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A Secretary 
of Proved Ability 

THE association is to be congratulated upon the 
recommendation which its reorganization committee 

has made with reference to a permanent secretary to 
succeed E. B. Burritt, who resigned last March. J . W. 
Welsh, whom the committee has recommended to the 
executive committee and who will doubt less be appointed 
by that committee, already has the confidence of the 
entire membership of the association and has shown 
himself amply able to perform the duties which will 
devolve upon him. 

As special engineer to the association, Mr. Welsh 
already had made his work felt in the association's 
activities, and when President Gadsden asked him t o 
undertake, quite suddenly it will be remembered, the 
work of secretary, Mr. Welsh stepped into the breach 
and, in this rather trying position as acting secretary, 
has acquitted himself so admirably and has shown so 
satisfactorily his complete fitness for the permanent 
secretaryship that he was the only logical candidate 
out of a multitude of suggestions t o be considered fo r 
the place. 

The ELECTRIC RAILWAY JOURNAL is sur e that the 
association headquarters activities are in good hands 
and congratulates both Mr. Welsh and the association 
upon the new relationship, which will probably be 
a rranged at the next meeting of the executive committee. 

Get Work Commensurate 
with Wages Paid 

THE news columns of nearly every recent issue of 
this paper have recorded wage decreases on elec

tric railways in almost every part of the country, but 
probably few of them have been equal in percentage 
to the demonstrated reduction in cost of living which 
has occurred since the peak of prices in the early part 
of 1920. Undoubtedly wages on electric railways are 
still due for a further decrease, but in this readjust
ment, an opportunity is offered to put the wages on a 
different basis than that which existed in most com
panies before the war. Reference is made particu
larly to companies which used to have a high labor 
turnover. 

Statistics of the present rate of turnover on the aver
age electric railway property are not available, but it 
is safe to say that generally it is much lower than six 
or seven years ago. It is also a matter of observation 
that the physical and mental and other standards which 
go to make up a desirable trainman are being exhibited 
in a higher degree than before the war. All of this 
helps toward efficient transportation, and, in the last 
analysi s, toward economical operation. The higher 
wages paid on one-man cars tends also along these 
lines. 

The future wage for motormen and conductors should 
be sufficient to attract men of a high grade permanently 

' ' < ~ . 
to the service and not simpiy to-tak~ it as a stop gap 
between better paid industries. The companies should 
cut loose from the unskilled labor theory and should 
make employment on t he plat form attractive to t he kind 
of men who can give economical service from every 
viewpoint. The public has got away from the 5-cent 
flat fare and will expect good service, regardless of the 
rate of fa re. The companies will not be allowed to 
earn more than a fa ir retur n, and in t heir own inter
est as well as in that of t he public, t he most certain 
way of supplying good service should be followed. This 
is to pay good wages and get in return from their 
men fa ithfu l and efficient work, commensurate with 
t he wage pa id. 

How Manufacturers Safeguard 
Their Products 

THE attention which manufacturers g ive to the test 
ing of the raw materials which enter into t he 

apparatus supplied to electr ic railways and the extensive 
precautions that they take in testing such material a re 
amply illustrated in the article by John S. Dean on 
testing insulating material , the second and concluding 
part of which is published in this issue. In reading 
these articles one cannot but be impressed by the large 
variety of insulating materials which are used in t he 
construction of railway apparatus. In the selection of 
such materials it is most essential to take into consider
ation the operating conditions, which are extremely 
severe for electric railway equipment. High t empera
tures are encountered, the t rolley voltage is most vari
able and line surges ar e frequent. The equipment is 
exposed to considerable moisture, dust and di r t , and is 
subjected to severe mechanical strain, as well as exces
sive vibration and frequent abuse by rough handling. 
Ruggedness in construction is as essential as high 
dielectric strength. 

The proposed tentative methods of testing insula ting 
varnishes which were included in the repor t of com
mittee D-9 on electrical insulating materials for the 
American Society for Testing Materials at its r ecent 
meeting follow along the line outlined by Mr. Dean for 
the t esting of liquid insulating material. The t est s 
given are intended for varnishes which are a pplied by 
brushing, dippi11g or spraying, in order to pr ovide high 
electrical insulation. The dipping of coils and even 
complete armatures by electric r ailways has incr eased 
considerably during the past two years, and t he reduc
tion of troubles wh ich has resulted has shown the great 
advantages to be obtained. Those who have had experi
ence in dipping and baking processes have fou nd water 
absorbing tests and endurance test s to be most desir
able. Another important consideration which directly 
a ffect s the time that cars are withheld from service is 
the time necessary for drying. Test s for determining 
insulating compounds which will have a short period 
for drying and a t the same time possess t he necessary 
dielectric strength and other insulating properties are 
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of interest. Aside from the essential characteristics 
that are necessary for insulating materials, this descrip
t ion of the method and apparatus used by a prominent 
manufacturer for determining these characteristics 
should give those interested a broader conception of the 
,care used to safeguard the var ious products which they 
purchas@, 

.CapitaHze-
or Amortize? 

T HE brief which sets forth the argument s of t he 
_ Public Ser vice Rai lway in support of its valuation 

is one of the most interesting documents in thi s line 
which has appeared for some time. It is thorough, 
it is out of t he ordinary, it is legal, and it has touches 
of appreciation of t he lack of conception of t he railway 
problem by t he usual citizen. 

But t here are two or three points with reference to 
which questions of best valuation policy - or public 
policy, perhaps-may well be raised. 

One of t hese is the advisabi lity at this time, if ever, 
of arguing in favor of unit prices on a particular date. 
This is admittedly in line with the association's valua
tion committee recommendation, but that makes it all 
the more important that this question be examined with 
due care and consideration. Prices of many articles 
are admittedly going down, and while pre-war value 
will probably never be realized, the public conscious
ness cannot but carry the feeling that it is the future 
return upon t he value of the property which is of m ost 
importance. Legally, present value-present-day val ue 
- has much to support it. Any modification of that to 
certain trend conditions or estimated future conditions 
can of course be supported only as a question of public 
policy, but that is worth considering seriously when 
companies are presenting final arguments on definite 
figures. 

Another point which it will be most interesting to 
have determined, as mentioned editorially in t hese 
columns under a discussion of the Ford, Bacon & Davis 
valuation of t hi s same property (see ELECTRIC R AI LWAY 

_JOURNAL, Apri l 23, 1921, page 758) is that of capitaliz
ing the "power contract." As the brief states, every 
witness testified as to the value of this contract to 
the railway company. The question it will be interest
ing to have decided by a court, if possible, is whether 
the value of such a contract should be reflected by an 
increased legitimate capitalization or rather by an in
.creased rate of return in recognition of t he good man
agement which is evident in t hus obtaining power at 
a lower rate than the railway company could realize 
under its own operation. 

The t h ird, and perhaps most important, point from 
the st andpoint of policy is t he question as to whether 
,certai n sums of money, admittedly invested and in
vested legitimately, should be added t o capital or 
should be set up as a fu nd to be amortized. Reference 
here is t o consolidation value-again possibly a ques
t ion of good m anagement r ather than either capitaliza
t ion or amortization sums- superseded property and 
certain other elements of value which, in any private 
business, would be amortized as early as possible. This 
is not an argument in favor of eliminating such amounts 
from consideration on the theory that they should have 
been amortized out of excessive dividends in the past; 
there probably wer e no excessive dividends, and there 
,certainly is no basis to assume them without positive 

evidence of them. This is rather a suggestion of much 
better public policy to set up such expenditures as 
amortizable funds so that they may be eliminated from 
the perpetual charge upon the community. This may 
not be the best for the market value of the securities 
at the instant, but it is apparently the best business 
in the long run. There is also the question as to whether 
or not there is much more probability of having such 
sums allowed in their entirety when set up as amor
t izable funds than when added to capital. Virtually, of 
course, when it is probably impossible to earn enough 
t o pay a r eturn on the allowed valuation and to pay off 
insta llments on amortizable funds the fund to be amor
tized is added to capital for the length of time it still 
exists in the accounts of the company. The same end 
is realized, then, in a manner which has much to sup
port it as being a more logical plan to present to the 
public, one which will appeal more to men in other 
lines of business who are accustomed to write obsolete 
equipment off of their property accounts and one which, 
to repeat for emphasis, is better public policy. Legally, 
either may be correc t . To amortize where possible 
seems better bus iness. 

Material Testing 
Specifications Are Important 

SOME of the advantages to be obtained by the adop
tion of st andards of materials were given briefly 

at the last meeting of the Society for Testing Materials 
by George S. Webster , the retiring president. The list 
follows: (1) Ease in specifying the quality of the ma
terial required; (2) ease in testing materials delivered 
under the specifications through the use of sta~dard 
methods; (3) ease in obtaining standard products; (4) 
an effective means fo r minimizing controversies over 
purchases of materials, and ( 5) a feeling of security 
that the materials used are satisfactory as a result of 
the knowledge of how the standard specifications are 
formulated and that they reflect the latest knowledge 
and experience. 

For a number of years this paper has abstracted the 
discussion on specifications of interest to electric rail
way engineers at meetings of the American Society for 
Testing Materials, and an account of the action taken 
by the society a t the recent meeting at Asbury Park 
appears on another page. The importance of testing 
the various materials used by electric railways is being 
given increased consideration by those responsible, and 
the American Socfety for Testing Materials has long 
been considered as foremost in formulating specifica
tions for t his particular branch of engineering. This 
year the society achieved a remarkable performance
probably without precedence in its history-by dealing 
with more than 150 specifications. Of these seventy-one 
were new, being presented for the first time and adopted 
as tentative standards, while sixty-three were revised. 
Others were advanced from tentative to standard rank. 
Some fo r ty steel specifications were disposed of in bulk 
by a single ballot. The flatness of this procedure was 
r el ieved somewhat in the closing session by an animated 
discussion over chilled-iron car wheels. This discussion 
brought out the desirability of chemical limits for car 
wheels and for making wheels safer by requirements 
more severe than those set up by the Master Car Build
ers and the American Railroad Association as well as 
those with which the committee on cast iron of the 
American Society for Testing Materials was content. 
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The method of procedure for the various committee re
ports and the care used in the adoption of specifications 
by the society are shown in the specifications of concrete 
which are now being formulated. 

At last week's meeting the preliminary report was 
made public and in the form now written it will be cir
culated among the members of five contributing socie
ties-which means about 16,000 engineers. This report 
will be a subject for discussion among those engineers 
and their committees during this year, and the com
mittee of the American Society for Testing Materials 
will then proceed to the writing of the final specifica
tions with due consideration of the various points 
brought out in discussion. 

A number of the standing committees of the Ameri
can Electric Railway Association are now co-operating 
with committees from the American Society for Testing 
Materials toward bringing into agreement similar speci 
fications, therefore the work of the society accomplished 
this year is given added interest to electric railway men. 

Reorganization Committee 
Suggests Constructive Program 

· A S IND I CA TED on another page of this issue, the 
fi special reorganization committee appointed by 
President Gadsden to make recommendations to the 
executive committee with reference to the reorganiza
tion of association headquarters and any other modifi
cations of existing activities or rules of the association 
which it thought advisable now has its report in the 
hands of the executive committee in practically final 
form. In order, however, that there shall be "open 
covenants openly arrived at," the committee is making 
public the gist of its recommendations to the executive 
committee before the meeting of the latter committee 
in order that it may have the benefit of comments from 
the field with reference to the recommendations made 
by the reorganization committee. 

The rec·ommendations are constructive. They are all 
an effort to make the association's activities more use
ful to the membership-the only reason for the exist
·ence of the association. It is recognized that the as
sociation is a voluntary organization and all that is 
done is to modify the machinery so that, judged from 
past experience, it will run more effectively. That 
considerable revision of the constitution was advis
able is not unexpected. The revisions, however, are 
not radical, but only provide those things which lead
ing opinion in the industry have felt for somE: time 
were either necessary or advisable. 

The fact that the executive committee will meet 
monthly if the recommendation is adopted will of itself 
mean more virility in the association and more active 
interest in the conduct of its affairs by its officers. 
That membership modification should be made so as to 
allow in special cases admission of trackless transporta
tion systems and to allow management companies, con
sulting engineers, investment bankers, etc., to assume a 
formal place in the a ssociation is a logical develop
ment. Provision for regular standin2" committees with 
obligation of monthly progress reports should also 
tend to add life to the association activities. 

Of the questions recommended t0 the executive com
mittee for its own consideration, those concerning co
operation with the va rious sectional railway associa
t ions, those having to do with an adequate geographical 

distribution of the executive committee and other com
mittee meetings, as well as geographical r epresentat ion 
on all the committees, and the one regarding admission 
of municipally owned or operated railways deserve 
consideration by the membership at large. All but t he 
last speak for themselves. On this question there is 
bound to be conside rable honest divergence of opinion, 
some of which has already developed, but the question 
has been rai sed and must be met squa rely and settled. 
The editors of thi s paper believe that the association 
and the industry would benefit by permitting such 
municipalities as des ired, when they operate their own 
railways, to enter the association and discuss problems 
in which all railways are mutually interested. The 
editors of this paper do not believe that the Amer ican 
public is so organized at present as to be able effi
ciently to operate transportation systems, but where 
municipalities have taken over the responsibility, it is 
to the interest of the entire electric railway industry 
that the municipalities understand all the problems 
which they have assumed. Furthermore, it is only by 
sitting down at the same table with experienced trans
portation men that municipal officers will be able fully 
to appreciate the magnitude of what they have under
t aken. But on this question the executive committee 
deserves especially to have advice from the industry. It 
is probable that the final discussion on this point will 
not be conducted until after prolonged, and, it is to be 
hoped, intelligent, debate at Atlantic City in October. 

As a whole the report means progress. That the final 
action be word for word in line with the recommenda
tion of the committee is immaterial. A frank discus
s ion of the questions which have been raised and 
action by the association on them is in it self worth 
while and the association will be better for it in the end. 

Covering Up 
Their Deficiencies 

SEATTLE continues to go behind in the operation of 
its municipal railway. The fact sticks out like a 

sore thum,b, for Seattle is at present on the cash-and
carry basis. Explanations may tend to mitigate the 
feelings aroused by the fact that things are bad with 
the road from the standpoint of earnings, but excuses 
don't remove the evidence. Every month new explana
tions for the poor showing have to be thought up. This 
has taxed the ingenuity and strength of the representa
tives of the city, but they have not run out of ideas 
entirely. Thus Councilman Erickson has hit upon the 
clever scheme of overcoming this need for establishing 
the monthly alibi by charging a 3-cent fare on the 
lines and meeting out of general taxation the differ ence 
between the receipts of the road and the cost of opera
tion. 

Appar ently, Seattle cannot and will not pay more for 
fare, so that the avenue of escape is closed which that 
procedure might open. If car riders won't pay mor e, 
then let them pay less. The psychology behind the idea 
is correct from the standpoint of good politics. And 
with the railway supported by the tax r olls t he sky of 
course would be the limit on expenditu res. The plan 
would seem to be so palpably absurd as to preclude its 
adoption, but then there is no telling to what lengths 
a community will go in continuing to foo l it self that 
municipalized its ra ilway in spite of the preponderance 
of evidence against such undertaking. 
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Bond Testing Cars 
To Test Bonds at a Faster Rate than Can Be Done with Hand Bond Teste~s and to 

Provide Automatic Permanent Records of the Test a Car Containing 
the Necessary Instruments Is Most Convenient 

BY G. H. M c KELWAY 
Engineer of D istribution Brookly n (N. Y.) Rapid Tran s it Com pan y 

W
HEN a car is used for bond testing it is neces
sary to insulate the front and rear trucks, or 
front and rear wheels in a single-truck car, 

from each other. With a single-truck car the truck 
must be cut and insulation inserted between the two 
sections. Much better results in maintaining the car, 
although not in testing the bonds, will be obtained from 
a double-truck than a single-truck car as the cutting 
of the frame weakens the latter and permits the two 
ends to sag. 

Either a motor-generator set is necessa ry to supply 
the current for the test at a low voltage or a res istance 
to reduce the voltage of the current from the trolley 
wire or third rail sufficiently to permit of its being 
used in the test. The motor-generator set or resistance 
should be large enough to supply 800 to 1,000 amp. at 
5 volts, although so large a current will seldom be 
needed and the average amou nt will be only about one
half of the maximum capacity. 

In addition to the motor-generator set there should 
be in t he test car a table upon which all of the test ing 
instruments can be mounted and grouped so that they 
can be convenient ly read by a single operator. The 
instruments should comprise an ammeter and two milli
voltmeters, together with apparatus for protecting the 
latter in the case of bad joints which might otherwise 
throw a high voltage across them and burn them out. 
The ammeter measures the current supplied to the test 
circuit by the motor-generator, while the voltmeters 
indicate the drop ac ross the joints as the car passes 
over them, one voltmeter being in position to measure 
the drop across the joints in one rail of the track and 
the other be ing similarly placed in regard to the other 
rail. 

The voltmeter circuits are continued to the track 
through brushes which rub on the rails and which are 
spaced 4 or 5 ft. apart so that they will always be cer
tain to span the joints no matter how long they may be. 
It is very difficult to pick out and record the locations 
of all of the bad joints by this method, even when the 
car is moving quite slowly, especially if the poorly 
bonded ones are close together. With the car moving 
at a speed of only 5 m.p.h. and with all rails fully 
30 ft. long, the contacts will pass over one joint in each 
rai l every four seconds. If the joints happen to be 
staggered, one voltmeter or the other will be swinging 
every two seconds. When a line of bad track is being 
tested the open joints come so frequently that it is 
almost impossible for the locations of all of them t o 
be recorded unless the car is stopped occasionally t o 
allow the observer time to catch up. If this is done it 
will "drag" the cars behind it and spoil t heir r unning 
schedules. 

One way of directly marking bad joints, not so per
manent as with the hammer and chisel, but which lasts 
long enough t o permit the bonders to find the joints, 
and which does not require stopping the car, is by 
squirting a little white paint on the rail, tie or pave-

ment as t he ca r passes along. Most of the cars now in 
use are equ ipped with recording instruments. The 
record shows t he condition of the bonds and indicates 
the moment that the bond is passed over. These cars 
are known as "aut ographic' ' bond testing cars and are 
the invention of A. B. Her r ick. Their equipment, how
ever, is so complicated t hat a perpetual inducement is 
offered to change some of the deta ils in an effort toward 
greater simplicity or less troublesome maintenance. A 
short time ago the writer asked another railway engi
neer if there was not a "Herrick" t est car on his line. 
The reply was that it was a Herrick car when first 
bought, but did not look much like one now. In fact, 
all of the cars that the writer has seen or heard of 
appear to differ considerably among themselves, 
although the general pr inciples on which they operate 
are the same. 

AUTOGRAPHIC RECORDS 

On the autographic cars the record is made on a long 
roll of paper which is unrolled and carried across the 
table, a small motor furnishing the power fo r operating 
the drive. The strip of paper is 11 in. in width, and 
as it passes fiv e pens, two for each r ail and one for 
marking locations, make continuous marks upon it. 
Two of the pens merely mark the zero lines, indicating 
where the millivoltmeter lines would be if there was 
no drop in the rail, while two others are fo r the purpose 
of locating open joints, which is done by the pen mov
ing from side to side whenever t he voltage across the 
joint is so high as to make the relay, which protects the 
voltmeter, operate a cut-out. The fifth pen, for mark
ing locations, is moved through a switch closed by the 
operator or his assistant whenever the car gets oppo
site some point, for instance a house or trolley pole, 
which will serve as a permanent location fo r the start
ing point of measurements to give the exact location 
of the bad points in its vicinity. On one window on 
E'ach side of the car and directly opposite the seat of 
the operator is painted a plain, ver tical stripe. When 
the object whose location is to be recorded is covered 
by the stripe the operator presses a key and the pen, 
which has been making a st r aight line down the center 
of the paper as it moves past, makes a jog. This jog 
is given a number by means of a number ing stamp, 
the numbers of which increase by one each time it is 
used and so numbers the pen jogs consecutively. A 
sheet of paper already numbered is used to record the 
house or pole number, or name of intersecting street 
or something else that will definitely mark the location 
of the car at the time that the pen moved. Where the 
bonds in the track under test are in good condition the 
location point s need be taken only occasionally, but the 
worse the track the closer they should become, and with 
bad track 400 or 500 ft. apart is a good spacing dis
tance. 

A toothed wheel revolving in the center of the 
table punctures the paper at interval s, each space be-
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tween the holes being equivalent to 10 ft. on the track. 
.At each tenth hole an additional hole is punched about 
one-quarter of an inch outside of the center so that the 
100-ft. lengths are easily counted and it is not neces
sary to count all of the dots representing 10 ft., but 
only those to the nearest 100-ft. mark. 

As the car moves along, the current in the track and 
the current from the motor-generator set cause the volt
.meter needles to deflect a certain amount, which is com
paratively constant, and which shows the difference of 
potential between the two brushes on a piece of un
broken rail. The current in the rails due to the opera
tion of the cars may be either added to or subtracted 
from that produced by the motor-generator set and 
occasionally the latter should be cut out, by opening 
.the switch, in order to see in what direction the current 
in the rails is flowing and its value. 

RECORD PAPER MOTOR DRIVEN 

In addition to the generator which is used for 
supplying a heavy current at a very low voltage there is 
also a smaller one supplying current at about thirty 
volts, which current is used for the paper drive and also, 

other stamps reading "special work," "railway cross
ing," etc., in order to explain the sudden throws of the 
voltmeter needles not attributable to bad bonds. He 
also stamps "right rail" or "left rail" and "inbound" 
or "outbound," as the case may be, on the record occa
sionally so that there will be no mistake in reading the 
record later · and, from time to time, he opens the gen
erator circuit and tests the direction of the flow of 
current in the rails. This should always be done when 
there is reason to believe that its direction has changed 
as, for instance, just after passing a pbint where return 
wires or tracks are expected to lead the current to a 
power or substation, and at fairly frequent intervals 
elsewhere. 

The voltmeters are supplied with two scales, one 
giving a reading about twice as high as the other. By 
making use of the proper scale and regulating the out
put of the motor-generator it will always be possible 
to get the record on a fairly large scale and yet not 
have "opens" shown where they should not appear, 
whatever may be the weight of the rails and the condi
tion of the joints. 

After the record has been made that portion of the 

I N TERIOR ARRANGEMENT AND LOCATION OF APPARATUS IN BOND TESTING CAR 

after passing through a make-and-break device of some 
sort, and through condensers, is used in recording the 
difference of potential between the brushes on the rail. 
One side of this circuit is connected to the voltmeter 
needles which swing over the paper and also over con
tacts which are underneath .the paper. Between the 
ends of the needles and the contacts below sparks are 
drawn which puncture the paper, each needle making a 
dotted line of little holes which are burnt in the paper 
and which show every swing of the needle and its 
amount except in those cases where the drop is so great 
1hat the relays have to act to protect the instruments. 
In those cases the little holes will run up to a peak at 
the point where the relay cuts out, and on the pen line 
underneath the peak and near the edge of the paper 
will be found a sharp jog, showing that the joint is 
"open." 

Although some cars have been operated with only 
two men, a motorman and an operator, yet such an 
arrangement throws so much work on the latter that, 
as a rule, it will pay to use at least one more man in 
order to pick out and record the locations on the sepa
rate sheets of paper while the operator stamps the cor
responding numbers on the record at the points shown 
by the movement of the pen. In addition to marking the 
locations on the record the operator will make use of 

paper containing it is cut off from the rest of the roll 
and gone over to be put in permanent condition for 
filing and to have the locations of the bad bonds placed 
in more convenient form for handling and carrying 
about in the field, so that the poor joints can receive 
attention as soon as possible. 

The first step is to mark at each of the numbers what 
that number is supposed to indicate, as then no time 
is lost by having to refer to the separate sheets, which 
need be kept no longer as all of the information is then 
on the large roll. These locations can be written on 
with pen and ink, although the neatest way is to type
write them at the proper points. Then, having deter
mined on the maximum resistance of the joint expressed 
in terms of feet of continuous rail that can pass as 
good, find all of the joints the resistance of which was 
higher than that amount and mark them for rebonding. 
If only the "opens" are to be considered as bad the task 
is comparatively easy, as it is necessary only to follow 
the two pen lines and mark down those places where 
the jogs ir. the line show that the voltmeters had been 
wt out of circuit. Where the bonding is to be kept in 
better condition and joints of a lower resistance are to 
be rebonded the curves made by the arcs from the volt
meter pointers must be closely followed , and whenever 
the height of a peak exceeds the predetermined ratio 
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between that of the joint and the uncut rail the loca
tion must be marked for rebonding. 

Some of the papers used for these autographic rec
ords are chemically coated so that the minute burns in 
it show up black and can be readily seen, but such 
paper is more difficult to punctu re than t he plain paper 
and often cannot be obtained. Another method of 
blackening t he holes is, after the r ecord has been made, 
t o paint t he underside of t he paper along the general 
li nes of the curves with ink or th in water color paint 
so that some of t he color will pass t h rough the holes 
and show on the upper surface of the paper. This takes 
additional time and is not reliable as the color does not 
always come through . Probably the best method of 
following t he curves is to pass the record befor e a light 
and have the light shine through the little holes. This 
c~n be done either by holding the record up in front of 
a window or, better still, by passing it over a box in 
which is contained an incandescent lamp or lamps. 

TABULATING RECORDS FOR FOREMEN 

In order accurately to locate the bad joints for the 
bonders, their locations are generally copied on sheets 
of paper, which are given to the foreman in charge. A 
well-planned sheet of this type is printed with spaces 
to be fi lled in, giving at the top the name of the street, 
the streets between which the test was made and t he 
da~ of the test. Below are columns in which to locat e 
the joint as a certain number of feet in a given direc
tion from an easily found point; the direction of traffic 
c,n t he track, if t here is more than one track on t he 
street; whether on the right or left rail of t hat track; 
the date repairs were made, and the type of bond used 
in making t he repairs. By the use of such a sheet not 
only does t he bonding foreman receive all of t he infor
mation that he requires but, when he ret urns t he sheet 
after fin ishing t he work, t he office has a complete record 
of all of t he bad joints and when and how t hey were 
repaired. 

T he records made by the testing car should be valu
able, not only at the time of makin~ the test , to point 
out the bad bonds, but also as legal evidence in case of 
any suit brought on account of t he alleged defect ive 
condition of t he bonding. The writer has fou nd, how
ever, an unwill ingness on t he part of several lawyers 
to make use of t he records in such cases, as t hey f eared 
that t he height of the peaks of t he curves would be 
misunderstood by the non-technical members of the 
jury, who would not be able to understand that what 
appeared to t hem to be very sudden sharp rise in 
potential would, in fac t , be only a very few millivolts 
and therefore negligible in consider ing the question 
before the cour t . It would seem, however, that such 
r ecords could be used very effect ively in some cases if 
t he curves were caref ully expla ined, in a manner that 
all could understand, by some one who knew just what 
t he records showed and could bring out those points to 
t he best advantage. 

During t h is year the Gr osse Berliner Strassenbahn, 
the t ramway system in Berlin, celebrates the fiftieth 
anniversa ry of its founding . Long operated by a private 
corporation, t he system has recently been taken over by 
the municipality and consolidat ed with t he other sur
face lines in Greater Berlin, so that it now serves all 
part s of that dist rict, which embraces about 5,000,000 
inhabitants. The property it self consist s of 1,250 km. 
( 800 miles ) of t:rack. 

Factors Affecting Electrification 

COMMENTING upon the elaborate analysis of elec
t r ification conditions on the Northwestern Railway 

of India, which has been running in its columns for 
some t ime, the Railway Engineer, London, calls atten
tion editorially to some of the points that have been 
brought out. These illustrate the importance of a 
knowledge both of electrical engineering and of rail
way working in making a decision on the electrification 
question. 

The editorial states that the author of the 
art icle in question shows that for the same adhesion 
weight e'.ectric locomotives can be designed to develop 
t wo or even three times the power of the heaviest 
steam locomotive in India . By articulating the design, 
t he number of driving axles could be multiplied indefi
n itely with the same permissible axle weight and it 
would be poss ible to put a 3,000-hp. electric locomotive 
on the Northwestern which could run anywhere where 
two coupled or doubled engines of the 0-6-0 standard 
type can now run and would be capable of hauling loads 
five times as heavy. 

The large number of heavy grades on the North
western are an extremely important factor in the elec
trification problem. The present and previous articles 
show that electrification will pay on many lines with 
heavy grades where for the same traffic on the level it 
would be out of the question. On a 4 per cent grade 
the electric locomotives can do at least 40 per cent 
more work than a steam locomotive with the same ex
pendit ure in energy. To this must be added the econ
omy resulting from regenerative working, which also 
saves rail and brakeshoe wear. It is said by the engi
neers t ha t on the Giovi tunnel line near Genoa the 
rail saving was enough to pay the whole interest on 
t he cost of power station and transmission line. The 
enormous increase in t he cost of coal and repairs has 
more than off set the increased cost of electrical appa
r at us, and the Railway Engineer expresses the belief 
that it will be found by those engineers who have the 
t ime to make a really accurate study of the conditions 
obtaining t oday on many lines that the changed condi
tions often make electrification worth much more 
ser ious consideration than before the war. As for the 
capit al outlay, the difficulties here are apt to be less
ened when the directors are really convinced of the 
savings which can be effected through the application 
of electricity to heavy traction. 

Toronto Retains Odd Gage 

CONTRARY to what was popularly expected, accord
ing t o the Canadian Engineer, the 4-ft. 11-in. gage -

at present existing on the lines of the Toronto Railway, 
Pacific Railway and the MacKenzie Radials, with the 
except ion of the Metropolitan, will be retained by the 
Toronto Transportation Commission when it co-ordinates 
and rehabilitates the several systems within the city. 
The Commission felt that a change of gage, the esti
mated cost of which had been figured at $1,500,000, 
showed no immediate advantage and would be likely to· 
increase the operating difficulties until the work was 
completed. One point which swayed the Commission in 
reach ing its decision was that outside systems will not 
be able to get running rights over Toronto tracks, a& 
thei r cars would be of the wrong gage. It is said this 
was why t he odd gage was originally chosen for the 
Toronto system. 
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Testing Insulating Materials-II 
Aging and Weather Tests Are Important to the Users of Railway Insulating Materials as 

They Show What Life Can Reasonably Be Expected and the 
Deteriorating Effects that Result 

BY JOHN S. DEAN 
Ra ilway l\Io tor E n g in eering D epartment, W estin g h ous e E lectric & Manufacturing Company 

IT Is ESSENTIAL THAT SPECIMENS FOR THE DIELECTRIC TEST ARE PROPERLY TREATED 

IN AN article published in the May 21 issue of the 
ELECTRIC RAILWAY JOURNAL some strength and 
dielectric tests of treated and untreated insulating 

materials were described. In the following, attention 
will be given to tests showing the effects of heat, acids, 
oil, weather, etc., on treated materials, together with 
various essential tests on composite materials. 

AGING TEST OF FLEXIBILITY 

To determine the ability of a varnish to retain its 
flexibility under the action of continued heat such as 
is found in a railway motor in service, the only appa
ratus required is a suitable baking oven fitted with a 
high-reading thermometer or an indicating or record
ing pyrometer. Test specimens consist of strips of 
sample cloth cut 6 in. x 3 in. which are given several 
dippings of the varnish to be tested. A space is left 
untreated at the top of the samples to record the test 
data. 

Four samples are prepared and placed in an oven 
which is maintained at a temperature of 100 deg. C. 
The samples are removed one at the end of 100 hours, 
the second at the end of 200 hours, the third at the end 
of 250 hours and the fourth at the end of 300 hours. 

These samples are then tested by folding or bending 
over rods of different diameters and noting the smallest 
diameter around which they may be formed without 
cracking. 

A test specimen which after baking 300 hours at 100 
deg. C. and allowed to cool to room temperature can 
be folded and creased without showing any indications 
of cracking is considered very satisfactory. 

In the operation of railway motors, due to careless 

and in some cases too frequent oiling of the bearings, 
excess oil finds its way inside the motor frames. In 
this connection it is important that the varnish used 
for insulating purposes should not be affected by this 
oil, and to this end it is advisable to use an oil-proof 
grade of varnish. To make an oil-proof test samples of 
cloth are prepared similar to those used in connection 
with the aging test, and after being thoroughly baked 
they are placed in a mineral-oil bath, which is held at 
a temperature of approximately 60 deg. C. for several 
days. If the varnish on the treated sample shows no 
signs of softening or Mcoming tacky, this is an indica
tion that it is proof against the action of the oil. A 
similar test can be quickly made on the baked treated 
samples of cloth by rubbing them with oily waste. 
Under these conditions, if the varnish is oil-proof, it 
will not soften and cannot be rubbed off the surface 
of the cloth. The acid, alkali and salt-water test is 
made on insulating varnishes used in treating coils, 
etc., to determine ability to withstand their action. 

TESTS FOR OIL, ACID, ALKALI AND SALT WATER 

To make the test a large rectangular glass jar is 
fitted with a wood rack and a number of metal test 
rods and a testing circuit with a light in series is 
arranged. Test specimens consist of ~-in. round steel 
rods 12 in. long, well rounded at the lower end, which 
are given a uniform coating of varnish 21 mils thick 
baked on the entire surface to within several inches 
of the top of the test rod. In preparing these test 
specimens the bare rods are first thoroughly cleaned 
and dipped in the sample of varnish and baked. This 
operation is repeated not less than three times, and 
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sometimes more, depending upon the fluidity of the 
varnish in order to get t he desired 2½ mils thickness of 
film which is specified for this test. The treated test 
r ods are then placed in t he rack which insulates indi
vidual rods and are suspended in the acid, alkali or 
salt-water solution contained in t he glass jar. During 

P A I N T S AND V AR N ISH E S ARE SUB J ECT E D T o A CT\TAL 

"\VEATHE RI NG T ESTS 

the first fo ur hours of the test an alternating current 
from a 110-volt circuit with a light in series is applied 
every fifteen mi nutes t hrough t he t erminals one of 
which is connected to t he liquid solution and the other 
is applied to t he individual test rods fo r a short in
terval of t ime to locate any breakdowns. Aft er this 
set of short-time readings is taken similar test s are 
made each morning and evening until t he insulation 
breaks down or t he test has run its spec ified t ime limit. 
In connection with t hese t est s either a satu rated acid, 
alkaline or salt-water solution is used, depending upon 
the nature of t he t est . The fina l results are repre
sented by t he average on three test rods of each grade 
of varni sh . 

The amber insulator used in connection with the dip
ping and baking of railway motor a rmatures when 
tested under the above condit ions shows an average of 
880 hours in a saturated solution of salt water. 

C EMENTING AND STICKING QUALITIES OF VARNISH 

To determine the ability of a dipping varnish t o 
cement the treated coil into a solid, tough, elastic mass, 
which will be strong mechanically as well as electrically, 
a sample coil is wound up, using about No. 20 B. & S. 
gage double-cotton-covered wire, is given two dips of 
t he test varnish and is then baked for 300 hours at a 
temperature of 100 deg. C. The coil is then removed 
from the oven and inspected fo r its toughness and elas
ticity as compared with a s imila r co il that has not been 
treated. 

In order to improve t he distribution of the heat which 
is generated in the various parts of t he winding of a 
motor it is essential to use a varni sh with good heat 
conduction and r adiation propert ies, to insure a more 
uniform temperature of t he motor under servke condi
t ions . 

To test for heat conduction and radiation two coils 
are wound up with the same s ize of wire and the 
same number of turns, identical in every r espect. One 
of these is treated with the varnish and baked, while 
t he other is left untreated. These coils are connected 
in series and the resistance at room temperature is 

carefully measured by means of a Wheatstone bridge
testing set. A current is then passed through these 
two coils in series, resistance measurements are taken 
of each coil at stated intervals of time and tempera
tures ar e calculated from the increase in resistance. 
The difference in temperature of these two coils is an 
indication of the heat-conducting and radiating prop
erties of the test varnish. 

It is necessary to know something about the time 
and tempera ture required thoroughly to dry or bake out 
t he insulating varnish. To get the best results with 
the least possible delay to production, samples of cloth 
or t in are dipped in the air-drying varnish and are 
hung up in t he open. The time required to dry is 
noted and r ecorded. In testing the baking varnishes, 
t he test samples after being dipped in the varnish 
are placed in the oven and baked at a constant tem
perature fo r a definite period until thoroughly dried. 
The temperature is then increased and the time noted. 
In this manner a number of test s are made with vary
ing temperatu res through a range of from 90 to 120 
deg. C., noting t he t ime r equired to bake thoroughly. 
The maximum t emperatur e which will not damage the 
texture of paper or cloth to be treated is taken, as this 
temperature will expedite the production in the factory. 

It is also very impor tant to know just how certain 
paints and varnishes res ist the action of weather under 
varying conditions, and to determine this a weather 
r ack, such as shown, is constr ucted and placed on the 
r oof of one of the shop buildings. On this rack the 
various t reated samples are securely suspended and 
exposed t o all weather conditions over a long period 
of time and a re carefully inspected at stated intervals 
of time to deter mine their deterioration. These ob
servations a r e recorded and comparisons made of the 
condition of t he various samples of paint s and varnishes 
under test. 

A DHESIO N TEST FOR FRICTIO N TAPE 

To determine the adhesion or st icking properties 
of fr iction tape and cloth, which is very important 
with this kind of mater ial, an adhesion testing machine 

I M PORTANT T HAT l K S U LATI NG VARN ISHE S WIT H ST AN D ACTION 

OF Acrns, A LKALI A N D S A LT "\'VA TER 

especially designed for testing fr iction t ape is used. It 
consists primarily of an upright support having a small 
swivel clamp which is connected to the pencil on a 
Thompson steam indicator through a system of levers. 
The lower clamp, which holds the test roll of tape, is 
connected to t he cylinder on the Thompson indicator 
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and is driven in a vertical direction through a worm 
drive by a small electric motor. 

The test specimens are cut 22 in. long from standard 
rolls of friction tape. In the testing of friction cloth 
the strips are made 1 in. wide, cut from the rolls of 
cloth. 

The 22-in. specimen of test tape is rolled up on a 
test spool under a uniform tension of 5 lb. The test 
spool is then placed in the lower clamp of the machine, 
free to turn, while the free end of the tape is attached 
to the upper clamp. With a chart in place on the 
cylinder of the Thompson indicator and the pencil 
adjusted, the driving motor is started. This unwinds 
the tape at a uniform rate of speed, registering the 
pull due to the adhesion of the tape on the rotating 
chart. The readings in pounds a re taken from ten 
uniformly spaced points on the chart a nd averaged. 
This test is repeated on a similar sample after the 
tape has been baked for sixteen hours at a temperature 
of 100 deg. C. The loss in adhesion, due to aging by 
heat, changes with different grades of tape. In general, 
it will vary from 35 to 50 per cent, depending upon 
the quality. 

Paper treated on one side with shellac or bakelite 
varnish and used in the manufacture of micarta tubes, 
sheets, etc., should stick together thoroughly when 
subjected to heat and pressure during the process of 
manufacture. 

Special detail apparatus, consisting of two electrically 
heated irons with controlling rheostat to regulate the 
heat and a 300-deg. C. thermometer for measuring the 
temperature of the heated irons is used for the test. 

The test specimens are cut 2¾ in. wide and 12 in. 
long and are taken from the rolls of paper during the 
process of treatment. The test strip of paper is folded 
lengthwise, with the treated sides together, and pressed 
between the two electrically heated irons, which are 
held at a temperature of 105 deg. C. The crease is 
placed between the two irons with the two free ends 
extending out from underneath the irons. To the lower 
free ends is attached a 30-gram weight, while the upper 

BUILT-UP MICA AND PAPER SUBJECTED To A DIELECTRIC TEST 

BEFORE GIVEN FINAL GAGING TEST 

one is held to the side of the iron. After thirty seconds' 
application, or pressing, the top iron with the free end 
of the test specimen is lifted, allowing the treated 
surface of the test strip to be pulled apart due to the 
action of the 30-gram weight suspended from the lower 
free end. The adhesive property of the test specimen 

is gaged by the amount of separation at the treated 
surfaces as measured on one s ide of the folded test 
specimen. 

This method of testing gives comparative results 
only and is a check on the uniformity of the treated 
material. Under these conditions a piece of treated 

l\I I CA FOR RAILWAY MOTOR COMMUTAT ORS ls T ESTED FOR 

UNI FORM THICK NESS 

paper used to make micarta tubes, etc., as used for 
insulation on railway motor parts, will show a separa
tion of from ¾ to H in. 

TREATING TEST SPECIMENS 

In connection with the preparation cf samples of 
treated cloth and paper for the dielectric test it is very 
important that the untreated materials be given a uni
form and even coating of the varnish. This makes it 
necessary to draw the samples through the varnish at a 
slow uniform speed so as to eliminate any variation 
of the coating on the surface of the treated samples 
which are being prepared for test purposes. The appa
ratus used consists of a motor-driven hoist, to which 
the sample test sheets are attached and pulled through 
the test sample of varnish. 

The sample varnish, which is poured into the glass 
jar, is diluted to have the same specific gravity as is 
used in the factory and is kept at room temperature. 
The test sheets of untreated material, which are cut 
6 in. square, after being thoroughly dried out, are 
attached to the hoisting mechanism and drawn through 
the varnish at a uniform rate of about 14 in. per 
minute, after which the samples are baked in an oven 
for a certain number of hours at a definite fixed tem
perature, which depends upon the grade and quality of 
varnish being tested. Amber insulator samples require 
baking at from six to eight hours at 110 deg. C. From 
two to four dips are given all samples and in making 
successive dips the direction of drawing the sample 
through the varnish is reversed to insure uniformity. 
All test samples are gaged with a micrometer before 
treatment and after final treatment in order accurately 
to determine the thickness of the coating of the varnish 
on the test specimens, which should be approximately 
3½ mils total for both surfaces. 

To determine ,the dielectric value of sheet insulat
ing materials in their original plain uncreased form 
a high voltage (at least of 1 kw. capacity) transformer 
is used. This is provided with a number of taps 
and is arranged for voltage control using a regulator 
so designed that the circuit is not broken between 
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steps. Two circuit breakers., one on each side of the 
low-voltage line, and a voltmeter are required. A test
ing board is fitted with two short brass terminal rods 
2 in. in diameter, having the edges on one face well 
rounded. One of t hese terminals is permanently 
mounted upon the baseboard and the other is hinged 
to the board and so located as to rest on top of the 
fixed terminal when swung in position on the test sheet. 

Test specimens cut 8 in. wide and 2 ft. long are 
taken from the treated rolls and should be selected 
free from defects such as creases or rough lumpy sur
faces. The test sheet is placed between t he two brass 
test terminals so adjusted that each terminal makes 
a good face contact with the material. The test volt
age is raised rapidly and steadily and the reading 
of t he meter is noted when breakdown occurs. While 
making this test care must be taken that a puncture 
and not a flash over the surface is obtained. The 
average of five or ten breakdowns is taken as the final 
dielectric test of the sample. 

To determine the amount of moisture t ha t a treated 
sample of cloth or paper will absorb under conditions 
of exposure to 
water, the sam
ple, which con
s ists of a section 
of the treated 
material 6 in. 
square, is ca re
f u I I y weighed 
a nd then im
mersed in a jar 
of water and 
kept at room 
temperature for 
t w en t y-f o u r ! 

h o u r s , after 
which it is re
moved and all 
surface water 
wiped off with a 
dry cloth. The 

sample is aga in EVEN THE ADH ESI VE PROPERTIES OF FRICTION 

weighed. The TArE _\RE D ETERllirxED 

percentage of 
moisture absorbed is then figured by dividing the differ
ence between the weight of the sample before immer
sion. Immediately after the moisture test has been 
made the test sample is given a dielectric test to deter
mine its relative dielectric strength before and after 
immersion. 

It has been found that a good grade of treated 
cambric such as used for railway motor insulation will 
absorb from 3 to 4 per cent of moisture under these 
conditions. This same sample of treated cambric will 
show a dielectric test before immersion of 9,440 volts 
and after immersion of 1,780 volts. 

In making the above dielectric tests two samples 
are used, one for the "before immersion tests," the 
other for the "after immersion tests." These values 
r epresent an average of five breakdown tests, which are 
made at different points on the surface of each test 
specimen. 

To insure a unifor m thickness of the built-up mica 
used principally in the manufacture of railway motor 
commutators a metal surface plate on which is mounted 
an indicating micrometer is used. The jaws of this 
plate are actuated by means of a quick-acting lever. 

The readings are indicated by a needle on a uniformly 
divided scale on a large upright mounted dial con
veniently located so that it can be read easily by the 
operator. 

The test specimens are commutator mica segments 
and sheets used to make commutator V-rings and bush
ings. The material to be tested is placed on the surface 
plate and is drawn by the operator between the open 
jaws of the micrometer, while at the same time the 
controlling lever is pressed down with a uniform pres
sure, bringing t he face of the jaws on the mica board 
and reg istering the thickness in thousandths of an inch• 
on the dial. The operation is repeated a number of 
times over the surface of the sheet, and in general 
if material varies more than one-thousandth of an inch 
above or below standard gage it is rejected. Commu
tator segments that are 0.0005 in. over or under size 
are rejected. 

All built-up mica sheets used in connection with the 
above work and before they are given this final gaging 
test are subjected to a light tes t by placing the sheets 
on a large pane of glass backed up by brilliant illumina
tion, where they are carefully inspected for foreign 
particles and light spots. In this manner all impuri
ties a re removed from the sheets and the light spots 
are reinforced a nd built up, thus securing a clean, 
uniform product. 

Mica cells for insulating railway motor field and 
armature coils are tested in order to weed out the 
defective sections due to poor workmanship and mate
rial. T he apparatus used is a special testing machine 
built by t he Westinghouse Electric & Manufacturing 
Company. The roll of composite material is mounted 
at one end of the machine as shown and as it unrolls 
the sheet passes over a plate and under two rows of 
spring-supported contact fingers about ¾ in. apart whicr, 
are staggered, so that t hey cover the entire width of 
the sheet as it is fed through the machine. The mate
rial is subjected to a voltage test ranging from 1,000 
to 10,000 volts, depending upon the grade of the mate
rial being tested, by connecting one side of the test 
circuit to the plate of the machine and the other to the 
sliding contact fingers. When a defect in the sheet is 
located hy the material being punctured by the high
voltage test the machine automatically stops. The 
defect is plainly stenciled and the machine is again 
put in operation. This test insures the selection of a 
good grade of material for winding coils free from 
electrical defects and able to stand the final high
voltage test given the completed motor before shipment. 

To eliminate the defects in connection with the com
mercial production of treated materials an experimental 
treating tower is used to treat materials on a larger 
scale than is possible by using strictly laboratory meth
ods. This tower, which is under the direct supervision 
of the research laboratory experts, consists of a motor
driven series of rolls over which the material is drawn 
at from 10 to 40 in. per minute and is fitted with a 
combination of treating vats so arranged as to coat the 
material on either one or both sides, depending upon 
the requirements to be met in the factory. The tower 
is provided with a steam-heated chamber, the tem
perature of which can readily be adjusted and controlled 
to secure the range of baking temperatures, which will 
vary with the different grades of baking varnishes used 
in the treatment of the cloths and paper. This tower 
has greatly facilitated the commercial productions of 
the various grades of treated paper or cloth. 
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Preparing for Pageant of Progress 
Extensive Terminal Facilities Have Been Built at the Municipal Pier in Chicago by the 

Chicago Surface Lines to Handle the Large Crowds Which Are 
Expected July 30 to Aug. 14 

C
HICAGO is to have a Pageant of Progress on 
July 30 to Aug. 14 which is expected to approach 
a World's Fair for exhibits and interest. It is t o 

be held on the mile-long Municipal Pier, used pri
marily for shipping purposes but including at its outer 
end a large recreational center. The entire upper level 
and outer end of the pier are to be used in the pageant. 

The Chicago Surface Lines built an extension to its 
Grand Avenue line at the time the pier was erected, 
extending the tracks out to the far end of the pier to 
serve directly the people using the recreation center. 
These tracks were built on the upper level of the pier, 
one track on either side with a loop at the outer end, 
and another loop at the land end of the pier for short
routing in winter. In making arrangements for the 
pageant, the city authorities desired to have the com
plete use of the upper level of the pier and therefore 
required the Surface Lines to remove its tracks from 
the upper level and re-lay them through the center of 
the lower level or main driveway. The entire work of 
tearing up the track and rebuilding it, largely from the 
same materia:s, on the lower level was completed in 
twenty-eight days, including the construction of ex·
tensive additional terminal facilities at the approach to 
the pier. Altogether 2¾ miles of track were laid, most 
of which was of the open-type construction. 

In the construction of the tracks extensive use was 
made of machines to save labor and speed up the work. 
Three electric shovels were simultaneously employed. 
The first took up the asphalt which was hauled away. 

The second excavated t he crushed stone used under
neath the paving and placed it along one side of the 
trench for reuse. The t hi rd shovel then dug out t he 
trench to the subgrade. Steam r ollers were used t o 
ro'.1 the subgrade and the 8 in. of crushed stone placed 
underneath the ties. 

The 100-lb. T-rail and the wood ties were expedi
tiously transferred from, the old to the new location 
by simply sliding them down ramps. The gravel ballast 
which had been used under the ties on the upper level 
was transferred to t he lower level by shoveling into 
rough troughs which carried it to the edge of the lower 
track trench. Except for the fact that this transfer 
of gravel ballast took place on a rainy day, which 
changed the angle of repose of the material, it would 
have been possible to discharge the ballast directly into 
the lower trench. As it was, however, the pitch of the 
trough had to be steepened and the ballast discharged 
along the side of the trench, whence it was dist r ibuted. 
An Ingersoll four-tool air tamper, a Buda two-tool 
direct-current electrical tamper and a Jackson two-tot>l 
alternating-current electrical tamper were used in 
tamping the tracks. 

The t ype of track construction used on the pier is 
largely shown in the cross-section in the accompanying 
drawing. The six-bolt Weber joints used on the upper 
level were reused below. Pin-type bonds were used and 
were placed under the fish plates in the open tracks and 
outside the fish plates where the track was to be paved. 

Terminal fac ilities for this track extending out on 
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'THE STRE ET CAR TRACKS "\VERE REMOVED FROM TH E UPPER LEVEL 

TO THE CENTER OF THE LOWER L EVEL 

OF THE PIER 

the Municipal Pier were provided by widening out the 
devil strip, stub-ending both tracks and providing a 
double crossover at the approach to the terminal. Each 
of these track ends has a capacity for five cars and the 
doub!e crossover will make it possible to route the cars 
into either stub. Unloading will t ake place on one 
s ide of either track while the loading takes place on 
ihe opposite side. 

On the upper level tracks the trolley was supported 
directly on steel brackets attached to the building and 
extending out over the tracks. When the overhead 
for the new track on the lower level was erected the 
o!d trolley wire was taken down, and these same brack
ets were used to support long span wires extending 
across the center driveway to the bracket opposite on 
the other building. The double trolley was suspended 
from these cross spans, over the lower level tracks. 
These span wires are about 100 ft. long but are under 
very little strain, as there is so much sag. Standard 
i -in. stranded steel span wire was used. A wood strain 
insulator at the bracket, another adjacent to the trolley, 
and the trolley ear, provide triple insulation. This over
head construction is shown in accompanying views. 

In addition to the stub-end terminal facilities at the 
outer end of the pier, the terminal capacity of the 
Grand Avenue line, which has served the pier alone 
heretofore, was greatly increased by the building of a 
long and short loop in front of the pier. This will be 
used particularly during the pageant, as the crowd, in 
order to see the exhibits, will leave the cars at the shore 
end of t he pier and walk down one side to the far end 

J 

L OOKI;-.' G DOWN THE CENTER OF THE PIER. THE VIEW SHOWS NEW 

TRAC K UNDER CONSTRUCTIO N AND l\IETHOD OF 

S USPEN"DING OVERHEAD 

and back on the other side. This will bring the prin
cipal loading and unloading requirements at the shore 
end of the pier. The short loop in the new terminal 
will be used when there is light traffic and the long loop 
only when traffic is heavy. Under heavy traffic condi
tions the cars will stop for unloading at the space 
indicated for t hat purpose on the accompanying draw
ing and then pull up to a new stop for loading. 

The capacity of the surface lines to handle the ex
pected crowds was also materia[y increased by extend
ing the Chicago Avenue line down the lake shore and 
terminating it in a large loop in front of the pier. 
This track extends in the parkway adjacent to Lake 
Shore Drive for a distance of five blocks along the lake 
shore and is the only piece of track the Surface Lines 
has immediately adjacent to Lake Michigan. This track 
is almost entirely of open-type construction, employing 
center poles for the overhead along the parkway. It 
is planned to install cashiers' booths with fare registers 
or turnstiles and estab:ish a prepayment area or sell 
tickets to speed up the loading. 

They Crowd Them in Italy 

MARQUIS FERDINAND CUSANI, a member of the 
visiting Italian delegation of engineers, provided 

the illustrations from which the two accompanying half
tones were made. In presenting these for publication 
for American readers, Marquis Cusani remarked that 
this would give proof that the United States was not 
the only place where it has become necessary to load 
street cars to their ultimate limit. 

" COMPRESSION DES VOYAGEURS," AS THE FRENCH EXPRESS T:a;rs ITALIAN SCENE 
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Railway Motor-Generators in Winnipeg Rebuilt 
Three Old Direct-Current Generators and Two Alternators Direct Connected to Corliss Engines, Already 

in the Shadow of the Scrap Heap, Reassembled Into Two Motor-Generator 
Sets-Additional Capacity Has Been Obtained 

BY W. NELSON SMITH 
Con s ulting Engineer vVinnipeg E lectric Railway 

l\IOTOR-GENERATOR SET REBUILT FROM OLD GENERATORS 
On e 800-kw. a lterna t or in the center operating as a syn chronous m otor d riv ing two 400 -kw. 

direct-current gen e1·ators for three-wire service. 

IN AN article published in the ELECTRIC RAILWAY 

JOURNAL for March 26, 1921, the writer describes 
the rearrangement of the substation equipment and 

the trolley distribution system of the Winnipeg Electric 
Railway. In the course of changing from two-wire to 
three-wire operation, for the purpose of electrolysis 
mitigation, additional motor-generator equipment 
became necessary. The prices asked and the time 
r equired for delivery by manufacturers during 1918 and 
1919 were so unsatisfactory, however, that we made a 
study of the possibilities of converting some old station 
equipment to this new use and succeeded in accomplish
ing the desired results within the required time and 
with a small expenditure of additional capital.· 

The steam plant that had constituted the original 
source of the company power supply, located on Assini
boine A venue, was permanently closed down in the 
spring of 1918. It dated back to 1898 or earlier and 
was fitted entirely with engine-type generating units, 
both alternating and direct current. The alternating
current units had been superseded since 1911 by a 
modern turbine power station which relays the hydro
electric system that has supplied nearly all the com
pany's power since 1906. The old direct-current steam 
units had since been used only on rare occasions, such 
as heavy blizzards. 

The engine-type direct-current generators comprised 
one 850- and two 400-kw. machines, the latter shown in 
an accompanying illustration in their original condition 
in the old generating station. The former ran at 85 
r.p.m. and the two smaller machines at 100 r.p.m. 

Among the engine-type alternators there were two 800-
kw. machines operating at 90 r.p.m. The fact that 
the speeds of the direct-current units were so near those 
of the alternating-current units immediately suggested 
the possibility of yoking them up together, with one 
800-kw. alternator driving the 850-kw. railway genera
tor, and the other 800-kw. alternator driving the two 
400-kw. generators as a three-unit machine. There was 
no doubt that an 85-r.p.m. railway machine would 
generate 575 to 600 volts when run at 90 r.p.m., and a 
test performed for the purpose showed that each of the 
400-kw. railway machines could generate 575 volts at 
90 r.p.m. With these facts established, it appeared 
feasible to create an addition to the motor-generator 
equipment of the company to the extent of at least 1,600 
nominal kilowatts out of equipment on hand. The 
engineering problem was thus reduced to the mechanical 
design and assembly of the~e machines as motor
generators, on suitable shafts and bearings. The new 
substation at St. Boniface was then being constructed, 
and provision was being made for space for a railway 
motor-generator to take care of the trolley lines east of 
the Red River. It was thought worth while to recon
struct a three-unit machine for the substation out of 
the two 400-kw. generators and one 800-kw. alternator. 

The old engines on which the two 400-kw. machines 
were mounted were of the cross-compound Corliss type. 
One of them was of so old a pattern that the engine 
frames and the pillow blocks were in separate pieces 
bolted together, and this suggested utilizing the two 
engine pillow blocks as the center bearings of the three-
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unit machine, between which the alternator would be 
mounted as a motor. A pattern of a ring-oiling bear
ing was found in a local foundry which proved to be 
easily adaptable for the two outboard bearings required. 
The shaft from the oldest Corliss engine was found to 

l{A.1V 1\IATERIAL FUR RERl'ILT :.\IOTUR-GEXERAT OR S ETS 
Corl iss e ngine-d l'i v ,·n unit s in the old gen e r a t ing stat ion, on e of 

two 400 -k,v. d ir'ect-cune nt units in th e fnl'eg1·o tmd, antl on e 8:i0 -
k \\' . di r ect-cur r e n t uni t in the back g r ou rnl. 

be just long enough to provide shafts for mounting the 
direct-current generator armatures, after being cut in 
half. It remained to find a suitable central shaft on 
wh ich to mount the r ctor of the alternator which was 
now to be turned into a motor. An old engine shaft 
was discovered at anoth ~r machine shop, which was just 
large enough so far as its strength was concerned, 
though not sufficiently large in diameter to fit the hub of 
the alternator rotor which had been fitted to a 22-in. 

When the two new armature shafts were ready they 
were brought hack to the power plant, each with its 
half-coupling and the necessary keys, and the two direct
current armatures were then pressed on. Meantime the 
central piece of shafting was also fitted with the heavy 
bushing of 22 in . external diameter for the hub of the 
rotor of one of the 800-hv. alternators, the cast steel 
bushings for forming new journal bearings upon it, and 
the other halves of the couplings. The new outboard 
bearings were then completed and all the parts, bear
ings, shafts, armatures and fields taken to the sub
station and assembled. All the machine-shop operations 
consumed about two and one half months and the field 
work of mechanical and electrical assembly at the sub
station took about two months. The mounting of the 
alternator rotor upon the motor shaft was quite simple, 
because the rotor is bui lt in halves bolted together and 
therefore did not require a press fit. 

No bed plate was thought necessary for holding this 
machine in alignment. The stationary parts are very 
heavy and are bolted down to separate foundation piers 
whirh a re joined together at the bottom by masses of 
concrete and at the top by the reinforced-concrete floor. 
The mac hine foun dation piers all rest on a single con
crete -slab about 32 ft. long, 22 ft. wide and 1 ft. thick, 
reinforced with old 60-lb. rails. 

The exciter for the fi eld of the alternator is a 30-kw. 
siow-sp~ed machine, which had formerly been belted 
through a pulley on the engine shaft. In the new sub
station this exciter is driven through an inclosed silent 
chain by a 40-hp. induction motor. 

The old pillow blocks are fitted with the four-part 
babbitted bearings and adjusting wedges with which 
they were originally provided, so that close adjustment 
is possible. The two new outboard ring-oiling bearings 
are adjustable vertically by means of shims and horizon
tally by means of adjusting bolts. 

engine shaft. This fit was accom
plished by providing a heavy cast-iron 
bushing, and the remaining necessary 
elements were two cast-steel face coup
lings and the necessary keys, with 
some smaller cast-steel bushings for 
filling out certain places on the gener
a tor shafts that were too small for the 
direct-current armature fits. How 
these elements were all assembled to 
create the newly reconstructed three
unit machine is shown in an accom
panying illustration, and another view 
shows the finished machine operating 
in the substations. 

:~------------- -------- -----. 21!10"-, ___ ,. __________________ >f 

The order of operation was as fol
lows: The flywheel of the oldest Cor
liss engine connected to a 400-kw. 
direct-current generator was taken off 
the shaft, the crank disks pulled off 
and the old engine frames separated 
from the pillow blocks. The armature 
of the generator was then pressed off 
the shaft, and the latter was sent to 

I 
L,: 1 9 311 I 5' (ff f ff i----4 - ·1r~--- -Oc ·-><-- .. s-8-

Steel bushing shrunk 
on shaf't for journal 

bear:ing surf"aces --
·.. · Mofor shaf1 

ASSEMBLY OF THREE-UNIT MOTOR-GENERATOR SET SHOWN 
IN ANOTHE R ILLUSTRATION 

The bearings of the old Corliss engin e w ere used for center bearings, and two 
ne w bearings ordered for o utboa r d bearings. The old Corliss en gin e shaft cut in two 
s e rved for the two direct-c urrent machines. A second-hand shaft was found for the 
a lterna tor. Cast-iron bushings of suitable d iameter were shrunk on these s h a fts to 
fit the bore of the three m a chines, a nd steel bushings were used to enlarge the shaft 
a n d prnvide new j ournal surfaces in the center b earings. Note the con cret e pedestals 
o r pads n ecessar y to bring the bearings and machines in correct a lignm ent. 

the machine shop to be cut in two, turned up for coup
ling seats and journals and fitted with the necessary 
bushings and keys for completing the altered armature 
fits. The other Corliss engine was of more modern 
design, and it was thought best to save it for possible 
sale, so that the shaft was dismantled, one crank disk 
was pulled off and the armature was removed. 

The machine went into permanent operation about 
Sept. 1, 1919, and has since given very satisfactory 
service excepting for a period of several weeks during 
the summer of 1920, when one of the main pillow-block 
bearings burned out, owing to a failure of the lubrica
tion. 

The two generators when running in parallel operate 
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together much better now than they ever did when they 
were mounted on separate steam engines in the old 
steam plant. Occasionally they run two-wire, but the 
usual operation is three-wire with the generators in 
series. 

The success of this reconstructed motor-generator set 
was sufficiently marked to justify the conversion of the 
two remaining engine-type machines into a two-unit 
motor-generator. It was therefore decided to scrap the 
1,200-hp. Corliss engine which had been driving the 
850-kw. direct-current generator, excepting its arma
ture shaft and main bearings. Careful measurement 
had indicated that if the flywheel, eccentrics and crank 
disks were removed from the engine shaft there would 
be just room enough in the space formerly occupied by 
the flywheel to mount the rotor of the second 800-kw. 
alternator and at the same time provide sufficient space 
in the pit for shifting the alternator stator to uncover 
either field or armature for inspection or repairs. 
Fortunately, this could be done without moving the 
beavy direct-current armature from its position on the 
shaft, .for it is about 10 ft. in diameter, weighs some
thing like 36 tons and had required a force estimated 
at 400 tons to press it on the shaft. The shaft and 
bearings being therefore on hand and all made to size, 
the mechanical operations were simple and consisted in 
cutting away all unnecessary metal from the heavy 
cast-iron engine-frame housings in which the main 
pillow-block bearings were set; taking off the 50-ton 
flywheel with the eccentrics and crank disks; cutting a 
new key·way for the hub of the alternator rotor; pro-

lecfor sv brf 
---- ---- I 

--:a.----=-----_-_.; 

ASS EMBLY OF TWO-U NIT 800-KW. MOTOR-GENERATOR 
SET SHOWN IN ANOTHER ILLUSTRATION HEREWITH 

The 850-kw. dire ct-current g en er a tor, its sha ft and b earings 
w er e left untouch ed. The flywh eel a nd other pa rts of th e Corliss 
engin e w er e r emoved from the sha ft and r epla c ed by the rotor oJ 
one of the 800-kw. a lte rna tors , with a s uita ble cas t-ir:on bushing 
to flt the r otor bore. N ote the concr e t e ped esta ls o r pa ds n eces
s ary to bring the direct-current m achin e a ml th e bea rings in the 
conect al ignment, while the a lterna t or f eet w e r e dropped slightly 
below the floor level for this purpose. 

viding a cast-iron bushing of about 22 in. inside and 
24 in. outside diameter and long enough to carry the 
rotor hub and the collector rings, and a suitable bushing 
to fit on the external shoulder formerly occupied by one 
of the crank disks, where it was decided to mount the 

60-in. pulley for the belt drive to the exciter. The 
remainder of the engine was sold for junk. 

The layout of this assembly, excepting the exciter 
drive, is shown in one of the illustrations herewith, and 
another shows the complete unit including the exciter. 

HEBTT ILT T WO-UNIT 800-KW. J'.IOT OR-GENE R ATO R SET 
Duilt up from t h e 850 -k w . d irect - curren t gen er a tor v is ible in 

back gTotm d of a n other illu s t r ation h erewi th , a n d from one 80 IJ
k w . en g in e -ty pe a lte r na t or servin g as a synch r on ous m otor . 

No electrical changes were made on the generator. This 
machine, as well as the three-unit set, is started from 
the direct-current end. Work on it was started Feb. 1, 
1920, and the rebuilt machine was ready to turn ove r 
early in July. It went into regular operation in October, 
1920. 

As in the case of the first reconstructed machine, the 
only trouble that developed was in the bearings, one of 
which had a crack in the babbitt of the lower portion, 
inherited from its steam-driven service, and after 
several ineffectual attempts to remedy this, the bearing 
was rebabbitted. There was some further trouble from 
oil throwing as the shaft was of sufficiently large 
diameter to make its peripheral velocity greater than 
in the case of the first machine, where this trouble had 
not developed. This was finally overcome by the addi
tion of disks inclosed in sheet-metal guards. 

Electrically, both these reconstructed motor-generator 
sets operate perfectly. Mechanically, there are only 
two or three elements that would be changed if the 
work had to be done over again. In the case of the 
three-unit machine it would have been better to have 
provided cast-iron sole plates about 15 in. deep under
neath the two center bearings so designed that they 
could be readily withdrawn from underneath the p·illow 
blocks, in order to permit the lowering of the pillow 
blocks when any repairs were required on the center 
bearings, as this would save the trouble of uncoupling 
the motor shaft and lifting it out of the center bearings 
at such a time. It would also have been better to have 
designed a modern lubricating system for the old 
engine bearings on both machines, prior to the con
struction, including the oil-throwing disks required for 
the 22-in. shaft. 

The original cost of the five old generators purchased 
between 1898 and 1905 was about $93,000. An engi
neering appraisal of the property made in 1915 had 
set the present value of these machines at about 
$41,000, but at the time the steam plant was or dered 
di scontinued these generators were r egarded as obso-
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lete. The cost of reconstructing t hem and setting them 
in operation, as described, exclus ive of foundations, 
was about $31,000 for labor and materia l on a war
time basis. In pre-war days the same work would 
probably not have cost more than $18,000. 

Quotations on new motor-generator equipments in 
1918 were on the basis of more than $40 per k ilowatt 
at the factory, or say $45 per kilowatt erected in Win
nipeg, which would have amounted to about $72,000 
of new capital for 1,600 nominal ki lowatts. The con
struction herein described is therefore believed to have 
Baved t he railway company more than $40,000 and 
prevented what woul<i otherwise have been a deliberate 
waste of valuable equipment, for these machines have 
proved their· title to a new lease of life and are able 
to r ender the same service they did twenty years ago. 

Impairing and Repairing Street 
Railway Rates 

Owing to the Increase in Commodity Prices the Nickel Fare 
in 1914 Had Already Becom e Too S mall-D{'('reases 

N ot Now Poss ible Until Balance Is Reattained 

WALTER H. BURKE has contributed an interesting 
article on street railway ra tes to the June number 

of Stone & Webstn Jnunrnl. At the beginning of thi s 
a rt iclP he points out that even before the war a great 
many city railway companies could no longer make both 
ends meet on the universal 5-cent fare. This was the 
cause of the gradual but steady increase in commodity 
prices and wages which began in 1896. Statistics of 
the United States Bureau of Labor show that wholesale 
commodity prices, rated at 66 in 1896, had advanced 
to 100 in 1913. Average hourly wages also had increased 
during the same period from 69 to 100. On the other 
hand, street railway fares on the whole had decreased 
during the period, due to various fac tors, including the 
extension of the use of free transfers, the sale of tickets 
at reduced rates, etc. Thus, the beginning of the war 
found the industry as a whole like a man, already in 
poor hea lth, who suddenly contracts an acute illness. 

The condition since 1914 is shown by the chart. The 
index numbers for commodity prices and of wages in 
this chart are from publications of the United States 
Bureau of Labor Statistics. The fares are an average 
for all cities in the United States of more than 50 000 
population except New York City and are weighted 
according to population. The data on fares were pre
pared by Prof. A. S. Richey. The latter portion of Mr. 
Burke's article, considerably abstracted, follows: 

The point to be particularly noted from the chart is t he 
!ag between _railway fares and other prices, no appreciable 
increase havmg been shown in the former until the middle 
of 1918, i.e., a few months before the close of t he war 
where~s commodity prices had practically doubled in t h; 
meantime , and the hourly wage rate had advanced some 65 
per cent. T his in a nutshell was the trouble with t he st reet 
rai lway situation. 

r he future trend of prices is uncertain, but economist s 
qmte generally agree that for a number of years at least 
the average will be from 50 to 60 per cen t above pre-war 
figures. 

Assuming a 50 per cent higher price level for the f ut ur e, 
it is evident from the chart that street railway fares, even 
with the increases of the past few years, s t ill are short of 
what they should be to meet the permanently changed con
ditions. This, h owever, takes no account of t he t r emendous 
discrepancies of the past five years between th e prices of 
street railway transportation and those of other commodities 
and of labor. This is a disparity which must be compen
sated for in t he long r un if the companies a re to go along 
on a comparable basis with other industries. The fact must 
not be lost sight of that while the increases in fares of the 

past f ew years or so have helped conditions, they have by no 
means r epaired the damage which r esulted from failure to 
a llow t his re lief more promptly. This can be accomplished 
only by continuing the increases in force for such period in 
the f uture as may be necessary. 

The under-development of the properties during recent 
years, in the face of the rapid and continued growth of the 
communities served, means that , in addition to refunding 
their short-term oblig ations, a tremendous amount of new 
money will be required to br ing them back t o pre-war stand
a rds of development a n d enable them to keep pa ce with 
future city growth. Wh at r ate of interest the street r ail
ways must pay to get t his money can only be guessed at. 
If, as generally agr eed, from 7 to 8 per cent was the mini
mum fair return for t he public u t ilities before the war, and 
if we are now to find ourselves on a 50 per cent higher price 
level than at that time, t hen , t o use a r ough yardstick , the 
fair rate of return becomes at lea st 10~ to 12 per cent. 

The above situation is emphasized because recently there 
has been some scattered sentiment in favor of r educing 
existing fares on the general theory t ha t " the price of 
everyth ing else is coming down and t he st reet r ailways 
should take their medicine a long with the rest of us." It 
is only necessary to refer again to t he accompanyin g chart 
to sh ow that for several years past the st reet railways have 
been "taking their medicine" in double doses at a t ime when 
other business has been getting the la r gest profits in its 
history. It is just now approaching what might be t ermed 
t he convalescent stage of its illness. It would have been t o 
the best interest s of all concerned if, beginning in 1916, 
street railway fares had more nearly kept pace w ith the 
increases in other commodity prices a nd wages. Un!ortu
nately, this policy was not followed, a nd the pena lty 1s the 
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continuance of higher prices for a longer period than would 
otherwise have been necessary, assuming t hat the street 
railways are to f unction and meet t he needs of the public 
for adequate and depen dable transpor t a tion service. 

Nevertheless, t here are a great many encouraging factors 
in the present outlook. The fundamental soundness of the 
business has been proved without doubt. There are few if 
any other industries which could have withstood such a test 
as the street railways have had t o face during t he past fi ve 
or six years. The compa nies have no large inventories, car 
ried on their books at inflated war prices, which must be 
l iquidated. Again, while the street railways have been 
forced to suspend practica lly all new development work 
for five years past, t heir new construction work of the 
future will requ ire a substantially smaller capital expendi
ture than would have been the case under war conditions. 
The war has nat ura lly stimulated previous efforts to effect 
economies in operation, like the Birney car. Finally, the 
general public i s coming t o appreciate that the street rail
way fills a vital need because it furnishes a service which 
t he cities cannot do wit hout. As a result of the companies' 
efforts a great many of their patrons now own securities 
in t he properties, and this is one of the most effective means 
of securing a nd holding the public interest. The regulatory 
authorities a lso are devoting their efforts to a correct solu
tion of the problem; the same is generally true of the press. 
It is this co-operation which will accomplish more than any
th ing else towar d working out the street railway situation 
on a permanen tly sound and satisfactory basis, fair alike 
to the public an d to the companies. 
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Public Service Railway Offers Valuation Argument 
Extensive Brief Which Is Presented to the New Jersey Board of Public Utility Commissioners Gives 

All Details on Which a Value of $200,898,906 Is Claimed 
and 10-Cent Fare Petitioned 

IN ONE of the most comp1ete valuation briefs which 
have so far made their appearance, the Public 
Service Railway of New Jersey presents its argu

ment to the New Jersey Board of Public Utility Com
missioners to support its own figure of valuation and its 
petition for a 10-cent fare. The brief contains a com
plete review of the total valuation history of the Public 
Service Railway, giving all details of previous valuation, 
and it is replete with arguments, some of them novel 
but convincing, . to support contentions for various 
elements of value. · 

Commencing with a description of the Public Service 
Railway property, the brief then takes up the argument 
that the property is private property and on this has to 
say: 

The reason for here stating them (these arguments) is 
simply to plant upon them the further proposition that the 
value for rate purposes of a street railway property-the 
same being private property-must be determined in accord
ance with established legal principles, and is the value of 
the property and not merely a sum of money, on which, 
in the discretionary opinion of the commission, the owner 
of the property should be permitted a return. 

The various elements of value which the brief con-
siders are: 

1. Structural value. 
2. Value of the land. 
3. Going value, which includes: 

a. Development costs including: 
al. Money expended in attaching the business. 
a2. Money expended in tuning up the property. 
a3. Carrying charges until the property becomes self

supporting, including deficit of earnings. 
b. Consolidation of a number of small properties into 

one property under one management. 
c. Superseded property due to advance in the art, obso

lescence, inadequacy, etc. 
d. The value imparted to the property by reason of its 

favorable location, referred to by the court as its 
adventitious value. 

4. Value of the power contract (discussed under a sepa
rate heading). 

Considerable attention is paid to the item "Going 
value," for which an allowance of 30 per cent of the 
physical value is claimed. In connection with the 
element of going value due to consolidation of the 
smaller properties, the brief has to say : 

The properties necessarily purchased or leased to effect 
this consolidation were not so purchased or leased at the cost 
of their physical parts. Their "going value" was recog
nized and it entered into the price which this company paid 
for them. This cost of consolidation was a cost necessary 
to the creation of the existing railway, and it added largely 
to the value of the property which is to be determined in 
this proceeding. 

Superseded property and attaching business to the 
lines of the company are also supported by argument. 
The cost of training a staff to make it familiar with 
the needs of the communities served and conversant 
with the routes and rules of the company, the rules of 
the commission, the traffic rules and ordinances of the 
communities and the various intimate details of opera
tion that come only from experience and practice and 
in the perfection of the company's personnel in the 
knowledge of its duties is portrayed. The report says 
"an example of the nature of this cost is found again in 

the fact that prior to the putting in service of the so
called safety cars, trainmen were given five days' course 
of actual operation on cars that were not transporting 
a single paying passenger. Through the year with its 
frequent changes in both means and methods of opera
tion, this cost has enlarged, and there is nothing to show 
for it in the physical property inventory. It is a part 
of the cost of the present railway, and its results con
stitute an element of value in that railway." 

The power contract, as a separate element of value. 
is supported in the same manner that it was supported 
in the appraisal made by Ford, Bacon & Davis outlined 
in ELECTRIC RAILWAY JOURNAL April 23, 1921, page 767. 
The state valuation and the Cooley appraisal are 
reviewed. An argument of the significance of present 
value is followed by a summary of all the valuations 
which have ever been made of the property, with some 
of these modified to make them represent present-day 
figures. 

The brief goes into detail in discussion of the qualifi
cations of the various witnesses who have appeared 
before the board in connection with the valuations 
which have been made. 

The inventory, unit prices, general contingencies, 
engineering and superintendence, law expenditures and 
administration, interest during construction, taxes dur
ing construction, organization and development, cost of 
money, promoters' remuneration, working capital and 
material and supplies, franchises, land, non-deduction of 
depreciation, the property of miscellaneous subsidiary 
companies, historical costs, are all chapter headings 
under which extensive argument and citation of cases 
are given. This leads the brief to the statement of the 
value of the property as follows: 

The value of the property of the Public Service Railway 
fixed in the report of the engineering concern (Ford, Bacon 
& Davis) employed by the state is $125,000,000, and under 
the acts of the Legislature this is the presumptive value of 
the property. 

The only evidence before the board that can possibly 
overcome the legal presumption in favor of $125,000,000 is 
the Cooley appraisal, as brought down to date, and the testi
mony of the numerous expert witnesses sustaining and sup
porting the same. 

The value of the property of the Public Service Railway 
is: 
Physical property with additions to May 31, 

1921 (Cooley appraisal) .................. $149,922,236 
Development cost, going value, including loca

tion and consolidation values ( 30 per cent of 
structural cost, as allowed in the Passaic gas 
rate case) . . . . . . . . . . . .. . . . . . . . . . . . . . . . . . . . 44,976,670 

Value of power contract (the lowest value 
placed upon it by any witness) . . . . . . . . . . . . . 6,000,000 

Total value ............................... $200,898,906 

The brief then points out that the value of the 
property must be found independently of the rate of 
fare and allow the return upon the value of the prop
erty as found. "This does not mean," says the brief, 
"that this company should necessarily be permitted to 
charge the highest rate that the traffic will bear. We 
are now only discussing the relation between the value 
of the property and the rate of fare and pointing out 



96 E LEC TRI C R AI L WAY J OURN AL Vol. 58, No. 3 

t hat the value of this property cannot be reduced 
because there is no rate t hat will net a r eturn upon it. 

We suppose t hat the New York subway con
structed out in t he country somewhere between t wo 
small places would be so expens ive t hat no ra te of fare 
would net a ret urn upon it. But that is not thi s situa
t ion. This property is not overbuilt. It is not con
structed in t he Sahara Desert ; it is r ight here in New 
J ersey, connecting t he pr incipal cities of the state and 
fu rnishing the only complete system of u rban transpor
tation avai lable in all t hese great populous center s." 

The brief ends with a plea for a j ust and r easonable 
fare and recites various cit ies in t he country in which 
a IO-cent fare is charged and give,; suppor t ing test imony 
from officers of other railway companies which charge 
10 cents. In t he discussion on rate of fare, t he br ief 
takes up the cla im of people that the company has 
valuable rights because it is allowed to do business in 
the streets. The brief continues: 

It is just a s sensible to talk about the valuable rights of 
the policeman because he is allowed to perform his service 
to the public in the street, or the fireman because he is al
lowed to perform his se r vices in public places. The police
man and the fireman perform honorably and are paid for 
the ir labor by the public, notwith standing the fact that such 
labor is pe rformed in the public streets. The street railway 
company also performs a valuable service in the public 
streets, and it should be paid for its service, notwithstand
ing the fact that it is performed in the streets. That is all 
the company seeks to obtain in this case, and yet the idea 
is con tinual ly advanced that perhaps the company ought not 
to be pa id or ought to be paid less because of this valuable 
"privilege" it enjoys. 

T he entire br ief is fi lled with innumerable citations 
from court and commission decis ions and with many 
direct quotat ions from the testimony of witnesses befo r e 
t he board. 

Why Baltimore Departed from the Standard Car 
UNITED RAILWAYS & ELECTRIC COMPANY 

BALTIMORE, MD., July 11, 1921. 
To the Editors: 

The letter published in your issue of June 11 from 
W. G. Gove, superintendent of equipment, Brooklyn 
Rapid Transit Company, it seems to me, merits com
ment, because it fails t o recognize the fact that more 
than one t ype of one-man car is required because of 
t raffic conditions. 

To quote the first phrase in the third paragraph, "it 
is particularly unfortunate" that the idea of "something 
different" should be allowed to confuse the need for 
clear vision on the part of the operating men to develop 
such types of one-man cars as a r e essential to meet vary
ing traffic demands. 

In the 3tudy and discussion that are going on concern
ing one-man car design, I do not think that those " in 
responsible charge of executive and operating depart
ments" are concerned with "measuring up" by means 
of having equipment of their own design in service on 
their properties. Certainly as far as the situation in 
Baltimore is concerned, we have conscientiously studied 
t he problem with the idea of providing a car best suited 
to handle heavy interchange traffic in this city. 

If we are to "sell" the one-man car idea in toto in 
the large cities, we must do so by providing a car that 
will give adequate facilities for the loading and unload
ing of passengers. Why should we adhere to the 
present standard car if improvements can be made? Is 
it not inconceivable t hat we have reached a stage of 
development where initiative on the subject of car 
des ign is to stop? This is particularly true where a 
principle of operation is concerned. 

May I repeat again t hat I am not desirous of enter ing 
into a cont roversy in the matter but endeavor ed dis
passionately t o point out what I felt and feel was a 
development in the design of t h is car which has been 
overlooked by the manufacturers and equi pment men 
in t heir efforts to standardize on a single type of car. 

We believe that the car we have j ust purchased fo r 
Baltimore will g ive higher efficiency and great er 
economy than the so-called standard type for t he con
ditions we have to meet. As· our general manager has 
recently well stated, t he problem before us was that "the 
public of Baltimore was beginning to show a decided 
dislike to the safety car on account of the congestion 
at the entrance and ex it point." Appreciating t he value 
of the one-man idea, we decided to correct this mani 
festly incorrect design. At thi s point we suggest turn
ing to the cut on the inside back cover of the ELECTRIC 
RAILWAY JOURNAL of July 2, 1921; we think t he picture 
is a good ocular demonstration of just what we are 
trying to avoid. Here a re four persons encumbered with 
luggage, etc., wa iting to board a standard one-man car, 
while four passengers a re ambling gracefully off. This 
condition is m uch wor se in rainy weather. It is j ust 
what we a re overcoming in our new design. 

And now a final word in reply to my fr iend Walker's 
letter of June 15. The standard whereby car design 
with reference to passenger interchange fac ilities should 
be measured is not in cents per car-mile but in the 
volume of passenger movements in and out of the car. 
On a line where traffic is heavy and frequent t r ansfer
ring is the rule car-mile earnings do not expr ess the 
density of use by the public, so that an erroneous con
clusion might well be arrived at in setting a standard 
based on earnings per car-mile. 

The proper way to determine what is the best design 
for given conditions is to put the several t ypes of cars 
in service under ident ical conditions and take observa
tions with stop watches, over a sufficient period of time 
to get average conditions and data, and then compare 
results. Any other method of arriving at a descision 
will not be based upon figures and results but upoh 
judgment and opinion. L. H . PALMER, 

Assistant t o President. 

Metal Ceiling Used for Head Lining on 
Little Rock Railway 

The Little Rock Railway & Light Company, Little 
Rock, Ark., is using metal ceiling for head lining in 
repairing and r ebuilding some of its cars, where the 
head lining needs renewal. The metal ceiling, which is 
t he same as used in buildings, comes in 24 i~. x 48 in. 
sheets, and the metal fo r one car cost s about $12. 
Labor and painting cost about $18. This total cost 
of $30 compares most favorably with the previous cost 
of $100 for replacing bir d's-eye lining in kind, and 
the car interior pr esents a very satisfactory appear
ance. 



lilill1111111llililii!,:rmmm:rm:rr ~ 

Equipment and Its Maintenance 
Short Descriptions and Details of New Apparatus of Interest 

to the Industry. Mechanical and Electrical 
Practices of All Departments 

Tracks Rebuilt on Old Ties 
Creosoted Ties Set in Concrete Thirteen Years Ago Used in 

Place for New Rail-City Raises Street Grade 
2 In. to Allow New 7-In. Rail in Place of 

5-In. to A void Disturbing Base 

W HEN the city of Memphis, Tenn., decided to re
pave South Florida A venue it became necessary 

for the Memphis Street Railway to relay its tracks at 
the same time that it did its part of the paving. The 
old track had been 5-in. girder, which had been in 

THIRTEEN-YEAR OLD CREOSOTED TIES IN CONCRETE To 
RECEIVE NEW RAIL 

place since 1908 and was badly worn. The previous 
paving had been brick and the new paving was to be 
asphalt. The standard construction of the Memphis 
system is now 7-in., 105-lb. girder rail for use in 
asphalt paved streets, and it was decided to use this 
rail on Florida Avenue. 

When the old pavement was taken up and the original 
concrete base and ties uncovered it was found, upon 
close examination and test by boring, that the original 
ties were in as good condition as they were when first 
laid, so far as could be told. These ties were some 
which had been laid in 1908; they were laid in concrete 
which was finished off level with the upper surface of 
the ties. Seeing that the new rail to be put in was 
7 in. in place of 5 in. the city authorities were ap
proached with reference to raising the grade of the 
streets to allow the new higher rail to be put in with
out removing the concrete foundation and ties, which 
of course would prove very expensive. It happened 
that the raising of the grade was beneficial to the city 
in this case, also, as a particularly high curb had been 
installed in the first place, and when the grade of the 
street was raised a normal height of curb was obtained. 
More material in street paving was used, but it is 
understood that the electric railway took care of this 
part as an offset to its saving in not having to take up 
the old ties and put down new ones. 

Accordingly, the pavement in the railway area was 
removed and track labor cleared off the concrete, level-

ing down to the ties smoothly, the old rail was removed 
and the new rail installed. Temporary crossovers were 
laid so that one-half of the street was done at a time. 
An accompanying illustration shows t he appearance 
of the work after the rail and pavement had been laid 
on one side and the pavement removed on the other side. 
This illustration also shows the type of 8-hole jo'int use<l 
on the new construction. 

The standard construction used in laying the new 
rail is to use tie plates on all ties and to use a 26-in. 
by 10-in. base plate under all joints. A 34-in. 8-hole 
angle bar is used and this is beaded along the bottom 
of the plate. The rail is welded to the base plate for 
the entire length of the base plate, a Cleveland electric 
welder being used for this work. Screw spikes are 
used at joints and cut spikes elsewhere. 

Improving Riding Qualities 

T HE Southern Public Utilities Company, Charlotte, 
N. C., is an enthusiastic operator of one-man cars

claiming that they show reduced operating expenses 
and allow closer headways and consequently better serv
ice. During part of the day, however, these cars oper
ate under light load, but being equipped with springs 
which are rigid enough to carry heavy loads successfully 
and heavy enough not to break under such loads, the 
riding qualities are not exceptionally good when they 
are lightly loaded. 

In an effort to improve the riding qualities of the one
man cars under this condition M. F. Osborne, master 
mechanic, decided to install a coil spring at each body 
bearing point, which coil spring would carry the body at 
light load and would compress so as to allow the semi
elliptical spring alone to carry the body at heavy load. 
The Charlotte cars are arranged so that the inner 

COIL SPRI NG ADDED TO SEMI-ELLIPTICAL SPRING 

end of the semi-elliptical spring is fixed and the car body 
borne at the four outer ends of the springs. The body 
formerly rested at these points on blocks of wood 4 in. 
thick and about 8 in. square, which in turn rested di
rectly upon the free outer end of the springs. To in
stall the coil springs these blocks were reduced in thick
ness to 3 in., a 5½-in. hole bored in each of them and a 
coil spring 5 in. long, consisting of five turns of J-in . 
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wire, placed in thi s hole and fitted with spring caps, 
which provide t r.e actual bea ring surface. The 2-in. 
play thus allowed is sufficient for a ll light loadings of 
t he ca r and when the car is fully loaded t he spring com
presses so t hat t he blocks come in contact with the 
heavier semi-elliptical springs, which t hereby assume 
the load direct. 

The improvement in the riding quality is said to have 
been so great that, unsolicited, patrons of the road have 
inquired what has been done to certain cars to make 
t hem r ide better. 

An accompanying illustration shows the spring ar
rangement which Mr. Osborne is now us ing. 

Reclamation Department Shows 
Large Savings 

New Welding Shop and Reclamation Department Installed 
by Washington Railway & Electric Company Provide 

Better Facilities fo r Ca rry ing on This Work-Accu-
rate Cost Records for Work Done Are Being Kept 

ON ACCOUNT of the rapid increase in the amount 
of reclamation work necessary at t he shops of the 

Washington Ra ilway & E lectric Company, it was de
cided some months ago to bu ild a larger shop to house 
the elect ric weld ing equ ipment. The interior of the new 
Rhop is shown in t he accompanying ill ust ration. It is 
an add it ion to the main shop, 34 ft. long by 18 ft . wide, 
bu ilt of b irk and well lighted on t h ree sides. The floor 
is of cement and t he roof of galvanized i ron provided 
with la rge ven t ila tor s. An overhead track carries a H
ton cha in hoist for use in handling heavy parts . Con
venient benches, racks, et c., together with the welding 
equipment , a re included. 

F or electric welding a Wilson " plastic arc" machine 
that will accommodate two welders is used. In the con
struction of the building additi onal room is provided so 
that additional machines can be added should fu+ure 
needs make them necessary. Since the installation of 
t his machine an accurat e cost record has been kept fo r 
every job done in the shops and a recapitulation for t he 
first th r ee months of the shop's operation shows a net 
saving of approximately $2,000 per month with two 
orerators working. Since that time new and different 
k inds of work have been constantly coming in and it 
has now heen found necessary to increase the working 
forc e. Electric welds are made on steel , cast and 
wrought iron, bronze and malleable iron. In welding 
cast iron the parts are carefully studded with steel pins 
before the welding work is undertaken. 

At the present time the company is test ing out a 
special metal which has been developed by the Wilson 
Welder & Metals Company for cast-iron welding. On 
small sections of cast iron and brass t he oxyacetylene 
method of welding is used, which is found pr eferable by 
t his company and more satisfactory for these small jobs. 
The oxyacetylene torch is also used almost ent irely for 
cutting. 

A partial list of some of the work being done in re
claiming various parts includes building up axles and 
armature shafts, repair of truck frames when broken 
or badly worn, filling in dowel holes in brass and malle
able axle-bearing shells when badly worn, building up 
and welding brushholders when bu rnt or excessively 
worn, filli ng in armature-housing bolt-holes where the 
threads have stripped, r epairing j ournal boxes and 
axle-bearing caps, welding and straightening resistance 
grids when broken ·or warped, building up axle-bearing 

collars on brass shells, welding and repairing gear cases 
and adding metal for rethreading bolts, nuts, center 
bearings, motor cases, etc. 

It is frequently desirable to build up or repair parts 
which cannot be eas ily transported to the welding shop. 
In order to take car e of this work, leads have been pro
vided from the welding machine with plug-in sockets in 

INTERIOR OF NEW R ECLAJII ATION SHOP I N WASH I NGTON 

the truck shop, carpenter shop, etc. By thi s a rrange .. 
men t welding of !arge parts can be conveniently taken 
care of on the job, and the r emoval and transporting 
of the large parts to the welding r oom is avoided. 

At present consideration is being given to the pur
chase of an automatic welding machine complete with a 
s ingle-arc motor-generator. This outfit when attached 
to a lathe will automatically build up axles with worn 
bearing seafa, as well as worn armature shafts, and 
will , in the opinion of t he officials of thi s road, do much 
better and cheaper work t han can be done by hand 
operation. 

A Universal Tie Plate 

T HE Georgia Railway & Power Company, Atlanta, 
Ga., uses steel tie plates in all of its construction. 

Formerly three kinds of tie plates were used to suit 
the various kinds of rai l on the system. The usual 

"" 9 " .. ........................ ,., difficulties inci-
1 

1;. -,._ dent to a variety 
~ ~ of tie plates, 
: <-lt--·····-·······~··· S?/·· ··········>:< ·· z- . .;., both in the : H ·-,.. rr---l_Y 
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wc,,J'/4 ",.>', 
storeroom1 and 
on the job, led 
the company to 
desire a single 
tie plate which 
could be used 
and, f i n d i n g 
none with a 
spacing of holes 

y ,:, .', which was ' ex-
UNIVERSAL T IE PLATE UsEo rn A TLANTA actly suitable to 

i t s conditions, 
designed one to fit them. The accompanying drawing 
shows the dimensions of the new tie plate, which of 
course can be furni shed by any steel concern, with 
which any rail 5 in. , 5½ in., 6-.,1n . can be used. There are 
no shoulders on t h is tie plate, it being a plain piece of 
steel punched as indicated. 
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Shop Notes from Newark, N. Y. 
Rochester & Syracuse Electric Railroad Has Well-Equipped 

Shops Where Many "Stunts" for Solving Maintenance 
Problems Have Been Developed 

T HE shops of the Rochester & Syracuse Electric 
Railroad, the offices of which are at Syracuse, N. Y., 

are at Newark, about 32 miles east of Rochester. Due 
to the destruction of its Newark shops by fire in 1912 
the Rochester, Syracuse & E·astern Railroad, the prede
cessor of the present company, had the opportunity to 
rebuild along modern lines. New shops, similar in 
general plan to the then new Lakeland shops of the 
company near Syracuse, were constructed early the 
following year. They were described briefly in an 
article in the issue of this paper for Sept. 20, 1913, 
where a plan was reproduced. The views grouped on 
this page are typical. 

These shops have proved to be admirably adapted to 
the demands upon them and no important changes have 
since been made. A number of minor improvements 
have, however, been introduced. Several of these were 
photographed by a representative of the paper on a 
visit to Newark several months ago. 

The shop property comprises a shop building, approxt
mately 204 ft. by 105 ft.; a carhouse about 240 ft. 
by 82 ft., and a two-story office building. Most of the 
shop work is done in one large room, which contains 
practically all of the machines and has three tracks at 
one side, two of which are partly over pits. On the 
side of the pits the floor is depressed 18 in. to facilitate 
inspection and repair work without unnecessary stoop
ing on the part of the workmen. 

TH I S :M ACH I NE S I MULTANEOUSLY SA.'-:DS BOTH RA I LS 

The shop is liberally equipped with :abor-saving 
devices, such as a trolley crane, transfer table, turn
table, etc. 

For dipping and baking purposes, a combined tank 
and oven has been constructed in one corner of the 
machine and erecting shop, as illustrated, being built 
out of concrete blocks. Over the dipping and baking 
sections are metal-covered wood lids. A trolley crane 
bar runs over the two. The oven is heated by means 
of electric heaters, controaed by snap switches located 
on the wall behind the oven and visible in the picture. 

The shop contains no special welding room, but appa
ratus is taken as required to the work. A convenient 

No. 1-ONE OF TH E BIG I NTERURBANS I N FRONT OF THE M AI N S H OP, No. 2-T HE :;;HOP ADM I NISTRATION BUILDING Is ATTRACTIVE. 

No. 3-A H OME-MADE SELF- CONTAI NE D O IL H EATER. No. 4-TYPI CA L VIEW IN THE NEWARK SHOPS 
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A REMINISCE NCE OF THE SEASON OF HEAVY SNOW 

two-wheel truck for carrying a pair of gas tanks has 
been constructed and has given a good account of itself. 
As shown in one of the illustrations, it consists of a 
light steel frame, normally vertical, to which the tanks 
are held by a steel strap clamp, the weight being taken 
on a platform just above floor level. A ½-in. steel rod 
attached to the front of the platform on each side is 
bent backward to form an extra guide for the tanks 
and also a handle bar. 

For heating soldering irons and solder pots, a home
made oil torch is employed. A frame such as is used 
with gasoline solder pots is mounted on the top of an 
air tank, a supply of oil is poured into the air tank and 
air pressure is pumped up to 60 lb. or so. The oil 
jet spurts up through a carbureting cylinder, where it 
is vaporized and ignited. One pumping up of the 
tank lasts for several days of intermittent work. The 
outfit is shown in one of the illustrations, in use for 
heating soldering irons for armature banding. 

An interesting small job recently put through the 
shop was the construction of portable shelters for 
t he use of flagmen and others obliged to be out on 
t he line during severe weather. A picture of a pair 
of these is reproduced. The shelter is made in sections 
which hook together, four sides, a roof and a floor. 
Electric heaters are provided to be used in very severe 
weather. The roof has a frame around the edges which 
drops over the sides, thus making a watertight joint. 

PORTABLE GAS , VELDI NG AND CUTTI N G OUTFIT 

T HESE SHELTERS M I T I GATE THE RIGORS OF WINTER 

The only window pr ovided is in the door. A shelter 
like this can be taken apart, loaded on any kind of a 
work car, fre ight car or truck and quickly transported 
to the place needed and set up. 

As the pictures indicate the writer's visit was made 
before the snow left the ground. He was able to snap 
one of t he big snowplows used by the railway, along
side the carhouse. An interesting device seen in the 
shop yards, also, was a track-sanding apparatus, con
sisting of two sand boxes, mounted on a light truck, 
with a handle bar to assist in propelling it along the 
track. This equipment permits the rapid sanding of 
a stretch of track where there is not enough work to be 
done to warrant the use of a regular sand car . 

The .Jamaica governm ent two yea rs ago voted 1,000 
pounds sterling for investigat ions of the possibility of 
the electrification of t he government r ailway, according 
to the issue of Commerce R eports for May 25. This 
forms the only means of transporta tion across the 
island, either for passengers or fo r freight , except by 
truck and wagon on t he public r oads. The lines have a 
total mileage of 197. Since this r ailroad is entirely 
dependent upon imported coal, which is very expensive 
ihere, the authorities have desired to make use of the 
water power on t he island. Experts from both American 
and English companies have made investigations and 
formed estimates for the needed equipment. 

DIPPIN G AND BAKING CORNER 
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ATLA NTA SIN GLE-TRUCK CA R BEF ORE AND AFT E R R EMO DELING T O INTRODUCE P .A . Y.E. FEA T U RE 

Remodels Single-Truck Cars 

W ITH about 163 single-truck, twenty-eight seat 
two-man cars on its hands, the Georgia Railway & 

Power Company, Atlanta, Ga., has beBn studying the 
best manner of applying these cars to the service re
quirements. They are all of one type, with open plat
forms and bulkhead doors and thus arranged only for 
inside fare collection. 

The Atlanta management has not yet decided ta make 
use of the one-man car principle, but did want to install 
the pay-as-you-enter feature as far as possible. At 
first it was decided to remodel one car only as an 
experiment and the following changes were made: 
The doors in the bulkhead were taken out and a stan
chion placed at each side of the opening thus left in 
the bulkhead; folding doors and steps were installed on 
each side of each platform, the cars being arranged for 
double-end operation; a guard rail about 30 in. long was 
placed on the platform in front of the conductor's posi
tion, to assist in guiding passengers as they passed in 
paying fare. This experiment was closely watched by 
the management to see if it gave an answer as to the 
economical use of these single-truck cars. There was 
no doubt that the P.A.Y.E. feature greatly assisted in 
speeding up the schedule and in making operation more 
attractive. In fact many trainmen soon made applica
tion for the run on which this remodeled car was used. 

The experiment proved so successful that the man
agement has started on a program of changing over all 

C. 

the rest of the 163 cars. By July 1 some 35 were re
modeled and in operation and others were being closed 
up at the rate of one per day. 

The only new equipments necessary are the door and 
step mechanisms which are furnished by the McGuire
Cummings Manufacturing Company, Chicago. The total 
cost of changing these cars as described is about $225 
per car. 

Chattanooga's Successful 
Creosote Plant 

Hot and Cold Tank Application of Creosote Gives 1¼ Gal. 
Penetration per Tie---;Ties Handled by Angle-

Iron Swing Basket 

THE way engineering department of the Chatta
nooga Railway & Light Company has been having 

very satisfactory results from its creosote plant, which 
has been running for about a year. It is a plant oper
ated on the hot and cold immersion principle, and the 
average results on a 6-in. x 8-in. x 8-ft. red oak tie 
show a penetration of H gal. as against a desideratum 
or possible maximum of 1 ½ gal. 

The arrangement of the plant is shown in an accom
panying plan and is seen to consist of two tanks, the 
first a steel tank in which the hot creosote is placed and 
the second a concrete tank in which is the cold creosote. 
It is probable, however, that the steel tank will be re
placed soon with a concrete tank, the steel tank being 
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one which was left from a previous installation and was 
used before the present arrangement was started. One 
of the interesting features of this installation is the 
I-beam and crane and basket for the handling of the 
ties. As indicated on the elevation, in the accompany
ing sketch, there is an I-beam installed which has a 2 
per cent slope in the direction in which the ties are 
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T HE CREOSOTE PLANT I N A CT ION 

always carri ed. On this I-beam is a traveling hoisting 
machine of 1-ton capacity made by the Brown Hoisting 
Machine Company of Cleveland. This is a screw-geared 
block and falls, from which is suspended the basket 
made of angle iron, shown in the accompanying view. 

Seasoned red oak ties are used and are delivered at 
the end of the hot tank, where they are stacked. About 
eight ties at once can be handled in the present basket. 
These are then carried on the I-beam crane, which is on 
roJ:ers, to the hot tank, where they are left in 150 deg. 
creosote for one hour. This tank is heated by means 
of steam coils supplied from a 5-hp. boiler, which is 
located at a sufficient distance to minimize the risk. 
The ties are then removed from the hot bath to the 
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cold bath, where they are left for an additional hour. 
After coming out of this bath they are laid on the drain 
t able, after which they are stacked and are allowed to 
season for at least one week before being used. 

In commenting on this plant, R. C. Morrison, engi
neer of mainteNance of way, said that if he were rebuild
ing the plant he wou1d place the I-beam 3 ft. higher 
than it is in the present installation in order to give 
more room to work with ties in the basket; that is, 
in order to give better leverage in handling the basket 
up and down by means of the screw-geared block and 
falls, which in this case should be more rapid than the 
present one. 

The original cost of the plant was about $600. As 
to operating costs, labor, the records show, figures at 
from 4 to 5 cents per tie, and material-carbosota-at 
a little more than 37½ cents per tie. Fi•guring interest, 
maintenance and material and labor, the total cost 
is from 45 to 50 cents per tie . 

Hardening Elliptic Springs 

IN ITS shops at Rochester the New York State Rail
ways has a convenient outfit in the corner of the 

blacksmith shop for heating and chilling complete halves 
of el:iptic springs. The set of leaves forming a half 
spring are bunched together and heated in an oil-fired 
furnace, as shown in the accompanying illustration. This 
is built in an angle between the chimney and the shop 

SPRIXG H A RDENI NG C ORN ER IN RAILWAY SHOP AT ROCHESTER 

wall, with a hood and flue connection to the chimney. 
Doors are provided on one end and one side. 

ln t he angle between the second side of the chimney 
and the second wall is the water-cooled oil quenching 
tank, also provided with a hood connected to the chim
ney to remove fumes. A simple lever mechanism 
facilitates the lowering of the hot spring into the oil 
from a distance sufficient to prevent scalding of the 
operator by oil or fumes. 

The Municipal Tramways at Bradford, England, have 
recently added to their equipment a one-man trackless 
trolley bus with seats for thirty passengers. The car 
is equipped with one motor only. Another type of track
less car recently added is a six-wheel bus with double 
deck. One-half of the weight is carried on the rear 
axle, t he other being divided equally between the two 
front axles, which turn together for steering purposes. 
The principal data of this car are: Seating capacity 
top deck, thirty-three; lower deck, twenty-four; over-all 
height, 14 ft. 7 in.; outside width, 6 ft. 10 in.; total 
length, 23 ft. 10 in. This gives an occupancy per seat 
of 2.85 sq.ft. of street surface. 
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Meeting of American Society for Testing Materials 
Sulphur and Phosphorus Limits Raised on Structural Steel and Steel Castings-New Specifications for 

Cast-Iron Wheels Presented-Tests for Insulating Varnishes Agreed Upon 

T HE annual meeting of the A. S. 
T. M. was held June 20-24 at 
Asbury Park, N. J. At this meet

ing several matters were discussed 
which are of interest to electric railway 
engineers and the following is an ab
s-tract of some of the reports and papers 
presented: 

STEEL SPECIFICATION S 

Action was taken regarding the 
extra point of phosphorus and sulphur 
which had been permitted in various 
standard specifications as a war meas
ure. The note concerning this is now 
to be removed from all specifications. 
Recommendation, however, has been 
made to raise the sulphur content 0.01 
per cent in the following specifications: 
Structural steel for locomotives, cars 
and ships and steel castings. In the 
car steel specification this applies to 
the structural grade only. The phos
phorus content in acid steel castings 
is raised .01 per cent. This b for 
the reason that it is felt the extension 
in sulphur from 0.05 to 0.06 per cent 
in the three classes of structural steel 
must be retained due to the heavy ton
nages involved and to the continued dif
ficulty in obtaining low-sulphur fuels 
and melting stock. It will be noted that 
the sulphur extension will be removed 
on the materials which are to be worked 
hot and allowed on structural mate
rials which are to be fabricated cold. 

Report was made that the survey 
which was started last year of the 
effects of phosphorus and sulphur in 
steel is now well under way in the 
hands of a joint committee working 
under the chairmanship of the United 
States Bureau of Standards. 

The specifications for carbon steel 
rails have been extensively revised as 
to form, at the same time clarifying 
the sections covering the nick and break 
t est. Slight changes have also been 
made in specifications for quenched 
high carbon steel splice bars, quenched 
carbon-steel track bolts, st eel track 
spikes, steel screw spikes, low carbon 
steel splice bars and quenched alloy 
steel track bolts. These changes relate 
chiefly to the manner of taking test 
specimens and making tests. 

Similar changes were made in the 
specifications for structural steel for 
cars, carbon steel bars for railway 
springs, special silicon spring bars, sili
con manganese bars for railway 
springs, chrome-vanadium spring bars, 
carbon steel and alloy steel forgings, 
quenched and tempered carbon st eel 
axles, quenched and tempered alloy 
steel axles, cold rolled steel axles and 
steel castings. 

The tentative specifications for 
welded and seamless steel pipe has been 
exten sively revised and a new t entative 
specification was presented for carbon-

steel rails with special quality require
ments. These specifications are based 
entirely on the specifications rece ntl y 
adopted by the American Railway En
gineering Association. This added 
specification is proposed for the reason 
that it is felt that the requirements of 
rail buyers are by no means uniform , 
and where the amount of traffic and 
general service conditions are more 
severe, a buyer might want to purchase 
rails subject to more rigid require
ments than would be the case if the 
service conditions were less severe. 
Among other things the new specifica
tions require that there shall be sheared 
from the end of the bloom formed from 
the top of the ingot sufficient metal 
to secure sound rails. Addition of 
aluminum to the molds is not permitted. 
Definite limits for carbon, manganese , 
phosphorus and silicon are set, and 
t ests are required to determine ductility 
or toughness as opposed to brittleness 
and soundness. Physical qualities are 
determined by drop test in the stand
ard A. R. E. A. drop testing machine, 
record being taken of the elongation 
of the rail under the blow. Test pieces 
which do not break under the drop test 
are marked and broken to determine 
whether the interior metal is sound. 
Rails are classified as No. 1 and No. 2; 
No. 1 being those that are free from 
injurious defects and flaws of a ll 
kinds. No. 2 rails are those which by 
r ea son of surface imperfections, or 
for other specified cau ses, vary from 
the specifications in a manner which 
does not impair their soundness and 
strength. It is permitted that No. 2 
rails shall form 5 per cent of the order. 

CAST-IRON CAR WHEELS 

A new proposed tentative specifica
tion for cast-iron car wheels was pre
sented to r eplace the standard specifica
tion s for c:ist-iron car wheels. This 
di ffers somewhat from the American 
Railway Association (M. C. B.) stand
ard specification and is drawn so as t o 
cover wheels other than M. C. B. stand
ard wheels as well as the standard 
wheels themselves. The ne,v' specifica
tions are drawn up along lines which 
represent present-day practice in wheel 
foundries. 

IRON AND STEEL CHAIN 

While the present specifi cation is sub
stantially correct with respect to test 
requirements, gradua l changes in raw 
material and trade practices have made 
n ecessary a thorough revision of th e 
section on classification and manufac
ture. In con sequence a new proposed 
tentative specification was presented, 
in which especial attention was directed 
to the term "Crane Chain," which n o 
longer represents the highest g rade, 
the term "Dredge Chain" having super-

seded it. Five classes of chain are 
g iven: 

Class AA for slings, cranes, hoists, 
steam shovels an d marine uses, and 
where an all-iron chai n is desired. 

Class A for slings, cranes, hoists, 
steam shovels and marine use where a 
high quality chain is desired and sold 
under the trade designation "Dredge 
Chain." 

Class B for ordinary slings and 
hoists and sold under the trade desig
nation "B.B.B ." 

Class C for railroad cars, construc
tion a nd forestry work and_ sold under 
the trade design ation "B.B." or Rail
road Chain. 

Class D for general service and sold 
under the trade designation " Proof 
Coil " or "Common Coil Chain." 

MERCHANT BAR IRON 

A new proposed t entative specifica
tion for merchant bar iron is included 
in the report on wrought iron, it being 
stated that a considerable change has 
t aken place in the process of manufac
t u re of some of the ordinary grades of 
bar iron. Small sizes of mixed scrap , 
thoroughly reworked, are now a promi
nent factor and it has been thought 
des irable to recognize this condition in 
a new specification, rather than to in
clude the material in the present stand
ard specification for refined wrought 
iron bars. The new specification pre
sents the same tensile and bend test 
requi rements as for the refined bars , 
but t he section on manufacture is par
ticularly adapted to th is p r oduct. 

I NSULATED WIRE AND CABLE 

The committee states that this speci
fication has been materially improved. 
While no extensive revision has been 
made some new material has been 
added. The more important changes 
a.re as follows: 

1. Thickness of Insulation'.-A table 
of recommended thicknesses of insula
tion for various working pressures has 
been added together with details of 
procedure for measuring the thickness, 
including the variation limits, rejection 
conditions, etc. 

2. A new sub-division covering tape 
has been added. 

3. A new sub-division covering braid 
has been added. 

An interesting feature of the work 
of the committee on rubber prod ucts 
for the comin g year is that the com 
mittee contemplates t aking up the sub
ject of specifications for weather strip
ping for cars. 

ELECTRICAL INSULATI NG MATERIALS 

In explanation of its work , t he com
mittee states tha t since its inception it 
has confined its work entire ly to the 
t esting of insulating materials, as t he 
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state of the art does not as yet war
rant the establishing of specifications 
for the various materia ls themselves. 
This year a standard has been agreed 
u pon for a method of testing insulating 
varnishes. 

The society's t entativ e stand ard 
methods of testing molded insulating 
materials has now been in use for four 
years without important criticism, a nd 
it is under stood that they are in more 
or less general use by t he manufactur
er s of this class of in sulating materia l. 
They ha ve a lso been adopted to stand
a rd by the Associated Manufacturers 
of Electrical Supplies. They are there
fore now to be advanced to standard of 
t he A. S. T. M. with some minor 
changes. 

Two TESTS FOR SHEET I N SULATI ON 

With r egard to sheet insulation, the 
dielectric strength is t he most im
portant property. The apparent di
electric strength is g rea tly affec ted by 
the time of application of the t esting 
potential due to the generation of heat, 
so that two types of test are desira ble; 
one, to g ive the dielectric strength un
de r a rapidly applied potential or so
called apparent " momenta r y" dielectric 
s trength, and the other to g ive the 
strength under continuous appl ication 
of poten t ia l. No agreement ha s been 
rea ched yet on the t est. 

In the t esti ng of liquid insulat ions a 
g reat need ha s been the s ta nd a rdi za
t ion of the electrodes a nd length of ga p 
used in testing oils for high-tension 
t ran sform er s and switches. The com
mittee ha s completed a n investigation 
on this subject and pr esented its report 
t hereon to the convent ion a nd a pro
posed st a ndard method for testing 
t ransformer and switch oils. A pro
posed standard method was a lso pr e
sented for testing electrical porcela in. 

Subj ects to which the commit t ee ex
pects to g ive attention are: 

1. Procedure for dielectric strength 
tests of sheet-insulating materials. 

~- Procedure for a sludging t est of 
tra nsform er and switch oils. 

3. Preparation of tests of molded in
sulation for high-frequency applica
tions. 

4. P othead and spl icing compound s 
for under ground cables. 

5. Dielectric losses in insulating ma
terials. 

CoitROSION OF IRON AND STEEL 

The five-year test of uncoated sheet s 
exposed in the Pittsburgh district is 
nearing completion and the committee 
states that it may definitely be con
cluded that copper bearing metal shows 
marked superiority as compared to non
copper bearing material. Iron or steel 
containing less than 0.15 per cent cop
per are classed as "non-copper bear
ing." It is interesting t o note that no 
16 gage sheet containing 0.06 per cent 
copper or more has failed after five 
months' exposure, while 65 per cent 
have failed of those having 0.03 or less. 

In the immersion tests made the 
presence of copper apparently has little 
influence on the life of the specimen. 

The Mechanical Man as a 
Salesman~ 
BYE. B. GUNN 

Superintendent of T1·a n sporta ti on a nd 
Equipment \Vest ern Ohi o Railway Compa ny. 
\ Va pa k on et a , Ohio. 

W E HA VE found that by keeping 
in close contact with our em

ployees, not on:y our salesmen (the con
ductor s and motormen) but all other 
members of the organization as well, 
we are able to k eep the force running 
mueh smoother a nd so gain better 
results. 

It is necessary for the mechanical 
equipment to be kept in good condition 
5 0 that passengers can get over the 
lin e smoothly and quickly ; also to pre
vent frequent pull-offs, as the changing 
of cars is very objectionable to the 
traveling puhlic. A failure of the 
mechanical equipment causes delays 
which often result in the passenger's 
missing his connection, which, of course, 
discourages t raffic; a nd at this time the 
electric lines need a ll the friends they 
can get. 

The roadway department's co-opera
t;on is just as necessary as that of any 
other, for a bad track causes dera il
ments and rough rid ing , which makes 
the work of the salesmen much ha rder. 
It also cause<; delays and failures of 
the equipment which are expensive . 

It is a lso just as necessary for the 
employees to work for t he success of 
t he freig ht department as it is for 
that of the passeng er, with the excep
tion , of course, of the element of 
peri,:o na l feeling which does not enter 
into the freight department. It is from 
t he freig ht hauling that the electric 
line must look for its g ain, and that 
is the branch of service, I think, that 
has been overlooked more than the 
passenger business. Of course, the 
m ot or truck under the present condi
tions is a great rival of the electric 
line, but by having a quick , reliable 
service and safe handling of goods and 
courteous treatment from all employees 
the electric lin e, I believe, will be able 
to hold a great part of the freight 
haulage. The time is not far off when 
the motor trucks must be brought under 
t he supervision of t he public utilities 
commissions, and must file their 
.schedules of rates the same as the 
~1ectric lines are required to do. When 
this is done a nd they are required to 
pay their proportion for the upkeep of 
t he roads they use, they will then be 
on the same ba~is as the electric lines; 
and, I believe, the selling of the 
products will be just as easy and the 
outlook for the electric roads as bright 
as it was a few years ago. The electric 
lines have a place in the traffic world 
and the public will not stand for them 
to be sidetracked. 

It is a problem for us to work out , 
a nd the only way that this can be 
accomplished is, a s Mr. Barnes has so 
ably shown, for all departments to co
operate and all work together. Each 

• Abstract of D iscu ssion on Merchandis
ing Transpor tation, at m ee ting of Centra l 
Electric Ra ilway Associat ion on boa r d S. S. 
South American, Thursday, June 30, 1~ i 1. 

and every head of department must get 
away from the idea that his department 
is more important than any other, for 
the man who greases the track is just 
as necessary along his line . as the ex
ecutive. When the spirit of co-opera
tion permeates the entire Grganization 
from the president to the track man, 
and everyone is pulling for the one and 
only purpose, success, then we will 
have the success that is sure to come. 
Let us all get over the dumps and put 
into the proposition the pep and enthu
s iasm that the proposition deserves, and 
t hat enthusiasm will be communicated 
to the men under our supervision and 
they, in turn, will do their best for the 
success of the electric line, and the 
business will just have to be successful. 

Valuation and Rate 
of Return 

I N HIS paper on "Valuation and Rate 
of Return," presented before the 

joint meeting of the Iowa Electric Rail
way Association and the Iowa Section 
of the Nationa l Electric Light Associa
tion, on June 23, a t Lake Okobogi, Iowa, 
L. B. King, appraisal engineer United 
Light & Railways Company, Daven
port, Iowa, paid particular attention to 
electric lighting companies, but a few 
of his remarks are pertinent to rail
ways. 

After outlining the purposes of valu
ation he discusses inventory of prop
u t y, from which discuss ion the follow
ing- extracts a re taken: 

It is quite essential that every utility 
should have a va luation of its property, 
ent irely di stinct from the "plant and 
investment" account carried on its bal
a nce sheet, because without this knowl
edge it is impossible for the operators 
of the plant to know what results are 
being obtained in the way of net 
revenues applicable to paying interest 
charges and dividends from that par
ticular plant. 

Unless opera ting under a uniform . 
classification of accounts, where two 
valuations have been made of the same 
property, one by or for the company 
and the other by or for the city or 
state, it becomes hard to compare or 
reconcile these valuations, and this 
leads to more or less confusion whether 
the report is presented in court or to 
a city council. No matter what system 
is adop ted, after one is adopted and 
the property accounts are classified, 
later expenditures for new construction 
should certainly be classified under the 
account adopted. 

The distribution system of either an 
electric utility or electric railway 
utility is the most difficult part of the 
property to inventory and to obtain 
prices on. It will very seldom be pos
sible to obtain the exact original cost 
of building the pole lines, stringing 
the wire, etc., for many reasons, one 
of which is that the work is done piece
meal and not all expenditures find their 
way to the proper charges. It is there
fore necessary to estimate the cost of 
poles, wire and erection to a large 
extent. 
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Mr. King then takes up the question 
of intangible fixed capital, in which he 
argues for capitalization of superseded 
property, of the cost of consolidation 
of smaller, older companies, develop
ment expense, early losses, cost of es
tablishing business, etc . 

CAPITALIZE UNFINISHED CONSTRUCTION 

Mr. King also urges the capitali za
tion of unfinished construction. Of this 
he says: "In the determination of the 
rate base there should also be included 
the estimated cost of completing any 
construction which is under way, and 
any construction which has been author
ized and is certain to be started very 
soon. Inasmuch as the study of rates 
is for the purpose of fixing rates for 
the future, it is only proper that these 
rates should pay t.he proper return on 
additional investments which must be 
made." The usual account is taken of 
the subject of working capital. 

In his discussion on rate of return, 
Mr. King points out that many utility 
commissions have excluded from the 
valuation the cost of financing, whether 
this includes the cost of interesting 
capital, issuing and marketing securi
ties and brokerage fees, or also the dis-

count at which the securities have been 
sold in order to market them. H e then 
says: "The cost of selling the securi 
ties will usually amount to from 2 per 
cent to 3 per cent of their par va lue, 
a nd the discount frequently runs as 
high as 25 per cent of the par value . 
These items, if excluded from the valu
ation, must be considered in fixing th e 
rate of return which should be insisted 
upon." With reference to rate of r e
turn and the depe ndent rate schedule , 
he said: "Certain rates of return have 
been approved or fixed in many rate 
cases, and then service rat es have been 
established which were entirely insuf
fi cient to earn anywhere near the rate 
of return which had been approved. 
When this happens, it is a moral obli
gation of the regulatory body to make 
up the deficiency so created by further 
adjustment in the rate. The mere fix 
ing of a rate of r eturn in an ordinance 
or decision does not guarantee this rate 
to the utility, and if the theory of 
rat e-fixing legislation is to be fair, 
then the deficit created must be made 
up by future higher rates, and this 
future must not be so long deferred 
that the patient dies during the 
process." 

Special Reorganization Committee Reports 
Recommends J. '"· Welsh as Permanent Exerutiv•e Secretary-Suggests Useful 

Changes in Constitution and in Procedure 

T HE special reorg anization commit
tee appointed by President Gads

den in response to a resolution of the 
executive committee to make recom
mendations regarding reorganization 
of the headquarters office of the asso
ciation and any other recommendations 
regarding the organization or opera
tion of the entire association which it 
saw fit or thought advisable has now 
formulated its report and placed it in 
the hands of the members of the execu
tive committee. The executive com
mittee will hold a meeting which has 
been tentatively arranged for Aug. 5, 
at which this report will be considered; 
but meanwhile the committee decided 
that it would be advisable to publish 
an abstract of this report so that the 
association members might have op
portunity to transmit their ideas to 
the executive committee, and that the 
executive committee, having the ad
vantage of hearing from the industry, 
could formulate its program in more 
nearly complete form , ready for action 
by the association at Atlantic City in 
October. 

Criticisms of, and suggestions with 
reference to, these recommendations of 
the reorganization committee to t he ex
ecutive committee will therefore be wel
comed. They should reach the secre
tary's office not later than Aug. 3, in 
order to be ready for consideration by 
the executive committee at its meeting 
on Aug. 5. 

The following is a n abstract of the 
report of this committee. Many of the 
st1ggestions , in order to be incorporated 
in useful form , have necessitated 
changes in the constitution and by
laws and the committee has therefore 
drawn up an amended consti tution and 
by-laws in which the following things 
have been accomplished: 

Recognition of the interest in and 
necessity for study of other transpor
tation systems, and permission under 
special act of the executive committee 
for trackless transportation companies 
to enter the association. 

Provision for separate classification 
of members such as consulting engi
n eers, management companies , invest
ment bankers, etc. 

Redefinition of the offi cers and mem
bership of the executive committee as 
follows: 

A president, to hold offi ce fo r on e year , 
eli g ible t o r e -elEdion. 

F our vice-presidents, t w o e lected each 
year fo r two-year terms. not d ig ible t o 
r e-ele<:t ion to the ex ecutive committee, ex
cept a s pres id ent. 

T welve m embers a t la r ge, s ix r epresent 
ing m a nufacturing comp-ani es, s ix r epresent 
ing ope r a tin g compa nies; two of each to 
be elected each y ear f or three-year terms 
a nd not e lig ible to r e-e lection to t he sam e 
offi ce. 

A treasurer, to hold o ffi ce for on e yea r , 
suh.iect t o r e-E.Jection. 

Th e two junior livin g past-p res iden t s, 
w ith power to vote. 

Th e four presidents o f t h E· a ffili ated -as
sociations. 

An ex ecutive secretary, w ho is no t a 
m ember of the ex ecuti ve committee , hu t 
who a tt ends its m eetings. H e· m ay n ot be 
th e sam e pe rson as the treasure r . 

Provision for regular monthly meet
ings of the executive committee. 

A classification and a mplification of 
the definition of duties of officers, which 
make ample provision for the safe
g uarding of the funds of t he associa 
tion and the issuance of checks. 

Provision for a nominating commit
tee, to be appointed early in each sum
mer, which will make public its nomi
nations thirty days before the annual 
convention. Other nominations may be 
made by any member at a ny time before 
t he actual ele r- t ion . 

Definite by-law provision for the 
mid-year conference. 

Definite provision for certain stand
ing committees of the association , such 
as fi na nce, policy, subj ects and meet
ings, publicity, publications and national 
relations, with the requirement that 
these committees make monthly reports 
to the executive committee. All the 
members of the first two committees are 
to be m embers of the executive com
mittee, and the chairmen of the other 
four are ex officio members of the ex
ecutive committee, without vote, unless 
they are already elected members. 

Provision for certain other commit
tees having to do with membership 
a nd with co-operation with sectional 
railway associat ion s. 

Definition of the duties of the vari
ous committees. 

Provision tha t the dues now in the 
by-laws shall be maximum dues, which 
the executive committee may lower. but 
once lowered may not raise without 
consent of the association. 

Provision that privileges of the asso
ciation shall be withdrawn from mem
bers who are a year or more in arrears 
in dues. , 

Other suggestions which the com
mittee has considered and regarding 
which it makes recommendations are : 

That the executive committee con
sider in its own meeting the question 
of arranging for admission of munici
pally owned railways to membership. 
The executive committee has a sub
committee of its own on this subject 
which will present data to it. 

That the executive committee make 
a study of the present syst em of dues. 

That the association do not sponsor 
certain expert s in labor, legal, tech
nical or other special lines. 

That the executive committee give 
closer supervision to committee work, 
arranging t hat committee reports may 
be made public at any time during the 
year whenever finished, rather than 
holding them to flood the a nnual con
vention. 

That the executive committee create 
a special committee for co-operation 
with educationa l institutions of the 
country, to encou;rage the study of 
railway and public utility problems, 
and to assist in placing young engi
neers with railways. 

That the committee codify its own 
regulation s a s a sort of executive com
mittee by-laws. 

That the executive committee con
s ider the advisability of incorporating 
the association. 
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·That due consideratfon be g iven t o 
t he geographical distribution of the 
executive and other committee meet
ings, to the selection of executive and 
other committee members, and that t he 
association co-operate with various sec
t ional associations and arrange for 
representation of the American Asso
ciation at their meetings. 

That the executive committee out
line some policy to promote continu
ous work by committees to avoid a halt 
in activities for a month or two after 
a nnua l association meetings, which fre
quently occurs. Suggestion was mad e 
of appointing committee members fo r 
a t erm of years, a portion of the com
mittee retiring each year. 

That the executive committee con
s ider g iving publicity through the Ad 
vertisin g Section t o the sense of respon
s ibility which the elec t ric railway 
industry today f eels in t rying to pro
v ide complete tra nsporta t ion service to 
a community. 

The question of A era being contin
ued as a magazine or cha nged to a bul
letin was brought before t he committee. 
T he A era a dvi sor y boa rd was requested 
t o ma ke a r eport on th is subject to the 
committee. This was presented by 
Chairm a n C. L. H en ry of the advisory 
boa rd in per son. There was consider
a ble di scussion on the benefits of Aera 
as the associat ion 's official mouthpiece 
a nd as a n agent to promote company 
section work a nd to r each the rank a nd 
fi le of the indust ry. There was a dis
cussion as to how best Aera could c'.>
operate a nd a void un necessary duplica
t ion with existing technical magazines 
in the r a ilway fi eld. T he committee in 
accepting the· r eport decided to recom
mend the continuation of Aera as a 
magazine in its present general form 

F inally, in response to a special 
r equest of the executive committee to 
suggest a na me or names fo r the posi
tion of secretar y, t o fi ll the vacancy 
cr eated by Mr. Burritt's r esignation, the 
committee r ecomm ends that J. W. 
Vlelsh be appointed secr etary, to date 
from July 1, 1921. 

Progress on Heavy Traction 
Report 

AT A meet ing of the heavy electric 
t r a ction committee, held in the 

a ssociation office on June 23, a 
draft of the committee's report was 
r ead and discussed , after which var ious 
suggestions offer ed by member s present 
a nd by let ter were considered. It was 
decided to include in the report news 
of a 60-ton Westinghouse switching 
locomotive of sta nd ar d design and of 
a Butte, Anaconda & Pacific tractor 
truck, used for switching, as well a s 
views of the Westinghouse and Gener al 
Electric Paulista locomotives. The 
tabulat ed data on mult iple-unit equip
m ent, which are being prepared by the 
General Electric and ·w estinghouse 
companies, will be consolidated fo r 
pr esentation in the repor t as soon a s 
Teceived by t he chairman. 

Those who were present and par
ticipated in the discussions ,vere Sidney 

Withington, chairman; C. M. Quereau, 
John C. Davidson, A. H. Armstrong, 
J. V. B. Duer , Mr. Masson, representing 
H . W. Cope, and Mr. Sloan. 

Association Announces 1921 
Convention Program 

T HE plans for the 1921 convention 
at Atlant ic City of the American 

E lectric Railway Association have ad
vanced far enough so tha t t he associa 
tion is a ble now to ann ounce the 
tentative program. The duration of the 
meeting will be as usual fro m Monday 
to Thursday inclusive, or from Oct. 3 
to Oct. 6. The general subjects t o be 
considered in formal papers, topical dis
cuss ions or addresses are : ( 1) a paper 
on the influence of the electric railways 
in improving industrial efficiency; (2) 
a paper on the contrast ed advantages 
of ser vice-at-cost contract franchise and 
stat e regulation; (3) a paper on t he 
com parat ive condition of the indust ry 
today and four years ag o; ( 4) a topical 
discussion on electric railway finance; 
( 5) a n address by some public official 
on a subj ec t r elating to the industry. 

The fi rst subjec t will bring out the 
fact t hat electric railways a r e essential 
to t he ma intenance of community and 
com'mercial life, a nd t hat this fac t 
should be kept before t he investors and 
general public. The existence of a 
str eet railway has often been t a ken as a 
matter of fac t , and at present ther e is 
m uch discussion as t o whether or not 
5ur face railways will be extended. Some 
hold that as yet the electric lines have 
no t had a full opportunity to demon
strate their maximum ut ility because of 
restrictions placed by st a t e laws and 
franchises prohibiting the transporta 
tion of commodities, and it is possible 
that t his view may be presented by 
one of the paper s on this subj ect. 

T he paper on service-at-cost will take 
u p the two methods of rate adjustments 
and present the advantages appert a in
ing thP.r et o '-O a s t o permit careful 
s tudy. Some operators pref er the ser
vice-at-cost while others believe state 
regula tion of rates and service to be 
m ore desirable . 

The subj ect of comparative condi
tions divides into four parts, namely, 
community relationships, plant and 
facilities, net earnings and finances, a nd 
it is hoped that each of these will be 
covered. 

The discussion on electric railway 
f..nancing will continue that begun at 
the last mid-year meeting, and a basis 
of discussion is found in present require 
h1ents for mortgage securities, home 
t own financing, financing by sale of 
capital shares and municipa l aid. 

The names of those who will present 
papers on the different topics mentioned 
will be made public by the secret aTy of 
the association as soon as defini t e ar
r angements a long this line have been 
made. 

The association is not yet readv t o 
announce t he name of the publ ic offic ial 
who it is expected will address the 
members of the association at the con
vention. 

Committee Plans Increased Activ
ity Organizing Company 

Sections 

T HE committee on company sections 
and individual membership of the 

association is planning a campaign to 
organize additional company sections 
~mong member companies. 

A meeting of the committee is to be 
he' d in the immediate future, to discuss 
the details of the plan to place before 
elect r ic r ailways the benefits to be de
r ived from company section organiza
tion. The original company section 
committee, which consisted of Martin 
Schreiber, chief engineer and manager, 
southern divi., ion, Public Service Rail
way, Camden, N . J., as chairman; 
Char les C. Peir ce, manager railway de
partment General Electric Company, 
Boston, Mass., a nd H. H. Norris, man
aging ed itor E LECTRIC RAILWAY JOUR
NAL, New Yor k , N. Y. , was recently en
larged by the a ppointment of the follow
in g members : F. G. Buffe, general man
ager Kansas City (Mo. ) Railways; E. F. 
Wickwire, sales manager Ohio Brass 
Company, Mansfi eld, Ohio; J.P. Barnes, 
p resident Louisville (Ky. ) Railway ; 
P. S. Arkwright , pr esident Georgia Rail
way & Power Company, Atlanta, Ga.; 
a nd B. J. Mallon , assistant general man
ager Metropolit a n West Side Elevated 
Railway. Chicago, Ill. 

The idea which the committee has in 
mind is t he r evival of the interest taken 
in company sections. P r ior to the war 
t i- ere were twelve organizations of 
this k ind located at points throughout 
the country, each of which was main
taining considerable enthusiasm among 
its members and educational work per
tain ing to t he indust ry. 

During t he war many members en
t ered militar y service and company sec
tion act ivities were suspend ed. Since 
the close of the war two new company 
sections ha ve been organized and many 
companies a r e now considering the 
organization of sections. The committee 
will be g lad t o co -opera t e in every way 
possible to the fu r therance of such 
plans. 

Merchandising Transportation 

T HE fi nal meeting of the committee 
on n:er chandising t ransportation of 

the T. & T. Association was held at the 
~ssociation 's headquar t er s on July 14. 
Those pr esent were J . H. AlexandP.r, 
Cleveland ; H. C. Clar k, Newark; G. T. 
Seeley, Youngstown; K. A. Simmon, 
for M. B. L'lmbert, E ast Pittsburgh. 

Since t he pr evious meeting the chair
man had prepared in tentative form 
t he full report and had fo rwarded it to 
all members for comment. Letters 
either of a pproval or cr iticism from 
t hose of t he committee unable to he 
pr esent a nd others were r ead, and th<>ir 
comments as t hey r eferred to the re
port were noted. T he chairman will 
present the completed r eport to t.ne 
executive committee next week. The 
report this year will detail actual 
means of merchandising t r ansportation 
a s practiced by the industry and is a 
supplement t o the report of last year. 
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Suspension Contemplated 
Receivers at Des Moines Appeal to 

Court for Permission to Shut Down 
All Service 

The receivers for the Des Moines (Ia.) 
City Railway filed a petition during the 
week ended July 9 with Judge Martin 
J. Wade of the federal court asking 
that they be allowed completely to 
.suspend operation of the railway sys
tem in Des Moines. 

Judge Wade set July 13 as the date 
for hearing arguments on the motion 
and F. C. Chambers, operating receiver, 
is authority for the statement that in 
the event the petition is allowed serv
ice will be suspended one week from the 
<late .of Judge Wade's order. 

RECEIVERS LOSE HOPE 

This seemingly drastic step was 
taken by the receivers only after all 
hope had appar,ently disappeared of 
s eeurmg relief through the City Council. 

M. H. McClean, T<epresenting the Har
ris TTust & Savings Bank, Chicago, 
acting for security holders of the rail
way, appeared before the City Council 
recently with a program for the solu
tion of the railway probleni. He pro
posed to the Council that the owners 
of the local plant would undertake to 
seeure the funds necessary to secure 
e lectrical equipment to restore ful l 
service in Des Moines if the City Coun
cil would take the following action: 

1. Declare th e present fra nchise forfeited. 
2. Elimina t e the pnsent d estructive bus 

comp etition. 
3. Initiate proceedings looking to the 

negotiation of a n ew service~at-cost fran
chise. 

4. Declare its intent to r efrain from de
manding extensions or exten sive reconstruc
tion and from th e levying of burdensome 
special assessments for paving w hile the 
c ompany is financially unable to unde rtake 
such things. 

This program apparently made little 
impression upon members of the Coun
cil and ultimately all four measures 
were killed by being received and filed. 
The bus measure appeared to have some 
chance of passage, but in a stormy ses
sion of the Council, in which bus own-• 
ers and members of improvement 
leagues were present the ordinance was 
defeated on its second reading. 

MAYOR REGARD3 BUSES AS INSUFFICIENT 

The program had the indorsement of 
t he Corporation Counsel and received 
partial support from Mayor Barton. 
Mr. Barton's attitude with regard to 
ruling the buses off the street was that 
this measure E' hould be taken only in 
the event that the railway agreed to 
make a substantial reduction in fares. 
Mayor Barton, however, addressed a 
letter to the Council in which he stated 
that the city could not hope to depend 
upon the busP.s for transportation. 

As the situation now stands, appar-
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ently no real action toward a settlement 
is to be taken until Judge Wade rules 
on the petition filed with the court by 
the receivers. 

Judge Wade on July 13 took under 
advisement the petition of the receivers 
of the Des Moines City Railway for a 
complete suspension of service. His 
ruling is expected within twenty-four 
hours. Just previous to the hearing the 
city of Des Moines filed a belated re
s istance to the petition and city attor
neys argued for a delay in su spension. 

Wage Cuts Being Negotiated 
in New York 

Frank Hedl0y, president and general 
manager of the Interborough Rapid 
Transit Company, New York, N. Y., an
nounced officially on July 12 •tha t he had 
asked the employees to accept a 10 
per cent cut in wages beginning July 
24. The present agreement between 
the company and the Interborough 
Brotherhood expires on Dec. 31. 

Mr. Hedley said that some time ago 
when the cost of living was rapidly 
rising, the company at the request of 
the men voluntarily increased wages, 
although it had a contract with the men 
for a fixed wage. Now that conditions 
are the reverse, the company has re
quested the men to treat it the same as 
ihe company has treated them. 

The cut, if accepted, will affect some 
14,500 men. Vnder the present scale of 
wages motormen are getting 86 cents 
an hour, guards 58 cents, laborers from 
48 cents to 58 crnts, and the mechanical 
forces. from 65 to 80 cents an hour. 

It is understood that the company 
has guaranteed that if the men accept 
the proposed cut, no further lowering 
of wages will be made until July, 1922, 
six months after the. present agreement 
with the Brotherhood expires. 

Negotiations are in progress between 
Receiver Hedges of the New York Rail
ways and the employees of that com
pany looking to a similar decrease in 
wages. The m,mber of men affected by 
these negotiations is reported to be 
about 5,000. 

As has been stated previously in the 
ELECTRIC RAILWAY JOURNAL negotia
tions are also in progress in Brooklyn 
looking to a cut in the pay of the men 
employed on the Brooklyn Rapid Transit 
System. The cut in wages there is ex
pected to be made on Aug. 6 when the 
agreement between the men and the 
company expires. It is said that it will 
be at least 10 per cent. Receiver Gar
rison is understood to favor a reduction 
of from 12 to 15 per cent. The em
ployees are conferring among them
selves, and their representatives will in 
turn meet the officials of the company 
during the week ended July 23 to agree 
on the size of the decrease. 

Another Brawl Started 
Chicago's "City Hall" Will Endeavor 

to Get Five-Cent Fare-Mayor 
Before New Commission 

Mayor Thompson on July 8 started 
his long promised fight for restoration 
of the 5-cent fare on the Chicago sur
face lines. This was in the shape of 
five petitions filed before the new 
Illinois Commerce Commission against 
the Chicago Surface Lines and its four 
component companies. The petitioners 
were the city of Chicago, Mayor Thomp
son and four other "citizens and tax
payers." The preliminary hearing was 
set for July 12. 

The petition::; reiterate many of the 
Mayor's arguments against the surface 
line companies, arguments which failed 
to stand the test before the old utili
ties commission or the courts. He evi
dently expects to get a more favorable 
r uling from a friendly commission, the 
members of which were reappointed re
cently by his political ally, Governor 
Small. The petitioners ask that the 
''final order" entered by the former 
commission on Nov. 5, 1920, be · re
scinded, altered or amended and that 
the rate of fare be reduced from 8 to 
f: cents. 

Contending that the contract ordi
uances under which the companies are 
operating have been abrogated by the 
"acceptaoce of a rate of fare higher 
than 5 cents , the petitioners ask the 
commission to restore the old rate re
gardless of the ordinance provision." 
This is said to be warranted by a 
change in conditions due to decreased 
cost of operation. They also ask that 
the :f,7,000,000 now in the renewal fund 
be applied to the reduction of fares . 
and that the city's share of the net 
receipts for the p~st two years be used 
for the same purpose or turned over to 
the municipality for use and occupa
tion of the streets. This latter sum of 
about $3,500,000 was tendered to the 
city by the companies but was refused 
because the Mayor has insisted that 
an acceptance would be a recognition 
that the ordinances of 1907 are still in 
effect. 

The petitioners a lso attack the Board 
of Supervising Engineers, claiming that 
it has no legal right to exist and that 
the members should not be paid out 
of the operating expenses of the com
panies. The commission also is asked' 
to inquire into the salaries paid cer
tain officers and lawyer s employed by 
ihe companies. The unusua l sug
gestion is made that the companies are· 
not enti tled to any return on their in
vestment until they "comply with the· 
law and furnish adequate service." In 
any event it is alleged that they should' 
not be a llowed a return greater than 
the 5 per cent fixed by the ordinances. 
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New Orleans No Nearer 
Settlement 

The Commission Council of New 
Orleans, La., at t he conference on J uly 
7 wound up t he discussion bearing upon 
a solution of t he city's traction 
t r oubles without reaching a definite 
conclusion. The hearing was confined 
largely to t he matter of the valuation 
of t he railway. 

Representatives of the association of 
commerce a nd the advisory committee 
of forty appeared a nd urged the mem
bers of t he Commission Council to ta ke 
~m~1edia te action in t he matter. They 
111s1sted tha t the commissioners had 
already had enoug h advice. 

W. S. Penick , one of the committee 
of for t y, said he was impressed with 
t he work of the sub-committee that 
fixed the valua ti6n and that t he a mount 
na med ($44 ,700,000 ) was less t ha n so me 
of the member s present thought t he 
p r operty was worth . 

The confere nce adjou rned with the 
promise that when "the th ing is 
whipped into sha pe" t hose in terested 
would hea r from t he city. 
. 1:he dela y of the city has entangled 
1t m a web of litiga t ion which will 
hard ly permit t he commiss ioners to 
extricate themselves before wi nter. Up 
t o the present t ime the litigation pend
ing is as follows : 

The r a ilway has enjoined t he city, in 
the feder al court, from interfering with 
t he receiver in the collection of an 
8-cent fare. 

The ra ilway has instituted injunc
t ion proceedings against the State of 
Louisia na, in the Civil District Court 
restr a ining it from interf ering in th~ 
pending controversy between the citv 
a nd t he railway, looking to an adjust
ment of the city's traction troubles. 

T he State of Louisiana, through the 
Attorney-General's office, seeks to 
restra in t he city by injunction from 
reaching a settlement with the railway 
upon any terms not in keeping with 
the company's franchise alleged to 
have been obtained from the State and 
not from the m unicipality. 

Seattle Case to Be Determined 
on Its Merits 

In a decision handed by J udge J er e
miah Neterer in t he United States Dis
t rict Cour t recently, the a pplication was 
g ranted t hat ha s been made by S. B. 
Asia and t hirteen t axpayer s of Seattle, 
Wash., for dismissal of the amended 
complain t fil ed by the Puget Sound 
Power & Light Company for a r estrain
ing order t o prevent the fourteen tax
payers from interfering with the city in 
the payment of the inter est and prin
cipal on the $15,000,000 of bonds issued 
by the city in payment of the railway 
lines now included in the system of the 
Seattle Municipal Railway. 

The court said: 
F o r the r eason s g iven in the decis ion s 

fi led_ on April 1, and on March 12. t h e 
!Ilot10n of the def enda n t is gran ted. The 
issu e sh ould b e d etermined at t h e earlies t 
date. _The _Cir <:;uit _Court of A ppeals con
Yen e_s m this city m S eptem be·r and i t is 
pos~1b le t o h a v e the action of t his court 
renew ed a t t h a t time if t h e parties a r e so 

d isposed. and a ll part ies m•ay t hen r ESt 
!~l~~)\~ cl.in the p r oceeding which m ust be 

. ~udge Net er er ha nded down a de
cis i_on on March 12 denying the ap pli
cat10n of the Stone & Webst er inter
ests_ fo r a t emporar y injunction 
agamst t he four teen t axpayer s. The 
amended complaint upon which the ap
pea l was handed down recently was in 
the na ture of an appeal from that 
decision. A t that time, the court held 
that the Superior Court had full juris
d iction in the case. The court held 
th at t he payment of the interest when 
due removed the "contingency which 
no doubt caused the pla int iff t o move 
in this case and this was done without 
or der or suggestion from t his court." 

Public Hearing on Question of 
Rehabilitation 

The City Council of Portla nd, Ore., 
has adopted a resolution reques ting the 
Public Service Commission t o call a 
public hearing to discuss t he question 
of whether the Portla nd Railway, Lig ht 
& Power Compa ny has made the ex
penditures fo r maintena nce a nd r econ
struction which it promised to make 
prior to the g ranting of the 8-cent fare. 
F. 1. Fuller, vice-president of the com
pany, sta t es that his co mpa ny has no 
objection to t he inves tigation. H e said 
that in the last seventeen months the 
company has spent $431,000 fo r ma in
tenance, reconstruction and general 
track and roadway work. The tota l 
maintenance for t h is period was 
$1,033,, 93. 

Hig·hway Legislation Before 
Congress 

There is a growing feeling in Con
gress that federa l a id highways should 
n ot be "free from tolls of all kinds" as 
is provided in both the Dowell a nd 
Townsend bills now before Congress 
and in the existing law. This is due 
to the increasing t endency on the pa rt 
of motor common carriers to use the 
public highwa ys without making r e
turns for the use of this facil ity. 

It is recognized t hat it is frequent ly 
very difficult t o require a common car
rier or a cont ract car rier performing 
~i_s service on a highwa y without penal-
1zmg the farmer or other producer in 
his efforts to get his product s t o mar
ket. Some are of the opinion that the 
feder al law should conta in no inh ibi
t ion against tolls and t ha t the matter 
better could be left to the states, since 
the question involved is a lmost always 
a local one. 

Highway legislation marked time 
during the week en ded July 9. Sen 
ator Townsend found it impossible to be 
in Washington during the week. Both 
the highway bills are at present un der 
his immediat e j ur isdiction. T he Dow
ell bill, which r ecently passed the House 
as a rider on the P hipps bill, was re
ferred t o Senator Townsend's commit
tee. The Townsend bill itself is on the 
Sena te calendar. Senator Townsend is 
in a posit ion t o call t he bill up at nearly 
a n y t ime that he desires. 

City Still Opposing Indianapolis 
Street Railway 

. At a conference of officials of the 
city a nd Indianapolis Street Railway 
recently, t he tract ion men refused to 
enter negotiations for a contract w hich 
"'.ould give t he cit y a ll regulatory 
right_s over the company excepting that 
1elatmg to ra t es. 

Mayor Jewett said t ha t Dr. Henry 
Jameson, chairman of the board of the 
utility, promised him tha t if the city 
would n ot use its influence against; 
the bill to permit public utilities to 
surrender their fra nchises a ll the com
pany would desire to do would be to 
g et relief from t he fa re provisions of 
it s contract wit h the city and would 
submit to city regulation in all other 
matters. 

Dr. Jameson denied having made 
such a prom ise. He insisted that he 
was standing by his word. 

Upon refusa l of the company to 
enter into negotiations for the contract 
Corporat ion Counsel Samuel Ashby 
announced that the city will seek t o 
have its common council pass an ordi
nance or ordina nces granting it such 
regulatory powers as it desires, under 
authority of section 10 of the public 
service commission law which provides 
for such procedure in the case of a 
i.;tility opera ting under an indeter
minate permit. 

It seems cert ain that the city will 
insist upon its right to collect $30,000 
a year for the next five years and 
$50,000 for t he seven years thereafter 
as a franchise tax payment to the 
board of park commissioners, as was 
guaranteed under t he surrendered 
franchise. It also appear ed probable 
that the city will insist that the com
pany continue to pay both for orig inal 
cost and maintenance of pavement 
between its tracks. 

The traction men insist ed t hat for 
the city to continue t o require these 
things would constitute burdens which 
would either break the company's back 
or necessitate appeal t o t he Public 
Service Commission for h igh er fares. 
They wer e pessimistic about the relief 
to be obtained from a r ate g r eater than 
5 cents, because t he r ecent 6-cent 
charge brought in less revenue than 
did the nickel when coupled with a 
charg e for transfers. 

Arbitrators Reduce Wages in 
Des Moines 

Wages of t he employees of t he Des 
Moines Cit y Railway have been reduced 
from a maximum of 70 cents an hour, 
t he old scale, t o a maximum of 59 cents 
by the fi ndings of the board of arbiters 
chosen by the company and the men. 
T he employees had sought an increase 
t0 a maximum of 80 cents, while the 
company a sked a reduction to 57 cents. 
The high rate goes to men of more than 
nine months' service. Those serving 
their first three months will receive 53 
cents and the men over three months 
and less than nine months 56 cents. 
The agreement fixed by the arbitrators 
became effective on July 1. 
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Jersey Value $82,000,000-
lncreased Charge for 

Transfers 
The Board of Public Utility Commis

sioners of New Jersey at noon on July 
14 filed its decision in the investigation 
of the rates of the Public Service Rail
way. The board continued the 7-cent 
fare, but increased the charge for 
transfers from 1 to 2 cents. It finds a 
valuation of $82,000;000 for the prop
erty, and estimates the income to be 
produced by the additional transfer 
charge, together with the company's 
other revenue, will afford a return of 
slightly more than 7 per cent on the 
value found. 

The board's decision is voluminous, 
comprising more than seventy type
written pages. It discusses in detail 
the different estimates of value sub
mitted to the board, the capitalization 
of the company, its revenues and operat
ing expenses. The board states that 
it had before it data regarding the 
value of the company as included in the 
Cooley appraisal, which was made by 
the company; the appraisal made by 
Ford, Bacon & Davis, under contract 
with the State Appraisal Commission; 
testimony of the board's own experts 
and that of the experts for the munic
ipalities and historical costs of the 
property as developed by witnesses 
of the municipalities. 

The principles of the valuation as de
clared by the New Jersey courts are re
ferred to and applied by the board. In 
addition to the decision of the New 
Jersey courts numerous decisions of 
the United States Supreme Court and 
courts and commissions of other States 
are cited and the principles therein set 
forth are discussed. 

The board found itself unable in view 
of the testimony presented to accept 
the valuation figures as presented by 
Ford, Bacon & Davis to the special 
state valuation board. 

The valuation as found by Ford, 
Bacon & Davis for the State was $125,-
000,000. The valuation as found by 
Dean Cooley for the company was $200,-
000,000. The value claimed by the 
municipalities was $60,000,000. Other 
phases of the rate case are referred to 
elsewhere in this issue. 

Interurban Will Electrify Track 
· to Union Station 

The Denver & Interurban Railroad 
will take steps immediately to electrify 
the Burlington Railway right-of-way 
from Utah Junction to Union Station 
in Denver, according to announcement 
made in Denver on July 9. The work 
will occupy about six months' time, the 
cars being routed over the present line 
via Globeville and over the Denver 
Tramway tracks until the project is 
completed. 

Provision for electrification of the 
railway line into Denver and shortening 
of the route was contained in a rate 
increase which was given the company 
last fall by the state Public Utilities 
Commission. The estimated cut in the 
running time under the new system is 

20 minutes with the elimination of all 
the attendant congestion of traffic in 
Denver streets over which the cars run. 

Under the new plan, the electric cars 
will not run into the Union station 
proper but will have their terminus on 
the Colorado and Southern coach 
tracks to the north of the main lines. 
With the new system in effect no addi
tional charge, it is understood, will be 
made for city fares in Denver which are 
now collected by the tramway company 
there as franchi se rights. This will, 
under prevailing street car rates in 
Denver, lower the round trip fare 16 
cents. 

City to Make Offer for Woodward 
and Fort Lines 

At a conference of the members of 
the Street Railway Commission with 
three representatives of the Detroit 
(Mich.) U'nited Railway on July 8 it 
was announced that the city would soon 
tender an offer to the company for the 
lines on Fort Street and on Woodward 
Avenue, where the franchises have ex
pired. It is frC:m these streets that the 
courts have held that the city has the 
right to order the company to remove 
its tracks. 

According to a statement by Alex 
Dow, speaking for the company, the 
company will give its answer as to 
whether or not it is willing to accept 
the figures named by the city within 
forty-eight hours after receiving the 
commission's offer. No decision was 
reached by the commission at the re
cent meeting as to what figures the city 
will name for the two lines. 

The question of ratifying the pur
chase of these two lines, which will link 
up the new municipal system with the 
down-town district, will be decided at 
the November election. Final decision 
will be left to the voters and they will 
be asked to !luthorize the purchase of 
the lines at that time. 

Some time ago the Detroit United 
Railway signified its willingness to sell 
the two lines at such time as the people 
desired to take them over. Although 
no announcemEnt was made by com
pany officials following the last meeting, 
Allan F. Edwards, vice-president of the 
railway, stated that the company's at
titude had not changed. Both Mr. Ed
·wards and Mr. Dow declined to make 
any statement at the present time ex
cept to say that the company was ready 
to sell these lines to the city. 

Denver Plans Wage Readjustment 
Negotiations will be entered into in 

the near future between a committee of 
employees' representatives and E. Sten
ger, receiver for the Denver Tramway, 
looking toward a general wage read
justment. In the meantime, the em
ployees' representatives have notified 
the trainmen that Receiver Stenger will 
not restore the top wage of 58 cents an 
hour which was in effect at the time 
of the August, 1920, strike-a rate 
approximately 90 per cent of the pres
ent trainmen would have automatically 
received next month or soon thereafter. 

Fares May Go Up in Cinc innati 
There will be no reduction in fares 

on the lines of the Cincinnati (Ohio ) 
Traction Company on Aug. 1. This 
is a direct result of activity of the 
citizens' committee, of which William 
J. Schultz is chairman. Instead there 
is a likelihood of fares going up on the 
strength of petitions filed by the com
mittee with the city auditor. The peti
tions ask for a referendum on the 
ordinance recently passed by the City 
Council providing for the lowering of 
fares. 

The filing of the petitions has the 
effect of suspending the operation of 
t he new ordinance. It means, there
fore, that the 1918 franchise ord inance 
still is in force a nd under --Its terms 
when the traction company suffers a 
deficit for two months in succession it 
may give notice of an increase in fare$ 
on the fifteenth of the following month , 
to take effect on the first day of the 
month thereafter. 

The committee submitted 178 peti
tions which contain a total of 16,644 
names. Less than 10,000' signaturPs 
were required. The petition seeks to 
submit the ordinance to the voters at 
the November election, thus holding up 
the issue until after that time. Mr. 
Schultz declared that if the ordinance 
is voted down by the citizens he will 
introduce an ordinance by initiative 
petition providing for a reduction of 
fares at the rate of one-half cent each 
month until a level of 5 cents is 
reached. 

City officials pointed out that under 
the law the formal accephm ce by a 
public utility of any franchise ordi
nance or a n amendment is necessary 
before the ordinance can become ef
fective. Such an ordina nce will take 
care of the deficits, it was pointed out, 
and the traction company is not likely 
to accept it because of these conditions. 
Mr. Schultz 's idea is to abolish the 
annual franchise tax of $350.000 paid 
to the city by the traction como<t ny. 

Mavor John Galvin. when informed 
that the petitions had been filed. said it 
is too bad t hat a condition of this kind 
should arise. 

Duluth Absconder Captured 
Berger T. Jager, form er confidential 

secretary to Vice-President A. M. 
Roberts~n of the Twin City Rapid Tran
sit Company, is in the Hennepin County 
jail under indictment for g rand larceny. 
After confessing to a Cincinnati clergy
man he wrote to Mr. Robertson offering 
to g-ive himself up, and arrived July 9 
in Minneapolis in charge of a Pinkerton 
man. On Jan. 29 it was discovered Jager 
had converted to his own use a Duluth
Superior Traction Company check for 
$4,825. On Jan 31 it was discovered he 
had taken from a safet y deposit vault 
$127,000 in securities belonging to the 
Duluth company. Of these securities 
$116,000 were recovered on July 2. 
Jager had been employed fifteen years 
by the company before his resignation 
and disappearance. 
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past twenty-one years, according to 
these advertisP,ments, the company paid 
a total of $5,661,879 to holders of the 
$4,500,000 of 6 per cent preferred stock 
in regular quarterly cash dividends. 
The holders of the common stock have 
r eceived during the past nineteen years 
a total of $12,315 550, or at an average 
yearly rate of 6~ per cent. 

Milwaukee Sells Stock 
$3,000,000 of :New Issue be:ng Piaced 

Locally in Campaign with Several 
:Novel Features 

A novel advertising scheme has just 
been made use of by the Milwaukee 
Electric Railway & Light Company, 
Milwaukee, Wis., in selling its securi
ties direct to the publfr. The company 
1s one of the pioneers in direct sales 

The method -; em ployed by the Mil
waukee Electric Railway & Light Com 
pany and its affil iated companies in 
W-isconsin in se lling their securit ies to 
the public wer8 described in some detai l 
in the paper, ''Home-Town Financing," 
read by S. B. Way, vice-president and 
general manager of the co:11pany, be
for the 1921 mid-year me eting of the 
A merican Electric Railway Association. 
Thi s paper was printed in the ELECTRIC 

Adequate Junior Financing 
Practical Application of Doctrine of 

Bankers' Association to Be Made 
by Holding Company 

A committee of the stockholders of 
the North American Company, New 
York, N. Y., has recommended to the 
stocl:holders a plan and agreement for 
the reclassification and readjustment of 
the capital stock of the company. The 
subsidiaries serve rapidly growing dis
tricts constantly demanding increased 
fac ilities with the attendant large re
quiremen ts for new capital. It is ex
plained that continued employment by 
subsidiaries of bonds and notes as the 
sole means of financing the cost of sud1 
added facilities tends in frne to produce 
a financial set-up top-heavy in debt and 
to impair the credit of the parent com
pany and its subsidiaries. 

BAN NER DISPLAYED ON" :.\IILWAUKEE CARS 

In other words, the rapid growth of 
the properties has required a larger 
amount of capital than the subsidiaries 
cculd provide a nd it has been necessary 
to make up the balance from surplus 
earnings, with the result that the quoted 
market discount on the stock of the 
holding company as now organized has 
made it impossible to meet these capi
tal requirements from the sale of ad-
0itional a mounts of such stock. It thus 
becomes imperative that a readjust
ment of capitalization be effected which 
will make it practicable to raise new 
capital and permit distribution of a 

of securi ti es. As reported in the 
ELECTRIC RAILWAY JOURNAL of June 11, 
1921, page 1100, it recently increased 
its capital stock. It was decided to 
offer for sale ir 1921 a part of the new 
issue of preferred stock, large ly for 
the purpose o{ t r ansforming floating 
debt incurred during recent years for 
::i dditions to plant and property to a 
permanent in ves tment basis. In order 
tc attract attention to the sale which 
,vas to b egin on Jun e 30, 1921, all the 
700 city and interurban cars of the com
p::ny appeared on the morning of June 
30 carrying large banners on their sides 
C[,Iling attention to the sale of securi
ties. As is shown in the accompany
ing illustraticn, the banners read: 
"T. :\I. E. R. & L. Co. 8 Per Cent Cumu
lative Preferred Stock. On sale t oday. 
Public Service Building." 

BANNERS PRODUCE SENSATION 

The banners produced something akin 
to a sensation since they resembled ban
ners announcing picnics. This caused 
everybody to endeavor to get a good 
look at them. The banners were sup
plemented on June 30 by half-page ad
vertisements in the principal Milwaukee 
daily newspapers, giving further de
tails of the stock issue and of the sale 
in general. The advertising campaign 
is being continued, a quarter-page ad
vertisement being used in the large 
dailies since July 1. Advertising will 
also be carried in the various "\Viscon
sin dailies and weeklies. In addition, 
the company has asked the co-operation 
of its employees to help sell the securi
ties . A small commission will be paid 
for each share of stock sold by the·_n, 

RAILWAY JOURNAL of Feb. 12, 1921, 
page 304 . 

The stock being sold is a $3,000 000 
if sue of 8 per c-ent cumulatiYe non -vot
ing preferred. It is being sold at par 
($100). The issue has been approved 
by the Wisconsin Railroad Commission. 
The advertisements announcing the sale 
of this s tock call attention to the fact 
tl: at the increase in preferred stock is 
the first in twenty years. During the 

FIRST TIME IN 20 YEARS 
T. M. E. R & L. U>. lncrea.,,. Capital Stock $3,000,000 

and Give1 Wisconsin Investors an Opportunity 
to Buy 8 % Cumulative Preferred 

Sh~res at $JO() a Share. 
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The Milwaukee Electric Railway & Light Company 

EFFECTIVE ADVERTISEMENT USED IN MILWAUKEE CAMPAIGN 
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h::.rger proportion of these earnings to 
stockholders. 

The present authorized capital of the 
company is ~30,000,000, all common, of 
which $29,793,300 is outstanding. It is 
proposed to provide a n authorized capi
tal of $60,000,000 to consist of $30,000,-
000 of 6 per cent cumulative preferred 
stock to be redeemable at 105 per cent 
of par and $30,000,000 of common stock. 
Under this plan there will be issued to 
each stockholder f :i r each $100 share 
held at present $50 par value of 6 per 
cent cumulative preferred stock and 
$50 par value of common stock. 

This will require the issuance of th ~ 
same amount of stock as is now 
outstanding, so that upon completion 
of the plan recommended , the relative 
position of each stockholder will be 
maintained, unaltered as far as his pro
portionate interest in the assets of 
the company are concerned. On the 
other hand, however, the new plan has 
the advantage that the preferred stock 
with its fixed dividends of 6 per cent 
and the small proportion of the total 
earnings required therefor should rank 
as a high-grade investment stock. 

Since the return on one-half the capi
talization will be limited to 6 per cent, 
all remaining earnings will be applic
able to the corr.man stock. The larger 
sum thus left available for this issue, 
it is hoped, will warrant this stock 
enjoying a market fr.om time to time at 
par or above. In this way it is expected 
provision can be made for financing 
the capital requirements of the sub
sidiaries, thus permitting the release 
for dividends of a larger percentage 
of the subsidiaries' earnings. 

The matter of a readjustment of the 
capitalization of the company was first 
considered in 1917. Prior to the an
nual meeting of the stockholders in 1920 
a plan was submitted and received the 
approval of a majority of the stock
holders. It was later .withdrawn, how
ever, for further consideration. The 
<lirectors believe that the plan now of
fered obviates the only objection which 
v:as offered to the plan of 1920. 

Future Encouraging 
Increased Traffic on London Rail'ways 

Fails to Offset Increase in 
Operating Expenses 

In the 1920 comparative statement of 
the operations of the five companies, 
which became parties to the agreement 
made under the London Electric Rail
way Facilities Act of 1915, there is 
shown an increase in traffic receipts of 
£1,924,388, or 20 per cent over 1919. At 
the same time the operating expenses 
increased £2,199,249, or 26.9 per cent 
over the preceding year. 

Allowing for an increase in the 
miscellaneous receipts of more than 
£130,000, the net income for 1920 was 
£141,895 less than in 1919. The state
m ent of the London General Omnibus 
Company is · more encouraging than in 

ground Electric Railways may be ob
tained by the fact that 98,309,320 more 
passengers were carried than in 1919, 
an increase of 5.7 per cent. During the 
same period the total car miles in
creased 17,751,663, or 11.9 per cent. 

During the year the London General 
Omnibus Company placed an order for 
500 "K" type motor omnibuses, making 
together with those ordered the pre
vious year 1,000 in all, of which 54 7 
had been put into service up to Dec. 
31, 1920. Another order has been placed 
for an improved bus known as the "S" 
type. The company will then have 
omnibuses of the "B" type seating 
thirty-four passengers, the "K" type 
seating forty-six passengers, and th e 
"S" type seating fifty-four passenger s. 

A bill which was promoted by th e 
four railway companies for an increase 

ST.\TISTICAL INFOR:\IATION OF RO_-\.DS IX LONDON FOR YE AR 1920 
City and L ondon 

l\ I etropolitan London :c;outh Centra l Genpra ) 
Dist rict E IPf'tric London London Omnibu s 
Railway R ailway R ailway Hailwa,v Compa ny Total 

:\lileage-fir st track ........ . 27.825 24. I 37 7.3 25 6.825 
second track ...... . 26.887 23 .775 7.325 6. 764 .. "c' i 577 . ······•• · 

T ota l single track .......... . 70.800 57.613 15.680 21.375 
Train-miles-active ... ,, ... , 5, I 09.101 6,71 7.30 I .... .. ... .. 

idle . . 142. 620 l 19.05~ 

Total train-miles operated .. . 
Total car-miles operated .... . 1~:m:~~\ 2~:m:m 7j9i',so9 s:0·6·9,045 135,'s'4'3:09i . i.is,i2's°,900 
R e \' enue p assengers can~ed: 

Ordinary (cash) . ........ . (a\95,320,1 79 112,703,726 26,443,739 39,328,973 767,953,649 1,041,750 ,266 
\\'orkm en ..... . ........ . (n) 24,338,296 32 ,946,156 12,0 11,225 4,536,672 . . . . . . . . . . 73,832,349 
~eason .... ............. . (u) 28,040 ,865 18,940,220 2,683,928 6,454 ,240 . . . . . . . . . 56,119,253 

Tota l p assengers ....... 1n) 147,699,340 164,590 , 102 41 , 138,892 50 ,3 19,885 767,953,649 1, 171 ,701,868 
Gross passcngerre\'enue.. .. . £ 1,533,000 £ 1,71 6,4 76 £353, 104 £ 525,083 £ 6,533,95 1 £ 10,66 1, 6 14 
Average fare per passenger 

(pence) . .. ....... . 2. 49 2 49 
Statist ics per ca r-mile: s. 

Traffic receipts ..... . . . . . . I 
d. s. d. s. 

9 . 67 1 2 . 78 (i 

2. 06 2 . 46 
cl. 8. d. 

II . 47 I 3. 63 

2 . 04 
s. d. 
I 6 . 27 

s. 
I 

2 18 
d. 

Operating expenses....... 1 6. 53 0 11 94 0 IO . 45 1 2. 43 1 6 . 64 1 
0 

6. 72 
4 74 
1. 76 
7. 88 

>1 et income... . . . . . . . . . . . O 10 . 30 0 1. 53 0 0 . 45 0 1. 76 ( ) 0 0 . 005 
P assenger traffic ..... . 7 . 55 5 91 5 . 57 6 . 23 8 . 94 

(a) E stimated. ( ) D eficit. (c) :\liles of street on which buses operat e, of whic-h 222 miles are over 
tramway t racks. 

1919, the net income being a deficit of 
only £1,942 or a gain of £137,062. The 
reason, therefore, for the total decrease 
in net income over 1919 was due to th e 
large decreases of the London Electl'ic 
Railway of £167,607, the City & South 
London Company £41 ,275, and th e Cen
tral London Railway £84,668. 

Some idea of the rapid growth of the 
service rendered by the London under-

in rates received the Royal assent on 
August 16, 1920. The new fare was put 
into operation on Sept. 26, by which 
ordinary fares were increased about 30 
per cent, and workmen's fare s and sea
son tickets were also inc1·eased. On the 
same date a new schedule of rates was 
introduced by the London General 
Omnibus Company. The results of the 
increase thus far are up to expectations. 

DJCO:\IE ST_-\.TE:\IE"IT OF R0.-1.DS I N LOXDON FOR Y E.-1.R 1920 

6 ~!~act{ne;~r;;~~~; :: .'.'.:: : : : : : : : : : : : : : : : : : : : : : : : : : : : : : : : : : : : : : 

Net recc•ipts . ................. . ... : ...................... . 
:\Iiscellaneous r ecc-ipts (net) ........ .. .............. • ........... 

Gross ineome . ... .. ... .. ......... . ......................... . 
Interest, renta ls a nd other fix ed charges ......................... . 

R:.;:r\-~nfgrmc~·,;ti~g~~~ic's' ~~d ·r·e·n·e·,{,,;is'. : ::::::::::::::::::: : :::: 
Dividend on guaranteed and prefcren,.c st ocks ................... . 

Total dedu ct ions .. ..... ...... ... ... ................... • ..... 

Surplus p a id into or drawn from common fund ................... . 
Amount received from ,.ommon fund ......... .................. . 

Per C-C'nt of total. . ........... . . ............... • ... • _ .. • .... . 
Add balanr·e from last ye ar' s arr·ounts .......................... . 

Tota l amount ava ilab le for dividends nncl further re·,er,· es ......... . 
Dividends. _ .. .... .. . . ...... ... ...... ... . ... .... .. .. . - ..... • , . 

l\Ietropoli tan 
District 
Railway 

(a) £2,472,614 
1,509,272 

£963 ,342 
205,508 

£1, 168,850 
327,371 

£84 1,479 
45,000 

( ) 124,930 

£ 169,930 

£671 ,549 
42,539 

12 
22,098 

£64,63 7 
44,100 

London 
E leetrie 
R ailway 

£ 1,716,476 
1,387,294 

£3 29,182 
134,936 

£464, 11 8 
286,266 

£ 177,85 2 
45,000 

126,947 

£ 171 ,947 

£ 5,905 
106,348 

30 
20,942 

£ 127,29 0 
104,940 

B alance car ried to next year's aceonnt. .. ...... ... . . . . . . . . . . . . . . . £ 20,537 .£22,350 
( 11) Includi_n g $70?,~ 47 from Govc-rnrnent r·ornpensat ion after providing for adj ustments. 
( ) Exclusive of d1v1<l<'nd on second rir eferenc-<' stor·k . 
(c) Deficit met out of comrnon fund. 

* Deficit. 

City and 
Sou h 

L ondon 
R ailway 
£353, 104 

32 1,9 1 I 

£3 1,193 
32,309 

£63, 502 
49,619 

£ 13,883 
25, 000 
42,500 

£67,500 

(c) £ 53,617 
21,270 

6 
19,750 

£41,020 
22,200 

- - --
.£ 18,82 0 

London 
Ceutra l Genera l 
London Omnibus 

Rail way Company Tota l 
£5 25,083 £ 6,533,95 1 £ 11,601 ,228 

485, 132 6,675,238 10,378,847 

£ 39,95 1 * £ 141 ,287 £ 1,222,3 81 
73,317 247,928 693, 99 8 

£ 113,268 £ 106,641 £ 1,9 16,379 
54,071 108,583 825,9 10 

£ 59 , 197 £ 1, 942 £ 1,090,469 
20,000 285,000 420,000 
21,600 315,9 77 

----
£ 41,600 £ 285,000 £735,9 77 

£ 17, 59 7 (c) £ 28 6,94 2 £354,492 
70,898 113,437 354,492 

20 32 100 
I 1,762 59,726 134 ,278 

£ 82,660 £ 17 3, 163 £ 488,770 
67,500 114,320 353,06 0 

£ 15,160 £ 58,8 43 £ 135,7 10 
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Hartford & Springfield Road 
Doing Better 

The committee representing the hol d
ers of bonds of the Hartford & Spring
field Street Railway, Hartford, Conn., 
has expressed great satisfact ion over 
t he much-improved physical condition 
of the property and its present financial 
status, and has urged the cont inuation 
of the receivership. The members 
furth er suggested that bondholders re
frain from sending in for payment the 
$600,000 of first mortgage 5s due on 
July 1. 

The bondholders received a statem ent 
of operation from Receiver Harrison 
B. Freeman under date of June 10, 1921. 
In t his report Mr. Freeman expressed 
t he belief that the railway "can be 
made to earn its operating expenses, 
taxes and something to apply on bond 
interest as soon as t he industrial 
depressio n has passed and there has 
been a readjustment so t hat operating 
expenses can be r educed." 

The Hartford & Springfield Division 
went into receiver's hands in October, 
1918. At that time it owed more than 
$50,000 in open accounts and had failed 

H artford & Springfield Di v i, ion 
Gross Opera ting 

R ereipt s Expense 
O r t ., 1918- 1919 . . $245,675 $235,942 
Oet., I 9 I 9- I 920. .... . 255,140 265, 13 1 
~even months to !\lay, 192 1 15 1,301 157,984 

to pay interest on its bonds. Money 
had to be borrowed to keep the road 
going, but the company, despite t he 
severe conditions imposed by the in
fluenza epidemic and the coal shortage, 
weathered the gale so that now all 
notes have been paid a nd all bills 
up to June 1 have been met. Con
siderable mon ey has been spent in 
replacement and more than $20,000 has 
been expend ed within the last two 
years in rolling stoc k. Thes e various 
expenditures, together with a 50 per 
cent wage advance, have eaten pretty 
well into the company's finances, even 
t hough a flat 10-cent r ate for each zone 
went into effect on April 1, 1920, in
stead of the 7-cent fare. The advance 
in rates helped materially at first to 
swell the gross receipts, but this favor
a bl e development was only temporary 
due to the present industrial depression. 
State taxes and assessments for high
way improvements to the a mount of 
$29,653 accrued from Oct. 1, 1918, to 
Jan. 1, 1921. 

The accompanying statement shows 
the operating results of the receiver
ship from Oct. 1, 1918, to May 1, 1921. 

Deficit of $150,000 Accumulated 
Since 1913 

The New Jersey & Pennsylvania 
Traction Company, Trenton, N. J. , an
nounces a deficit of more than $150,000 
in operating its line from Trenton to 
Princeton since 1913, according to fig
ures submitted by the company in the 
hearing of the application for a 10-cent 
fare before the Board of Public Utility 
Commissioners. It was shown that 

the company's property was valued by 
the ccmmission in 1913 at $500,000 and 
again in 1916 at $575,000. Both sides 
agreed tha t the 1916 va luation would 
hold for the proceedings in the present 
case. The 6 per cent net return on this 
valuation, which the commission a u
thorized, would mount to $34 ,000 a year. 
A deficit amounting to from $11,000 to 
$50,000 a year has accumulated since 
1913. Last December the commiss ion 
rejected the application to raise the 
fare from 7 to 8 cents and advised the 
company that an increased rate would 
be unlikely to solve its financial prob
lems. 

Toledo Going Behind Steadily 
• With the staJ.ilizing fund of the Co m

munity Traction Company, Toledo, Ohio, 
down to $183,:333 after five months of 
operation it has been necessary to raise 
fares to 7 cents with tickets at eight 
for 50 cents or possibly six for 40 cents. 

The report for t he month of June 
made by Com miss ioner Wilfred E. Cann 
indicates a deficit of $32,963 after pro
viding for operating expenses and allow
ances fo r various funds . This is a de-

Hartford Divi,ion 
Gro3:1 

R eeeipt , 
July I, 1920 - :\ l ay I, 192 1. $152,450 
T ot a l system 31 mo.s... 804 ,566 

Operating 
Expense 
$130,422 

789,479 

crease of $1,406 from the previous 
month. The tota l accrued deficits so 
far amount to $313,634. 

This sum will have to be made up 
by fare increases and savings in opera
tions. The fare raise will not take 
effect before Aug. 1 because of a special 
prov1s10n in the ordinance which allows 
six months operation without a fare 
change. 

A decrease in gross revenue from all 
sources of $13 ,663 is accounted for by 
the fact that riding has fallen off about 
18 per cent and that June had one day 
less of operation than the previous 
month. 

OPERATING RATIO 85.47 PER CENT 

There was a greatly increased ex
penditure on ways and structures dur
ing the month of June. A total of 
~49,811 was paid out for that work 
during the month. The ratio of operat
ing expense to income fell to 85.4 7 
per cent during the month, a decline of 
2.01 per cent. 

The commissioners are not pessimistic 
over the status of the operation of the 
lines. They believe that the restriction 
of buses which will soon be eff ective 
will divert about $16,000 revenue to the 
rai lway and that the decrease in p.ower 
rate will net a saving of between $10,-
000 and $20,000 a month. 

The bus ordinance is now in litiga
tion. The Common Pleas Court was 
cpheld during the week ended July 9 
by the Court of Appeals and further 
action was expected on July 13 to bring 
the matter before the Supreme Court of 
the State for the final effort to set the 
measure aside. 

Financial 
News Notes 

Wants to Issue Bonds.-The Chicago, 
North Shore & Milwaukee Railroad, 
Highwood, Ill., has petitioned the State 
Public Utilities Commission for per
mission to issu e $500,000 of 7 per cent 
secured sinking fund gold bonds and 
$98,400 of first mortgage bonds. 

$525,000 Sought to Be Recovered.
Two suits seeking a total of $525,000 
from the Ohio Traction Company and 
the Cincinnati Street Railway for fran
chise tax have been filed in the Hamil
ton County Common Pleas Court by 
Attorney Robert S. Alcorn as a tax
payer. 

Havtian-American Corporation in 
Diflic~lties.- A petition in bankruptcy 
has been filed against the Haytian
American Corporation. The corpora
t ion has concessions from the Haytian 
government for the operation of rail
way and electric lines, electric light 
a nd power companies and a large sugar 
plantation in Hayti. James N ~ Rosen
berg was appointed receiver in equity 
for the corporation last April. 

Overtures Made to Continue Line.
The Lake Shore Electric Railway has 
been asked by citizens to abandon its 
plan of r emoving service on the Sol
diers' Home and West Monroe Street 
lines in Sandusky. The service will be 
continued according to company offi
cials provided a 10-cent fare is per
mitted to be charged on the Soldiers' 
Home line and a 7-cent fare on the 
W est Monroe Street line. The present 
fare on other lines is 6 cents with five
for-a-quarter tickets. 

$1,000,000 of Transit Bonds Sold.
The city of Cincinnati, Ohio, has sold 
to a syndicate composed of Halsey, 
Stuart & Company, the Guarantee 
Trust Company, the Bankers Trust 
Company, Stacy & Braun, the Fifth
Third National Bank and Ames, Em
erich & Company, $1,000,000 of Cin
cinnati Rapid Transit Railway Con
struction 5:i per cent bonds. They are 
a direct obligation of the city, mature 
Jan. 2, 1967 (optional 1942), and are 
being offered at 103.50 and interest, 
yielding 5~ per cent. 

"Let Your Service Pay You Divi
dends."-The Public Service Corpora
tion of New Jersey, Newark, N. J., 
reported on July 5 that its "Customer 
Ownership" campaign or its offering of 
8 per cent cumulative preferred stock 
had aggregated subscriptions in the 
first four weeks of more than $1,000,-
000. The campaign was started on 
May 23. In the first four days 612 
new partners were secured, and in the 
first four weeks this number was in
creased to more than 4,000. A detailed 
account of this offering was given in 
the ELECTRIC RAILWAY JOURNAL for 
June 4. 
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Jersey Case Carried Up 
Public Service Commission Appeals 

From Court Ruling Hollting Pres
ent Fare Inadequate 

The Board of Public Utility Commis
sioners of New Jersey ha s appealed 
from the decision of the Supreme Court 
of New Jersey in the 10-cent fare peti
tion of the Public Service Railway. It 
will be recalled that the opinion of Jus
tice Bergen in this case declared that 
the course followed by the commission 
was not warranted by the evidence. The 
commission now replies to the stric
tures by the Supreme Court upon its 
action in the 10--cent case. 

ORDER NOT WARRANTED 

The commission says that the order 
of the Supreme Court was not war
ranted by law. Furthermore, the com
mission holds that the order of the 
court was in effect the legalizing of 
"all the bond issues of the Public Serv
ice Railway and all the rentals paid 
to subsidiary companies under lease," 
the valuations of which have never been 
determined by commission or court. 

The third point made by the commis
sion in its comment upon the Supreme 
Court decision is that the appeal to 
the Court of Errors will determine 
whether the fixing of a just and reason
able rate is a judicial or legislative 
function. It was expected that the 
board would announce by July 14 what 
it considered a just and reasonable 
permanent fare for the railway. 

The commission sought immediate ac
tion on its appeal, but Chancellor Ed
win Robert Walker declined to convene 
the Court of Errors and Appeals in 
special session to stay the judgment 
of the Supreme Court directing the 
commission to grant a higher rate of 
fare than 7 cents to the railway. L. 
Edward Herrmann appeared before the 
chancellor at the direction of the Utility 
Board. The chancellor stated that it 
would not he possible at this time, upon 
such short notice, to secure a quorum 
of the sixteen Errors Court members, 
as many of the judges are away. 

VALUATION BRIEF FILED 

In a brief filed with the Public Utili
ties Commission on July 11 in the Public 
Service Railway valuation case, George 
L. Record, representing Jersey City, re
peats his stand for the continuance of 
the 7-cent fare and asks that the Public 
Service be warned that if it wants 
greater return on its investment it must 
rely upon greater efficiency and economy 
in management. Mr. Record contended: 

The eviden ce shows th a t the Public 
Service is n ot e·ntitled t o a n y inc rease or 
fare,. a nd tha t on th e contra r y the r apid 
fall m the price of labor and m a t eria l w ill 
soon put the compa ny wher e a r eduction in 
the present 7-cent r a te should be orde red . 

It is not fair tha t this co mpa n y s hould be 
a ble to €'Xact from th e p eople who rid e in 
the cars a tribute of $1, 5 00,000 a nnua lly 
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to pay inte res t upo n securiti es th a t repre 
sen t no in ves ted va lue . T h e injus tice of 
~axin g fo r ever p~ople w ho a r e m os tly poo1· 
m on le r to prov id e a n u n earn ed in come t o 
securi ty holder s w h o a r e mos tly r ich is 
in tole r a ble a nd in t he long· r u n can not in 
th e n ature of thin gs cont in ue . 

The Cooley appra isal of the Public 
Service property is called " fanciful " 
and "absurd" by Mr. Record and the 
one made for the state by Ford, Bason 
& Davis fails also, he declares, because 
it is built up upon the same fanciful 
theory and because the value found 
depends entirely upon what rate the 
board should allow. Mr. Record con
tends for the $60,000,000 value offered 
by the muni~ipalities. 

Six Cents Upheld 
State Supreme Court Reverses Lower 

Court Decision and Dismisses 
Attorney 's Suit 

The State Supreme Court of Louisi
ana in a recent decision ruled that 
Shreveport citizens must continue to 
pay a 6-cent fare until Dec. 31, 1923. 
This finding by Justice Provosty r e
Yersed the Caddo District Court and 
dismissed the suit of Huey P. Long, Jr., 
against the Shreveport Traction Com
pany, asking that the 6-cent fare ordi
nance be declared illegal. 

The Shreveport fare controversy 
dates back to May 18, 1920, when an 
election was held and a majority of 
votes cast favored the increase in fare 
from 5 to 6 cents. 

The increase was contested by H . P. 
Long, an attorney at Shreveport and 
a m ember of the Louisiana State Rail
road Commission. H aving fail ed in his 
efforts to defeat the proposition on the 
day of the election, Mr. Long filed suit 
to a nnul the election, alleging certain 
irregularities in the proceedings of the 
Mayor and Council in calling the vote. 
The case was tried in F ebrua ry 1921 
and the District Judge sustain~d th~ 
contention that the irregularities were 
sufficient for an annulment. Mr. Long 
came out in public print advising peo
ple to pay only 5 cents. The railway 
advised the people that an appeal would 
be taken to the Supreme Court and 
that the fare would be 6 cents until 
such time as the Supreme Court should 
pass upon the matter. 

In the course of a few weeks the 
~umber of patrons wno insisted on pay
mg only 5 cents grew to such pro
portions that the railway instructed its 
conductors to eject any passenger who 
failed to pay the full fare. As a result 
there was consirlerable confusion and 
the company compromised the matter 
by agreeing to issue coupons for 1 cent 
in case the higher court should sustain 
the lower court. 

The case was argued before the Su
preme Court on April 11 and decision 
was rendered on June 30 in favor of the 
railway. 

More Jitney Decisions 
Connecticut Commission in New Find

ings Re iterates S tand Taken in 
Hartford-Jfanchest er Case 

The j itneys her etofore operating in 
.Kew Ha ven, Conn., have been denied 
certifi cates of convenience and n ecessity 
by the Connecticut Public Utilities Com 
mission with the exception of t hree 
buses opera ting on a route that serves 
territor y inter vening between two car 
lines. This ckcision a lso largely pro
hibits jitney operation t o surrounding 
towns either on account of adequa te ra il 
ser vice or bec.:1 use permits have already 
l,een g ranted tc other jitney operators. 

In denying the applications between 
Br a nford and New Haven the commis
sion suggests that the Connecticut Com
pany establish a motor bus service in 
connection with its trolley lines to ser ve 
territory between E ast Haven a nd 
Branford, formerly fed by jitneys and 
J1ow without other means of transpor
tation. 

With regard to the applications for 
permits to run to Bridgeport and Hart
f?rd the commission denied the peti
t10ns, holding that in each case there 
was adequate steam road service and 
that the routP.s were intended princi
pally for through traffic and would only 
serve intermediate territory to a lim
ited extent. However, on the New 
Haven-Bridgeport route the commis
sion suggested that the Connecticut 
Company might operate a motor bus 
from New Haven via Milford to Devon 
and Allingtown over the main trunk 
highway, there being no other exist

·ing means of transportation, nor any 
application for this territory. , In con
nection with the route to Hartford over 
which large t ouring cars were ru~, the 
commission held the train service was 
adequa te and further that inasmuch as 
the automobiles with r easonable safe 
speed took a t least thirty minutes 
lunger than the train, the duplicate 
service was not warranted. 

The commission allowed the applica
tion fo r a bus route from New Haven 
t c Waterbury via Bethany on the 
g rounds of inadequate train ser vice but 
denied the through route to Waterbury 
via Ansonia and Derby. This last 
named route is co-extensive with or 
parallels street railway service supply
ing intermediate points over its entire 
length. The route to Waterbury via 
Bethany, it was held , was the quick
est, most direct and uncongested for 
through travel and for that reason the 
commission denied the applications for 
another through route via Derby. 

Business Men Ask for Cheaper Fares. 
- At the monthly meeting of the Allied 
Boards of Trade of Pittsburg h , P a. , 
on June 15 constituent organizations 
through their delegates reported that 
they had approved r esolutions adopted 
last month by the Allied Boards, calling 
for a lowering of railwa y fares in Pitts
burgh. The committee on better ser v
ice was instructed to bring this ma tter 
before City Council a nd the Public 
Service Commission. 
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More Municipal Buses 
Hylan Adminis tration in .New York 

E stablishes Routes Over Gr a nd 
Concourse 

The Emergency Bus System, so
called, of the Department of Plant and 
Structures, New, York, started opera
tion on Sunday, July 3, over an 8-mile 
line for a 5-cent fare along the Grand 
Concourse in the Harlem and Bronx dis
tricts of upper New York City. Nine 
two-man doubledeck buses, seating fifty 
passengers each a nd mounted on Dia
mond-T chassis, comprised the original 
fleet put into servfoe. Eleven more 
buses are soon to be added. Five of 
these will be c,f the sam e design while 
the other six will be mounted on a 
Packard chassis with body patterned 
after that of the London bus. 

ORIGINAL ROUTE EXTENDED 

The original bus route extends from 
110th Street nnd Fifth A venue north 
via Fifth A venue, Morris Parkway, 
Mad ison A venue, Mott Avenue, and the 

those waiting in the queue a chance to 
get aboar d in their turn according to 
the number of seats oper a t ed. Stops 
per mile will vary from six t o eight. 
This g ives an average speed of 9.75 
m .p.h. 

The st reet s over which t he buses 
operate could not be bet ter so far as 
the paving is concern ed. There is less 
than a mile of granite block paving, 
some of which is g routed, while the 
balance is either asphalt or bitulithic 
macadam. The a m ount of vehicular 
traffic which the buses have to contend 
with is heavy inasmuch as the major 
portion of the rou te passes over one of 
the main arteries for au tomobile traf 
fic out of New York City for points 
north and east. This, however, is not 
as slow moving as t he buses t hem 
selves for the Concourse has two one
way traffic lanes each wide enough to 
accommodate three traffic streams with
out difficulty and the speed limit is not 
strictly enforced. 

The traffic handled during the first 
few days of operation averaged from 

Birmingham Case Closed 
Commission Expected to Rule Within 

Thirty Days on Eight-Cent 
Fare Plea 

Hearings on the application of Lee 
C. Bradley, receiver for the Birmingham 
Railway, Light & Power Company, Bir
mingham, Ala., for an 8-cent fare with 
a 2-cent transfer charge and an appli
cation t o keep the present electric light 
schedules in effect , eliminating an auto
m a tic reduction in rates, were held be
fore t he Ala bama Public Service Com
miss ion on July 7 and 8. 

Tes timony before the commission 
was complet ed on the night of July 8 
and t he case was taken under advise
ment pending t he filing of a budget for 
the last half of the year by J. S. 
Pevear , pres ident of the company, and 
general manager of the property under 
the receiver. Mr. Pevear is also to file 
(Stimates of the receipts of the prop
erty for the last half of the year based 
on the present rate and on the advanced 
rate. Similar es timates are to be 

FLEE T O F B1-' S E S SERVI~G TERRITORY Now "\VITHOUT RAILWAY FAC ILIT!ES 

Grand Concourse to .;\fosholu Parkway 
at ~07th Street., a distance of 8.3 miles. 
The buses are run on a ten-minute 
headway so far as possible. As soon 
as additional equipment is received, it 
is planned to open up another route 
from Fort Lee Ferry thence via 126th 
Street to Fifth A v~nue and to sand
,vich in with the first-named route so 
as t o give a five-minute schedule over 
the Concourse. These routes do not 
operate except for about a half mile on 
streets occupied by trolley car tracks 
a nd then only to cross the Madison Ave
nue Bridge. 

This bus system is the result of action 
taken by the Board of Estimate on July 
1, 1921, g ranting to Emil Leindorf, 
owner of the Concourse Bus Line, Inc. , 
permits to use the above streets for 
motor bus traffic. Operation is under 
the dir ection of the City Department of 
Plant and Structures, and that depart
m ent furnishes starters and police to 
man the que·1e loading areas established 
at the bus t erminals. 

The actual running time for a one
way trip took fifty-one minutes, with
out including any loading time at the 
terminals. Under the plan of opera
tion a ll buses must unload before start
ing on the r2turn trip so as to give 

15,000 to 20,000 a day of nineteen hours. 
Buses for the most part were filled to 
capacity and it was with difficulty that 
the no-standing; rule was enforced. 

Three-Cent Fare Advocated 
Councilnnn Oliver T. Erickson of 

Seattle , Wash., is sponsor for a 3-cent 
fare initiative ordinance to be intr o
duced at the spring election next year. 
Mr. Erickson's p roposal is to charge a 
fare on the Seattle Municipal Ra ilway 
sufficient to pay interest and redemp
tion charges on the $15,000,000 of bonds 
issued to Stone & W ebst er in payment 
for the lines bought by the city two 
years ago, a nd then meet the cost of 
maintenance and operation of the lines 
out of taxation. 

City officia ls have j oined with busi
ness men in condemnin g the measure . 
Mayor H ugh M. Caldwell stated: 

I haYe n ever thought favorably of the 
3-cent fare p lan. I think it would hurt the 
city. 

Councilmen J ohn E . Carroll a n d A. 
Lou Cohen have gone on r ecord as fl atly 
opposing it , a nd other members of the 
Council h a ve similarly expressed them
selves. Others hold it would . ruin the 
credit of t he city. 

furnished by I. W. Ross, consulting 
engineer for the city of Birmingham. 
Effort s of the r eceiver t o secure the ad
vance in fares were strongly contested 
by the city. 

Mr. Pevear for the company stated 
t hat the increa1:: e was necessary in order 
t ha t t he company continue to operate 
a nd render proper service. I. W. Ross, 
witness for the city, main+:ained that 
t he present 7-cent fare is adequate and 
t hat by making a traffic survey, rerout
ing and effecting certa in economies the 
condition of the property can be im
proved. In th2 arguments Mr. Bradley, 
the receiver , declared that the raise 
m ust be g ranted or the property will 
tave definitely turned back toward the 
conditions of 1918 when there was an 
alm ost total break down in the service. 
Mr . J ohnston maintained that the com
pan y should be re-organized and that. 
t he additional money needed should be 
sr:pplied by the stockholders. He con
tended that about $2,000,000 in new 
m oney should be put into the property 
and stated that a large part of the • 
heavy expenditures of the receiver rep
r esent def erred maintenance and capi
t a l investments which should not be ~ 
g otten from the people in increased · 
fares. 
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Mr. Pevear outlined the improvements Wants Five-Cent Fare Restored 
made by the receiver. Twenty-five new It was recently stated by Corpora
one-man cars were bought, 144 motors tion Counsel Lewis that the City of 
were installed in old cars which were Syracuse would take steps immediately 
rebuilt. Trailers were bought and the after Nov. 1 for a return of the 5-cent 
work of rehabilitating the track was fare on the lines of the New York State 
begun. During the receivership, he Railways in that city. On that date 
testified, only the preferred creditors the time will expire in which the city 
have been paid and all other money was prevented by the former Public 
has been put back into the property. Service Commission from filing a 
He stated that the receiver has spent demand for a 5-cent fare. 
approximately $2,297,000 in rehabil- The reduction will be asked on the 
jtation. ground that the company has installed 

Testimony was given to the effect r:l-ianges which have great1y reduced 
that the number of revenue passengers the cost of operation and also that the 
now using the railway is about the 8-cent fare was not justifiable from the 
same as in 1913. An exhibit was filed evidence submitted. Mr. Lewis will 
showing that for 1920 there was an in- also petition the Public Service Com
crease in comparison with 1913 of 287 mission to act on the one-man car 

· per cent in current sold, 115 per cent issue. He wants a survey by a state 
in gas, and 32 per cent in the number of expert as many complaints have been 
revenue passengers handled. In May, made about · this method of operation 
1921 the comparison with May, 1913, in Syracuse. 
sho;s a 253 per cent increase in cur-

.- Tent, 150 per cent increase in gas, and 
·a 5 per cent increase in the number of Commission Grants Fare Increase 
revenue passengers handled. Mr. Pe
Year testified that railway mileage is 
the same as in 1915, more cars are in 
•operation and better service is ?~ing 
given, but no more people ~re r1dm~. 

An exhibit was filed showmg that m 
May, 1921, a total of 110,500 reve_nue 
passengers were handled a_s . agamst 
140,500 in •May, 1920. Exh1b1ts were 
also filed showing that since 1913 the 
average wage of the company has in
creased from $64 a month to $120. 
Operating costs of the street railway 
were shown by another exhibit to have 
been reduced from 23 cents per car mile 
in January to 20.1 cents per car mile in 
May, 1921. This compares with 21.4 
cents per car mile in May, 1920·. Other 
exhibits filed showed economies effected 
and savings made in the shops and a 
general financial statement. 

Cross examination of Mr. Pevear by 
Mr. Johnston lasted for practically a 
whole day. Mr. Pevear testified that 
the property was in fair condition in 
1913 and 1914 and that it went down 
to a point of practical collapse dur
ing the war. The property he tes~i?ed 
has now been put in good condition. 
The common stock had not paid a div
idend in years and the preferred has 
paid only 9 or 10 per cent where 42 per 
cent is due. 

Mr. Ross was put on the stand for 
the city. The most salient features of 
his testimony were strong recommenda
tion for a traffic survey and rerouting 
,of lin es in the business district. He 
stated that the introduction of an ex
press service to suburbs with local cars 
for the nearer in traffic would effect a 
s aving. He also recommended the 
abandonment of a portion of the Tide
water tracks and a rerouting of a por
tion of that line. He expressed the opin
ion that a 7-cent fare is adequate in 
Birmingham. He filed a le~~thy st3:te
ment in the form of an exh1b1t showing 
the r esults of his study of the property 
which has cov,:>~ed several months . 

Following the close of the t estimony 
the commission indicated that it would 
probably rule within th irty days. 

In a decision handed down June 25, 
1921, the Wisconsin Railroad Commis
sion granted permission to the Wiscon
sin Traction, Light, Heat & Power Com
pany operating an interurban electric 
railway between Neenah and Kaukauna 
and a street railway in Appleton, to 
increase its city and interurban electric 
railway fares. The application for an 
increase was filed in Octoser, 1920, on 
the ground that the increases in oper
ating costs has been so large that a 
fair return on the property was not 
being earned. The case was heard by 
the commission in November, 1920, but 
action on the application was withheld 
by the commission, until the company 
made substantial progress towards 
bettering its gas service. 

On Jan. 7, 1921, satisfactory evidence 
as to progress towards better gas serv
ice having been shown, the commission 
proceeded with the consideration of the 
case with the result that an increase 
in railway fares was granted. The 
cash fare within the city fare limits of 
Appleton, Neenah-Menasha and Kau
kauna was increased from 5 cents to 7 
cents; children 3 to 10 years who used 
to pay half-fare or 2~ cents will now 
pay 4 cents. The following ticket rates 
were established: eight tickets for 50 
cents good for any 7-cent fare on .;ys
tem; twelve tickets for $1, good for 
any 10-cent fare on sysfem; books of 
twenty-five tickets for $4, each ticket 
good for any 20-cent fare on the system 
and in addition good for transportat ,on 
between Neenah and Appleton or be
tween Kaukauna and Appleton with 
transfer privilege to and from city cars 
in Appleton. The company was also 
g ranted increases in interurban cash 
rates of fare. 

Wants Interstate Rate Raised.-The 
Chicago, Lake Shore & South Ben_d 
Railway, Michigan City, Ind., has peti
tioned the Public Service Commission 
of Indiana for an incr ease in its India na 
rates to the Illinois-Indiana inter st ate 
rate level. 

Transportation 
News Notes 

Print Transfers for Car Changes.
Rerouting the street car lines at Mem
phis made necessary an initial order 
for 16 240 000 transfer tickets, requir
ing t~elv~ tons of paper, according 
to E. W. Ford, general superintendent 
of the Memphis Street Railway. For 
each of the twenty-three lines on which 
the routing has been changed a new 
transfer ticket must be provided. Mr. 
Ford said that the date for starting 
the new routing awa its the completion 
of track work. 

Nash ville Survey Expected Soon.
The traffic survey of the city of Nash
ville which is being made by Ross Har
ris traffic engineer for the city and the 
N;shville Railway & Light Company, is 
expected to be completed within the 
next month. A preliminary report has 
been published showing statistics of the 
city but no recommendations will be 
made until the survey is complete. At 
present the main thoroughfares _of the 
0ity are very much congested during the 
rush hours. One-way traffic is in forc e 
on a great many of the principal 
streets. 

Su11reme Court to Decide Jitney Is
sne.-Jitney operators of Atlantic City, 
barred from driving machines unless 
they are owners of the cars, will carry 
the new ordinance which went into ef
iect on June 13 into the New Jersey 
Supreme Court on a writ of certiorari 
in an effort to prove it unconstitutional. 
Under the provisions of the act before 
the present amendment, the city issued 
125 licenses to operators, giving ex
service men first call. It has been 
charged by the city that scores of driv
ers were reckless in operating cars. Re
peated warnings failed to break up this 
condition and the law was amended to 
permit only owners to drive. Many 
jitneymen were thrown out of employ
ment by the new ordinance. 

Discrimination Charged in Utah.
The Salt Lake & · Utah Railroad, Salt 
Lake City, Utah, complainant against ~he 
Utah Railroad, has fil ed its brief with 
the Public Utilities Commission of 
Utah in which it is alleged that the 
acts ~f the defendant violate sections of 
the compiled laws of U t ah of 1917 and 
sections of the public utilities act. 
These acts, it is alleged, constitute a 
discrimination a gains t the Sa lt Lake & 
Utah Railroad and shipper s in that a 
o-reat er amount is charged by defend
: nt's tariffs for carriage of coal via the 
Salt Lake & Utah road t han is charged 
for identical ser vice via the Salt Lake 
route. The Utah Ra ilroad has ten days 
in which to fil e its brief with the com
mis sion, the case having been pre
sented on May 4, and taken under ad
visement by the commission, both 
lJarties t o submit briefs in the matt er. 
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Newspaper Man in Charge of 
Util ity Informat ion Service 

Linton K . Sta rr, a ssistant city ed i
tor of the Atlan ta J ourna.l, announced 
his resignation r ecently to become ex
ecut ive secr etary of the newly formed 
Georgia Committee on Public Utility 
Informa tion. H e w ill have direction of 
t he committee 's activities, which , it was 
a nnounced, will be to develop fri endlier 
rela tionship between the public a nd cor
pora t ions serving it by acqua inting the 
one with the problems a nd pur poses of 
t he ot her . 

Mr. Starr undertakes t he wor k of t he 
committee with the advantage of a wide 
exper ience, not only in the newspaper 
p r of ession , but in publicity a nd public 
r elati ons work of a ll kinds. A native 
Georg ian , a graduat e of E mory Uni
ver sity and a former student of Johns 
H opkfns U niver sity, he has lived prac
t ica lly a ll h is life in Georgia a nd has 
been fami liar from boyhood with the 
state and its people. 

Mr. Starr has been a close studen t of 
public rela tion s for ma ny years. Dur
ing the wa r he conducted a n extensive 
campa ign fo r t he government to arouse 
inte r est in a nd encourage the support 
of the selective ser vice law in Georgia. 
H is other work has included publicity 
for E mory U niversity, various conven
tions a nd. a number ·of business enter 
prises. He is an experienced adver
t ising wri ter . 

In it s ini t ial statement the commit
tee expressed its views and intentions 
by saying t hat " We bel ieve that the 
utilities have r eached a per iod demand
ing, first , the highest poss ible st a ndard 
of ser vice t o the public; a nd, second, 
t he full under standing by the public of 
t he p r oblems of u t il ities, which, a f ter 
a ll , are t he problems of the public." 

A. LeRoy Hodges Promoted on 
the Brooklyn City Railroad 

A. Le Roy Hodges was r ecently ap
pointed assist a nt secretary and ass ist
a nt treasurer of the Brooklyn (N. Y .) 
City Ra ilroa d , where, until this promo
tion, he ha d been in charge of the sta
tistical work in connection with the op
eration of the surface lines. 

Mr. H odges' fir st railway connection 
was with the W estches ter , Kennett & 
Wilmington Ra ilwa y, Kennett Square, 
Pa. , as secretary to the general m an
ager, a position he t ook a fte r a bu si
ness education in Albany, N. Y. Lea v
ing this property in 1908, he wa s em
ployed by the General Electric Com
pany as secretary to the ass ist an t man
ager of the switchboard department. In 
1911 Mr. H odges lef t Schenectady to 
accept a n appointment a s secretary to 
A. W. McLimont, then vice-president 
and general manager of the Michigan 
U nited Railways, Jackson, Mich. 

Upon th e leasing of this pr operty to 
t he Commonwealth P ower, Ra ilway & 
Light Company he was appointed chief 
cler k to C. E. Morgan, general super
intendent of t he Michigan Railway, and 
continued in t hi s capacity un t il N ov. 1, 
1919. 

J. W. Welsh Secretary 
S pecial Reorganiza tion Committee Rec

omm ends that A. E. R. A . Engi
neer Be Made Secr etary 

As is indicated elsewher e in this is 
sue, J . W. Welsh , sp_ecial engineer of 
th e Am erican E lectric Rai lway Asso
ciation, and aeting secretary since t he 
res ig na tion of E . B. Burritt in March 
of t his year, h:-i s been r ecommended by 

J . ,v. , VELS H 

the specia l r eorganization committee as 
the perma nent secretary. For the past 
two year s a s special eng ineer of t he 
assoc iation, Mr. W elsh has conducted 
studies and m vestig ations of special 
subjects a nd has had charge of the in
formation service of the association. 
U nder his direction the Bureau of In
formation and Service has rendered 
valuabl e aid t o t he industry. 

It is the function of this bureau to 
compile information concerning all 
phases of electric r a ilway operation. By 
means of it m embers of the a ssociat ion 
a r e kept informed of the latest develo p
ments in the far e situation t hrough out 
the count r y, wages and working con
ditions, trend of regulation~ valua tion, 
franchise requirem ents, operating meth
ods, operating economies, effect of in
creased rating of fa re, development s .in 
the operation of saf ety cars, etc. In 
addition t o this direct ser vice to the 
member companies, t he burea u has a lso 
prepared statistical data for and other
wise has a ssisted the various standing 
committees of the association , Aera, 
and t he publicity department. 

During each of the past two yea rs 
Mr. W elsh, as a special lecturer of 
Ya1e University, has given a ser ies of 

lectures on electric railway problems 
to Yale graduate engineering students. 

Until his appointment as engineer of 
the association, Mr. Welsh was in 
Washington, D. C., associated with A. 
Merritt Taylor, manager of the pas
senger transportation of the Emer
gency Fleet Corporation of the United 
States Shipping Board. Mr. Welsh, who 
served on Mr. Taylor's staff, assisted 
in providing transportation facilities 
tc, the various shipyards on the Atlan
tid and the Pacific Coast as well as cor
recting exis t ing shortcomings where 
tl: ey were present. Previously Mr. 
W elsh was electrical engineer and traf
fi c a g ent of the Pittsburgh (Pa.) Rail
wa ys, with which he became associated 
in 1906 as a ssistant electrician. In 1910 
he was made electrical engineer and in 
1913 took charge of the traffic depart
m ent. Some of his earlier electrical 
eng ineering experience was gained in 
the employ of the National Tube Com
pany, Wheeling, W. Va., and also in 
the W es ting house Electric & Manufac
t uring Company at East Pittsburgh. 

Mr. W elsh was graduated from Wit
t enber g College in 1900, Harvard Uni
ver s ity in 1901 , and Massachusetts In
sti t ute of Technology in 1903. 

J. V. Granger has been elected vice
president of the Tidewater Power Com
pany, Wilming t on, Del., in which office 
he succeeds H . C. McQueen. 

R. Knecht has r ecently become mas
ter mechanic of the Indiana (Pa.) 
County Street Railways, succeeding 
W illia m Kinter. 

S. G. Sha w, supervisor of safety on 
the Denver & Intermounta in Railroad, 
Denver, Col. , was recently appointed 
claim agent . W. C. Simonds has joined 
the staff of t he property with the title 
of purchasing agent. This position was 
forme rly held by W . S. Brackett. The 
two fi r st-m entioned m en hold like posi
t ions respec tively with the Denver 
Tramways Company. 

Iii :: 
Obituary 

ill 
Francis B. Crocker, founder of the 

Cr ocker-Wheeler Company, died on 
July 9 at the age of sixty-one. His 
most important contribution to the elec
t r ical industry was work done in making 
the electric motor a commercial suc
cess . His t eaching as founder and head 
of t he school of electrical engineering 
of Columbia University contributed 
much to the growth and importance of 
the electrical development of this coun
try . It was his aim to bring about 
standardization in the electrical indus
try and as the first chairman of the 
standardization committee of the Amer
ican Institute of Electrical Engineers, 
his painstaking work earned for him 
much comm endation. He was a past
president of the American Institute of 
Electrical Engineers , the Electric Power 
Club and the New York Electrical 
Society. 
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Manufactures and the Markets 
DISCUSSIONS OF MARKET AND TRADE CONDITIONS FOR THE 

MANUFACTURER. SALESMAN AND PURCHASING AGENT 

ROLLING STOCK PURCHASES 

Improvement Expected m 
Track Material 

Market for First Half Year Has Been 
Very Quiet-Delinries Are 

Immediate 

The market for track material such 
as spikes, bolts and nuts should show 
improvement in the fall months, ac
cording to the opinion of producers. It 
is generally conceded that present buy
ing is no better than the poor demand 
existent all the first half of this year. 
There are some inquiries out from 
steam roads as though they were feel
ing out the market, but actual orders 
are scarce. 

Electric railway business is flat, but 
some of the lines in the Middle West 
have inquiries on the market for creo
soting ties, which may be the first step 
m tracl< construction work. Both steam 
and electric roads have been out of the 
market for so long that it seems con
ditions of demand cannot help but im
prove. The chief retarding factor, it 
is felt, has been high labor costs, and 
this no)V seems to be on the road to 
being remedied. Export sales are dead, 
and prospects there are uncertain as 
this market is largely contingent upon 
large world affairs. 

Jobbers of this class of material are 
buying from hand to mouth and gen
erally have low stocks. Manufacturers, 
however, still have considerable sup
plies of cancelled material on their 
hands and are able to make immediate 
shipments, though manufacturing op
eration is at a very low point. Some 
producers who make only bolts and nuts 
are closed down entirely, though as re
cently as late last summer production 
was two to three months behind on 
spikes and as long as six months on 
bolts and nuts. 

The current base price on standard 
railroad spikes and track bolts has re
ceded about ¼ cent in view of the r<'
cent drop in steel. In car lots spikc.s 
are now quoted at 2.90 cents to 3 cents 
per pound and track bolts at 3.80 to 4 
cents. These price reductions are gen
erally expected to improve buying. 

Brill Has Built 2,961 Safety Cars 
to Date 

The J. G. Brill Company and its sub
sidiary companies, the American Car 
Company and Wason Manufacturing 
Company, have received orders to date 
for a total of 2,961 Birney safety cars, 
according to the June, 1921, issue of 
the Br·ill Maguzine. With the excep
tion of those still in the course of con
struction, shipments of these cars have 
been made to 168 street railways in 
the United States, Canada, Mexico, 
South America, New Zealand and Ho!-

BUSINESS ANNOUNCEMENTS 

rnm 

land. Indications are, it is stated, that 
light-weight, OPe-man-operated safety 
cars will very rapidly be installed in 
service in practically every country in 
the world. Up to the first of this year 
a total of 4,lfi3 safety cars had been 
ordered by companies in this country 
and Canada, statistics compiled by the 
ELECTRIC RAILWAY JOURNAL show. This 
total covers the five-year period pre
viou s to the present year as this type 
of car was practically unknown before 
1916, when 187 safety cars were pur
chased. 

Steel Cut Brings Price Drop 
in Electrical Items 

Conduit, Outlet and Switch Boxes and 
Locknuts and Bushings Are Re

duced This Month 
Following general reductions in the 

price of steel products that were made 
recently, lower quotations have resulted 
on a number of electrical steel prod
t1cts. Effective July 7 the U. S. Steel 
Corporation reduced the price of stand
ard steel pipe from the discounts shown 
on its April 13 card as follows: ¼-in. 
and i -in., 1 point or $2 per ton; ½-in. 
to 6-in., 2 points or $4 per ton; and 7-
in. to 12-in., 3 points amounting to $6 
per ton. 

Effective July 11 a number of lead
ing manufacturers of electrical conduit 
also reduced prices by increasing the 
discount allowed distributers, at the 
same time advancing the number of 
their base card by one. The decrease 
amounted to 9 points on black and gal
vanized conduit in some instances and 
5 points in others. The difference of 4 
110ints is accounted for by earlier price 
reductions on the part of those who at 
this time dropped the least, so that 
base prices are said to be approximately 
on the same 'level. Sizeable stocks are 
reported by manufacturers, with keen 
competition for orders and generally 
quiet conditions of demand. 

In line with the drop in the price of 
base sheets, outlet box quotations have 
been generally reduced 11 per cent on 
black and 10 per cent on galvanized. 
The drop became effective on various 
dates ranging from June 27 to July 11, 
and was made by increasing the dis
count 5 points in each case. 

Locknuts and bushings were reduced 
approximately 29 per cent by manufac
turers during the same period as the 
price decrease noted above. The dis
count to jobhcrs in standard packages 
was increased 10 points. 

Switch box prices are also down, the 
drop in several instances there becom
ing effective around the first of the 
month. The amount of the decrease 
varied with cl ifferent manufacturers, 
ranging from 11 to 35 per cent. 

Secretary Hoover Optimistic 
on Trade Situation 

Although Exports Are Lower in Value, 
He Foresees Slow Increase Under 

Better Economic Operation 
In an addreEis in Boston on July 12 

Herbert Hoover, Secretary of Commerce, 
in discussing the foreign and domestic 
business situation, said that a lthough 
our exports and imports had dropped 
nearly 50 per cent in value from the 
high water mark of a year ago, more 
of this decrease was due to the fall in 
prices than to a decrease in volume, and 
that with Russia not exporting food 
he saw no reason why we should not 
continue to export approximately the 
same volume of foodstuffs that we have 
shipped abroad during the past six 
months. This item alone, he said, even 
at present prices would be triple our 
pre-war food exports and would repre
sent the equal of more than 60 per cent 
of our whole _ore-war export trade. He 
thought also that the demand for our 
raw materials would slowly increase 
toward pre-war amounts and that our 
manufacturers should be able to hold 
Rpecial fields for repetitive production 
and ingenuity. He expected we would 
have to make an effort to hold the mar
ket for manufactured goods wherever 
we come more directly into competition 
with the Eurnpean manufacturer, but 
that we can do it if we will work and 
apply our brains to it. 

On the financial side of our situation 
he expressed the belief that our world 
credit situation is not so serious as to 
require extraordinary solution. The 
rE:al cure for this depression as all other 
depressions is courage and applied in
telligence, and the return to primary 
virtues of hard, conscientious toil and 
economy in living. On every side there 
ir; evidence that the vast majority of 
our nation is making a gain in effort 
k those directions equaled only by that 
of 1918, and the day some months ago 
when we entered this effort we funda
mentally turned the corner of this de
pression. While our recovery may be 
slower than some may expect nothing 
can prevent the prosperity of a coun
try where the people have enl ighten
ment, wish to work, wish to produce 
and wish to do right by their neighbors. 

New York Retail Cement 
Price Down to $3 

Producers Hold Sufficient Stock to Make 
Prompt Shipments, Though Pro

duction Is Low 
Activity in the market for cement 

continues on the same quiet level as 
heretofore. Elect1·ic railways are buy
ing very little and demand from other 
sources, such as steam railroads or the 
building trade, has not picked up ap
preciably. Early this year, in view of 
the low production of cement, it seemed 
possible that deliveries might become 
pushed if building work started up as 
was expected. At present there see ms 
little chance of a shortage developing, 
however, despite the fact that produc-
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tion is still down ver y low. Dealer s 
are existing from hand to mouth but 
producers have a f a ir surplus quan
tity, which insures immediate deliveries. 
Manufacturers apparently believe that 
the situation will drift a long on its 
present quiet plane for a f ew months , 
wi th some activity in t he fi eld of resi
dential construction work but very lit
tle in other classes of building. 

Producer s' prices have held steady 
since last A pril, when a cut of 60 cents 
per barrel was made, but meanwhile 
retai l quo tations have continued t o 
drop. A t the time producer s lower ed 
prices las t A pril New York dealers 
were quoting $3.50 per barrel. This 
has since dropped to a nominal p rice 
of $3.20 per barrel, but a t the same 
time prices ar e being cut to $3, thoug h 
som e in terest s r efuse to sell as low 
as that. The peak price of cement was 
$5.20 per barrel, New York, in effect 
las t November. 

mnmm= 
Rolling Stock 

Tam1>a E le<'tri<' Compa11y, T1un1n•, F la., 
has placed an order for twel,·e nv-.rP B irne y 
Rafety cars for the Tampa se rv ice to be 
d elivered in ti me for t h P next tourist sea
ROn . General :\ianager Thomas J. Hanlon, 
Jr., anno unces. The company placerl a 
prev io u s o rder for eight safe ty cars with 
J. G. Brill Company in F ebruary, 1920. 

P n,•ifif' E l t'<"t ri c., Ha ih,·a~· Company, Lo;. 
A 11gt' l t' s , Cal. , r ece ived tPn new all-steel, 
mu ltiple-unit, int e rurban motor ca r R in Los 
Ange!Ps on July 5. These cars, which w ere 
rlescribed on page 393 of t he August 21, 
1920, issue, are the first installment of thirty 
orde red in July. 1920, from thP Pullman 
Company. DeliYery was delayerl by two 
fires in the Pullman works. which destroyed 
a la rge a mou~t of construction mate,·ial. 
TwPnfy of th e oa r s are equipp ed with four 
motors of 150 hp. each . the co,-t of the 
rr.otor ca r s be ing $ Hi.000 each . The re
ma iniru::- ten cars are trailers. costing $25 ,-
000 . The ten motor cars v et undeliv er 0 d 
are expect ed to arrive w ithin a few w eeks, 
followed by the tra il e Ps. The new ca rs. 
which weigh 57 tons lach. will be rlis
trihuted o n thP Long Beach San B erna rdino 
and other lines of tlw company whe r e traf
fic is !wavy. the intPntion being to tram:fer 
the carR n ow in use to other diviic:ions of 
the system. 

n .. troit O li <' h .) ) Iuniripal Ra ilwa ~-. mPn
tion ed in the June 18 issue as askina for 
birl-s on 100 safety cars a nd fifty Peter 
"\Vitt caric:. has this w eek placerl orders f0r 
these. Information just issued on the 
Peter "\Vitt ca r s is given below. Specifica
tionic: on the sa f et)· cars are as shown 
below: 
Number of cars orde r ed .............. !;n 
Date of order ............... July 12, 1921 
D elivery ....................... X0Y1?mbe r 
Builder ...... G. C. Kuhlman Car Com,)any 
T;vpe of ca r. Peter-"\"\'itt, Detroit Safety Tyne 
Seating capacity ...... .... .. ...... ... 5fi 
"\Veight. total ................... 3fi.000 lb. 
L ength over all .............. 4~ ft. 1 in . 
Truck wheelbaic:e .............. 5 ft . 2 in. 
"\Vidth over all . . . . . . . . . . . . . . . 8 ft. 2 i'1. 
Height. rail to trolley base .... .... 11 ft. 
Body ... . .......................... Steel 
Interior tr im ...................... Cherry 
Hea rllining ... .................... Aga~ote 
Roof .... . ........................ . . Arch 
Air brakes ................... G.E C.P. 27 
Axle!' ........... 4 ½-in. _.\ .F:.R.A. Standard 
Bumpers .. ........... Hedley Anti-climber 
Car !'i!:mal system ........ F arada~· Buzzers 
Car trimrning-s ........... Statuary Bronze 
Center and side bearings .. Perry-Hartman 
C<mtroL ........ K- 356 2, ,vith floor contacts 

anrl line switch 
Couplers ..................... Metropolitan 
Curtain fixtures .... Curtain Supply N" o. 8 8 
Curtain material .. O'Bannon D.C .. No. 076 
Designation sign s .............. Keystone 
Door operating m ech:;tnism .... ....... . . 

Nationa l Pneumatic at center doors 
Fare boxes ...................... Johnsnn 
Fenders or wheelguards .......... .. H.B. 
Gears and p in ions ..................... . 

G.E. Long Adendum tooth, solid 
Hand brakes . ................... Peacock 
Heater equipm,~nt ........ Cutler-Hammer 

H ead lights .......... Golde n Glow, No. 96 
J o urna l boxes ..... . .. . .. . . . . . .. . M.C.B. 
Lightning a rreste rs . ..... . .... . ..... G.E. 
M ot o r s .... .. ..... .. . .... . .... . ....... . . 

G.E. 265-3 5-hp., 4 pe r car, insid e hun g 
Pa int Sh~~~,:i~--wi1"1ia ~1·s : "oia ":6iitch: -e ~a~"ei 
P.eg ister s . . . Interna tional R - 7, a ir-ope r a t ed 
Sanders .. . .. . Osgoorl-Bra d ley sand tra ps 
Sash fi x tures . ....... . .... . ..... . . . . . .. . 

0 . lVL E dwards Compa n y , 13½ Dl 
S ea t s ........... . ...... .. . . .. . . . .. . Brill 
Seating m ateria l .. ............ . .. R a tta n 
Step treads . . .. ... ... . ..... . .. .. F e ralun 
Trolley catch er s or r etrievEr s . ......... . . 

Ohio Brass Compa ny 
Troll ey base .... . .... Ohio B r ass Compa n y 
T r olley w heels or shoes .... . Irlea l. H in. 
Trucks . . .............. . ..... Brill , 77 El 
V,.ntilator s ...................... Garl a nd 
"\"\'heels . . .. ....... , .......... Steel, 26 in. 
Spec ia I devices. etc. . ........... •. •••.... 

:\"icho ls-L in tern T a il Ligh t. Duplex 
Sa fety Ca r· Devices Equipme n t like tha t 

use,l on safety cars, contro llin g front 
d oo r anr1 in t er locki ng center door s. 

m 

Track and Roadway 

S outh e rn l'adfic Comp:111~-. S a n F ran<' i sf'O , 
Cal., r eceived hids in t he offic-e of the pur
chasing agent up to July 14 for track b olts 
~nd s pikes. 

Ta mpa (Fla.) E le ..tri,• ('om1rn11y is p la n - . 
ning to doub le-track about 2 mil es of its 
line. 

East St. Loui s & S uhurh a n R ailwa y, E ast 
St. L ou is, Ill. , will not be able to make t he 
improvement as requested by the city of 
Belleville, 0. "\V. H . Sawyer, pn-sident. 
sta ted that $30,000 h ad bee n appropriate-} 
for maintenance in th e city during th e year 
and that this amount would not cover ex
tended en largem ents demanded. Members 
of t h e B ell Pville Council will consid er pav
ing "\"\'est Main Street by assessment and 
will compel the railway to install double 
t •·acks b etween the Publi c Square and th-e 
~outhern Railway crossing. 

I ndia n a Se n ·ke Corporation, F ort " 'ayn e, 
Ind .- Owing to poor business conditionQ th e 
n r oposed big t ruck p lant which is to he 
prected just ea3t of Fort "\Va vne. Ind., by 
the International HarveHer Company has 
heen postponed for ahout a y ea r. But t h e 
Greater Fort "\Vayne Development Company 
-a million dollar concern-which was 
formed among Fort Way110 business m en to 
build homes, <>tc., is going a lwa d w ith 
plans a lready formerl for p utting in streets 
for the plant. One of th E' thing~ ,vhich the 
clt•velopment company is push ing r ight 
c1 long is the extension of the ca r lin es of 
the Indiana Service Corporation to the 
plant. Recently a r emonstra nce was filed 
hv r esidents of Pontiac Street agai nst the 
rlouhle tracking of that street. so another 
route to the plant east of th e c ity is being 
considered. 

T h e P nhlic Ser Tif' e R ailwa,·. Xewark , X . 
J ., will shor tly hegin to lay B elgian b locks 
a long the tracks from Bordentown. N. J. , 
to Black's Creek. 

Cinrinn a ti ( Ohio ) S treet R a ilwa y. has 
submitted p r oposals to the Cincinr,ati T rac
tion Company for a loan of $ 650.000 to 
fin-ance impr ovements which will include the 
proposed extension of the \'irarsaw Avenue 
line. Director of Street Railways, "\Villiam 
Jerom e Kuertz. d isclosed this fact r ecent ly 
to a d elegation of cit izens who call ed on 
him for infor mation in r egard to the above 
mention ed exten sion. 

Power Houses, Shops 
and Buildings 

Bo ~t o n (:~l as s. ) E len, ted Railwa~· h as 
signed a lease wi t h the Boston Tra n sit 
Commission for the construction and oper a 
t ion of an und~r groun d tunnel stat ion a t 
l\Iaverick Squ are. East B c-ston. the end of 
the East Boston tunnel. At p resent t h e 
cars run up an incl in e c1 nd radiate to t h e 
various surface lines. \'i'hen the ne"· sta
tion is constructed t r ain service w ill b e 
operated throu g h the t u nnel a nd passen ger s 
,viii change to surface ca rs at this point. 
The estimated cost of this station wil l b e 
$1,650.000. 

Hudson & )Ian hatt a n R a il ro a d is purch as
ing a ll its en t>rgy from the New York 
Edison Compa n y. This company took oYer 
the power p la n t locat ed at "\Vashington a nd 
Bay Str eet s , J ersey City, New Jersey. It 
contain s four turbo-gen er ators with a total 
capacit y of 8,000 kw. T he plant was b uilt 

in 19 10. 
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Professional Note 

Ford, Bac on & Davi s , con sulting engi
n eers, New York, h ave open ed a n office at 
14 21 Ch estnut S t reet , Ph iladelph ia . A t t his 
office t h e fi rm is prepared to render ser v ices 
in the w a y of m,akin g valua tion s, en g ineer 
ing r eports , s u perintend in g con s t r uction , 
cond ucting mana gem ent of pu b lic utilities 
a nd ind ustrial propert ies a n d p r eparin g 
fina nc ial p r ogra ms. The office in P h ila del 
ph ia is in add ition to th e offices at 115 
B roa dway. N ew York , a nd a t 58 Su t ter 
Str eet, Sa n Fra ncisco . 

Trade Notes 

Th e Est e rlin e - A n g u s Compa ny, Indian
a polis, Ind., h a s dev eloped a por table con
centra tion m et e r f or showing the degree of 
con centra tion of ch em ica l salts in water. 

" '· H . Bloss of the ex ecu t iv e sales ~~
partment of the Ohio B r ass. Com pany at l!S 
m a in office, M a n s fi e ld , Oh10 . d ied at h is 
home in th a t c ity on June 22. Mr. B loss 
h ad been with the company continu ously 
s ince 190 6 a n d fo r the p ast y ear h ad b een 
in ch arge of s t eam r a ilroa d electri fica tion 
fo r t h e compa n y. P r evious to that h e ":as 
in ch a r g e of sales fo r the cen t ral d istrict. 

Th .. )Iif'a l\1sulator Com pany, 6 8 Churc h 
Street, New York City, has d eveloped_ a 
fl e xible o il ed cott on t ube for w ithstan d m g 
Ligh t emper a ture in e lectrical m achine a n d 
instrumen t w inding. 

,J. R. Crawfor· «l . gen e r a l s a le s rnana~ ... r 
of t h e U nio n Carbide Sales Company, h as 
s ucceeded N. C:::. Cat a bish as ge n eral sales 
manager of t h e Na tional Carbon Compan y, 
Inc. , Clev ela n d. Oh io. 

P. L. Laughlin, assis t a nt d istr ict sal~s 
man ager of t h e V er on a Tool Works, Ch i
cago, has been m a d e dis trict sales man
ager, su cceed in g J ohn B. Seymour, w h o as
sum ed t he office of ic:a les manager Superior 
Sup p ly Company, Chica go, last month . 

,J .. ffrey l\Ianufactu ring Company, Colnrw1-
bus, Ohio, m a nufacturer of conveying, e le 
vati n g, crushing m achin er y , e t c., has moved 
its N e w Yo rk office from 50 Dey Street to 
3(, Church Street. Harold B. Wood has 
been m a de d istrict sales m a n a ger, succeed
ing F . C. Ayers, w ho h a s left the company. 

The Iut e r11ational Regi ster Comp a n y , 
(' hif'ago, III., throu gh its sales a g en t t h e 
E lectric Servi ce· Supplies Company, h as 
leased 112 Interna t ion a l porta ble hand reg 
isters to the Third Avenue Railwa y Com 
pany, New York City. .These r egisters a r e 
attach ed t o the fa r e box a nd used a s an 
add it ional ch eck on fares. A bout 250 of 
them wer e a lso p laced with the Public 
Service Railway Compa ny, N ewark, N. J ., 
ea rlier th is yea r , fo r use on its safety cars. 

The " 'orf'e s ter E lef'tr \c Tool Corpora tion , 
\\'orf'ester, l\Iass., h as r ecent ly b een organ
ized to tak e over t h e bus iness of the Sten 
man E lectr ic V a lve G rinder Company, Inc , 
t h e Stenm a n E lectric Tool Compan y a n d 
the Con solidated M achine Tool Compan y, 
a ll of W orcester. The principa l products of 
the company fo r the p r esent w ill be the 
"HusK ee" three-in-on e com bination service 
tool a n d the " HusKee" s ervice dr ills. T h ese 
tools h ave been on the market in a s m all 
way for t h e pa s t six months a n d are t he 
resu lt of over t wo years' dev elopmen t wi,rk. 
The officer s of the company are : H. P. 
G leason, p r esident ; A. G. Sandberg, treas
u r er ; J . .J. K e llehe r, s a les manage r, ~n d 
Har old Ra ine, advertis ing a n d service 
man ager . 

New Advertising Literature 

P n e um a ti c T ool Af'f'e ssories . - I nge rson
Ra nd Comp-an y, 11 Broa dwa y, N ew York• 
C ity, h as issued a twenty-four-page book1d 
illustr a ting a n d describing its line of "Little 
David" pn euma tic t ool a ccessories. 

Fi re Fighti n g Equipmen t..- The Oil {;ort
~er vation Engineerin g Compan y, Cl€·veland , 
Ohio, has issued a pamphlet on "Eleciric 
Li g ht a nd Power Plant Fire P rotect ion ," 
w hich describes the "Oceco" 10 -gal., "lnn
freezing fire extinguish €T. 

Tra<'k Equipment.-A. C. Call on, Port
la nd, Ore. , d ea ler in cars, rails and other 
ra ilwa y equipm€-nt, has issued No. 11 7 Qf 
"Callon s Bulletin," dated June 1921, w hich 
lists various quantities of new and re la yin g 
r a ils, frogs, switch p oints, track bolts, snl"kes 

a nd ot her equipment. 




