to grow sub-centres develop and the need for adequate crosstown connections
hecomes continually more urgent, and some day the municipal authorities wake up with a jolt to find
that connections between the streets most suitable to serve this crosstown movement have been blocked
by buildings and development of all kinds, and there is nothing for it but expensive butchering or
surgical operations, which all too surely become more expensive for every year of procrastination and
delay.

General Description of Greater Winnipeg
and Transportation Facilities—

We would define Greater Winnipeg as all the territory within a radius of 25 miles of Portage
and Main Streets, Winnipeg. It contains a present population, based on 1930 returns as filed by the
several municipalities with the Provincial Government, of 310,000 persons, of whom approximately
281,000 are dependent, so far as mass transportation is concerned, on the facilities furnished by the
Winnipeg Electric Company and its two wholly owned subsidiaries, the Suburban Rapid Transit Com-
pany and the Winnipeg, Selkirk & I.ake Winnipeg Railway, as follows:

’ Miles of Street Population

Operated Over  Served Per Mile
City Fare Zone—

W.EC., SR.T.. W.S. &L.W., street car and bus... 77.00 263,214 3.418
Suburban or Interurban Zones—

WEC—
St. Norbert and Agric. College, street car.................... 6.14 985 160
St. Mary’s Road. bus.........oooooooo N 5.50 735 133
East Kildonan, street car.........oooooovooocee oo, 2.28 970 425
Transcona, bus ... 7.50 4926 656
7,616
SR.T—
Chareslwood, street car.............oocoooioeeeeeereen.. 3.70 670 181
Headingly, street cat. ..o e 7.77 2,992 346
3,662
W,S. &L.W—
Selkirk, street Car.......oooooooooe e e e 20.63 5,500 266
Stonewall, street car................o, 14,05 1.500 106
7,000
Total Suburban Zones..........ooooooooeeeeeeeeeeee e 67.57 18,278 270
Total ANl ZONES. .o 144.57 281,492 1,947
Excluding :
(a) Persons scattered along the suburban or interurban routes
and dependent more or less on rural occupations .................. 3,853
and,
(D) TTaANSCONA oo 4,926
=11 O 3,900
N] {073 153 72 | USROS 918
Total “a” and “D7 ... e 12,597
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There remains an urban population either within or closely contiguous to the City of Winnipeg
and tributary to the

(a) City Fare Zone..........__..._........ 263.214
(b) Suburban Zones ... 5,681
268,895

and as to whose public transportation requirements we are chiefly concerned. Of the 263,214 tributary
to the City Fare Zone, 209,286 reside in Winnipeg. and fully 140,000, part in Winnipeg and part out-
side, live within one mile and a half, or thirty minutes’ easy walk, from Portage and Main Streets.

With a few exceptions, to which reference will later be made, the location and extent of the
transportation facilities as furnished by one or other of the three companies, is, in our judgment,
entirely adequate, not only for the present but for some years to come. In fact, certain lines, and to which
more detailed reference will later be made, have failed to justify their existence due in part to lack of
anticipated population and in part to the extensive use ot private automobiles. That the facilities for
service, as represented by the miles of street over which service is rendered, have more than kept pace
with the increase in population and riding, the following figures will show:

Greater Winnipeg—City Fare Zone

Miles of Street Miles of Street Per Revenue Passengers
Population Operated Over 10,000 Population Revenue Passengers Per Mile of Street
Year Total Index Total Index Total Index Total Index Tota Index

16913.......... 207,000 100 540 100 260 100 59,600,000 100 1,103,700 100
1920........... 228,000 110 60.5 112 265 102 65,200,000 109 1,077,700 97
1924........... 241,000 116 66.5 123 276 106 55,100,000 93 828,600 75
1925 ... 242,000 117 68.5 127 283 109 55,100,000 93 804,400 73
1926............ 246,500 119 71.5 132 290 111 58,000,000 97 811,200 73
1927 ... 248,500 120 73.1 135 294 113 60.000,000 100 820,800 74
1928............ 253,500 122 750 139 296 114 60,200,000 101 802,700 73
1929.......... 258,500 125 770 142 298 115 61,200,000 102 794,900 72
1930............ 263,500 127 770 142 292 112 54,000,000 91 701,300 64

Thus while population increased by 27%, the facilities as represented by the miles of street
operated over, hoth street car and bus, were increased by 42% ; and this in face of the fact that revenue
passengers—if we neglect the figures for 1930, which show a decrease from 1913 of 9%—at best
have remained stationary, and revenue passengers per mile of street operated show a decrease of 28%.
This loss is due, in large measure, to increased use of passenger automobiles, and hence, the present
opportunities for the extension of mass transportation services are less than formerly and territory
which, under the riding standards of yesterday, would have supported a service now has to do without.

Necessarily, if the full costs of service are to be contributed by the car riders, the greater earn-
ing power of the heavier traffic routes in the more densely populated sections must be used to support
the outlying routes with lighter traffic. Consequently, if reasonable standards of service are to be
maintained and overcrowding avoided on the heavier traffic routes, extensions of facilities into out-
lving districts must not be entered upon in any hasty or arbitrary manner.

It is a condition of the Winnipeg franchise that the City can order extensions into any area
when the population reaches 400 persons for each 160 acres, and the inside edge of which is at least
one-quarter of a mile removed from another car line.

That may have been all right in 1892 when all the riding sought the railway, but under present
conditions the riding would barely meet the operating expenses for a fifteen-minute service. On the
half-mile of track within the area itself, certainly nothing would be left for fixed charges or to meet
the expense of transporting the passengers to their ultimate destination.

Corresponding figures illustrating the relation of population and passengers to the mileage
operated in Toronto and Vancouver, are as follows:

Toronto— Miles of Street Revenue Passengers
Miles of Street Operated Per Per Mile of
Population Operated Over 10,000 Population Revenue Passengers Street Operated

1919 537,000—100% 83.40—100% 1.54 215,000,000—100% 2.578.000
1924.............. 614,000—114 1 98.37—118 1.61 185,200,000— 86 1,883,000
1929 ... 739,000—137 121,11—143 1.63 206,800,000— 96 1.708,000

Vancouver—- :
1919.............. 169,000—100% 59.43—100%, -3.49 35,000,000—100% 589,000
1924 ... 190,000—112 64.12—107 3.37 49,000,000—140 764,000
1920 .. . 240,500—142 65.03—109 2.71 58.,300,000—166 897,000

- At first glance and using 1929 figures. it might appear that Winnipeg with 2.98 miles of track
per 10,000 population and Vancouver with 2.71 miles enjoys better facilities than Toronto. Such is
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not the case. But, rather it does show when taken in conjunction with the revenue passengers per
annum, per mile of street operated over, namely —

Winnipeg - Vancouver Toronto
1929 et 794,900 897,000 1,708,000

that the density of population in Toronto is much greater and that because of that fact Toronto can
support a closer frequency of service and a greater “number of street cars or buses, or both, per 10,000
population than is possible in either Vancouver or Winnipeg.

For Toronto: The other figures quoted show a trend very similar to Winnipeg.  For instance,
while the population from-1919 to 1929 increased by 37%, and the miles of street operated over by
43%, the total revenue passengers carried remained practically stationary.

For Vancouver: As between 1919 and 1929, while the population increased by 42%, the miles
of street operated over only increased by 9%, despite the fact that up till 1924 there has been an increasc
in the total riding of 66%. While this increase in the total riding is remarkable, and can be only

attributed to the great expansion in industrial and building activities, it is to be noted that since 1924
the rides per capita have fallen from 258 to 242, or, in other words, the trend of riding in Vancouver
as in other cities is now decreasing.

General: As a general rule, it should further be noted, the larger the population of a city the
greater the distances, and hence both the r1dmg habit and the revenue passengers per mile of street
operated are higher in the larger cities than in the smaller.

For the purpose of analyzing in greater detail the facilities for mass traansportation in Greater
Winnipeg as measured by the location of the several lines over which service is rendered, we herewith
divide the territory served into five major areas, as follows:

POPULATION
Suburban Fare Zone City Fare Zone
Total Per Cent. Total Per Cent.
(1) East of Red River and North of CP.R................ 970 5.37 17,625 6.69
(2) Fast of Red River and South of CP.R.__.............. 5661 30,94 20,271 7.70
(3) West of Red River and South of Assiniboine............... 1.655 9.06 47,736 18.13
(4) West of Red River and North of CP.R.............. 7.000 - 38.26 59,513 22.62
(5) North of Assinibine and South of CP.R........ ... 2,992 16.37 118,069 44.86
Totals. .o 18.278 100.00 263,214 100.00

City Fare Zones: »
Area No, 1—FEast of Red River and Nortb of C.P.R.:

Miles of Street Population Population Per Acre Built-up Arca Per
Population Built-up Area Operated Over Per Mile of Built-up Area " Mile of Street
17,625 950 acres 6.58 2.678 18 © 144 acres

The outlets from this district are the Redwood and Louise bridges and routes operated are
Fast Kildonan, Morse Place and Elmwood car lines and Talhot Avenue bus line. Except in isolated
cases the entire population is within three-eights of a mile or 714 minutes’ easy walk of a transportation
route. In our judgment, the lines as at present located are satisfactory.

Area No. 2—East of Réd River and South of C.P.R.:

Miles of Street Population Populatioﬁ Per Acre Built-up Area Per
Population Built-up Area Operated Over Per Mile of Built-up Area Mile of Streect
20,271 1,586 acres 12.29 1,649 13 129 acres

So far as public transportation is concerned the ouly existing outlet for street cars or buses is
via the Provencher bridge. @ With the completion of the Norwood and Main Street bridges it is
recommended that service be restored via same. Routes operated are: St. Mary's, St. Anne’s and St. .
Boniface car lines and the Rue Archibald and Stockyards bus lines.

In addition the Park car line is made available to residents of Elm Park by the Elm Park
bridge and in summer by a pontoon bridge at foot of Osborne Street.

Except in isolated cases the entire population is within three-eighths of a mile, or 724 minutes
easy walk of a transportation route, and, in our judgment, the lines as located are satisfactory.
Areas Nos. 1 and 2—Connection between :

Consideration should be given to a direct connection, during certain hours of the day, with Area
No. 1 via Rue Archibald and Montcalm Street, as affording conveniences to employees in St. Boniface
industries who may live in Elmwood or East Kildonan.
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Area No. 3—West of Red River and South of Assiniboine:

Miles of Street Porulation Population Per Acre Built-up Area Per ‘
Population Built-up Area Operated Over Per Mile of Built-up Area Mile of Street
47,736 2,407 acres 14,36 3,324 19 164 acres

The outlets from this district for mass transportation units are the Main, Osborne and Maryland
bridges. The routes operated are Park Line, Academy Road, Stafford-Corydon and Pembina car
lines and the Morley and River Avenue bus lines. Except in isolated cases the entire population is
within three-eighths of a mile, or 7% minutes’ easy walk of a transportation route, and facillties gen-
erally are satisfactory.

However, to take advantage of the Pembina Subway, we recommend the following changes and
extensions : '

(a) That the terminus of the Park Line be at River Park; ,

(b) That the territory north of River Park between Osborne and the Pembina Highway be
served by a bus line on Beresford and Jubilee Avenues; and

(c) That Pembina line be extended through the new subway to a direct connection with the Fort
Garry line, thus affording direct connection between the city and the new site of the University.

Also. we recommend that consideration be given to a high-speed-special-fare-coach-route, from
Cambridge by Kingsway, Wellington Crescent, Stradbrook, Osborne and Graham to a terminus at the
Grain Exchange; this in an endeavor to win back to the transportation utility at least a portion of those
residents of the Crescentwood district, who now use their own automobiles or taxicabs almost
exclusively.

Area No. 4—West of Red River and North of CP.R.:

Miles of Street Population Population Per Acre Built-up Area Per
Population Built-up Area Operated Over T’er Mile of Built-up Area Mile of Street
59,513 2,489 acres 11.96 4976 24 208 acres

The mass transportation outlets from this district are the Main Street subway. and Arlington
Street overhead bridge. The routes operated are: Selkirk, McGregor, North Main, Dufferin, Moun-
tain and Sutherland car lines and the Cathedral-Bannerman and Manitoba bus lines.

Additional outlets for free wheel traffic are via May and McPhillips Street subways, and Salter
" and Arlington Street overhead bridges. | ‘ _ ‘

The greater bulk of the population is within a quarter of a mile and except for isolated cases is
all within three-eighths of a mile, or 7% minues’ casy walk of a transportation route.

However, having regard to distribution of the population, the further fact that this area lies
directly north of the central business district, the C.N.R. Shops in Fort Rouge, and the new site of
the University, and the small patronage accruing to certain of the existing facilities, we recommend the
following changes in the location of the several lines, viz.:

(a) Extension of Bannerman bus line to Parr Street;

(b) Extension of Arlington bus line from Arlington and Selkirk via Arlington, Alfred to
McPhillips; :

(¢) That the Cathedral bus which is now routed by Cathedral, Scotia, Matheson, St. Cross
and Inkster, be routed via Bannerman, Scotia, Matheson, St. Cross and Bannerman as and when paved
by the city;

(d) That Sutherland Avenue car line be abandoned and replaced by a bus operation confined
to rush hours only;

(e) Crosstown route via Salter Street and Mountain Avenue from Portage Avenue to Sinclair
Street.

With respect to that portion of the area west of Main Street, it is to be noted that while there
does exist for vehicular traffic an inadequate outlet into the central business district via the present
Salter Street bridge, Parr, Isabel and Balmoral Streets, that the only outlets of the traction utility are
via Main and Arlington Streets, which are 1.32 miles apart.

The volume and trend of traffic being southerly rather than easterly, the area, accordingly,
would be better served by a north and south line to supplement the east and west lines on Selkirk and

Mountain.

In this connection a general By-law for the construction of bridges over the C.P.R. at both Salter
street and Sherbrook Street was put to the ratepayers at the November election just passed. Both were
defeated. Ultimately one, at least, of them must be built and as the greatest movement of both persons
and vehicles is and will continte to be towards the central business district, Salter Street most certainly
will afford the greatest good to the greatest number, and in addition to forming a link in a great cross-
town highway from the standpoint of vehicular traffic will, for mass transportation, intersect Portage
Avenue at Oshorne Street, making a direct connection with the Portage, Park, Stafford, Ellice and
Westminster routes, with a consequent saving of more than 7 minutes over present routing.
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In our judgment, service over such a route would best be rendered by trackless trolley coaches.

The Salter Street extension having been completed and service operated thereon via Salter and
Mountain, then——

(f) Dufferin Avenue—Service on Dufferin Avenue would then no longer be required and track
should be removed therefrom;

(g)° Mountain Avenue—Likewise, track on Mountain Avenue from Main to Arlington would
no longer serve any useful purpose and should be removed therefrom.

Area No. 5—North of Assiniboine and South of C.P.R.:

Miles of Street Population Population Per Acre Built-up Area Per
Population Built-up Area Operated Over Per Mile of Built-up Area Mile of Street
118,069 4,092 acres 31.81 3,711 29 128 acres

This area contains the central shopping district, the financial district and the bulk of the whole-
sale district. Consequently, the services from the other areas naturally converge on same. In addition
it is served locally by Portage, Sargent, Notre Dame, William, Logan and Sherbrook car lines and by
Westminster, Ellice, Arlington and Valour Road hus lines. Except for scattered population in St.
James and some population around Sherburn, Garfield and Dominion Streets, no population within
this area is further removed from a transportation route than a quarter of a mile, or 5 minutes’ easy
walk. -

However, in order to bring about a better balance of the facilities and to rid the district of
certain worn-out track we would recommend as follows:

(a) That Ellice Avenue bus line, when the city pave the street, he extended westerly three
blocks to Ingersoll Street. The present bus operation should be replaced by a trackless trolley operation:

{b) That because the tracks, which have been in place for some 25 years, require complete
rchabilitation. the street car line on Sherbrook Street from Portage to Logan be abandoned and replaced
by a trackless trolley coach line. Similarly,

(¢) That tracks on Logan Avenue from Main to Arlington, which have been in place some
23 years, are practically worn out, be abandoned and a trackless trolley coach line be substituted for the
present street car service;

(d) That the easterly terminus of the Westminster bus line be Vaughan and Portage and the
present connection at the west end of the route with Portage on Aubrey be abandoned and replaced by
a service on Aubrey, Wolseley and Ethelbert. The present bus operation should be replaced by a track-
less trolley operation ;

(e) That when Salter Street is extended to the Mall a trackless trolley coach line be established
on same forthwith.

While the width of Portage and Main Strcets, viz., 132 feet, is of great advantage to the
transportation facilities, it is not to be expected or desirable that the great bulk of the service in the
down-town area be forever confined to these two streets. Consequently, the restricted width and
poor arrangement of the other streets in the area offers a problem for the future.

General—

Greater Winnipeg in the past ten years shows a growth of approximately 40,000, and in our
opinion the outlook for the near future does not justiiy a prediction that growth will be at any materially
greater rate. Consequently, in our judgment, every effort of the municipal authorities and the
realtors should be towards encouraging new-comers to reside in and fill up those areas into which mass
transportation services have already been provided. No other one thing would do so much to keep the
tax rate, and, incidentally, the car fares within reasonable bounds.

Suburban Zoness

Area No. 1—East of Red River and North of C.P.R.:
A railway service is operated over open track on east side of Henderson Highway :

Population
Zone From To Miles Population Per Mile
No.1 John Black Church...Tot 48. ... 1.58 675 427
No.2 Lot48 s North Boundary of North Kildonan...... 70 295 420
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Area No. 2—East of Red River and South of C.P.R.:

A bus service is operated on St. Mary’s Road.

Zone From To Miles Population Pfro;];[uilla;txon
No.1 Berrydale ..o Lot 62 e 1.77 565 319
No.2 Lot 62 oo Christie’s Farmv............ . 1.86 80 43
No.3 Christie’s Farm .......... Ferry Road .o 1.87 90 48

Transcona: An interurban bus service is also operated from Bus Station on Hargrave Street via
Graham, Main, Higgins, Nairn-Winnipeg, a distance of 7.5 miles to the Town of Transcona, which
has a population of 4,926.

Area No. 3—Waest of Red River and South of Assiniboine:

A street car service is operated over open track on the west side of the Lord Selkirk nghway
(a) From Municipal Hall to St. Norbert—

Zone From To Miles Population P?’grll;lltillgn
No.1 Municipal Hall .......... College Gate....ccoooemreeerccececccceceea 2.14 155 70
No.2 College Gate................ Lot 105 e 1.21 95 80
No.3 Lot 105 . e St. Norbert oo 1.37 335 244

(b) From Lord Selkirk Highway to Agricultural College—
No.1 Municipal Hall ... Agricultural College ... 1.42 400 281

A street car service is operated over open track on the north side of Roblin Boulevard to
Charleswood Post Office:

Zone From To Miles Population Pgl;l:l;ltii]:n
No.1 Park Gate ..o Lot 43 1.89 335 177
No.2 Lot 43 oo Charleswood P.O..... .. ... 1.81 335 185

Area No. 4—West of Red River and North of C.P.R.:

An interurban car service is operated—

(a) Over open track on the west side of Lord Selkirk Highway, a distance of 20.63 miles to the
Town of Selkirk. Total population served is 5,500;

(b) Over open track in part on private right-of-way and part on the side of the public road allow-

ance from Middlechurch, a distance of 14.05 miles to the Town of Stonewall. Total population served is
1.500.

Area No. 5-—North of Assiniboine and South of C.P.R.:

A street car service is operated over open track on the south side of Portage West:

Population

Zone From To Miles Population Per Mile
No.1 Deer Lodge Wye........ RVATC o) o T TS 200 1,947 973
No.2 Victoria woeceeeeeceeecnes St. Charles oo 1.99 530 260
No.3 St. Charles...ccoceeemeeeee. Memorial Cemetery....coooommreerococacaracncns 242 270 110
No.4 Memorial Cemetery ..StEVENSON . ..oooemoiveecee oo eeeeeeeneceae 1.36 245 180
No.5 Stevenson .....,...... Headingly oo eeereeee vt e e

Excluding W.,S. & L.W. radial to Selkirk and Stonewall, and W.E.C. bus to Transcona, in no
other instance is the r1d1ng sufficient to pay the operators” wages, to say nothing about other actual and
continuous costs that must be met, such as repairs to track, repairs to cars and cost of power. Further-
more, without subscribing to the principle but merely as a measure of ascertaining whether the service
is justifiable as a feeder to the City Fare Zone, if we were to add to the zone fares the full revenue
which patrons of the respective zones contribute to the City Fare Zone, as detailed later under “Cost
of Service,” there still is not sufficient money to meet the aforementioned operating cost to say
nothing about general office expenses, depreciation and return on investment.

In fact, we can find no basis for justifying contmuance of service on these lines except contri-
butions are made thereto:

(a) By the municipalities to make up at least the “out-of-pocket” costs involved as is being
done in the Toronto and Montreal suburban districts, or

(b) By the electric utility of the companies in those cases where a transportation service has
been provided in part consideration of a power franchise.
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General—

The great body of the public have failed to appreciate (or have shut their eyes) to the difficulties
under which the transportation utilities have laboured due to increase in wages and cost of materials
on the one hand and increased use of personal transportation on the other and go on expecting manage-
ments to do the impossible.

Looking to the future there is some possibility that Portage Avenue West in the first two zones,
i.e., as far as St. Charles, can be made to pay and the same applies to the Agricultural College line,
when the University commences to function in its new location.

TYPES
Having dealt with the facilities as to location of lines, we will now deal with them by types:—
Track—

Mileage by Zones— ]
Altogether, the three traction utilities operate 182.70 miles of track made up as follows:

WEC.  SRT. W.S.&LW. Total
City Fare Zone—
WINIPEE +.nmeeeemccmcucmmemmsaesecansemassemessnaes e sonss srsmassesenacssernencon 9441 ... 33 94.74
Other Municipalities ... 18.50 500 254 2604
TOtAL oot e 11291 5.00 287 12078
Suburban Fare Zone—
Pembina Highway and Agriculaural College Line ........... 6.33 6.33
Fast St. Patl oo 225 eeh e 2.25
CharleSWoOd ..o ooeeeeceeeeeereceeearesceeec oo e mms s san s areeias 372 . 3.72
POrtage WSt oo ieeeemecaesems e st oenenes 1165 ... 11.65
SEIKITK  oeeememeeeeieeeeeemeuemem e eme et ceceee e semcocsnesesnssm e nmsm s tenerans seceeens 20.40 20.40
SEONEWATL oo saeme e ns oot eneeene eeienes neneoes 17.57 17.57
3 Y OSSR 858 15.37 37.97 61.92
Grand Total ... 121.39  20.37 4084 18270
Mileage by Types—
City Fare Zone—
(a) Open .o 46.96 miles
(b) Paved .o 73.82 miles
Suburban Fare Zone—
(a) Open . 61.92 miles
(b) Paved . none

Gange and Devil Strip—

All track is laid to standard gauge, 4 ft. 814 in. The present standard width of devil strip is
7 ft. 314 in,, as affording the maximum width of unrestricted pavement for free wheel traffic, and at
the same time a clearance hetween cars on opposite tracks sufficiently wide for pedestrians who might
e so unlucky to get caught between same. '

Track Standards—

Open Track: The open track is nearly all laid with 60 Ib. “T” rail supported on gravel ballast
and wood ties, and very similar in all respects to steam railroad practice.

Paved Track: The paved track is confined entirely to the City Fare Zone and almost entirely is
laid as double track. ’

Rail: Earlier construction, as instanced by the track on parts of Sherbrook Street constructed
in 1906, Logan Avenue in 1907, Notre Dame in 1908, was laid with the same type of rail as open
track, viz., 60 1b. “T” rail, and supported on wood ties. hut for the gravel ballast there was substituted
six inches of concrete under the tie and carried up to within three or four inches of the rail head. On
top of the concrete a wearing surface of asphalt was laid.

It was found in practice that 60 1b. 5-inch “T" rail did not stand up under traffic. Consequently, .
as a result,

Page 23



PAarT 3—Tvyre aNp AbEQUACY OF THE TRANSPORTATION FACILITIES.

(a) The weight has been gradually increased to 115 Ibs. for portions of Portage and Main Street
and to 103 1bs. on other streets, and

(b) The type has been changed to a 7-inch grooved girder section to conform with present
standards of street railway practice.

Bonds: Whereas, electric contact between the rails was formerly obtained by copper bonds,
welded to the head of the rail, the rail ends are now welded together to form a solid mass, which
eliminates :

(a) Stray currents and subsequent damage from electrolysis to water mains and gas mains, etc.;

(b) Battering and cupping of the rail ends, this increasing both the life of the rail and comfort
and quietness of operation.

Foundations: It has been found that concrete construction, called in street railway practice
the “rigid type,” has stood the test not only on this but on other properties as being best suited to the
gumbo sub-soil conditions existing in Winnipeg.

Drainage: Drainage is supplied by weeping tile under the concrete foundation and connected by
laterals to the city’s catch basins at frequent intervals.

Wearing Surface: Up until 1927 asphalt was used entirely as a top ot wearing surface with granite
sets as liners on each side of rail. However, it has never satisfactorily stood the shocks of rail vibration
or vehicular traffic, and, is in addition very susceptible to water rot. In the past four years, with the
consent of the city, experiments have been made with concrete and to all present appearances with
satisfactory results.

Based on the above, it is our judgment that the present standards for paved construction are
satisfactory.

Condition of Track

Open Track: Open track is suffering mostly from need of surfacing and lack of tie renewals.
In some instances, largely within the City Fare Zone, there are sections where the rail ends at the joints
are badly battered, and this is a condition that can only be remedied by cutting the ends and making
up the deficiency in length with new rail; of course, in cases where the rail head over the entire section is
badly worn the rail will have to be renewed in toto.

Paved Track: A very considerable portion of the paved track has been in place for over 15
years; some of it as long as 24 years. Most of the older track. due to traffic (both railway and

vehicular). or because of soil conditions are due either for a complete renewal or extensive
rehabilitation.

'I'f‘at‘k——b‘f!ecial Work— .

With regard to track special work, we find :—

(1) That all double track intersections provide clearance for double truck cars moving on
opposite tracks;

(2) That, with the exception of the leads at Main and South Car Houses, stub switches, which

are obsolete, have been replaced by modern spit point switches and at all important main line inter-
sections are electrically operated;

(3) That renewals have been fairly well taken care of and that new steel is on order for the
intersection at Corydon and Stafford;

(4) That the type being laid conforms to aproved engineering practice.

General—

It should be pointed out that track in open construction and on separated right-of-way makes
possible greater speed in that there is a minimum of interference from other forms of traffic, and
further, it costs much less to construct than does paved construction, the ratio under present day
conditions heing approximately one to three.

RorriNg STock—
Passenger Equipment—

General: Since the horse car went out of existence forty years ago and until the past ten or
twelve years, mass transportation has been furnished by the two-man electric street car.

In an effort to combat increased costs ,developments in the automotive field and the necessity of
maintaining the maximum possible measure of public support, great advances have been made in both
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the type, comfort, attractiveness and speed of mass transportation vehicles, and there has come into
extensive use:—

(1) The two-man car seating approximately 60;

(2) The one-man car seating approximately 50;

(3) The one-man motor bus seating 29 or 40, and more recently
(4) The one-man trackless trolley coach seating 40.

The tendency today in all but the largest cities is for one-man operation of all units reinforced
with efficient ground collection at heavy loading points.

That one-man cars are as satisfactory as the two-man type from the standpoint of speed,
convenience and safety to the passenger, and the safety of other traffic on the streets has been
undoubtedly due to the fact that the control of doors, starting and stopping, etc., is centred entirely in the
one operator. Delays caused by interchange of signals under two-man operation have also been eliminated.

Street Cars—W.E.C.: The Winnipeg Electric Company owns and operates a total of 301 motor
street cars and 11 trailers. They are a miscellaneous assortment, ranging from open to closed, from
double truck to single truck, from high floor to low floor, from front entrance to rear entrance, and, if
25 purchased in 1920 and 1921 and two built in 1928 be excluded, have an age from 26 to 12 years.
They may be more particularly described as follows:

Group One—Consisting of 11 trailers;

Built in 1904 and 1905; :

Bodies—closed, wood, low floor, single-end P.A.Y.E. type, entrance and exit being
through the one single door in the front vestibule;

Seats—longitudinal—40;

Couplers—equipped with Tomlinson couplers in 1928, and jerks in operation thereby
eliminated ;

Couplers—double, Curtis type, with 26” wheels;

Weight—27,500 1Ibs;

Car Nos.—501-523.

Remarks: While these cars are as comfortable as any of the other cars on the system, the one
single door for both entrance and exit slows time of boarding and alighting.

Group Two—Consisting of 26 motor cars;

Built in 1904 and 1906;

Bodies—closed, wood, high floor, double-end P.A.Y.E. type, single doors front and
rear. In 1924 six of the cars had vestibules extended and a double door put in
each end. The remainder have single doors both front and rear. In 1924 all
cars were equipped with safety control and have since been operated by one man.

Seats—longitudinal—40;

Motors—iour G.E. No. 80, 40-H.P.;

Trucks—double, Brill type with 33-inch wheels;

Weight—43,000 Ibs.;

Car Nos. 1200—1442.

Remarks: The bodies are decrepit and obsolete. The motors and trucks are good for their
type, but viewed by present day standards must also be classed as obsolete.

It is recommended that the 20 cars in the 1400 class be retired herewith and replaced by 20
new cars of the front-entrance, centre-exit type, to approximately the following specifications:

Bodies—steel or aluminum;

Length-—overall 43';

Seats—cross 28, longitudinal 22, total 50;

Doors—double, full pneumatic control and automatic exit treadles;

Motors—four 35-H.P. of the new quick accelerating type built and geared for
high speed ; )

Contral and brake equipment—foot operated and with minimum accelerating and
braking speeds of 3 and 5 miles per-hour-per-second, respectively ;

Trucks—double, light weight equipped with roller bearings;

Weight—maximum 34,000 lbs.
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Group Three—Consisting of 5 motor cars;

Purchased from Brill Car Company in 1921;

Bodies—steel throughout, closed, low floor, double-end P.A.Y.E. type and equipped
with full safety control and operated by one man, double doors front and rear;

Seats—cross 28;

Motors—two G.E. No. 258, 25-11.P.;

Trucks—single, Brill type, with 26-inch wheels;

Weight—23,500 Ibs. ;

Car Nos.—1000-1008.

Remarks: These are modern cars; however, their small seating capacity makes them unsuitable
for operation on anything but light traffic lines. IFurther, due to their light weight and limited tractive
effort they can only be operated under winter conditions on open track. The bodies, motors and trucks
are in good operating condition.

Group Four—Consisting of 8 motor cars;

Built in 1904 ;

Bodies—open, wood, high floor, single-end, two-man P.A.Y.E. type, entrance by
single gate in rear and exit via single gate in front;

Seats—cross 66;

Motors—four G.E. No. 80, 40-H.P.;

Trucks—double, Curtis type, 20-inch wheels;

Weight—40,000 lbs.;

Car Nos.—122-136.

Remarks: Used for auxiliary service in suminer months—obsolete.

Group Five—Consisting of 125 motor cars;

Built in 1910-1914.

Bodies—wood, closed, high floor, single-end, two-man P.A.Y.E. type, entrance via
single door at rear, exit via single door at rear and in addition 119 have heen
altered during the last four years by the adition of a single exit door at the
front end.

Seats—95 cars longitudinal-—44;

30 cars cross and longitudinal—48;

Motors—four G.E. No. 80, 40-H.P.;

Trucks—double, Baldwin or Brill type, 33-inch wheels;

Weight—47,000 lbs. ;

Car Nos.—432-692.

Remarks: These cars have been subject to considerable overhaul during recent years and are in
fair operating condition. However, in our judgment, they are not to be compared from the standpoint
of either quickness of loading or running speed, with the' front entrance, centre exit “Pay-As-You-Pass”
type as operated in Toronto, Cleveland and other cities. Passengers both boarding and alighting are
compelled to negotiate two steps instead of one in low floor cars. Further, the control and braking equip-
ment does not act with the quickness and smoothness of more recent types.

While we personally prefer the front-end-centre-exit, “Pay-As-You-Pass” type as being most
efficient, there is a great diversity of opinion amongst street railway operators as to the proper position
of entrance and exit doors. Montreal and Chicago still continue with the “Pay-As-You-Enter rear
entrance, rear and front exit type. However, it should be noted that Chicago has recently installed a
number of the front entrance-centre-exit, “Pay-As-You-Pass” type for demonstration purposes.

Commencing with 1932 a portion of the “Renewal and Depreciation Reserve Fund,” elsewhere
referred to, should be definitely set aside for the ultimate re-equipping of Ist the Portage, and 2nd the
Park Line, with new cars, which, when done, will be reflected not only in increased schedule speeds but
in the comfort and convenience of riding and in reduced maintenance transportation costs. However,
there is no reason why these cars cannot continue to operate for some years to come as “fill-ins” for
extra rush hour requirements. '
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Group Six—Consisting of 15 motor cars;

Purchased from Ottawa Car Company, 1918-1919;

Bodies—<losed, steel underframes, steel sheeting on wood frames, low floor, single-
end, two-man P.A.Y.E. type, entrance rear via single door, exit both front and
rear via single door;

Seats—cross and longitudinal 44;

Motors—four G.E. No. 258, 25-H.P.;

Trucks—double, McGuire-Cummings type, 26-inch wheels;

Weight—38,000 Ibs. ;

Car Nos.—710-738.

Remarks: These cars are in fair operating condition. It is recommended that during 1931 they
be equipped for one-man operation by:

(a) Adding full safety equipment;

{b) Extending front vestibule and building double door in same;

(¢) Putting an automatic treadle in the rear platform;

(d) Replacing the 25-H.P. motors with 40-H.P. motors;

(e) Replacing the “K” type controllers with a variable automatic type, as used in Montredl,
Chicago and other cities.

Group Seven—Consisting of 95 motor cars;

Built from 1907 to 1912;

Bodies—closed, wood, approximately one-half with steel underframes, and the
other half with wood underframes, single end P.A.Y.E. type, originally built
for two-man operation, entrance and exit via single doors at rear. In 1918-
1919 a single exit door was placed in front vestibule. In 1924-1926 all cars
were equipped with full safety control for one-man operation and an automatic
treadle placed in the rear exit. Since 1926 double doors have been placed in
the front vestibule of 20 of these cars;
Seats—longitudinal 42;
In 1918 and 1919 the original motors and trucks were taken off and replaced by :—
Motors—four G.E. No. 258, 25-H.P.;
Trucks—double, part McGuire-Cummings and part Curtis, 26-inch wheels;
Weight—The changes in the motors and trucks reduced the original weight of
the cars;
(a) With steel underframes from 47,000 to 40,000 1bs.;
(b) With wood underframes {rom 43,000 to 36,000 lbs.;
Car Nos.—210-430.

Remarks: The bodies appear to be in fair condition, but many of the trucks would appear to
need a complete overhaul. The motive power, control and braking equipment is insufficient for fast
operation. Pending ultimate retirement no change is warranted in this equipment.

Group Eight—Consisting of 27 motor cars;

Purchased—S5 in 1918 and 20 in 1920;

Built—2 in 1929;

Bodies—closed, wood, on steel underframing except that 5 purchased in 1918 and
the 2 built in 1929 are covered with steel sheeting, all single-end P.A.Y.E. type.
The 25 cars as originally purchased were equipped for two-man operation
with double doors in rear and single door in front, and in 1924 to 1926 were
converted for one-man operation by the addition of full safety control and
automatic treadle door in the rear. The 2 cars built have double doors front
and rear;

Seats—cross and longitudinal, 25 cars 42; 1 car 50; 1 car 60;

Motors—25 cars, four G.E. No. 258, 25-H.P.; 2 cars, four G.E. No. 247, 40-H.P.;

Trucks—double, 25 cars McGuire-Cummings type, 26-inch wheels; 2 cars Curtis
type, 26-ich wheels;

Weight—25 cars, 37,500 Ibs.; 1 car, 43,000 lbs.; 1 car, 50,000 Ibs.;

Car Nos.—700-708; 800-838; 796-798.

Remarks: The bodies appear to be in fair operating condition, but, from the noise made, many
of the trucks would appear to need a complete overhaul, and this despite the fact that twenty-five have
been overhauled during the past three years. : ;
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It is recommended that during 1931:
(a) The front vestibule be extended in the balance of the cars and double doors added ;
(b) That G.E. No. 258, 25-H.P. motors, be removed and replaced by 40-H.P. motors.

General—- '

It will be noticed that the Company, despite lack of funds, has, over the past twelve years, made
considerable improvements in its cars, and while same has been largely from the standpoint of reduc-
ing operating costs to the Company, appreciable improvements of benefit to the riding public have also
been effected.

On systems where money has been available operators are installing:

Two-man cars, seating 54 to 60 passengers and weighing less than 40,000 1bs. ;

One-man cars, seating 45 to 50 passengers, weighing less than 34,000 1bs.

These cars show remarkable improvements with respect to both speed and convenience and
comfort of passengers, by the provision of :

(1) Wide entrances and exits, pneumatically-operated doors, more attention to height and
arrangement of seats, steps, platforms and stanchions, and which has been reflected in higher speeds
due to a reduction in the time of boarding and alighting:

(2) Automatic controller and braking equipnient (in some instances of an automotive type and
manipulated by the operators’ feet), which permits of not only smoother but a faster stopping and
starting and in turn is also reflected in higher schedule speeds:

(3) New type of drives, which permit of lighter weight trucks and the use of high speed,
spring supported, light weight motors. Further, because of Helical gears, oil lubrication, and the use
of anti-friction bearings, the noise so generally associated with street railway operation has been
greatly reduced;

(4) Another feature of these new cars is that the entire construction has been designed to
reduce maintenance cost to a minimum.

Buses—
Buses are being more and more extensively used as feeders to the rail lines and for high speed
express service and special fare routes.

From a point of view of operation a bus has many advantages over a street car, viz.:

(1) Its adaptability to routes where the traffic is relatively light;

(2) Its flexibility in the midst of other traffic, which enables it to obtain a high rate of speed;
(3) It is not subject to delays through breakdowns of other vehicles;

(4) A local and express service can both be operated over the same street;

(3) Detour can readily be made from regular routes in case of fire or other traffic interruptions;
(6) Passengers can be loaded and discharged at the curb.

Its disadvantages are economic:

(1) A 29-passenger bus has a comfortable capacity including standees of about 45.
A 40-passenger bus of the Twin Coach type (Ellice Avenue route),

has a comfortable capaciay including standees of about 75. Whereas a street car seating 50 has a
capacity of at least 120, and one seating 60 a capacity of 150. Hence, in rush hours, when a maximum
capacity is essential a given number of street cars are capable of handling at least twice as many as
the same number of buses;

(2) Its operating and maintenance costs are higher than those of a street car;

(3) The reasonable life of a bus is not over six years, and for the Twin Coaches 8 years, whereas
the life of a street car is at least 20 years and can be extended indefinitely if circumstances demand.

Buses—W.E.C.: The W.E.C. commenced to operate buses in 1918 on the Westminster route
and are now operating 14 routes with the following equipment:
40-Passenger Twin Coaches
33-Passenger Interurban Bus
29-Passenger City Bus
25-Passenger City Bus
21-Passenger City Bus.:

49

The average age of these buses is 314 years.

The engines and other miscellaneous equipment are given a complete overhaul on the basis of
each 25,000 miles.

FPage 28



ParT 3—TvYPE AND ADEQUACY OF THE TRANSPORTATION FACILITIES.

In 1930 the bodies of 27 were overhauled and painted.

The Company is planning to standardize on 29-passenger buses, with 40-passenger Twin Coach
type to fill in under special rush hour conditions, all of which is in line with approved practice.

Recommendation: Tt is recommended that as Trackless Trolley coaches replace present bus routes,
an equivalent number of buses be retired from service. In any event, fourteen 21-passenger Reos and

four 21-passenger Studebakers purchased in 1925 and 1926 should be retired not later than 1932 and
1933. : '

Trackless Trolley Coach—

During the past few years operators on this continent have begun to realize that the trolley bus,
which has been used by transportation systems of British and other European cities for the past 20
vears, might with profit be adopted on this continent as an intermediate vehicle between the street car
and motor bus. Within the past two years nearly 200 of these vehicles have been put in service on city
properties on this continent, notably in Salt ILake City and Chicago, and nearly as many more are on
order. :

In carrying capacity and body design it is similar to the Twin Coach aforementioned,
but derives its power from two trolley wires slung overhead. They are aquipped with two 50-H.P.
motors and will accelerate at a rate of better than 3 miles-per-hour-per-second, and brake at a rate of
6 miles-per-hour-per-second, which permits the operator to use the maximum speed of the vehicle with
the assurance that he can stop on short notice in the event of an emergency. The direct control elimin-
ates time lost in gasoline buses for shifting gears, while its 18-foot poles afford a flexibility compar-
able to gasoline operated buses. ‘

These vehicles weigh approximately 18,000 Ibs. and seat 40 passengers, with a total capacity of
about 75. They have, we believe, a real future in serving those sections of the city where the traffic
falls below the economic limit for track maintenance, and that consequently when a utility is otherwise
faced with the necessity of track reconstruction, under such a condition a substitution to trackless
trolleys may with confidence be made. The life of these vehicles should be at least 15 years, and, in
cost of operation and maintenance will be less than that of a one-man street car and track.

Operation in Chicago has demonstrated its ability to make and maintain schedule speeds of 12
miles per hour and better which exceeds by over two miles per hour any street car or bus being operated
in Winnipeg today. )

In contrast to a street car or a bus these vehicles are practically noiseless in operation.

Recommendation: It is recommended—

(a) That 12 trackless trolley coaches be purchased during 1931 for service as follows:

Sherbrook—Portage to Logan...... 4

Logan—Arlington to Main............ 3

Ellice e 2 (off-peak only)

Westminster ... 3 (off-peak only)
12

(b) That as soon as Salter Street extension has been completed in, say, 1932, that 13 additional
trackless trolley coaches be purchased for service thereon.

Service Equipment—
Rail Cars—W.E.C.:
10 sweepers, ; 13 miscellaneous work cars; all in fair mechanical condition.
It is recommended to better cope with winter snow conditions that three additional sweepers be
purchased in 1931.
Trucks—W.E.C.:

Twenty-seven trucks ranging from I4-ton to 7-ton capacity as listed in McClellan Valuation,
pages 83 and 84.

All are in fair mechanical condition and most of these trucks are used jointly with the Electric
and Gas Ultilities.

Passenger Automobiles—W.E.C.:
Nineteen automobiles ranging from Cadillacs to Fords as listed in the McClellan Inventory, there
being

(a) Wholly owned by Traction Utility............... 8
(b) Jointly owned by Traction Utility................ 11

These latter cars are used for general purposes of the Company by the executive staff.
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Sub-stations—IV.E.C.:
There are seven sub-stations supplying D.C. to the City Fare Zone, as follows:

. Motor Generators

Lo Mill SEreet oo et 1— 800K.W.)

1—1,000 “ | 4500K.W.

1—1,200 “

1—1,500
2. Logan Ave. (near McPhIIPS) i 1—1,200 * 1,200
3. Ft. Rouge (Osborne and Kylemore) ... e 2—1,000 2,000
4. North Main (at North Car House) ..., 2—1,000 “ 2,000 “
5. Sherbrook (near Portage). ... 1— 800

1—1,400 “ 2,200
6. St. Boniface (Rue des Meurons) ......ocoosinecicnnrneciessneeeens 1— 800 “ 800
7. St. James (Portage and St. James Street, owned by SR.T.).... 1—1,200 “

1—1,000 “ 2,200 “

14900 “
The buildings are all brick and in good condition.

The 800 K.W. generators at both Sherbrook and St. Boniface were moved from the Assiniboine
Sub-station at the time same was demolished. The 1.400 K.W. set at Sherbrook Street was moved from
Mill Street. These adjustments were made to better balance the supply of current.

While all the machines, with the exception of the 1,500 K.W. set at Mill Street, which was new
in 1920, are fairly old, they were given a thorough overhaul during 1922 to 1926 and still have many
years of useful life.

In . some of the more recent sub-station installations on other properties Mercury Arc Restifier
sets with full automatic control are replacing motor generators. They are less costly from the stand-
point of both the initial outlay and maintenance.

When the system can afford it, operating conditions will be much improved by the installation
of one 500 K.W. Mercury Arc Rectifier:
' (a) In the St. Vital section, and
(b) In the Elmwood section.

Should it be desired to heat the cars with electricity there would be required an additional
sub-station capacity spread throughout the system of approximately 3,500 kilowatts.

Car Houses and Yards—W .E.C..
There are three car houses and yards, as follows:
(1) North—On North-Main at Inkster Boulevard.
The car house is a one story brick building, originally built in 1904, with additions in 1909 and

1913. Tts overall dimension is 175 feet by 177 feet. It has trackage for 45 cars and the yard for 73, a
total of 118 cars and is used to capacity. There is suffcient additional yard area to store another 100 cars.

(2) Main—On South Main Street at Assiniboine.

The car house is a one story brick building, originally bu1]t in 1901. It was partially destroyed
by fire in 1920 and immediately rebuilt. Tts overall dimension is 290 feet by 116 ft. The house has
trackage for 52 cars and the yard for 62, a total of 114 cars. Another 10 cars can be stored on the
available trackage which occupies the entire area of the site.

(3) South—On Osborne Street at Morley Avenue.

The car house is a one story building of sheet metal construction built in 1905 and 1907, and is
merely a shell. Its overall dimension is 315 feet by 110 feet. The trackage in the car house has a
capacity for 54 cars and the yard for 100, a total of 154 cars. Present use is 115 cars. The yard has
sufficient space for another 200 cars.

In 1929 the car houses were all equipped with sprinklers.

Observations: These car houses are all single-end houses and, consequently, entail excessive
switching, the last car in at night being the first car out in the morning.

At bothi North and Main Car Houses when switching between tracks it is necessary to run cars
out onto the street.

Car washing in all cases is still done by the old method of a pail of water and a long-handled
broom.

.None of the car houses contain the tvpe of accommodation which to day is considere essential
to either the divisional staff or for the car crews.
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To Sum Up: They must all be classed as antiquated and unsatisfactory. When money is avail-
able the South Car House should be the first to be replaced. Further, that whereas there will be
required convenient housing accommodation for the trackless trolley coaches, that same be provided
at Main, and that accommodation for the street cars thereby displaced be provided at South.

Car Sﬁops—W.E.C. :

The Car Body Shop is at Fort Rouge and situated on the same property as the South- Car
House. It is a one story brick building—overall dimension 270 feet by 75 feet.

The Electrical Shop, Truck Shop, General Machine Shop and Master Mechanic’s office are
situated in a brick building alongside the Main Car House. =~ While it is true that the shops contain
quite a number of modern machine tools, the facilities, as in the case of the car houses, must be classed
as antiquated and unsatisfactory. In a modern car shop the facilities are all concentrated at one point,
and the equipment includes:

(a) Transfer table which permits a car body to be moved the entire length of the car body shop, and
(b) Crane by which a car can be completely liited off its trucks.

With a gradual change-over from wood to metal car bodies, the need for new shops will become
increasingly apparent. Undoubtedly, in a new shop the men will immediately respond to the influences
of the new suroundings and new tools, and the result will be better workmanship and lower maintenance
costs. This was and still is the experience in Torento.

Recommendation: Accordingly, it is recommended that a new car shop be built in 1932 on the
Fort Rouge site, the money for same to be provided in part from the “Renewal and Depreciation
Reserve Fund,” and the balance by way of additional capital to be supplied by the Company. That
looking to this, definite studies of the requirements be commenced forthwith.

Garage—W .E.C.:

The W.E.C. Garage is situated on Assiniboine Avenue at Main Street alongside the Main Car
House. It is a brick building, 135 feet by 185 feet, and part two-story, with a total storage for 100
buses or trucks. It contains the shops for repair of all the automotive equipment owned by the
Company.

With the building of a modern shop all overhauling and body work on automotive equipment
should be taken care of there and only running repairs and washing done at garage.

General-—S.R.T. and W.S. & L.W.:

With regard to the transportation facilities as supplied by the Suburban Rapid Transit and the
Winnipeg, Selkirk & Lake Winnipeg Railway companies. there is nothing to be gained. in our opinion,
by detailed examination of same.

In brief:
SRT—

(a) The mileage and type of track is shown in Part 3 herein;

{b) Cars are rented from W.E.C.;

(¢) There is one sub-station at St. James and which is included under W.E.C.;

W.,S. & LW.—
(a) The mileage and type of track is shown in Part 3 herein;

(b) There are 5 motor cars built in 1908 and 5 trailer cars built in 1911-1914. Tt is recommended
that these cars be altered forthwith to permit of one-man operation and be so used:

(¢ There are 3 sub-stations, viz., Middlechurch, Lockport and Stony Mountain and all equipped
with motor generator sets;

(d) There is a car house at Selkirk;
(e) All repairs to equipment are made at the W.E.C. shops.
Conclusion: Much as further rehabilitations and additions to the property of the Winnipeg

Electric Company may be desired by either the Company or the public, or both, the utility to attract
new capital, let alone remain solvent, must live within its income.

Accordingly, it is our opinion the recommendations herein made are the maximum that can be

afforded for the immediate future, and then only nrovided reasonable relief is granted by either elimina-
tion of special taxes or increased fares, or a combination of both.

Page 31



PART FOUR
VALUATION

Previous Valuations—

On at least two occasions a valuation has been made of the entire physical properties of the Winni-
peg Electric Company, the Suburban Rapid Transit Company and the Winnipeg, Selkirk & Lake Winni-
peg Railway Company:

(1) For the companies, by the J. G. White Engineering Corporation of New York at reproduction
cost as of December 31st, 1916, for the purpose of more clearly segregating the values of the various
items of physical property comprised in the several activities of the companies, and to which effect was
given in the books of the Company, and

(2) For the then Public Utility Commissioner, Mr. P. A. Macdonald, by Mr. George Guy,
Flectrical Engineer of Winnipeg, as of June 30th, 1920, and priced at the average level of prices for
the five vkars, 1909 to 1914, for items in existence in 1914 plus actual cost for additions from that date.
Although same was made for the purpose of fixing rates. for at least the Traction Ultility, no recognition
of same has ever been made on the books of the Company.

In 1930 precedent to the application of the Winnipeg Electric Company to your Board for an
increase in the fares of its Traction Utility, and as a basis of value should the City of Winnipeg decide
to acquire same at the end of the franchise period, viz.. January 31st, 1932, William McClellan &
Company, a Canadian subsidiary of Stone & Wehster Corporation, Boston., Massachusetts, was engaged
to make a valuation of the physical properties of the Traction Utility of all three companies. The
valuations thus made were presented to your Board as Exhibits 1, 2, and 3.

Also in 1930, at the request of the City, Price-Waterhouse & Company. Chartered Accountants,
made an audit of the Company’s transportation accounts to ascertain the value of net additions to physical
property between June 30th, 1920, and December 20th, 1929.

Comparison, White and Guy—

With respect to the White and Guy valuations, the pricing of individual items was not far

apart as instanced by the following: wh .
ite uy

Ttem 1915 19091914
Service Unit Level Level

Open Track—Portage. ..o 1910 100 ft. $ 323 $ 333
Paved Track—Sherbrook ... 1907 100 ft. 759 654
Cars—Type “A”—400 Class......cccoereeenne 1910 each 6,171 - 7,043
Logan Ave. Sub-station Building

and Equipment ... ... 1912 43787 49,744
South Car House. ..o 1907 33,376 27,168
Fort Rouge Shops.....cooiiieee 1904 35,927 31,909

However, their treatment of the items to be included in the Traction Ultility is unfortunately
different and accordingly no direct comparison is possible without first a detailed analysis of all the
items.

For instance, under “Land” the White valuation includes River Park and excludes the land
under which the car houses and shops are situated, while the Guy valuation excludes the park but
includes the land in connection with the car houses and shops. The Guy valuation includes a portion
of the Pinawa development and the Steam Plant at Mill Street; White does not. ~ White includes
interest during construction and organization expenses; Guy does not. Their allowances for engineer-
ing and general supervision, etc., are different. The time and labor to make a detailed analysis would be
very considerable, nor in our judgment, for the purposes of this present inquiry, would any useful
purpose be served thereby. As a matter of record, however, we quote the total values of the physical
property as set out in each for the traction utilities of the companies, as follows:

(a) White as of December 31st, 1916: Reproduction Depreciation Present Value
W. E. €O $ 9,104,770 $1,453,725 $7,651.045
S R T COueeee e e 673,418 114,661 558,757
W, S &L W. Ryt 1,419,403 202,708 1,216,695

(b) Guy as of June 30th, 1920:

W, B, €O $11.321,742 $2,122,435 $9.199.307
S R T €O 464,387 76,036 388,351
W, S &L W. Rly. e 1,284,034 188,159 . 1,095,875
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McClallan—

It is not until we come to the McClellan valuation that we find any real concerted attempt to
segregate from the other activities of the companies those items, and only those, which are applicable to
their respective traction utilities.

As determined by Wm. McClellan & Company the values of the respective traction utilities, by
municipalities, as of December 31st, 1929, Exhibits 1, 2 and 3 are:—

W.E.C—
Reproduction Present Value
ew Amount Per Cent.
Winnipeg ..ooooeee. $18,259,395 $15.892,819  93.38
St. Boniface ... 642,267 544,233 3.19
St. Vital ... 217,827 183,798 1.09
Fort Garry ....... 268,467 225,481 1.32
East Kildonan ... 134,367 112,651 0.66
North Kildonan .. 74,462 62,546 0.36
St. James ... 130 130 ...
Total............ $19,596,915 $17,021,658 100.00
S.R.T—
St. James ... $ 418494 § 347,102 48.89
Assiniboia ............ 267,698 206,571  29.09
Tuxedo .coooveeee. 93,906 82,991 11.69
Charleswood ........ 95,290 73,269 10.33
Total............ $ 875388 $ 709,933 100.00
W.,S. & LW.—

. Winnipeg ... $ 112313 $ 104,969 5.92
West Kildonan ... 108,186 87,828 497
Old Kildonan ... 56,555 43,684 247
West St. Paul...... 573,137 456,380 25.81
St. Andrews ....... 450,697 354,728  20.06
Selkirk ... 461.886 339,307 19.18
Rockwood ........... 376,384 303,510 17.17
Stonewall ... 105,606 78,175 4.42

Total.......... *$ 2,245,264 1$ 1,768,581 100.00

Total of all
Municipalities. $22,717,567 $19,500,172

Notes—*This figure is $85,839 more than the figure filed in Exhibit No. 3 due to an error in
addition of $11.839 plus $74,000, being value of land of North Main Car Yard left
out by appraiser.

+This figure is $74,000 more than the figure filed in Exhibit No. 3, being value of land
of North Main Car Yard left out by apprasier.
In Winnipeg—
W.E.C.: Includes all Rolling Stock, Car Houses and Shops, and all sub-stations except St.
Boniface.
W..S. & L.W.: Covers principally North Main Car Yard, Land and Tracks.

Rasis of Present Value—

Tt is to be noted in each of the three aforesaid valuations, that “Present Value” is in effect defined
as being: :

(a) The cost to reproduce new at the time of the vatuation (there are some reservations as to the
time in Guy’s and to which reference will later be made) those identical items of physical property
as were then in existence;

Less,

(b) An allowance for depreciation, and which in the White and Guy valuations was figured
on a life basis and as such must have given some recognition to an included factor of obsolescence.
whereas in the McClellan it was based upon an examination of the various items, and solely upon the
cost of restoring them as far as possible and practicable to a condition as good as new.
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Basis of Value for Purchase
or Rate Making—

In determining a hasis of valuation for either purchase or rate making one necessarily must he
governed by:

(a) The instructions as laid down in the franchises;

(b) The instructions as laid down in the Municipal and Public Utility Board Act, and

{c) The decisions of the courts.

Circumstances alter cases and it does not follow that the value having heen determined for,
say, rate making it must needs be accepted as the value for purchase.

Faluation for Purchase—

(a) Franchises and the Courts:

With regard to a valuation for purchase, the franchises under which the traction utilities of the
Winnipeg Electrlc and its subsidiaries operate contain a clause—to quote from the Winnipeg franchise,
and all the others are essentialy similar:

“That the City of Winnipeg may . . . assume the ownership of the railways, and all real and
personal property in connection with the working thereof of every kind and descnptlon upon payment
of the full value of the same, including the value of the pavement made or done by or at the expense of
the applicants to be determined by arbitration, and in considering such value the franchise and the rights
and privileges granted under this By-law and the revenue, profits and dividends being or likely to be
derived from the enterprise, are not to be taken into consideration, but the arbitrators are to consider
only the actual value of the actual and tangible property. plants, equipments and works connected with,
and necessary to the operation of the railway, including such pavement.”

It is to be noted from the Toronto Railway Award, June 30th, 1923, which settled the price.
under franchise conditions very similar to those contained in the Winnipeg franchises, which the City
of Toronto was to pay the Toronto Railway Company for the street railway and which award was
afterwards confirmed by the Privy Council, that the arbitrators:

(1) Determined the price to be paid as being.
(a) The cost of reproduction new, less,

(b) An allowance for depreciation, and defined depreciation both in their own view and on
the basis of former decisions in the courts under British jurisdiction, as including obsolescence and
deterioration from whatever cause;

(2) And as to those items of overhead expenditure, which might properly be included in
cstimating the cost of reproduction, and as to whether interest upon capital during construction
should be taken into account, said in effect:

(a) As to added value by reason of the property and plant being in running condition with
a completely organized staff which immediately entered the service of the citv—-—No. as same does not
come within the meaning of the expression “Actual and Tangible Property.”

(b) “Engineers’ Remuneration”—Yes, hut subject to proper depreciation.
(¢) “Interest during Construction”—Yes. but subject also to proper depreciation.

() Preliminary Expenses of Organizing Company™ and “Cost of Raising Capital”—No,
as not heing legally allowable.

(e) “Administration Organization and Legal Expenses,” “Cost of Placing Physical Property
in Operation,” and like items for “Going Plant Value,” etc.—No, and in this regard say— “While items
of this character are frequently taken into account for rate making purposes they must be regarded as
so-called “Intangibles,” and as not capable of being included within the meaning of the words “Actual
and Tangible Property” im the Agreement and Statute.”

(f) Nor was any allowance included for payments made by the Company towards the cost
of subways or bridges for the elimination of dangerous level crossings, it being held that such payments
did not constitute “Actual and Tangible Property” within the meaning of the Statute.

(b) Municipal and Public Utility Board Act:
The Municipal and Public Utility Board Act says:
Section 124—No owner of a public utility shall:
(g) Without the approval of the Board, sell. lease, mortgage, or otherwise dispose of or
incumber its property, franchises, privileges or rights. or any part thereof.

To sum up: In the event of a purchase under the terms of the franchises it would appear from the
above that the items of value have been fairly definitely established.
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I"aluation for Rate Making—

(a) Franchise:

In the franchisés the rates are established as being a fixed amount per passenger and said
amount is stipulated therein. Consequently, so far as the rates are concerned, the value of the utilities
is of no interest to the municipalities, except as the Legislature may have legislated over the subject
matter, by reason of the Municipal and Public Utility Board Act.

(b) Municipal and Public Utility Board Act:

The Municipal and Public Utility Board Act of 1926, under which your Board was created
and given jurisdiction over rates, etc., of public utilities, says:

With regard to appraisals, _

“In section 117 (b), the Board shall have the power from time to time to appraise and
value the property of any public utility whenever, in the judgment of the Board, it shall be necessary
to do so, for the purpose of carrying out any provision of this act,” and

With regard to rates,

“In section 127 (1),—No change in any existing individital rates . . . shall be made

until approved by the Board, and the Board shall have power . . . to hear and determine whether
the proposed increases, changes or altgrations are just and reasonable.” -

From the above it is apparent that the Legislature has laid down no definite formulae which
must of necessity be followed.

(c) The Courts:

Whilé much learned opinion has been expressed both before and by the Courts in regard
to valuation for rate making purposes, ‘ ;

(1) Especially in the United States.

(a) Beginning with Munn vs. Illinois in 1876, when the right of legislatures to regulate
rates was first definitely recognized. Then )

(b) The celebrated Smyth vs. Ames case in 1898, in which the Supreme Court defined a
reasonable rate as being one that allowed a fair return on the fair value of the property, and

(c) The O'Fallon decision in 1929, in which the Supreme Court held that under the 1920
Transportation Act, the Interstate Commerce Commission could not establish a fixed rate base subject
to accounting control, but would be compelled to make allowance for reproduction cost or changes in
value according to the law of the land as declared in a series of past decisions.

(2) In Canada and the other British Dominions the right of the Legislature to regulate is not
open to question and based on the wording of the Act under which you function, we are not aware of
any decision in the Canadian Courts or by the Privy Council that would tend to limit your Board in
arriving at, in your own way, what may be considered a fair value of the property in question.

General Observation—

Accordingly, to sum up, the avenue of approach to the determination of a fair value for rate
making purposes would appear, on all three counts, to be wide open and to permit your Board full
freedom of judgment. '

McCLELLAN VALUATION

The summaries of the valuations made by McClellan & Company for the companies were filed by
Mr. Guy and afterwards confirmed by Mr. Taber of McClellan & Company. The basis of valuation,
as before stated, is reproduction cost less observed depreciation or cost to restore without regard to
any factor of obsolescence. '
In addition to the items of physical property listed under:
(a) Land, and
(b) Labor and Materials,
there have been included: '
(¢) Under the heading “General Construction Costs”—Engineering, Administration and
Legal Expense, Taxes and Interest, and
(d) Which we will group, for want of better name, undet the heading “Intangibles,”
Organization, Working Capital, Cost of Financing, and Going Value.
Evidence as to the general basis of a reproduction cost appraisal was submitted by Mr. Taber,

while the arguments advanced in support of the several items listed (a, b, ¢, and d) above, were filed
by him as Exhibits 29 to 35, inclusive. :
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The values assigned to cach of the three properties on the basis as McClellan & Company say, of :
Cost to reproduce new, less cost to restore, are for—

W.EC e, $17,021,658
SRT. . 709,933
WS & LW 1,768,581

as detailed below and on following page.

$19,500,172

At our request the Appraisal Department of the Winnipeg Electric Company has ‘apportioned

same as between:

(a) City Fare Zone
and

(b) Suburban or Interurban
Zones

as tabulated below and on following page.

$17,239,461

2,260,711

$19,500,172

McCLELLAN VALUATION AS AT DIECEMBER 31st, 1929,

W.E.C. S.R.T. W.S. & LW. "'

Reproduction New Less Reproduction New Less Reproduction  New Less
Items New Depreciation Depreciation Depreciation
Ao Land oo $ 335,69Q $ 335,690 $ 1,000 $ 1,000 $ 100,808 $ 100,808

I3. Labor and Material— , ‘ Z v ,
Roadway ... 7,280,162 5,777,440 $557.777 $411,869° $1.122,224 $ 802.805
Bldgs. and Structures 950,186 798,219 26,447 20,404 125,045 86,588
Equipment ... 6,163,876 5,243,309 77,164 63,660 380,237 261,430
Total.meo . $14,394,224  $11,818,968 $661,388  $495,933 $1,627,506  $1,150,823

C. General Construction Costs— )
Engineering ... $ 420,500 $ 420,500 $ 13,500 $ 13500 $ 33400 $ 33400

Administrative and ‘

Legal Expense ... 215,250 215,250 9,500 9,500 24,050 24,050
Taxes ..ooooeeoeeeeeee. 75,250 75,250 4.000 4,000 9.350 9.350
Interest ... 804,500 804,500 36,000 36,000 88.250 88,250

Total.....coo $ 1,515,500 $ 1,515,500 $ 63000 $ 63000 $ 155050 $ 155.050
). Other Costs—
Organization ... $ 295500 $ 295,500 $ 13500 $ 13500 § 33400 $ 33400
Working Capital ....._.. 400, 400,000 19,500 19,500 47.000 47,000
Cost of Financing........ 885,500 885,500 39,000 39,000 94,250 94.250
Going Value ... 1,770,500 1,770,500 78000 . 78,000 187.250 187,250
Total.coorocooee $ 3,351,500 $ 335,500  $150,000 $150,000 $ 361900 $ 361.900
Grand Total ... $19,596,914  $17,021,658 $875.388  $709,933  $2,245264  $1.768,581
Labor General
City Fare Zone— and Construction
Land Material Costs Intangibles Total
Reproduction New— ‘

WEC. oo $335.600  $14,163652  $1494000  $3,300000  $19,293.342

SRT. s 1,000 246,370 24,500 57,500 329,370

WS &LW.. ... 74,000 110,749 10,500 25,250 220,499

» Total............ $410,690 $14,520,771 $1,529,000 $3,382,750 $19,843,211
New Less Depreciation— . _

WEC. ... $335,690 $11,637,226 $1,494,000 $3,300,000 $16,766,916

SRT. . 1,000 196,748 24,500 57,500 279,748

WS & LW.. . 74,000 83.047 10,500 25,250 192,797

Total............ $410,690 $11,917,021 $1,529,000  $3,382,750 $17,239,461
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Suburban and Interurban

Fare Zones—

_ Labor General .

Reproduction New— and Construction
Land Material Costs Intangibles Total
W.EC. s e $ 230,573 $ 21,500 $ 51,500 $ 303,573
SRT. it e 415,018 38,500 92,500 546,018
WS & LW $26,808 1,516,757 144,550 336,650 2,024,765
Total........._.. $26,808 $2,162.348 $204,550 $480,650 $2,874,356

New Less Depreciation—

W.EC. s i $ 181.742 $ 21,500 $ 51,500 $ 254,742
SRT. e e 299,185 38,500 92,500 430,185
WS & LW........ $26,808 $1,067,776 144,550 336,650 1,575,784
Total............ $26,808 $1,548,703 $204,550 $480,650 $2,260,711

Tnventory and Prices—

The inventory and unit prices on which the summary is based was put in by Mr. C. H. Dahl as
Exhibit No. 40, both sets of figures having been developed by the Appraisal Department of the
Winnipeg Electric Company; and accepted by McClellan & Company at face value.

We have already compared the reproduction value before depreciation as determined by White
and Guy for certain identical items, and to this we now add McClellan’s:

Placed White Guy McClellan
in Dec. 31st, 1909-1914 Dec. 31st,

Item Service Unit 1915, Level Level 1929, Level

Open Track—Portage ... 1910 100 ft. $ 323 $ 333 $ 469
Paved Track—Sherbrook .....coocoeoieceiceeene 1907 100 ft. 759 654 969
Cars—400 Class ..oooeooeooeeeeeeee e 1910 each 6.171 7,043 14.984
T.ogan Ave. Sub-station—Bldgs. and Equip’t 1912 one 43,787 49,744 57,748
South Car House ..o 1907 one 33,376 27.168 68,179
1904 one 35,927 31,909 63,112

Fort Rouge Shops ...

Depreciation—

The amount of depreciation found was based on a “spot check” by Mr. Taber of the various items
of physical property and an estimate made of the cost to restore same to a condition as good as new.
The results of his examination with regard to same were filed as Exhibits No. 36, No. 37 and No. 38.

The City's Attitude—

The City, represented by Mr. Jules Preudhomme, Counsel, and Messrs. W. M. Scott, Horace
M. Smith and Samuel Woods, as expert witnesses, refrained from putting forward anything of a positive
opinion as to what, in its judgment, would be a fair value for determining rates, except

One were to assume, and there was nothing advanced at the inquiry for so doing, that the City
was prepared to accept the value:

(a) As established by the Public Utility Commissioner in 1920, viz.......cccocooceees $ 9,199,307
(b) 1;11;5 additions by Company to December 31st, 1929, being.......... $3,705,957
Iﬁisdsuctions suggested by Price-Waterhouse . ... 667,985

- 3,037,972

$12,237,278

And confined itself to:
(1) An attack on the reproduction basis of valuation and the method adopted by McClellan of
determining depreciation ;

(2) The presentation of evidence from Mr. Scott in an endeavor to show that “Original or
Historic Cost” was the only equitable basis of valuation, and that same having been determined a
further deduction should be made for depreciation with the obsolescence factor included and all
calculated on a theoretical life basis. '
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General Observatiois-

It will be seen from the above that two entirely different methods of approaching a valuation
for rate making purposes have been advanced. The Company, as was to be expected, advancing that
method which would yield the most and the City conversely, that which would yield the least.

Our view is that the answer is not to be found in a strict adhérence to either method or in any
other stereotype fashion, but that some middle-ground must be found by the exercise of reasonable
judgment having its basis in a proper consideration of ali relevant facts. However, in order to establish
such midde-ground it is essential that something be known as to “Original or Historic Cost,” and
as neither the City nor the Railway made any attempt to establish what such a figure might be, we
have been compelled to do some exploring in this field on our own account and to which reference
will later be made.

Reproduction Basis—
Our objection to a strict adherence to the reproduction hasis of establishing fair value is:

(1) That, reproduction values are constantly shifting as instanced by the index figures of
electric railway construction costs computed monthly and annually by the American Electric Railway
Association ;

Taking as a base—

Accordingly,

Note: As between December, 1929, the month on which McClellan prices are based, and December,
1930, the index figure dropped from 205.1 to 192.0, a decrease of 6.38%, and as Canadian prices of
clectric railway materials and equipment parallel those of the United States, this index figure can be
accepted without fear of contradiction as representing also the trend in Canada.

(2) That, in times of high or rising price levels, and when applied under conditions, as in the
present instance, create values in excess of the investiment in the property and which, consequently,
by so doing, are unfair to the car rider;

Conversely,

(3) That, in times of low or falling prices the reproduction value is unfair to the owner, and
a utility by a strict adherence to the reproduction basis might very easily, under such conditions, be
forced into bankruptcy due to failure to meet the interest on its bonds.

However, as will be seen from the index figures quoted above, there has been over the past
17 years, and subsequent to the large majority of street railway installations on this continent. a pro-
nounced increase in the price level. Accordingly, the owners of utilities have found in the reproduction
theory a very profitable vehicle for the establishment of values upon which rates should be fixed. Had
prices dropped and the reproduction basis made to apply, the companies would be shouting confiscation.
Having regard to the present advantages of the reproduction basis it is quite possible, and in some
instances probable, that owners of utilities have deliberately studied the trend in prices in order to seek
an adjustment in the rate base at a time most favorable to themselves. It may well be asked who gets
the benefit of such an unearned value; certainly not the holders of the bonds or preferred stock.

(4) Or take the case of a street car: There are cars operating today in many cities, which, at the
time they were purchased in, say, 1910 cost approximately $7.000, but which today, except for the
fact that they have wheels, motors and seats cannot in any measure be considered suitable to present day
transportation requirements and which under the reproduction basis would be put into an appraisal at a
value twice their original cost, an amount which would hardly be exceeded today for a modern and
adequate car of like capacity.

From the above we are satisfied that conditions may easily arise where the establishment of a
reproduction value would not be fair to the public and under other circumstances where it would be
most unfair to the utility.

On the other hand, there are circumstances where the “Original or Historic Cost” should not
be accepted as establishing a fair value on which to base a rate.
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For instance, many items of property may have from time to time disappeared from use but
under circumstances which made it impossible to sct up adequate depreciation. The fact that such
property did once exist may no longer be apparent.

Again, a company may operate a number of different utilities, and, in the face of risks that would
not be taken by outside investors, has from its gencral funds provided money for extensions and better-
ments, etc., for the general benefit of the transportation requirements of the community which it serves
and on which it has never been able to earn a return, and to which. in our judgment, recognition should
be given in the establishing of a fair value for rate making purposes. Or the money may have been
subscribed from the general funds of the utility to wmeet the Traction Utility’s proportion of bond
interest, and hence given the utility a stability under circumstances which would have driven to the
wall a company operating solely as a traction utility. :

Itemns to be - Included in Appraisal—

With regard to the items of value to be included in an appraisal of a transportation utility
and with particular reference to one for rate making purpeses, we are of the opinion that in cases
where a company operates an electric utility as well—as is the case of the Winnipeg Electric Company
—there should be excluded:

(1) All items of power production and transmission up to the point where alternating current is
received by the traction utility for conversion into direct current for the operation of its cars:

(2) All items of Joint Use, such as Land. sub-station Buildings, Poles and Conduits, ectc.:
This being done

Power would then be sold by the electric utility to the traction utility on the same basis as to any
other customer, and the traction utility would be charged a rental for all items of Joint Use.

This segregation having been made, there should be included:

(a) Land—priced according to the particular method to be adopted but without any deduction
for depreciation ;

(b) All other items of physical property which are usually classed under the heading “Labor
and Materials,” such as roadbed, buildings and structures, and equipment, same in turn to be priced
according to- the particular method of valuation which may be adopted.

Depreciation of Physical Property—

If the question of value is to be approached on the reproduction basis which gives the Company
the advantage of the increased price level, then in addition to a deduction for conditional or functional
depreciation that recognizes only wear and tear there should. in our judgment, be made a further deduc-
tion for obsolescence where same is found to exist. On the other hand, if it is to be approached from the
"Original or Historic Cost” basis the unit prices to he used will be determined according to the level of
prices in existence at the time the particular items were purchased and put into service, and to arrive at
the present value depreciation from wear and tear should certainly be deducted, but whether a further
deduction should also be made for obsolescence would, in our judgment, depend upon whether or not
_the rates of fare in effect prior to the application for adjustment in rates had been such as to permit

the Company to set up depreciation reserves sufficiently large to include this latter element.

(c¢) General construction costs:

Recognition should always be given to such items of general construction costs, as Engineer-
ing, Organization, Administrative and Legal Expense, Taxes and Interest;

(d) Other costs:
Also to such items as:

) (1) Working Capital, but only in so far as this includes stores: In most instances the public
supplies the balance of the working capital :

(2) Going Value—If by “Going Value” is meant the cost of establishing cordial public rela-
tions, solicitation for business, perfecting of operating organization, etc., (which was McClellan’s
definition of same as per Exhibit No. 29), it is wholly independent of the cost of the property and as
such has no place as an element of Capital Value, but should be written into Operating Expense.

However, there is a very definite item of expense which, in our judgment, may well be included
in the value and which would be larger if same were figured on a reproduction method than on the
. “Original or Historic Cost” method, and that is the remuneration which under normal business practices
would be paid to the creators of the utility as compensation for their vision and initiative in conceiving
and organizing same and accordingly should be trcated as an investment beyond that represented by
physical property and general construction costs.
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Depreciation, General Construction Costs
and Other Items—

In our judgment, depreciation, on whatever basis it may be calculated, should be applied in like
ratio to General Construction Costs and the other elements of value just listed. Otherwise, to take
an extreme case, all the physical elements of transportation, such as track, sub-stations, rolling stock,
etc., might wither away from lack of proper maintenance, and those other items herein referred to
would still remain in their entirety.

APPLICATION OF AFOREMENTIONED PRINCIPLES TO
W.E.C, SRT. AND WS & LW.

W .E.C.—Reproduction Basis—

(1) McClellan in the main has segregated all items of power production and distribution from
the Traction Utility up to the point where the alternating current is received by the converting equip-
ment of the railway for conversion into the direct current necessary for the operation of the cars, and
we accept his inventory and pricing of these items,viz.:

Land o $ 335,690
Labor and Material $14,394,224

However, to bring about a complete segregation a further deduction should be made for “Joint
Use” items: ‘

Land e $ 6,140
Labor and Material.......oooooooiiiiieeee $177,752
and an addition made for certain automobiles and trucks for which
but 60% of ownership was assigned by McClellan_.................._..... $ 25,636

(2) A reproduction basis to be consistent must necessarily follow the rise and fall in the price
level. Accordingly, to bring McClellan's valuation to date, i.e., to December 31st, 1930, a deduction
should be made for the drop in prices during the year, which we have conservatively taken at 5%, and
an addition made for the net additions to physical property account-—$218,129.

(3) Depreciation: McClellan’s deduction forLabor and Material items, viz.:

Roadway ..o 20.65%
Buildings and Structures...............cc.c..... 16.00%
Equipment ..o 14.94%

Average. ..o 17.90%

was, from our own observation, somewhat optimistic as regard the cost to restore track and cars to
i00% condition, and the condition has not been improved upon during 1930. Accordingly, we.are using
a factor for the element of wear and tear of 20%. In addition there is a very considerable degree of
obsolescence in the property, particularly in car shops, car houses and cars, which is reflected not only
in the inadequacy of the equipment to meet present conditions but also in added costs of service from
hoth a maintenance and a transportation standpoint. Accordingly, we have deducted, but as applied
only to car houses and shops, shop equipment and cars, a further 15%.

For General Construction Costs— McClellan We have
used used
Engineering ... 2-3% 3%
Organization, Administrative ’
and Legal Expense, Taxes.... 4% 2%%
TNterest -.ooooeeeeeeeeeeeeneeeeae 5% 4% %

11-12% 10%
Other Items—
Working Capital—

StOTeS oovvce e $250.000 $200.000
Cash oo $150,000 ...
$400,000 $200,000

Financing ..ooocoooovvninceaecece 5‘% % 2%
Going Value ..o 10% 5%
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Taking the foregoing into consideration a figure representing Reproduction Cost New, Less
Depreciation, as at December 31st, 1930, is arrived at

For—
Winnipeg Electric Company: :
WiInnipeg oo 93.38% $11,714,676
Other Municipalities ... e 6.62% 830,491
$12,545,167
Suburban Rapid Transit Company:
Winnipeg ... 0.00%
Other Municipalities ... 100.00% 533,665
— 533,665
Winnipeg, Selkirk & Lake Wpg. Rly.:
Winnipeg ..o 5.92% 86,601
Other Municipalities ....................ccccooco..... 94.08% 1,376,240
— 1,462,841
$14,541,673

as detailed on pages 43, 44 and 45.
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W.E.C.—Tracrion UTiLITY

WILSON, BUNNELL & BORGSTROM

RErroDUCTION Basis—DEeceEMBER 31st, 1930 Labor and

Land Material
McClellan Valuation before Depreciation as at December 31st, 1929, ... $335,690 $14,394,224
Deductions for Joint Use Properties........c s oo 6,140 177,752
: $329,550 $14,216,472
Additions during 1930, ..o e s 218,129
$329,550 $14,434,601
AdJIHONS TOT TrUCKS oo e e eeee e ae e e ceeeaeseeesrmoe e mamrnsmemeecasinnen : 25,636
$329,550 $14,460,237

Deduct for decline in price level during 1930, 5% of $14,460,237 .................... 723,012
$329,550 $13,737,225

Deduct Depreciation, 20% of $13,737,225......oooi i 2,747,445

$329,550 $10,989,78G
Deduct for Obsolescene 15% of $5,610,692..... ... e 842,551
made up as follows:

$329,550 $10,147,229

McClellan—
Car Houses and Shops......coooerrmeiciiceiane e ¢ 801,109
Shop EqUipment .......ocooooooioimnenciecceeees 125,361
CALS oo e eeeeeee e emn e e st e e eeanan 4,985,837
As of Dec. 31t 1929, . e 5,912,307
Deduct 5% for decline in prices, 1930................ 295,615
——$5,616,692
Total Land, Labor and Material.......coooooi et $10,476,779
Add for:—
Engineering 3% of $10,476,779 . . ..o $314,303
Railway Stores, Dec. 31st, 1930 e 200,000
e — 514,303
Add for :— ' _ $10,991,082-
Organization, Administrative and Legal Expense and Taxes, 215% of $10,476,779... 261,919
| $11,253,001
Add for:—Interest 415% of $10,476,779 . 471,455
$11,724,456
Add for:—Cost of Financing, 2% of $11,724.456. ..o 234,489
$11,958,945
Add for :——Going Value, 5% 0f $11.724,456. ..o 586,222
| $12,545,167

Based on a figure supplied by the Appraisal Department of Winnipeg Electric Company this
may be subdivided approximately as follows:

City Fare Zone— '
Winnipeg ..coocoooommmeo $11,574,606

Other Municipalities.......... 820,561
——$12,395,167
Suburban Fare Zone— '
WINNIPeE - oooeeeecocccccicis cevvnieeeeenenas
Other Municipalities.......... $ 150,000
— 150,000
$12,545,167
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PART 4—VALUATION,

S.R.T—Tracrion UTILITY

WILSON, BUNNELL & BORGSTROM,

RepropucTION BASsis—DEecEmBER 31sT, 1930

McClellan Valuation, before Depreciation, as at December 31st, 1929....

Deduct for Joint Use Properties
Additions during 1930
Deduct for decline in price level 5% of $636,367

Deduct depreciation, 25% of $604,549

Total Land, Labor and Material
Engineering 3% of $453,412. o e

Add for:

Add for:—Organization, Administrative and Legal Exp., Taxes, 214% of $453,412....
Add for :—Interest, 434 % of $453,412
Add for —Cost of Financing, 2% of $498,753

Add for :—Going Value, 5% of $498,753
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Apportionment :
City Fare Zone—
Winnipeg ..

Other Municipalities

Suburban Fare Zone—

Winnipeg oo o

Other Municipalities

313,665

$533,665

Labor and
Material

$661,388
25,021

$636,367

$636,367
31,818

$604,549
151,137

$453,412

$453,412
13,602

$467,014

11,335

$478,349

20,404

$498,753

9,975

$508,728

' 24,937

$533,665
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W.S. & L.W.—TractioN UriLITY
WILSON, BUNNELL & BORGSTROM,

RepropucTioN Basis—DecemBer 31st, 1930

Labor and
Land Material

McClellan Valuation, before Depreciation, as at December 31st, 1929.... $100,080 $1,626,506
Deductions for Joint Use Properties....................c....... 23,525

$100,808 $1,602,981
Additions during 1930................... eeteateratanen earem e emean e emeesemen e neen s et eneananns  oaremsnenns aemens e

, - , $100,808 $1,602,981
Deduct for decline in price level during 1930, 5% of $1.602,981.... ... 80,149

$100,808 $1,522,732
Depreciation 25% ..................................................................................................... 380,683

$100,808  $1,142,049

Total Land, Labor and Material . ..o $1,242,857
Add for:—Engineering, 3% of $1,242,857 .......c.o oo 37,285

$1,280,142

Add for Organization, Administrative and Legal Exp.. Taxes, 215 % of $1,242,857...... 31,071

$1,311,213
Add for:—Interest, 415 % of $1,242.857 ... oo - 55,929

_ $1,367,142
Add for:—Cost of Financing, 2% of $1,367.142. ... oo . 27,342

. ' $1,394,484
Add for:—Going Value, 5% of $1,367,142 ... oo s 68,357

$1,462,841

Apportionment :
City Fare Zone—
Winnipeg ..o $ 86,600
Other Municipalities ....... . 52,400

Suburban Fare Zone—

Winnipeg ..o e
Other Municipalities ..-.....$1,323,841 R
- — 1,323,841
$1,462,841
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PART 4 —VALUATION.

“Original or Historic Cost” Basis—

From the data at hand how can such a figure be arrived at?

Life of Various Units:

From an analysis of the life of the various items of plant and equiptﬁent— we find that the pro-
perty up to 1920 was developed in two periods, viz., Ist, that prior to 1914, and 2xnd, that from 1918 to
1920, inclusive.

To particularize, at the time of the Guy valuation in 1920 the items of track, sub-stations and
equipment, car houses, shops and equipment, were, to all practical purposes, the same items as before
the War; in fact, the only items of any consequence that had undergone change were the street cars—an
extensive rehabilitation programme having been entered into in 1918 and 1919, entailing an expenditure
of approximately $1,000,000.

Guy Prices:
From an examination of the prices used by Mr. Guy we find:

(a) That all items of physical property that had not undergone rehabilitation were priced at the
level of prices existing during the five years prior to the War, i.e., 1909 to 1914, and

(b) That for those items which did undergo rehabilitation due allowance was made for cost of
same, and

(c¢) That additions were shown at actual cost.

Average Level of Prices:

Furthermore, as the greater part of the Company’s property was built between 1906 and 1913
and because the average level of prices for the five years preceding the War was certainly not lower than
the actual levels obtaining throughout the years when the various items of property were put into service,
it can be said that the Guy valuation of the physical property before depreciation represents at least the
actual dollars invested in physical property up to that time, and the value as thus determined was

$11,321,742

Additions from Price-Waterhouse:

From June 30th, 1920, to December 31st, 1929, the additions to physical property
account, as taken from the books of the Company by Price-Waterhouse, in their report to the

City in 1930, and filed with your Board as Exhibit No. 6, are shown as........cocococeonecnne. $3,705,957
and which Price-Waterhouse suggest should be reduced for items charged in error or

removed from SeIrVICE, Dy ... e ettt ettt a e e e en s ... $ 667,986
making a net addition Of ... ettt r e nnean $3,037,971

Price-Waterhouse also in their report suggest that there may be other such items but which for
lack of technical advice they were unable to pass upon. In this regard we have made an examination,
in some instances of the major work orders and in others the engineers’ estimates, of items included in
both additions and deductions to physical property.

For instance:

(a) In the case of track, the largest item: We examined both work orders and
engineers’ estimates for each piece of track, reconstruction, extension and removal and
arrived at a value for net additions Of .......... oo eeeeeees e e eeeeeervesmsenne s eeereeseeensaanens $1,125,785
O e eeeeecnreeeeeeteesaeeemmeeseesteasamesmeeasbaseemeatemseeseeeeseaostesssenteeseeseeesteassensemsemeessestemsetieeseessseseras $ 4,127
more than was written into the Companys books.

We would point out in answer to the query raised by Price-Waterhouse in regard to the
relatively high cost of reconstructions and additions per unit, as compared with the deduction made for
removals per unit, that the new work was carried out on the basis of 1920-1929 prices, while write-
offs were at the scale of prices established in the White valuation of 1916; a method which in our judg-
ment was quite proper;

(b) In the case of rolling stock, we have made a further deduction of $55,000 for items
removed from-cars but not written off;
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(¢) In the case of sub-stations, the actual charge on the Company’s books, as
per Price-Waterhouse, Was. .ottt eae s s ee et n e nnen $104,376
This merely covered the expenditures for the Sherbrook Street Sub-station.  To this we
would add for the completion of the sub-station in St. Boniface and additional 3-wire equip-
ment in other Sub-StAtioNS. . .o oot $132,528
making a total for additions to sub-stations of ... $236.904

The summary of our analysis and reconciliation of additions to the physical property accounts is
shawn below.

To sum up: We are satisfied that the net additions to physical property account with
the allowance for deductions suggested by Price-Waterhouse may be accepted as substantially
correct, viz eeeeeemeimeemseetseesessestesseioesseesmeesesomesssesmessssamtessesteeseemtessisssessessssessessseses $ 3,037,971

With this addition the value of the physical property, including Stores and Engineering is

brought to ..o ‘e e e e aemeeoeeeeaoeasstasaeteassasseameennieneeseaseennnennenan $14,359,714
Giving effect to items excluded from the McClellan inventory, such as Pinawa, Steam Plant

at Mill Street, etc., there is a further deduction of ... ..o $ 2,340,817
leaving a net total to balance with the McClellan inventory of December 31st, 1929................ $12,018,897

all as detailed on page 48.

W.E.C.—TRACTION UriLiTy

Analysis and Reconciliation, by Wilson, Bunnell & Borgstrom, of Additions to the Physical Property
Account, July 1st, 1920, to December 31st, 1929, in Explanation of the Queries Raised by Price-
Waterhouse & Company in its report to the City of Winnipeg, June 2nd, 1930.

Net Further
Additions Deductions Deductions Additions
PW.C. P.W.C. W.B. & B. W.B. &B.
Land o $ 13990 e i
Labor and Material—
Pinawa—
Water Rights—L. of W.'s Storage.... 21,950 ... ceiie
Hydro Electric Plant................_........ 60,219 $ 18248 it e
Trans. Line Pinawa-Winnipeg............ ... i e e
Buildings and Equipment—
Terminal Station—Mill St.............. i it e e
Steam Plant ..o 40,397 i eeeeeeeee e
Railway Sub-stations ...................... 104,376 et e $132,528
Car Houses and Shops._........ccocco.... 238,640 12,630 e e
Motor Bus Garage ...ococoooeeeeeee.. 170,340 i e e
Misc. Bldgs. and Equip't...ccccoooooeeee. 30,795 e e
Distribution System—
Underground Conduits .................... 2758 it e e,
Underground Cables .........ccccocoieeeees 31,907 s e e -
Overhead Distribution .................... 272,207 12,183 s e
Track and Roadway .......cccoeeevecurecrennnnne. 1,121,658 et e 4,127
Rolling Stock and Buses—
Rolling Stock ..ooooveeeeeieeeieeeeeec 918,678 68,754 $ 55000 .
Motor Cars and Buses.....ccoccoeeeeeee.. 512,305 et e e
Office Furniture and Equipment............... 40,554 20,000 . ...
Stores and Materials ....coooooooeieiiii e 113,273 77,112
Other Assets—
Assiniboine Sub-station ... ... 68010 et e
Assiniboine Steam Plant ... ... 188,793 cesssasnuses
Storage Battery Bldg. & Equip’t..... ... 175017 et e
Engineering, Sup't'ce, etc. ..o 125,093 11,079 18,361 ...
Total $3,705,957 $667,987 $170,473 $136,655
Net Additions as per Price-Waterhouse & Company ..................... $3,037,971
Net Additions as per Wilson, Bunnell & Borgstrom ........ccocceoeeeee. $3,004,153



PART 4—VALUATION.

W.E.C—TracrtioNn UTILITY

Guy Valyation of 1920 before Depreciation, Plus N et Additions from Price Waterhouse Report of 1930,
less Deductions to bring Items included in line with McClellan Inventory of December 31st, 1929.

(By WiLsoN, BUNNELL & BORGSTROM )

Net
Guy Additions Total Deductions Total
Land oo $ 484816 $ 13990 $ 498806 $ 18,001 $ 480,805
I.abor and Material—
Pinawa—

Water Rights—Pinawa .................. 104,000 21,950 125,950 125,950 ...

Hydro Electric Plant ... 1,003,306 41,971 1,045,277 1,045,277 ...

Trans. line, Pinawa-Winnipeg......_... 189,377 ... 189,377 189,377 ...
Buildings and Equipment— :

Terminal Station—Mill St.._.__._ . 281,741 ... © 281,741 139,809 141,932

Steam Plant—Mill St................_.. 443,505 40,397 483,902 483902 ...

Railway Sub-stations ... 220,204 104,376 324,580 ... 324,580

Car Houses and Shops....cccoceeeeee 224,920 266,011 450931 ... 450.931

Motor Bus Garage ..o e 170,340 170,340 ... 170,340

"Misc. Buildings and Equipment...... 49,101 30,795 79896 ... 79,296
Distribution System— .

Underground Conduits ................. 60,968 2,758 63,726 ... 63,726

Underground Cables ..oo..ocooveveeeeo. 68,659 31,907 100,566 ... 100,566

Overhead Distribution .................. 425,153 260,025 685,177 ... 685,177
Track and Roadway ..coocooeoeeeeeie 3,909,003 1,121,658 5,030,661 ... 5.030,661
Rolling Stock and Buses—

Rolling Stock oo 2,675,525 849,924 3,525,449 ... 3,525,449

Motor Cars and Buses.....ccocoeeeo.... 23,061 512,395 535,456 ... 535,456
Office Furniture and Equipment............ 3,934 40,554 44488 ... 44,488
Stores and Materials ... 369,786  *113273 256,512 ... 256,512
Other Assets—

Assiniboine Sub-station ................. 114,293  * 68,010 46,283 46,283 ...

Assiniboine Steam Plant ... 376.371  *188,793 187,578 187,578 e

Storage Battery B. & E......... 261,655 *175,017 86,638 86,638 ...
Mitigation of Electrolysis ... 32,365 32,365 32,365
Engineering, Superintendence, etc..........  cooeeeene 114,014 114,014 el 114,014

Total Labor and Material............ $10,836,926 $3,023,982 $13,860,907 $2,322,816 $11,538,092
Grand Total......ooooeee $11,321,742 $3,037,971 $14,359,714 $2,340,817 $12,018,897

In order to bring about a further segregation and clear the inventory of all property
used jointly with the Electric Utility there should be deducted on the Guy basis of prices,

the SUM OF e e e e $ 194,349

and added thereto for trucks, which really belong to the Traction Utility, but which are

shared with the Electric Utility ..o e $ 25636

or @ net deduction Of . et e e $ 168,713
Further, in order to bring the inventory up to date there should be added for net

Additions 10 1930 . .o e $ 218,129

and we arrive at @ total Of ... et $12,068,313

as representing an amount not less than the accrued actual investment before depreciation in
the property of the Winnipeg Electric Company to December 31st, 1930.

Then deducting 20% for depreciation, VizZ. ... $ 2,317,754
we arrive at a figure as representing the reasonable value of physical property, and, it should
be noted that Engineering and Stores are included, of ... .. . $ 9,750,559
After addition:
(a) General Construction Costs 7% .......ccouoiririormieeeececrereeeeee e enee s menee $ 682,539
{(b) Cost of Financing 5% on basis of actual bond discount with 32.5% appor-
tioned to Traction UHIEY . ..ocooomooeee e $  521.654

(¢c) Going Value—Undoubtedly, the creators of the utility in 1892 received
remuneration for their enterprise. In our judgment a reasonable allowance
for same would be........cccooe e A e e en e m e m e e e mean e an e $ 100,000
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PART 4—VALUATION

Taking all the foregoing factors into consideration a figure representing “Original or Historic
Cost” less depreciation, as at December 31st, 1930, is arrived at,

For— W.EC.
Winnipeg ... $10,322,827
Other Municipalities...... 731,825
$11,054,752
SRT—
Winnipeg ...ocoevoecercces eeeeeeee
Other Municipalities .....$ 437,471
——3% 437471
W.S. & LW—
Winnipeg ...ocoooeeeeeeac $ 68,476
Other Municipalities ...... 1,088,228
$ 1,156,704
$12,648,927

as detailed below and on pages 50 and 51.

W.E.C.—TRractioN UTILITY
WILSON, BUNNELL & BORGSTROM

“ORIGINAL oR Historic Cost” BaAsis—DEcCEMBER 31st, 1930

Labor and
Land Material Total

Guy, June 30th, 1920........o.iiiiie e $484,816  $10,836,926  $11.321.742
Add Price-Waterhouse additions to Dec. 31st, 1930............._. 13,990 3,023,982 3,037,972
................ $498,806 $13,860,908 $14,359,714

W.B. & B. deductions for Joint Use Properties....... ccccoeceeeenne 18,001 2,322,816 2,340,817
$480,805 $11,538,092 $12,018,897

Add $0r TrucKs. oo e e e 25,636 25,636
$480,805 $11,563,728 $12,044,533

Deduct for Land, Bldgs., Conduits, Poles, etc............ccococeeeeee 262 194,087 194,349
$480,543 $11,369,641 $11.850.184

Additions to December 31st, 1930..... . e 218,129 218,129
$480,543 $11,587,770 $12,068,313

Depreciation 20% of $11,587,770........oomoroeeeeeeieeeee e, 2,317,754 2,317,754
$480,543 $ 9,270,016 $ 9,750,559

Total Land, Labor and Material............................ oo
Add for Organization, Administrative and Legal Expense,
Taxes and Interest, 7% of $9,750,559............ S

Add for cost of financing, 5% of $10,433,008

Add for Going Value......ooooieeeeeee e
Apportionment—
City Fare Zone:
Winnipeg oo

$10,229,547
Other Municipalities

725,205

Suburban Fare Zone:
Winnipeg ......eeceeoeecocmnoeieceeece
Other Municipalities

Note :—Engineering and Stores are included in base price of

$ 9,750,559
682,539

$10,433,098
521,654

$10,954,752
100,000
$11,054,752

$10,954,752

100,000

$11,054,752

$14,359,714

Re Cost of Financing, W.E.C., advise bond discount applicable to traction utility

as detailed on page 50.
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W.E.C—TractioN UTILITY

Statement Showing Discount on Bond Issues and Preferred Stock Now Outstanding, Indzcatmg the
Approximate Proportion which is Applicable to the Railway Utility.

Year Amount of
Nature of Debt Issued Debt Discount
Mortgage StocK oo 1909 $4,380,000 $ 334,825
First Refunding Mortgage Bonds................ 1905 5,000,000 101,800
Refunding Mortgage Bonds...............cocoo.... 1924 6,000,000]
Refunding Mortgage Bonds.......................... 1925 1,000,000 '862,508

$16,380,000 $1,299,133
Preferred Stock:

30,000 Shares ......ooooeeooommroeoeeemeee 1920-21 $ 3,000,000 $ 584,794
20,000 Shares .....oooooooeeeerorrrrerreeeene. 1927-28-29 2,000,000 78,111
Total Preferred Stock........cccooooo...... e $ 5,000,000 $ 662,905
Total Bonds and Preferred Stock........coooooeenenn. $21,380,000 $1,962,038

Railway Utility’s proportion of Discount and Expense based on
Company’s valuation of Fixed Properties and Investments,

as of January 1st, 1930, e e 33.1/3% $654,000

S.R.T.—TRACTION UTIiLiTY
WILSON, BUNNELL & BORGSTROM
“OriciNaL or Historic Cost” Basis—DECEMBER 31st, 1930

Before Depreciation

City Fare Zone Sub. Fare Zone
Labor and Labor and
Land Material Land Material
Guy, June 30th, 1930. ... $995 $167,683 $295,709
Additions to December 31st, 1930l . 47,352 it e
. $995 $215,035 .. $295,709
Deduct Joint Use Properties...........c.oooooveeeeneee... 995 10,731 2,700
........ $214,304 $293,009
Depreciation ..o e 53,576 el 73,252
........ $160,728 $219,757
Total Land, Labor and Material.._..................... $160,728 $219,757
Add for Organization, Administrative and Legal :
Expense, Taxes and Interest—
7% of $160,728......coomoieeeeeee e 11,250
7% 0f $219,757 o 15,382
| $171,978 $235,139
Add for Cost of Financing— :
5% of $171,978. oo 8,598
5% of $235,139 o 11,756
1 $180,576 $246,895
Add for Going Value.......oooooooooiiiiiee 4,000 6,000
Apportionment— $184,576 $252,895
City Fare Zone—
WINNIPpeg .ioececeecccececinesees aeeeeeeees T
Other Municipalities ......ccooceoeiiicoeeeecene, $184,576 $184,576
Suburban Fare Zone— .
WINNIPEZ .o
Other Municipalities ........oooooooeeo 252,895 252,895
$437,471

Note—Guy Base Price includes Engineering—Stores are. nil, requirements being filled by W.E.C.
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W.S. & L.W.—TracTtioNn UTILITY
WILSON, BUNNELL & BORGSTROM
“OriciNAL or Historic Cost” Basis—DEeceMBER 31st, 1930

Before Depreciation

City Fare Zone Sub. Fare Zone
Labor and Labor and
; Land  Material - Land Material
Guy, June 30th, 1920.........cooiiomi $74,000  $62,247 $78,755  $1,069,032
Additions to Decembet 31st, 1930......ccocvoeccnes St 27,102
: | $74,000  $62,247 $78,755 $1,096,134
Deduct Joint Use Properties......coooiiiis v e e 13,050
$74,000 $62,247 $78,755  $1,083,084
Depreciation, 25% ......c.ccocowemoreimmomimiosinnseins oo 15,561 . 270,771
$74,000 $46,686 $78,755 $ 812,313
Total Land, Labor and Material..............c...co $120,686 $891,068
Add for Oragnization, Administrative and Legal
Expense, Taxes and Interest—
7% of $120,686.........om oo 8,448
7% of $8IL068.........oomieiieenea S 62,374
: $129,134 $953,442
Add for Cost of Financing—
5% of $129,134. .o 6,456 _
5% of $953,442.......oo oo 47,672
$135,590 $1,001,114
Add for Going Value.....ocrieieeeeeee e 2,000 18,000
| $137,590 - $1,019,114
Apportionment—
City Fare Zone—
Winnipeg -..ooooooeeieceemnnnes $ 85,590
Other Municipalities .......... 52,000
—$ 137,590

Suburban Fare Zone—

WiInmipeg .ooeeeveceesrmneicns e
Other Municipalities .......... $1,019,114
— 1,019,114

$1,156,704

Note—Guy Base Price includes Engineering— Stores are nil, requirements being filled by W.E.C.
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A comparison of present value for each utility is as follows:

W.B. & B.
McClellan W.B.&B. “Original
Reproduction Reproduction or Historic
Basis Basis Cost™ Basis
Dec. 31st, 1929 Dec. 31st, 1930 Dec. 31st, 1930
W.E.C.—
City Fare Zone:
Winnipeg ....cocoooeee.. $15,892,819 $11,574,606 $10,229,547
Other Municipalities.. 874,097 820,561 725,205
Total....ccooooo.. $16,766.916 $12,395,167 $10,954,752
Suburban Fare Zone...... 254,742 150,000 100,000
Total......ocoeeeeee. $17,021,658 $12,545,167 $11,054,752
SR.T— '
City Fare Zone....... ... $ 279,748 $ 220,000 $ 184,576
Suburban Fare Zone...... 430,185 313,665 252,895
Total............._... $ 709,933 $ 533,665 $ 437,471
W.S. & LW.—
City Fare Zone:
Winnipeg ... $ 104,969 $ 86,600 $ 85,590
Other Municipalities.. 87.828 52,400 52,000
192,797 $ 139,000 $ 137,590
Suburban Fare Zone.... 1,575,784 $ 1,323,841 $ 1,019,114
Total................... $ 1,768,581 $ 1,462,841 $ 1,156,704
Grand Total............ $19,500,172 $14,541,673 $12,648,927
City Fare Zone:
Winnipeg ..o $15,997,788 $11,661,206 . $10,315,137
Other Municipalities...... 1,241,673 1,092,961 961,781
Total .o $17.239,461 $12,754,167 $11,276,918
Suburban Fare Zone.......... 2,260,711 1,787,506 1,372,009
Grand Total........... $19,500,172 $14,541,673 $12,648,927

It is our judgment that our estimate on the basis of Guy plus net additions to December 3lst.
1930, when taken in conjunction with the allowances made for *‘General Construction and| Other
Costs” incident to the establishment and financing of the.utility represents an amount in dollars not
less than the actual investment in the utilities, and may be accepted by the Board as “fair value” for

rate making purposes.

The values as thus determined for the Traction Utility of each of the three companies, being

as before mentioned, viz.:

Winnipeg Electric Company
Suburban Rapid Transit Company.......... 437.471

Winnipeg, Selkirk & Lake Winnipeg

Railway Company .........

Accordingly we would so recommend.

As Prof. E. C. Goddard, of the University of Michigan, in National Munici
1926, page 293, in reviewing a book, “Public Utilities and the Law,” by William W. Wherry,” Jr., so

succinctly puts it:

“Under any theory of valuation a flow of capital is easy in a period of high prices.
difficult task is to secure capital when prices are going down. One may be permitted to believe that
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most investors in stocks, and all investors in bonds of public utilities are more strongly attracted by
safety than by possible speculative gains. If the public who are now looked to for the capital needed
in public utilities, were reasonably sure of a fair return on the number of dollars they invested in public
utilities, and had reasonable assurance that they would get back the same number of dollars if thev
desired to cash in, it is a fair guess there would be little trouble to secure the needed flow of capital.”

Conclusion:

A value having been determined upon, effect should be given to same in the books of the Com-
pany and be known as the “Initial Capital Value.”

The items of inventory, etc., that go to make up such value to be clearly set forth by schedule and
filed with the Board.

This “Initial Capital Value” plus all additions thereto, and less all deductions therefrom. as
may, from time to time, be approved by the Board, to then constitute the “Capital Value” of the Com-
* pany’s property for the purpose of fixing and adjusting rates.

Based on relief to the Traction Utility either in the form of increased fares or the elimination of
discriminatory taxes, or both, it is recommended that the following additions be made to plant and
equipment :—

AbpitioNs To PHYSicAL PropeErTYy, 1931-32
City FARE ZoNE

How Provided
Renewal and Dep'n  Additional

Total Reserve Capital
Additions, 1931—
Track—
Pembina Extension to Parker Ave.. ... $ 50000 ... $ 50,000
Arlington and Mountain cross-over..................__. 30000
Dufferin and Main Cross-over.......oooooeeooooeoeoo.. 3,000 6,000 ...
Trackless Trolley Structure—
Sherbrook-Logan to Portage............... ... .. 12,000 12000 ..
Logan-Arlington to Main.._._......._..._..._......... 13,000 13,000 .
Westminster ... 10000 ...
Ellice AVe. oo, 7000 .
Main-Logan to Main Car House.......................... 3000 20,000
Trackless Trolley Coaches—
12 40-passenger coaches.........cooveeeeeieeieeeni, 228,000 ... 228,000
Sub-stations—
500 K.W. Mercury Rectifiers—
St. Vital o et
Elmwood oo 120,000 ... 120,000
Electric Street Cars—
10 50-passenger cars, NEW.....ccocoeeeee ... 180,000 180,000 ...
15 Group Six, rebuilt.......................... 120,000 120,000 ... .
$749,000 $331,000 $418,000
Additions, 1932—
Electric Street Cars—
10 50-passenger cars, NeW...............cooooeooeoeeeeeeeen. $180,000 $180,000 ...
25 Group Eight, rebuilt............................ 165,000 165,000 ...
Car Shops 500,000 ... 500,000
Trackless Trolley—
Assuming Salter Street opened,
13 40-passenger coaches............................... 247,000 247,000
$1,092,000 $345,000 $747,000



PART FIVE
TERMS UNDER _WHICH SERVICE Is RENDERED
FINDINGS

General—

An intelligent observation of the transportation services in any city is out of the question unless
the observer has at least a working knowledge of the terms under which such service is rendered, and
while your Board—it goes without saying— is entirely familiar with same we have deemed it proper
to include herewith a resume of our understanding of them, in order that we may stand corrected
should our interpretation of same at any point be inconsistent with the facts.

Service Rendered by—

As before stated collected transportation services in Greater Winnipeg are furnished by the
traction utilities of Winnipeg Electric and Suburban Rapid Transit, and the Winnipeg, Selkirk & Lake
Winnipeg Railway companies.

Franchises—
~ Granted—These companies hold franchises from the various municipalities as follows:

WIiNNIPEG ELEcTRIC COMPANY

From . . ‘ Granted Expires
Winnipeg .....ceeovoooececoineceeeeeeeeeees 1892 31st. Jan. 1932
St. Boniface .. 1893 ... 31st Dec. 1940
St. Vital 1905 et 30th June, 1942
Fort Garry ereeeenereeeeas 1912 e 22nd July, 1943
East Kildonan ..., 1904 s 31st Dec., 1939
North Kildonan .......oooioieeiieieiecee 1904 e 31st Dec., 1939
Transcona ....cooeoecoceoeocecrcnsnsacenmeeneas 1926 e Yearly Agreement.

St. JaMES ..o.ivciemeciiecmeeensceemeeemeesen s 1902 e 14th June, 1937
AssSInIboia e 1902 e 14th June, 1937
Tuxedo - Ceeeememeeeneeenen 1902 e 14th June, 1937
Charleswood i 1902 e 14th June, 1937
WINNIPEG, SELKIRK & LAKE WINNIPEG RaiLway CoMPANY

West Kildonan .....ocooooeoecoenececnee 1903 e 31st Dec., 1938
Old Kildonan - e e i

St. Paul eeereeeeemeanenenenenenens 1003 e 31st Dec., 1938
St. Andrews .oooeeoeeeeeeee e 1903 e 31st Dec., 1938
Town of Selkirk .o 1903 e 31st Dec., 1938
Rockwood oo 1912 ... 6th March, 1942
Town of Stonewall............ccocooeiieee 1912 e 6th March, 1942

TerMS

An examination of the franchises and supplementary agreements show the terms and conditions
to be, in brief, as follows: ' '

Privileges—

In both Winnipeg and St. Boniface the Winnipeg Electric Company has exclusive rights for
street railway transportation on all streets. Further, by specific agreements the Company has been
granted rights to operate buses on specific streets. In Winnipeg, independent jitneys and buses oper-
ating under a fare of less than 25¢c. have also been barred under By-law No. 9750, passed April, 1918.
In the other municipalities the respective companies are granted exclusive rights on the streets as set
out in the franchises, and in most instances are given priority rights on the other streets.

Note—These companies also furnish electric power and light throughout the territory served and
to some extent in the municipalities outside of Winnipeg the traction franchise is linked up with the
electric franchise.
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Right of Municipality
to Purchase—

Under the franchise granted to the Winnipeg Electric and the Suburban Rapid Transit companies
the municipalities upon giving due notice (in case of ‘Winnipeg and St. Boniface one year’s notice,
and in the case of other municipalities, six months') may take over and assume ownership of the rail-
ways, the price to be determined by arbitration and the “arbitrators to consider only the actual value
of the actual and tangible property, equipment, etc., connected therewith.” Failure to give notice
automatically extends the franchises by five-year periods. :

In the case of the Winnipeg, Selkirk & Lake Winnipeg Railway Company no provision is made
for the acquisition of the railway by the municipalities, and the company has the right and privilege of ex-
tension for further 35-year periods, upon such terms and conditions as may be agreed upon between
the Company and the municipalities.

Paving—

In the case of Winnipeg, St. Vital, Fort Garry, the Company upon demand of the municipality
must (a) move its tracks to the centre of the street: (b) pave and maintain the pavement within the
track allowance at its own expense. ' :

In St. Boniface the Company is not required to pay for any paving within the track allowance.
In St. Vital the municipality may demand Company to move track to middle of street and provide its
own permanent roadway, but the municipality must finish surface of pavement, — (we presume this
means provide the wearing surface).

In the case of the other municipalities the Company is free of any obligation either to move
its tracks to the centre of the street or to pave within the track allowance.

Service—

The conditions vary in the several municipalities. In the case of Winnipeg cars are required
to operate between 6 a.m. and 2 a.m. the following morning or at such intervals as the City Council may
demand. In most of the other municipalities a certain minimum of service is prescribed.

Exlensions—

In Winnipeg the City may demand extensions in residential areas containing over 400 persons
for each half mile of line; where such persons reside therein a quarter of a mile therefrom. In St.
Vital in the case of a bridge being built and connecting St. Vital direct with Winnipeg the Company
is to make every reasonable endeavor to obtain the free right to cross same with its cars.

In the other municipalities no provision for extensions is made.

Fare Zones and Fares—

City—The Winnipeg Electric Company under its original franchises agreed to carry passengers
in and between Winnipeg, St. Boniface and part of East Kildonan:—

Cash fare—35c.

Tickets (good at all hours).

6 for 25¢, or 25 for $1.00.

Limited tickets (good only during morning
and evening rush hours) 8 for 25c.

Subsequently. in part by order of the Public Utilities Commission, and in part by direct arrangement
between the Company and the municipalities. the zones were extended to include further parts of East
Kildonan and parts of St. Vital, Fort Garry, Tuxedo, St. James and West Kildonan, the extensions in
Tuxedo and St. James being over the Suburban Rapid Transit Company and in West Kildonan over
the Winnipeg. Selkirk & Lake Winnipeg Railway, both of which were and are wholly owned sub-
sidiaries of the Winnipeg Electric Company. '

We find that the original fares remained substantially in effect until November 1st, 1918. Subse-
quent changes took place in which both the Public Utilities Commission and the City had a hand in
1919, 1920, and 1921, when the following schedule went into effect:

Cash—Week days, 7c.; Sundays, 5c.
Unlimited tickets—4 for 25c.
Rush-hour tickets—9 for 50c.
Children’s tickets—8 for 25c.
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No further change took place until 1930 when by arrangement with the City Council, sanctioned
by the Municipal & Public Utility Board, by its Order No. 320, the following temporary schedule went

into effect as

from July 14th:

Cash fare—7c.

Unlimited tickets (good at all times), 5 for 35c.
Rush-hour tickets—8 for 50c.

Children’s tickets—8 for 25c.

Under this schedule the Sunday 5c fare was eliminated.

The Company having found that this temporary increase was not providing the additional revenue
required, made further application to the Municipal & Public Utility Board, which by its Order No.
368 instituted the following experimental fare schedule, as from October 6th, 1930, pending a complete
investigation of the situation:

Suburban—
Under

Cash fare—10c.

Tickets (good at all times)—2 for 15c.

Weekly Coupon tickets (good at all times) from 5 a.m. each Monday morning to 5 a.n.
the following Monday morning—12 tickets for 75¢ and 7 for 50c., allowing the holder
of a coupon any additional rides, during the week for which he holds a coupon, at 5c.
per ride. As the two classes of weekly coupon tickets are of equal value, the Com-
pany is to have the privilege of eliminating one of these if the other proves much
the more popular.

Between the hours of 9.30 a.m. and 12 noon. passengers may ride for a 5c. cash fare.

Children’s tickets, 8 for 25c; or cash fare of 5c.

The 75c¢. coupon was eliminated on November 17th, 1930.

original franchises and supplementary agreements suburban or extra fare zones are in

effect as follows:—

W.E.C

(1) In East Kildonan and North Kildonan on the Henderson Highway from John Black
Church to the north limit of North Kildonan, a distance of 2,28 miles—2 zones.
(2) St. Vital—St. Mary’s Road from Berrydale Avenue to East St. Norbert, a distance
of 5.50 miles—3 zones.

(3) Fort Garry:
(a) Municipal Hall along Pembina Highway to St. Norbert, a distance of 4.72 miles

3 zones.
(b) From Municipal Hall on the Pembina Highway and private right-of-way into
Agricultural College, a distance of 1.42 miles—1 zone.

S.R.T.

(1) In Tuxedo and Charleswood on the Charleswood Road from Assiniboine Park to
Charleswood, a distance of 3.70 miles—2 zones.

(2) In St. James and Assiniboia, on Portage Avenue from Deer Lodge to Headingly
a distance of 7.77 miles—5 zones.

The original fares in suburban zones were:

I'iterurban—

Cash, 5c.; with various reduced rates for both unlimited and rush-hour tickets. The
present schedules are:
W. E.C. - S.R.T.
In each zone, Cash 5Sc. In each zone, Cash 5c.
Unlimited tickets, 5 for 15¢c. Unlimited tickets, 5 for 15¢c.

Children’s, under 16 years of age, 10 tickets for 25c.

Under original franchises an interurban service is operated.

vl ol

W. S. & L. W. Rry.

(1) On the Selkirk Road through Old Kildonan, West St. Paul, St. Andrews to Selkirk,
a distance of 20.63 miles, and

(2) Over private right-of-way from Middlechurch on the Selkirk Line, through West
St. Paul and Rockwood to Stonewall, a distance of 14.05 miles.

Page 57



Part 5—TERMS UNDER WHICH SERVICE 1S RENDERED

The existing fares, which are more or less on a mileage basis, are fixed by Order No. 427, 23rd
August, 1920, Public Utilities Commission, effective September 1st, 1920:

For example, the fare is:

From To Single Return
Winnipeg............ Lockport .......... 60c 75¢
Winnipeg...........Selkirk ... 75¢ 95¢
Winnipeg Stony Mountain .. 50c 65¢
Winnipeg............ Stonewall ........... 75¢ 95¢

Snow Removal—

Except in St. Boniface and East and North Kildonan, where no niention is made of same in the
franchises, the companies are required to remove snow from tracks at their own expense and in a man-
ner so as not to obstruct traffic on the highway.

TAXES
Realty Tax—

In all municipalities except St. Vital and Fort Garry the companies are assessed for land and
buildings, and in some instances tracks and overhead, on the basis of assessment pr0v1de(l mn the Muni-
cipal Assessment Act, and applied mill rates.

Utility Tar—

In Winnipeg, under Section No. 300, of the City Charter, track, pole lines, rolling stock, etc.,
is assessed at $1,350,000 for population of 180,000, increasing at the rate of $150,000 for every increase
of 20,000 in the population.

Car License Tar—

Winnipeg—$20 per year per street car or bus operated.
Assiniboia )

St. James |
Chatleswood f —$5 per year per strect car operated.
Tuxedo |

Other municipalities exempt.

Gross Earnings Tax—

Winnipeg )
Assiniboia |
St. James }-—59% of gross passenger earnings.
Tuxedo |
Charleswood |

Note: Other Taves—
In addition to those municipal taxes the companies pay to:

The Province a mileage tax as follows:

W.E. Cooe $60 per mlle smgle track
S. R T $40 “
W.S. &L W. .. $50 “ “ “ "

The Dominion — Dominion Income Tax
Free Transportation—

Municipal policemen and firemen are carried free on all lines of each company. In Winnipeg
this privilege has been stretched to include certain members of the City’s Health and Social Service
departments.

The Company also as a matter of courtesy carry the blind and members of the Princess Pat’s
Band.

In connection with these franchises it is interesting to note that the City of Winnipeg being
the centre of the “hub” and the Winnipeg Electric Company having the benefit of an exclusive, fran
chise for mass transportation, as provided for in the original franchise and the supplementary jitney
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agreement, it follows that: The Company upon the termination of its franchises in the municipalities
on the “rim” can, if driven to it, cease operations in these municipalities and entirely shut their popu-
lations off from the mass transportation services within the City of Winnipeg. Truly a ridiculous
situation.  On this count alone, it shows the necessity of negotiating a new consolidated agreement
with all the municipalities within the city and suburban fare zone signatories thereto.

RecuLAaTiON By Municipal. & PusLic Utmnity Boarp
General— :

Notwithstanding the fact that the franchises as herein outlined have been entered into between
the various parties the legislature of the Province has, as we understand it, by the Municipal & Pub-
lic Utility Board Act of 1926 granted jurisdiction to the Board over these utilities, and it would appear
has, in addition, given to the Board a general supervision over them to the extent that such portions of
the contracts as relate to matters within the Board’s jurisdiction, may be superseded by the Board, if,
when acting within the scope of its specified powers, it sees fit to change them.

Powers of Board—

The Municipal & Public Utility Board Act, being Charter 33, Statutes of Manitoba, 1926,
creates (Section 2) the Municipal & Public Utility Board, and in the Act, Section 107, which applies
to all public utilities owned or operated by or under the control of the Province of Manitoba or any
municipality in the Province, defines a public utility, Section 2, as “any system, works, plant, equip-
ment, or service—for the conveyance of persons or goods over a railway, street railway or tramway
—and includes all such carried on, by or for the owner or a municipality or the Government of
Manitoba.

Jurisdiction—
Sectrion 108.

The Board shall have jurisdiction in all questions relating to the transportation of goods or pas-
sengers on any part of the lines of any tramway company or street railway company—under the juris-
diction of the Legislature of Manitoba.

Increase or Decrease in
Contractual Rate—

Secrion 110.

(1) Whenever by any contract between an owner of a public utility and any municipality,
other corporation or person for the supply of any commodity or service by means of the said public
utility and rate, toll or charge is agreed upon either as a fixed or variable rate, toll or charge, or a maxi-
mum or minimum rate, toll or charge, and whether such rate, toll or charge be agreed upon with res-
pect to a present or future supply of an existing or non-existing commodity or service, then, notwith-
standing any other provisions of this Act, and upon the application of such owner, municipality, cor-
poration or person, and if, upon the hearing of such application it be shown that the said rate, toll or
charge is insufficient, excessive, unjust or unreasonable, the Board shall have power to change such rate,
toll or charge to such other greater or lesser rate, toll or charge, as it may deem fair and reasonable.

When Applicable—

(2) In the case of contracts made before the coming into force of this Act this section shall
not apply thereto except by the consent of the parties thereto duly filed with the Board prior to the
hearing of the application, and in the absence of a filed consent all statutory provisions applicable prior
to the passing of this section to such contracts and to the price to be charged for the supply of a com-
modity or service thereunder shall be applicable thereto.

Note—Sub-section (2) of this section has been complied with in the present case insofar as rates
in the City of Winnipeg are concerned, by a By-law of the City passed on the 25th of June last author-
izing the City Solicitor to consent to an interim increase and an inquiry by the Board.

Saving Clause—

(3) Nothing in this section shall be deemed to be or involve any declaration as to the state of
the laws in force prior to the coming into force of this section.
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General Supervision—

SectioN 115,

The Board shall have a general supervision over all public utilities and shall make such orders
regarding equipment appliances, safety devices, extensions of works or systems, reporting and other
matters, as are necessary for the safety or convenience of the public or for the proper carrying out
of any contract, charter or franchise involving the use of public property or rights.

SecTION 117.—The Board shall have the power :

Investigations—
(a) To investigate upon its own initiative or upon complaint in writing on matters concerning
any public utility;

Appraisals—

(b) From time to time to appraise and value property of any public utility whenever in the
judgment of the Board it shall be necessary to do so, for the purpose of carrying out any provision of
this Act;

Safety Regulations—
(c) To impose and enforce regulations for the safety and protection of employees and the
public;

Section 119.
The Board shall have the power—to require every owner of a public utility;

fl.aws and By-laws—
(a) To comply with the laws of this Province and any municipal By-law affecting the public
utility or its owner;

Adequate Service—
(b) To furnish safe, adequate and proper service and to keep and maintain its equipment in
such condition as to enable it to do so;

Extensions—
(¢) To establish, construct, maintain and operate any reasonable extension of its existing
facilities ; )

Books—
(d) To adopt a uniform system of accounting, which system may be prescribed by the Board;

Reports to Board—
(¢) To furnish, whenever the Board may require, a detailed report of finances and operation;

Depreciation Accounts—

(f) To carry—a proper and adequate depreciation account — and by order, fix proper and
adequate rates of depreciation, which rates shall be sufficient to maintain the amounts required over
and above the expense of maintenance, to keep such property in a state of efficiency corresponding to
the progress of the industry, and every owner of a public utility—shall set aside the moneys so pro-
vided for out of earnings and carry same in a depreciation fund, and the income from investments
of moneys in such fund shall likewise be carried in such fund, and this fund shall not be expended
otherwise than for depreciation, improvements, new constructions, extensions or additions to the prop-
erty of such public utility; :

SectiOoN 124.
No owner of a public utility shall;

-

Issue of Securities.

(e) Issue any stocks, stock certificates, bonds or other evidences of indebtedness payable in
more than one year from the date thereof, until it shall have first obtained authority from the Board
for such proposed issue.
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Sell or Lease—

(g) Without the approval of the Board, sell, lease, mortgage or otherwise dispose of or in-
cumber its property, franchises, privileges or rights or any part thereof;

SecTION 127.
Changes in Rates—

No change in any existing individual rates—shall be made by an owner of a public utility—until
such—be approved by the Board, and the Board shall have power, either upon written complaint or
upon its own initiative, to hear and determine whether the proposed increases, changes or alterations are
just and reasonable.

Note—Apropos of this section we are advised that in 1921 the City of Winnipeg and the Win-
nipeg Electric Company entered into an agreement which while not binding on the Board (because
the Legislature had already legislated over the subject matter) at the same time may serve as a guide
for the Board insofar as it provides the basis on which street railway rates are to be computed, in the
following words relative to the determination of rates by arbitration: “A just and reasonable schedule
of fares, having regard, among other things, to the value of the property devoted to transportation
purposes.”

Secrion 132,
Franchises—

No privilege or franchise granted to any owner of a public utility by any municipality in this
province shall be valid until approved by the Board.

To sum up:—The nature of this legislation is to place in effect, in regard to the transportation
utilities along with all others, a service-at-cost arrangement. However, in this connection it would ap-
pear to us preferable that the municipalities in which the traction utilities operate and the owners of
the utility should get together with the Board and negotiate a consolidated agreement to be ratified by
the Legislature covering the whole phase of public transportation in Greater Winnipeg.

RECOMMENDATIONS

In our judgment such a contract would be on the hasis of service at cost and one in which:

Exclusive Franchise—

(a) The utility is given an inclusive and exclusive franchise to provide a unified public trans-
portation service; the major portion to be located within the City of Winnipeg and be used mainly for
transporting of persons in said city and in adjacent and suburban territory comprised within the Greater
Winnipeg area; nothing to interfere with the right of the utility to operate electric street cars, motor
buses, trackless trolleys, taxicabs, but the right to operate taxicabs not to be exclusive—or any other
type of motive power, steam excepted, when approved by the Public Utility Board. In short, the
municipalities would not suffer or permit, or foster competition, to the transportation as furnished
by the utility.

Right of Municipalities
to Purchase—

(b) The City of Winnipeg with or without the participation of the other municipalities would
have the right at any time to puichase and acquire the utility. With the physical property there would
be turned over, but not so as to add to the cost thereof, the moneys and securities standing to the credit
of the “Renewal & Depreciation Reserve Fund,” the “Injuries & Damages Reserve Fund,” and which
reserves are hereinafter provided for.

Capital Value—

~(c) The total value of the utility would be agreed upon between the parties and the Board
and made a part of the contract and be known as the “Initial Capital Value”; the items of inventory
which go to make up such value to be clearly set forth by schedule. This “Initial Captial Value” plus
all aditions thereto and less all deductions therefrom, as may from time to time be approved by the Board,
would constitute the “Capital Value” of the Company’s property. It would further be agreed as be-
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tween the municipalities and the Company that the “Capital Value” as thus ascertained would be
deemed and taken as the actual net investment of the Company, and for the value of its property:

(1) In the event of purchase by the municipalities, or
(2) For fixing rates of fare and return to the Company.

Company Financing—

(d) The Company would be permitted to issue and sell its capital stock, or mortgage bonds,
on such basis as approved by the Board, or increase its floating indebtedness in such amounts as would

be necessary to provide for extensions, betterments or permanent improvements, as approved by the
Board. ’ :

Elimination of
Special Taves—

(e) (1) Percentage on gross receipts—That, whereas the present 5% tax on gross receipts,
amounting annually to approximately $150,000, is an unjust discrimination against the car rider, same
should be eliminated ;

(2) Paving Tax: That, whereas track allowance paving is used by all vehicles and in fact on
06-foot streets, which normally carry four lanes of traffic, fully 75% of the free-wheel traffic uses same ;
that the utility be required to pay towards the initial cost and maintenance of the foundations and
pavement within the track allowance only such an amount as would represent the increased cost in ex-
cess of what the cost would be to the municipalities in foundations and paving in case there were no
car tracks.

The Toronto Transportation Commission has a similar arrangement with the City of Toronto
and in regard to maintenance pays 25% and the City 75%.

In Winnipeg alone during the last ten ycars the utility on the above mentioned basis has con-
tributed in excess charges for pavements:

(a) On account of construction................... $470,000
(b) On account of maintenance................... 270,000

(3) In any event, no taxes would be assessed against this utility that are not in a similar man-
ner assessed against the City’s own Winnipeg-Hydro-Electric System.

Construction or
Keconstruction of Bridges—

(f) (1) That, in the construction of new bridges, viaducts or subways, the utility be required to
pay only the actual cost of rails, ties .and fastenings, for track, trolley structure, or other works of the
utility, and that in nowise should any structural cost pertaining to such bridges, viaducts or subways be
made a charge upon the utility ;

(2) That, in the case of changes in the grade and alignment of roadways, reconstruction of
bridges or subways, which necessitate the removal or alteration of any track, trolley structure or other
works of the utility, that same be added to the cost of the improvement and in nowise be made a charge
upon the utility. ‘

Fares—

(g) The fares would be adjusted from time to time in such manner as would, in the opinion
of the Board, yield sufficient to enable the utility to meet the full cost of service; that in this connection
nothing would prevent the Board from setting a rate of fare which gives recognition to:

(1) A reduced rate to the frequent rider;
(2) A zone fare to encourage short-haul riding;
(3) A reduced rate to the “off-peak rider”.

Free Transportation—

(h) Free Transportation would be excluded to all persons except employees of the utility and
bona-fide members of the City Police and Fire Departments, in uniform or on display of badge.
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Service—

(i) Excepting in cases covered by special agreements or specially provided for otherwise the
utility would not be required to supply service in excess of that which would permit it to earn a return
on the “Capital Value.,” In the event that Company operates a transportation service at a loss because
of benefits accruing to its Electric Utility or other services, such loss would not be charged to the
Railway but would be assessed to the utility or other operation benefitting thereby.

Annual Statement—

(i) The Company would submit to the municipalities and the Board, not later than January
31st of each year a memorandum émbodying :

(1) An operating statement and balance sheet for the preceding year;

(2) An estimate of the service to be rendered for the current year;

(3) An estimate of operating and maintenance expense sufficient in the judgment of the
Company to maintain the utility in first-class operating condition ;

(4) An estimate of revenue;

(5) Suggestions as to additions to, and retirements of, physical property included in
“Capital Value.”

Renewal and Depreciation
Reserve Fund—

(k) As a further aid in keeping the property in first-class operating condition and to provide
a reserve for renewals, depreciation and obsolescence of the utility, there would be set aside monthly
out of gross receipts, as an operating expense, a special fund to be designated as the “Renewal and
Depreciation Reserve Fund.” Initially, and until the Board ordered otherwise, the amount to be paid
into such fund would be 3%4c. per vehicle mile of the mileage operated during the preceding month.
The Board would determine, from time to time, what items of expenditure are to be considered as
renewals and those that are to be considered as maintenance and repairs.

Note—In our judgment 3.0c. per vehicle mile is hardly adequate to take care of the renewals
and depreciation, but on the other hand is all the traffic will bear under the existing conditions.

The moneys contained in this “Renewal and Depreciation Reserve Fund” may, by the approval of
the Board, be invested by the utility: ‘

(1) Temporarily in additions and betterments without inclusion in “Capital Value.”

(2) In bonds or equipment certificates of the Company;

(3) In securities permitted for trust funds, and the balance not so invested would be
placed on deposit with the Company’s bank, but only subject to withdrawal by order
of the Board.

All interest accruing from said investments or deposits would be added to, and become a part of,
the fund. ‘

In the event of purchase this fund would be turned over to the municipalities without chargé
or bonus.

Injury and Damage
Reserve Fund—

(1) At the end of each month there would be set aside out of gross receipts, as an operating
expense, a special fund to be designated as the “Injuries & Damage Reserve Fund,” to provide the
satisfaction of all suits, claims and judgments for injuries to persons or property. Initially, and until
the Board ordered otherwise, the amount to be paid into the fund to be 215% of the gross receipts
for the preceding month; this fund to be invested and the interest therefrom to be treated in a manner
similar to that in the “Renewal & Depreciation Reserve Fund.”

the “Injuries and Damages Reserve Fund,” would he turned over to the municipalities without charge
or bonus.

Capital Return Fund—

(m) Any surplus remaining after the payment of operating taxes, the accrual of one-twelfth
of the estimated yearly taxes, the requirements of the “Renewal and Depreciation Reserve Fund,” and
the “Injuries & Damages Reserve Fund,”- would be monthly set aside as the “Capital Return Fund.”

Out of this fund there would be paid a monthly return to the Company at the rate of 6% per
annum on the “Initial Capital Value,” and at the rate of 7% per annum on all net additions thereto.

or such other return as the Board may consider necessary from time to time to enable the utility to
obtain new capital.
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Note—By and large, investors are not very favorably disposed towards traction securities and
consequently a private company must necessarily pay a higher rate for its money than were the utility
municipally owned and capital moneys raised by pledging the credit of the entire community. It must
also not be forgotten that so long as the utility remains in private hands any loss must be borne by the
shareholders, but if it is municipally owned and there be a loss then such loss must be written into the
tax rate. '

Raies Stabilization Fund—

(n) The aforementioned charges having heen met, any excess remaining in the “Capital Re-
;Lél‘_lb golgld” would be turned into a “Rates Stabilization Fund” until such fund reached the sum of
$250,000.

Any surplus remaining in the “Capital Return Fund” beyond that required to bring the “Rates
Stabilization Fund” to the sum of $250,000, would be divided into two equal parts; one part to be
turned into the “Rates Stabilization Fund,” and the other part would be an additional return to the
Company on “Capital Value” beyond that otherwise provided for. When the “Rates Stabilization
Fund’ reached $400,000, the Board would be required to decrease the fares. When the surplus de-
creased to $200,000 the Board would raise the fares. Further, in the event that there is a deficiency
in the amount of return to the utility at the end of the calendar year, then such deficiency would he
made good from any net balance in the “Rates Stabilization Fund.”

Right of Appeal
to Board—

(o) Whenever differences arise between the utility and municipalities in regard to the fran-
chise such differences would be submitted to the Board, but nothing herein to be construed as permit-
ting either the Company or the City to arbitrate with respect to “Initial Capital Values,” the inclusion
or deduction in “Capital Value,” or the amounts to be added or deducted therefrom.

Conclusion—

The fear expressed by some that a service-at-cost management would lose its initiative and make
for inefficient operation and increase cost of same is, in our judgment, groundless, and it is more than
offset by the practical task of making the service pay, in medium sized cities at least, and in this we
include Winnipeg, under any concessions or schedule of fares that may be adopted.

The long and short of it is that if the City wants the service it must be prepared to admit of
an adequate return to the Company on the investment in the utility, and on terms which are fair to the
car rider, otherwise the service will go from bad to worse and the Company will face virtual confisca-
tion of its property. Truly, a poor advertisement for any city.

TAaxicaBs, “DRIVE-YOURSELF AUTOMOBILES AND SIGHT-SEEING CARS
FiNpINGs

It is self-obvious that personal transportation units such as the taxicab cannot satisfactorily
supplant the mass transportation units in cities of 20,000 population and up. Yet in many cities, and
Winnipeg is no exception, the traction utility is suffering a very severe decline in patronage due to un-
restricted flat rate taxicabs. People are clubbing together to ride for 10c. each and in some instances
for as low as 5c.

Consequently, in order to give effect to a contract of the kind herein suggested and particularly
with regard to the inclusive and exclusive features, as set out in paragraph “a”—recommended form
of contract,—it is necessary that some means be adopted for regulating those other forms of public
transportation, particularly the taxicab which by reason of cut rates is now entering into competition
with the traction utility.

At the present time taxicabs within the City of Winnipeg are regulated by By-law No. 11703,
passed December 14th, 1925.
This By-law, in brief, requires:
Fees—“13. The fees to be paid for licenses issued under this By-law shall be as follows:
(a) For each cab an annual fee of $20.00;
(b) For a cab-driver’s license an annual fee of $1.00, provided that no fee shall he
charged for a cab-driver's license issued to the owner of a licensed cab;
(¢) For a license to keep a “Drive-Yourself” automobile livery, an annual fee of
$20.00 in addition to the licence fee required for each cab as hereinbefore pro-
vided.”
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Tariff—
“47. The following shall be the tarift for all cabs with drivers excepting sight-seeing cars:

By Distance

For 1 to 4 persons, first half mile........... oo,

For each additional 14 mile ...oooooeiiis oo

For each additional person for the whole journey

For waiting at the request of the passenger while under engagement, for
each 3 minutes .. 10c

(Provided that there shall be no charge for the first 4 minutes of any wait).

In computing any charge, an error of 3% in the distance charged for shall not be deemed
a breach of this By-law.

By the Hour

For 4 persons or less, per hour ... oo $ 3.00
For each additional person over 4, perhour ... .. ... .50
(Provided that a charge of $4.00 per hour may be made for a licensed cab
which to the satisfaction of the Inspector of Licenses is a high-grade
seven passenger car and upon permission being endorsed on the license).
From the commencement of the trip fractions of hours shall be charged for
pro rata, provided that 75 cents shall be the minimum charge for any trip).

TARIFF FOR SIGHT-SEEING CARS

48. The following is the tariff for sight-seeing cars:

For at least one hour and not exceeding two engaged in conveying each
DASSCIMZET oo eme o e cecesemcecemeacan —oeeceeeaeeos et et ee s s s s e
For each subsequent hour, per passenger

In addition to the above the By-law provides for cleanliness and proper conduct of the drivers
and mechanical fitness of the cab. However, there is no requirement for insurance.

As having further bearing on the tariff the jitney By-law, April 29th; 1918, being No. 9750,
provides in Section 3:—

“Taxicabs doing a recognized and regular taxicab business at a rate of fare of Twenty-five
(25) cents or more per passenger or complying with the taxicab and automobile tariff pro-
vided for by Section 63 of By-law No. 9570 of the City of Winnipeg, or any amendment
thereto, are exempted from the operation of this By-law.”

Note—That By-laws Nos. 9570, 9639 and 10566 have been repealed by By-law No. 11703
aforementioned.

In addition to the City License fee all taxicabs operating within the Province are subject to the
normal provincial automobile license and the same applies to drivers. If taxis operating in the City
of Winnipeg desire to do business outside the City boundaries they are subject to a tax in other
municipalities.

RECOM MENDATIONS

It is our judgment that taxicabs should be treated as common carriers and made subject to
the jurisdiction of your Board, and

(a) Be required to furnish to the Board security for the proper protection of passengers and
the public.

(b) Owners gequired to insert a “Fair Wage” clause and minimum and maximum hours of
labor in drivers’ contracts, provided practical means can be found for preventing evasion.

(c) The minimum rate per person be such that it can in nowise be construed as offering competition
to the mass transportation unit.

Note.—In regard to all the aforesaid, and to show that responsible municipal officials recognize
the need of co-ordinated regulation as applied to public transportation in cities, we quote from a recent
recommendation of the public utilities committee of the American Society for Municipal Improvements,
which urges:

“That city officials should take the initiative in having their city transit systems operate
preferably under a service-at-cost franchise, not only the rail system, but also the buses and
taxicabs, thus producing a transit system which under public regulation will meet the growth
of the city with adequate rail, bus and taxicab service at the least possible cost to the public.”
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General —

In any particular city, assuming the facilities have been established, the demand for and use of

the mass transportation service is affected by :—

Ownership and use of automobiles and taxicabs;

Growth in population and area;

Business and employment conditions ;

Time of going to and from work:

Extent and use of neighborhood theatres and shopping centres;

Social habits; :

Individual and summer holidays;

Conventions, sporting events, etc. :

Weather conditions, both seasonal and day by day;

All of which are in large measure outside the control of the utility ; and by
Routing ;
Headways ;
Speed ;
Fares;

All of which are subject not only as the public generally believe, to control of the utility, but to
municipal authorities and Public Utility Boards as well.

Ownership and Use of
Automobiles and Taxicabs—

WINNIPEG AND ADJACENT MUNICIPALITIES

Automobiles Taxicabs
Per 1,000 Per 1,000

Year No. Index Population No. Index Population Remarks

1913 2,000 100 10.60 168 100 . 78

1915 3,935 196 15.10 701 417 2.69 Jitneys operating
1920 11,988 599 50.40 212 126 89

1925 18,880 944 - 7390 271 161 1.06

1930 28,335 1,416 101.92 394 235 1.41

As showing the extensive use to which these vehicles are put, a count was made of both vehicles
and persons riding in same at the outlets to the following areas on a normal midweek day, September
26th to October 10th, 1930, as follows:

Number of
No. of Vehicles Passengers
Area Population W.E.C.  Autos W.EC. Autos Total

1. Fort Rouge (South of Assiniboine,

including Fort Garry and Tuxedo).. 45.257 1,535 31,295 35,749 54,764 90,513
2. St. Boniface (including St. Vital)........ 23,154 - 537 12,821 12,639 22,436 35.075
3. Elmwood (including East Kildonan

and East St. Paul)........ 23,187 652 7,532 12,364 12,976 25,340
4. North End (North of C.P.R.

and West of Red River)..........c........ 55,163 1,350 19,257 29,927 33,385 63.312

Persons Riding Persons Ratio Rides to
Percentage Per Vehicle Population
W.EC. Autoes W.EC Autos W.E.C. Autos

1. Fort Rouge ..o 39 61 23 1.75 0.79to 1 121to1
2. St. Boniface ..ooooeoveeiieeeeene 36 64 23 1.75 0.54to 1 0.97 to 1
3. EImwood ..o 48 52 19 1.75 0.53t0 1 0.56to 1
4. North End ..o 47 53 22 1.75 0.54t01 0.60 to 1
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The figure of 1.75 persons per automobile was established from actual observation of over
10,000 automobiles.

It is to be noted that not only is the ratio of automobile use highest from south of the Assini-
boine River but that street car riding is also highest. ‘ v

It can be conservatively stated that every new automobile on the streets means at least two fares a
day less.

As showing the extent to which automobile owners are taking advantage of the mild weather
during this winter a comparison of the automobile traffic inbound on Portage Avenue at Vaughan Street
on the two following dates is of interest : :
No. of Automobiles Per Cent.
Monday, October 6th, 1930............ 14,326 100
Friday, January 7th, 1930............. 8,897 ' 62

Neighborhood Theatres
and Shopping Centres—

During the past fifteen years some 25 theatres have been established outside the central business
district and approximately as many neighborhood shopping centres have sprung up. The advent of
the chain store within the last three years has noticeably restricted the amount of shopping in the
central business area, which in turn has been reflected in decreased use of the mass transportation
vehicles. In fact, within the last two years one well known grocery chain has opened 19 stores out-
side the central Business district and another has opened 18 stores. .

In addition to the up-town theatre the radio has been another factor tending to restrict night
life, and, consequently, ‘street car riding to and from the down-town district.

As showing the effect of passenger automobiles and the development of neighborhood theatres.
shopping centres and the radio:

. Rides Per
Population Index Passengers Index  Capita Index
1911 163,000 79 40,300,000 68 247 86
1912 183,000 - 88 51,100,000 86 280 98
1913 207,000 100 59,600,000 100 288 100
1919 214,500 104 58,400,000 98 272 94
1920 228,000 110 65,200,000 109 286 99
1921 233,500 113 61,500,000 103 263 91
1922 240,000 116 60.400,000 101 251 87
1923 244,000 118 58,300,000 98 238 82
1924 241,000 116 55,100,000 93 228 78
1925 242,000 117 55,100,000 93 227 78
1926 246,500 119 58.000,000 97 234 80
1927 . 248,500 120 60,000,000 100 241 82
1928 253,500 122 60,200,000 101 237 81
1929 258,500 125 61,200,000 102 236 80
1930 263,500 127 54,000,000 91 205 71

- While the individual years are affected by business and weather conditions the adverse effect of
the automobile and the neighborhood theatre and shopping centre and radio is clearly indicated in the
drop of the riding habit from 288 in 1913 to 236 in 1929.

Population, Business and
Employment Conditions—

The effect of the growth of population. business, and employment conditions, is clearly indicated
from the aforementioned statement.

During 1911, 1912 and 1913 business and employment conditions were good and population
increased rapidly. This was in turn reflected by a great increase in riding. In 1914 war broke out;
business fell off; and to add to the difficulties of the railway ,unrestricted jitney competition was per-
mitted by the Municipal Authority and the traffic on the railway which had reached a total of
- §9,600,000 in 1913 dropped to 48,600,000 in 1915. From then on business conditions improved, there
were large bodies 6f men first being mobilized for war and later being demobilized; jitney competition
was eliminated and traffic rose until it reached a peak of 65,300,000 in 1920. Then due to a gradual
falling off in business and the unusually open winter of 1923-24 traffic slumped to 55,100,000 in 1924,
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In 1925 due to an improvement in business conditions and industrial activity the yearly decrease
in traffic was checked and a slight increase shown over 1924. Since then due to better times and con-
siderable increase in population, traffic rose to 61,200,000 in 1929. Then business and employment
fell oft severely in 1930, the same being quickly reflected in a drop in traffic during that year to 54,000,000.

It is interesting to note that while population has increased by 27% since 1913, the total revenue
rides, if we ignore the drop in 1930 as being abnormal, have, as before mentioned, at best remained
stationary. :

As showing the development of Winnipeg as an industrial centre the following figures from the
Industrial Development Board of Manitoba are of interest:

1925 1929
Manufacturing Plants...... 779 930
Number of Employees.... 20,000 29,000
Payroll ..o $ 25,300,000 $ 35,000,000
Value of Products............ $124,000,000 $165,000,000
1930
Bank Clearings ........... $2,892,000,00C $3,393,000,000  $2,517,000,000

The general trend in the business activity of the community is shown by the bank clearings and
number of buildings erected.

Bank clearings show a general upward trend from 1914 to 1928 due both to rise in price level and
general prosperity of the country, especially the grain trade. There was a slight decline in 1929 and a
pronounced decline in 1930. The index rose from 100 in 1913 to 211 in 1928, dropped to 208 in 1929
and 154 in 1930.

As against 1913 conditions, when practically all of the riding accrued to the railway and the
railway riding habit was 288, we would estimate the present riding habit as follows.

Population Revenue
1930 Rides Riding Habit
263,000 Traction Utility ... 54,000,000 205— 43.52%
Taxicabs ... 3,000,000 11— 2.34%
Pass. Autos ........... 67,000,000 255— 54.14%
471—100.00%

~ As showing that Winnipeg has a high ratio of taxicabs but that the saturation point of auto-
mobile ownership has not yet heen reached, we quote the following comparisons:

Automobiles Taxicabs
Per 1,000 Per 1,000
City Population Automobiles Population Population
Toronto ........ocooooeeeiciiii. 738916 96,588 131 1.45
Minneapolis ..................... 458,000 109,230 238 1.19
Seattle ... 362,424 90,752 250 1.06
Columbus ... 322,000 72,191 224 2.06
- Portland, Oregon ............. 301,000 88,422 294 W71
Greater Winnipeg .......... 273,711 28,396 103 1.54
St. Paul ..o 268,000 61222 228 48
Vancouver ... 240,421 31,672 131 1.26

That the Company has made a real effort to hold the husiness and increase the usefulness of its
service to the community is indicated by the following:

Vehicle Miles per

Revenue Passengers

Year Total Index
1913......... 59,563,757 100.00
1920........... 65,248,840 109.54
1925........... 55,096,058 92.50
1926............ 57,985,144 97.20
1927............ 60,045,833 100.80
1928............ 60,223,255 101.10
1929........... 61,238,734 102.81
1930............ 53,997,401 90.65

Vehicle Miles

Total Index
. 8,339,848 100.00
9,711,161 116.44
10,548,086 126.47
10,434,939 125.11
10,739,830 128.76
11,087,272 132.94 -
10,828,022 129.83
10,611,252 127.23

Revenue Passenger

Total Index
.140 100.00
.148 105.71
181 129.28
180 128.57
.179 127.85
184 131.43
176 125.71
.196 140.00
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W eather Conditions—
Seasonal—

Statement, page 71, shows the monthly variation in revenue passengers carried by the W.E.C.
from January, 1927, to January 1931, inclusive, and indicates that traffic reaches a high mark in December
and then drops month by month to the end of August, from which point it rises gradually again, reacl-
ing a peak in December. Necessarily, service must be correspondingly adjusted.

(1) It should also be noted that the revenue passengers and service rendered as measured in
vehicle miles operated held almost even over 1927, 1928, with a slight increase in 1929.

(2) That, the Company despite a drop in riding of 10,1% in 1930 compared with 1927, per-
mitted a drop of but 1.4% in the number of vehicle miles operated ;

(3) That, during January, February, March and April, 1930, the Company continued to render
a service in comparison with other years;

(4) That, riding slumped severely in April, 1930, and the Company in self defence was compelled
to make some reduction in service. That the decrease in service was not commensurate with the loss in
traffic is clearly indicated by the following:

Average Per Day Vehicle Miles Per
Revenue Passengers Vehicle Miles Revenue Passenger
August, 1927.... 137,228 100.0% 28776  100.0% 0.209 100.0%
August, 1930.... 110,091 80.1 28,089 97.5 0255 1220
December, 1927.. 200,124 100.0 31,662 1000 0.158  100.0
December, 1930.. 147,838 80.2 29,636 97.5 0.179 1133

That is, while traffic was off 80.1% in August and 80.2% in December, the Company on the basis
of vehicle miles per revenue passenger rendered 22.0% and 13.3% more service in 1930 than in the
corresponding months of 1927.

From Day to Day—

It is only since August, 1930, that the Winnipeg Electric Company has been counting cash and
tickets received each day. During the whole of this period there has not been one single day in which it
could bhe stated that the weather was appreciably different from the day previous or the day following.
Consequently, we have been unable to measure the effect of a day to day change in the weather in any
concrete manner.

As demonstrating that the Winnipeg Electric Companv is furnishing a proportionately greater
service than the utilities in many other cities, we quote the following supplied direct by the Ultilities
themselves:

Revenue Passenger Per Vehicle Mile Vehicle Miles Per Revenue Passenger

1924 % 1929 % 1924 % 1929 %

Montreal ........ 8.54 153.5 7.60 1344 116 64.8 133 74.0
Toronto ......... 7.03 125.7 728 129.1 142 793 137 77.4
“Minneapolis ... 7.57 1354 5.55 98.4 132 73.2 .180 101.7
Seattle ........... 5.78 103.4 5.57 977 173 96.6 179 101.1
St. Paul ... 6.97 124.7 536 95.0 143 79.9 .186 105.1
Vancouver ..... 5.99 107.1 596 105.6 167 93.3 167 94.3
Winnipeg ........ 5.59 100.0 5.64 1000 179 1000 177 100.0

Of the above systems Montreal and Toronto are the only two which earn the full cost of service
and if the W.E.C. were to adjust its service in an attempt to derive the same number of revenue pas-
sengers per vehicle miles as in Montreal and Toronto, the service would have to be reduced by 26.0% and
22.6% respectively.

In order to ascertain the relation between the traffic offered and the service rendered through- -
out the week, we tabulated as per statement on page 73 the number of revenue passengers, vehicle miles
and revenue pasengers per vehicle mile for an average mid-week day (i.e., Monday to Friday), an
average Saturday and an average Sunday by months, August, 1930, to January, 1931, inclusive, from
which it will be seen that the revenue passengers per vehicle mile ranged for

Mid-week days .ooeeoeoooonnn from 4.04 to 5.69
SAtUrdays ...ooeoeeeoeeoreereeeee e from 4.40 to 6.34
Sundays oo from 2.57 to 3.63
Average day ...ooooeoreoeee from 3.91 to 5.57

In fact, as it requires approximately 6.38 revenue passengers per vehicle mile for the Company
to break even under the present fare schedule, as will be shown in “Cost of Service” herein, the only
days out of the entire 184 that did not show a loss were the 13 Saturdays of December and January.
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REVENUE PASSENGERS AND VEHICLE MILES FOR YEARS
1927, 1928, 1929 and 1930

PArT 6—DEMAND For AND USE oF SERVICE

1927 1928 1929 1930
. Rev. Rev. Rev. Rev.
MONTH REVENUE PASSENGERS VEeHICLE MILES Pass. | REVENUE PASSENGERS VEHICLE MILES Pass. | REVENUE PASSENGERS VeHICLE MILES Pass. | REVENUE PASSENGERS VeHICLE MILES Pass.
Per Per Per Per
Total Average Total Average Vehicle Total Average Total Average Vehicle Total ' Average Total Average Vehicle Total Average Total Average Vehicle
Per Day Per Day  Mile Per Day Per Day  Mile ’ Per Day Per Day  Mile Per Day Per Day  Mile
January_ ... ... 5,684,309 183,365 925,391 29,851 6.14 5,710,467 184,208 975,667 31,473 5.85 5,920,187 190,974 - 936,797 30,864 6.18 5,752,030 185,549 961,248 31,008 5.98
February . 5,245,349 187,334 846,846 30,245 6.19 5,394,739 186,025 921,914 31,790 5.85 5,531,117 197,540 873,281 31,189 6.33 5,170,450 184,659 871,698 31,132 5.93
March ... 5,469,614 176,439 928,940 29,966 5.88 5,635,013 181,774 997,977 32,193 5.64 5,746,011 185,355 952,039 30,711 6.03 5,379,487 173,532 936,287 30,203 5.74
April . 5,062,225 168,741 %66,339 28,877 5.84 5,040,659 168,022 924,708 30,824 5.45 5,048,971 168,299 904,256 30,412 5.58 4,676,921 155,564 875,652 29,188 5.34
MaY. oo 4,781,007 154,226 893,105 28,810 5.35 4,744,406 153,045 954,973 30,806 4.96 4,886,148 157,618 909,558 29,340 5.37 4,378,493 141,242 880,691 28,409 4.97
June ..o 4,497,692 149,923 884,693 29,940 5.08 4,624,675 154,156 904,908 30,164 5.11 4,659,594 155,320 877,271 29,242 5.32 4,196,361 139,879 852,825 28,428 4.92
July o 4,302,089 138,777 909,397 29,335 4.73 4,495,471 145,015 924,589 20,825 4.86 4,373,815 141,091 397,089 28,938 4.87 3,806,227 122,781 880,656 28,408 4.32
August ... 4,254,081 137,228 892,063 28,776 4.77 4,369,499 140,951 934,335 30,140 4.67 4,378,997 141,258 899,353 29,011 4.87 3,412,813 110,091 870,763 28,089 3.92
September.. .| 4,330,857 144,362 853,417 28,447 5.07 . 4,344,396 144,813 888,411 29,614 4.89 4,523,640 150,788 865,128 28,838 5.23 3,675,152 122,505 853,069 28,436 4.30
October...........oooco..._.. 4,744,162 153,037 871,565 28,115 5.44 4,955,001 159,839 927,941 29,934 5.34 4,785,657 154,376 %95,265 28,879 5.34 4,132,033 133,291 873,619 28,181 4.73
November.. .. 5,471,397 182,380 886,528 29,551 6.17 5,161,077 172,036 881,341 29,378 5.85 5,336,821 177,894 879,210 29,307 6.07 4,364,441 145,481 836,049 27,868 5.22
December.................... 6,203,851 200,124 981,546 31,662 6.32 5,747,650 185,408 919,967 29,676 6.24 6,046,676 195,054 944,254 30,460 6.40 5,124,421 165,304 918,705 29,636 5.58
ADJUSTMENTS ... oot s oo L ST0200 | t22,397 ... . STLA28 e e
TOTALS .. 60,045,834 164,509 10,739,830 29,424 5.59 60,223,255 164,544 11,149,711 30,464 5.41 61,238,734 167,777 10,853,898 29,737 5.64 53,997,401 147,938 10,611,262 29,072 5.09
JANUARY, 1931
Rev.
REVENUE PASSENGERS VEeHicLE MILES Pass.
Per
Total Average Total Average Vehicle
Per Day Per Day Mile
4,790,382 154,528 893,629 28,826 5.36
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MONTHLY VARIATION IN DAILY SERVICE DEMAND

W.E.C.—TractioN UTILITY

REVENUE PASSENGERS

Month Weekday Saturday Sunday Average Day
August .t 1930 115,894 131,120 64,686 110,091
September “ 128,312 162,414 60,455 122,505
QOctober “ 140,243 163,996 62,614 133,291
November “ 151,856 191,353 74,112 145,481
December “ 174,154 197,057 82,660 165,304
January. 1931 160,406 188,088 80,253 154,258
Average Month 145,144 170,671 70,796 138,455

T
VenICLE MILES
August 1930 28,676 20,778 23,942 28,090
September “ 28,942 30,638 23,452 28,436
October “ 28,835 20,749 22,856 28,181
November. “ 28,631 30,140 22,547 27,868
December «“ 30,570 31,186 22,713 29,636
January 1931 29,670 30,009 22,708 28,826
Average Month 29,220 30,250 23,039 28,5006
RevENUE PassenGers PEr VEHICLE MiILe
August, 1930 4.04 4,40 2.70 3.91
September. ¢ 4.43 4.97 2.67 4.30
October. “ 4.86 5.51 2.73 4.72
November “ 5.30 6.34 3.28 5.22
December. “ 5.69 6.31 3.63 5.57
January. 1931 5.40 6.26 3.57 5.36
'Average Month 4.95 5.63 3.08 4.85

Statement on page 74 shows the vehicle miles by individual routes, August to December, 1930,
inclusive, and the average month, and

i
i

Statement on page 75 shows the revenue passengers by routes for the corresponding months, and

the average month, also the revenue passengers per vehicle mile.

4
Three lines only, namely, Portage-North Main, Park Line-Selkirk, and Ellice, carried more than
6.0 revenue passengers per vehicle mile, or, in other words, were paying lines, and, as showing the sup-
port that these lines gave to the balance of the system, they carried 46.69% of the revenue passengers,
yet received by 33.24% of the service.
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PART 6—DEMAND For AND USE oF SERVICE

Eight lines, namely, St. Mary’s-St. Anne’s, Corydon-Stafford, Broadway-Elmwood, Kildonan
East, Sargent, Morse Place, Notre Dame and Westminster, carried more than four but less than six
revenue passengers per vehicle mile. These lines carried 41.25% of the revenue passengers and received
44.37% of the service. ‘

Eleven lines, namely, Logan, St. Boniface, William, Arlington, Sherbrook, Bannerman, River,
Valour Road, Fort Garry, Pembina, and Morley, carried more than two but less than four revenue
passengers per vehicle mile.  The lines carried 10.96% of the revenue passengers and received
18.80% of the service. -

Six lines, namely, Stockyards, Talbot, Rue Archibald, Sutherland, Kelvin and Manitoba, carried
less than two revenue passengers per vehicle mile. These lines carried .95% of the revenue passengers
and received 3.44% of the service.

As showing the extent to which service is balanced the traffic checks taken in October showed an
averoge number of passengers per car from specific districts as follows:

Fort Rouge 23
St. Boniface 23
North End 22
Elmwood 19}

In order to determine the sufficiency of the service on individual lines throughout the different
intervals of the day under normal week-day conditions and with the further object of ascertaining
to what extent service has been reduced because of the fall-off in traffic, we

(a) Obtained from the Company, records of traffic checks at the points of maximum load on each
route entering the central business district for an average week-day in January, 1930, and

(b) With our own staff obtained similar checks for October, 1930, on not only the routes entering
the central business district but all other routes as well.

The results of these checks by 15-minute periods, as shown in both statement and diagramatic
form in Volume II, clearly indicate that as compared with January, 1930, service in October, 1930, was
relatively much greater.

Pcaks of Traffic—

Morning and Afternoon—In both cases peaks of traffic occurred on all lines as follows:
Morning inbound ... 7.30 t0 9.00
Afternoon outbound ... 5.15to 6.15

and during parts of which periods there was an excess of passengers over seats.

Noon—In January, 1930, there were noon peaks on Portage, Park, Corydon and Broadway
as follows:
Outbound ... 12 noon to 12.30 p.m.
Inbound ..o 1.15 p.m. to 1.45 p.m.

during which there was a small excess of passengers over seats supplied. However, in October, except
for the odd car, there was an excess of seats to passengers.

' Evening—1In both cases there were evening peaks between 7.45 and 8.15 p.m., when on the odd
car there was a small excess of passengers over seats.

Traffic During Off-peak Periods—

During off-peak periods in hoth instances the seats supplied exceeded the passengers carried by
approximately 50%.

Statement on page 77 shows relation of seats to passengers, maximum half-hour at points of
maximum load.

Based, under rush hour conditions, on a standard over half-hour periods of 100 seats to 160
passengers there was overcrowding as follows:

January, 1930

Inbound— ' Outbound—
Corydon Selkirk Ave. Academy Road E. Kildonan
Academy Road Park Line St. Boniface Park Line
Morse Place Portage St. Mary’s-St. Anne’s Portage
E. Kildonan Morse Place Sargent

OcT1oBER, 1930
Inbound— Outbound—
Portage None
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PART 6—DEMAND For AND USE OF SERVICE

Actually there was gross overcrowding on individual cars, but to a greater extent in January,
1930, than in October, 1930, for instance:

Route Date Time Seats Passengers
Portage ... January 6th, 1930 8.00 a.m. 44 105
Portage ............ January 6th, 1930 5.50 p.m. 44 110
Portage ... September 29th, 1930 8.10 am. 44 104
Portage .............. September 29th, 1930 5.50 p.n. 44 100
Park Line......... February 6th, 1930 810 am. 44 100
Park Line...... February 6th, 1930 5.45 p.m. 44 110
Park Line .......... October 31st, 1930 8.05 am. 44 98
Park Line ... October 31st, 1930 5.55 p.m. 44 100
Sargent ... January 23rd, 1930 8.00 am. 38 90
Ellice ... February 4th, 1930 8.30 a.m. 40 64
Westminster ...February 5th, 1930 8.30 a.m. 25 48

We know of no way to prevent it, short of locking the doors.

In this connection the summary on page 79 showing the totals for all routes entering the central
business district for both January, 1930, and October, 1930, are of interest. From these it will be
seen that during the mornmg and afternoon rush that the service hased on seats to passengers was
relatively 25% greater in October, 1930, than in January, 1930.

It is of further interest as is shown hy the following:—

January, 1930 October, 1930
Ratio Passengers Ratio Passengers
All day Passengers to Seats Passengers to Seats
Inbound ... 92.809 100-154 65,573 100-200
Outbound ... 90,993 100-158 068,316 100-192
Total oo 183,802 100-156 133,889 100-196
Percentage ... 100% 100% 72.8% 125%
Maximum half-hour
Inbound *___............ 8.676 100- 72 5,270 100-101
Outhound ... 11,665 100- 65 7,907 100- 81
Total oo 20,341 100- 68 13,177 100- &9
Percentage ... 100% 100% - 64.8% 130.8%

That whereas:—
(a) The total passengers carried both inbound and outbound throughout the day decreased
from 183,802 to 133,889, or 27,2%, yet the service as shown hy ratio of passengers to seats increased

25%;

(b) The total passengers carried during the maximum half-hour both inbound and outbound
decreased from 20,341 to 13,177, or 33.2%, vet the service as shown by ratio of passengers to seats
increased 30.8%.

Car and Bus Flow Diagram—

A car and bus flow diagram for the maximum half-hour outbound under mid-week conditions in
December, 1930, is shown as Diagram No. 6, Part Nine.

It indicates very clearly the dependency of the transportation service on Main and "Portage,
there being:

(a) 47 cars outhound, or one every 38 seconds, on Main Street from Portage to Higgins;

(b) 31 cars outbound, or one every 32 seconds, on Portage from Notre Dame to Garry;

(¢) 39 cars outbound, or one every 46 seconds, on Portage Avenue from Garry to the Mall.

A further comparison to show that service as 1endered at present compares favorably with the past

few years is as follows: Vehicle
Average Day Passengers %  Vehicle Rev. Pass: Per Miles per
Revenue Miles % Vehicle Mile 9% Rev. Pass. %
January, 1929 ... 190,974 100 30864 100 6.18 100 .162 100
January, 1930 ... 185,549 97 31,008 101 5.98 97 167 103
January, 1931 ... 154,258 81 28,826 93 5.36 8 .186 115
February 1-24, 1931............. 146,667 77 27,625 89 5.30 85 .18 116

Thus while revenue passengers dropped 23% as between January, 1929, and February, 1931,
vehicle miles dropped as between the same months only 1195, and service as expressed in terms of
vehicle miles per revenue passenger increased 16%.
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SUMMARY OF TRAFFIC ENTERIN

Part 6—DEMAND For AND USE OF SERVICE

W.E.C.—TractioN UTILITY
G CENTRAL BUSINESS DISTRICT AVERAGE DAY,

JANUARY, 1930

FULL PERIOD—INBOUND

Percentage

Average Ratio
Period Cars Seats Passengers Passengers Seats of Total
per Car to Pass. Passengers
7:00— 7:30 119 4,870 3,999 33 100—782 2.17
7:30— 9:30 556 22,415 27,045 48 100—120 14.72
9:30—12:00 437 17,719 8,312 19 100— 47 4.52
12:00—14:00 419 16,901 11,878 28 100— 70 6.46
14:00—16:30 515 20,813 13,138 25 100— 63 7.09
16:30—18:30 573 23,319 10,825 19 100— 46 5.89
18:30—23:00 892 35,869 17,612 19 100— 49 9.58
TOTALS...... 3,511 141,906 92,809 26 100— 65 50.46
MAXIMUM HALF-HOUR
8:30— 9:00 154 6,202 8,676 56 100—139 4.72
FULL PERIOD—OUTBOUND
7:00— 7:30 128 5,169 1,589 12 100— 30 .86
7:30— 9:30 547 22,120 8,197 15 100— 37 4.46
9:30—12:00 431 17,465 5,848 13 100— 33 3.18
12:00—14:00 414 16,692 9,483 23 100— 56 5.16
14:00—16:30 499 20,184 11,545 23 100— 57 6.28
16:30—18:30 620 25,367 32,211 52 100—126 17.53
18:30—23:00 903 36,294 22,120 24 100— 60 12.04
ToraLs...... 3,542 143,291 90,993 25 100— 63 49.52
MAXIMUM HALF-HOUR
5:30— 6:00 p.m. 183 7,593 11,665 69 100—153 6.34

W.E.C.—TractioN UTILITY °
SUMMARY OF TRAFFIC ENTERING CENTRAL BUSINESS DISTRICT AVERAGE DAY,

OCTOBER, 1930

FULL PERIOD—INBOUND

7:00— 7:30 118 4,698 3,037 25 100— 64 2.26
7:30— 9:30 485 19,066 16,440 34 100— 86 12.28
9:30—12:00 449 17,840 6,755 15 100 38 5.04
12:00—14:00 ) 386 15,168 7,964 20 100— 52 5.94
14:00—16:30 457 18,193 9,785 21 100— 53 7.30
16:30—18:30 523 21,030 3,818 17 100— 43 6.58
18:30—23:00 854 33,892 12,774 15 100— 37 9.54

Totars..... 3,272 129,887 65,573 20 100—50 48.98

MAXIMUM HALF-HOUR
7:45— 8:15 a.m. 133 5,293 5,270 39 100— 99 3.86
FULL PERIOD—OUTBOUND

7:00— 7:30 129 5,050 1,686 12 100— 31 1.18
7:30— 9:30 512 19,405 6,434 12 100— 33 4.80
9:30—12:00 455 17,338 5,874 13 100— 33 4.38
12:00—14:00 403 15,352 7,653 19 100— 49 5.71
14:00—16:30 472 17,997 8,868 18 100— 49 6.62
16:30—18:30 501 22,027 22,817 45 100—103 17.04
18:30—23:00 827 33,530 15,084 18 100— 45 11.24

ToraLs...... 3,299 130,699 68,316 20 100— 52 51.01

MAXIMUM HALF-HOUR
5:15— 5:45 p.m. 145 6,419 7,907 54 100—123 5.90
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PART 6—DEMAND For AND USE OF SERVICE

Many complaints have been made about the extent to which service has been reduced during
February of this year. From February Ist to Fehruary 24th, 1931, inclusive, the Company operated a
total of 663,456 vehicle miles and carried 3.520,007 revenue passengers.

Compared with the months in which our traffic checks were made we find:—

Revenue Passengers

Revenue Passengers Vchicle Miles Per Vehicle -Mile
Per Average Day Total Percentage  Total Percentage Total Percentage
January, 1930...... 185,549 100 31,008 100 5.98 100
October, 1930...... 133,291 72 28,181 91 473 79
Jenuary, 1931...... 154,528 83 28.826 93 5.36 89
February, 1931 ... 146,667 79 27,625 89 5.30 ‘ 88

From which it is evident that taking into consideration the business offered that service in Feb-
ruary, 1931, is as good as during January, 1930, aithough not as good as during October, 1930, when
heavier schedules were put into effect in anticipation of patronage that did not materialize.

KRouting—

The schedule and service by individual routes as in effect during October (Fall), and November
{ Winter). together with the actual cars in service on January 12th, 1931, and on February 26th, 1931.
are shown on statement, page 81. While the individual streets over which the routes operate are not
listed in detail they are clearly indicated on present routing map.

A comparison of the headways between October, 1930, and February, 1931, is as follows:

STrEET CAR ROUTES

October, 1930 _ February, 1931
Normal Rush Normal Rush
1 at 345 1 at 1.30 1 at 3.30 1 at 2.00
1 4.00 1« 2.30 1 5.00 1 3.30
1« 6.00 1« 4.00 4 ¢ 6.00 1 4.30
2 6.20 2« 5.00 2« 6.30 4 “ 5.00
3« 7.00 1« 5.15 2 7.00 2" 5.30
1 7.30 1« 5.30 2 7.30 2 6.00
2 ¢ 10.00 2 6.00 1« 8.00 1« 8.00
4 « 12.00 1 9.30 2 10.00 1« 8.00
2« 15.00 5« 10.00 2 15.00 1« 9.30
2« 15.00 : 1 10.00
2 15.00
Cars Scheduled— Cars Scheduled—
129 191 130 218
Cars in Service— Cars in Service—
128 220 130 215
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W.E.C.—TractioN UTIiLITY

SCHEDULES AND SERVICES, BY ROUTES;FALL AND WINTER, 1930 .

ROUND TRIP HEADWAYS Number Average CARS SCHEDULED Number of Cars in Service
of Distance Stops
TiME SPEED FaLL WINTER Stops  Between Per FaLL WiINTER Monday, Jan. 12th, 1931
STREET CAR RoUTE Mileage Including Layover Day  Even. Day Even. | Round  Stops, Mile ‘| Wednesday, Feb. 26th, 1931
Normal Rush Normal Rush | Normal Rush Normal Rush Trip in Feet, Normal Rush Normal Rush |Normal (Day) Rush (Even.)
Portage—North Main..__...... 16.75 97 111 10.51 9.15 4:00 1:30 4:00 1:30 155 570 9.26 23 45 23 62 24 pal 47 49
Broadway—Elmwood............... 14.78 97 102 9.13 8.70 7:30 6:00 7:30 6:00 120 650 8.12 13 17 13 17 13 13 17 17
Logan 6.40 42 42 9.14 9.14 7:00 6:00 7:00 6:00 52 649 8.13 6 7 6 7 6 5 6 6
Sutherland...... ... 1.86 15 15 7.40 7.40 15:00 15:00 15:00 15:00 22 446 11.83 1 1 1 1 1 1 1 1
Kelvin.. | 1.25 10 10 7.50 7.50 10:00 10:00 10:00 10:00 10 660 8.00 1 1 1 1 1 1 1 1
William.. 3.18 21 21 9.09 9.09 7:00 5:00 7:00 5:00 31 541 9.76 3 4 3 4 3 3 4 4
Park Line-Selkirk........ ... 15.02 97 106 9.12 8.29 3:45 2:30 3:45 2:30 121 655 8.06 23 35 23 39 23 17 35 36
Corydon—Stafford.... 12.62 84 97 9.01 7.81 6:20 5:15 5:30 4:00 112 595 8.87 13 20 16 24 13 12 20 17
Sherbrook .............. -] 2.88 20 20 8.64 8.64 6:20 5:00 6:20 5:00 26 585 9.02 3 4 3 4 3 2 4 4
Pembina... ... | 2.04 15 15 8.16 8.16 15:00 15:00 15:00 15:00 18 598 8.83 1 1 1 1 1 1 1 1
Sargent...... 4.70 35 38 8.06 7.42 6:00 4:00 5:00 4:00 50 496 10.64 5 9 7 10 5 5 8 8
Notre Dame............c.ocoooooo.. 6.04 42 49 8.62 7.39 7:00 5:30 6:00 5:30 57 559 9.44 5 8 5 8 5 4 8 7
St. Boniface... ... 6.50 45 45 8.66 8.66 10:00 9:30 9:00 9:00 54 635 8.03 4 5 5 5 4 4 5 5
St. Mary’s—Dufferin.....___.__._. 14 .46 90 97 9.64 8.94 12:00 10:00 12:00 10:00 131 582 9.07 9 10 9 10 8 8 10 10
St. Anne’s—Mountain...... ... 14.20 90 97 9.64 8.77 12:00 10:00 12:00 10:00 130 576 9.16 9 10 9 10 8 7 9 9
Kildonan 9.88 60 70 9.88 8.47 12:00 10:00 12:00 10:00 88 592 8.92 5 7 5 7 5 5 7 7
Morse Place........oooo ... 9.27 60 70 9.27 7.94 12:00 10:00 12:00 10:00 76 644 8.19 5 7 5 7 5 5 7 7
TOTALS...c.o. 141.83 920 1005 9.25 8.46 1,253 597 8.83 129 191 135 217 128 114 190 189
Including Layover........_._._. .. 7.5 6 .
912.5 999 9.32 8.52
Bus Route
Morley. oo 1.19 10 10 7.14 7.14 10:00 10:00 10:00 10:00 10 628 8.40 1 1 1 1 1 1 1 1
Stockyards... | 2.46 15 20 8.32 6.24 15:00 10:00 15:00 10:00 18 721 7.32 1 2 1 2 1 1 2 3
Westminster. ... 3.75 24 26 9.37 8.65 8:00 3:30 6:05 3:00 26 761 6.93 3 7 4 8 4 4 10 9
Rue Archibald.... | 4.00 24 24 10.00 10.00 24:00 12:00 24:00 12:00 22 960 5.50 1 2 1 2 1 1 2 1
Valour Road............__.__.__.._._. 2.08 15 15 8.32 8.32 15:00 7:30 15:00 7:30 20 549 9.45 1 2 1 2 1 1 2 2
Cathedral—Bannerman._.._.___... 4.60 30 30 9.20 9.20 10:00 5:00 10:00 5:00 42 578 9.13 3 5 3 5 3 3 4 4
River.. — 2.47 14 14 10.58 10.58 15:00 8:00 7:00 7:00 27 483 10.96 1 2 2 2 2 2 3 3
Ellice. .. ... 2.01 15 17 8.04 7.09 7:30 4:00 5:00 3:00 21 505 10.45 2 4 3 5 2 2 4 4
Arlington. ... ... . 5.13 15 30 10.76 10.26 7:30 4:00 7:30 4:00 37 732 7.21 2 7 2 7 2 2 9 8
Manitoba....... [ 1.02 8 8 7.65 7.65 8:00 8:00 8:00 8:00 10 538 9.81 1 1 1 1 1 1 1 1
28.71 170 194 10.13 8.88 233 650 8.12 16 33 19 35 18 18 38 36

NOTE.—Portage-North Main includes service over S R. T., St. James to Deer Lodge, W. 8. & L. W. North Car House to Templeton.
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Bus RouTtes

October, 1930 February, 1931
Normal Rush Normal Rush
2 at 7.30 1 at 3.30 1 at 6.00 1 at 3.30
2 8.00 2 4.00 2 7.30 1« 4.00
2« 10.00 1 5.00 4« 10.00 1« 5.00
3« 15.00 1« 7.30 2 15.00 1“ 6.00
1« 24.00 2 8.00 1« 24.00 1« 7.00
2 ¢ 10.00 2 7.30
12.00 2 10.00
1« 12.00
Buses Scheduled— Buses in Service—
16 33 20 38
Buses in Service—
16 37

In connection with all the above :—
City FARE ZONE
% Decrease  Estimate % Decrease

1929 1930 from 1929 1931 from 1930
Revenue Passengers ........... 63.654.211 56,365.751 11.5 50,000,000 11.3

Vehicle Miles ... 11,149,923 10,850,821 27 10,200,000 6.0

Re-routing—-

Based on our traffic checks, the adjustments in locations of the individual lines as recommended
in Part Three—Type and Adequacy—and to eliminate non-essential mileage, the following changes in
routing are recommended :

(a) To be effective forthwith—

(1) St. Anne’s Road—Off-peak from Hindley to St. Mary’s Road: peak from Hindley to
Garry Loop.

(2) St. Mary’s-Mountain—From Berrvdale to Arlington and return.

(3) Dufferin—From Main via Dufferin and Arlington to Mountain and return.

(4) Bannerman Bus—To operate from McGregor via Bannerman, Scotia, Matheson, St.
Cross, Bannerman.

(5) Sutherland and Kelvin—Street car services to be eliminated and be replaced by one bus
operating from Main via Sutherland. Louise Bridge, Talbot and Kelvin to Hespeler.

(6) Rue Archibald bus service during morning and evening rush to be extended on Mont-
calm to a connection with the Elmwood line at Talbot and the Sutherland-Kelvin line
at Stadacona. 1

(7) Westminster Bus to be re-routed as follows: From Portage via Vaughan, St. Mary's,
Oshorne, Broadway. Balmoral Place, Westminster, Aubrey to Wolseley, returning via
Wolseley, Ethelbert, Westminster, Balmoral Place, Broadway, Osborne to Portage and
Vaughan. .

(b) To he effective on completion of Pembina Subway—

(1} Pembina extended along Pembina through new subway to connect with present Fort
Garry line at Parker Avenue.

(2) Park Line to terminate at River Park.

(3) Beresford-Jubilee Bus—New bus route from Oshorne via Beresford, Cockburn. Jubilee
to Pembina Highway.

(¢) To be effective on completion of Norwood and Main Street bridges—

(1) St. Anne’s rush hour and St. Mary’s-Mountain services to operate via same.
(2) St. Boniface cars to alternate eastbound via Provencher and southbound via Tache.
(3) River Avenue bus to operate from River and Osborne to River and Main.

(d) To be effective upon construction of suitable pavement—

(1) Ellice bus to be extended three blocks to Ingersoll.
(2) Bannerman bus to be extended two blocks to Parr Street.
(3) Arlington bus to be extended via Arlington, Alfred to McPhillips.
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(e) To be effective upon the granting of relief in the form of increased fares, elimination of
taxes, on both—

(1) Sherbrook, Portage to Logan—Tracks to be removed thereirom and a trackless trolley
coach service inaugurated.

(2) Logan Avenue, Main to Arlington—Tracks to be removed therefrom and a trackless
trolley coach service inaugurated.

(3) William Avenue—Service to be eliminated.

() Logan-William—New street car rcute from Keewatin via Logan, Arlington, William,
Princess, Ellice, Notre Dame, Princess and return.

(5) Ellice Bus—Service 1o be replaced by trackless trolley coach.

(6) Westminster Bus—Service to be replaced by trackless trolley coach service.

(f) To be effective with the opening of crosstown highway connection from Portage and the Mall
via Balmoral, Isabel to Salter and Dufferin and subject to relief having been granted—

(1) Park Line-Selkirk-McGregor to be eliminated.

(2) Park Line to operate from River Park to Garry Loop.

(3) Salter-Mountain—New service via trackless trolley coach from Mountain and Sinclair
via Mountain, Salter, Crosstown highway, Ellice, Vaughan, Graham, Hargrave, Por-
tage and return via crosstown highway.

(4) St. Mary’s-Mountain to be eliminated, and

(5) St. Mary’s-Selkirk-McGregor substituted therefor.

In connection with the crosstown highway to construct a double track thereon from Portage to
Selkirk, would cost in the neighborhood of $350,000. or $75,000 more than it will cost to equip the entire
route with trackless trolleys, coaches and the necessary trolley structure.

Conclusion—

From a service standpoint, the major problem that faces all mass transportation utilities in all cities
is that hours of work are constantly heing shortened and the public in ever increasing numbers desire
to ride at the same time. This holds true to a greater extent for the homeward movement in the late
afternoon than for the outward movement in the morning. _

How to marshall cars and men to handle the traffic under present conditions during the afternoon
rush on the basis of a seat per passenger or anything near it and still keep the price of a ride within the
willingness of the public to pay is a dilemma as yet heyond the ability of any human mortal to solve.

Attempts in some cities are being made to induce employers, employees and shoppers to accept
a system of staggered hours. For instance. why should the stores religiously open at 8.30 a.m. to 9
o'clock before mother has had time to finish the morning dishes and dad, Mary and John are thinking
only of getting to work on time and then close just when dad, Mary and John are leaving work when
they would otherwise have some time in which to shop. If a change were to be made it would certainly
reduce traffic congestion by stretching the morning and afternoon peak loads over a longer period of time.

DEMAND For AND Ust oF SFRVICE 1IN SuBURBAN FARrRE ZONES

Based on traffic checks supplied by the Winuipeg Electric, we have determined the riding and
the service given on each of the suburban lines and for the individual zones, and from our own observa-
tion the resident population along each of these zones, for both 1929 and 1930, as shown on statements,
pages 86 and 87.

It is to be noted that in connection with the suburban lines of the Winnipeg, Selkirk & Lake
Winnipeg Railway and Suburban Rapid Transit Company, in only two zones did the passengers
approach 2 per car mile, namely, S.R.T. Portage, Victoria Street, and S.R.T. Portage, Wiggle Street.

In other words, in only two zones did the revenue exceed 6 cents per car mile, which was barely
sufficient to pay the operator’s wages. :

For statement of Revenue and Expenses see statement at end of report.

Frankly, we can see no justification for asking the companies to continue service on any of these
lines, namely, Portage West, Fort Garry, St. Norbert, St. Mary’s Bus, East St. Paul, except assistance
in the form of contribution from outside sources be given.

University Service—It is not to be expected that with the opening of the University in its new
location that the City Fare Zone he extended thereto, and it is our opinion that if a satisfactory service
is to be given that the Winnipeg Electric will have to have some financial assistance from the University.

W.S. & L.W.—No record of the passengers carried on this line is available, the fares being on a
mileage basis. However, this line still continues to earn sufficient to pay its operating expenses and leave
something over, as is shown for 1929 and 1930 on statement at end of report.

As conditions improve it is to be expected that population along the route from Winnipeg to
Selkirk will increase, but it is doubtful that this increase will bring any additional riding to the rail-
way, if experience along similar lines elsewhere is any criterion.

It has been clsewhere recommended that the cars on this route be equipped for one-man operation.
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Transcona Bus—

The Transcona Bus is operated as a division of the Winnipeg Electric Company, and while no
record of the passengers carried has been kept, there was a decrease in traffic from 1929 to 1930 based on
the receipts of 10%. However, the revenue is still sufficient to show a reasonable return on the service.

Notes—

Portage-North Main Service—That with the successful adoption of the trackless trolley advantage
be taken of the width of Portage Avenue and North Main Street to consider the placing thereon of a
double service—-street cars to run express and trackless trolley to handle the local traffic.

Special Fare Route—That consideration be given forthwith to a high speed. special fare route to
serve the territory south of the Assiniboine River. .

Speed—

While it is our. judgment that the Company is furnishing a very high standard of frequency in
comparison with the use made of the service and the revenue derived therefrom, we are of the opinion
that speed is woefully slow.

The average speed of the street cars in Winnipeg for 1930 was but 9.19 miles per hour and for
buses 9.11 miles per hour, which, in comparison with other cities, is altogether too slow.

Average Speed Miles per Hour, 1929

San Antonio
Cleveland ...

| B S N ! STt .
St. Paul, Minn. ..o 10.12
Houston, Texas
Minneapolis oo
Vancouver ....ooooooccooeeeeeeeeeenne -
TOTONEO oot

The main contributing factors to slow speed in Winnipeg are:

(1) Excessive number of schedule stops.

(2) Inadequate boarding and alighting facilities on cars.

(3) Inadequate motor power on low floor cars.

(4) Interference from vehicular traffic.

(5) Tnsufficient leeway at intersections controlled by traffic signals.
(6) Timidity of train crews, due to an overdose of “safety first.”

Actually with level grades, wide streets in the downtown section, and the large percentage of open
track free of interference from vehicular traffic the opportunities for high scheduled speeds are much
greater than in average cities, and rush hour speeds of 10.25 and normal speeds of 11.25 miles per hour
should be attainable.

Stops—

In Winnipeg the average number of stops per mile over street car routes is 8.83 and over bus
routes 8.12, or an average of 8.71 for the system. See statement, page 81. In Toronto, for instance,
on routes where conditions approximate those in Winnipeg the stops have been reduced in one case to
6.05 per mile, in another to 6.42 per mile, and irt two others to 7.25 per mile, and speeds during rush
hours as high as 10.40 miles per hour are being obtained.

) Referring again to Winnipeg, the reduction of stops within the congested loading district and the
installation of enclosed loading platforms, has been a great step forward but there is much that can still
be done. ;

For instance, there is no good reason for stops on two sides of one intersection, as for example:

(1) There are two stops at Osborne and Portage for Park Line cars.

(2) There are two stops at Broadway and Donald for Broadway cars.

(3) There are two stops at Osborne and Broadway for Corydon cars.

(4) Eastbound loading platform on Portage between Hargrave and Donald is badly placed. It
should be moved so that cars stop not just east of Hargrave, but just west of Donald.

Out of a total of 1,486 scheduled stops on the system we are of the opinion that 293 can be
climinated and the total reduced to 1,193 or an average of 7 per mile.
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Yoarding and Alighting—

The inadequate boarding and alighting facilities have been discussed under Type and Adequacy
of the Equipment, and improvements recommendec.

Motive Power—

This has also been discussed under Tvpe and Adequacy of the Equipment, and improvements
recommended. |

Traffic Regulation—

Signals—It has been the rule in Winnipeg that cars running straight across an intersection
would move on the “green” light, which is O.K., but that cars making either a right or left-hand turn
would. in some instances, notably at Portage and Main and Portage and the Mall, move only on the
“amber” flash, or, in other words, during the change-over from “green” to “red,” and vice versa. It is
our opinion that street cars should be allowed to make a left-hand turn on the “‘green” and a right-
hand turn on both the “green” and “red.” Unless the traffic authorities are willing to concede this
point there will always be tie-ups during the rush hours on,

Portage at Main,
Portage at Garry Loop, and
Portage at Osborne.

Recently, there has been installed a flexible progressive system of traffic signals on Main from
Higgins to Broadway and on Portage from Main to Osborne. The synchronization of signals appears
satisfactory to vehicular traffic but timing, which is on a cycle of approximately 90 seconds. is having -
serious effect in delays to the street cars. On Portage the “green” or “go” part of the cycle is approxi-
mately 60 seconds, and on the cross streets 30 seconds. Portage Avenue has a width of 132 feet and
as moderate walking speed is about 4 feet per second. consequently this street can he crossed in 25
seconds, and to expect pedestrians to wait a {vll minute before crossing is out of the question.
Traffic law or no traffic law they will not 'do it. and it will be more honored in the breach than in the
observance thereof.

We realize that the police department are but feeling their way, but having had some experience
in the matter we offer this suggestion:

The proper length of the cycle can only be determined by a very careful study of the volume of
traffic, street widths, number of turns, and all other circumstances having effect on the movement of
traffic at each intersection. In general, a short cvcle is found to be preferable. The maximum time
given to the “red” signal for any one direction should be the time necessary for leaders of a group of
pedestrians to cross the street at moderate walking speed, which is about four feet per second.

A traffic check made on Portage Avenue during October, 1930, during the maximum outbound
peak from 5.30 to 6.00 p.m.. showed 40 street cars carrying 2,431 passengers and 457 automobiles
carrying 800 persons moved westerly thereon. Fach street car carried an average of 60.8 passengers
and each auto an average of 1.75. Although there were over 12 times as many automobiles as street
cars, the latter moved 75% of the passengers and each street car carried as many passengers as 37
automobiles.

Through Streets—In Winnipeg, with few exceptions, the principal street car streets are classed
as “through streets,” i.e., the vehicles are required to come to a complete stop before crossing or enter-
ing same. This is as it should be.

Parking—Tt has been the experience in other cities, where surveys have been made, that fully
H0% of the parked cars belonged to business people employed in the neighborhood.-and we have no reason
to believe that the situation on Portage Avenue and Main Street in Winnipeg is any exception to the rule.

Further, diagonal parking as permitted on l'ortage and Main St.. consumes more than double
the road space required for parallel parking and at hest provides space for not over 40% more cars.
Vehicles backing out from diagonal parking positicn cause inconvenience to moving traffic and force
same out on to street car tracks

Timidity of Train Crews—

In our judgment the management of the Winnipeg Electric Company has by “Safety First” com-
petitions and stringent penalties dealing with accidents <Iriven operating crews to a point where they are
afraid to open out the controller and leave it out. '
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In this connection we cannot do better than quote from an address by Mr. E. J. Mcllraith, Staff
Engineer, Chicago Surface Lines, delivered hefore the Canadian Electric Railway Association at its
1928 Convention:

“Much time is wasted in ordinary street railway operation. Speed is a very essential element of
good service. Reckless speeding is not wanted, but faster operation may be attained by reduction of
delays to a minimum and by alertness on the part of the train crews.’

“Chicago Surface Lines are operating at the rate of 11.26 miles per hour, in spite of the intensity
of street use along car lines. No other city system that we know of is operating at so high an average
rate. The failure to increase the average speed of operation is one of the major factors in preventing
an increase in business in most cities. Our customers are severely critical of service that hints of ineffic-
iency, but respond to an alert crew that hurries without rushing. . . . The street car should compete
successfully with any vehicle on the street up to the limit of safe speed. . . . With the faster car the
standard of service on a line can be maintained with a smaller number of cars and consequently at a lower
cost for housing, and the cost of operation in trainmen’s hours also is reduced. We are quite of the
opinion that speed has much to do with the growth in business. . . . Convenience of headway is also
very important in attracting riders.”

“Altogether, too little attention has been paid to getting high speed because most managements
have accepted the idea that accident prevention demands slow speed and timidity. In most cities the
motormen are actually afraid to move with certainty and as if they had no right to use the streets. They
are taught to hold back until all other traffic has gotten out of the way. Street cars need not apologize
for being in the streets, and operators should recognize that each street car is as important as from 40-
to 60 individual automobiles.” :

“Trainmen should be encouraged to operate safely at the higher speeds. True, accident pre-
vention should build better operating principles in the minds of the trainmen, but not at the sacrifice of
all their rights to move. Trainmen should be ready to avoid accidents but should not let the automobhiles
assume superior rights. Analysis of accident cases does not show that fast operation properly handled
creates accidents.”

Fares—

The question of fares will he dealt with in Part Seven under Cost of Service, Revenue and Fares.

Further re Stops and Speed—

The near side stop is preferable in most instances since in general it offers less interference to
traffic and eliminates unnecessary delays at traffic signals. The only place where far side stops arc
situated is where car lines diverge, for these stops enable traffic bound in a direction different from
that of the loading car to proceed on its way without delay.

Cleveland with 7.0 stops per mile has an average speed of 10.5 m.p.h., and
Boston with 6.5 stops per mile has an average speed of 10.5 m.p.h,

Schedule Testing Crews—To show the possibilities of increased speed expert trainmen should
take over the operation of the route and demonstrate the feasibility of the schedule suggested.
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PART SEVEN

CosT OF SERVICE; REVENUE AND FARES
General—
Cost of Service:

The cost of providing a transportation service is made up of four main items:

(a) Operating Expense, which consists of all expense for labor, materials and power in fur-
nishing and maintaining service;

(b) Taxes, which consist of all payment to municipal and provincial authorities ;

(c) Renewal and Depreciation Reserve—An arbitrary amount, based on the expected “service
life” of the various items of property;

(d) Return on Investment, money for which is usually furnished by public subscriptions in the
forms of bonds and preferred and common stock.

Revenue and Fares—

The revenues are derived almost entirely in the form of fares from the patrons of the service.
Small additional amounts are usually received from advertising, rentals of equipment, etc.

All items of revenue and expense are usually set up in the hooks of a utility according to the
classification of accounts prescribed for electric railways by the Interstate Commerce Commission of
the United States, and which is the classification used in Winnipeg as prescribed by the Manitoba
Public Utility Commission. This classification is in minute detail which, consequently, makes for reacdy
comparison of year by year, month by month costs and with other properties.

In the present instance there has been filed with the Board the following exhihits.on behalf of the
W.EC—

Exhibits :

No. 4 Revenue and Expense, by years, 1920-1929, inclusive.

No. 47 Revenue and Expense for 1930.

No. 4C Comparison General Expense, Montreal, Toronto, Vancouver and Winnipeg, all 1928
and Winnipeg 1929.

No. 4D Summary Revenue Expense, by municipalities, 1929.

No. 16 Detail of Transportation Expenses, 1921-1929,

No. 17 Labor Costs for 1929.

No. 22 Expenses—Bus Division, 1929.

No. 25 Charges to Depreciation Reserve, 1920-1929.

No. 26 . Statement of Taxes, 1929-1930.

No. 42 Estimate for 1931.

S.R.T.—
Exhibits:
No. 43 Revenue and Expense by major accounts, 1927-1929, inclusive.

No. 48 Revenue and Expense by major accounts, 1930.
No. 44 Revenue and Expense by municipalities, 1929,

WS &L W—

Exhibits :
No. 45 Revenue and Expense by major accounts, 1927-1929, inclusive.
No. 49 Revenue and Expense by major accounts, 1930.
No. 46 Revenue and Expense by municipalities, 1929,

W.E.C—

With fespect to the W.E.C., we have been furnished with information, similar to that filed, back
tc the year 1913 and from which we have developed the statement on page 93.

From which we have developed the following: .

(1) That, while revenue increased by 38% and revenue per passenger 529%. the revenue per
vehicle mile increased by but 3%, due to a decrease in passengers carried of 9% and an increase in service
as represented by vehicle miles operated of 27%: .

(2) That, while revenue increased by 38% Operating Expense increased by 85%, and Operating
Expense per Passenger 105% ;
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(3) The ratio of operating expense to revenue increased from 57% to 77%;

(4) The net income available for return on investment decreased by 73%.

Over the same period there were very pronounced increases in the scale of wages and unit cost

of materials.
See statements, pages 94 and 95.
For instance :

Trainmen’s Wages Operating Materials,

Per Hour
1913 33.3¢=100%
1920........... 58.3¢=173%
1925........... 56.0c=162%
1930.......... 60.0c=180%

Richey Index
100
225
153
137

That the increase in operating expense was not greater, was due to most able and careful man-
agement and to the gradual substitution of one-man operation for two-man operation. Mr. Dahl, in his
statement before the Board, November 21st, 1930, set out many of the economies effected.

For instance—

(1) From 1925 to 1929, trainmen's wagés would have been greater by the following amounts

had one-man car operation not heen introduced. viz.:

................. $ 44,317
................. 129,231

(2) Changes in routing to eliminate duplication effected savings of $60,000 per year;

(3) A statistical department was established in 1919 to make comparisons of various costs. month
by month, and with other properties. Tt has more than justified its existence.

Total wages, which in 1924 comprised 81% of operating expense, have today been reduced to
68%. That further economies have not been made is due to lack of funds for new equipment and labor

saving devices.
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W.E.C.—Tracrion UtiLiTy

GENERAL STATEMENT OF REVENUE AND EXPENSE, BY YEARS, 1911-1930

Total Net
Year Total Operating Taxes  Depreciation Income Revenue Vehicle
Revenue Expense Passengers Miles
1911 1,673,614 903,818 110,649 not sef up 659,147 40,281,245 6,150,644
1912 2,174,341 1,179,699 139,091 “ 855,551 51,106,017 7,220,274
1913 2,489,773 1,415,517 161,227 “ 913,029 59,563,757 8,339,848
1914 2,424,172 1,546,952 171,577 “ 705,643 58,489,987 9,178,596
1915 1,952,605 1,491,220 148,651 “ 312,734 48,566,959 10,012,109
1916 2,188,183 1,418,955 158,759 “ 610,469 54,845,739 10,538,458
1917 2,096,282 1,499,425 160,618 182,687 253,652 53,933,532 10,086,134
1918 2,293,606 1,738,628 175,420 182,687 196,871 56,348,716 10,299,934
1919 2,928,545 2,224,172 225,195 182,687 296,491 58,441,007 9,446,158
1920 3,697,299 2,539,799 257,269 182,687 717,543 65,248,840 9,711,161
1921 3,740,717 2,603,658 280,601 193,950 662,508 61,515,325 - 9,611,351
1922 3,588,979 2,615,487 272,508 203,537 497,446 60,399,419 9,563,898
1923 3,466,705 2,562,298 265,044 199,200 450,162 58,253,356 9,574,070
1924 3,291,732 2,417,802 251,772 208,658 414,500 55,077,901 9,858,104
1925 3,303,273 2,353,768 251,388 213,569 484,547 55,096,058 10,548,086
1926 3,482,444 2,445,395 259,972 211,307 565,760 57,085,144 10,434,939
1927 3,606,120 2,585,926 270,167 233,864 516,163 60,045,833 10,739,830
1928 3,627,702 2,713,196 274,537 248,976 391,002 60,223,255 11,087,272
1929 3,710,791 2,715,768 279,975 269,385 445,662 61,238,734 10,828,022
1930 3,424,908 2,625,343 261,667 292,076 245,822 53,997,401 10,611,252
W.E.C.—TractioNn UTILITY
WAGES’ COMPARISON, BY YEARS
CLASSIFICATION 1913 1920 1925 1930
TrACK—
General Labor......... ... $ .33 $ 4715 $ .44 $ .45
SHopPs—
Carpenters.......... oo e s .54 .70 .70 .75
Machinists...........ooieee .60 .75 .77 75
Painters..........oooiieeee .54 .70 .70 .75
General Labor.. .33 .44 .44 .44
LiNEMEN—
Linemen.... .7 9215 .89 .921%
Laborers..... .46 .60 .46 .46
CLERKS—
Ticket Sellers 75.00 95.00 105.00 100.00
Cashiers.......... oo eeeeeeee e e
TraFFIC—
Trainmen—1-Man Cars.....ccoceeneceer cveee e .61 .651%
2-Man Cars...........on......... .39 .58.3 .56 .60
Supervisors 130.00 165.00 158.00 165.00
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Fares......

WINNIPEG

Wages of Trainmen |
Weekly Family Budget.
Wholesale Prices, Manufactured Commodities

Winnipeg
Canada

W. E. R, Traction Utility

Maximum WaGEs WerkLy Famiuy BupgeTr AVERAGE FARE Wholesale

Two-MaN RATE WINNIPEG W.E.R. Prices,

YEAR _—

Actual Index Actual Index Actual Index - Manufactured

Commodities

Canada

1913 33.3c 100.1 $18.34 100.00 4.13c 100.00 100.0
1914 34.0 102.1 17.43 95.04 4.07 98.54 101.0
1915 34.0 102.1 15.73 85.77 3.92 94.91 110.9
1916 34.0 102.1 16.65 90.79 3.96 95.88 130.4
1917 35.3 106.0 20.69 112.81 3.85 093.22 175.4
1918 39.3 117.1 22.65 123.50 4.04 97.82: 196.9
1919 51.0 153.1 25.70 140.13 4.85 117.43 204.4
1920 58.3 175.1 30.29 165.15 5.63 138.74 241.9
1921 60.0 180.2 25.58 139.47 5.97 144.79 180.0
1922 57.3 171.8 23.94 130.53 5.86 141.88 155.0
1923 56.0 168.1 24.40 133.04 5.86 141.88 159.1
1924 56.0 168.1 24.02 130.97 5.86 141.88 157.2
1925 56.0 168.1 24.72 134.78 5.86 141.88 160.1
1926 56.6 170.0 24.63 134.24 5.86 141.88 154.3
1927 57.6 172.9 24 .60 134.13 5.86 141.88 148.9
1928 58.6 175.9 25.08 136.75 5.86 141.88 146.6
1929 59.6 178.9 25.50 139.04 5.86 141.88 143.5
1930 60.0 180.2 25.28 137.84 6.10 147.70
November, 1929 144.2
128.2

November, 1930........
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ANNUAL INDEXES OF FARES AND COSTS, 1913-1930

Electric ' Electric General Wholesale
Street Railway Electric Railway Construe- Prices,
YEAR Railway Operating Railway Construc- tion Costs All Com-
Fares Materials Wages tion Costs (Eng. modities
(Richey) Costs (Richey) (Am. Elec. News (U.S. Bur.
(Richey) Ry. Assn.) Record) Lab. Stat.)
Base. .. ... - 1913 1913 1913 1913 1913 1913
1913 100.0 100.0 100.0 100.0 100.0 100.0
1914 100.0 92.6 104.2 94.0 88.6 97.3
1915, 100.1 93.5 : 106.2 . 97.3 92.6 99.3
1916 100.1 126.2 111.6 119.8 129.6 122.2
1917 100.5 181.9 120.6 162.7 181.2 168.0
1918 o 106.2 168.8 140.5 192.5 189.2 187.7
1919 120.7 172.2 174.0 205.1 198.4 198.1
137.2 224.6 217.3 244.7 251.3 220.7
148.9 ~ 169.9 222.7 200.7 201..8 139.5
1922 ‘ 146.0 170.0 - 210.0 175.2 174.4 138.2
142.9 168.0 212.1 200.2 214.1 143.8
149.2 156.0 219.2 204.6 215.4 140.2
1925, e 150.2 153.1 222.2 202.4 206.7 148.0
1926 .. e 151.9 155.0 225.3 202.6 208.0 143.0
1927 . 153.4 145.7 227.5 201.1 206 .2 136.4
155.5 142.2 229.3 203.1 206.8 139.5
157.1 145.6 230.6 202.4 207.0 137.9
159.9 136.9 . 231.7 198.8 202.8 0
157 .4 144.9 231.1 205.1 209.5 134.7
160.4 127.8 231.8 192.0 196.9 114.9*
Increase..............-.. 3.0 0.7 e e e
Decrease 17.1 ———— 13.1 12.6 19.8

Above are taken from Article by Albert S. Richey, Electric Railway Journal, January, 1931.
(*) November.
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Part 7—Cost oF SERVICE; REVENUE AND FARES
OPpPERATING STATEMENT, W.E.C,, 1926-1930

In order to determine the basis and reasonableness of the various items of Revenue and Expense,
under conditions pertaining at the present time and to establish a basis for estimating a budget for 1931
on which to base an equitable fare structure, we have made an analysis of the major accounts contained
in the operating statement as filed with your Board.

As a start herewith on page 97 a summary of the operating statement, by years, 1926 to 1930,
and taken from Exhibits .No. 4 and No. 47.

Revenue—

Passenger Revenue is derived entirely from cash fares and ticket sales, and needs no comment.

Mail Carriers in uniform are carried on the Company’s cars under a contract with the Dominion
Government, which pays for their transportation.

Chartered Car and Bus Revenue is made up of receipts from the operation of chartered cars and
buses at rates which fully cover the costs of service. i

Station and Car Privileges is made up of revenue received for the use of advertlemg space on
street cars and buses under a favorable contract to the Company.

Rentals—This item is made up principally of rental charged subsidiaries for use of equipment.
The rental charged the Transcona Bus Division is sufficient to cover all costs to the Company. In
arriving at the rental charged S.R.T. and W.S. & L W. Railway for equipment, low earnings on these
lines was taken into consideration. The rental in this case, therefore, does not cover the costs of
maintenance.

Operating Expense—

Maintenance—An examination of the work crders covering items charged to depreciation reserve
would indicate that a considerable proportion of these items should more properly have been charged to
maintenance accounts. The value of these items for the five vears ended December 31st, 1930,
amounted to $541,771, an average of $108,354 per year or lc. per vehicle mile. This amount should he
apportioned 40% to Maintenance of Way and Structures, and 60% to Maintenance of Equipment.

Accordingly,

(1) Maintenance of Way and Structures should he adiusted as follows:

5 Years, 1926-1930

Per Vehicle

: Total Average Mile
Total as per Company Books............... $1,062,154 $212,431 1.98
Add:—Depreciation Ttems ... . 216,709 43,342 40
Total as adjusted..........oooooooooooooooooooo | $1,278,863 $255,773 2.38

(2) Maintenance of Equipment should he adjusted as follows:

Total as per Company Books............... $1,715,821 $343,164 3.19
Add :—Depreciation Items ............... - 325,062 65,012 .60
Total as adjusted ... $2,040,883 $408,176 3.79

Note—In our judgment cost for maintenance of Way and Structures as adjusted is in line with
costs on other properties and reasonable, except that there is no justification in asking the street railway
to finance paving for automobiles which directly interfere with the receipts and physical operations of
street cars. In our judgment the utility should be relieved of at least 75% of the cost of pavement
maintenance, which would reduce the total charge by approximately $38,000 per year, or .35c. per
vehicle mile. The most variable item is snow removal, which varied from $7,000 to $30,000.

The 1929 maintenance costs for other properties per vehicle mile are:

Way and

Structures Equipment
Toronto Transportation Commission... 3.23c 3.33¢
Montreal Tramways Company................. 2.89 3.67
Ottawa Electric Railway Co............... 2.49 297
Hamilton Street Railway................ ... 3.20 3.63
Chicago Surface Lines.................... : 222 293

Winnipeg Way and Structure Costs are lower than the average. Equipment Costs are higher than
the average on account of the age of the bulk of the rolling stock.
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Power—

The traction utility has in the past been charged a rate of 4 mills per K.W.H. measured at the
sub-station. In addition, a proportion of the cost of transmission of power from the generating stations
to the sub-stations was charged to this utility. In our judgment, as before stated, the Traction Utility
should not in any sense be treated as a producer of power as at present, but as a purchaser of A.C.
power from the Electric Utility, the same as any other commercial customer.

The minimum monthly requirement of the railway is approximately 8,600 K.W., which is suffic-
icnt to entitle it to all the discounts under the Company’s schedule of rates, which is the same as the City
Hydro’s Schedule “C.” The average rate to the Traction Utility under this schedule would be
approxiniately 6.5 mills per K'W.H. As the present rate is 4 mills, there must be added to the cost of
power, to obtain the true cost, 2.5 mills per KKW.H.-A.C., which amounts to:

5 Years, 1926-1930

Per Vehicle

Total Average Mile

$ 510,646 $102,129 0.95¢
On the other hand there must be de- ‘
ducted all costs of maintaining and
operating the Transmission and A.C.
Transforming System formerly.
charged to the Traction Utility, in ad-
dition to the charge of 4 mills, amount-

NG £O oo . 53,418 10,683 0.10
Net Increase in Power Cost............. $ 457.228 $ 91,446 0.85
Power Cost as per Company's Books.... 1,100,325 220,065 2.04
Power Cost as adjusted. ... $1.557,553 $311.511 2.89¢

This rate of 6.5 mills per K.W.H.-A.C. is reasonable when compared with the cost of power
to other roads. Montreal pays nearly lc. and Toronto better than lc. per KW.H.-A.C.

Transportation and
Traffic Expense—
Transportation expense consists chiefly of:
(a) Wages of car and bus operators, supervisors, car house and garage employees, this being the
largest single item going to make up operating expenses, and
| (b)Y Car house and car service expense and bus operation expense, and needs no further comment.

Traffic expense covers advertising chiefly, and is a small item. In our judgment, it should con-
tain all items of traffic promotion; for instance, publication of Public Service News, now included under
General Expense, and which in 1929 cost the utility $4,565.

General Expense

This includes injuries and damages, insurance, storeroom, garage, and stable expenses. salaries and
expenses of general officers and office clerks, and miscellaneous general expenses, a}n(l 1s not out of line
with comparable expenses of other properties for ]929,. as shown by the following costs taken from
companies’ returns made to the Dominion Bureau of Statistics:

WINMIPEZ e
Winnipeg (1930)

Toronto ... et e 2.58
Montreal oo 3.20
Ottawa 3.44
VanCOUVET oot e et imen e e ae e en 3.84

Injuries and Damages is set up as a reserve, 2% of passenger revenue having been credited to
this reserve each month for the last few years, and actual costs being charged thereto. From a consid-
eration of the expenses on this account for the last few years, it is evident that the credit to the reserve
should be increased to 214% of passenger revente.

General expenses which cannot be directly charged to any utility are collected in joint utility
accounts and these are charged to each utility in proportion to the gross revenue of the several utilities.
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Miscellaneous General Expenses consist of memberships in Board of Trade, etc., directors,
auditors and trust companies’ fees, donations, pavments for special services, miscellaneous expeneses
of President’s office, accident prevention expense. Public Service News, etc. These average $72,000
per year, or 2% of Gross Revenues.

' Five Years, 1926 to 1930
Per Vehicle

Total Average Mile
Taxes—
City Percentage Tax ... $ 794616 $158,923 1.48¢
Other Taxes and Car Licenses.............. 551,705 110,341 1.02

Total as per Company's Books.. ... $1,346.321 $269,264 2.50
Deduct: Taxes on River Park............ 82,755 16,551 15
Taxes on Power Generation, Trans-

mission A.C., Transforming Syvstem
charged to Traction Utility............. 33,759 6,752 06

Taxes, Traction Utility, as adjusted.... $1,229,807 $245,961 2.29

The City Percentage Tax on Gross Earnings, under equitable public regulation, must be included
in the fares, and. in our judgment, as hefore stated, is an unjust discrimination against the car rider and
as such should be ordered removed forthwith. No such tax is levied against the customers of :

The W.LE.C.—Electric Utility.
The Winnipeg Hydro.
The Provincial Telephones.

Depreciation—

The present practice of charging a part of nccessary maintenance to depreciation should be dis-
continued. The depreciation account should include uniform monthly charges representing depreciation
and should be based upon the percentage of the reproduction cost determined to be equitable from the
experience of the management, which should, in our judgment, amount to at least 314 cents per vehicle
mile. In our opinion the gradual retirement of older. heavier and more obsolete cars, together with an
increase in new or improved tyvpes of modern light weight equipment will be a potential factor in sub-
stantially reducing costs of operation.

A~NNUAL DipreciaTioNn CHARGE To RaiLwAy UTtiLity ror Five YEARS

1926-1930
Per Vehicle

Total Average Mile

Depreciation set up on Company's Books $1,255.610 $251,122 2.33c
Less: Amount charged to Depreciation
Reserve which should have been

charged to maintenance.................... 541,771 108,354 1.00
Depreciation on Power Transmission
and A.C. Transforming System

deducted from Traction Inventory.... 182,756 36,551 33
Net Depreciation of Traction Propert_\"

set up on Company’s Books.......... . $ 531,083 $106,217 1.00
Added by W.B. & B. to bring deprecia-

tion charge to 3V4c. per vehicle mile.. 352424 270,485 2.50

Total Annual Depreciation as recom-

mended by W.B. & B ... $1.883.507 $376,702 3.50
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Reiurn on Investurent—

Based on our recommended valuation as of December 31st, 1930, of $11,054,752, and giving
effect to the additions to property during the last five years the value of traction utility property at
the end of each year would be as follows:

1930 oo . $11.054,752
1929 oo e 10,836.623
1928 oo 10,490,180
1927 e 10,012,301
1T 9,438,259

A return to the Company of 6%, as recommended under ‘“Terms and Conditions” herein, would
amount to:

1930 $663.285
1020 650,197
L2 629,411
1927 s e 600.738
1926 566,296

General Observations—

(1) Revenue, expense and vchicle miles operated should be segregated as hetween street car
and bus operation ;

(2} That, operations within City Fare Zone should he segregated from those in the Suburban
Zones ;

(3) The Company should submit to the Board for consideration and approval at the beginning of
each calendar year a budget of estimated revenues and expenses;

(+) Renewal and Depreciation Reserve—With respect to the allowance made for renewals and
depreciation in statement on page 102, viz., 315 cents per vehicle mile, while it is considerably morc
than has ever been set up by the Company it is still insufficient to adequately provide for replacement
of the various items of physical property at the end of their useful service life, and that it must ultimately
be increased to 5 cents per mile before it can he considered adequate. However, it is our opinion that
under the present depressed economic conditions such a figure, which would add $150,000 to operating
expenses, would be unfair to both the car rider and the Company.

Estimated Costs Crry FARe ZoNE
of Operation, 1931—

Based on a further analvsis of statement on page 102 and accepting 10,200,000 vehicle miles as
the mileage to he operated in 1931 within the City Fare Zone. a depreciation reserve of 314 cents per
vehicle mile and a 6% return on an investment in the City Fare Zone of $11,276.918, we arrive at a total
cost of operation for the different types of passenger equipment now in use, as follows:

Cost of Service Per Vehicle Mile
Return on

Operating Cost  Taxes Depreciation  Investment Total
One-man Cars.... 25.75¢ 2.33¢ 3.71c 791c 39.70c
Two-men Cars.... 31.50 2.33 3.71 7.91 4545
Buses, 25-Pass... 21.50 2.33 2.31 2.50 28.6-
Twin Coaches.... 27.50 2.33 3.63 4.55 38.01
All Types........... 27.07¢ 2.33¢ 3.50¢ 7.06¢ 40.00¢
or based on the 10,200,000 vehicle miles aforementioned a total of ... e $4,080,000

By the elimination of :

A, 3% on Gross Receipts based on 1930 payments to

Winnipeg ... oo $150,430
St. James .o 5.960
Tuxedo .o 310
Total oo e $156,700
B.  75% of Pavement Maintenance in Track area in the City of Winnipeg,
that is 75% of $50,000 . . o o 37,500
Total..ooee e $ 194,200
the cost of service wWould Be reduced 10 oo $3,885,800
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Revenne and Fares—

In these days of higher prices, precipitated by the War, no one thing has caused so much public

discussion and dissension as attempts by the traction utilities to obtain a fare commensurate with the cost
of service. '

The situation has been further complicated by the increased use of passenger automobiles and taxi-
cabs, which has resulted not only in loss of patronage to the utility but has created a demand for a
faster, more frequent and more expensive hrand of service.

Utilities all over the continent have found it difficult to cope with changed conditions.

The average fare for cities over 50,000 in population has, according to Richey's index, which
is accepted by the industry, risen from 4.84c. in 1913 to 7.14c. in 1920 and to 7.77¢c. in December, 1930.
In some cities it has risen as high as 10c. However, experience has shown that a high flat fare is not
alwavs a satisfactory answer and that about 8c. is the highest practicable fare for ordinary distances.

In some cities, experiments are now being made with short-haul zones at Sc. to attract new
riding at a fare within the willingness of the walker to pay.

In others, strips of tickets are sold at substantial discounts bhelow the cash fare. to favor the
frequent rider.

In others, a weekly transferable pass is sold which entitles the holder to an unlimited number of
rides throughout the week without further payment- —this also to encourage frequent riding.

In others, the so-called nickel permit is sold for, say, 30c. and the holder is entitled on presentation
to ride throughout the balance of the week for 5c. per ride.

) In others, as for instance in Winnipeg, under the experimental fares evoked by the Board in
October last, a weekly coupon ticket is sold, which entitles the holder to a fixed number of rides for a
fixed sum and carries with it the privilege of additional riding throughout the week at 5c. per ride.

Again in Winnipeg, and we know of no other city where this is being done, a reduced rate is given
to the off-peak rider in an effort to stimulate off-peak riding and hence flatten out the load curve.

In others, for instance in Halifax, there is a limited weekly pass, good only during off-peak hours.
to stimulate off-peak riding.

Changes in fare at best are experimental and in Winnipeg during the past twelve months three
different schedules of fares have been in effect as follows:

. —— Distribution Per 100 Passengers
To July 13th— Percent Rides Revenue
Children’s tickets, 8 for 25¢.................... 8.01 $ 0.25
Unlimited tickets, 4 for 25¢c........... ... ....... 69.35 +.34
Rush hour tickets, 9 for 50c..................... 9.42 .52
Cash, week-days 7Ceiis s e 7.19 .36
Cash, Sundays 5C i 6.03 42
Total e 100.00% $ 5.89
July 14th to October 5th—
Children’s tickets, 8 for 25¢c.... ... ... ceee. 6.72 $ 21
Unlimited tickets. 5 for 35¢c........ e 39.87 2.79
Unlimited tickets, 15 for $1.00.......... ... 17.36 1.16
Rush hour tickets, 4 for 23¢c....oco... . 11.57 72
Cash 7Ceies e 24.48 1.71
NS ) SO 100.00% $ 6.59
Since October 6th—
Children’s tickets, 8 for 25¢........... ... 7.06 $ 22
Unlimited tickets, 2for 15¢ ... ... 36.18 271
Permit 7 for 50C. e . e 20.97 1.50
Cash, to permit holders
and riders in morning
off peak - 5C s e 34.89 1.75
Cash, unlimited 10C. e 90 .09
Total..coo e e 100.00% $ 627
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Average Per Day

Revenue Passengers Carried 1929 1930 Percent. Decrease

Month of June........._....._....._ ... 155,320 139,879 9.94
July 141,091 122,781 12.98
August ... .. 141,258 110,091 22.06
September ................._. 150,788 122,508 18.75
October .......ooeeeeee . 154,376 133,291 13.66
November ... 177,894 145,481 18.22
December ... 195,054 165,304 15.25,

1930 1931

January ... .. 185,549 154,528 16.72
February ... .. 184,659

Due to depressed business and employment conditions a definite conclusion as to the effect of
the different fare schedules is out of the question. but after careful consideration of results we lean
to the following opinions :

(1) That upon the introduction of the 7c. fare on July 14th, 1930, and a change in the average
fare from 5.89%. to 6.59¢., the traffic which at first fell off later recovered to the general level of decrease
due to aforementioned depressed business conditions;

(2) That no appreciable increase in traffic has taken place following the introduction of the
Board s experimental schedule of fares on October 6th, 1930, despite the fact that the average fare
dropped from 6.59. to 6.27c.;

(3) That the 5c. fare in effect from 9.30 a.m. to 12 o'clock noon apparently caused a slight increasc
in the percentage of passengers handled during those hours.

Percent. of All Day Riding

Traffic Counts— January, 1930 October, 1930
7.30 to 9.30 am........... 19.18 17.08
9.30 to 12 noon............ 7.70 9,43

26.88 26.51

However, most of the Octoher counts were taken during the first week of the month and hefore
the new schedule went into effect.

General—

In any event this much is certain, namely. that the resulting revenues in all three cases fell far
short of meeting the cost of service. If the utility is to maintain and perpetuate its services and cyuip-
ment it must be permitted to earn a revenue sufficient to meet not only operating costs, but, in addition.
taxes, reserves to provide for renewals and a reasonable return on its investment.

Based on the true costs of operation to cover all charges, we have developed the statement on
page 104, which shows the profit or loss in 1930 for cach of the individual routes within the City
IFare Zone.

Routes showing a profit are:

Portage Car JT.ne............... $ 73,960
LEllice Bus Line .. ... 14968
Westminster Bus Line.................. 4,262

Total Profits ..coocoeeeieee $ 93,190

Routes showing a loss are:
St. Mary’s-St. Anne’s Car Line.....$128.825

Broadway-Elmwood Car Line........ 98,092
Logan Avenue Car Line................. 67.220
St. Boniface Car Line................. 59,295
Park Tiine Car Line...ooooooeeeeceeeeeee. 20,017
Remaining 11 Car Lines.................. 248,055
Arlington Bus Line............_..... 29442
Bannerman Bus Line..................... 27873
Remaining 8 Bus Lines............... 83,419
Total Losses ..oooeeieeieeeiieee 762,238
Net LosS oo, $669.048
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Parr 7—Cost or SERVICE; REVENUE AND TFFARES
W eekly Coupon Ticket
vs. Weekly Pass—

The weekly ticket coupon at present in usc is favorably looked upon by what might be termed
“the regular rider,” who uses the street cars a large number of times in any one week, because it gives
him a low average fare.

However, from the standpoint of strect car service it has many disadvantages, the most out-
standing of which are:

(a) That every time it is used it requires a separate transaction and the payment of either one
ot the attached tickets or, later, a five cent cash fare:

(b) The presentation to and examination of the coupon by the operator;
(c¢) The issuance of a transfer to complete the ride on a connecting line; and
(d) The multiplicity of these transactions contributes to slowing up the service.

In our effort to find a substitute for this weekly coupon ticket which could be sold at a compar-
able rate and which would carry the same advantages for the regular rider and at the same time eliminatce
some of the disadvantages of the former, we considered the weekly pass which is in use in many
cities and which—

(1) Can be sold for a fixed sum;

(2) Is transferable and good at all times during the week; and

(3) Has only to be shown to the conductor and identified by him in order to obtain a ride and
largely eliminates the disadvantages referred to above;

and have concluded to recommend its use as being an improvement on the weekly coupon ticket.

Furthermore, we are of the opinion that its use will tend to increase riding by persons who are
not holders of it because once a man has purchased a weekly pass he does not have to pay anything more
to use it during that week and therefore would likely be induced to use the cars more frequently for
soctal purposes after working hours, taking with him the members of his family for whom, of course.
he would have to pay ordinary rates. This factor is not present in the weekly coupon ticket.

Averoge Fare Needed, 1931—

A. With percentage of earnings tax and paving maintenance as is, the total cost of

operation from page 102, e $4,080,000

and a revenue from mail carriers, advertising, etc.. of ..o 50 000

there would be required from 50,000,000 passengers an average fare of 8.06¢
B. With percentage of earnings tax and paving maintenance eliminated, the total cost

of operation from page 100 .. e $3.885.800

and a revenue from mail carriers, advertising, etc.. of ... 50.000

there would be required from 50,000,000 passengers an average fare of 7.67¢

Giving effect to each of the above, we would recommend the adoption of the following schedule
of fares to be made effective forthwith:

With Taxes as they are With Taxes Eliminated as Suggested
Cash Fares: Adults ... : Cash Fares: Adults ...
Children Children .
Tickets oo e Tickets oo
TicketS oo 20 for $1.50 Tickets oo e 14 for $1.00
School Children’s Tickets.............. 6 for 25¢ School Children’s Tickets..........._.... 8 for 25¢
Weekly Pass ... 1 for $1.50 Weekly Pass ..o 1for $1.25

Our studies show that the bulk of the riding originates at least one mile beyond Portage and the
Mall, on the one hand, and Portage and Main on the other ; that the bulk of the riders are necessity riders,
but because there are approximately 140,000 people living within a mile and a half of Portage and Main
Street we are of the opinion that many of these people may be walking for reasons of economy, and
consequently we are of the further opinion that the aforementioned fares having been given effect to.
that experiments should be conducted on a limited scale under the supervision of the Board with short
haul zones at 5c. per ride without transfer privilege. If these experiments prove successful in inducing
new riding and thereby increasing gross revenue, their application should be extended with resulting
benefit to the car riders as a whole.
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Suburban Fare Zones—

On page 108 is a statement showing revenues and expenses of operation on each of the suburban
lines and by individual zones for 1929. On page 109 is a similar statement for 1930.
- ]

In every instance there has been a decrease in revenue in 1930.

A summary for 1930 is as follows:

Operating Cost Before Net

Line Revenue Depn or Fixed Charges  Revenue Loss

East St. Paul ... .. 6.770 15,580 . 8.819
St. Mary's Road ... 4.208 14088 9.880
Fort Garry ... 11,051 33171 L 22,120
Portage West ... 24,889 59,1499 34,260
Charleswood ... 5,713 18647 . 12,934
Selkirk oo 92,809 82,279 10,530 ...
Stonewall ... 32,327 25,324 7003 ..
Transcona oooooeeeeeeeeeeeeeeeeeeeeen 43,937 40,557 3,380 ...
All Lines oo 221.704 288,804 20,913 88,013

As stated in Part Six, Demand for and Use of Service, we are of the opinion that no scale of fares
can be set to permit any of these lines other than the Selkirk and the Transcona to show even an operat-
ing profit, to say nothing of depreciation and return on the investment, except assistance is received from
cutside sources and even then to be practical it would have to be limited to a bus operation on a very
restricted schedule.

Effect of Changes in
Routing and Equipment—

If the changes in routing and equipment are carried out as recommended there will be a gradual
reduction in cost of operation due to increased use of the trackless trolley, and by 1933 with any reason-
able improvement in economic conditions the utility so far as the City Fare Zone is concerned should he
able to absorb the full allowance required for “Renewal and Depreciation Reserve.” viz.. 5.0 cents per
vehicle mile, and which is required to maintain and perpetuate the utility.

Giving effect to additions to property and adjustments in service as recommended herein. and
which should be in full effect by 1933, we estimate there would be operated approximately the following
mileage :

One-man Cars ...........ocooooemoeeee. 6.050,000
Two-men cars ........ooooooioieeaee . 1.750.000
Bus—25 passengers ... . 1.025.000
Twin Coach ... 125,000
Trackless Trolley ..o 1,240,000

10,200,000

At an estimated cost per vehicle mile of :

Return on
Operating Cost Taxes Depreciation Investment  Total

One-man Cars ... 25.75¢ 2.58¢ 5.43c 8.98¢ 42.74¢
Two-men Cars ..o . 31.50 2.58 543 8.98 48.49
Buses—25 Passenger ... 21.50 2.58 4.45 3.65 32.18
Twin Coaches ..oooooeeeoooe 27.50 2.58 4.88 4.90 39.86
Trackless Trolleys ... 19.00 2.58 273 4.95 29.26
All Types oo 25.29 2.58 5.00 7.88 40.76

or hased on the 10,200,000 vehicle mileS........oooo o o $4,160.00C

By the elimination of :

A. 5% Tax on Gross Receipts..$175,000

B. 75% Pavement Maintenance 40,000 :
—$ 215,000

the cost would be reduced t0 ..o e $3,945.000-
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Average Fare Needed, 1933—

A, With percentage of earnings tax and paving maintenance as is, and making an
allowance for miscellaneous revenue Of. ...t $50.000
there would be required from

50,000,000 passengers an average fare of.._.... 8.22¢
55,000,000 passengers an average fare of....._. 747¢
B. With percentage of carnings tax and paving tax eliminated, and making allow-
ance for miscellaneous revenue Of ... et ens $50.000
there would be required from
50,000,000 passengers an average fare of ........ 7.80c¢
55,000,000 passengers an average fare of........ 7.07¢

Should conditions after 1933 continue to improve and development be restricted to those vacant
areas already in receipt of transportation facilities, improved service can be given without adding mater-
ially to the cost and some reduction in fare should be possible.

However, it is our firm conviction that the only hope for which might be termed a "low schedule™
of fares lies in:

(a) A successful adoption of *‘staggered hour™ of employment to flatten out the load curve,
thus making possible

(b) The gradual elimination of track and strect cars, as worn out, on all routes with the
exception of Portage and North Main and substituting therefor a maximum use of Trackless Trolley
coaches and a minimum use of buses, and

(c) Favorable response on the part of the public to the short haul zone experiments herein
reconmunended.
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WinNIPEG ELECTRIC COMPANY "AND SUBSIDIARIES
CONSOLIDATED STATEMENT OF OPERATIONS IN SUBURBAN ZONES

1930
TAXES
Operating Other! Net Loss
Expenses Net 5% Municipal Before De-
Classification Gross before Operating Gross and Total preciation
Revenue Taxesand Loss  Revenue Provincial and Return
Deprecia- Taxes on Invest-
tion ment
SUBURBAN FARE ZONES:
W. E. C. East St. Paul:
Zone No. 1............_ ... .. 5,063 10,290 5,227 ... 329 329 5,656
Zone No. 2......._............ 1,707 4,814 3,107 156 156 3,263
TOTAL ... . 6,770 15,104 8,334 ... 485 485 8,819
St. Mary’s Rd. Bus:
Zone No. 3,376 11,735 8,389 ... e 8,359
Zone No. 575 1,145 570 . . 570
Zone No. 257 1,208 951 . 951
TOTAL oo 1,208 14,088 9,880 i e 9,880
Fort Garry:
Zone No. 1, Agric. Coll... 4,624 9,938 5,314 ... 177 177 5,491
Zone No. 1. . 2,719 12,208 9,489 ... 232 232 9,721
Zone No. 2....... ... .. 2,019 4,879 2,860 ... 112 112 2,972
Zone No. 3..........__..... .. 1,689 5,500 3,811 ... 125 125 3,936
TOTAL ... ... 11,0561 32,525 21,474 .. 646- 646 22,120
W.E.C.TOTAL ... ... 22,029 61,717 39,688 ... 1,181 1,131 40,819
S. R. T. Portage:
Zone No. 1, Victoria ..... 17,948 27,489 9.541 877 1,698 2,475 12,016
Zone No. 2, St. Charles .. . 4,526 18,119 13,583 221 1,030 1,251 14,844
Zone No. 3, Wiggle St. ... 833 1,379 546 41 103 144 690
Zone No. 4, Stevenson ... 791 3,742 2,951 39 399 438 3,389
Zone No. 5, Headingly ... 791 3,720 2,929 39 353 392 3,321
TOTAL oo, 24,889 54,449 29,560 1,217 3,483 4,700 34,260
Charleswood:
Zone No. 1 3,997 9,418 5,421 196 400 596 6,017
Zone No. 2 1,716 8,281 6,665 84 268 ' 3562 6,917
TOTAL oo 5713 17,699 11,986 280 668 948 12,934
S. R T.TOTAL oo 30,602 72,148 41,546 1,497 4,151 5,648 47,194
W. S. & L. W.-Middlechurch
Middlechurch-Selkirk .. ... 92,809 75,658 *17,151  ......_. 6,621 6,621 *10,530
Middlechurch-Stonewall .. 32,327 22,236 *10,091 ... 3,088 3,088 * 7,003
W. S. & L. W.—TOTAL 97,894 *27,242 .. 9,709 9,709 *17,533
TRANSCONA oo 40,075 * 3,880 . 500 500 * 3,380

TOTAL SUBURBAN FARE ZONES 221,704 271,816 50,112 1,497 15,491 16,988 67,100

*Net Revenue,
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WinN1PEG ELECcTRIC COMPANY AND SUBSIDIARIES
CONSOLIDATED STATEMENT OF OPERATIONS IN SUBURBAN ZONES

1929
TAXES
Operating Other Net Loss
Expenses Net 5% Municipal Before De-
Classification Gross before Operating Gross and Total preciation
Revenue Taxesand Loss Revenue Provincial and Return
Deprecia- Taxes on Invest-
tion ment
W. E. C. East St. Paul:
Zone No. 1 5,190 9,873 4,683 ... ... 699 699 5,382
Zone No. 2 1,749 4,742 2,993 ... 313 313 3,306
TOTAL .......... e 6,939 14,015 7,676 ... 1,012 1,012 8,688
St. Mary’s Rd. Bus:
Zone No. 1
Zone No. 2
Zone No. 3
TOTAL .., 4,312 14,130 9,818 ... et e 9,818
Fort Garry:
Zone No. 1, Agric. Coll.. 4,738 10,343 5,605 ... 295 295 5,900
Zone No. 1. 2,786 12,783 9,997 ... 384 384 10,381
Zone No. 2. 2,070 5,049 2,979 ... 183 183 3,162
Zone No. 3..ccoeeene. Ll 1,731 5,596 3,865 ... 282 202 4,067
TOTAL ..o, 11,325 383,771 22,446 ... 1,064 1,064 23,510
W.E. C.TOTAL ... .. i, 22,576 62,616 39,940 ... 2,076 2,076 42,018
S. R. T. Portage:
Zone No. 1, Victoria ........ 20,519 32,282 11,763 1,052 1,566 2,608 14,371
Zone No. 2, St. Charles... 6,208 18,672 12,464 314 984 1,208 13,762
Zone No. 3, Wiggle St. ... 1,286 1,430 144 66 101 167 311
Zone No. 4, Stevenson ... 1,156 5,506 4,350 59 390 449 4,799
Zone No. 5, Headingly ... 1,145 4,863 3,718 59 344 403 4,121
TOTAL ... .. 30,314 62,753 32,439 1,650 3,375 4,925 317,364
Charleswood:
Zone No. 1...................... 4,812 9,051 4,239 234 501 735 4,974
Zone No. 2. ... 1,905 7,955 6,050 92 440 532 6,582
TOTAL ..o, 6,717 17,006 10,289 326 941 1,267 11,5656
S. R. T.TOTAL .o, 37,031 79,759 42,728 1,876 4,316 6,192 48,920
W.S. & L. W. RLY
Templeton-Selkirk ................ 100,753 79,491 *21,262 ... 10,724 10,724 *10,538
Middlechurch-Stonewall .. .. 34,434 28,728 * 5,706 ... 2,995 2,995 * 2,711
W.S. & L. W. RLY. TOTAL............ 185,187 108,219 *26,968 ... 13,719 13,719 *13,249
TRANSCONA .oiieeeeean 48,542 48,357 * 5,185 ... 500 500 * 4,685

TOTAL SUBURBAN FARE ZONES 243,336 293,851 50,515 1,876 20,611 22,487 *73,002

*Net Revenue.
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PART EIGHT

AccoUNTING METHODS

At the present time the companies operate three traction utilities in and adjacent to the City of
Winnipeg, and separate operating statemients are set up for each.

However, from the standpoint of practical operation, the territory served is divided into two
parts, viz.:

(a) City, or single fare zone. comprising the City of Winnipeg and seven adjacent municipalities,
within which service is given by all three companies ;

(b) A series of suburban or interurban zones within 14 municipalities and over which service
1s also given by the three companies.

There being more or less over-lapping of the operation on certain lines as between companics
there is considerable difficulty in segregating the operating expenses as between service supplied inside
the City or Single Fare Zone and that supplied outside.

Accordingly, it would appear in the best interests of all concerned, ie., the municipalities. the
utilities and the Board, that the operations be consolidated into two distinct groups:

(a) That within the City or Single Fare Zone, and
(b) That within the Suburban or Interurban Zones.

Each statement to be cleared of any charges performed by one group for the other and all hase
oin a clean-cut segregation of the traction utilities as to both assets and operation from the other
activities of the companies.

Such could be brought about either in the form of a consolidated operating statement or by
re-organization of the utilities into two separate and distinct companies, and for which legislation, if
necessary, could be obtained.

That, whereas the Winnipeg Electric Company owns the entire capital stock of the Suburban
Rapid Transit Company and the majority of the stock of the Winnipeg, Selkirk & Lake Winnipeg
Railway Company, and has guaranteed the bonds of hoth companies, that the Board be furnished
annually with a balance sheet certified by the company’s auditors with respect to the traction utilities.

Note—Diagrams, photostats, charts and Vol. Il not brinted.
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