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TRAFFIC 
FLEXIBILITY ... ...... 

... ... in the Operator's OWN words 

"The tr_olley bus can be operated at full speed 

with its center twelve feet away from the center 

of the overhead wherever necessary to pass parked 

or slower moving vehicles. Large trucks, such 

as moving vans, running directly under the over-
' 

head wires, can be overtaken and passed at full 

speed without the slightest danger of d~wirement. 
' 

Delays are experienced by rail cars due ~o slower 

moving vehicles on the track, but they are not so 

common in trolley bus operation." 

•••••• from paper presented by a tractio11 compa11y official al the 

May Meeti11g of the New E11gla11d Strut Railway Club. 

Be sure to get your copy of Special Publication 1927, "The 

Trolley Bus" , just off the press, from our nearest district office. 

Service, prompt and qficient, by a coast-to-coast chain if well-equipped shops 

Westinghou~~ 
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The price of 
survival 

WHETHER any given elec
tric railway property can or 

cannot survive depends on just so 
many vital factors. 

Certainly one of them is mainte
nance of way. 

Whatever else a road may do, it can
not suryive if the track deteriorates 
so that bumpy rail drives away rid
ers, racks the rolling stock and 
damages the track structure. 

A rc Welding and grinding the 
joints, grinding out corrugations 
preserves traffic, cars and track. 
The cost of such maintenance is 
surprisingly low if you use the mod
ern equipment and supplies we 
offer. 

llail .. 11a.workC& 
313_2-48 East T hompson Street, Philadelphia 

AGENTS 

Chester F. Gailor. 50 Church St .• New York 
Chas. N. Wood Co .• Boston 
H. F. McDermott. 208 S. La Salle St .. Chicago 
F. F. Bodler. San Francisco. Cal. 
H. E. Burns Co .• Pittabul'&'h. Pa. 
'P,quipment & Engineerin&' Co., London 
Railway & Welding- Supply Co .• Toronto, Onta •• Canada. 
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Did you get 
your copy 

at the 
Convention? 

Here is a booklet 
dealing with the most recent methods employed to improve 
braking performance on street railway cars, viz., quick brake 
applications with a Relay Valve, flexible control of cylinder 
pressure with a Self-lapping Brake Valve, and High Braking 
Ratio with adequate size brake cylinder ... It also gives 
results of tests conducted on a prominent railway property 
with cars having these improvements, which indicate a re
markable shortening of stopping time and distance with the 
consequent improvement in schedule speed and operating 
safety ... If you did not obtain a copy of this booklet at 
the convention write for Publication 9076. It may suggest 
the possibility of like improvement on your property. 

WESTINGHOUSE TRACTION BRAKE COMPANY 

General Office and Works » » Wilmerding, Pa. 

(2258) 

WESTINGHOUSE TRACTION BRAKES 
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TYPE C TROLLEY SPLICER 
The preference shown by scores of line su

perintendents for the Type C Splicer has made 
it the best seller in the O-B line of splicers. 
Its narrow cross section, low center of gravity, 
strength and durabili ty mean trouble-free ser
vice for years to come. Descr ibed, page 542, 
O-B Catalog No. 20. 

TYPE D SPLICING EA R 

A splicing ear designed particularly for heavy 
service. Combines great strength with good 
wheel or shoe clearance .. Shown, page 546, O-B 
Catalog No. 20. 

11\IPROVED CLARK SPLICER 

This improved Clark Splicer is substantiall y 
designed and is used where low cost is the 
chief consideration. Described, page 549, O-B 
Catalog No. 20. 

It;- Won't- De 
LongNo-w..-

SOON the biting winds of winter will sweep about 
the benumbed feet and ears of impatient car
waiters. Huddled in safety zones and troubled 

with their own thoughts, little will they understand 
the difficulty of maintaining car schedules in the grip 
of sleet and snow. Nor little will they care; warmth 
and home will be their chief concern. 

What an opportunity to hold the praise and support 
of street car riders. What an opportunity to win 
new support and revenue. Summer dependability 
even with the difficulties of winter operation will be 
the aim of street railway companies this winter as 
never before. Overhead will be whipped into shape 
to withstand the additional loading of sleet and snow. 
T rolley breaks, the cause of much winter-dissatis
faction, will receive most careful consideration. 

Many railways will pin their faith upon O-B Splicers 
for quick and lasting repairs this winter. O-B splic
ers go into place easily and they stay there. Their 
holding power exceeds the strength of new wire. 
The • carefully tapered approaches of 0-B Splicers 
provide a smooth underrun which gives the effect of 
a continuous trolley wire. There is less danger of 
the wire crystallizing at the splicer, and less risk 
of repeated breaks. 
A little present forethought, a check into the supply 
of splicers will certainly prove profitable-for it 
won't be long now. 

Omro BRASS COMPANY 
Mansfield, "IF' Ohio, U. S. A. 

Canadian Ohio Brau Co. Umited ~ N'-eara Fallo, Ontario, Canada 

New York • Phila delphia • Boston • Pittsburgh • Chicago • Cleveland •St.Louis • Atlanta • Dallas • Los Angeles • San Francisco • Seattle 
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The Parade of Progress 

The followi~~ .. literature is available without 
obligation. Write for it. 

l Door and Step Control Bulletins 
"Why Airdoors for Buses" 
"Maintenance Manual for Motor Coach Airdoors" 
"Door Control for the Trolley Bus" 

The progress of electric railways has not 

been spectacular, but it has been consistent. 

Year by year, improved methods and equip

ment have enabled them to render safer, faster 

and better service. 

The part played by National Pneumatic 

Door Control in this constant improvement 

of' service has been of incalculable value to 

the industry. The Automatic Treadle alone 

has saved millions of dollars in operating ex

pense. Other developments of equal impor

tance have been produced continually by 

these "specialists in door control" during 

their thirty years of existence. 

NATIONAL ,PNEUMATIC COMPANY 
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ONTINUOUS 
PATRONAGE 

October, 1931 

is derived from Comfort 
Comfortable seats that invite the car rider to sit down and enjoy th e morning 
paper on his way to work arc essential to continuous patron age. 

But under the covering of that seat must be inbuilt quality to insure long life 
and low maintenance for the operator. 

Art Rattan seats have gained a reputation among operators for lower mainte
nance. The seats are designed for the rough, constant service of rai lway traffic 
and to offer comfort that invites steady patronage. 

Originators of many of the most widely used designs, Art Rattan invites you to 

consult them on seats for your service. Both the initial and operating co~ts 
are surprisingly low. 

Art Rattan Works, Inc 
Cleveland.Ohio . •• •.•... Oakland, CaHfornia 

BUILDERS OF DE LUXE BUS AND STREET C AR SEATS 
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. t Exhibit 

Manufacturing Plant ,n Philadelphia 

We are 
Manufacturers 

of 
CAR AND BUS 

ELECTRICAL EQUIPMENT 
The name of our company often gives the impression that 
we are merely jobbers or agents for manufacturers. 
Contrary to this, we are anxious for all operators to realize 
that we are and haYe been manufacturers of transportation 
,pecialties for over 30 years. vVe maintain extensive re
search facilities and a competent engineering staff. Let us 
supply your new cars and buses. 

Refer to our Catalogs No. 7 a11d No. 9 

• 
at Atlantic City 

Con-ventiou, 1931 

Partial list of Keystone Bus, 
Trolley and Trolley Bus 

Specialties 
Golden Glow Headlights 

Safety Lighting Fixtures 

Trolley Catchers 

Samson Trolley Cord 

Rotary Gongs 

Air Sanders 

Hunter Illuminated 
Destination Signs 

Gear Cases 

Faraday Signal Systems 

Motormen's Seats 

Line Material 

Portable Lamp Guards 

Fare Registers 

Trolley Harps 
and Wheels 

Pinion Pullers 

Insulating Materials 

Other equipment for up-to-date 
service. 

ELECTRIC SERVICE 
SUPPLIES CO. Manufacturer 

i;f.iiifrlUIMll''MI 
Home office and plant a t 17th a nd Cambria Sta. , Philaqe!phia: 
Dietrict oIDcee a t 111 N. Canal St., Chicago: 50 Church St., New 

• York; Beesemer Bldg .. P itteburgh: 88 Broad St .• Boeton: General 
I Motors Bldg .• Detroit: Canadian Agents, Lyman Tube and Su[)l>b· 
't Company, Ltd., Montreal, Toronto, , •anconver, Winnipeg, 
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'Me LENGTHENING ROLL 
OF CITIES USING G,.E EQUIPPED 

TROLLEY BUSES 

Cities added 
• • 

1n 1931 

~ 

GENERAL.ELECTRIC 
S A L E S A :, D E N G I N E E R I N G S E R V I C E I N I' R I N C I I' A L C I T I E S 
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Number 11 

Jo1rn A. MILLER, Editor 

Confidence Strengthened by Progress Shown 

at A.E.R.A. Convention 

SUCCESSFUL and encouraging in every respect. 
the 50th annual convention of the American Electric 

Rai lway Association held at Atlantic City last week was 
an outstanding illustration of the ability of the local 
transportation industry to maintain its record of 
progress despite all obstacles. Both the attendance and 
the size of the exhibit were remarkably large for a year 
of severe business depression. Altogether more than 
-1-.000 persons attended the convention. While this was 
somewhat less than the attendance at the A.E.R.A. 
convention in Atlantic City two years ago, the propor
tion of operators was larger than usual, the decrease 
being mostly among the ladies and guests. This excel
lent showing demonstrates again the high valuation 
which the industry places on the annual meeting. 
Some 80,000 sq. ft. of exhibit space was sold, approxi
mately four-fifths of that sold at the convention two 
years ago. A particularly interesting feature of the 
exhibit was the display of transportation vehicles 
on the Boardwalk. This included the latest type of 
interurban car, a large and a small city car, a large and 
a small trolley bus, motor buses of various sizes and 
a taxicab. All were painted a uniform color and 
decorated with the symbol of the association to empha
size the idea of co-ordinated transportation. 

Competition of Private Vehicles Slackening 

EVERYWHERE a spirit of confidence was in the 
air. Many indications could be seen of the grow

ing recognition of the importance of public transporta
tion. This was emphasized particularly by the remarks 
of several speakers from outside the industry, as well 
as by the reports of various committees of the associa
tion. That a substantial volume of traffic has been lost 
by the public carriers to the private automobiles is well 
known. There is reason to believe, however, that this 

trend has about reached its apex. Automobile registra
tions are not increasing at their former rapid rate. 
Financial as well as physical limitations are bringing tu 
a close the era of providing more and more roadway 
space in urban areas for the use of private vehicles. 
The existing roadways are already overcrowded in most 
cities and it is becoming more clearly evident every day 
that adequate public transportation facilities are abso
lutely indispensable. 

All of the operating companies have suffered as a 
result of the general business and industrial depression. 
Some report a slight trend back toward public trans
portation on the part of people who are finding private 
transportation too expensive under existing conditions. 
This gain in patronage, however, has been small as com
pared with the losses due to widespread unemployment. 
Nevertheless the operating companies have been able in 
a considerable measure to balance their budgets by cur
tailing expenses in proportion to the decrease in revenue. 
How this has been done was the subject of lively dis
cussion at several of the luncheon conferences. 

Equipment Modernization Attracts Atte11tion 

PROGRESS in modernization of rail equipmen: 
aroused keen interest among the delegates. The 

presentation of a report of the work being done by the. 
Electric Railway Presidents' Conference Committee 
drew a large crowd to the meeting hall. \Vhile no 
attempt was made to go into detail concerning the 
research being conducted under the auspices of this body. 
the summary presented by its chief engineer gave the \ 
audience a much clearer understanding than they had 
before of what is being done. Then, too, the display 
of transportation vehicles on the Boardwalk under the 
auspices of the Manufacturers' Advisory Committee 
showed that much progress in design already has been 
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made. Great interest was shown in this display as well 
as in the new equipment exhibited in the Auditorium. 
The improve111e11t in products indicates that the manu
facturers are spending mo11ey on development e\'en in 
the face of curtailed buying. 

Closely akin to the interest in rail-car development 
was that displayed in the trolley bus. Representatives 
of compa'nies which operate trolley buses were subjected 
to close questioning by other transportation men who 
are considering the use of this vehicle on their own 
properties. It was brought out clearly that under cer
tain conditions the trolley bus possesses numerous 
adnntages. At the same time the comment on this sub
ject indicated a general recognition that this new vehicle 
is not a universal remedy for all transportation troubles, 
but should be adopted and used only where conditions 
are suitable. 

As in previous years, the railway men were much 
interested in motor bus developments. Many new 
designs were shown. Those that appeared to attract the 
greatest amount of attention were the large types for 
heavy-duty and the small-capacity types for light traffic. 
Discussion of motor bus design, operation and main
tenance took place both at the regular sessions and at 
the luncheon conferences. 

Need for Better Fare Str11ct11re RecogJJized 

IXTEREST in the subject of fares was no less keen 
than that shown in the new equipment. A conviction 

has been growing in the minds of transportation men 
for several years that the industry knows too little about 
fares and the way the public reacts to changes in rates. 
This matter has been under intensive investigation by 
a special committee of the American Association for 
the purpose of "determining the relation between price 
and patronage." No simple and easy solution of the 
problem has been found nor is such a solution likely. 
Certain conclusions have been reached, however, with 
which there is likely to be general agreement. It is now 
widely recognized that the old .. flat rate for anybody rid
ing any distance at any period of the day is no longer 
satisfactory. Experiments are being made to develop a 
fare structure on the principle that the occasional rider 
should pay the maximum rate, the regular every-day 
rider should have a reduced rate, and that some sort of 
attractive special rate should be offered to stimulate 
riding in the off-peak hours. 

Coffi11 Award lf/ on by Milwaukee Company 

PRESENTATION of the Charles A. Coffin Award 
was, as always, a notable feature of the convention. 

This year the prize was won by the Milwaukee Electric 
Railway & Light Company for its record of "continuity 
in progress," despite the adverse influences of general 
economic conditions. This company's achievement in 
so adjusting its rates that both riding and revenue have 
been increased, in reducing operating expenses with
out sacrificing efficiency, in improving its safety record 

and 111 building better public and employee relation!"'11p~ 
were recognized as outstanding contributions to the 
industry during the year. The recent accomplishmenH 
at Milwaukee have been of a high order and should giYe 
real encouragement to the efforts of other managcmenb 
to overcome the obstacles of a similar nature which they 
themselves are facing. 

Committee lVork Prominent 01l Program 

W HILE the arrangement of the convention pro
gram this year resembled that of previous years 

in most respects, certain worth-while improvements were 
made. 1-'rescntation of reports of certain committees of 
the affiliated associations at the sessions of the American 
Association tended to draw a larger number of delegates 
to the general meetings and to secure wider attention 
for the excellent work these committees are doing. Dis
cussion of topics of broad i11terc:;t at the meetings of 
the affiliated associations encouraged the attendance of 
a considerable number of the higher executives. 

Some criticism was voiced, however, beca11se oi the 
overcro\\'cled condition of the program. Since the gen
eral sessions of the American Association lasted longer 
than was expected and planned, the schedule for the rc~t 
of the day was somewhat deranged. Most of the 
luncheon conferences were late in beginning and e,·en 
later in closing. This in turn delayed the start of the 
afternoon sessions, so that it was difficult to complete 
the day's business in the time available. 

Improveme11ts Developed lVill Co11tin11e 
Effective in Better Times 

SUMMARIZING the impressions of this year's con
vention, the local transportation industry is seen in a 

thoughtful and earnest frame of mind. But the atti
tude that is being taken is distinctly hopeful. The at
tention being concentrated on the most pressing problems 
-fares, equipment, schedules ancl traffic regulation
shows that the industry is not standing still. On the 
basis of actual experience, plans are being worked out 
that will improve conditions and methods. Many of the 
delegates reported beneficial results from such improve
ments as already have been put in ef-fcct-1mprO\'e
ments that are more than methods dictated by mere 
expediency. 

While general business conditions remain as un
settled as they have been recently, it is too much to ex
pect a marked improvement in the situation of the trans
portation companies. But transportation men can and 
do expect better times, and they are now making plans 
through both management and methods that should 
redound greatly to the benefit of the industry, when the 
inevitable upturn from present subnormal conditions sets 
in. The close of the convention left both the operators 
and the manufacturers with a decided feeling of renewed 
confidence and faith in the future prospects of the 
industry. 
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Neu;ly Elected Presidents 

of the 

AMERICAN and AFFILIATED 

AssocIATIONS 

American Association 

R. N. Graham 
Transportation and Traffic 

Associatioll 

J. W. Giltner 
Claims Association 

Guy A. Richardson, elected president of the 
American Association, is vice-president and gen
eral manager of the Chicago Surface Lines, one 
of the most exacting posts in the field of trans
portation the world over. He has had wide 
experience as an operator in city, suburban and 
interurban service, although In recent years his 
work has been largely with properties of the 
first magnitude rendering city service. In all its 
fields of endeavor, operating, mechanical per
sonnel and public relations, the Chicago Surface 
Lines has been most successful. The association 
Is assured in Mr. Richardson, as its president, of 
the ~ame broad sympathy and understanding 
being brought to bear on Its affairs that has char
acterized his previous work in its behalf as a 
committeeman and as an officer. J. E. Heberle J. E. Heberle, elected president of 

the Accountants' Association, is assist
ant to the president of the Capitol 
Traction Company, Washington, D.• C. 

C. II. Jones, el!lcted president of the Engineer
ing Association, is g£-neral manager of the Chi
cago, South Shore & South Bend Railroad. He 

Acco1111tants' Association 

Is an engineer turned executive. And his ac-
complishments as an executive are reflected in the excellent 
record made by his company In a field in which it has been 
unusually difficult to establish a record In the last decade. It 
was. under his direction that the road was returned the winner 
in the Coffin prize contest in 1929. Mr. Jones would be the last 
man to lay claim to the accomplishments of that road, but it 
do<'s remain a fact that he was one of the chief operating offi
cials of the company under whom its activities were co-ordinated 
so succes~fully. 

. J. l\'. Hiltner, elected president of the Claims As.~ociation, 
has recently been advanced from chief claim agent for the 
transportation companies centering at Akron, Ohio, to general 
claim agent of the Penn-Ohio Transportation System. His 
connection with the electrio railway Industry dates from 1907, 
when he joined the claim department of the Indiana Union 
Traction Comr-any, Anderson, It1d. He has also served in rail
way claim work at Portland, Ore., and at Pittsburgh, and In 
accident Insurance claim work. rt has been said of Mr. Giltner 
In his own company that he has all the virtues of his predecessors 
and few of their faults. 

Well schooled In commercial subjects, 
Including accountancy, he became 

stenographer-clerk in 1908 to J. H. Hanna who was then assist
ant chief engineer and Is now Its president. So well rounded 
has been his training that Mr. Heberle has turned his talents 
successfully to a myriad of problems. "Ask Heberle, he knows," 
has become a slogan In Washington. And his wide experience 
has been most helpful in the work of the Accountants' Association 
the Eng!neering Association and the Transportation and Traffi~ 
Assoclat10n. He advanced from chief clerk of the engineering 
department to chief olerk and statistician, to assistant secre
tary and finally to assistant to the president . 

R. N. Graham, elected president-of the Transportation anct 
Traffic Association, Is vice-president and general manager of 
the operating units of Transportation Securities Company a 
supsldiary of the Commonwealth & Southern Corporation, oper
atmg at Youngstown and Akron, Ohio. Penn-Ohio, as the sys
tem is called, has been honored three times with highest national 
awards. It received the Coffin medal in 1926, and Its largest 
operating unit, the Youngstown Municipal Railway, received 
the award again in 1930. The Brady safety medal went to 
Penn-Ohio in 1927. Mr. Graham is a lawyer turned executive. 
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Fifty Years of 

Service and Readjustment 
By 

J.H.HANNA 
Presidenr American Electric Railway Association 

President Capital Traction Company 

T HERE is no law in the broad 
scheme of life so changeless as 
the law of change. Civilized peo

ple demand progress in their methods 
of living. The local transportation 
business has lived up to the demand 
for change throughout its history of 
100 years, and particularly since the 
founding of the association 50 years 
ago. The addresses at the first conven
tion in Boston in December, 1882, ex
hibited a clear understanding of the 
street railway man's responsibility as 
a public servant and a wide grasp of 
the economic and social problems which 
local transportation must aid in solv
ing. The need for change was clearly 
apparent to the speakers. 

The five decades which have passed 
since that convention in Boston have 
been marked by five •distinct phases in 
the history of local transportation. The 
first was that of experimentation. The 
industry was searching. for the best 
tool. It was found in the electric rail
way system. 

The '90's were the era of develop
ment and rapid growth. In two years. 
electric railway mileage had grown 
from 29 to 1,260. After ten years, 
electric railway mileage had increased 
fifteen-fold and constituted 95 per cent 
of the total. But the industry did not 
merely grow in size. The car aud 
motor of 1900 were vastly different 
and much improved over those of ten 
years before. 

The following decade was the era 
of prosperity and substantial Lut slack
ened growth; track mileage increased 
82 per cent and the number of passen
gers carried and the value of road an•J 
equipment were approximately doubled. 
While operating revenues in this period 
inc"reased 129 per cent, already the 
effect of longer hauls and single fares 
was appearing, and net income after 
operating expenses grew but 123 per 
cent. Engineering developments con
tinued but consisted chiefly of refine
ments and improvements in designs 
already stabilized. 

Having put its business on a sound 
foundation both financially and mechan
ically, the_ ·industry as a whole began to 
take stock of itself and brought about 
a complete. reorganization of the as
sociation. Under the presidency and 
leadership of W. Caryl Ely in 1905 

the present form of organization of a 
parent and affiliated associations was 
set up, permanent offices under a full
time secretary established in New York. 
and the interurban railways recognized 
by the change of name to the American 
Street and Interurban Railway Asso
ciation. At the 1910 convention, the 
rather cumbersome name of the asso
ciation was changed to that now used. 

The fourth decade of our association's 
history must be marked as a period of 
changing conditions and, in many in
stances, serious financial difficulties. 
No longer could the business be classed 
as a monopoly. The vast number of 
automobiles brought personal transpor
tation within the reach of millions of 
people who formerly depended upon 
mass carriers. 

While undoubtedly much loss in 
revenue had already taken place due 
to automobile competition, the matter 
does not seem to have been seriously 
considered by electric railway men 
until about 1915, when the so-called 
"jitney" appeared and quickly spread 
over the whole country. The jitney 
\Yas quickly followed by motor-driven 
buses. While the use of buses was 
at first contested by many street rail-
way operators, the more farseeing soon 
realized that the bus offered a new but 
useful means of serving the public, and 
in a few years it was adopted by the 
industry as an additional means of ren
dering service. Again, the electric 
railway men, like their predecessor$, 
recognized the law of change and 
showed their willingness and desire to 
furnish the public with any form of 
transportation which might best suit its 
needs. 

The last ten years of our associa
tion's history has been a period of re
adjustment and rehabilitation. Mauy 
changes have taken place. For the first 
time electric railway men began to 
realize the necessity for merchandising 
their service. The association's activ
ities were largely revolutionized, am! 
thorough scientific investigation of all 
phases of the industry have been under
taken. The outstanding achievement of 
the association during this period was 
the formation of the Advisory Council 
by John N. Shannahan, while he was 
president of the association, in Decem
ber, 1924. The establishment of the 

Council and the appointment of a man
aging. director greatly expanded the 
nature of the service which the associa
tion rendered. 

The law of change still goes 011. 

This great industry is no longer merely 
the electric railway industry, but is the 
agency which must_ be ready to furnish 
mass transportation to the inhabitants 
of our cities by rail, by electric or gas
oline bus, or by any other means which 
is now or may eventually be available. 

The Presidents' Conference Commit
tee, by means of a scientific investiga
tion such as never has been attempteJ 
before, is developing the ideal street car 
which will give a new kind of service, 
which the people demand, at a lower 
cost. A similar investigation is under 
way through association activities to 
determine what nature of fare structure 
will best suit present-day conditions. 
Many other important problems, such as 
employee relations, traffic congestion, 
and taxation, are receiving the same 
thorough consideration by association 
committees. 

It can be stated without question that 
the service which we render is a neces
sity and that mass transportation is an 
essential industry. Recognizing this 
fact and also recognizing that existing 
conditions are entirely unsatisfactory 
from every viewpoint, it becomes the 
responsibility of the owners and oper
ators of the companies now furnishing 
transportation service to show the way 
out of the wilderness. 

Some of the requirements for im
provement are: 

From the companies-first, better an,! 
more economical cars, furnish ing a 
faster and speedier service than that 
now generally offered; second, a well
balanced financial structure with obliga
tions not in excess of physical assets; 
third, a fare structure which will more 
nearly distribute the cost of the service 
in proportion to the benefits rendered 
and which will attract the profitable 
non-rush and short-haul rider. 

From the public-and its help mu~t 
be obtained through the activities of 
the companies themselves-first, a defi
nitely fixed franchise or operatim~ 
agreement which shall assure such 
stability to the undertaking that new 
capital will be available; second, sym
pathetic regulation which, while thor
oughly protecting the interests of the 
public, will allow freedom to manage
ment, and give co-operation with them 
wherever possible; third, relief from 
all special taxation and in some in
stances, no doubt, definite financial help. 

If the co-operation of the business 
men, of regulatory bodies, of the press, 
and of the public generally, is obtained. 
this great industry will pull itself out 
of its present difficulties and live up tn 
the long line of successful achievement:
in serving the public, which have 
marked its history for the 50 year5 
just behind it. 
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Broad Aspects of Transportation 
Discussed by American A ssociation 

K EEN interest in a variety of 
broad problems now facing the 
local transportation industry was 

~hown by the large member of delegates 
attending the general sessions of the 
American Association. The activities 
of this association commenced with a 
general session on Monday morning i:1 
the auditorioum ballroom. President 
J. H. Hanna called the meeting to order 
and introduced Joseph B. Perskie, city 
solicitor of Atlantic City, N. J., wh0 
spoke a word of welcome to the con
vention and delegates, to which 11r. 
Hanna responded on behalf of the as
sociation. The president then gave a 
historical review of the industrv's serv
ice and readjustment during the past 
50 years, concluding with a number of 
recommendations for the industry's de
velopment in the future. He called 
attention particularly to the need of 
further studies on franchises, fare 
structures, engineering research, mod
ernization and merchandising methods. 
An abstract of Mr. Hanna's address 
will he found elsewhere in this issue. 

Joseph P. Day, prominent in real 
estate activities in New York City, dis
cussed the relationship between trans
portatibn and urban property values. 
··Public transportation," he said, "is the 
key to real estate values in every city 
from New York to San Francisco. 
Our most successful real estate oper
ators do not wait until rapid transit 
facilities· are completed before making 
their land investments. They buy 
strategic locations in outlying sections 
knowing that when public transporta
tion catches up with population growth, 
the value of their investment will have 
multiplied many times over." Mr. Day 
discussed traffic problems and told the 
part transportation has played in aiding 
in the decentralization of our larger 
cities. 

Merle Thorpe, editor Nation's B11si
uess, \\'ashington, D. C., prefaced an 
address, on "Keeping Open the Arteries 
of Trade and Commerce," by interpret
ing the factors which are influencing 
present economic conditions. He rec
ommended a revision of individual and 
collective mental attitudes, aggressive 
salesmanship and a decrease in the hope 
of relief by government. Mr. Thorpe 
urged that the energy of the American 
Electric Railway Association be de
voted to the education of public opinion. 
"Car riders, industries and business 
firms view with an unsympathetic eye 
the problems of this great industry," 
he said. "The street railway invest -

J. H. Hanna 
President 

ments are in an unstable condition. Great 
difficulty is experienced in obtaining_ 
new capital, and a large proportion of 
the few improvements that have been 
possible during the last few years has 
been financed out of earnings or 
through unsecured loans provided !:iy 
stockholders. They forget that, despite 
the enormous increase of automobile 
ownership, the street railway still 
carries iS per cent of all the people 
transported within large cities. They 
forget there is invested approximately 
$5,500,000,000 in the securities of these 
companies. They forget the industry 
ranks eighth in the amount of invested 
capital in the United States. They give 
time, thought and attention to the diffi
culties of the textile industry, the coal 
industry, the oil industry, but they take 
your industry for granted. 

"If the public would regard your 
problems with a purely selfish interest, 
would realize that it is a national in
dustry and not local; if it would ap
proach local problems with this broader 
outlook, such an outlook would greatly 
benefit the public. It is not alone the 
preservation of a $5,000,000,000 invest
ment. The problem is much more far
reaching than that, because as the in
vestment is impaired, billions of dollars 
of real estate and business will he 
affected. The hope lies in a better 
understanding of the complexities of 

city transportation on the part of the 
public and the public's officials." Mr. 
Thorpe's address is abstracted more 
fully elsewhere with this issue. 

The report of the Committee on 
National Relations was presented by 
C. D. Cass, general counsel A.E.R.A. 
Mr. Cass described the activities of the 
\Vashington, D. C., office during the 
past year, and the present status of 
legislation which is of interest to the 
transportation industry. An abstract of 
the report appears elsewhere in this 
issue. He particularly called attentiu11 
to the order recently handed down by 
the Interstate Commerce Commission in 
the matter of depreciation for steam 
railroads and telephone companies. 
This decision prescribes the classes. of 
property for which depreciation charges 
may properly be included under oper
ating expenses, and the percentages of 
depreciation which shall be charged with 
respect to each of such classes of prop
erty; and prohibits the carriers from 
charging to operatin'.g expenses any 
depreciation charges other than those 
prescribed. All carriers subject to th':! 
jurisdiction of the Interstate Commerce 
Commission may eventually be subject to 
this requirement of law, Mr. Cass said, 
and the recent order of the commission 
affecting the telephone companies and 
the steam railroad companies is the 
first riormal step in the application of 
the statute to all carriers under the 
comm1ss1011's jurisdiction. Mr. Cas5 
believes that the final attitude of the 
Interstate Commerce Commission in 
this matter will no doubt be adopted 
and utilized as a standard by various 
State commissions in dealing with the 
purely intrastate electric railways an,i 
other public utilities within their re
spective States. He looks for a fimd 
standardization, nation-wide in extent, 
affecting all utilities subject to commis
sion regulations in the matter of de
preciation and depreciation accounting. 

Mr. Cass pointed out that the purely 
intrastate carriers not now subject to 
the jurisdiction of the Interstate Com
merce Commission are vitally interested 
in the subject matter of depreciation, 
as well as are the electric railways en
gaged in interstate commerce, and re
porting to the commission. "I call thi-; 
to your attention," said l\fr. Cass, "be
cause I think that there must be some 
very careful, painstaking, serious think
ing in regard to this subject, not only 
by those who will be directly and im
mediately affected hy an order of the 
Interstate Commerce Commission issued 
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in respect of depreciation and deprecia
tion accounting for electric railway3, 
but also by the intrastate and purely 
urban carriers who consider themselves 
remote from the jurisdiction of the 
Interstate Commerce Commission, and 
who have been happy and contented 
that they were so." 

The second session of the Ameri
can Association, held on \Vednesday 
morning, opened with a report of the 
Committee on Revision of Constitution 
and Bylaws. G. A. Richardson, 
vice-president and general manager 
Chicago Surface Lines, presented this 
report, an abstract of which is given 
elsewhere. Following Mr. Richardson's 
report, a resolution was presented by 
T. N. Shannahan, chairman the Ad
~isory Council, for the appointment of 
a special committee to assist in the 
preparation of a brief on the subject 
of mass transportation, to be presented 
in behalf of the association to the 
United States Chamber of Commerce. 
The Chamber issued an invitation to 
the association to co-operate in this 
matter, and assist it in its general study 
of transportation throughout the coun
try. Mr. Shannahan's resolution was 
unanimously adopted. 

Francis X. Busch, formerly attorney 
for the city of Chicago, addressed this 
session on the subject of public rela
tions of transportation. He dealt prin
cipally with conditions in Chicago, and 
emphasized the value of rendering a 
constantly improved service as the 
greatest factor in any public relations 
program. He paid a compliment to the 
present Chicago transportation manage
ments and their application of this 
principle, and told how it was reflected 
in the public approval of the new co
ordinated transportation scheme for 
that city. Mr. Busch's address is ab
stracted on a following page. 

Dr. Thomas Conway, Jr., president 
Cincinnati & Lake Erie Railroad, and 
chairman of the Electric Railway 
Presidents' Conference, opened a dis
cussion on the activities of that body 
by summarizing its organization an,] 
present status. He told, in a general 
way, of its activities for the past year, 
of the work it is doing in its field 
laboratory in Brooklyn, and its gen
eral program for future work. He then 
introduced C. F. Hirshfeld, chief en
gineer of the conference, who addressed 
the meeting on the subject of "Progress 
Toward Improving the Street Car." 
Mr. Hirshfeld described the work 
which is in progress in Brooklyn and 
the organization of the personnel doing 
this work. His report is abstracted on 
another page. His address was accom
panied by a motion picture film which 
showed the use of several precision 
instruments deyeloped for the meas
urement of distortion of car bodies 
under various loads. The film also 
showed the construction and applica
tion of a trailer equipped with a photo-

electric device for measuring voltage, 
main current, acceleration, distance and 
time elapsed. It illustrated studies 
being made of the effect of accelera
tion on passengers, the reduction of 
noise, illumination, ventilation and the 
action of various members of a car in 
motion. 

The third general meeting of the 
American Association was held 011 

Thursday morning. Charles Gordon, 
managing director A.E.R.A., was the 
first speaker. He summarized his ac
tivities as managing director during the 
past two years and described the func
tioning of the association's personnel. 
His address dealt particularly, however, 
with a review of the convention's 
accomplishments, and referred to the 
valuable reports submitted by the com
mittees of the various associations dur
ing the year. 

Joe R. Ong, chairman Committee on 
Operating Economics (Transportation 
and Traffic Association), spoke on the 
control of economic factors in opera
tion. Discussing the economics of elec
tric railway operation, Mr. Ong said: 
"During the War, when the necessity 
for co-ordinated effort between different 
armies was paramount, it was found 
necessary to have liaison officers. 
There was some such thought in the 
minds of those suggesting the needs 
for a committee on operating economics. 
This committee, while not intending to 
encroach upon the subject normally 
within the scope of other affiliated as
sociations, must of necessity touch upon 
many items that may appear to overlap 
in order to co-ordinate the subjects 
properly. 

Mr. Ong discussed the necessity for 
increased speed, the rider's demand for 
modern design and comfort. in equip
ment and the securing of fare struc
tures which will increase revenue. He 
listed examples of traffic-stimulating 
programs carried on by many com
panies. His address is published in 
greater detail on a following page. 

James \V. \Velsh, chairman Commit
tee on Economics of Rolling Stock 
Application (Engineering Association), 
discussed the economic· considerations 
in the selection of a vehicle. Mr. \Velsh 
described his message as a guide to the 
selection of the best forms of trans
portation to meet the diverse conditions 
existing on various properties. Mr. 
\Velsh's discussion on vehicle analysis 
and the determination of costs appears 
elsewhere in this issue. 

E. J. Mcllraith reported for the Com
mittee on Street Traffic Economics, and 
Leslie Vickers, economist A.E.R.A., re
ported for the Committee on Fare 
Strnctnres. Abstracts of these reports 
will be found elsewhere. 

Awards for the Anthony M. Brally 
safety contest and the Electric Traction 
speed contest were made at this 
session. In the absence of Arthur 
\Villiams. president American Museu111 

of Safety, Guy C. Hecker, general 
secretary, A.E.R.A., made the Brady 
awards. Edward Dana, manager of the 
Boston Elevated Railway, received the 
medal and certificate for the winner in 
the large-city class. John Ross, chief 
engineer, Department of Street Rail
ways, Detroit, accepted the certificate 
of honorable mention in the large-city 
class. In behalf of the Calgary Mu
nicipal Railway, K. B. Thornton, presi
dent of the Canadian Electric Railway 
Association, accepted the medal for the 
winner in the small-city class. R. N. 
Graham, vice-president and general 
manager Youngstown Municipal Rail
way, received the certificates of honor
able mention for his company in this 
class. No award was made in the inter
urban class. A separate article in this 
issue deals with the Brady contest. 

T. Fitzgerald, chairman of the Speed 
Contest Committee and vice-president 
of the Pittsburgh Railways, awarded the 
silver cup to the Chicago, North Shore 
& Milwaukee Railroad. S. A. Morrison, 
assistant general manager accepted for 
the company. Honorable mention was 
given to the accomplishments of the 
Cincinnati & Lake Erie Railroad; the 
Chicago, Aurora & Elgin Railroad, and 
the Milwaukee Electric Railway & Light 
Company. 

A report of the Committee on Resolu
tions was made by D. W. Pontius, 
president Pacific Electric Railway. The 
following officers elected during the 
\Vednesday morning session were in
stalled for the ensuing year. 

President-G. A. Richardson, vice-presi
dent and general manager Chicago :3urface 
Lines. 

First Vice-President-]. H. Alexander, 
president Cleveland Railway. 
• Second Vice-President - \Valter A. 

Draper, president Cincinnati Street Rail
way. 

Third Vice-President-W. E. Wood, 
vice-president Engineers Public Service 
Company, New York City. 

Treasurer-Barron Collier, president 
Barron G. Collier, Inc., New York City. 

For operating members at large of 
the Executive Committee for the three-. 
year term expiring 1934: 

A. B. Patterson, president New Orleans 
Public Service, Inc. 

Robert M. Feustel, president Indiana 
Service Corporation, Fort \Vayne, Ind. 

For manufacturer members at lar~c 
of the Executive Committee for the 
three-year term expiring 1934: 

M. B. Lambert, assistant to vice-presi
dent 'Westinghouse Electric & Manufac
turing Company, New York. 

H. E. Listman, vice-president General 
Motors Truck Company, Pontiac, Mich. 

John B. Tinnon, sales manager Metal & 
Thermit Corporation, New York City. 

For operating member at large of the 
Executive Committee for a one-year 
term: 

A. M. Hill, president Charleston Inter
urban Railroad. 
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Improving the Street Car 
By .. 

C. F. HIRSHFELD 
Chief Engineer 

Electric Railway Presidents' Confe rence Committee 

E VERYBODY knows that the street 
railway industry is sick. You 

know it, the banker knows it, the public 
knows it. The symptoms of the disease 
are very evident. Income is not suffi
cient to balance all proper costs anrl 
yield a reasonable profit. Thus far all 
agree. But when it comes to diagnos
ing the case, when it comes to account
ing for the symptoms displayed by the 
patient, the doctors disagree. 

It must be admitted that the patient 
is already an elderly gentleman. He 
has not always been in the most perfect 
health, but until recently the trouble.
were confined to isolated spots. Now 
the patient seems to be suffering from 
some sort of general complication of 
troubles which is rapidly sapping hi,; 
vitality. 

There is one group of doct9rs who 
quite cold bloodedly maintain that the 
dear old gentleman has served his use
ful life and is now ready for the in
dustrial scrapheap. Those who have 
thus given up the patient seem to com
pr ise on the one hand learned and able 
men who do not have much time to 
devote to this rather unpromising and 
not overly remunerative patient, and 011 

the other hand rather young practition
ers who are inclined to jump at conclu
sions without giving adequate study to 
the subject and his symptoms. 

Another group believes that although 
the patient is suffering from a serious 
ail ment, he is still a very necessary 
member of the community and that he 
can be cured by proper treatment. Un
fortunately the doctors in this group 
differ among themselves as to just what 
is the basic trouble and what curative 
remedies should be used. Thus there 
are some that insist that the old gentle
man's diet is entirely wrong; that he 
change his diet, that is adopt a differ
ent fare system. There are others who 
claim that he is simply dissipating his 
strength and nervous energy by at
tempting to cover too wide a field of 
activity. They advocate that he con
centrate on the heavier tasks and per
mit younger and more agile individuals 
to handle the lighter ones. Another 
group insists that the clothing which 
the patient wears in public is all wrong, 
reflects the customs of a bygone gen
eration, affects his health by giving him 
an inferiority complex, and places an 
unnecessary and very heavy load upon 
his remaining energies. Some would 
have him wear light-weight and bright-

C. F. Hirshfeld 

colored clothes in place of the heavy 
and somber raiment of which he is so 
fond. Others would have him merely 
adopt rubber heels. And so on through 
a long list. 

When doctors disagree the patient 
suffers, and he has done so in this case. 
However, there is still hope, because a 
far-sighted group, after studying this 
patient and his activities, has concluded 
that he is not incurably ill, that he still 
performs a very useful function in the 
community, that he can be put into 
condition to become self-supporting, and 
that he will be saved if it is in their 
power to save him. They are wise 
men and have determined to consider 
all means of influencing his health, 
not to confine themselves to one or 
another pet hobby. They have there
fore divided themselves up into com
missions of committees, and each of 
these units is busily studying what ha,; 
been assigned it. One has taken the 
condition of the patient's blood stream, 
another the way in which he orders 
his daily life, another his diet, another 
his clothing, and so on. They believe 
that, if they can assemble all the facts 
about this patient, he himself will have 
sufficient intelligence and ability to cure 
himself under proper medical guidance. 

It is my privilege to outline the plans 
and activities of one of these com
mittees, specifically the one which is 
studying the old gentleman's clothing 
in which he appears in public, and by 
which the public judges him. This 
committee suspects that his present 
antiquated garb not only places an un-
necessary drain upon the patient's ener
gies, but that it also causes the general 
public, and particularly the younger part 
thereof, to class him as an antique and 

to pass him by, either in mirth or in 
pity. This particular group is called 
the Electric Railway Presidents' Con
ference Committee. 

The job is to find out what is wrong 
with the present-day street car, to dis
cover what is now required of a street 
car, and then to guide the genius and 
producing capacity of the industry in 
the design and construction of a rail 
vehicle suited to modern urban need~. 

There are two ways of undertaking 
such a commission. One is the inspira
tional method ;· the other, the fact-find
ing or research method. We might 
have adopted the first and have pro
duced within a few months a car de
sign as different from the conventional 
vehicle as fertile imaginations could 
devise. The result would have been 
spectacular and the immediate cost 
would have been low. But the value 
of the product would almost certainly 
have been small, its chief claim to dis
tinction would have been its novelty. 

We chose instead the slower and less 
spectacular, but mnch more certain, 
fact-finding method. This is the method 
that industry has recently adopted 
from the scientists and which has 
proved so effective in improving indus
trial processes and products. It de
pends quite simply on the determination 
of all significant relevant facts, so that 
final action can be based upon real fac
tual knowledge instead of upon more 
or less arbitrary decision between con
flicting opinions, traditions and rules 
of thumb. It is our belief that if we 
determine and publish the necessary 
facts, the brains and genius already in 
the industry will prove competent to 
take advantage thereof in the produc
tion of new designs. 

· The fact-finding method is not neces
sarily experimental. In this case it in
volves complicated analytical work and 
the compilation of statistical informa
tion, in addition to test and experiment. 
The test program constitutes, however, 
the largest part of our fact finding. 
It includes among other things the 
accurate determination of the charac
teristics of present available cars and 
equipment. For this purpose we have 
set up a field laboratory on the prop
erty of Brooklyn & Queens Transit 
Corporation. 

We must use the modern car as a 
point of departure. We want to know 
just how strong it is in different re
spects and whether any of the com
ponent parts are stronger than they 
need he or weaker than they should 
be. The car body is treated as a box 
girder and subjected to loads which 
simulate those experienced in use. 

But we must not confine our atten
tion only to the car body. The trucks 
represent a large part of the weight 
and of the cost, and they are of out
standing importance with respect to 
performance. Therefore we are study
ing the truck experimentally just as 
we are studying the car body. 
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Another thing that we want to know 
is how a modern car starts and comes 
up to speed-that is, we need the time, 
distance and force relations. We are 
using an entirely new method for this 
purpose and it is giving us very exact 
data. 

Ultimately we hope to produce a car 
which will start and stop as readily 
as possible. But what do we mean by 
this? Among other things, we mean 
as rapidly as the passengers can tol
erate. No one knows just what pas
sengers can tolerate and therefore we 
have in progress at the University of 
:.\Iichigan experiments to determine the 
facts. 

Our investigations indicate that noise 
reduction is one of the most necessary 
improvements. In fact, complete elim
ination is the ideal to be approached 
as nearly as possible. If we are to 
approach such an ideal it is not suffi
cient to measure only the volume of 
noise. \Ve must break the total volume 
down into a noise spectrum, determine 
the frequencies which are responsible 
for the greatest volumes, and then run 
these frequencies down to their sources. 

During recent years the illumination 
of street cars has been given much 

thought. \Ve are measuring the inten
sity of illumination in different typical 
modern cars, and we are also obtain
ing data from which the expectable 
characteristics can be determined in 
advance with greater precision than is 
now possible. 

Discussion with car riders has 
brought out the fact that better ventila
tion is highly desirable. Therefore, 
much work is being done on this sub
ject. The ventilation of the car is 
studied by creating in the car a uni
form mixture of carbon dioxide and 
air within it, and then determining the 
rate at which the carbon dioxide dis
appears under different operating con
ditions. 

We realize fully that both funds and 
time are limited; we realize that our 
major task is the production and proof 
of a greatly improved car; we realize 
only too well the imperative need of 
haste. Of necessity, our first efforts 
must be experimental, that is, fact fin<l
ing in character. Similarly, our first 
bulletins must deal with methods and 
later ones with determined facts. But, 
the entire program is planned with a 
view to reaching practical, usable re
sults as quickly as possible. 

Economic Considerations 
in the Selection of the Vehicle 

Based on the report of the 
Committee on Economics of Rolling Stock Application 

By 

JAMES W. WELSH 
Consulting Engineer, New York, N. Y. 

FOR years the medical profession 
sought the remedy for the ills of 

humanity in cure-alls, tonics, medicines 
which toned up or stimulated the heart 
and body as a whole. It was not until 
Pasteur in 1876 discovered that specific 
bacteria were the immediate causes of 
special diseases that any effective prog
ress was made in combating bodily ail
ments. , Is not this the lesson for our 
industry? We must isolate the troubles, 
break down the problem into its simplest 
elements before attempting a solution. 

The Committee on Economics of Roll
ing Stock Application believes the route 
or line is the starting point for such a 
study. Each route of the system should James W. Welsh 
be segregated and set up independently 
for the purposes of analysis as though it separate road and equipment account. 
were a separate company. It should After this, as far as possible, all oper
have its own valuation of property de- ating and maintenance should be directly 
voted to transportation service and a charged to the route in the first in-

stance, rather than to be so allocated on 
some arbitrary basis of apportionment. 
Such a method of fact finding is 
equally applicable to any form of tran~
portation, whether composed of rapid 
transit, surface rail roi,lte, or trolley and 
gas bus operations. 

This study will permit the actual cost 
of service, including all investment 
charges as well as all other expenditures. 
to be determined for each route. Com
paring its cost thus obtained with it~ 
revenue discloses its profitableness or 
the reverse. The effect of such an 
analysis is to bring out in sharp relief 
the gains and losses on the system. 
There will be found far greater varia
tion in the earning power of routes on 
the same system, than between any two 
systems in the country. If fares were 
fixed by the costs of service, route by 
route, almost any system would have 
some favored line with short-haul and 
dense traffic where the fare might be 
cut to a cent or two. Other lines would 
require rates as high as 25 or SO cents. 
Such a fare plan would, however, soon 
be self-destructive, as it would be im
possible to secure sufficient traffic on the 
lean routes in order to make them earn 
a reasonable return at any fare. 

A striking result of the varying costs 
on routes is shown in the example of a 
system of 30 routes. The analysis dis
closes that only half of the routes haw 
a cost per passenger equal to the average 
system fare of 8 cents. On the remain
ing routes, the fares would range from 
7 cents to 19 cents. 

\Vhen you reflect that the margin be
tween costs and revenues is usually 
close, it is evident that attention paid 
to these losing routes might readily 
balance the budget without disturbing 
the fare on the whole system. It is not 
suggested that fares should actually be 
varied in accordance with the route 
costs, but· when such losses are thus 
revealed, the desirability of considering 
other types of vehicles in such cases is 
very positively indicated. 

In comparing the economic value of 
bus and rail car, each has one outstand
ing claim for superiority which the other 
lacks. For the rail car, its unquestioned 
advantage to date is its high peak-load 
capacity with all that entails in lower
ing rush-hour costs. For the bus, the 
absence of track investment is its high 
point of pre-eminence. On the invest
ment side of the equation we find the 
average capital devoted to street car 
operation is five times its annual reve
nue; while with the bus the investment 
and annual revenue are equal ; hence for 
the same revenue (assuming this repre
sents equivalent capacity) the bus de
mands but one-fifth the capital invest
ment of the rail car. On the basis of a 
6 per cent return on the investment in 
each case, the bus could reach a 94 per 
cent operating ratio, while the electric 
rail car must hold its ratio down to 70 
per cent. 
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Too often this whole problem is 
looked upon as a mere refinement and 
as of little practical importance when 
a company is harassed by many diffi
culties. On the contrary, what question 
can be of greater importance than the 
selection of the very mode of transpor
tation itself; or, still more vital, whether 
to continue operation at all. Perhaps 
a part of the difficulty responsible for 
such a viewpoint is the unconscious 
assumption that any change from rail 
car operation presents too many diffi-

culties, both political and financial as 
well as economic. 

Should we not think of this problem 
as our job to produce a unified trans
portation system for our communities? 
It would be a built-up organism com
posed of high-speed rapid transit lines, 
surface rail routes, trolley buses, gas 
buses, de luxe coaches and taxicabs. It 
would be a placing together of all forms 
of transportation, each the best of its 
kind for its place, all into one unified 
whole. 

Public Relations of 
Transportation 

By 

FRANCIS X. BUSCH 
Taylor, Miller, Busch & Boyden 

Chicago, Ill. 

AN ARTICLE by Francis H. Sisson 
.l"l..in the August issue of the ELECTRIC 
RAILWAY JOURNAL graphically presents 
a most anomalous situation in th:it 
branch of the public utility industry 
which he includes under the heading, 
"'Operations of Electric Railways in 
Mass Passenger Transportation." 

Quoting from the latest United 
States census of electric railways, he 
says that while the total number of 
passengers carried by electric railways 
increased nearly 300 per cent in the 
25 years from 1902 to 1927, and while 
the number of car-miles operated and 
the amount of invested capital were 
doubled, the net return, after deducting 
operating expenses, including taxes and 
municipal impositions, declined from 
:i. ~ per cent in 1902 to 3.1 per cent in 
1927. 

Despite the essential nature of pas
senger electric transportation-14,500,-
000.000 customers served yearly-a 
service without which the cities of our 
country could not exist-it is generally 
conceded by well-informed persons that 
the operation of passenger electric 
street railway transportation, even with 
the supervising regulation of rates by 
public utility commissions, does not 
offer a field of investment as attractive 
as that to be found in other utilities 
and in industry generally. 

Mr. Sisson, after ascribing the al
most uniform lack of satisfactory earn
ings by the country's mass transporta
tion agencies to higher operating costs 
and increasing automotive competition, 
stresses the fact that one very important 
cause of the difficulties of electric rail
way companies has been the oppressive 
and arbitrary treatment they have so 

Francis X. Busch 

often received at the hands of public 
officials. 

Public support, through an adequate 
franchise and sympathetic understand
ing and co-operation of public officials, 
is indispensable to a successful man
agement of a public transportation 
system. Prosperity for the industry 
cannot exist without this support and 
co-operation. In this connection Chi
cago furnishes, as the doctors would 
say, "some splendid clinical material." 

In May of 1930 the City Council of 
Chicago passed, and the people at a 
referendum in July approved by a vote 
of more than five to one, an ordinance 
granting to a company which is to 
acquire all the existing surface and 
elevated railway properties, an indeter
minate franchise upon terms which will 
permit the consolidation, refinancing 
and extension of the present properties, 
including subway construction to be 
financed wholly by the city through 
special assessments, the accumulated 

traction fund, or general bonds. The 
ordinance further provides, not for a 
fixed and unchangeable rate of fare, 
but for the charging of a rate of fare 
to be determined by the lawfully con
stituted regulating authority, sufficient 
to produce a reasonable return on the 
capital invested. It is an ordinance 
which deals justly with the city and 
the utility and is in accordance with 
recognized sound economic principles. 

Taken by itself, there is perhaps 
nothing particularly significant in this 
statement. However, when it is con
sidered in the light of the fact that 
the preceding traction ordinances, 
passed in 1907, were twenty-year fran
chise grants definitely providing for 
'lnd contemplating acquisition of the 
properties by the city for municipal 
ownership at the end of those grants, 
and when it is further considered that 
for more than 25 year·s-from 1897 to 
1923-the public attitude towards Chi
cago traction managements had been 
one of suspicion, distrust, and un
broken hostility, there is indicated a 
reversal of public opinion so complete 
that a search "for its cause should be 
profitable. 

During the period from 1897 to 1907 
it was declared on every hand that 
Chicago's traction system was con
trolled by a defiant and corrupt man
agement, which furnished the most 
inadequate and inefficient transportation 
to be found in any large city in the 
United States. The hostility of public 
sentiment toward the traction companies 
was repeatedly reflected in political 
campaigns and municipal policies. Car
ter H. Harrison was elected Mayor in 
1897 on an anti-traction franchise issue. 
He was re-elected on variations of that 
issue in 1899 and 1901 and 1903. A 
strong sentiment for municipal owner
ship and municipal operation developed 
during this period. In 1905 Judge 
Edward F. Dunne, an out-and-out advo
cate of municipal ownership and opera
tion, was elected Mayor. 

It was in this atmosphere that the 
1907 street rail way ordinances were 
prepared. Among other things, these 
grants provided for a division of the 
net receipts of the operation of the 
properties. The city was entitled to 
receive 55 per cent of all net annual 
receipts remaining after the payment 
of operating expenses and a fixed re
turn of 5 per cent per annum upon the 
capital value of the traction properties. 
This was expected to create a fund 
with which the city might, either be
fore or at the expiration of the grant. 
purchase the properties for municipal 
ownership and operation. 

In the eight-year period following 
1907 $91,000,000 was spent for addi
tions and betterments, which laid the 
solid foundation upon which was later 
built the finest electric surface railwav 
system in the world. Prompt and faith
ful compliance by the companies (until 
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prevented in 1915 by World War con
ditions) with the provisions of the 
ordinances for building extensions and 
betterments undoubtedly mollified to 
some extent general public distrust of 
the railway managements, but sentiment 
on the whole continued antagonistic. 

The 1907 ordinances were undoubt
edly the best ordinances obtainable at 
the time of their passage. As the years 
passed, however, unforeseen changes 
developed, due to the widespread use 
of the automobile, the new competition 
in buses and transportation, and ad
vancing costs due to the high price 
levels of the war and post-war periods. 

By 1918 it was obvious alike to the 
city and companies' representatives, in 
view of Chicago's traction history, and 
with a franchise expiring in less than 
ten years, that the financial demands 
for necessary extensions and better
ments of the street railway system could 
not be met. An attempt was made 1:o 
agree upon a new franchise. In spite 
of practically unanimous newspaper 
support a proposed ordinance was de
feated at a referendum, largely because 
of the expressed distrust of the then 
management of the properties. 

Such was the state of affairs and 
such the state of public opinion when, 
in 1923, the active management of the 
Chicago Surface Lines ( operating all 
of the electric surface railways in 
Chicago) was changed. The change 
developed an immediate improvement in 
scheduled service, instituted better 
supervision and therefore more de
pendable operation. As the public 
found less crowding, greater regularity, 
and less of a "devil-may-care" attitude 
on the part of the men, the citizens 
began to manifest a kindlier attitude 
toward the company. 

· Almost simultaneouslv with the 
change in company man;gement came 
a change in city administration. An
other effort was made to "settle the 
traction question." Another ordinance 
was drafted providing for the imme
diate vesting of title to all of the trac
tion properties ( surface and elevated) 
it! the city. The city was to give in 
exchange for the properties certificates 
bearing 5 per cent interest, payable, as 
to principal and interest, out of the 
earnings of the properties. The city 
by the ordinance obligated itself to 
maintain a rate of fare sufficient to 
meet operating expenses and provide 
for the amortization of the certificates. 
The ordinance was overwhelmingly de
feated. Political groups antagonistic to 
the administration feared that the fare 
would have to be largely increased to 
meet the obligations of the ordinance. 
Opposition of radical groups that it 
did not provide for more immediate 
municipal operation, and opposition 
from a growing element opposed to 
either municipal ownership or operation, 
combined to bring about its defeat. 

In 1930 the company asked for per-

m1ss10n to install trolley bus service. 
The trolley bus showed such superior 
riding qualities and passenger conve
nience that the public officials were 
at once impressed with the progressive 
ideas of service and equipment shown 
by the company. The Chicago public 
now feels that it can look to its trans
portation company to keep fully mod
ernized and give appropriate service as 
conditions develop. 

A willingness on the part of the 
management of the companies to par
ticipate in programs of improvement; to 
co-operate with city officials in the set
tlement of problems where the knowl
edge or skill of its employees may 
prove valuable; to render continuously 
to its patrons, with a respectful group 
of contented employees, the best service 
of which its property is capable; to 
meet and discuss frankly and fairly, 
either before regulatory bodies or in 
the company's offices, the unjustified as 
well as the justified complaints of citi
zens or citizen associations-this con
duct reversed the public sentiment of 
Chicago as it existed prior to 1923. 

It is one thing merely to operate a 
transportation system. It is quite an
other thing to operate a transportation 
system so that the public that is served 
is satisfied and possessed of such con
fidence in the management that it is 
willing to extend its operating rights 
in the confident hope that it will receive 
even better service. Therein rests the 
job of management-to do its dai ly job 
well, to apprehend and meet exira de
mands put upon the service, and to 
interpret correctly the needs of the hour 
in transportation. There also is the key 
to satisfactory public relations. Direct 
relationship with the public occurs on 
one or two occasions during each day 
when your equipment and your oper
ators carry one member of the public 
to or from his home. No other util ity 
affords such intimate contact. It is this 
contact which forms individual opinion. 
It is the multiplication of these indi
vidual opinions which molds public 
opinion. It is an appreciation of this 
fact by the management of the electric 
railways in Chicago that has made this 
story possible. 

Determining Relation Between 

PRICE and PATRONAGE 
Based on the report of the 

Committee on Fare Structures 

By 

LESLIE VICKERS 
Economist 

American Electric Railway Association 

Leslie Vickers 

T HE one great problem in fares 
today is how to fill up the empty 

seats that most of our systems have in 
the off-peak hours. In other words, 
what we need is a fare that will im
prove the load factor. Cities may be 

able to do something to help us by 
staggering the hours of work, etc., so 
that our peaks both morning and eve
ning will be spread out over a longer 
period, but we must help ourselves in 
the matter of getting revenue out of the 
seat-miles which have to be operaterl if 
we are to maintain a public transporta
tion system at all. 

Because we know so little about 
matter connected with fares the Far<! 
Structures Committee of the Amer
ican Electric Railway Association was 
called into being. Its task is to 
try to formulate· the principles which 
should govern the establishment of 
fares, and to do this it must study the 
history of fare changes in the past and, 
at the same time, conduct on its own 
account or encourage the conduct of 
such experiments throughout the coun
try as will give it a basis of experience 
in the present day. 

Undoubtedly the two main factors to 
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be considered in a discussion of fares industry that we must coax the public action and of sympathetic action, and 
are the cost of rendering the service to back to the use of our service at off- part of the success of the Milwaukee 
the company which performs it and the · peak times by some kind of price con- Company is due to the ready assistance 
value of the service rendered to the cession, and while no one is in a posi- which the Wisconsin Commission has 
person who buys it. We deal with tion to present a formula universally given to it. But not all commissions 
masses, not individuals. We cannot say applicable to bring this about, such ex- are of this type. One of the tasks which 
that this customer costs us so much and periments as those of Milwaukee, Bos- lies immediately before us is that of 
that customer costs us a certain other ton, Gary and Cleveland, to mention convincing the commissions of the de
amount. It is difficult for us to tell only a few companies, have done much sirability, from a public standpoint, of 
how far they ride or to determine the to show us the way to better merchan- allowing considerable latitude in fare 
limits of the groups which we call peak dising. structures and opportunity for expen• 
riders, for whom our cost of service is While, generally speaking, it takes ment. 
undoubtedly high. Unlike the gas and only two people to make a bargain, in We do not propose to wait until we 
electric and other industries, we have the electric railway industry it takes, have the ultimate solution of the fare 
no exact metering device, and the best as a rule, three. When a large de- problem. \Ve propose to help com
that we could do if our fares were to be partment store decides to change its panics to find that solution for them
determined on the cost to us would be merchandising policy, it marks down its _ selves and to put into practice right 
to set up arbitrary distinctions. goods, advertises the sale and clears away, if not the best method which may 

\Ve know that it costs more to carry the shelves. When we decide on a take us years to discover, at least a 
a passenger in the peak hours than in change of price, we usually have to better method, and one which gives 
the off-peak hours. Then, too, we know go to a commission and obtain per- promise not necessarily of an immediate 
that it does not cost us as much to mission to do so. Some of these regu- increase in net, but of an increase in 
transport a passenger in the reverse di- latory bodies, notably that in \Visconsin, patronage from which an increased net 
rcction as it does in the direction of are fully alive to the necessity of quick will ultimately and inevitably follow. 
the main traffic flow. We are rapidly 
coming to the conclusion that the dis-
tance which a passenger rides is one of 
the least important elements in our costs 
in urban service. On the other hand, 
the length of line provided, together 
with the number of cars which must be 
in service on that line, is very im-
portant. ' 

We must never lose sight of the fact 
that while the cost of the individual 
service may be of importance to us, of 
far more importance to the user is the 
value of that service and of the ease of 
substituting something else for it. If 
he won't patronize it at the price we 
charge, we may have to reduce the price 
as most sellers of commodities have to 
do. \Ve must find the price that he 
will pay. \Ve can no longer consider 
our customers as a group which put one 
single value on the service that we have 
to sell but as a mass divided up into 
a great number of groups who set dif
frrent values upon it. . If we cannot sell 
all of our goods on the main floor, let's 
put some of them down in the bargain 
basement and reduce the price to move 
them. Our service is a perishable serv
ice. Once the street car has moved 
along on its journey, the service which 
it had for sale on that trip can never 
again be offered. Those empty seats 
have been offered without takers. Our 
job is to find a fare structure which 
will sell a greater part of our service, 
popularize public transportation and 
provide us with funds to enable us to 
keep on improving the only thing we 
have to sell-namely, service. 

There seems to be little dispute now 
that the casual rider or the one who 
patronizes the service just occasionally 
should pay the maximum rate. There 
seems to be agreement also that the 
wholesale rider should be recognized as 
such and a concession granted to him 
even though he is usually a patron at a 
time when it costs most to serve him. 
There is a growing conviction in the 

Keeping Open the Arteries 
of Trade and Commerce 

By 

MERLE THORPE 
Editor Nation's Business 

Merle Thorpe 

FACTS arc the least developed of 
our natural resources. Fallacious 

thinking is responsible for most of our 
present problems. It follows that reme
dies for relief are largely the result 
of starting from the wrong premise, 
from an unreal situation set up by 
rumors, half-truth~ or downright mis
representation. Whole sections of our 
industrial life suffer today from in
dustrial fallacies of the past. Perhaps 
none has suffered more than transpor
tation, particularly electric railways. 

Popular fallacies about business are 
born of old wives' tales, of honest half
truths, of political expediencies, of mis-

used statistics. Parenthetically, nothing 
is so dangerous as a perfectly good 
"statistic" in the hands of an amateur. 
It becomes a national menace in the 
hands of a demagogue. 

It will take only a little common
sensible reflection to understand that 
"the public be damned" fallacy of 30 
years ago was not, nor could it be, the 
attitude then or now of our public util
ities. Yet, from that fallacious premise, 
and others, have sprung misunderstand
ing, suspicion, distrust and reprisal, 
which have taken the form of confisca
tion, operation, regulation, supervision 
and a thousand obstacles in the way of 
efficient operation. 

The electric railways got the back
wash of this popular antipathy. As a 
result, the transit facilities in most of 
the larger cities of the country have 
fallen behind the standards for other 
phases of modern urban life. The 
unwillingness of the people and the 
people's representatives to co-operate 
wholeheartedly in solving the problems 
of mass transportation has brought its 
own penalty-the penalty of inconvr
nience, crowding and dangers encoun
tered in using transit facilities, or ex
perienced when walking or driving in 
congested traffic areas. At the same 
time, the users of these facilities, whose 
interests were always brought to the 
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fore by •'friends of the people" are 
aware that while the service afforded 
them has decreased, the price they pay 
has invariably increased. 

We pride ourselves on being a highly 
intelligent people. Yet the charge still 
stands that we are a nation of economic 
illiterates. An example is present in 
your industry. Business interests and 
the newspapers, which should foster 
the freest exchange of commodities 
and services, should approach traction 
problems with a sympathetic interest 
toward their proper solution, but in
stead they have been indifferent and, in 
many cases, have Jent themselves to 
partisan politics, which has retarded the 
growth and business activity of many 
communities. 

~Ieasures for better city transporta
tion are closely interwoven with eco
nomic and political life, and require 
public co-operation for their solution. 
The problems are complicated and of a 
technical nature. They should be 
studied in the light of the community 
as a whole. But interests of a partic
ular section or group, local politics, 
prejudice, and selfish interest have pre
vented, in the past, and continue to 
prevent, at the present time, the man
agement from doing a real job. 

Even responsible business men anrl 
property owners understand little of the 
great importance of local transportation 
in its relation to the physical, economic 
and social development of their cities. 

Transit deficiency and traffic conge~
tion exact an intangible yet a great toll 
upon their business and upon property 
values. Even the street car rider takes 
little or no interest in constructive 
measures which would improve the 
service rendered him, his comfort and 
convenience. He is wholly indifferent 
if he is not found in the ranks of 
agitators, to increased taxes and ex
pe~ses, s~bsidies to school children; yet 
1t 1s he, m the last analysis, who pays 
the bill.. ~is mind is full of suspicion 
and preJud1ce, because he still believes 
that the policy of a public utility is that 
"the public be damned." 

Not only the street car riders-we 
must remember that there are 40 000 -
000-but the industries and retail 

1

busi
nesses whose very lives depend upon 
mass transportation, are indifferent to 
the serious problems facing street rail
way service. They are quick to pick up 

· another fallacy that the street railways 
are doomed, that they are back-number3 
and must give way to new forms of 
transportation. Yet any man in his 
sane mind must realize that it will be 
many, many years before other forms 
of transportation will take the place 
of street. cars. And many, many 
changes will have to be made affectinl." 
the entire layout of whole cities befor~ 
such can come to pass. The hope lies 
in a better understanding of the com
plexities of city transportation on the 
part of the public and the public's 
officials. 

Control of Economic Factors 
in Operation 
Based 9n a report of the 

T. & T. Committee on Operating Expenses 

By 

JOE R. ONG 
Director of Research 

Cincinnati Street Railway 

Joe R. Ong 

UNDER present conditions ex1stmg 
in the industry, railway manage

ments should be open to the considera
tion of any and all suggestions which 
give promise of bettering the net reve
nue if only to a slight degree. While it 
is granted that measures which will 
prove of great benefit to one property 
may not be adaptable to every other 
property, the report of the committee 
on operating economics of the T. & T. 
Association treats the subject in a suffi
ciently broad manner to provide sugges
tions which might be applicable to 
almost any transportation company, re
gardless of size or location. 

Following are some of the means used 
to give increased schedule speed: 

1. Installation of field tap controls to 
speed up cars. . 

2. Installation of quick-acting brakes to 
increase braking rate. 

3. Installation of electric track switches. 
4. Rerouting in business sections to elim

inate left turns. 
5. Change in stop distances to reduce 

number of stops per mile. (Stop dis
tances recommended by various companies 
are from 600 ft. to as great as 1,400 ft.) 

6. Elimination of all layovers. 
7. Combining of lines to eliminate loop 

mileage. 

Several companies have de~nitely 
proved the value of modern eqmpment 
from a revenue-producing standpoint by 
comparing the riding index on lines so 
equipped with the ricjing index on lines 
using older equipment. One company 

reports an increase of 7 per cent in ricr 
ing on lines with new equipment, or 
about 2,000 new revenue passengers pel' 
new car per year. Other companies 
which have acquired new cars during 
the last two years report that riding has 
held up better on the lines equipped with. 
new cars. 

'.\fERCHANDISING l\lETHODS USED TO 

J :-.CREASE REVENUE 

Special traffic stimulators have been 
tried in several cities in connection with 
bargain days at retail stores. Some 
companies ha,·e worked· out a joint 
ticket arrangement with theaters, parks, 
and promoters of athletic games. Others 
are conducting sales meetings with their 
employees in their endeavor to increase 
the sale of rides. One company presents 
a weekly pass to each new family arriv
ing in the community, with a letter from 
the manager urging the newcomers to• 
use the street cars, and pointing out the 
economy and time saved by using the 
convenient car service for every purpose. 

Practically every company reporting 
has recognized the value of advertisi ng 
in some form to spread the message of 
safety and economy in connection with 
their service. The use of posters and 
car cards is general. Most companies 
use newspaper space. 

Several companies have increased 
their revenue through the developmem 
of chartered bus business. This is 
stimulated by the use of both direct mail' 
advertising and posters in the cars as 
well as newspaper advertising. 

It is more difficult to summarize the 
various things which have been re
ported as effective in reducing operating 
expenses. In some cases, perhaps, 
major reductions can be made at a single 
stroke, such as the introduction of one
man operation, resulting in a material 
reduction in trainmen's wages, or the 
substitution of new equipment for old 
resulting in a material reduction in the 
equipment accounts. If the new equip
ment permits a materially higher speed. 
then this will produce a further reduc
tion in trainmen's wages. 

In addition to reducing car-hours by 
speeding up schedules, most companies 
have been endeavoring to reduce totat 
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,car-miles to the lowest point consistent 
with public needs. Traffic checkers 
have heen employed to make a count of 
the passengers at various hours of the 
<lay, and schedules have been made more 
flexible so that service could be adjusted 
to meet daily needs. Many companies 
have been making greater use of their 
cut-back facilities so that the former 
headways are maintained in the more 
thickly populated portions of the city, 
while service is reduced at the outer 
ends of the lines. One company, oper
ating a co-ordinated service operates 
street cars only in densely populated 
areas, and uses buses to provide service 
beyond the limits of street car operation. 

In connection with the operation of 
buses, several practices have been men
tioned which are worthy of consider
ation. The use of a vehicle of the proper 
size for the amount of traffic on the 
line is mentioned as the way used on 
one property to stop some of the leaks 
in bus operation. By purchasing ten 
single-deck buses to use in place of 
double-deck buses in off-peak hours, 
one company has produced a saving of 
some $33,000 per year. Substitution of 
buses for street cars at night, on Sun
days and holidays, or at other times 
when riding is low, has produced a very 
satisfactory saving iu operating costs in 
several cities. 

Costs and Competition 
in Street Use 

Based on a report of the 
Committee on Street Traffic Economics 

By 

E. J. McILRAITH 
Staff Engineer 

Chicago Surface Lines 

N O ONE denies that, in this period 
of remarkable automotive develop

ment, the private automobile has con
siderablv reduced the number of riders 
on stre~t cars and buses. Neverthe
less, I am of the opinion that the 
effect of the automobile upon the public 
carrier has been largely overestimated. 
By far the greater proportion of all 
motor vehicle riding is new riding 
created by the automobile, and actually 
non-competitive in character, although 
it is true that much of this travel in 
cities could be quite satisfactorily served 
hy pub) ic transportation. The facts 
arc that while automobile registrations 
were increasing phenomenally, pas
sengers carried on railway cars and 
huses of the electric railway industry 
of the United States were also increas
ing slowly to a maximum in 1926. The 
decrease from that time to 1930 in num
ber of passengers carried has been only 
9 per cent. 

The Committee on Street Traffic 
Economics has conducted a study of 
the past history of the automobile as 
it has affected the mass transportation 
agencies, and made some analysis of 
what the future may bring. The era 
of rapid growth in the automobile field 
has definitely passed. Sales resistance 
is becoming greater, and the number of 
persons who may be classed as poten-

E. J. Mcllraith 

tial motor vehicle purchasers is be
coming less each year. Since 1923 new 
equipment purchases in each year have 
been less than in the year before. This 
trend will continue for several years. 
Registration increase in the next five 
years will probably be only about 10 
per cent, although it may amount to 
20 per cent. Up to four years ago, the 
yearly increase had always been 10 per 
cent and more. 

It is our conclusion, then, that the 
period of most serious competition from 
the automobile; measured in numbers 
of vehicles, has already been practically 
reached. In the larger cities, especially, 

the1·e is good evidence that the in
creased crowdinl{ of the streets and the. 
cost of travel in private automobiles 
is definitely limiting the utility of the 
private motor vehicle. As the charac
ter of the public vehicle and the service 
rendered by it are improved, it is not 
farfetched to say that the street car and 
the bus may in the near future be heltl 
in higher favor for the growing propor
tion of daily city travel. 

Street crowding, often called traffic 
congestion, is definitely traceable to the 
increased riding habit in the private 
automobile with its higher street occu
pancy per passenger served. For ex
ample, a single-track street car line will 
carry, at about maximum capacity, 
13,500 people in one direction. A simi
lar width of pavement used by private 
automobiles only will carry but 1,575 
people. Thus, it requires practically 
nine traffic lanes to carry as many 
people per hour as can be carried by 
the single-track street car line. 

TRAFFIC CONTROL WILL GIVE 
AMPLE STREET SPACE 

Yet, extravagantly as private auto
mobiles use the pavement area in com
parison to the more efficient street car, 
there is ample street space in every 
city to carry at least twice the present 
motor traffic with no more crowding 
than at present. How can this be 
achieved? Simply by the applicatiou 
of traffic control and regulation meas
ures designed to use the street most 
effectively. If these are put in force. 
it will mean that much of the pr-!sent 
curb parking on crowded streets will 
ha,·e to be eliminated, progressive 
traffic signals must be installed in many 
places, so timed as to speed up, rather 
than hinder, traffic movement. Many 
traffic signals already installed will 
have to be removed, and more rigid 
control and supervision over the least 
necessary types of vehicles during the 
crowded periods of the day must be 
accomplished. This is not a dream-it 
can be and is being accomplished. The 
methods used are not spectacular, they 
do. not cost a great deal of money, but 
they accomplish much in saving of time 
and money to the citizens of a city. 

Some contend that the traffic prob
lem can only be met by wider streets, 
more streets, elevated highways and 
grade separation-all extensive struc
tural changes. All of these devices 
may have some place in a comprehen
sive traffic plan, but neither one nor 
all will ever solve the traffic problem. 
Often they only tend to aggravate fur
ther the present congestion by encour
aging less efficient street use by private 
automobiles. If our present street 
system were to be used as efficiently as 
it could be, keeping in mind first the 
reasonable needs of majority, city streets 
would easily be able to handle all the 
present traffic with a liberal factor of 
safety for the future. 
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Progress in Meeting Major Problems 

Oz,tlined at 

Advisory Council Session 

Coffin Award Presented to Milwaukee Electric Railway & 

Light Company. Lack of confidence principal deterrent 
to world business revival, according to Julius H. Barnes 

S1 EPS taken by the industry to solve 
its problems and a comprehensive 
outline designed to end the world 

depression were presented at the Ad
\·isory Council session, held at the audi
torium on Tuesday night. A large 
crowd filled the convention hall to hear 
these vital messages and to witness the 
presentation of the Coffin Award to the 
;1Jilwaukee Electric Railway & Light 
Company. 

J. N. Shannahan, chairman of the 
Advisory Council, opened the meeting, 
and in his remarks cited the growth 
of the association and what it has ac
complished. He discussed the problems 
of preserving the investment, securing 
credit, impressing the public with the 
essentiality of public transportation, 
street congestion, improved service, and 
co-ordination, and told what had been 
done in the past year toward solving 
them. 

FUTURE OF THE SERVICE A 

MAJOR QUESTION 

"It is proper," Mr. Shannahan stated, 
'that we should seek to conserve the 

la rge investment of the industry. The 
investor is entitled to fair treatment 
on the part of the public. Regulation 
by public bodies should function to 
permit him reasonable safety and a fair 
return in earnings, as well as to insure 
to the public reliable and convenient 
service at reasonable cost. Unless the 
former is granted, the latter is impos
sible. 'Unless the investor is fairly 
treated, private capital will be with
drawn to safer and ·more remunerative 
fie lds. Unwise public treatment can 
sacri fice investments already made in 
good faith, but it cannot force new 
money to be put into a public service 
enterprise. When that condition oc
curs the credit necessary for improve
ment and extension will not he available 
and the quality of service which th<' 

J. N. Shannahan 

public has a right to expect will not be 
possible. Our business has suffered 
for a number of years from lack of 
credit. Until at least a portion of past 
investments is salvaged and reasonable 
safety provided for the future, this con
dition will remain. From the investors' 
standpoint alone, this situation is one 
to ·challenge the attention of every fair 
minded and thinking citizen. But its 
direct public aspects are of even greater 
importance. The major question to 
which we seek to direct attention is not 
so much what is to become of the local 
transportation business, as what is to 
become of the service itself. This is a 
question that concerns the public even 
more than it does the investor. 

"Of course, it assumes that public 
transportation service is indispensable 
and will remain so in the future. There 
is no need for me to establish for this 
audience the fact that the service of 
the companies represented here is a vital 
necessity to the millions who are de
pendent upon it for their daily tra\·el 

needs. But there are many in this motor 
age, who, not fully aware of the fact~, 
are inclined to jump to the conclusion 
that street railways are rapidly out
living their usefulness. Those who hold 
this view do not realize that despite the 
widespread ownership of automobiles, 
approximately 75 per cent of those who 
travel to and from central business 
areas in the larger urban centers of the 
country are dependent upon public 
transportatiop for their daily travel 
needs. Nor are they aware that during 
the relatively short periods of maximum 
demand; that is, during the rush hours 
morning and evening when workers are 
traveling between their homes and 
places of employment, public travel 
facilities are even more vitally neces
sary then is indicated by figures based 
upon the total movement throughout 
the day. 

"Any suggestion that public transit 
facilities can be dispensed with, even 
in this age of luxurious automobile 
transportation, is economically and 
physically inconceivable. No program 
of street and garage construction would 
begin to permit everyone to travel in 
cities by automobiles, even if we are 
willing to assume that they could afford 
to do so. The need for public trans
portation service in urban areas :~ in
creasing-not decreasing.' Though the 
widespread ownership of private cars 
enables· many to 1,pro,·ide their own 
transportation, this very convenience of 
the automobile has created a large in
crease in social and economic activity 
and in the habit of moving about. 

"Street congestion is today one of the 
most serious problems of the modern 
city. As fast as improvements are made 
in existing arteries they are saturated 
by the insistent demand for additional 
street space. We are convinced that 
the improvement of public transit t'l 
the point where the public will be wil -
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111g m use it to a larger extent for 
ordinary travel purposes is an impor
tant factor in the solution of the street 
congestion problem. In fact , this seems 
to offer the only economically feasible 
method of remedying the traffic jam of 
modern cities and avoiding the threat 
to the stability of hundreds of millions 
of centrally located property values. 

.. This industry has not been sitting 
by waiting for others to aid in the 
solution of its problems. While seeking 
public co-operation it has been exert
ing itself to the utmost to put its own 
house in order-to improve its tech
nique and methods to the limit of its 
financial ability. Coming after more 
than a decade of economic stringency, 
the additional pressure of the past year 
has called upon our courage and in
genuity to the very utmost. Neverthe
less, it is gratifying to be able to report 
that very real progress has been made 
during the past year in the application 
of modern co-operative research to the 
important and immediate problem of 
developing improved types of street 
cars. Progress has also been made 
by the Committee on Fare Structures 
whose purpose is to analyze the problem 
of street railway fares with the object 
of developing an equitable and fair sys
tem of local transportation rates which 
will provide not only necessary revenue, 
hut which will tend to stimulate that 
class of riding needed to balance our 
load factor so that the transportation 
system may be made of maximum use 
to the community. 

'• If we stop for a moment to consider 
ourselves objectively, it may help us 
to realize that our efforts to solve our 
own problems take on a new signif
icance. If we can do that, we can go 
back to our appointed tasks to take 
up the problems of the future, to en
counter success . and failure, difficulty 
and achievement, inspired by the reali
zation that we have a vital part in a 
great enterprise, a great adventure
that of making our country and the 
world a better place in which to live." 

l\hLWAU KEE COMPANY PRESENTED 

WITH COFFIN MEDAL 

Following Mr. Shannahan's address, 
P resident Hanna read the report of the 
Committee on the Charles A. Coffin 
Foundation A\v'ard and presented to 
S. B. V\Tay, president and general man
ager of the Milwaukee Electric Rail
way & Light Company, the Coffin Medal. 
W illiam A. Daniels , representing the 
Employee<.' Association of the Com
pany, was given the accompanying 
check for $1,000. Abstracts of the 
briefs presented by the four competitors 
in the contest appear el sewhere in this 
issue. 

T he address of the evening was made 
by J ulius H . Barnes, chairman of the 
board of the Chamber of Commerce of 
the United States. "Lack of national 

and intcrnat10nal confidence is the chief 
cause of the present difficult situation 
and its restoration is the chief need of 
the world," ~lr. Barnes declared. ..The 
evil effects which flow from lack of 
confidence arc apparent. It creates 
caution and fear, and shrinks the normal 
expenditures of ordinary living which 
maintain manufacturers, merchants, dis
tributors, transportation and factories. 
It results in reduced consumption, low
ering of commodity prices, the sale at 
low prices of good securities and pre
vents the flow of capital from the centers 
where it tends to accumulate in idle
ness to the places and employments in 
which it is needed. 

SOUND CO URSES O UTLINED TO 

RESTORE EQU ILlBRIUM 

''The time has come when business 
men of the world must take determined 
action in defining sound courses under 
which a restored equilibrium of busi
ness may reflect into a restored welfare 
of whole peoples. This program," Mr. 
Barnes continued, "must include in its 
essentials these points: 

"1. France and Germany must earn
estly and sincerely seek an accord by 
which the world shall have a political 
moratorium. The time has come for 
nations to think less about borders and 
frontiers, and more about expanding 
interchange of goods and finance on 
which will rise the welfare of all 
peoples. 

"2. Great Britain is assured of a 
friendly understanding and ·co-opera
tion in these days of trial and perplex
ity. Balanced budgets and national 
economy will rebuild her financial posi
tions. 

"3. For all of Europe, an atmosphere 
of peace and confidence would greatly 
contribute to the welfare of their 
peoples. Business men hope the com
ing disarmament conference in Europe 
will point the way to lighter burdens 
laid on industry and on individuals in 
all these countries. More than that it 
should create a new spirit of inter
national good will, thereby stimulating 
international finance and international 
trade. 

"4. South America with its vast pot<m
tialitics for trade and commerce will 
lay the foundations for a new confidence. 
But political instability repels timid 
capital. There must be a realization 
that self government assures a continu
ity of administrative responsibility 
under which capital may venture. 

"5. Here in America we also have the 
problem of how to restore national con
fidence in such a way that our resources 
and energy shall expand the fabric of 
trade until it takes up the fringe of 
unemployment. These things are sug
gested to restore confidence and enter
prise in America: (a) Join the World 
Court, and thereby show international 
co-operation and good will: (b) Pre-

pare to support a sound program or 
international finance to follow the short 
moratorium; ( c) Press for effective 
results from the coming disarmament 
conference; ( d) Stretch and spread 
employment to the utmost; ( c) Revise 
the 40-year-old anti-trust laws which 
today destroy the small business; (f) 
Frame our tax requirements to spread 
justly and fairly where it can best be 
borne without injury; (g) Give regu
lated industry like the railroads a fair 
chance to maintain their earnings and 
credit; (h) Exercise economy in na
tional expenditures; (i) Reassure the 
individual American that we shall pre
serve the traditions of private enter
prise, and that governments shall be 
an empire only to preserve fair play 
between its people; (j) Continue to 
adjust the protective tariff; (k) Use 
the great reservoir of American sym
pathy and its genius for organization in 
caring for cases of individnai mis
fortune, and (I) Avoid in any form, 
donations from the national treasury 
as charity dole. 

"6. For all self-governing peoples of 
the world this period of distress should 
invoke a sober study and understanding 
of the relations of governments to the 
individual activities of their people. 
Clearly, after the occurrence of these 
last few months, people who aspire to 
self-government must demonstrate their 
fitness for such exercise of power. It 
is necessary that they clarify their con
ception of the province of government. 

EcoNOMlC FORCES BETTER UNDERSTOOD 

"Today in America, there has never 
been such an understanding of the 
economic forces which have culminated 
in this depression, and with it never 
such quick human sympathy as desire, 
to be helpful in alleviating the mis
fortune and distress that flows from 
this dislocation. This depression seem, 
deeper because of the advanced stand
ards to which we have attained. After 
all the real capital of people rests in 
their character and their ability. They 
can rebuild from misfortune. They 
can re-creatc·and reconstruct. But thev 
need for that a confidence resting 0;1 
conviction that they have a free and 
fair opportunity. In that respect there 
is a solemn obligation on government 
that it shall preserve that fair field of 
opportunity. There is a solemn obli
gation as well on business leadership 
that it shall recognize that modern busi
ness is invested with welfare of all its 
workers and that it must labor unceas
ingly to advance that welfare. This T 
believe to he the conviction of the busi
ness world today. 

"This spirit in business leadership ancl 
the evidence that self-governing people 
arc possessed of understanding, self
control, fortitude and courage will re
create confidence-the first prerequisite 
to world recovery." 
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American Committees 

MANY noteworthy accomplish
ments are recorded in the re
ports of the committees of the 

American Association for the year just 
ended. Addresses covering the work of 
the Committees on Fare Structures and 
Street Traffic Economics were presented 
at the general session of the associa
tion on Thursday, and appear in 
abstract among the other addresses. Re
ports of the special committees on Re
vision of Constitution and Bylaws, and 
Employee Relations are presented 
below, as are the reports of the Standing 
Committees on Publicity and National 
Relations. 

National Relations 

The Interstate Commerce Commis
~ion, in a series of hearings, has had 
under consideration the problem of 
highway transportation, and the \Vash
ington office and its staff have been 
utilized by the attorneys of several mem
ber lines in the preparation and presen
tation of evidence in the aforesaid hear
ings. Six member companies utilized 
the \Vashington office and library for 
se ,·eral days, and the general counsel 
and his staff assisted in the preparation 
of exhibits and evidence of ten wit
nesses who took two full days to put in 
their evidence in the aforesaid hearings. 

Following the presentation of evidence 
by six member company lines, and on 
account of the importance of the gen
eral subject of highway transportation, 
the general counsel, at the direction of 
the Executive Committee, prepared and 
filed a brief and argument with the 
Interstate Commerce Commission on 
behalf of the American Electric Rail
way Association, setting out in consider
able detail the position of the Associa
tion on this all-important subject. 
Copies of such brief and argument were 
printed and distributed to all member 
companies, State and national associa
tions, public utility commissions, State 
officials, chambers' of commerce, and 
parties in interest generally. 

For several years the committee has 
been endeavoring to obtain a clarifica
tion of the Interstate Commerce Act 
so that electric railways reporting to the 
commission may know what their status 
i3 under the law. The position taken 
by the Government concerning inter
urban electric railways has raised such 
a fog of uncertainty in regard to the 
position 0£ such railways under the 
Interstate Commerce Act that a finai 
~ettlement of _this troublesome problem 
must be had before any electric railway 

Had Active 
Y ear 

that reports to the co1111111ss1011 may be 
certain of its status. 

Efforts have been made from time 
to time to interest Congress iu the sub
ject, but in the absence of agreement 
on the part of the Interstate Commerce 
Commission and the state public utilities 
commissions and the industry as a whole, 
no progress has been made in obtaining 
the necessary statutory enactments. 
Representatives of your committee have 
had several conferences, during the past 
year, with representatives of the Legis
lative Committee of the National Asso
ciation of Railroad and Utilities Com
missioners, and with representatives of 
the Interstate Commerce Commission, 
for the discussion of proposed legisla
tion to remove the ambiguities in the 
Interstate Commerce Act. Such discus
sions and conferences, it is believed, 
have materially advanced the ultimate 
solution of the problem of clarifying 
the act. Until such legislation is passed 
or until the Supreme Court by a deci
sion clarifies the subject, no electric 
railway reporting to the commission 
may be at all certain of its status under 
the excluding language of various pro
visions of the act. 

At the request of certain member 
lines, the \Vashington office made a 
study and report on the subject of the 
Safety Appliance Acts and their appli
cation to electric railways reporting to 
the commission as found in the various 
decisions of the Federal courts. In con
nection with this subject it should be 
pointed out that the Safety Appliance 
Acts generally require electric railway 
equipment operating on electric rail
roads reporting to the commission to 
comply with all their provisions. 

At the direction of the Executive 
Committee of the association, the Wash
ington office canvassed electric railway 
mail-carrying lines (both member and 
non-member lines) in regard to the 
commencement of an action for the in
crease of electric railway rates of mail 
pay. In the last decision of the Inter
state Commerce Commission fixing 
rates of mail pay for short-line steam 
railroads, the rates so fixed were con
siderably higher than comparative rates 
paid to interurban companies carrying 
mail. It was thought that possibly a 
case might be prepared to enhance the 
earnings of interurban companies from 

mail pay, and a bulletin was put out 
to all electric railways reporting to the 
commission asking co-operation. After 
the receipt of a number of letters indi
cating a lack of interest, and a request 
on the part of the heaviest mail pay 
electric line member that the subject be 
dropped for the present, the matter was 
filed for future reference and will again 
be taken up at a more propitious time. 

In this connection, the committee 
points out that an inequality exists in 
the rate of pay fixed for electric inter
urban lines as compared to short-line 
steam roads, and it is the thought of 
the committee that a persuasive case 
could be made before the commission 
to secure increased rates for interurban 
mail-carrying lines. 

In the 71st Congress there were three 
sessions. The bill in which this indus
try was most interested as a construc
tive piece of legislation was the l\fotor 
Bus Bill. It passed the House early 
in the 71 st Congress, but failed to pass 
the Senate. It will no doubt be a meas
ure of major importance during the 
coming session of Congress which con
venes in December. In passing, the 
committee calls attention to the fact 
that the December Congressional ses
sion is so evenly divided between the 
major parties that at the time thi~ 
report is written no one can predict with 
accuracy which party will organize an<! 
have control· of the committees in the 
House of Representath·es. The natural 
result of this condition will be that con
structive legislation will be difficult to 
pass. In other words, the power in 
Congress will be exercised without the 
restraining effects of party responsibil
ity. The committee looks for a ~on
siderable number of bills proposing leg
islation adverse to the electric railway 
industry's interest, and on this account 
the committee renews its request, and 
desires to emphasize it this year, that 
all member lines respond promptly to 
calls for information and assistance in 
legislative matters. 

Revision of the Constitution 
and Bylaws 

After thorough discussion the com
mittee agreed that it would be inadvis
able to attempt to carry out the original 
plan of effecting a complete revision of 
the association's basic document this 
year. It was felt that the drafting of a 
coipplete revision should be deferred to 
give more time for · further study to 
the many angles of the problem. A 
plan was discussed for anticipating the 
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proposed complete rev1s1on of the con
stitution and bylaws by changing the 
name of the association this year to 
accord with the broader field of inter
est of its member companies than is 
indicated by the present name. The 
committee decided, however, that the 
advantages to be gained from a change 
in name at this time do not outweigh 
the disadvantages that might ensue 
from premature action on this detail 
before the entire problem of constitu
tion revision is worked out. 

The committee recommended the sub
stitution of the following paragraph in 
place of four existing paragraphs in 
Section IV (a) dealing with mem
bership: 

"One of the qualifications for company 
membership shall be that in the opinion of 
the Executive Committee, the applicant 
shall be conducting its business in con
formity with the policies of this associ
ation. In considering applications for 
membership the Executive Committee 
should seek the advice. of member com
panies in the territory in which the appli
cant conducts its business and shall give 
consideration to the standing of the appli
cant among such neighboring members." 

The committee also considered two 
changes in the constitution recom
mended to it by the Nominating Com
mittee. The first of these involves a re
duction in the number of vice-presidents 
from four to three, and the second pro
vides for the creation of an additional 
operating member at large on the 
Executive Committee to serve for a term 
of one year. The Nominating Com
mittee suggested that a move should be 
made this year toward eliminating the 
practice which has grown up of 
nominating the vice-presidents in pro
gression through four grades to the 
presidency. Adherence to this prece
dent has meant in effect that the man 
nominated for fourth vice-president has 
been named for the presidency of the 
association five years before the year in 
which he is expected to serve. For a 
number of years many officers and mem
bers of the Executive Committee have 
held that this custom is not good 
practice for the association to follow, 
and it has been urged that a change 
should be made in the constitution 
which would change this practice. 

The second change recommended by 
the Nominating Committee, that an 
operating member at large be added to 
the Executive Committee to serve for a 
term of one year, was proposed in order 
that all interests concerned might be 
fully represented on the Executive 
Committee next year when the impor
tant subject of complete revision of the 
constitution will be under consideration 
again. The suggested change will also 
maintain the present number of operat
ing company representatives on the 
Executive Committee, the new office of 
member at large for a one year term 
taking the place of the fourth vice
president. · 

After full consideration the commit
tee voted unanimously to adopt the 
changes in the constitution recom
mended by the Nominating Committee. 

Another item considered was a sug
gested addition to the bylaws growing 
out of a question of interpretation with 
respect to the method of calculating 
dues payable by operating member 
companies, the particular point involved 
being the meaning of the phrase 
"gross receipts derived from electric 
railway operation and other forms of 
transportation service" as used in Para
graph (b) of Section XIV. The in
terpretation placed upon the present 
Paragraph (b) of Section XIV by the 
Finance Committee was that gross re
ceipts used for calculating dues should 
include all operating revenue accounts 
from Nos. 101 to 119, inclusive. The 
drafting sub-committee agreed with this 
interpretation of the present bylaws but 
felt that it was inadvisable, for the 
future, to include Income Account No. 
118 (Power) in calculating dues. The 
following paragraph was thereupon 
adopted to be inserted between the 
present first and second paragraphs of 
Division (b) in Section XIV: 

"Gross receipts as used herein shall be 
the sum of operating revenues from all 
forms of transportation engaged in hy the 
company and its controlled subsidiaries, 
and shall include operating revenue ac
counts Nos. 101 to 119 inclusive, with the 
exception of Account No. 118 (power) a~ 
prescribed by the Interstate Commerce 
Commission Classification of Accounts for 
Electric Railways, or their equivalent for 
the other forms of transportation." 

In conclusion, the committee recom
mended strongly that the work of com
plete revision of the constitution and 
change in the name of the association 
he continued, and that every effort be 
made to complete the entire reorganiza
tion of the association's structure dur
ing the next association year. 

Publicity 
At the beginning of the present asso

ciation year, the Committee on Publicity 
adopted a program of eight major sub
jects with which it should deal during 
the year. Those subjects were: traffic 
congestion relief, economy and safety 
of public transportation, community 
value of co-ordinated public transpor
tation, selling public transportation, 
accident prevention, intercity service, 
modernized franchises, and tax relief. 

Traffic congestion relief has been fea
tured above other subjects. The com
mittee has tried particularly to draw the 
attention of newspapers, periodicals, 
civic bodies and public officials to the 
causes of traffic congestion and ap
proved remedies for it. In all publicity 
material directed to these sources, the 
committee has endeavored to tie up the 
situation with the broader aspects of all 
urban life, in order that the problem 

might not be dismissed as a minor thing 
which, if ignored, eventually would 
solve itself. The committee has re
ceived a cordial and intelligent response 
to its effort, especially from the daily 
newspapers. 

Despite the fact that all accident pre
vention committees of the various asso
ciations have been disbanded, the pub
licity committee has continuously carried 
on a safety program. It regrets very 
much the dissolution of these accident 
prevention committees, because in pre
vious years they have been the source 
of many valuable advertising and pub
licity suggestions. Inasmuch as acci
dents still are draining the industry of 
about 4 per cent of its gross receipts, 
the committee suggests consideration of 
the advisability of a study designed to 
co-ordinate the accident prevention 
work of the association and the Na
tional Safety Council, Street Safety 
Section. 

Progress has been made in the study 
of direct selling of transportation, but 
this situation still is in an incipient 
state, and only a brief report can be 
made on it. The director of advertis
ing has .co-operated with one of the 
major companies in canvassing 6,000 
families to get their reaction on serv
ice, and to lay a groundwork for in
tensive direct sales planning. The 
survey was made by 30 employees in 
their spare time, and results were very 
enlightening and satisfactory. This work 
continues. 

The advertising section at present is 
engaged in putting into shape material 
forwarded from many parts of the country 
in connection with community value of 
co-ordinated transportation. Limited 
~ervice has been rendered in connection 
with modernized franchise in intercity 
service and tax relief subjects. The 
reason for this is that there have been 
few developments on these three sub
jects within the association during the 
last year. 

Because of unusual economic condi
tions which varied greatly in different 
parts' of the country, the committee en
deavored this year to make its service 
to members more personal than ever be
fore. The writing of local copy, it was 
felt, would be most beneficial. Pri
marilv an issue of the loose leaf ad
vertisi;,g folder, containing some 2,500 
samples of advertisements and posters, 
was prepared and distributed. Companies 
then were urged to write the associa
tion special requests. The response was 
encouraging, an average of ten a week 
being received throughout the year. 
This was approximately double the spe
cial requests for the previous year and 
also was the high mark for any special 
association service. 

The committee believes that recent 
developments and improvements in por!
ahle talking movie machines make 1t 
advisable the feasibility of entering the 
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talking film field be carefully con
sidered. A shortage of speakers always 
has existed within the industry, and as 
a result publicity has been restricted. 
The cmwiction has existed for a long 
time that the industry's story should be 
told more broadly by word of mouth. 
Particularly there should be a speaker 
at every State and sectional transporta
tion meeting, and at as many large busi
ness gatherings of all kinds as possible 
to present the industry's problems from 
a national standpoint. This program 
has not been carried out because of 
lack of time, cost and other considera
tions. The committee believes that if a 
practical portable talkie projection ma
chine can be obtained, and the proper 
films inade to go with it, talking pro
grams coulrl be presented at many such 
meetings. 

As to the major subjects to be fol
lowed during the coming year, the com
mittee believes that the eight approved 
at the outset of 1931 still are the most 
important confronting the industry and 
it would again recommend that they be 
given major attention. 

Employee Relations 

It was decided to focus attention of 
the committee for this season largeiy 
on the following activities: 

1. Promulgating the plan for train
ing leaders for employee conferences 
of all kinds by sponsoring training 
courses wherever and whenever such 
courses are desired locally and arc finan-
cially feasible. . 

2. Studying, with the aid of the re
search facilities of the association, what 
appeared to be topics of outstanding 
interest in the personnel field, including: 
(a) Bonuses and awards. (b) Retire
ment annuities (pensions), and group 
or other insurance schemes. ( c) Em
ployee training and follow-up. 

3. Studying the whole field of em
ployee relations with a view to recom
mending, for the guidance of future 
committees, the topics most likely to 
prove profitable for investigation. 

4. Providing such participation in the 
annual convention program as would 
help to arouse interest in the recom
mendations of the committee. Included 
were plans for a luncheon conference 
to be sponsored by the chairman and 
for an exhibit of the personnel work of 
member companies. A leader-training 
course, to be held at the time and place 
of the convention, was considered but 
was deemed impracticable at this time. 

Subcommittees were appointed to 
carry out assignments made in accord
ance with the above plans. At the later 
meetings of the committee the work of 
these subcommittees was reviewed and 
their recommendations acted upon. 
,Their reports, which have had ,the 
consideration of the main committee, 
are presented as appendixes. 

At the beginning of the season the 
committee had hoped to arrange for 
four or five regional training courses 
for conference leaders. On account of 
the adverse conditions in the industry 
it proved practicable to hold but two 
courses, one in Chicago and one in 
Boston. Both were successful, each in 
a slightly different way although the 
scope and plan of both courses were 
similar. In Chicago there was greater 
interest among electric railways and a 
slightly larger attendance. One result 
of the Boston course was the appoint
ment of an inter-utility committee ( elec
tric railway, electricity and gas) to 
continue the interest through some kind 
of informal "get-togethers." A leaflet 
was prepared setting forth "The 
A.E.R.A. Plan for Training Leaders 
to Conduct Conferences." 

A special subcommittee, after a care
ful study 0f this subject, came to the 
following conclusions: That industry 
should take steps to formulate its own 
plans for retirement of aged and dis
abled employees based upon uniform 
principles; that a portion of the prob
lem of old-age maintenance should be 
placed upon the individual, or in other 
words, permanent retirement plans 
should be contributory and not entirely 
free; that such plans should be carefully 
calculated, trusteed and made financially 
sound. 

The same subcommittee reports the 
following conclusions under the above 
heading: That the recent depression, 

with its consequent unemployment, has 
emphasized the real value placed upon 
group-insurance protection for the em
ployee, and that group insurance acts 
as an acceptable tie-in between employer 
and employee; that group insurance 
programs should be built upon a con
tributory rather than a free basis; that 
programs covering health and accident 
are higbly desirable, whether separate 
or tied in with group insurance. 

Research by the subcommittee as
signed to this topic disclosed enough 
actual and extended experience with 
bonuses and awards, especially in con
nection with accident reduction, to fur
nish a factual basis for intelligent 
analysis of their local applicability on 
any property. Many companies are 
securing substantial benefits from bonus 
plans. The subcommittee has per
formed a helpful task in indicating the 
trends in this field, without going into 
details of particular plans. 

In view of a decision not to hold an 
Atlantic City training course this year, 
it was decided to arrange for visits by 
a representative of the committee to 
conveniently located properties with a 
view to arousing greater interest in the 
conference plan. Mr. Cox made the 
two-week tour in which he visited a 
number of properties in Virginia, Ken
tucky, Ohio, and Maryland and in each 
city gave such assistance along per
sonnel lines as was desired locally and 
was feasible in the limited time avail
able. 

Old and New Executive Committees 
Hold Convention Meetings 

AFINAL meeting of the outgoing 
Executive Committee was held at 

Atlantic City on Sunday evening, Sep
tember 27, just prior to the opening of 
the 50th Annual Convention. Brief re
ports were received from the various 
convention committees indicating that 
all preparations had been completed for 
the opening on the following clay. Chair
men of several of the standing and spe
cial committees outlined briefly the re
ports which their committees had to 
submit. At the conclusion of the meet
ing, D. W. Harvey, general manager 
Toronto Transportation Commission, in
vited the American Electric Railway 
Association to hold its next annual con
vention at Toronto in conjunction with 
the convention of the Canadian Electric 
Railway 1\ssociation. 

On Thursday afternoon, the first meet
ing of the new Executive Committee 
was held with the new president. G. A. 
Richardson, in the chair. F. W. Doo
little, chairman Finance Committee, 
spoke at some length on the financial 
affairs of the association, and outlined 
a program for the coming year which 

met with the unanimous approval of the 
committee. President Richardson an
nounced the appointment of a committee 
to co-operate with the managing director 
in the preparation of a brief to be pre
sented to the United States Chamber of 
Commerce in connection with its study 
of the urban transportation problems. 
Appointment of a number of committee 
chairmen for the coming year was also 
announced as follows: 

Fina11ce-F. W. Doolittle. 
Subjects and Meetings-Walter A. 

Draper. 
Publicity-Barron Collier. 
Advisory Equipmmt Financing-Thomas 

Conway, Jr. 
Revisioti of Constit11tion and By-Laws

F. W. Doolittle. 
Co-operation -with State and Sectional 

Associations-F. R. Coates. 
Employee Relations-A. B. Paterson. 
Fare Structures-Edward Dana. 
lnsurance-H. B. Potter. 
Manufacturers' Advisory-Safford K. 

Colby. 
Street Traffic Economics-E. J. l\fcllraith. 
Ta.ratio11-E. W. \Vakelee. 
Policy-]. H. Hanna. 
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Coffin Award Won by 

MILWAUKEE 

T.M.E.R.&L. brief tells how riding and 
revenue were increased and service improved. 
Notable records of accomplishments were 
also presented by electric railways in Balti-

more, Des Moines and San Francisco 

j\CHIEVEl\IENTS of an unusually 
fl. high order of merit were recorded 

by each of the four contestants in 
the ninth annual contest for the Charles 
A. Coffin Award made to "that electric 
railway company within the United 
States and Canada which during the 
year has made a distinguished con
tribution to the development of electric 
railway transportation for the con
venience of the public and the benefit 
of the industry." As in previous years, 
six principal factors were considered 
in making the award. These arc: 
( 1 ) more riders and more revenue; 
(2) a friendly public; ( 3) lower costs 
and increased reliability of service; 
( 4) increased safety for riders, em
ployees and the public; ( S) co-operation 
between management and employees: 
(6) financial accomplishments. Pres
entations were made by the following 

companie~: 
Des Moines 
Railway, Mar
ket Street Rail-
way of San Francisco, the .Milwaukee 
Electric Railway & Light Company, and 
the United Railways & Electric Company 
of Baltimore. These presentations show 
the successful efforts of all of the compet
ing companies in improving the service 
rendered by them to the public, their 
progress in merchandising rail trans
portation, the exercise of great in
genuity in planning and carrying out 
programs of improvement against the 
influence of many opposing forces. All 
of the contestants have reason to be 
proud of their accomplishments, and 
it was only after prolonged considera
tion that the committee selected the 
Milwaukee Electric Railway & Light 
Company to receive the 1931 prize. 

Riders and Revenue Increased at Milwaukee 

The Milwaukee company furnishes co
ordinated railway and bus service to 
nearly 1,000,000 people 

"CONTINUITY in progress" is the 
phrase selected by the Milwaukee 

company to describe the achievements 
recorded in its presentation. The brief 
points out that when an undertaking 
has been under the same direction fer 
more than a generation, sensational 
changes from one year to the next are 
unlikely. The achievements recorded 
are the fruition of policies long and 
persistently pursued. Nevertheless, the 
company was able to meet the letter of 
the contest specifications through the 
work done in the immediate past. 

Improving service to attract patron
age and adjusting rates to popularize 
the use of this service were outstand
ing achievements of the Milwaukee 
company. "More riders and more reve
nue" were accomplished literally despite 
the devastating • effect of widespread 
unemployment. 

The introduction of a new fare struc-

ture on May 4, 1930, was accelerated 
by the demand of the city of Milwaukee 
that a single fare schedule should be 
applicable to any area annexed. The 
Railroad Commission did not recognize 
the city's argument as valid, but it 
did make the fares apply within a 
radius of about 5.5 miles, instead of 
3.7 miles, regardless of political sub
di visions. The plan adopted made ex
tensive use of the weekly pass as told 
in an article published in the Septem
ber issue of the JOURNAL. In the first 
year after the change, revenue was 
fully maintained in the face of the hard 
times, and riding increased 8.65 per 
cent, whereas car-hours decreased 6.9 
per cent. Peak loads were reduced 
because of economic conditions, but the 
total traffic increased because of the 
short-haul, off-peak riding induced IJY 
the pa3s. 

The combination of 10 cents cash 
( formerly 7 cents) and the pas,; 
reduced the time of fare transactions 
by 60 per cent thereby raising the net 
operating speed in twelve months frolT' 
9.22 to 9.73 m.p.h., while the ratio of 
one-man operation rose from 82.2 per 
cent to 89.5 per cent. A further de
parture from traditional practice was 
the removal of all direction, route and 
intersection restrictions from transfers 
This resulted in a pass type of transfer 
which is good up to l½ hours after the 
original time of tendering fare. The 
effect of this hourly pass was to in
crease cash fares in the face of the 
seasonal downward trend. Apparently, 
this is due to the creation of short-haul 
round-trip riders. 

Facilities of the Milwaukee company 
have been increased steadily year by 
year. The modernization of the several 
interurbans extendi!]g out of the city 
has involved the largest single outlay 
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<Jf capital. The company was faced by 
the alternative of allowing these inter
urbans gradually to go to seed, or 
bringing them up to a standard that 
would quicken Milwaukee's growth to 
the status of a great metropolis. A 
similarly progressive policy has been 
adopted for the expansion of freight 
business, including co-operation with 
motor-truck concerns for store-door 
delivery. 

That the company foresaw the pos
sibilities of motor bus operation, and 
knew how to protect itself against com
petition, despite the absence of regula
tion, is apparent from the fact that its 
interurban bus operation goes back to 
1919, its city feeder bus operation to 
1920, and its city de luxe operation to 
1923. Almost all ·of such operation wa5 
new mileage. Rail lines have been ex
tended and modernized-not sacrificed. 
In 1930, interurban bus vehicle-mile5 
were 23 times greater than in 1921, 
advancing from 100,032 to 2,320,175. 
Round-trip route-miles at the same time 
increased from 59 to 1,938.6. 

This company pioneered in the 
United States with the use of powdered 
fuel and high-pressure steam. Its effi
cient power practices are reflected in 
the low cost of energy delivered to the 
railway department. In substation work 
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Borh the number of passengers carried and 
the passenger revenue of T.M.E.R.&L. 
Company have been increased in recent 
years 

this company was also among the first 
users of the mercury arc rectifier. The 
brief outlines changes in substation 
practice, including the introduction of 
automatics. The modernization of the 
interurbans was accompanied by im
proved voltage, obtained chiefly through 
increasing the number of substations. 
Trolley and span wire breaks are con
tinually decreasing. Composition trol
ley wire is saving about one-third of 
the renewal cost. Particularly interest
ing is the graphiting of trolley wire 
which has helped greatly to make pos
sible the 100 per cent use of trolley 
shoes. 

The statistics presented show that 
with equipment of rising average age, 
pull-ins have been reduced and main
tenance cost cut steadily from year to 
year. Special attention has been di
rected to betterments in air brakes and 
treadle-door mechanisms, whereby the 
braking distances have been shortened 
and door accidents reduced. 

Outstanding achievements of the way 
and structures department were the in
troduction of chrome nickel special 
work and higher standards of concrete 
track construction, with liberal use, of 

Establishment of improved rapid transit service to outlying towns has been an 
outstanding accomplishment of T.M.E.R.&L. Company 

specialized mach:nery. The passage of 
time has demonstrated that these prac
tices are sound and economical. 

:'.\Juch could be said of safety prac
tices and policies. but the measure of 
efficiency probably will always remain 
the percentage of gross earnings de
manded for the injuries and damages 
account. In this respect, the Milwaukee 
company reports that this ratio fell to 
2.76 per cent in the first year of the 
new fare structure. Among special 
achievements of the safety work are: 
Reduction of treadle accidents through 
various improvements; development of 
a clinic for accident-prone trainmen. 
which has raised all but a hopeless few 
to records better than the average: 
successful use of the spirit of emulation 
in attaining and retaining high per
centage of men completely free of 
chargeable accidents for periods of one, 
two and three years; interest-arousing 
methods of discussing accidents by 
means of a portable traffic laboratory, 
and by showing that greater safety 
with greater speed raises the bonus. 

Since 1911, the company has dealt 
with its employees through an Em
ployees' Mutual Benefit Association 
whose activities probably are the mo~t 
varied in America. Through a plan 
whereby employees pay 75 cents a 
month dues and the company pays 1.25 
per cent of operating revenue, it is 
possible to give the members a great 
variety of benefits in health work, 
pensions, insurance, social activities, and 
education for every helpful purpose. 
The attainment of twenty years of 
unbroken industrial peace is offered as 
an argument for the success of this 
plan. 

In 1921, :'.\1ilwaukee inaugurated ap
plied psychology in the selection of 
trainmen. Since the first work alon~ 
these lines, it has improved its methods 
to the point where nearly all the men 
who show superiority in the tests prove 
equally superior in practice. So satis
factory have been the results, that 
psychological selection has been ex
tended to such non-manual employment 
as carhouse clerks, in addition to power, 
suhstation line and shop jobs. 

One branch of the Employees' Mutual 
Benefit Association is an educational 
department, which, in the course of 
eleven years, has grown to the extem 
of offering about 100 different courses. 
Many of these courses are of direct 
value to different types of transporta
tion employees. All E.M.B.A. lessons 
are free, regardless of the student's 
performance. If outside courses are 
taken, the expense is defrayed by the 
E.M.B.A. upon evidence of satisfactory 
completion by the student. 

When the original merit and demerit 
system was widely tried by el~ctric rail
ways nearly a generation ago, the Mil
waukee company ~ccepted it on the 
basis that the permanent success oi 
such a scheme depended upon assuring 
the employee continued financial benefit 
from better work. The fear motive 
was regarded as of no permanent value. 
Time has justified this policy. Instead 
of dropping the grading system for 
platform men, Milwaukee has revised 
and expanded such grading since 1914. 
Furthermore, the principle of mutual 
gain-sharing has been extended to an 
increasing variety of jobs in all the 
engineering divisions and even to cer
tain kinds of clerical work. In general, 
the men receive 40 or 50 per cent of 
the savings due to more efficient 
methods. Since the company carries 
the administrative expenses of the bonus 
system, the employees really get the 
lion's share. 

There are tw~ outstanding financi:il 
achievements of the company. First, 
the fixed charges _have been consistently 
reduced. In 1.920 the funded debt was 
52 per cent. Furthermore, in 1930 the 
total capitalization was about $9,000,000 
less than "total property and plant,'' 
thereby bringing the funded debt ratio 
down to 48 per cent. 

An achievement of the current year 
has been the redemption of 6½ per cent 
notes which are not due until 1933, and 
the calling of 7 per cent War-time 
preferred stock. This. saves $100,000 
per annum in fixed charges.·at a time 
when such savings count most. More
over, the remaining securities are en
hanced in value. 
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Second, the record of the company stock without a break 
in the sale of preferred stock to cus- for 30 years; and that 
tomers may be summarized by stating the price of its 6 per 
that professional salesmen have been cent preferred in recent 
engaged in this work since its formal years has fluctuated less 
organization in 1918; that the company than Uuited States 4¼ 
has paid dividends on its preferred per cent Liberty Bonds. 

Stability Achieved at Balthnore 

figured on p r e s e n t 
value, and that any at
tempt to enforce rates 
yielding less than 7½ 
per cent (in this case 
7.44 per cent) was as 
confiscatory for an elec
tric railway utility as 
for any other utility. As 
a result of this decision, 
a straight 10-cent fare 
went into effect on Feb. 
6, 1930. 

T ODAY residents of Baltimore can 
say of their street railway service 

not only that it is up-to-date, that its 
fare is reasonable, and that it is finan
cially a stable and dependable industry, 
but they can say, in a sense never pos
sible before, that it gives them "rapid 
transit." Behind this lies a record of 
accomplishment ably presented in the 
company's brief for the Coffin Award. 
A policy of street railway management 
and operation, shorn of display and 
directed to the achievement of stability, 
produced in 1930, for the United Rail
ways & Electric Company of Baltimore, 
a depth of public confidence, a soundnes.;; 
of financial rating, and, for the past 
year of depression, a relative constancy 
of patronage and revenue sufficient to 
demonstrate the inherent vitality of a 
carefully guided transportation utility. 

Then began the sec
ond stage of the com
pany's program - serv- , 
ice i m p r o v em e n t. 
Throughout the summer 

Speedy service with attractive new cars has won popular 
favor in Baltimore 

First there confronted this company 
the need of a rate of fare commensurate 
with modern costs and service de
mands. The years fo llowing the_World 
War had witnessed a succession of 
';street car fare cases" before the Mary
land Public Service Commission, each 
one approached by the . company with 
the hat-in-hand manner, almost apolo
getically, each one fought by the Peo
ple's Counsel, each increase granted 
grudgingly. None of these rates began 
to produce a rate of return approaching 
the 7½ to 8 per cent returns earned by 
other utilities and sanctioned by public 
regulation and the courts. In the face 
of this situation, this company began, 
on Aug. 1, 1927, its fight for legal 
sanction of the principle that a rate of 
return of 7¼ to 8 per cent should also 
be approved for electric railway utilities. 

It began also at the same time a 
fight for a proper and adequate de
preciation reserve. E'or many years 
public regulation had decreed that the 
amount to be laid aside annually by 
this property for depreciation should 
be 5 per cent of its gross revenue. As 
a part of its case for a fare that would 
produce a just return on the value of 
its property, the company contended for 
a method of computing depreciation 
that would put a stop to the direct an
nual losses in equity, accruing to the 
owners of the property because of the 
lack of balance between actual deprecia
tion and the depreciation reserve. 

The fight was carried finally to the 
United States Supreme Court, which, 
on Jan. 6, 1930, rendered an opinion 
that depreciation allowance is properly 

of 1929, the staff of the company had 
worked on plans and specifications for 
new rolling stock, and early in the fall, 
a definite statement of a conservative 
program of service improvement was 
publicly made. This program involved 
the purchase of SO modern street cars. 
More than three months before the 
Supreme Court's decision was handed 
down, bids on the construction of these 
cars were asked for. At least two 
weeks before the decision arrived, con
tracts had been awarded. So encourag .. 
ing were the company's operating re
sults after the new fare became effective 
that the board of directors promptly 
authorized au expansion of the im
provement plans to call for the purchase 
of 150 new cars instead of SO, and to 
include a three-year program for re
building and speeding up 300 cars then 
in sen·ice. It was possible to announce 

The information bureau of the United Rail
ways & Electric Company of Baltimore 
answers 100,000 questions a year 
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this publicly within two months a fter 
the new fare had gone into effect. 

The thi rd step in the company's pro
gram was to solve the problem of reha
bilitating electric railway credit. Faith in 
the soundness of this company's posi
tion even before the United States 
Supreme Court's decision and the 
launching of its service improvement 
program, was based upon the apparent 
stabi lity of its earning power as shown 
in the statements of its gross earnings 
over the past six-year period. In th1s 
time the company's earnings ha\·e 
scarcely varied more than $500,000. But 
after the decision in "the Baltimore 
Case," faith in the company"s stability 
and be,.ief in the soundness of its credit 
increased to a notable extent. 

A readiness to listen to publ ic appeals 
for reasonable expansions and exten
sions of service helped in 1930 to con
tinue and to enhance a favorable state 
of public understanding and co-opera
tion with the company. In spite of the 
fact that 1930 was not generally viewed 
as a favorable year for undertaking 
expansions and extensions, this com
pany, during that year, added four new 
bus lines; double-tracked a single-track 
car line in the suburbs for a distance 
of three-quarters of a mile; built new 
track, loops and curves at sixteen dif
ferent points on the system for more 
efficient operation of the new cars, and 
carried on for the entire year the oper
ation of a 25-cent de luxe coach line 
introduced in Baltimore in the fall of 
1929. This ,line proved unprofitable, 
and was given up at the end of the 
year. 

\Vith all these advances in the promo
tion and improvement of the company's 
service, operating expenses in 1930 



were ~300,083.78 less than those of 
1929. In addition to this, fixed charges 
were reduced $102,200 through the 
retirement of the portions of funded 
debt to which reference has been made. 

Despite higher operating speeds, 
heavier street traffic, etc., the company 
had a decrease of 5.2 per cent in total 
accidents in 1930 compared with 1929. 
No distinction is made in the figures 
between ''Chargeable" and "Non
Chargeable" accidents. Since 1919 street 
railway accidents of every sort in 
Baltimore have been reduced 38 per 
cent. 

None of these accomplishments would 
have been possible without the most 
unselfish, thoroughgoing and enthu
siastic employee co-operation. During 
1930 a series of "Public Informatioa 
Conferences" was inaugurated with 
employees who were members of neigh
borhood and community associations in 
Baltimore. Through this system there 
was present at each neighborhood im
provement association meeting during 
the year a United Railways' man, a 
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Months 

Average speed of street cars has been sub
stantially increased in Baltimore 

respected resident of the neighborhood, 
fully equipped to answer all questions 
about street railway problems of that 
community or of the city generally, or 
authorized to see that the questions 
were fully and frankly answered by 
some qualified person in the company's 
organization. 

A suggestion box system, calculated 
to make of the company's 5,000 em
ployees a "I!~tter Service Army" con
~tantly on the alert for chances to im
prove service and produce economies. 
made a remarkab'.e record in 1930. A 
regular and permanent system of group 
conferences for groups of supervisory 
employees, reached, in 1930, a point of 
perfection greater than it had previ
ously attained. But perhaps this com
pany's outstanding accomplishment af
fecting the relationship between its 
men and its management lies in the 
changeover from two-man to one-man 
operation when the new cars went into 
service, involving a total reduction in 
platform personnel of 32.8 per cent. 
It was accomplished with the utmost 
smoothness and Jack of friction by the 
simple expedient of making most of the 
new installations during periods of the 
year when additional men would nor
mallv have had to be hired. 

In" general, this company's methoJ 
of merchandising its service involved 

frank publicity about its affairs, the engaged in c1v1c or neighborhood pro
distribution of information about the motional or charitable affairs; the swift 
company's business and its service, and satisfactory adjustment of service 
making it easy to use the cars and complaints, and promoting the use of 
buses conveniently by inviting queries the service not only by these means, 
of all sorts; contacts with all public but by advertising designed to increase 
officials whose work affects the com- public realization of the superior econ
pany's business; performing free ad- omy and convenience of street car 
vertising services for civic bodies riding. 

Substantial Economies Effected at Des Moines 

T HE Des Moines Railway claims 
to have demonstrated that street 

cars can be operated efficiently at very 
low cost in medium-sized American 
cities, and that they must, therefore, 
be continued in these cities as the 
principal mode of public transporta
tion. Of all its accomplishments in 
1930, that of greatest interest to the 
entire electric railway industry is this 
claim to efficient operation at low cost 

All cars in Des Moines were operated 
by two men during the first half of 
1930. Complete changeover to one-man 
operation of cars was effected in the 
six weeks from July 4 to Aug. 1~. 
Consequently, the full economy of one
man operation was not realized during 
1930. Nevertheless, the operating ratio 
for the year was 62.26. 

This healthy condition of the Des 
Moines Railway today stands out in 
striking contrast to that prevailing be
fore thr advent of the present manage
ment on July 16, 1929. In early 1929 
a labor dispute which had seethed for 
years was as yet unsettled. Fifty 
archaic trolley cars with wooden seats 
were operated daily. Two men were 
kept at work on every street car. The 
old company was hampered by public 
and political ill will, and hopelessly 
mired in receivership. 

For years the progress of the com
pany had been spotted with strikes, 
fare difficulties and occasional suspen
sions of service. During 1921, a model 
service-at-cost franchise had been 

granted by the city. At the same time, 
a new union contract had been signed 
which provided for the employment of 
two men on every car until 1940. This 
contract closed tbe door to the main 
escape from increasing expenses. The 
company asked that a new contract be 
signed with the union and that the oper
ation of one-man cars be permitted. 
The union refused to change the con
tract, and was upheld in its stand by 
the State Supreme Court. Revenues 
continued to drop. The introduction 
of $1.25 weekly pass in 1926 helped 
to remedy the decline, but did not com
pletely cure it. The company passed 
into the hands of the receivers, and 
finally was sold to the present owners. 

Among the difficulties which con·· 
fronted the new management were the 
following: 

1. An operating expense of 27 cents per 
car-mile, without depreciation. 

2. A tax burden that had increased bv 
leaps and bounds until it consumed IO pe'r 
cent of the total gross revenue of the · 
company. 

3. A strongly organized disgruntled 
group of trainmen, who had been con
cerned in the past in numerous strikes. 

4. Intense opposition to one-man cars. 
Efforts had been made for years to break 
the contract that prohibited the operation 
of one-man cars until 1940. The new man
agement had not purchased this contract 
with the balance of ihe property at the 
receiver's sale, and therefore was con
fronted with the necessity of either enter
ing into a new union contract providing 
for one-man operation, or of refusing to 

The Des Moines Railway has demonstrated that street cars can be efficient!)' 
operated and at low cost in medium-sized American cities 
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deal with the union as an organization. 
5. A deplorable state of public relations. 

Newspapers were extremely unfriendly. 
The property for ten years had been the 
campaign issue . of politicians. Public ill 
will had been fostered in a large measure 
by the struggle between the trainmen and 
the company. 

6. Thirty per cent of all street cars were 
obsolete and unfit for operation under 
modern conditions. 

7. One hundred and one fairly modern 
cars not equipped for one-man operation. 

In addition to these immediate prob
lems, it was necessary to develop ways 
and means of turning a decreasing and 
insufficient net revenue into a figure 
that would warrant the continuation of 
the property as a railway undertaking. 

Accomplishments •recorded during 
1930 include the following: 

1. Operating costs without depreciation 
were reduced from 27 to 17.62 cents per 
car-mile. This was accomplished by the 
elimination of dead wood in all depart
ments, and through consolidation and 
elimination of departments. 

2. Through efforts of the company, a 
new law w.as passed by the State Legis
lature which places tax jurisdiction of 
public utilities under the State tax com
mission instead of the three city, State and 
county bodies. It is believed that taxes 
will be greatly reduced under the new 
method of assessment. 

3. During the year 1930, a previously 
hostile group of trainmen has become a 
decidedly friendly one. Despite everything 
that had gone before, the trainmen in
structed their officials to app-ear before the 
City Council to withdraw their previous 
objections to the operation of cars by one 
man, and have since manifested a spirit 
of friendly co-operation toward the 
company. 

4. One-man operation was accepted and 
approved by the trainmen, the city author
ities and the riding public. 

5. An era of friendship and trust between 
car riders, civic bodies and the company 
has replaced the old antagonism. News
papers have ceased their attacks upon the 
company, and every paper, without excep
tion, is now friendly to its interests. 

6. New labor agreements were negoti
ated which permits the operation of the 
cars by one man. 

7. Improvement in net income from a 
state of anticipated default to complete 
solvency. It is the belief of the p~esent 
management that a surplus will result with 

the return of business to normal condition. 
8. Thirty per cent of all equipment was 

obsolete eighteen months ago. One hun
dred and sixty-three street cars were main
tained. In eighteen months, 63 cars have 
been scrapped, and 50 new cars of modern 
design have been placed in service. Ten 
were purchased in late 1929. Forty more 

were bought in 1930. One hundred and 
forty-fi\'e cars are now maintained to 
render 30 per cent more service. 

9. ln order to institute complete one
man operation, it was necessary to remodel 
101 cars. This was accomplished in 100 
days. Within six months, 145 one-man 
cars were in service. 

New Franchise a Notable 
Achieve1nent at San Francisco 

SETTLEMENT of an extremely com
plicated franchise situation, in the 

face of what were generally conceded 
to be almost hopelessly adverse con
ditions, was the outstanding accom
plishment reported by the Market Street 
Railway, San Francisco. The problem 
was originally tackled by the new 
management five years ago. A mili
tantly hostile press was leading well
organized political ownership forces 
which had already established one of 
the strong city-owned street railways 
of the country. This same savage op
position had the public behind it suffi
ciently strong to have just previously 
defeated, by a vote of 9 to 1, an effort 
to turn over the privately owned lines 
to the city at a fair price, and was in 
full cry to "take the property as junk" 
on "a streak of rust" basis. So strongly 
were the city legislative officers bound 
by their avowed policies to "drive the 
private company of the city," that they 
could not participate in a move to settle 
the tangle fairly without laying them
selves open to the charge of having 
"sold out." And they openly boasted 
that victory for them lay along the 
course of exterminating private capital 
from the street railway business in San 
Francisco. 

The new management embarked upon 
a policy of winning its rights directly 
from the public, despite the hostile 
press, and aimed at a form of operating 
grant to take the place of expired and 
expiring franchises which would place 
the matter out of reach of politics. 
Recognizing that in the past the in
dustry has found political settlements 
expensive and unstable at best, the com-

pany succeeded with the people where 
it could not make progress with the 
press and legislative officials. The com
pany's operating permit is now a part 
of tJ1e city charter by vote of the peo
ple. The charter, of course, is the 
mandatory law governing the city's 
lawmakers. The charter amendment 
also relieves the company from certain 
destructive provisions which are still in 
the charter, but, by virtue of the new 
operating permit, do not apply to the 
company's property. While the city's 
right to purchase for purposes of 
municipal ownership and operation re
main unimpaired, the new operating 
permit protects the company by pro
viding that such purchase shall be at 
"fair value." 

To achieve these ends, the funda
mentals of good service-public frank
ness and an open-door policy to public 
and employees alike-constantly pro
gressing improvements in service and 
equipment, were relied upon. The 
ideas developed on the property, and 
advanced practices, worked out els~
where in the industry, were applied 
impartially to attain success. 

The property has been well main
tained and many improvements ma1le 
wholly out of earnings. Speed has been 
materially increased and power costs 
cut despite some of the heaviest grades 
in the country and increased trafnc 
signals. Accidents were reduced 27.7 
per cent in 1930. The company's 
bonded debt was cut from $12,329,000 
in 1925 to $8,857,500, a reduction of 
$3,471,500. \Vithout any demands from 
the men, wages were increased $225,000 
per annum. 

The illuminated white fronts of the Market Street Railway cars h~ve both merchandising and 
accident prevention value 
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Luncheon Conferences Cover 

Many Important Subjects 

LNCHEON conferences, held at 
110011 on three days <luring the week, 
were organized in four groups of 

three each: ( l) meeting problems dur
ing the depression, (2) co-ordination, 
( 3) service improvement and fare ex
periments, and ( 4) traffic regulation 
and planning. 

Large and Small City Activities 
Results of outstanding policies and 

methods adopted during 'the present 
business depression by large-city 
companies, by small-city companies 
and by interurban lines were the 
,rnbjects· of three luncheon conferences. 
The first, sponsored by J. H. Ale..x
ander, president Cleveland Railway, 
dealt with the problems of the large city 
class. Dean J. Locke, director of re
~earch United Railways & Electric Com
pany, Baltimore, opened the discussion 
by showing the effect of 150 new cars 
nn earnings, costs and speed. He stated 
that the new equipment has created new 
revenues of about $2,000 per car per 
year, has reduced operating expenses 
and platform labor costs alone by about 
$2,500 per car per year, and made pos
,ible the speeding-up of sen·ice on ten 
lines from 4 to 14 per cent. 

C. H. Evenson, superintendent of 
transportation Chicago Surface Lines, 
told of the modified working conditions 
accepted recently by the platform men 
in Chicago, showing how this saving 
will amount to approximately $600,000 
per year. Mr. Alexander discussed 
wages and told of reductions of 
rate during the 1921 depression, and 
suggested s"taggered work to provide 
time for extra men. S. W. Greenland, 
vice-president and general manager 
St. Louis Public Service Company, 
pointed out the danger of forcing men 
to lay off one day in eight or some 
such similiar arrangement if a change in 
wage agreement is to come up in the 
near future. He said that it would be 
u,ecl as a reduction in wages, and any 
proposed reduction would be considered 
an additional cut. 

K. B. Thornton, general manager 
:.fontreal Tramways, discussed econ
omies made .on his property by telling 
how savings had been put up to each 
department supervisor. The result far 
exceeded any major move that the 
management could have made at the 
time. Results of fare change and ex
perimental fares in Milwaukee were 

given by S. B. \Vay, president i\iil
waukee Electric Railway & Light Co. 

l\lodernization and merchandising 
were strongly recommended as· proper 
steps to effect economies on the small
city property. The luncheon on this 
subject was sponsored by F. L. Butler, 
vice-president Georgia Power Company, 
C. W. Gifford, general manager Des 
Moines Railway, discussed the economy 
program in Des Moines which has been 
carried on since 1928, and told of the 
reorganization of departments and de
partment employees, and of how a per
manent reduction of 10 per cent in 
operating expenses was made. J. H. 
Pritchard, manager Lynchburg Traction 
& Light Company, told what was being 
done in Lynchburg, Va. to effect econ
omies. He showed that twenty new 
one-man cars purchased in 1928 had 
permitted an increased speed of 16 per 
cent, and had effected a saving of about 
$42,000 a year in operating expenses
enough to pay from 12 to 16 per cent 
return on the purchase price of the cars. 

George R. Green, vice-president and 
general manager Northern Indiana 
Railway, discussed the wage reduction 
on his property which was made upon 
the request of the employees without 
solicitation by the management. He 
pointed out that his company, over a 
period of years, had been developing 
with the men a feeling of mutual confi
dence. The policy of letting the men 
know the facts resulted in the men vot
ing 100 per cent to accept a reduction 
in wages as a stabilizing factor for the 
company and their jobs. H. H. Dartt, 
president and general manager Scranton 
Railway, urged small companies to mer
chandise their service. He explained 
his company's program of improving 
equipment and then advertising the bet
ter service. J. P. \V. Brown, vice-presi
dent Tennessee Electric Power Company, 
Nashville, Tenn., outlined his company's 
program of economy under four heads 
-improved maintenance, resulting in 
a reduction in cost from 2.6 to 1.9 cents 
per mile; reduction in accidents due to 
a vigorous safety campaign; advertising, 
and efforts with other business interests 
in the city to maintain employment. 

Co-ordination of buses with rail serv
ice and the operation of store-door 
freight service was discussed by Frank 
Karr, vice-president and general counsel 
Pacific Electric Railwav. P. T. Reillv, 
manager, Delaware Electric Pow~r 

Company, told that economies were 
effected in \\'ilm.ngton when 32 new 
cars were put into service, 46 old ones 
modernized, standardization of buses 
completed, one-man operation put into 
effect, and 15 miles of unproductive 
track abandoned. P. V. C. See, vice
president and general manager Akron 
Transportation Company, discussed re
organization and abandonment of some 
of his company's lines which resulted in 
a saving of $5,000 per month. One 
garage and one car house were closed 
due to this change and efficiency in 
operation and maintenance was put 
directly up to department heads. F. G. 
Buffe, vice-president in charge of oper
ations, gave details and figures on the 
new profit-sharing plan in force at 
Kansas City. An abstract of his talk 
appears elsewhere in this article. 

Interurban Problems 
The third luncheon, devoted to the 

solution of the interurban problems, was 
held under the sponsorship of C. H . 
Jones, general manager Chicago South 
Shore & South Bend Railroad. C. Thor
burn, purchasing agent Pacific Electric 
Railway, described in detail the struc
ture and operation of his company's 
motor freight business. He dealt par
ticularly with rates necessary to meet 
competition and the advantages of using 
local draymen in various towns served 
by the freight lines. Daniel Durie, 
vice-president and general manager 
West Penn Railways, Pittsburgh, Pa., 
told of the service betterments made on 
the West Penn Lines, and the use of 
employees for merchandising the serv
ice and stimulating more riding. L. L. 
Huntoon, public relations manager Chi
cago, Aurora & Elgin Railroad, told of 
his company's employee solicitation sur
vey, and the formation of a "Tours 
Bureau" to educate people in the terri
tory to ride to Chicago. 

Edward A. Keenan, passenger traffic 
manager Cincinnati & Lake Erie Rail
road, told of a market analysis made 
for his company by the use of a ques
tionnaire. These questions were an
swered by passengers on the de luxe 
trains and resulted in the management 
making- numerous changes in operating 
methods. Among these changes were 
extended st ,,n-over privileges for sales
men, free parking at terminals and ride 
stimulating fares. Dr. Thomas T. Con
way, president Cincinnati & Lake Erie 
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Railroad discussed interurban car de
sign. He emphasized the necessity for 
speed on interurban lines, and said that 
high-speed cars should be designed as a 
result of wind tunnel tests. Using 
power to fight the wind is throwing 
money away, according to Dr. Conway. 

Traffic Regulation and Planning 
Three of the luncheon conferences 

were devoted to discussion of traffic 
regulation and planning. The first of 
these, held on Tuesday under the spon
sorship of E. J. Mcllraith, considered 
signals, signs and regulations. The 
subject was introduced by Burton W. 
Marsh, city traffic engineer, Philadel
phia, Pa., who spoke of recent develop
ments in signals, particularly those 
actuated by the movement of the vehicle, 
both automotive and rail. The evils of 
over-signaling, particularly in the na
tion's capital, were brought out by E. D. 
Merrill, president and general manager 
Washington Rapid Transit Company. 
Advantages resulting from the use of 

• electromatic signals under various con
ditions were outlined by Alonzo R. 
Vvilliams, vice-president and general 
manager United Electric Railways of 
Providence, R. I. 

Under the sponsorship of Walter A. 
Draper, a luncheon conference held on 
Tuesday considered the subject of plan
ning new traffic facilities. Maj. J. P. 
Hallihan, chief engineer Detroit Rapid 
Transit Commission, spoke of the dan
ger to pedestrians and users of electric 
railways resulting from the present 
trend toward increasing street widths. 
He referred to the possibility of re
quiring not only one lane, but all vehic
ular traffic between the street car and 
the curb to stop whenever the street 
car stopped. Another solution of the 
problem which he suggested was tl.1e 
relocation of tracks to place them 
nearer the curb, thus creating a road
way in the center of the street for 
through vehicular traffic. E. P. Good
rich, consulting engineer, New York, 
expressed the opinion that double-deck 
streets a.re an architectural fantasy and 
an ecomonic fallacy. Experience shows, 
he said, that the benefits resulting from 
the construction of such streets are not 
sufficient to justify the cost. Advan
tages of by-pass routes .were discussed 
by Lewis W. McIntyre. traffic engi
neer, Pittsburgh, Pa. Other speakers 
at this luncheon were William S. Can
ning, en~ineering director Keystone 
Automobile Club, Philadelphia, Pa., 
and Major Carey H. Brown, engineer 
director Rochester Civic Improvement 
Association. 

Parking and garaging were the sub
jects of a third luncheon conference 
at which T. Fitzgerald, vice-president 
Pittsburgh Railways, acted as sponsor. 
Experience with no-parking regulations 
in Kansas City was outlined by Dan 
Fennell, general superintendent of 
transportation Kansas City Public Serv-

ice Company. He pointed out that the 
experiment had been tried during a 
period of depression, and had, therefore, 
been blamed by the merchants for a loss 
of business which more probably was 
attributable to general conditions. A 
prepared discussion by D. W. Pontius, 
president Pacific Electric Railway, was 
read by A. V. Thompson, manager 
transportation department General Elec
tric Company, San Francisco. Mr. 
Pontius told of the gradual tightening 
of parking restrictions in Los Angeles, 
and predicted that eventually no park
ing would be permitted in the downtown 
business district. How the parking 
situation in · Washington, D. C., has 
been improved lately was explained by 
C. Melvin Sharpe, assistant to the 
president Washington Railway & Elec
tric Company. H. D. James, Westing
house Eletcric & Manufacturing Com
pany, described an automatic parking 
garage recently developed. His talk 
was illustrated by a small working 
model. 

The Trolley Bus 
That interest in the trolley bus is in

creasing was evidenced by the attendance 
of almost one hundred delegates and the 
intensive discussions at this luncheon, 
sponsored by A. B. Paterson, president 
New Orleans Public Service, Inc. 

In presenting C. H. Evenson's paper, 
"\Vhat the Trolley Bus Has Meant to 
Chicago," W. C. Becker, Chicago Sur
face Lines, related the steps leading to 
the initial installation in Chicago, and 
told of the results of the vehicle in the 
various types of service for which it 
was adopted. · 

W. B. Brady. Central Public Service 
Corporation. read a paper by A. P. 
Lewis, Rockford Electric Company, on 
trolley bus operation in a city of less 
than 100,000 population. Although pre
vailing conditions made the installation 
an expensiYe one, it is estimated, on the 
basis of present results, that savings 
will bring a 20 per cent return on the 
excess investment over gasoline buses, 
without including any increase in 
revenue. 

"Finding the Proper Place for the 
Trolley Bus in New Orleans" was the 
subject of a paper by I. 0. Mall. The 
speaker stated that two separate studies 
have been made in his citv for the pur
pose of determining the field of applica
tion of the vehicle, particularly as com
pared with street cars. The first deals 
with the vehicle itself- its principal 
characteristics. limitations and cost of 
operation, and the second with the 
trolley bus in relation to existing trans
portation facilities. 

Stops at curbs, accidents, icy weather 
operation, life of tires, maneuverability, 
acceleration rates, depreciation, fran
chise taxes. headways, comparative 
costs, and sizes of the vehicle were 
other topics discussed extensively at the 
meeting. 
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Co-ordinating Rail and 
Bus Services 

No longer is the bus regarded as a 
competitor of other local transportation 
agencies-it is regarded as an important 
ally which can be used for many 
classes of service, and co-ordinated with 
the existing vehicles in use. This 
thought was expressed emphatically by 
the speakers at the bus luncheon, pre
sided over by Adrian Hughes, Jr., 
superintendent of bus transportation, 
United Railway & Electric Company, 
Baltimore, Md. 

Tracing the several steps leading to 
the adoption of the bus by electric rail
ways, Carl \V. Stocks, editor of Bus 
Transportation, stated that mass trans• 
portation operators now consider the 
bus as a unit to make more money. Mr. 
Stocks referred to the improvements 
ma<le in recent years in ,·ehicles, and 
stressed the importance of sound mer
chandising, thorough maintenance and 
proper operation. 

E. S. Pardoe, Capital Traction Com
pany, told of the experience with de 
luxe city bus lines in Washington, D. C., 
and discussed the accompanying prob
) em of selecting routes, adjusting 
fares, selection of the most economical 
equipment and meeting competition from 
unregulated taxicabs. 

The history of co-ordinating the 
street cars and buses of the Public Serv
ice Co-ordinated Transport, over the 
past eight years, was related by A. T. 
Warner. Stating that co-ordination 
means the economically proper use of 
each vehicle, the elimination of duplica
tion of service and the welding of the 
two services in one complete whole, Mr. 
Warner told of the many uses made of 
buses in adjusting and supplementing 
services. 

In concluding, Chairman Hughes ex
pressed his views on the extent to which 
the several types of transportation units 
could be co-ordinated and spoke of the 
results in this regard in Baltimore. 

The Taxicab 

Although it was generally agreed that 
the taxicab was a desirable unit to co
ordinate with existing types of mass 
transportation vehicles, it was consid
ered of first importance that electric 
railways co-operate with the legitimate 
cah companies to eliminate the cut-rate 
cab. and bring about legislation which 
would place the cah in the common car
rier class, before it be adopted. This 
thought proved the keynote of the taxi
cab luncheon, sponsored by F. G. Buffe, 
vice-president Kansas City Public Serv
ice Company. 

Naming the steady reduction in rates 
and the flooding of the field by car 
manufacturers with vehicles for cut-rate 
operators as the two biggest plagues of 
the industry, H. A. Innes Brown, editor 
of the Taxi Weekly, pointed out that 



with the lower rates few companies were 
able to operate at a profit, and that with 
the number of cut-rate cabs ever in
creasing, the competition with both 
street cars and legiti1nate cabs was be
coming nothing short of a ·menace. He 
stated that the cab should be classed as 
a common carrier and regulated strictly 
as a public utility. 

Expanding on the seriousness of cut
rate competition, W. W. Cloud, presi
dent of' the National Association of 
Taxicab Owners, stated that these cabs 
were educating the public down to price 
and not up to standard. He urged that 
organized mass transportation systems 
and legitimate cab companies unite and 
struggle for fair, sane, regulatory meas
ures, that would insure stability of oper
ation, give confidence, enable the render
ing of safe, responsible service and se
cure an adequate financial return. 

Rankin Johnson, Trenton Transit 
Company, related the experience of his 
company in the operation of taxicabs 
and told of the efforts to assimilate the 
vehicle as a part of a co-ordinated local 
transportation system. 

PaufH. Geyser, Terminal Cab Corpo
ration of New York, stated that the 
manufacturers desired legislative meas
ures to stabilize the industry, and de
clared that co-operation of organized 
transportation companies and legitimate 
cab owners would benefit all concerned. 

Relating the experience of his com
pany in co-ordinating the taxicab with 
other vehicles, Chairman Buffe said that 
every effort was made to direct business 
to the cahs. Co-ordination, he stated, 
was brought about principally through 
regulating the operation of the cabs, 
combining maintenance and accounting 
departments, and advertising. 

Fare Structures 
Particularly provocative in thought 

was the discussion at the luncheon on 
fares on Thursdav which was attended 
hy more than SO· operators. Chairman 
Doolittle so conducted the meeting as to 
induce discussion, and many questions 
were aske<l intended to dispose of points 
about which there might be misunder
standing on differences of opinion. 

Among- those who participated were 
:.\lessrs. Mall, New Orleans; Holden, 
San Antonio; Chase, Gary: Glazer, 
Cleveland; Boardman, Boston; Williams, 
Providence; Moody, l\Iilwaukee; and 
Burlingham, Pittsburgh. The topics 
ranged from the efforts made at New 
Orleans to distinguish between the load 
factor and the use factor, through the 
San Antonio zone trial, the 5-cent zone 
experiment in Gary, the zoning experi
ment in Cleveland, the comn1t111ity fares 
on the Eastern Massachusetts Street 
Railway, the use of the pass iu Provi
<lence, the selling of transportation in 
:\filwaukee, and the interurban zone svs
tem on the West Penn, with 175 mfles 
of route serving 25 major communities, 

the largest of which is 55,000. On this 
system there are 80 fixed fare zones, 
varying in length, but averaging 2.06 
miles in length. 

A statement by Mr. Boardman that 
his company had made 311 fare reduc
tions illustrated well the lengths to 
which the· operators are prepared to go 
to sell the service. A particularly perti
nent statement was his comment that 
sales of passes on that system varied 
from 4 per 1,000 of inhabitants in Law
rence to 23 per 1,000 in Fall River. 
The trend of opinion was that the dis
position was to give the rider the breaks. 

Scheduling Operation and 
Supervision 

Lh·ely discussion featured the lunch 
on scheduling. Joe R. Ong, Cincinnati, 
the sponsor, introduced A. J. Fink, St. 
Louis, who stated that the work done 
on his property in the last two years 
has resulted in an increase in speed from 
8.71 to 9.62 m.p.h., measured in plat
form time. Time points have been 
eliminated, and the men have been given 
instructions as to how to get over the 
road most quickly. Unnecessary stops 
have been cut out. As a result, accidents 
have been reduced 29 per cent. One
man lines constitute about 17 per cent 
of the total, but give 25 per cent of the 
car-miles. R. A. Pierson, Los Angeles, 
told of similar methods being used in 
his city. The speed has been increased 
IO per cent in two years, while the acci
dents have gone down 26 per cent. C.H. 
Evenson, Chicago, told of the need to 
have a real analyst to mal<e the sched
ules. He believes that cars should be 
run on time to the fullest extent pos
sible, and that there will be a riding 
response to this. 

J. Metcalf, Toronto. told the results 
with headway recorders which were in
stalled extensively on his property. The 
recorders are placed in division head
quarters while there is one in the head 
office of the lines of the downtown dis
tricts. A total of 70 contactors were 
installed at a cost of $20,000. The com
pany also has 136 private telephone 
boxes from which the car operators can 
call to a central dispatcher. This sys
tem eliminates delays and prevents dis
putes. W. W. Holden, San Antonio, 
spoke briefly of the telephone dispatch
ing system. He believes that in small 
cities where long headways are neces
sary, it is preferable to schedule cars on 
even spacing, such as 10, 15 or 20 min
utes. Small cards are published giving 
the schedules of the long headway lines, 
and similar information is published on 
the bulletin boards. Trainmen are rated 
on their schedule performance which has 
gone up from 70 per cent of the cars
on time to more than 90 per cent. 

Dean J. Locke. Baltimore, said that 
the effect of slack schedules on the 
patrons is bad. On his property, the 
correct running time is determined by 

many stop-watch observations made by 
riders on the cars. This record is broken 
down into the time for stops, delays and 
run. After the correct running time has 
been determined in this way, a car is 
placed on "midnight test." It is run 
over the route by a specially trained 
motorman to simulate daytime condi
tions. The schedules are then made out 
with this running time as a basis. By 
this method the slack time has been re
duced to a minimum. 

J. W. Welsh, New York, mentioned 
the importance of uniformity of opera
tion by individual motormen to conform 
to the schedule. It is necessary to train 
the men intensively to do this. In ob
taining such a result it is necessary to 
watch carefully the former history of in
spectors and supervisors, according to 
J. L. Smith, Montreal. A man who has 
risen to his position from that of motor
man is not likely to be careful in check
ing running time as is one who has 
been a conductor. Several other speakers 
agreed on this point. Alonzo R. Wil
liams, Providence, believes that sched
ule making is an art, but that it is worth 
all of the cost. 

Training the Platform Man 

Ralph W. Emerson, Cleveland, intro
duced F. G. Buffe, Kansas City, who 
discussed in considerable detail the plan 
for compensating the trainmen adopted 
by the Kansas City Public Service Com
pany. Briefly, the men get 25 per cent 
of the net income whether the stock
holders of the road obtain any return 
or not. Up to the present time this 
payment has been made in bonds of the 
company so that at their market price 
the men obtain a return considerably 
greater than current interest. In the 
first six months $83,000 was distributed 
among the employees. He said that the 
net result has been a decrease in acci
dents, in equipment failures and in de
lays to service, and that the net return 
to the stockholders has been increased 
materially even after deducting the 
amount paid the men. 

Adrian Hughes, Jr., Baltimore, told 
of the excellent results obtained bv hav
ing the local school boards give intelli
gence tests for rating the men. This, he 
said, not only simplified the work of the 
company but put the responsibility for 
the selection of the men on a civic body. 
A number of speakers pointed 9ut the 
values of conference training and schools 
of various sorts for the employees. The 
question of payment for time spent in 
school was discussed at some length. It 
was the opinion of those present that 
careful use of the time paid for but not 
worked would make it possible to put 
the men in school on the company's 
time with little if any additional cost. 

Another problem which has given 
considerable trouble is the training of 
older men. Conference training has 
apparently given the best results. 
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Brady Awards Won by 

BosTON ELEVATED and 

CALGARY MUNICIPAL 

;\ FTER carefully considering aud 
fl.analyzing the records submitted 

by 118 electric railway companies 
entering the competition for the An
thony N. Brady Safety Award, the 
committee selected the Boston E levated 
Railway to receiYe the medal in the 
large-city class, with honorable mention 
to the Department of Street Railways, 
Detroit. The Calgary Municipal Rail
way was selected to receiYe the medal 
in the small-city class, with honorable 
mention to the Youngstown Municipal 
Railway. No award was made in the 
interurban class. 

Before proceeding to the task of 
determining the winners of this year, 
the committee had a careful study made 
by the statistical department of the 
A.E.R.A. of the whole basis of classi
fication. This investig<).tion confirmed 
the opinion, expressed in last year's re
port, that the scheme of classification 
heretofore in use was not well adapted 
to bringing into competition companies 
whose operations were fairly compar
able in character. As a result an en
tirely new system of classification has 
been adopted, as well as a new method 
of rating the records of the companies 
within each class. 

VEHICLE-111LE BASIS UNSATISFACTORY 

FOR,COlllPARING ALL SYSTEMS 

The most obvious ,veakness of the 
old classification, which was based 
solely upon the number of vehicle-miles 
operated, was that it made no distinc
tion between dty and interurban opera
tion. Only a moment's reflection is 
necessary to realize that there can be 
no common basis on which to compare 
a city system operating on congested 
streets with an interurban line operat
ing wholly or partly on a private right
of-way. The committee, therefore, had 
no hesitation in deciding that for the 
purpose of awarding the medals, the 
companies should be divided into two 
main classes, city and interurban, with 

· separate prizes to be competed for in 
each class. 

Another less obvious but almost 
equally potent source of difficulty was 
revealed by the researches of the asso
ciation's statistical department. In 
making these studies attention was 
concentrated principally upon the num
ber of collisions, both because they are 
the most serious kind of accident and 
because they are the type of accident 

that is most definitely within the control 
of the operators. It was known, of 
course, that the number of collisions 
tended to increase with the size of the 
company, but the interesting fact 
brought out by statistical analysis was 
that in city operations not only the 
number of collisions, but the frequency 
of them, increased with the population 
of the city served. Thus, when the 
companies were arranged in order ac
cording to the populations of the cities 
served, the number of collisions per 
I 00,000 car-miles operated increased 
with the population, and when the two 
factors were plotted against each other, 
the result was a smooth curve rising 
quite rapidly as the population increased 
up to 300,000 and then rising much 
more slowly as the population increased 
beyond that point. 

CITY ENTRIES JUDGED IN Two 
POPULATION CLASSES 

This suggested first, that, in rating 
the city companies, their accident rec
ords should not be compared directly 
with one another but in relation to their 
performance within their class; and 
second, that because of the change in 
the slope of the curve at 300,000 popu
lation, the group of city companies 
should be broken down into two 
classes-those serving cities of less than 
300,000 population and those serving 
cities of more than 300,000 population. 

The committee, therefore, decided to 
adopt this method in rating the com
panies. Of course, other factors such 
as the number of fatalities, number of 
personal injuries, number of boarding 
and alighting accidents, etc., were also 
taken into consideration as heretofore, 
but the greatest weight was attached 
to the records made by the contestants 
with respect to collisions. 

The decision to make no award in the 
interurban class was due to the fact 
that the data received from this group 
were not sufficiently detailed to permit 
an equitable decision. This is due to 
the peculiar conditions under which 
they operate, which make it necessary, 
in order to compare them, to secure 
data in a great deal more detail than 
most of them are able to furnish from 
their ordinary records. Some inter
urbans operate entirely on private 
rights-of-way; others operate entirely 
on public streets and highways; and 
st ill others operate partly on private 

rights-of-way and partly on public 
streets, the proportions varying among 
different companies. Some interurbans 
operate in and through large cities, 
while others operate only through re
latively small towns and villages. 
Obviously, in order to compare such 
companies it is necessary to know the 
amount of service on private right-of-, 
way and the amount on public streets 
and highways. It is also necessary to 
know the number and populations of 
the cities and towns through which a 
road operates, and the proportion of 
its service given in each town. All 
of these data were requested from the 
companies, but none was able to give 
complete information. The largest and 
most representative interurban com
panies did not even attempt to give it. 
It was, therefore, impossible to deter
mine what company was entitled to the 
award. 

FURTHER INTERURBAN STUDY NEEDED 

Without these data, it is impossible 
to compare the companies. Even with 
such data in hand, the committee doubts 
whether the results arrived at., would 
be entirely equitable. It recommends 
strongly that before another prize con
test is inaugurated an intensive study 
of the whole question be made, prefer
ably with the assistance of experienced 
interurban operators. 

Canadian Meeting 
Well Attended 

CAKADIANS present at the conven
tion held an informal meeting on 

Wednesday morning, Sept. 30. K. B. 
Thornton, l\Iontreal, president of the 
Canadian Electric Railway Association, 
presided. A number of matters were 
discussed in a general way. On behalf 
of the Toronto Transportation Com
mission, D. \V. Harvey, general man
ager, stated that an invitation had been 
giYen to the American Electric Railway 
Association to hold its convention next 
vear in Toronto. There was some dis
~ussion as to the time and place for the 
Canadian Electric Railway Associa
tion's annual meeting next year, Mr. 
Harvey also extending an invitation to 
that body to meet in Toronto either at 
the same time as the American Asso
ciation or at the regular time for the 
Canadian meeting. Attention was called 
to the work of the headquarters staff 
of the Canadian Association, which has 
met with good response from the mem
bership. A number of compilations 
have been prepared, and arc available 
for the covering features of railway 
operation on Canadian roads. 

Following the general meeting there 
was a meeting of the ExecutiYc Com
mittee of the Canadian Electric Rail
way Association. l\fostly routine busi
ness was transacted. 
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RESEARCH Is Theme of 

Engineering Sessions 

P RESIDENT L. D. BALE, in his 
address to the Engineering Asso
ciation, sounded the keynote of 

"Research" as expressing the work of 
the association during the year, and as 
being an absolute necessity in the solu
tion of many of the major problems of 
the industry. As proof, he mentioned: 
first, the conduct of a thorough investi
gation of electric railway cars in order 
that progressive improvements may be 
made; second. scientific research involv
ing the field of economics found in the 
work on fare structures by the Ameri
can Association, and third, the work 
of the Committee on Economics of Roll
ing Stock Application. This last com
mittee is making an extensive study to 
determine the relative advantages of the 
several types of rolling stock-rail car, 
trolley bus and motor bus-under any 
given set of conditions, so that the 
industry will be supplied with knowl
edge leading to a definite decision rela
tive to the desirability or feasibility of 
making extensions to existing lines or 
substituting one form of vehicle for 
another, or of the abandonment in part 
or in whole of an existing route. 

"In this highly competitive age," con
tinued Mr. Bale, "the individual can no 
longer be guided largely by his own 
views and opinions. More than ever 
we need to act collectively, to base our 
judgment and our decisions on the re
sults of scientific analysis of all the 
available facts. Here is where this asso
ciation can be of maximum service. It 
has the machinery, and is in an excel
lent position to conduct scientific 
research." 

Frank R. Phillips, in a paper read in 
his absence by Thomas Fitzgerald, 
~tressed the importance of the engineer 
in all projects for modernization of 
transportation service, particularly with 
competitive conditions of today, and the 
need of developing executives from the 
ranks of the engineers. A lively dis
cussion followed, and several speakers 
pointed out methods for improvement 
and economies. 

Reporting for the Committee on Eco
nomics of Rolling Stock Application, 
James W. Welsh, New York, pointed 
out that it is not possible to determine 
the place of the several vehicles avail
able by means of a mathematical for
mula. So-called constants fluctuate with 

L. D. Bale 
President 

the amount of service given, and politi
cal and financial ramifications also must 
be taken into account. In the discus
sion, H. C. Patton brought up some 
of the problems involved in determining 
revenues and expenses of individual 
routes. 

L. C. Winship presented the report 
of the Committee on Heavy Electric 
Traction. In the discussion, H. F. 
Brown, New Haven, pointed out that 
the steam railroads are facing the same 
problem as the electric railways in 
shrinkage of passenger revenues due to 
highway competition. Perhaps high
ways should be taxed so as to make them 
self-supporting, he said, rather than to 
charge the cost to the taxpayers, includ
ing the railway systems. Electrification 
is today cheaper than at any time in a 
generation, according to Mr. Brown, 
due to low labor and material costs. 
If the railways can he sure of the busi
ness, they will proceed with many 
installations. / 

Martin Schreiber related the experi
ence of the Public Service Co-ordinated 
Transport with a Diesel-electric bus. He 
was hopeful that the development of this 
type of drive will he of great rnlue in 
transportation work. Discussing this 
paper, Col. G. A. Green pointed out 
some of the problems connected with 
the Diesel engine, and believed that a 
great deal of work will have to be done 

before all the fundamental problems arc 
solved. 

Award of the ELECTRIC RAILWAY 
JouRNAL maintenance prize to the 
Georgia Power Company, Atlanta divi
sion, was made by \V. W. Wysor, 
chairman of the committee of judges. 
This year the award was based on data 
showing the general character, quality 
and cost of the maintenance work done 
by the various companies in the industry 
during the year. Honorable mention 
was given to the Department of Street 
Railways, Detroit; Memphis Street 
_Railway; New Orleans Public Sen·ice, 
Inc., and Virginia Electric & Power 
Company. 

Mr. Wysor presented the report of 
the Committee on Nominations, the fol
lowing ticket then being elected for the 
ensuing year: 

President-Charles H. Jones, general 
manager Chicago, South Shore & South 
Bend Railroad, Michigan City, Ind. 

First Vice-President-P. V. C. See, 
vice-president and general manager 
Akron Transportation Company, Akron. 
Ohio. 

Second Vice-President-E. l\L T. 
Ryder, way engineer Third Avenue 
Railway System, New York, N. Y. 

Third Vice-President - Howard H. 
George, superintendent of way Cleve
land Railway, Cleveland, Ohio. 

Ji.re cu live Committee - Officers and 
L. D. Bale, junior past-president, A. T. 
Clark, W. E. Bryan, J. ' Fleming and 
C. A. Smith. 

Following the election, the new offi
cers were installed and the past-presi
dent's badge was presented to l\1r. Bale 
by the incoming executive, Mr. Jones. 

Separate sessions of the four divi
sions of the Engineering Association. 
power, purchases and stores, rollinr; 
stock, and way and structures were 
held on Tuesday and vVednesday after
noons. Each was presided over by the 
chairman of the division, who outline<) 
the results of committee work durin~ 
the year, and received the reports of 
the various groups. A brief resume 
of the sessions follows: 

Power Division 
Sessions of the Power Division were 

held on Tuesday and \Vednesday with 
Dwight L. Smith, chairman of the 
Standing Committee on Power, presid-
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ing. Reports of the several committel's 
were received. 

Considerable discussion developed on 
the subject of mercury power rectifier!', 
following the presentation of a paper 
by H. W. Codding, Newark, N. J., 
giving the present status of the device 
for railwav service. D. C. \Vesr, 
\Vestinghou-sc Electric & Manufactur
ing Company, held that it will be neces
sary to develop a rectifier which can 
supersede the rotary converter for all 
purposes. He believes that greater 
reliability and higher efficiency will he 
reached within the near future. On 
the subject of interruptions, l\Ir. Cod
ding stated that the more recent rec
tifiers have bettered performance re
cords. All rectifiers that are bcin~ 
made will carry overloads according to 
the standard guarantee for conversion 
equipment. 

Another subject of interest was 
trolley bus overhead construction. A. 
J. Klatte, Chicago, showed lantern 
slides and movies illustrating the 
method of erecting the overhead line 
in Chicago for the recent trolley bu~ 
installation. In the discussion, L. \V. 
Birch, Ohio Brass Company, pointed 
out that tests show the negative trolley 
shoe wears three times as fast as th•~ 
positive shoe. The reverse is true of 
trolley wires, the positive wire wearing 
twice as fast as the negative. In re
sponse to a question, Mr. Klatte state<) 
that with shoes it has been possible to 
reduce the trolley pole pressure to about 
22-24 lb. per shoe. 

Results of the collection of informa
tion on trolley wire wear were given 
by H. S. Murphy, Philadelphia. In
formation which his committee has 
been gathering for a number of years 
was presented in a detailed report. 

Effects of street railway equipment 
and service characteristics on energy 
consumption was the subject of a paper 
by T. F. Perkinson and R. H. Sjoberg, 
of the General Electric Company, read 
by Mr. Per,kinson. Influence of a 
number of variables was pointed out. 
Increasing the rate of acceleration re
quires a larger power peak, but the 
energy consumption for a given run 
decreases slightly. Raising the free
running speed by changing gear ratios 
requires a greater current and also more 
energy. Reducing the time of coasting 
calls for more energy with a very 
slight gain in schedule speed. Increas
ing the rate of braking results in a 
faster schedule with some increase in 
energy. ·Reducing the time of stop 
gives an appreciable increase in sched
ule speed with no effect on the energy. 
Reducing the number of stops increases 
the schedule speed materially with 
lower energy consumption. Reduction 
in car weight is reflected directly in 
lower power demand and energy. The 
authors held that no practicable gen
eral analysis of the problem is univer
sally applicable and each particular 

change in equipment must be cousidered 
by itself. A number of delegates di.;;
cussed the paper, bringing out the effect 
of the service variables. Morris Buck, 
New York, pointed out that the changes 
discussed could be placed in· two 
groups; one representing possibilities 
with no moclification of cquipmen~, 
while the other required either new 
equipment or physical changes that 
could be made only at considerable ex
pense. In the former class, the ad
vantages can be obtained only by the 
co-operation of the transportation de
partment through teaching the operators 
to nm their cars more economically. 

Trophy Awarded to Georgia Power 
Company in Journal Main

tenance Contest 

Spacing of substations for 600-volt 
d.c. railways was the subject of a paper 
by E. A. Imhoff, Chicago, read hy 
]. F. Neild. A number of charts 
showed the effects of the various ele
ments. They indicated that a combina
tion of high substation cost with low 
feeder cost will dictate the greatest 
spacing of substations, while a com
bination of low substation cost with 
high feeder cost will give least spacing. 

Purchases and Stores Division 
Standardization of methods was the 

chief topic of discussion at the two 
sessions of the Purchases and Stores 
Division on Tuesday and Wednesday 
afternoons with C. A. Harris, Phila
delphia Company, presiding as chair
man. After a brief presentation of the 
standing committee report by the chair
man the reports of the several commit
tees were read and discussed. 

A paper on standard packaging for 
electric railways by A. E. Hatton, 
superintendent of materials West Penn 
Railways, was read by J. Fleming, pur
chasing agent Capital Traction Com
pany. Edwin W. Ely, of the Bureau 
of Standards, gave a formal discussion 
of Mr. Hatton's paper which evoked 
many comments from those present. 

"Handling Bus Materials From till' 
User's and the Vendor's Viewpoint"· 
was then presented by W. E. Scott, 
superintendent of supplies Philadelphia 
Rapid Transit Company. l\1r. Harri~ 
led a lengthy discussion on this topic. 

Rolling Stock Division 
FoJ1owing the reading of the stand

ing committee report by chairman 
Thomas H. Nicholl, superintendent 
buildings and equipment Cleveland Rail
way, the first session of the Ro11ing 
Stock Division featured two papers: 
''Brake Lining Development and Brake 
Tests," by F. C. Stanley, chief engi
neer Raybcstos division of Raybcstos
Manhattan, Inc., and "Experience in 
TroJ1ey Bus Operation," by W. C. 
\Vhceler, engineer of equipment Chi
cago Surface Lines. i\Ir. Stanley's 
paper pointed out the fundamental 
principles contro11ing the design of 
braking mechanisms and the selection 
of brake lining material. Maximum 
speed of Yehicle, rate of retardation 
nmcl frequency of brake applications 
were enumerated as the important fac
tors in the temperature rise of brake 
drums. Mr. Stanley also described 
Yarious forms of brake tests used bY 
his company. Mr. Wheeler's pape~, 
abstracted elsewhere, evoked questions 
from J. H. Walsh, superintendent of 
bus maintenance Middlesex & Boston 
Street Railway, and from P. V. C. Sec, 
general manager Akron Transportation 
Company. 

"Aluminum-Its Uses and Past Ex
perience in Car Construction" was the 
subject of a paper by A. H. Woollen, 
engineer Aluminum Company of Amer
ica, at the second session. Several cars 
that have been built with aluminum 
a11oys were illustrated. In designing a 
car of aluminum alloys, said Mr. Wool
len, the first consideration should be that 
of deflection. In .general, if the deflec
tion of the car frame members is kei,t 
within satisfactory amounts, the stresses 
in the various parts will rarely exceed 
5,000 lb. per sq.in., although 12,000 lb. 
per sq.in. under impact and 15,000 lb. 
per sq.in. under static loading is entirely 
safe. 

The designer can keep down costs by 
employing shapes, sheet, castings, forg
ings and other standard aluminum prod
ucts to the fullest extent and by watch
ing the radii of bends. The extrusion 
process for producing aluminum offers 
a means of avoiding much shop cost in 
the making of joints and bends in such 
parts as belt rails, window sills. side 
posts and anti-climbers. \Vhere neces
sary, however, hot bending or forming 
of the aluminum a1loys can be done. 

Welding of aluminum by the oxy
acetylene or oxy-hydrogen method and 
electric arc welding by metallic or car
bon arc electrode are practical. How
ever, aluminum welds are castings and 
there is an appreciable decrease in 
strength. The welding of side posts to 
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belt rails also should be avoided, he said. 
The remainder of this session was 

devoted to the presentation of eleven 
committee reports. Each of these re
ports was discussed at some length. 

\Vay and Structures Division 
Cost of track construction was the 

principal theme of discussion at the 
Tuesday afternoon session of the Way 
and Structures Division. A paper de
scribing certain work done in Washing
ton was read by E. P. Goucher, en
gineer of way and structures Capital 
Traction Company. Howard H. George, 
superintendent of way Cleveland Rail
way. in a prepared discussion of Mr. 
Goucher's paper, gave interesting data 
on the cost of track construction on 
his property. He placed special em
phasis on the importance of vibration 
of the track structure as a means of 
insuring a good bond with the concrete. 

The adoption of a few standard de-

signs of track was recommended by 
John B. Tinnon, sales manager Metal 
& Thermit Corporation, in a paper 
presented at the \V cdncsday session. 
He expressed the opinion also that the 
average way engineer is not sufficiently 
familiar with the designs and methods 
used on properties other than his own. 
The problem of economical track con
~truction is not the problem of the 
management, the holding company or 
the banker, he said, but it is the prob
lem of the way engineer. In conclusion, 
he urged that way engineers interest 
themselves more keenly in the problems 
connected with selling electric railway 
transportation to the public. 

The report of the Standing Commit
tee on \Vay and Structures was pre
sented by C. A. Smith, chairman, at 
the Tuesday session. Reports of vari
ous committees were presented in sum
marized form. Abstracts of these re
ports appear elsewhere. 

A Typical 
Urban Track Construction 

By 

E. P. GOUCHER 
Engineer of Way and Structures 

Capital Traction Company 
Washington, D. C. 

OUR present standard type of sur
face track construction consists of 

A.E.R.E.A, 7-in., 103-lb. girder grooved 
rail, with Thermit weld joints, installed 
on International bent steel twin ties, 
on 6-ft. centers, with solid concrete 
pavement to the top of the rails. The 
twin ties which we use are so formed 
or bent as to provide an arched effect 
from rail to rail, and at the same time 
reduce the amount of excavation and 
concrete necessary for the construction 
by about 295 cu.yd. per mile of single 
track. They are punched for the stand
ard type forged-steel clip and tee-head 

bolt as furnished by the tie manufac
turer. \Ve use truck mixed concrete of 
a 1-2-3½ mix, furnished by a local con
tractor. The trucks are of 3-cu.yd. 
capacity, and the water is added and 
the material mixed for five minutes after 
arrival at the job, under the supervision 
of the concrete foreman. 

The old track was jacked out of the 
street, and necessary excavation and 
grading were done with pneumatic tools. 
Full sized wood templates .of the finished 
excavation enabled us to trim very 
closely to line. The old ballast was very 
compact, and made an excellent founda-

Labor and Material Costs per Foot of Track 
08 Labor 

Labor Hauling Material Total Hour• 
Engineering .................................... $0. 177 $0. 177 0. IOI 
El<cavating and removing old track ....... .. ... . . . . 0.636 c.:iH 0.636 I. 400 
Diepo0&l--;,l<cavated material* ......... . .... .. .. . 0. 158 i: i99 

0.291 0.377 
ID11talling eteeltiee ..................... . . .. . .... 0.086 O.C,08 I. 393 0. 182 
Inetalling "·heel rail ..•............ .. . . . .. . ...... 0.072 o:ooi 1.607 I. 739 0. 138 
Thermit welding iointe .....•••...... ............ o. 113 0.194 0.308 0.210 
Surfacing and limng .....•..•.•.... ... . .......... 0. 211 0.002 i:i,i,7 

0. 213 0. 424 
Concretingt .•......•........... .. . ............ 0.420 0.004 3.091 0.982 
Watchmen and lampmen .......... . .... . . •...... o. 337 

o:oi,i 
0.337 l.279 

Sundry labor and materia:nincluding toola, etr.t ..... 0. 145 0. 218 0.425 . 0.315 
Portable croeeovere, inclu 'ng aignals and ewitchmen 0.357 0.008 C, . 365 0.850 

Groeetotal. .................................. $2. 712 $0. 218 $6. 045 $8. 975 6 . 258 
Scrap credit, including handling ..•............... 0.011 0.014 ( 0.655) (0.630) 0.027 --

Net total cost ...................... , ......... $2. 723 $0. 232 $5. 390 $8.3 ◄ 5 6.285 
*Average haul about I l milea. 
tlncluding burlap, labor eprinkling, etc. 
tNo tool or equipment rental charged. 

E. P. Goucher 

tion for the new track. Due to a slight 
raise in the grade of the new track, 
we were able to leave in some of this 
material under the new ties and directly 
below the wheel rails. As there was 
an existing 6-in. porous tile subsoil 
drain between the tracks, no other drain
age was installed on the new work. 

The new track was carried on old 
scoria brick and small wedges, and held 
to line by means of blocks and wedges 
between the rails and the roadway and 
dummy concrete. As far as possible, 
the concrete was poured from the trucks 
directly into the track space. It was 
tamped under the ties with an Inter
national tamping machine, followed by 
an experimental vibrating machine sent 
us by the tie manufacturer. This ma
chine consisted of two air-operated tie 
tampers mounted on a piece of 7 in. 
channel iron. Although crude, in some 
respects it was superior to the newer 
models, its main drawback being the 
noise. The only finishing necessary 
after the passage of the vibrating ma
chine-and this is where grooved girder 
rail proves its worth-was the dragging 
of a short length of ¾-in. hose over the 
concrete. 

V\Te think that the method we are 
now using is as satisfactory, from an 
economical and practical standpoint, as 
is possible at the present time for rigid 
track in paved streets. \Ve are not 
entirely satisfied, however, that the noise 
cannot be considerably reduced. There 
is no question but that all solidly 
concreted tracks are too noisy. Noise 
is one evil on which we are going to 
have to spend considerable thought and 
energy if we expect to continue street 
car operation. Probably a bituminous 
surface would be beneficial, although 
slightly increasing the cost, and we ex
pect to experiment along that line on 
our next reconstruction job. 

Construction costs on this track com
pared favorably with our past experi
ence with surface track laid with 100-lb. 
T-rail on. treated ties, and concrete to 
the top of the rails. In the table arc 
given the unit prices paid for labor and 
concrete materials, and the labor-hours 
expended on the work, stated as dollars 
per lineal foot. 
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Experience in Trolley Bus Operation 
By 

W. C. WHEELER 
Engineer of Equipment 
Chicago Surface Lines 

OUR early experience in trolley bus 
operation led to a number of sug

gestions for mechanical and electrical 
improvements in each subsequent lot 
purchased. The original · buses were 
equipped with swiveling trolley wheels. 
The weight of the harp and wheel wa~ 
approximately 12.25 lb., and with the 
18-ft. pole it did not function satisfac
torily. Due to the inertia of the dead 
weight, excessive tension was required 
to hold the wheels in contact with the 
wire, and it was found also that when 
one pole would come off it would whip 
enough to dewire the other. Springs 
were added to increase pole tension, 
but they had no effect on the tendency 
of the pole to whip when dewired. The 
inertia of the weight at the end of the 
pole was also detrimental in that under 
high wind pressure or rates of accelera
tion the pole would be pulled away from 
wire contact. Mine type wheels and 
harps tried were lighter in weight than 
the original ones, but did not help suffi
ciently to offset higher maintenance 
charges. With the development, how
ever, of the swivel type shoe, condi
tions have been materially improved. 
The new assembly weighs approximately 
5.25 lb., only slightly more than 40 per 
cent of the original. This has made 
possible a reduction o't the shoe pressure 
on the wire, removal of the extra springs 
that were installed, and practically elim-

W. C. Wheeler 

of approximately 4 in., all of the lost 
motion being at the "off" position to 
insure release, and pressures between 
18 lb. minimum and 40 lb. maximum, 
will be the most desirable. A short 
pedal travel does not permit of quick 
and accurate determination of braking 
pressures. If the spring pressure is too 
weak, it will create a tendency for the 
operator to fan the air on rough pave
ment, due to insufficient support of the 
foot; while a pressure that is too high 
will tire an operator in all-day service. 

The brakeshoes are now giving a satb
factory life after an early period of 
trouble with chatter, screech and rapid 
wear. Properly fitting shoes and ven
tilated rims and wheels are necessary 
in severe service if shoe life is main
tained. 

Proper selection of tire sizes has an 
important bearing not only on the tire 
life but on other factors, such as stei, 
heights and brake drum ventilation. 
Load distribution on wheels affects the 
braking effort available at each wheel. 
The heat from braking in severe service 
requires adequate ventilation of the 
drums and wheels, as overheated brake 
drums will cause rapid wear on brake
shoes, and also affect the oil seals and 
their effectiveness. Better results ha,·e 
been obtained where tire sizes are such 
that these conditions can be met, and 
the tire loads are kept within the tire 
manufacturers' rating of capacity. Brake 
testing equipment has reduced trouble. 

In making provision for trolley bus 
maintenance we have followed standard 
electric railway practices, and the men 
have been carefully selected from reg
ular carhouse maintenance forces. 
Motors, contr.ol, heaters, and a great 
amount of the air brake equipment are 
comparable with railway parts and the 
maintenance of this equipment is carried 
on along the same lines. The differ
ences in braking and gear equipment 
are quickly learned, and the care of t ires 
and steering mechanism are the only 
new parts to be maintained. \Ve believe 
that this careful selection of street car 
maintenance men for servicing trolley 
buses has been a valuable aid in secur
ing our high standard of maintenance 
and operation. 

inated any tendency to whip or cause 
dewirement of the other pole. 

Another source of annoyance was 
brakes, coupled with a decided steering 
wheel vibration on certain buses at the 
time of brake application. This was cor
rected by the substitution of a plain 
type of thrust bearing in the bottom 
part of the steering knuckle in place 
of the roller bearing that was furnished 
as original equipment. The brakes on 
trolley buses have the handicap of poor 
ventilation and the possibility of oil 
leakage from wheel and transmission 
bearings. As summer temperatures are 

Bus Materials 
Present New Problems to Storekeeper 

By 

W. E. SCOTT 
Superintendent of Supplies 

Philadelphia Rapid Transir Company 

encountered, together with conduction WHETHER in steam, electric car 
of heat from the brakes of the wheels, or bus operation, the old ABC 
the. grease becomes so thin in severe of the stores department still exists
service that oil seals must be kept in serve the operator, keep the line run
practically perfect condition if the buses ning, but don't forget the investment. 
are to maintain braking ability. Another Regular demands must be protected and 
factor in brake troubles is the wide vari- emergency parts stocked. Minimums 
ation in brake pedal travel and pres- do not put gaskets on the engine. 
sure. Our efforts to standardize or Certainly a control feature must be 
make uniform the application of the established, but I would hesitate to ex
brakes lead us to believe that a total press an opinion for one method over 
travei of 5 in. with an effective travel another. The A.E.R.E.A. manual con-

tains an adopted plan of stock control 
which many operators indorse. its 
scope includes : 

1. Subdivision of material into classes, 
each containing material of a similar na
ture. 

2. Actual review of each item by physi
cal count at least once each month. 

3. Actual review of consignments con
tracted for. 

4. Summary of stock on hand and ma
terial on order and the preparation of 
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requ1,it1011s tor purchase of future require
ments at least once each month. 

5. Compi ling of statistics by classes from 
the dollar and cents view to determine the 
efficiency of operation. 

Physical handl ing of bus materials 
is generally divided into four grouns, 
as follows, each of which has its peculiar 
problems; 

(1) Gas and oil. (2) Tires. (3) Units. 
( 4) Repair parts. 

In Group No. 1 the railway store
keeper forsakes his former problems of 
solid storage, such as rail, ties, wheels, 
etc., and enters a field of liquid storage 
and transfer. Each operator attacks 
his problems in a manner best suited to 
condi tions. Some operators have found 
it economical to erect a large bulk 
storage plant with a capacity to handle 
steamer tank loads. Other operators 
locate their bulk storage at garage 
points adjacent to railroad sidings, or 
procure gas from contractors in bulk 
lots. 

Oil is usually contracted for delivery 
as required to garages and service sta
tions. Some stores organizations main
ta in oil reclamation plants where the 
used product is thoroughly cleansed and 
brought back to its original state. 

For many railways, tires are not a 
problem for the storekeeper, inasmuch 
as tires are being mounted by the con
tractor and used on a mileage basis; 
the problem of storage being theirs 
together with the mounting. But for 
those operators who are faced with 
storage of their own rubber, it is essen
tial that all precautions are taken to 
insure against aged rubber, and that 
the stock of rubber is intelligently 
measured by the turnover. 

Storage facilities for the ease of 
handli ng the units in Group No. 3 
should be provided. Special skid plat
fo rms for ease of movement through
out the shop to storage house have 
been prepared for this material. These 
platforms are also provided with spe
cial a rrangements for lifting chains to 
avoid damage to the unit. 

In Group No. 4, standard storeroom 
arrangements such as bins, cases, racks, 
etc., should be provided. Wood and 
steel cases are in general use. How
ever the daylight steel cases are found 
to be more generally used and certainly 
afford a saving in space, better light, 
lower costs, tend towards better house
keeping and permit a more accurate 
count of stock. Above all else, the 
proper identification of material stored 
must be made. 

The vendor has his problems which, 
in a general way are ours all over 
again. He provides a system of con
trol based on sales. He cannot afford 
to tie up a lot of dollars in inactive 
material, and his turnover must also 
be consistent with his investment. I 
now give you the vendors, views from 
two sources. One vendor states: "1Iy 

company does not belie\'e that material 
problems are yours; we think that they 
rightfully belong to us. Your material 
requ irements should be handled by one 
of our service departments and go from 
our she! ves to your buses. Our outfit 
is large and there are maintained 
throughout the states close to 100 serv
ice stations where we are always ready 
to serYe your parts requirements." 

The other vendor stated that his com-

pany maintainecl five service parts de
pots placed at stragetic points in the 
country and serviced with parts by the 
general depot located at the factory. 
Each of these depots maintained a 24-
hour service for customers' use. His 
recommendations with regard to ma
terial was that supply departments of 
the bus operators maintain their own 
storerooms and that material be ordered 
through these five general depots. 

Diesel Engines in Transportation 
By 

MARTIN SCHREIBER 
General Manager in Charge of Plant 
Public Service Co-ordinated Transport 

Newark, N. J. 

Martin Schreiber 

gas-electric buses. This superior fuel 
economy of the Diesel engine, together 
with the fact that the entire ignition 
system is eliminated, makes it partic
ularly attractive to fleet operators. The 
engine ~nd accessories are actually 
simpler than the gasoline assembly. 

Mercedes-Benz Diesel engines, with 
which Public Service Co-ordinated 
Transport has experimented, are of the 
indirect injection or pre-combustion 
chamber type. The fuel pump and in
jection nozzles are standard Robert 
Bosch products. The engine is started 
readily, even if cold, and the bus can 
be driven almost immediately-no long 
warming-up period is necessary. Road 
performance is equal to that a£ gasoline 
buses of the same power, and the ex-

E UROPE up to this time has been haust is practically colorless and odor
the leader in Diesel engine work, less. These engines have been aper

because of a large differential between ated by numerous drivers and maintained 
the cost of gasoline and fuel oil. The by several garages, demonstrating that 
Diesel engine was invented and <level- extraordinary care or skill in operation 
oped in Germany. Up to date, there are or maintenance is not required. 
substantially 3,500 Diesel buses and An important advantage of the use of 
trucks actually in operation in Austria, Diesel engines is the elimination of the 
England, France, Germany and Switzer- fire hazard in motor coaches, as well 
land. Capitol District Traction Com- as in the storage, handling and trans
pany, Albany, N. Y., has operated a Mack portation of the fuel. Another advan
bus equipped with a 6-cylinder Mercedes- tage is the elimination of the ignition 
Benz Diesel engine and General Electric system and carbureto:r, which would 
propulsion units for a period of eight materially reduce the number of service 
months. This bus has run about 24,000 interruptions. Failure of the fuel sup
miles. The fuel mileage is 5.22 miles ply due to vapor lock, which is experi
per gallon as compared to a gasoline- enced in some gasoline vehicles during 
electric unit that has a fuel mileage of hot weather, would, of course, be elim-
2.78 miles per gallon. inated by the use of fuel oil. Experi-

The Diesel engine experience of Pub- ence demonstrates cooling water and 
lie Service Co-ordinated Transport, e.."haust temperatures are noticeably 
Newark, N. J., covers approximately lower than in gasoline engines. 
two years. One bus is in regular oper- - Operating experience appears to jus
ation. It fits in with a schedule with tify an intensive development that should 
gasoline buses on one of its city lines. soon produce satisfactory engines. A 
This bus is a Yellow Coach Z-240, considerable attitude on the part of 
equipped with a Mercedes-Benz Diesel fleet operators and their substantial en-
6-cylinder engine with electric drive. couragement, amounting to a demand, 
The fuel consumption is about 5.50 miles will greatly hasten domestic Diesel 
per gallon, as against 3 miles for the deYelopment. 
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Engineeri1ig Committees Show Results of 

RESEARCH WORK 

Heavy Electric Traction 

Six subjects were handled during the 
year by the Committee on Heavy Elec
tric Traction. On the review of the 
existing Manual sections, it was recom
mended that the sections on 'Clearance 
between contact conductors and perma
nent way structure be withdrawn pend
ing joint action with the American Rail
wav Association's Electrical Section. 
Se~·eral conflicts in the Manual section 
on 600-volt direct-current trolley con
struction were found, and it was recom
mended that these conflicts be referred 
to the Power Committee. It also was 
recommended that due consideration be 
given to clearance of conductors asso
ciated with the overhead electric con
tact systems in any new clearance speci
fications. 

The study of track and third rail 
bonds for heavy traction work was con
tinued, and it was recommended that 
the specifications for·stud terminal bonds 
be revised as suggested in the report. 
It also was recommended that the 
methods of joining third rails by other 
than bonding and methods of applying 
welded bonds be studied further. 

A complete tabulation of oil-electric 
locomotive operating statistics for 1929-
30 was presented by the subcommittee 
on this subject. The study of train 
operation, particularly articulated units, 
was continued, and additional informa
tion was given. Data on additional 
locomotives which have become avail
able since the last report were published, 
incl~ding the motive power for several 
of the latest electrifications. 

Power Division 

l. Ma1111al Review-Stranded copper 
wire tables comprising bare concentric 
soft-drawn copper ; bare concentric hard
drawn copper, A.S.T.M. Class A strand
ing; bare concentric hard-drawn copper, 
A.S.T.M. Class B stranding; hare con
centric hard-drawn copper, A.S.T.1L 
Class C stranding; and bare concentric 
harcl-clrawn copper, extra flexible 
stranding, were prepared and presented 
as recommended standards. \ V ork was 
started on revision of the section on 
paper-insulated cables. The Manual 
section on the joint use of wood poles 
was revised in detail, and was pre
sented for approval as a supplement. 

2. Mercury Power Rectifiers-This 
represents the sixth year of study on 
the subject by this committee. Sum-

Chairmen of Divisions, Engineering 
Association 

1-Thomas H. Nicholl, Rolling Stock Divi
sion 

2-Dwlght L. Smith, Power Division 
3-C. A. Harris, Purchases and Stores 

Division 
4-C. A. Smith, \Vay and Structures Divi

Hlon 

maries of operating results for the 
calendar year 1930 are included in 
tabular form. Another table gives the 
record of the rectifier units installed or 
on order in America. The bibliography 
also was brought up to date. 

5. Cate11ary Specifications-A study 
was made of new types of messenger 
for catenary construction. A tabulation 
was given of catenary systems of a con
siderable number of electrified steam 
railroads and heavy interurban lines. It 
was recommended that this study be 
continued. The study of insulators dur
ing the year resulted in the development 
of several designs for pin type and sus
pension type insulators for voltages 
from O to 1,500, 1,500 to 3,000, 3,000 to 
11,000 and 11,000 to 22,000. It was 
recommended that this subject be con
tinued. A classification was presented 
of the various types of supporting struc
tures for catenary lines. 

6. Trolley Wire TV ear-Detailed sta
tistical information relative to trolley 
hreaks was included, bringing the sub
ject up to date through 1930. For the 
first time, the tables include data on 
kilowatt-hours and wire used for re
placements. A study of the practical 
and economical sizes and types of trolley 
support ears for general use was begun. 
The study of larger sizes of grooved 
trolley wire was continued, and a pro
posed revised specification was pre
sented. An attempt was made to de
termine a fair method of comparing line 
maintenance performance as an aid to 
reducing trolley hreaks. It was recom-

mended that this subject be continued as 
the work is considered only a prelimi
nary step that is based on incomplete 
data. 

7. Trolley Co11str11ctio11 Specificatio11s 
-This committee presented a revised 
specification, which was prepared to 
conform with the latest edition of the 
electrical safety code, and incorporating 
the recommendations of former commit
tees. \Vhuever possible, revisions were 
made to conform with similar items in 
the specifications for catenary overhead 
construction. These revised specifica
tions are stated to be complete and 
modern, and are satisfactory for adop
tion. It was recommended that the 
existing Manual Section D 101-16 be 
discontinued. · 

8. Trolley Wire Reels-A design for 
a larger-size reel was prepared for in
clusion in the present standards to pro
vide for the new large-size trolley wire 
recently adopted. There is a tabulation 
of the capacity of the reels for various 
sizes of trolley wire. It was recom
mended that the attention of the users 
of trolley wire reels be drawn to the 
fact that more consideration should be 
given to specifying the use of standard 
reels. 

9. Trolley Bus Overhead Co11struc
tio11-Changes were recommended in the 
existing Manual Section D 106-25, the 
drawings to be rearranged and addi
tional ones to be inserted, and changes 
made in several subdivisions. These 
changes were submitted as an appendix. 

10. Lightning Protection-After re
viewing the reports of last year's com
mittee on this subject, and in considera
tion of the fact that definite information 
regarding the effect of lightning on all 
overhead power circuits is not avail
able, the committee did not believe it 
was in a position to revise the Manual 
section on lightning protection at this 
time. As an appendix, a brief review 
of information collected in the past two 
years was given. 

12. Ferrous a11d N OH·•ferrous Jlatc1 ials 
-The year's report covered brieflv the 
work being done by the Electrical· ~ec
tion, A.R.A., the American Societv for 
Testing Materials, and the Ame.rica11 
Foundrymen's Association. A hihliog-
raphy also was given of specification~ 
for coating ferrous materials to prevent 
corrosion. 

13. Trolley Voltage SHl"i'C_\'s-ThC' 

question of proper trolley voltage for 
congested urban distribution ,,·as ,·n-1-
tinuecl. Results of tc~ts m~d:.- i-i Ci:t-
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cinnati and in Pittsburgh with reduced 
voltage in the congested districts were 
prese11ted. First conclusions show that 
it is possible to make a considerable sav
ing in power on the basis of the Pitts
burgh test. This seemed to be greatest 
at the lowest practical operating voltage, 
i.e., 450 volts. At Chicago on the 
Surface Lines in sufficiently congested 
areas it appeared possible to reduce 
trolley voltage without reducing the 
speed of the cars, and, at the same time. 
to deri,·e benefit from reduced peak 
demand. On the Chicago Rapid Transit 
Lines a substantial saving in power was 
possible with reduced voltage, but at the 
expense of speed. In Montreal a con
siderable saving in energy consumed 
with a reduction in demand by the use 
of reduced voltage was possible. Jn 
Cincinnati the test demonstrated that 
a reduction of voltage in the congested 
areas would cut power costs but little, 
and can be accomplished only by sacri
ficing speed in the congested areas. The 
committee concluded that additional 
properties should make studies of re
duced voltage. It held that reduction of 
trolley voltage is in some cases not 
feasible, due to the same substation feed
ing hoth congested areas where maxi
mum speed cannot be obtained and other 
areas where maximum speed can be ob
tained. It also held that a feasible 
scheme of providing constant illumina
tion could be provided. and that a11y 
reduction in trolley voltage in the con
gested areas should be used in service 
only in the event that economies can be 
realized without reducing car speeds, or 
without interfering with the operation 
of cars and associated auxiliaries. 

Purch(tses and Stores Division 
1. Manual Re·view--It was decided 

that the recommended stock book system 
of controlling materials and supplies ap
pearing in the Manual should be re
viewed with the idea of bringing it up 
to date. Accordingly, it was assigned 
to Committee No. 6 for study. Prog
ress has been made in the preparation 
of an index for the A.E.R.A. classifica
tion of materials and supplies. 

2. Unit Piling and Standard Pack
ages-Twenty items were agreed upon 
for standard packages of material pecu
liar to electric railways, which are the 
major users of this class of material. 
General agreement of railway com
panies was obtained, and, after a poll 
of the Executive Committee, the recom
mendations were referred to the Divi
sion of Simplified Practice. After a 
few minor changes, quantities for the 
twenty items were agreed upon. The 
Navy Department and 56 manufacturers 
and users have accepted the recom
mendations. The committee is cont.inu
ing its study of quantities for standard 
packages for other items common to 
electric railways. 

3. Stores Investment and Costs-A 
questionnaire was sent to various elec-

tric railway companies asking for data 
on investment in material or supplies for 
the year 1929. Detailed information on 
the basis of this questionnaire is in
cluded. It was shown that there is an 
a 1·erage of 17.41 per cent turnover, or 
that portion of the stock which is moved 
monthly in relation to the stock on hand. 
This is equivalent to an annual turnover 
of 2.09 times. The per cent turnover 
figures show clearly that companies 
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operating buses only have a much 
higher rate of turno\'er than those 
operating railways only, or both rail
ways and buses. The committee recom
mends to member companies that in
dividual studies be made of investment 
in material and supplies with a view of 
securing the highest possible turnover. 

6. Material a11d S11pplies Control,
This committee presented a report of 
progress only, gi\'ing answers to a 
questionnaire on the subject of stock 
control, as received from 42 companies. 

7. Handling of Bus Materials-The 
report consisted of a discussion of meth
ods of stock control, methods of identi
fication, methods of storing, methods of 
procurement on supplementary order 
contracts, regular purchase orders, 
emergency purchases, and the co
ordination with the manufacturers for 
proper tagging · and marking. It was 
recommended that the subject be con
tinued. and that detailed data be in
cluded in future reports on several of 
the sections. A number of other fea
tures concerning handling of bus ma
terials were suggested as subjects for 
the committee to investigate. 

8. Handling of Stationery a11d Printed 
Forms-The subject was considered 
largely from the view of physical con
trol of stationery, methods of preparing 

forms and obtaining them, co-operation 
with government standards of typified 
forms, regulation of deliveries and cen
tralized control. It was brought out 
that se\'eral large companie? were able 
to reduce the number of printed forms 
by about half after a study had been 
made and outlined in a questionnaire 
sent to the members. The report was 
submitted as one of progress only, and 
it was recommended that the work be 
continued. 

Rolling Stock Division 
2. Motor Coaches-The uniform mo

tor bus specification code was recom
mended for approval. Progress was re
ported on the study of a number of 
subjects, including standard sizes of 
destination signs and window glass, 
static testing of bus bodies and chassis, 
maintenance schedules, necessity for 
definite oil specifications, chassis lubri
cation, recent improvements in the man
ufacture of gear lubricants, and the use 
of fuel oil for Diesel engines. Informa
tion was compiled on mileage run by 
various companies between chassis lub
rication. An extensive ~urvey proved 
that great improvements had been made 
in brakes and brake drum material. 
Disposal of exhaust gases, ventilating 
and heating were covered in a question
naire, and tabulated as an appendix. 

3. Car Design,-Tendencies in car de
sign indicate a continuation of greater 
use of the possibility to improve the 
appearance of cars. This is shown in 
lower body floor and roof construction, 
and in streamline painting effects. 
Wider windows or post spacings of 36½ 
to 40 in., as compared to those used in 
the past of 29½ in., have also been used 
to emphasize the long, low appearance 
of the car. Reference was also made 
to the installation of groups of cars 
equipped with trucks and motors of the 
new high-speed light-weight types. Ex
tensi\'e tests were conducted during the 
year on the Chicago Surface Lines on a 
number of equipments, including the 
later type high-speed motors and trucks. 
A summary of the results obtained is 
included in an appendix. Another ap
pendix gives power losses in electric 
street car reduction gears. The report 
also referred to the work of the Presi
dents' Conference Committee. 

4. Lighting - This committee con
tinued· its study during the past year 
on headlighting for electric railway 
cars. A complete proposed revision of 
::\lanual Section D 121-30 on car light
ing was presented in an appendix. The 
principal revisions include recommenda
tions of the use of dash illuminating 
headlights, recommendations for rapid 
transit car lighting, a method for com
puting illumination for various types of 
cars, together with other essential data. 
Further investigation was made on the 
use of 32-cp. lamps for interior illumina
tion of motor coaches. The information 
gathered was presented in detail in an 
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appendix. Another table was presented 
showing the demand for the twelve
month period, ending May 31, 1931, for 
street railway lamps, together with 
other pertinent information. 

5. Car Trucks-Revision oI Manual 
Section E2-27 to reduce the possible 
end play of the axle by ¼ in. was rec
ommended. A study of nosing was 
made, with the result of an alternative 
type of journal bearing with a flat top 
to eliminate rolling out of place, along 
with a lmttonless axle and wedge 
which takes all the end thrust on the 
end of the axle. Another design 
of flat top bearing was also submitted 
for use with the standard axle. An 
alternative design of brakeshoe key was 
submitted, which is thicker than the 
standard key, and is designed to prevent 
loose keys. Replies were received from 
about 29 companies on roller bearings, 
but no conclusions were drawn from the 
data collected. 

7. Trolle;• Bnses-A set of rules and 
regulations based on car wiring, but 
reworded, as proposed by the N.F.P.A. 
was presented. The latest design of 
swiveling type shoes has greatly im
pro\·ed operation over the heavier 
trolley wheel, it is stated. Standardiza
tion of motor-mounting bolt holes for 
the SO-hp. motor was proposed, as well 
as standardization of preparation of 
the armature shaft for speedometer or 
odometer drive, nomenclature and de
signation of motors and trolley buses. 
It was recommended that in wiring 
trolley buses or reading wiring dia
grams, the left-hand trolley base be 
considered as positive. 

8. Air-Operated Car Equipment-A 
number of practices tending to reduce 
the use of air and so prevent over-heat
ing of the compressor were recom
mended. Methods of installation of air 
piping were proposed. The precipita
tion of water from compressed air and 
the main reservoir cooling system was 
discussed iu an appendix, and the 
method of installing a radiating pipe to 
eliminate danger of frozen air equip
ment was proposed. 

9. Noise Red11cfio11-Investigation of 
resilient wheels was continued. Tests 
were made on the Lauhoff type wheels, 
but have not progressed sufficiently to be 
presented in the report. Tests made 
during the year confirmed the previous 
report that a cushioning of rails in 
track construction would reduce the 
sort of noise produced by the car by at 
least 25 per cent. Sound determinations 
on gear cases of standard types as com
pared with similar ones covered with a 
heavy coating of a rubber-like cement 
were made. By this method, the noise 
was reduced as much as 40 per cent. It 
was recommended that soundproof gear 
cases, floors, wheels and trolley bases 
be used, as well as a form of track con
struction in which the rail vibration is 
muffled. It was recommended that light
weight cars be de\'eloped, with a maxi-

mum of the car structure being spring 
borne. 

IO. Rlu:ostatic Car Heati11g-Informa
tion has been collected on this subject, 
and plans ha\'e been made to conduct a 
series of tests on several properties to 
determine the proportion of heat that 
can be supplied from a rheostatic source. 
Those companies which have experi
mented already show that it is possible 
to obtain 30 per cent to 60 per cent of 
the heat required in this manner. 

13. Limits of Wear-It was recom
mended that limits of wear be adopted 
as recommended practice: On inter
urban cars, no wheels to have more than 
!-in. hollow tread; treads not to be 
more than 3k in. wide; original clear
ance plus wear between pedestal guides 
and journal boxes to be limited to a 
total of ¼ in. for either lateral or longi
tudinal movement. Further study of 
the subject was also recommended. 

JV ay aud .Structures Division 
l. Manual Review - Changes in 

Manual Section W 42-29, specifications 
for design and manufacture of tie rods, 
were recommended. It was proposed 
that a new Manual section be adopted 
covering recommended standard specifi
cations on track bolts and nuts, to be 
identical in structure with the A.S.A. 
specification covering similar material. 
It was recommended that the A.R.E.A. 
girder rail section included in the 1929 
A.E.R.A. l\lanual be included in the 
Engineering Manual of Recommended 
Standards. ReYision of Manual Sec
tion W 21-23, specification for quenched 
carbon steel track bolts be taken up. 

2. Special Trackworl,-Data were ob
tained on the experiences of the use of 
the association's design of tongue 
switches and minor changes in the 
design for their betterment. Designs 
were also furnished for expansion 
joints. Designs for hard center inserts 
for mates are also included in the spe
cial committee's program. 

4. Wheel a11d Rail Co11to11rs-Conclu
sions of the committee indicated that 
the problem is not very practical of 
using cylindrical wheels with rails hav
ing curved or sloping heads. 

5. TV ood Preseri•atio11 - Information 
was given on the number of subjects, 
including economies obtained by operat
ing utilities through the use of treated 
timber, possibilities of a combination 
preservative and fire-preventive treat
ment for timber, preservation of timber 
for use in car and bus construction and 
maintenance, and practice of boring 
preserved ties for spikes. The commit
tee also stated that the subject has been 
quite thoroughly covered, and recom
mended that a small membership be 
continued to keep the industry in touch 
with new ~velopments. 

6. Arc Welditig-Several changes in 
specifications for welding rods were pro
posed for consideration of the American 
Welding Society. Maintenance of the 

present contact and working arrange
ment with the American \Velding So
ciety and the A.S.T.?11. was recom
mended. It also was proposed that the 
committee personnel be reduced ma
terially until such time as there is work 
of a more definite nature to be under
taken. 

7. Alloy Steels for Special Track
work-Tests were continued on welds 
on special steels, including 11 to 14 
per cent manganese steel, chrome-nickel 
steel and silica-manganese steel. These 
welds were made with various elec
trodes. A truncated cone was substi
tu'ted as a drop test specimen for the 
sharp-pointed cone used in last year's 
tests. Detailed test results and a dis
cussion by the members of the com
mittee making the tests were included. 

These tests covered a wide range of 
compositions and physical characteristics 
of alloy steels suitable for special track
work. They were made in several dif
ferent laboratories under the direction 
of the chairmen of the subcommittees to 
which they were assigned. The indica
tion was that the weld metal deposited 
should be of a hardness approximating 
that of the parent metal. In that event 
the cold working due to the blows of 
the hammer was better distributed and 
the deformation of any one part lessened. 
In general, the finding was that prog
ress is being made,. and that there is 
a trend toward definite conclusions 
which will be of great value in field 
work. 

It was recommended that the study 
of alloy steel in use in special trackwork 
and the methods and materials for weld
ing be continued. It also was recom
mended that the assignment of develop
ments in the Sandberg sorbitic process 
of rail hardening be assigned to the 
committee on rails, No. 14. 

8. Pavement - Studies of types of 
paYement, contour and foundation, and 
recommended types of construction suit
able for modern heavy load conditions 
on city streets, were made by this com
mittee. Attempts of previous commit
tees to design typical track and pave
ment structures were not practicable, 
according to the report. A preliminary 
discussion of the economics of track 
pavement was made by this year's com
mittee. This outlined a method of at
tack and presented formulas for in
\'estigating annual cost. It was recom
mended that the general subject be 
continued under the latter title. 

14. Rails-A form for branding rails 
was recommended for adoption. The 
relation between the rail wear on a 
given section of track approaching stops 
and between stops was furnished by the 
Cleveland Railway, the results being 
given in an appendix. Information was 
presented on the mathematical proper
ties of the association's standard girder 
rail sections. It also was proposed to 
incude in the Manual the calculated 
weights of various rail sections. 
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Fake Accidents and Legal Problems 

Consideretj, by Claims Men 

WHAT they lacked in numbers 
those in attendance at the ses
sions of the Claims Association 

on Tuesday and Wednesday made up in 
intimacy and enthusiasm. The opening 
session on Tuesday was begun as a 
luncheon meeting, continuing through 
the afternoon. C. E. Redfern, president 
of the association, and claim agent 
United Electric Railways, Providence, 
reviewed briefly the work of the 
previous year. Following routine busi
ness, there was lively consideration of 
the question of whether the association 
should act as a clearing house for in
formation concerning fake claimants. 
The issue was discussed pro and con, as 
was also the question of the training of 
claims investigators. For various rea
sons, the proposal was abandoned that a 
formal organization be set up through 
which a clearing house might be developed 
in the claims field, but it was decided 
that the various companies should ap
prise each other through the association 
where cases arose that were palpably 
fraudulent in their aspect. 

At the session on Wednesday, J. S. 
Kubu, chairman of the Committee on 
Uniform Negligence Law, and assistant 
superintendent of the accident depart
ment Cleveland Railway, presented his 
report. He went quite thoroughly into 
a discussion of the procedure connected 
with the introduction of a bill of this 
kind in the recent Ohio Legislature, a 
bill it was felt would have passed except 
for the confusion incident to the last 
minute conclusion of business in the 
Legislature. The bill was contested by 
the insurance group, but the Oeveland 
Railway openly sponsored the measure. 
In fact, officials of that company spoke 
in favor of the bill at Columbus. Dur
ing the discussion, it was brought out 
that a court decision has been rendered 
in Michigan in which it is distinctly 
held that passengers in automobiles are 
not entitled to recover where negligence 
has been proved. H. R. Goshorn, general 
claim agent Philadelphia Rapid Transit 
Company, explained a somewhat 
similar law passed by the Pennsylvania 
Legislature four years ago. 

Since G. T. Hellmuth, chairman of the 
Committee on Claims Association Work 
and its relation to the American and the 
Transportation and Traffic Associations, 
was not able to be present, his report was 
read by J. W. McC!oy, who acted as 
secretary of the meeting. The opinion 
expressed was that the Claims Associa-

C. E. Redfern 
President 

tion can function most fully and in a 
most valuable way through separate 
sessions. The report by Mr. Hellmuth 
was received and placed on file. Secre
tary G. C. Hecker of the association was 
then called on by Mr. Redfern to ex
plain the problem of the relation of the 
affiliated associations to the parent as
sociation. Mr. Hecker went into the 
relationship in some detail, but said 
that it seemed to him the present method 
of procedure was somewhat cumbersome 
in that, under it, an executive set-up 
was imposed upon the separate associa-

Chairmen of Claims Association 
Committee!> 

1-Wallace Muir, Nominations 
2--.J. S. Kubu, Uniform Neglfgence Law 
3-G. T. Hellmuth, Study of Claims Asso-

ciation Organization 
4-Bert C. Wood, Claims Department Prac

tices 
J. W. Giltner, Subjects 

tions similar to that of the main associa
tion, a set-up that militated against the 
most expeditious handling of association 
affairs. It was his opinion that under 
any change made in the constitution, the 
claims men should be fully represented 
in the main committee activity. It was 
up to them to evolve a plan which they 
considered best suited to their require
ments, and then to fight for it. 

Owing to the unavoidable absence of 
Hon. Horace Stern, of Philadelphia, the 
address intended to be delivered by him 
was not made. 

Since it also was impossible for R. H. 
Nesbitt, attorney for the Ohio Edison 
Company at Akron, Ohio, to be present 
to deliver his paper, "The Inter-relation 
of Claim and Legal Departments," it 
was read ably by Mr. McCloy. This 
paper was shot through with the dry 
humor for which Mr. Nesbitt is so well 
known. 

At the conclusion of the reading of 
Mr. Nesbitt's paper, Mr. Redfern called 
upon H. R. Goshorn, the dean of the 
profession, to address the meeting. Mr. 
Goshorn, was visibly moved by this 
mark of recognition. He explained that 
it had been possible for him to attend 
only two qf the meetings held in re
cent years, but that this had in no 
way decreased his real interest in the 
affairs of the claim agents and the 
problems that confronted them as a 
body. At the conclusion of Mr. Gos
horn's remarks, Mr. McCloy referred to 
the fact that he had recently been ap
prised of the death in Seattle of George 
Carson, who was president of the as
sociation in 1915 and 1916, and who 
had long been active in claims work, 
having started with the Seattle Electric 
Company many years ago. Subsequently 
he served for a short while with the 
Fifth Avenue Coach Company in New 
York, but returned to Seattle. A 
resolution of sympathy was adopted for 
transmission to Mr. Carson's family. 

J. W. Giltner was then installed as the 
new president. He said that the respon
sibility for the work of the association 
was not only his, but that of his as
sociates. He made a strong plea for co
operation to re-establish the work of the 
association. As he saw it, there was 
some merit perhaps in Mr. Reeker's 
proposal to merge the work of the Claims 
Association more closely with that of 
the main body, but he apparently was 
not fully convinced that the method of 
procedure which has heen suggested 
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was sufficiently tangihle for him to at
tempt to subscribe to it at this time. In 
concluding the session, the past-presi
dent's badge was conferred upon Mr. 
Redfern. The roster of officials for the 
new year as elected following the report 
of the Committee on Nominations was 
as follows: 

President-]. \V. Giltner, chief claim 
agent J\'orthern Ohio Power & Light Com
pany, Akron, Ohio. 

First Vicc-Prcsidc11t-L. H. Butter
worth, claim attorney Boston Elevated 
Railway, Boston, :\lass. 

Seco11d Vice-President-Trevor C. Neil
son, claim agent of the East St. Louis 

& Suburban Railway, East St. Louis, Iii. 
Third l'icc-PrcJidc11t-G. T. Hellmuth, 

general claims attorney Chicago, !\ orth 
Shore & :\filwaukee Railroad, Chicago, Ill. 

Secretary - trcas11rcr--Guy C. Hecker, 
general secretary American Electric Rail
way Association. 

Excc11tive Co111111ittec-Edwin ]. Page, 
general claim agent United Railways & 
Electric Company, Baltimore: S. A. 
Bishop, general claim agent Pacific Elec
tric Railway, Los Angeles; J. S. Harrison, 
general claims attorney Jacksonville Trac
tion Company, Jacksonville, Fla.; Frank 
D. Edmonds, supervisor of claims Inter
borough Rapid Transit Company, New 
York. 

The Inter-Relation of 
Claim and Legal Depart1nents 

By 

R. H. NESBITT 
Attorney Ohio Edison Company 

Akron, Ohio 

AT Tll\IES I have felt that there was 
r1.. a tendency on the part of some 
utilities to underestimate the importance 
of the claim department as a· part of 
the organization. Some look upon it 
as a sort of barnacle, not ranking in 
importance with other parts of the 
work. In my humble judgement there 
is no place where the earnings can 
he more easily and quickly dissipated 
than through an undermanned, poorly 
organized and poorly supervised claim 
department. Not only is the work im
portant from the standpoint of financial 
outlay, but it is equally important from 
the standpoint of public relations. 

It is important, if the company is to 
have the confidence of the public which 
it serves, that its claim work be done in
telligently, efficiently and in such man
ner as to leave as good a feeling with 
the claimant as is possible. 

The taking of intelligent statements 
concerning accidents and the effecting 
of fair and prompt settlement is a mater 
that requires not only training but the 
right type of individual. In making 
investigations it is true as a rule that 
the sympathies of a witness to an acci
dent are generally with the injured 
party, and consequently it is not easy 
to overcome this feeling and secure 
from the witness an actu;,I statement of 
the facts. The witness is frequently 
hostile toward the company by reason 
of some real or fancied grievance 
growing out of some past experience 
in which he, himself, or some member 
of his family was involved. Again, the 

witness is busy and does not want to 
be brought into the controversy. All 
of these factors make the work of the 
claim agent extremely difficult and, in 
my judgment, it requires a trained man 
and one qualified by temperament to 
cope with the situation which he meets. 

The work of the claim agent is not 
only difficult but in many ways it is not 
very satisfying. You are never quite 
certain whether the settlement you have 
made is a good one, or a fair one; 
whether you have paid too much or too 
little; whether the injury claim is a 
real one or merely fanciful. You 
have no stick by which the particular 
injury can be measured. You are deal
ing with a very intangible commodity 
that has no market price-a fixed defi
nite amount that can be ascertained by 
consulting some price list. 

Moreover, I want to speak briefly 
concerning the matter of its supervision. 
I1f the first instance, I believe that 
there should exist between the lawyer 
and the claim agent a feeling of mutual 
respect. By this I mean, not only the 
respect which one man has for another 
as a man, born of the feeling that such 
a man is an honest. decent, right-think
ing and right-acting individual, but a 
respect also for the work or task that 
each is attempting to perform. Some
times there may be, and perhaps is, 
a tendency on the part of the legal 
department to forget or overlook the 
fact that the claim department has its 
own distinct job. Such an attitude is not 
productive of the hest results an<l at 

times not onlv tends to destroy initia
tive on the jJart of the clain; ageut, 
hut prevents him from maintaining a 
well-organized, close-knit and efficient 
claims organization. 

I conceive it to be the duty of a 
well-organized claim department to 
make a prompt and careful investi
gation of each and every accident. The 
care and diligence to be used cannot 
always be measured by the apparent 
seriousness or lack of seriousness of 
the injury. In making an investigation 
it is, of course, important to locate all 
of the witnesses possible, but it is much 
more important that the statements 
actually taken reflect the facts as the 
witness knows and observes them. 

From every viewpoint, in my opinion, 
it is most important that the statements 
taken from witnesses reflect the facts. 
The opinion of the legal department on 
the question of liability is based upon 
the facts which appear in the file. It 
relies upon the statements secured by 
the investigator as evidencing the facts 
surrounding the happening. I know of 
no more disconcerting thing in the trial 
of a case than to find that the state
ments set forth as facts by some of the 
witnesses are not the facts at all, but 
have been colored and distorted either 
by the witness or by the investigator 
taking the statement. In these days I 
am quite certain that the company, and 
its legal department as well, would 
prefer having the facts in advance, 
secured by a proper investigation, than 
to ascertain them afterwards and per
haps in the midst of a trial. The im
portance of securing the truth in in
vestigation should be brought home to 
every investigator. 

Perhaps the most frequent point of 
difference between the claim and legal 
departments has to do with the value 
to be placed upon a particular claim. 
Generally speaking, the legal depart
ment can determine the question of 
liability, and it is seldom that there is 
any difference of viewpoint between the 
lawyer and the claim agent upon that 
subject. However, when we come to 
consider the value of a claim there is 
frequently a divergence of opinion. 

Personally, however, I feel that the 
claim department, and particularly the 
chief claim agent, if he is an experi
enced man, as he of course should be, 
i,; in a better position to judge the value 
of a claim than the legal department. 

In our organization the claim depart
ment has followed what I regard as a 
very good practice by endeavoring to 
give the legal department certain ideas 
with regard to the claimant and the 
witnesses. The file generally contains 
statements which give in more or less 
detail the appearance and characteristic~ 
of the claimant as the claim agent ob
serves them. The same is done as to 
the witnesses. This information is 
frequently very helpful to the legal de
partment in assisting and fixing the 
valuation upon the claim. 

ELECTRIC RAILWAY JouRNAL-Vol.75, No.11 
596 



Accountants Study 

Apportionment of Costs 

REDUCED company income has 
given the accountant another grave 
responsibility, that of aiding in 

keeping up the net. Steady trimming 
of the expense account, reducing sched
ules, and saving wages, power and 
material, have necessitated an enormous 
amount of work by the accounting 
department in adj us ting the various 
items and calculating the final results. 
\\'ith the expression of this thought, 
C. E. Yost, president of the association 
and treasurer and assistant secretary 
Delaware Electric Power Company, 
\Vilmington, Del., opened the conven
tion of the Accountants' Association on 
Tuesday afternoon. Although the asso
ciation's members have heen pressed for 
time because of the present emergency, 
the several committees, Mr. Yost stated, 
had labored diligently in the preparation 
of valuable reports. President Yost 
referred to the publication of answers 
to various accounting questions sub
mitted to the committee on standard 
classification of accounts, and to the 
report on budgetary control, a timely 
contribution for guiding in the prepara
tion of the annual budget for next year. 

Following the presidential address, 
E. H. Utley, Jr., read the report of 
\V. L. Davis on the annual convention 
of the National Association of Railroad 
and Utilities Commissioners. Mr. Davis 
referred to three committee reports of 
interest to the accountants and gave 
extracts from the recommended pro
visions for uniform laws on the issuance 
of public utility securities. 

The report of the Committee on 
Standard Classification of Accounts, of 
which 1\1. \V. Glover, general auditor 
West Penn Railways, is chairman, was 
presented by E. A. Tuson, general 
auditor Public Service Co-ordinated 
Transport. Discussion of various costs 
offering difficultv in classification was 
entered by J. E. Heberle, P. C. Kilfoyle, 
L. P. Hixson and J. P. Hudson. 

Mr. Tuson also read the report of 
the Subcommittee on Bus Accounting, 
of which he is chairman. Mr. Tuson 
said that the steam roads were also 
vitally interested in this work and sup
plemented the regular report with a 
statement of the several states that had 
adopted the standard classification in 
whole or in part. 

An abstract of the report of the 
Committee on Budgetary Control, of 
which R. Gilman Smith, statistician the 

C. E. Yost 
Presidenl 

North American Company, is chairman, 
wa·s read by J. E. Heberle, assistant to 
the president of the Capital Traction 
Company. It was brought out in the 
discussion by C. R. Mahan, W. H. 
Scott, C. E. Yost, E. A. Tuson, J. P. 
Hudson, and C. Frankland that a budget 
is a real boon, particularly in a time 
like the present, if the department heads 
are alive to the responsibility of keeping 
within the budget. The above reports, 
as well as the other two referred to, are 
abstracted on the following pages. 

Officers for the coming year, nomi
nated by the committee headed by 
Edwin H. Reed, vice-president, Utilities 
Gas & Electric Company, are: 

President-]. E. Heberle, assistant to 
president Capital Traction Company, 
Washington, D. C. 

First Vice-President-E. A. Tuson, gen
eral auditor Public Service Co-ordinated 
Transport, Newark, N. ]. 

Second Vice-President - C. R. Mahan, 
comptroller Chicago, North Shore & Mil
waukee R.R., Chicago, Ill. 

Third Vice-Presidrnt-E. H. Utley, Jr., 
general auditor Chicago, South Shore and 
South Bend Railroad, Michigan City, Ind. 

Members of the executive committee
]. D. Evans, general auditor St. Louis 
Public Service Company, St. Louis. l\Io.; 
John H . Moran, general auditor Boston 
Elevated Railway, Boston, Mass.; R. Gil
man Smith, statistician the North Ameri
can Company, New York, N. Y.; and C. 
Frankland, auditor Cincinnati Street Rail
way, Cincinnati, Ohio. 

These officers were unanimouslv 
elected to head the association. • 

At the opening of the Wednesday 
session, C. R. Mahan stated for J. D. 
Evans, chairman of the Committee of 
Fare Collections, that no formal i;-eport 
had been prepared. Mr. Evans, how
ever, prepared a comprehensive descrip
tion of the fare structure of St. Louis 
and the systems of collection and ac
counting used in their connection, and 
l\fr. Mahan abstracted its contents. 

Mr. Mahan also presented the report 
of the Committee on Property Records, 
of which he is chairman. This report 
is ahstracted elsewhere. 

The accountants were addressed at this 
session on "Cost of Fare Collections" 
by C. W. Stocks, editor of Bus Trans
portation, and on "Individual Route 
Costs as Influenced by Fixed Costs" by 
I. 0. Mall, research engineer transpor
tation, New Orleans Public Service, Inc. 
Mr. Stocks gave a comprehensive list of 
all costs, both capital and operating, in
volved in the collection and accounting 
of fares, and urged that comp~nies re
vamp their systems fer the purpose- of 
reducing expenses. 

It was brought out in the discussion 
of the first paper by J. E. Heberle, 
C. E. Yost, C. H. Allen and C. B. 
Trubenbach that complicated fare sys
tems for buses slowed up the service, 
involved large ticket costs, required 
extensive accounting and resulted in 
more errors. It was suggested that 
companies analyze their systems of fares 
to see to what extent they might be 
simplified. 

Following Mr. Mall's paper, a num
ber of questions were asked on the 
bases used in the computation of route 
costs and on the extent to which such 
a survey could be used for an entire 
system. E. A. Tuson, J. E. Heberle, 
Dean J. Locke, C. E. Yost, H. R. Bige
low and E. H. Utley, Jr., contributed 
in this discussion. 

Following the report of the -Commit
tee on Resolutions, read by W. H. Scott, 
the new officers were installed and the 
past-president's badge given to C. E. 
Yost. The incoming president, J. E. 
Heberle, urged the members to become 
familiar with all of the departments in 
the transportation business and to 
strive for a maximum degree of co
operation in the solving of company 
oroblems. 
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Cost of Collecting Fares (A) Tickets-Number and class of each 
printed per year, numbe1· sold (recorded In 
ticket float account), number collected, per 
cent of waste or wa~tc co~t, shipping 
charges from printer. 

By (B) Tokens-Number and classes pur
chased, number sold, number collected, 
replacements needed, shipping charges from 
manufacturers. C. W.STOCKS 

Editor Bus Transportation (C) Tmnsfe1·s-Style and type used, 
Individual routes or system, co~t or print
ing, number issued, number c-ollec-ted, ship
ping charges from printer. 

C. W. Stocks 

W ITH the growing tendency to use 
several classes of fares, it would 

seem that the time is right for manage
ments to analyze the methods and prac
tices that have grown up over a long 
period of years, to see if, by revamping, 
improvements cannot be made that will 
effect a material saving in the expense 
of this most important phase of trans
portation. 

To simplify the problem, so it may 
be easily unders.tood, and in order that 
the full cost may be included, "The 
Cost of Collecting Fares" can be 
broken down easily into major items, 
the sum of which will represent the 
total money cost. These are: ( 1) In
terest on plant and equipment used; 
(2) cost of supplies; (3) labor re
quired for auditing and checking col
lections; and ( 4) secret service inspec
tion costs. 

A listing of the capital charges would 
include the following: 

I. Investment in storeroom fixtures
vaults, shelving, office furniture. 

2. Investment in distributing facilities
boxes, trunks, bags, locks, keys, trucks, 
cars. 

3. Investment in facilities at point of is
suance--saf es, shelving, locks, keys, office 
fixtures, furniture. 

4. Investment in collection devices for 
use on cars and buses--0verhead registers, 
registering and locked fare boxes, turn
stiles. 

5. Investment in mountings on cars and 
buses for collection devices. 

6. Boxes, receptacles, etc., provided fare 
collectors-change makers, ticket punches, 
work boxes, change booths. 

7. Fixtures and furniture at receiving 
points for vehicle operators-coin counting 
devices, safes, money bags. 

8. Fixtures and furniture at auditing 
points for revenue turn-ins-furniture, 

safes, calculating and adding machines, 
coin counting mechanisms, wrapping ma
chines, ticket and transfer counting ma
chines or weighing devices, other miscel
laneous equipment. 

9. Stock of repair parts for maintaining 
fare collection devices-fixtures, benches, 
tools, test blocks. 

Under operating costs the following 
items should be listed: 

1. Printing cost of tickets, tokens, and 
transfers. 

2. Storage and auditing charges-rent of 
storage space for tickets, tokens or trans
fers prior to issuance, wages of storekeep
ers, auditors for checking purposes anp 
other employees, routine static.net v costs 
(report blanks, record books, lett~rheads, 
other office supplies). 

3. Distribution costs on system for tick
ets, tokens and transfers-r~pairs to boxes, 
trunks and bags or other means of ship
ment, trucking charges from storerooms to 
points of issuance. (Labor, gas, oil, main
tenance of vehicle.) 

Determining Route Costs 
By 

I. O.MALL 
Research Engineer, Transportation 
New Orleans Public Service, Inc. 

New Orleans, la. 

IT IS impossible to measure the char
acteristics of route performance by 

a casual perusal of conventional system 
records. It is generally recognized that 
in a composite railway system there arc 
paying lines and non-paying lines, and 
that the better paying lines must help 
support the lighter traffic or feeder 
lines. With declining business and 
shifting traffic conditions, it becomes 
imperative that studies be made of in
dividual routes. Complete elimination 
of some routes may be in order. Sub
stitution of cheaper service may I.Jc 
practical. To measure accurately these 
factors, it is desirable to segregate the 
system into independent routes, and to I. O. Mall 
develop the traffic characteristics and 
operating costs for each route with par-
ticular regard to fixed charges. available, as determined by the book 

Determination of the fixed charges value of fixed capital. 
for each route requires that the value It is of particular importance that 
of all physical property be apportioned those items of physical property spe
to the respective routes. The classified cifically chargeable to a route be shown 
accounts established for fixed capital separately from the remaining items, 
records are of such a general nature which are applicable against the system 
that they do not facilitate such a segre- as a whole and chargeable to each route 
gation. It becomes necessary, there- on an equitable basis. The problem of 
fore, to break down these accounts into roadbed valuation is complicated be
such units as will permit this allocation, cause of the various types of track 
and bring out those salient features construction encountered, and the fur
from which component costs may be ther fact that the classified accounts 
formulated. The basis of the invest- treat the unit parts of the structure 
ment value may be reproduction cost as separate and apart from the whole. 
as of specific date, or, if figures are ~ The amount of the roadhe<I investment 
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for a particular route is measured 
largely by the physical requirements of 
the· streets over which the route must 
pass. 

It is also desirable to develop a unit 
value for each type of street car oper
ated. Here again the problem is com
plicated, in that the classified accounts 
separate the electrical equipmen~ of 
cars from the cars themselves. A de
tailed valuation of individual cars with 
their proper equipment must necessarily 
be compiled. . 

In one table may be outlined the in
vestment by divisional items for a 
typical car line, in relation to the in
vestmeut for an entire system of which 
this line is a part. This table also 
shonlcl show the amount of fixecl 

charges consistiug oi interest, renewals 
and replacements and property taxes. 
The divisional maintenance and operat
ino- expenses for this same line may be 
sh~wn in a second table. Unless special 
cost records have been developed, these 
charges must necessarily be taken from 
the classified accounts ancl allocated to 
the respective routes on an equitable 
basis. From the developed costs pro
vided by these tables, there may be 
shown in a third table an income state
ment indicating the return on the in
vestment required for its operation. A 
similar statement for each route of a 
system provides an indication of the 
relative ability of the respective routes 
to absorb the investment and operating 
costs of the entire system. 

Accountants' Committees Make 
Valuable Reports· 

FOUR major committees of the Ac
countants' Association prepared re

ports during the year for presentation 
at the convention, the Committees on 
Standard Classification of Accounts, 
Bus Accounting, Budgetary Control and 
Property Records. The Committee on 
Fare Collections made no formal re
port or recommendations. 

Standard Classification of 
Accounts 

On April 2, 1917, the Interstate Com
merce Commission issued Bulletin No. 
14, listing 440 interptetations in answer 
to questions relating to the uniform 
system of acounts issued by the com
mission in 1914. Since that time, many 
more questions have been sent in for in
terpretation. The accountants' com
mittee has an arrangement with the 
Bureau of Accounts of the I.C.C. to the 
effect that before rendering a decision 
on any questions raised, the bureau will 
submit the questions and proposed 
answers to the accountants' committee 
for consideration and discussion. The 
important questions, secured from the 
committee's files, were printed along 
with the answers in the appendix of this 
year's report. The answers have not 
been formally issued by the commission, 
and are, therefore, subject to revision. 
A total of 146 questions, covering the 
classification of many types of charges 
were answered in the report. 

Bus Accounting 
During the past year the work has 

been almost entirely limited to contacts 
with other bodies looking toward the 
adoption of a uniform accounting system 

Chairmen of Accountants' 
Association Commi ttees 

1-,v. L. Davis, Representative for Ac
countants' Association at Annual Con
vention of the National Association of 
Railroad and Utilities Commissioners 

2-R. Gilman Smith, Budgetary Control 
3-1\I. ,v. Glover, Standard Classification of 

Accounts 
4-E. H. Reed, Nominations 
6-Charles R. Mahan, Property Record,s 
G-E. A. Tuson, Subcommittees on Bus 

Accounting 
J. D. Evans, Fare Collections 
J. E. Heberle, Subjects 

that would be accepted and recognized 
throughout the country. The commit
tee's contact with the Interstate Com
merce Commission resulted in the draft
ing of a tentative classification which 
the commission, however, has not yet 
seen fit to issue. The main reason for 
this is that Congress has not yet given 
the commission authority over motor 
bus operation. Pending the enactment 
of some such legislation, the Bureau of 
Accounts is holding the matter in 
abeyance instead of submitting it to the 
various State commissions and other 
interested bodies for their approval. It 
should be remarked that the tentative 

draft as it now staucls is in substantial 
harmony with the A.E.R.A.A. standard 
classification. 

Budgetary Control 
Last year the committee ascertained 

the reaction of many railways to the use
fulness and desirability of budgetary 
control. Among other questions, mem
ber companies were asked whether the 
committee should make a detailed study 
of budget procedure, and, if so, in what 
manner such a study could be made most 
useful to electric railways. It was the 
majority opinion of the replies received 
that the committee should undertake an 
in\'estigation of this sort. 

An examination of the suggestions 
offered to the committee indicated that 
the reporting railways were most in
terested in the following phases of 
budgets and budgetary control : 

I. Clarifying the use and functions of 
the budget idea. · 

2. Outlining the method and technique 
oi budget procedure. 

3. To present • for study a number of 
budget systems, methods and forms actu
ally in use in other companies, so that 
comparisons may be made and desirable 
modifications instituted. 

In its report, the committee felt it 
desirable to clarify the use and functions 
of the budget idea first. 

Following a detailed outline and 
description of the budget system, the 
report appended explanations and typical 
forms covering the operating budget and 
cash requirements budget in use by the 
Cincinnati Street Railway, and the con
struction budget procedure in use by 
the subsidiaries of the North American 
Company. 

Property Records 
Property records of a carrier should 

be kept in sufficient detail to determine 
and assemble readily the various ele
ments of costs comprising the plant ac
count for the specific purpose that the 
information is intended to be used. 
Financing capital expenditures, rate 
making, and the creating of reserves for 
depreciation, or renewal or retire
ment, all are dependent upon certain 
recognized elements contained in the 
investment of road, equipment and prop
erty accounts. 

The purpose of the committee was 
not to recommend any fixed procedure 
at the present time, but rather to stimu
late the interest of the accountants in 
this important phase of accounting, in 
order that the association may be in a 
better position to consider the problem 
when it may become necessary to com
ply with regulations of a uniform 
classification, prescribing definite units 
to be considered in the matter of depre
ciation. 

The report outlined in detail the 
procedure now followed by one of the 
member companies which finds it satis
factory to meet all present requirements. 
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T. & T. Association Studies 

Results of Committee Work 

CO:\DIITTEE accomplishment dur
ing the past year formed the basis 
for the major part of the discus

sion at the two sessions of the Trans
portation and Traffic Association at the 
Atlantic City conYention. "N e\"er, dur
ing my sixteen years service with -.his 
association," said President Paul \Vil
son in his opening address, "have the 
members devoted so much effort or given 
so willingly of their energy for research 
work than during the past year. The 
plan decided upon in California in 1930. 
to bring all committees together during 
the year, was carried out in meetings at 
Cincinnati and Chicago, and the results 
have been so satisfactorv that I heartilv 
indorse the continuation"' of that policy_;, 

:Mr. \Vilson discussed current eco
nomic conditions as they affect trans
portation and traffic. "How is it pos
sible," asked Mr. \Vilson, "to furnish 
a reliable public transportation service, 
a rapid service, a safe service, com
fortable and economical transportation, 
if we are not to be protected by ade
quate regulation of traffic? How shall 
we meet the competition of the privately 
owned car, street stored at public ex
pense? How much longer shall we 
discomfort our patrons to avoid colli
sion with traffic forced into the path 
of our vehicle to avoid the parked 
Yehicle? The franchise right to trans
port passengers for hire is a mockery 
when the streets in which this right 
has been given are contracted from 
highways to lanes and at times to "no 
thoroughfares"? The monopoly of the 
public carrier in most cities is today 
synonymous with liability. It has been 
a frequent plaint of many of us in this 
association that the executive heads of 
our companies ha\'e been too often unac
quainted with their business as seen 
through the eyes of the traffic employee. 
I firmly believe that our present ad
versity may, in this particular, be a 
blessing disguised, because with expense 
mounting in direct proportion to the 
growth of this congestion of our streets 
increased income cannot be secured, for 
we are prevented from the real use of 
the facilities we operate. No problem 
in this industry is so pressing for solu
tion as how to remove the unneces
sarily parked automobile from the pub
lic highway. \Ve still arc the carrier 

Paul E. Wilson 
President 

of a majority of the people. Surely 
the rights of the majority must prevail 
and just as surely must we assert thei1· 
rights." 

Following :\Ir. \\'ilson's opening ad
dress, the association heard the annual 
reports of the Executive Committee and 
the secretary-treasurer, and approved 
the recommendations of the Committee 
on Nominations by electing the follow
ing officers for the coming year. 

President-R. N. Graham, vice-president 
and general manager Youngstown Munici
pal Railway. 

First Vice-President-F. L. Butler, vice
president Georgia Power Company. 

Second Vice-President-Adrian Hughes, 
Jr., superintendent of bus transportation, 
United Railways & Electric Company, 
Baltimore, Md. 

Third Vice-President-D. L. Fennell, 
general superintendent of transportation, 
Kansas City Public Service Company. 

Secretary-Treas11rer--Guy C. Hecker. 

For members at large to the execu
tive committee: 

C. H. Evenson, superintendent transpor
tation Chicago Surface Lines. 

W. \V. Holden, manager San Antonia 
Public Service Company. 

R. \V. Emerson, vice-president Cleve
land Railway. 

R. \V. Emerson, vece-president Clevc
phia & Western Railway. 

The first subject brought to the atten
tion of the association was that of the 
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transportation employee. Cl inton D. 
Smith, general manager Philadelphia & 
\Vestern Railway and chairman of the 
Committee on the Transportation Em
ployee, read the committee's report 
which recommended the broader use of 
the industrial talking movie in educa
tional work. The recommendations of 
this committee will be found elsewhere 
in this issue. 

A paper prepared by R. S. Soule led 
the discussion on this report. He in
dorsed the recommendation of the com
mittee for the use of industrial talking 
pictures, but added that in his opinion 
it should in no way interfere with the 
conference method of education which 
has been so successful. 

The report of the Committee on the 
Passenger was then presented by \V. B. 
Brady, vice-president Central P ublic 
Service Corporation. The report sum
marized an intensive studv on the sub
ject of sun·eys and th~ir use in a 
number of cities throughout the coun
try. This committee urged the use of 
employees for making the survey. An 
abstract of the report follows this 
article. 

A. F. Blaser, chief engineer Cleveland 
City Commission, in a prepared dis
cussion read by the secretary, sum
marized this report on the passenger by 
pointing out the likes and disl ikes of 
the public at large. In substance, he 
showed that a company operating with 
low fares and convenient transfer sys
tem, with speed, comfort, convenience, 
economy and dependability gave a 
security to the public, not only to the 
habitual rider but to the occasional 
rider as well. 

A. J. Fink, director of transportation 
St. Louis Public Service Company, and 
J. H. Pritchard, manager Lynchburg 
Traction & Light Company, Lynchburg. 
Va., discussed the subject of transporta
tion surveys in St. Louis and Portland, 
Ore., respectively. 1\Ir. Fink told of 
the general merchandising plan being 
carried on by his company and showed 
how, by use of personal contact and 
the radio, the public was kept informccl 
of major improvements and develop
ments. He particularly explained how 
the personal clement phase of the 
survey oYercamc the obstacles in chang
ing operations of lines from two-man 



to one-man operation. J\Ir. Pritchard 
based his discussion on the transporta
tion analysis made in Portland, Ore., 
where he was located before going to 
Lynchburg. He stated that the survey 
there brought to the front such criti
cisms of company operations as incon
venient transfer points, lack of comfort, 
poor vent ilation, inadequate knowledge 
of schedules, safety, and claims prac
tices. 

Although it was conceded that .t 
transportation survey was, in some 
form or other, necessary and desirable 
in giYing the public what it wanted, 
there was a pronounced dissent to the 
method outlined in this committee re
port. Alonzo R. \\'illiams, vice-presi
dent and general manager United Elec
tric Railways, ProYidence, R. I., ]. B. 
Stewart, Jr., general manager in charge 
of operation Cincinnati Street Railway, 
and Eustace Smith, Jr., executive assist
ant Toronto Transportation Commis
sion, frankly opposed the employee 
personal contact with the public in the 
matter of survevs of this nature. Mr. 
Williams obtai~s information of the 
public's wants through his employees in 
eYery-day contacts without special solic
itation. '.\fr. Smith explained the func
tioning of a transportation research 
department in Toronto and how it keeps 
in contact with puhlic desire and 
opinion for the guidance of his com
pany's deYelopment and improvement 
programs. 

R. N. Graham, vice-president and 
general manager Youngstown Munici
pal Rai lway, and \V. \\!. Holden, man
ager San Antonio Public Service Com
pany, expressed the opinion that per
sonal contact surveys emphasize details 
of operation which are sometimes over
looked by the management, and that by 
means of these surveys criticisms and 
comments are obtained from people 
who are not regular passengers. H. 
R. Biery, director of puhlic relations 
Cincinnati Street Railway, asked the 
association to give special consideration 
to the point hrought out in the com
mittee report with regard to special or 
reduced fares in the evening hours 
when groups of seYeral persons or 
famil ies usually avail themselves of 
private transportation vehicles. 

The second session of the association 
was also devoted to the study of com
mittee reports. The report of the Com
mittee on Operating Economics was 
placed before the meeting, approved and 
accepted without reading because Joe R. 
Ong, director of research Cincinnati 
Street Railwav, chairman of this com
mittee, used this report as the basis of 
his address before the general session 
on Thursday morning. The report is 
abstracted elsewhere in this issue. 

C. \\'. \Vilson, ma.nager of research 
department Pittsburgh Railways, as 
chairman, reported for the Committee on 
the '.\I O\·ement of the Vehicle. This re
port pre~ented a study of many factors 

of operation, equipment and traffic 
which affect the movement of street 
cars and buses in the city streets. An 
abstract of this report appears elsewhere. 

This report brought out a long and 
interesting discussion. D. J. Graham, 
manager of railway utility Winnipeg 
E lectric Company, led the discussion 
by commenting on equipment, schedules, 
car stops and traffic interference. He 
recommended reconstruction of cars to 
obtain the best possible circulation of 
passengers, improved braking equip
ment to obtain faster deceleration rates, 
the adoption of motors to obtain higher 
speeds, and the installation of better 
seats, good .lighting and ventilation. 

Burton Marsh, traffic engineer City 
of Philadelphia, was the second speaker 
in this discussion. He commented on 
the report, and, from the standpoint of 
equipment said that the railways had 
to improve their equipment to set aright 
an automotive-minded puhlic. He urged 
the railways to lead in fostering intelli
i;;ent traffic regulation by community 
officials, and pointed out the necessity of 
discipline in the operation of traffic sys
tems. He recommended the use of 
safety zones wherever possible and 
stated that railway managements could 
be of great help to traffic officials in 
getting these established. 1\1 r. Marsh 
discussed signals and other devices for 
traffic control. 

E. J. l\Icllraith, staff engineer Chi
cago Surface Lines, offered several 

constructive c n ttc1sms of the report. 
He objected to a statement which in
dicated that the gas bus and trolley bus 
are generally accepted as being better 
able to negotiate modern traffic. He 
stated very emphatically that under like 
conditions of traffic density, street cars 
will move at greater speeds than gas 
buses or trolley buses. Mr. McI!raith 
discussed schedule construction and 
maintenance and pointed out the neces
sity for having experts do the engi
neering work in the construction of 
schedules. 

A. R. Williams, vice-president and 
general manager United Electric Rail
ways, Providence, stated that manage
ment must approach the problem of 
vehicle movement from the angle of the 
community as a whole and recom
mended co-ordinated effort with city 
authorities to remove factors which are 
now hindering efficient movement. 

T. Fitzgerald, vice-president and gen
eral manager Pittsburgh Railways, told 
of the accomplishments in Pittsburgh 
as a result of an expert engineering ap
proach to the subject. He told how the 
rewinding of motors on cars had per
mitted speed increases of as much as 17 
per cent and showed how the faster 
service had increased revenues. 

At the end of this session Paul 
\Vilson, as president of the association, 
installed the new officers and received 
the past-president's badge from R. N. 
Graham, the incoming president. 

T.&T. Committee Accomplishments 
The Passenger 

This report presented a plan for ob
taining a qualitative analysis of the 
business of transportation. It stressed 
the benefit which will accrue to any 
company which goes out, with its own 
men or with professional outside help, 
to determine the sales possibilities of 
the product it has to offer to its local 
public. This not only brings to the 
knowledge of the residents through the 
visit of a courteous employee the exist
ence of an up-to-date transportation 
system ready and anxious to serve them, 
but these same employees return to the 
office and bring not only that criticism 
which makes for more efficient service 
but encouragement as well and "leads" 
for the further sale of transportation. 

Furthermore, in their capacity as in
terviewers the men meet the public , in 
an entirely new relation and have an 
opportunity perhaps for the first time 
for many of them to obtain the point of 
view of the passenger. 

In cities where surveys have been 
made, careful study was made in ad
vance in order to obtain opinions from 
representative sections of the com
munity. Such sections were div:derl 

into income groups, · groups living near 
the established transportation facilities 
or farther away from them, automobile 
owning and non-automobile owning 
groups, etc. 

In the group living at a distance from 
established facilities, the predominant 
demand was for some kind of trans
portation, both from owners of auto
mobiles as well as non-owners. These 
surveys are, in fact, the finest evidence 
ever collected of the essential part that 
public transportation plays in urban life. 
l\Jany were assured by real estate 
agents that such transportation would 
be provided, but nO\y blame the trans
portation companies for the plight that 
they are in. 
' These surveys establish the rapidly 

growing realization on the part of own
ers of the difficulty of using automobiles 
in cities except at night, due to traffic 
congestion and parking troubles. But 
at night, for attendance at places of 
amusement the automobile shows no 
waning popularity. This is partly be
cause such use is frequently for several 
persons or whole families where the 
cost of individual street car rides be
comes large in proportion. The com
mittee helie,·es that earnest attention 
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should be giYen to the possibility of 
winning back these family groups 
through some form of fare reduction 
during the off peak hours. 

These surveys showed the transfer is 
by no means popular, especially in 
cities where winters or summers are 
seYcrc. Evidence shows that pas
sengers will do much to avoid the in
conYeniencc of transferring. The com
mittee urged the necessity of a careful 
study of routing with more considera
tion to the passenger and perhaps a 
little less to the operating department. 

The Transportation Employee 
Particular attention was given in 

this report to a recommendation that 
the development of the transportation 
employee be facilitated through the use 
0£ the industrial talkie. Numerous 
practical methods were found on many 
properties for training transportation 
employees for higher standards of 
service. It was the opinion that the in
dustry should concentrate on the super
visors to train them for higher stand
ards of performance. It was convinced 
that success of training or sales pro
grams required first that the super
visory group become not only sales
minded but also fully competent to 
enforce training programs. 

Practices used by competitors in car
rying on their sales training programs 
were summarized. Tire manufacturers 
and distributors of automotive fuel sup
plies use the industrial talkie exten
sively in their sales development 
schedules. For instance the difference 
between profitable and unprofitable 
operation of a service station appar
ently depends upon two major factors, 
which have analogies in the transporta
tion field: 

1. Keeping the customer's gasoline 
tank filled, his engine properly sup
plied with oil and his car adequately 
equipped with tires. 

2. Making the sale the occasion for 
a perfect contact. 

The chief competitor, therefore, is the 
service station as much as it is the 
automobile itself. Hence recognition 
must be given to the sales instructions 
for service station attendants, a group 
who in average intelligence are com
parable with the operators in the trans
portation industry. This method in
volves the industrial talkie to a greater 
degree than any other item. It has the 
following advantages : ~ 

1. Eliminates unprepared speeches and 
instructional programs. 

2. Avoids repetition of statement and, 
therefore, boresome material. 

3. Secures the most effective delivery of 
the instructor or executive. 

4. Affords unlimited use, and conserves 
time. 

5. Secures the talent of executives now 
going to waste for lack of time to make 
contacts with employees. 

6. In training and sales programs, the 
talkie secures in dramatic style: (a) Vis-

Chairmen of Transportation and 
Traffic Association Committees 

1-Samuel Riddle, Nominations 
2-L. C. Datz, The Equipment 
3-Clinton D. Smith, Transportation Em-

ployee 
4-C. ,v. ·wilson,,_ Movement of the Y ehicle 
5-Joe R. Ong, uperatlng Economics 
6-\V. B. Brady, The Passenger 

ual illustration of sales principles; (b) 
carefully prepared instruction; ( c) 100 
per cent standardization of instruction; (d) 
maximum coverage of employees. 

The committee believed it would be 
possible to prepare industrial talkies 
which would include fundamentals of 
training applicable to any transporta
tion company. It discounted the con
tention that each company has a local 
situation which would prevent the adop
tion of a general film. Attention was 
drawn to the fact that competitors re
frain from the use of a home-made 
preparation of industrial films but pre
sent their sales problem to specialists 
who properly dramatize the situations 
and use the technique possessed only by 
a film service organization. 

The committee recommended that an 
appropriation be authorized next year 
for the making of a 1,000-ft. talking 
movie, under the supervision of a joint 
committee representing both associa
tions and the Director of Advertising, 
which would be made available to mem
ber companies at a nominal cost. An 
appendix listed a number of situations 
suitable for film adaption. 

Movement of the Vehicle 
Enough has been done to demonstrate 

without question that the street car can 
once more resume its place and hold its 
own in urban traffic, according to the 
committee. It stated its belief that no 
one factor can do more to stimulate the 
morale of the industry and to improve 
public attitude toward it than the return 
of a common conviction by operators 
and the public that a modern street car 
is not an obsolete impediment in city 
traffic and that it can move aggressively 
with the traffic stream. While the effect 
oi such an intangible as movement can
not be measured exactly, it exerts a 
powerful influence upon the general out
look of the industry, the attitude of ex
ecutives, the morale of trainmen, the 
satisfaction of the present riders, the 

appeal to the potential riders, the im
pression upoi1 the general public and 
upon municipal administration officers. 

:.\loyemcnt inYoh·es reduction of time 
between terminals, of course, but there· 
is much more than just "so mam· miles 
per hour." For many years th~ state
ment that "the street car is the slowest 
vehicle on the street" has been dinned 
into our ears. To a large extent this 
still is literally true. To say that the 
industry has been whipped and has not 
been doggedly trying to absorb the 
blows that have come in the process oi 
the change from a monopolistic to a 
keenly competitive field would be un
fair and untrue. Reason has insiste<l 
that mass transportation is a vital neces
sity of populous communities, that the 
street car is the one economical mass 
carrier, and that stabilization and im
provement would inevitably materialize. 
There is no denying, however, that the 
inability to re-equip completely with 
new, modern vehicles and the disheart
ening effects of traffic interference have 
had their adverse influence upon initia
tive and enthusiasm. 

But there is now a new note. Execu
tives, patrons, street car operators, and 
automobile drivers have seen street cars 
hold their own in the traffic stream with 
automobiles that were in the habit of 
cutting in on them at will. Many of 
these were new cars of new design, but 
among them were some of the same 
street cars that had in the minds of 
some been relegated to a position of 
permanent obsolescence. Car operators 
have felt a new encouragement when 
the response to their controllers made 
automobiles hesitate and then show 
signs of respect. Passengers have ex
perienced and felt the satisfying pull 
of a quick, yet smooth, acceleration that 
has put them on even terms with auto
mobile drivers in getting away from 
stops. And in many instances, so far 
as outward appearance goes, they were 
the same cars that had been in service 
for years. 

Accomplishments so far have been 
relatively modest. They definitely in
dicate, however, what the possibilities 
are. Refinements to the improved 
equipment are needed and are being 
worked upon. The important thing is 
that a reasonably effective, tangible an
swer to the problem of negotiation of 
modern urban traffic by street cars
not only by new cars but by cars that 
are not new-is being daily seen and 
experienced. 

The committee chose the following 
factors for their study of vehicle move
ment. 

1. Equipment: With emphasis on street 
cars now in service. 

2. Factors affecting movement, other 
than equipment, over which transportation 
officials have direct control. 

3. Factors involving traffic interference 
over which electric railway transportation 
officials do not have direct control. 
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Bits Men Discuss 

Legislation and Sales Promotion 
-tL 

CO.N'SIDERATION of the need ot 
securing federal regulation of in
terstate bus operations, ways of 

promoting traffic sales, the necessity of 
impronng the safety of operation and 
the deYelopment of terminal facilities 
occupied the attention of delegates to 
the fifth annual convention of the Na
tional Association of Motor Bus 
Operators held at Atlantic City, Sept. 
28 and 29. For the first time the bus 
meeting was held simultaneously with 
the A.E.R.A. convention, thus afford
ing bus operators an opportunity to in
spect the annual exhibit. Arthur M. 
Hill, president Blue & Gray Transit 
Company, and also president Charleston 
Interurban Railroad, Charleston, \V. Va,. 
,ms re-elected president of the or
ganization, and R. T. Whiting, vice
president and general manager, \Vash
ington 1\lotor Coach Company, Inc., 
Seattle, was re-elected vice-president. 

An address by .Senator Barkley, of 
Kentucky, member of the Committee on 
Interstate Commerce of the U. S. 
Senate, on the necessity and desirability 
of interstate bus regulation was pre
,ented at the convention. The Senator 
expressed the opinion that legislation 
,hould be enacted at the coming ses
,;ion of Congress, and that it should in
clude provisions for the issuance of 
certificates of conYenience and neces
sity and protection for carriers already 
iurnishing satisfactory service. 

The previous bill, designed to secure 
regulation, has failed of passage, the 
Senator said, due to difficulties in secur
ing agreement on details, and not be
cause of differences as to whether or 
not there should be regulation of inter
state bus operations. He referred, par
ticularly, to the amendment which was 
introduced at the last session which 
would have made it mandatory for the 
commission to issue duplicate certifi
cates over the same route. In his 
opinion, those who have pioneered and 
developed a service should be protected 
and given the opportunity to furnish 
the service deemed necessary before an
other company is given permission to 
operate over the same route. Inasmuch 
as bus operators, railroads and their 
employees, State regulatory authorities, 
and the Interstate Commerce Commis
sion are all urging the passage of the 
legislation desired, he said he could not 
see how Congress could long postpone 
passage of a suitable measure. In his 
opinion hus operation is as much a pub-

. 
Fifth Annual N.A.M.B.O. Con
vention held at Atlantic City 
gives members opportunity to 

inspect A.E.R.A. exhibit 

lie utility as water, light and gas com
panies and therefore just as needy of 
regulation for its own as well as the 
public's protection. 

Improvements in terminal facilities 
were reported to be progressing steadily 
according to the committee studying 
this phase of bus operation. It was 
suggested that operators should devote 
more attention to the education of their 
agents to sell through transportation, 
establishing a particular counter for this 
purpose if the city is large enough to 
warrant it. The use of a national guide 
was advocated in the belief that a 
greater dissemination of schedule infor
mation will react in the increased sale 
of through tickets. 

Elimination of exhaust and engine 
odors from the bus body was suggested 
by the Committee on Equipment De
velopment, H. B. Hewitt, chairman, as 
of paramount importance. The in
crease in the ratio of horsepower per 
unit weight was cited as one which 
should mean better schedule perfor
mance. Steering ease incorporated in 
some of the newer vehicles would 
eliminate dri\·er fatigue, it was said, and 
should promote greater safety of 
operation. 

1\lore care in advertising by the 
spending of money where greater value 
could be obtained, the employment of 
adYertising counsel and the use of co
operative methods was reported by the 
Committee on Advertising, C. W. 
Stocks, chairman, as the principle de
velopment in this field of sales promo
tion. 

A resolution authorizing the prepara
tion of a bill to be presented to Con
gress on practically the same basis as 
the one previously drawn followed the 
Legislative Committee's report, which 
was presented by S. A. Markel. An
other resolution put the association on 
record as opposed to the placing of 
tariffs on importations of petroleum and 
its products. 

The contention that bus lines do not 
pay sufficiently for the cost of highway 
construction and maintenance and do 
not contribute sufficiently to the general 
cost of government should be countered 
by acquainting the public fully with 

what the buses are now paying, in the 
opinion of I van Bowen, attorney Grey
hound Lines. 

How a large company educates its 
ticket agents and information clerks 
was described by J. B. Walker, Grey
hound Lines. By using a series of 
charts, agents become acquainted with 
the rest of the organization and are 
shown what their function is in the 
promotion of the company's business. 
The ,importance each agent and each 
passenger secured bears to the com
pany's success was carefully pointed out. 

That safety in operation is a factor 
in the promotion of sales and in the re
duction of costs was indicated by the 
remarks of Marcus Dow, safety direc
tor Greyhound Lines. Training of 
drivers, he said, must be started before 
the man is put to work and continued 
<luring the whole period of his employ
ment. It is essential to keep up in
terest in accident reduction, and to do 
this the entire corps of driver super
visors must be equipped to command 
continued attention to the subject all the 
time. 

Alfred Reeves, general manager of 
the National Automobile Chamber of 
Commerce, urged operators to exert 
every effort possible to cultivate the 
friendly co-operation of other highway 
users. He suggested carriers consider 
that even though they feel that they are 
highly taxed, the vast majority of high
way costs are still being borne by the 
private car owners. 

The second afternoon session was de
voted to the presentation of Bus Tra11s
portation's second annual awards to 
those companies which had shown the 
greatest improvement in the efficiency 
and operation of their maintenance de
partments. Presentation of the awards 
was made by L. F. Stoll, publishing 
director of Bus Transportation, Avia
tion, and ELECTRIC RAILWAY JOURNAL. 

A wards were made to Community 
Traction Company, Toledo, and Capital 
Traction Company, Washington, D. C.. 
in the city classification, and to. Blue & 
Gray Transit Company, Charleston, 
W. Va., and Blue Ridge Transporta
tion Company, Hagerstown, Md., in the 
intercity group. Two awards for both 
city and intercity companies were made, 
depending on whether the annual mile
age was more or less than 3,500,000. 

The convention voted to hold the an
nual meetings for the years 1932 and 
1933 at Chicago. 
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Panoramic view of the Boardwalk Pageant depicting mass transportation in its many phases 

Co-ordinated Transportation Features 

Golden Anniversary Exhibit 

NEVER has a more striking pic
ture of co-ordinated transporta
tion been presented than was 

portrayed by the exhibit at the 50th 
annual convention of the A.E.R.A. at 
Atlantic City, Sept. 28-Oct. 2. This 
year's show was the first in two years, 
there having been no exhibit at San 
Francisco in 1930. Since the 1929 ex
hibit, which was the first held in the 
auditorium, advances in products avail
able to the transportation companies 
have been many. New types of cars, 
buses, trolley buses, electrical and me
chanical equipment, track materials and 
accessories have been developed. The 
floor area covered by the exhibit this 
year was 80,347 sq.ft. A total of 123 
exhibitors were represented. 

To observers it appeared that the ex
hibitors this year utilized the space at 
their disposal to better advantage than 
in past years. Perhaps fewer products 
were shown, but the tpanufacturers 
placed greater emphasis on the latest de
velopments. In the past two years the re
search of the manufacturers has brought 
out new designs, which while not in all 
instances embodying radical changes, 
showed marked refinement from pre
vious models. Detailed refinements of 
design and production that were born 
of experience in the field and in the 
laboratory were incorporated in a large 

number of the products exhibited. A 
touch of the historic, contrasting the 
old with the new, the past with the 
present, added considerable interest. 

For the convenience of the delegates 
the displays were arranged in groups 
according to the type of products. Espe
cially prominent was the impressive dis
play of the Aluminum Company of 
America, which occupied the entire 
stage. Immediately in front of this 
was the section devoted to motor vehi
cles , automotive accessories and tools. 
The remainder of the floor was filled 
with railway accessories, carefully 
grouped, with the trackwork and main
tenance-of-way exhibits occupying a 
section on the south side of the floor. 

TRAXSPORTATION PAGEANT ATTRACTIVE 

Among the displays that were out
standing, judged by the interest of the 
visitors, might be mentioned the Board
walk pageant of vehicles on the Con
vention Hall Plaza, which was ar
ranged by the :\lanufacturers' Advisory 
Committee to commemorate the golden 
anniversary meeting of the American 
Electric Railway Association. This 
display brought together all of the units 
except a rapid transit car that might be 
used in a co-ordinated transportation 
system for a large city. It consisted of 
ten separate vehicles al( finished in a 

uniform attractive color scheme of light 
green and white, so that the interest 
would center on the vehicle itself rather 
than on some peculiarity of external 
finish. Heading the column was a high
speed interurban car of the Philadelphia 
& Western Railway. Following this 
was a large city car, then a medium
sized city car. Then came a 40-pas
senger trolley bus and a 30-passenger 
trolley bus. Four buses appeared in 
order of size: a 42-passenger, a 38-pas
senger, a 31-passenger and a 21-pas
senger. A taxicab brought up the rear 
of this column. A pleasing historic 
touch was added to the pageant by the 
display of a horse car of the vintage of 
1882, by its contrast showing the tre
mendous strides that have been made in 
the mass transportation industry. 

Much interest was shown in the 
Philadelphia & Western car, which was 
developed jointly by the railway and the 
J. G. Brill Company after more than a 
year's research. It embodies radical 
departures from standard practice. Its 
streamlined exterior with wedge-shaped 
front windows was striking. Being 
designed to cut down wind resistance 
at speeds of 80 m.p.h., it gave the im
pression of speed. The design carries 
out many of the trends of recent years. 
The body is all aluminum except for thl· 
body bolster and the roof car[ines. 
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To the left of the P. & \V. car was a 
large city-type car, one of an order for 
130 built for the city of Detroit by the 
St. Louis Car· Company representing 
the modern type of heavy city cars. 
Next in line was a double-truck me
dium-sized city car built for Santiago, 
Chile, by the J. G. Brill Company. 

Following the three cars was a stand
ard 40-passenger trolley bus built by 
the Twin Coach Corporation. It has 
the new central control design for elec
trical equipment, and was of the same 
general type as the trolley buses fur
nished to several systems. 

Then came a Brill 30-passenger trol
ley bus of standard design, illustrating 
the smaller-sized vehicle of this class. 

To the left of these vehicles were, in 
turn, four buses of various sizes. First 
was a 42-passenger bus built by l\lack 
Trucks, Inc., for heavy service, with 
front entrance and rear exit. Next came 
a Model 54-A bus built by the White 
Company. It was of front-entrance, 
center-exit type, and seated· 33 passen
gers. At its left was a Model Z-29 
bus built by the General Motors Truck 
Company. It had an all-metal body, and 
was designed to seat 31 passengers. 
Fourth in the line of buses was a 21-
passenger city-type vehicle of the Fargo 
~Iotor Corporation, designed for cir
culating load. The taxicab at the end 
of the line was a new model built by 
General Motors. 

MAIN RAILWAY EXHIBIT 

IN AUDITORIUM 

Inside the auditorium the display of 
street railway equipment covered a wide 
range. Trucks, motors and brakes were 
features in several .of the exhibits. 

Of three types of trucks exhibited, 
two were built for worm drive. The 
J. G. Brill Company showed its new 
90-E truck, in which the drive, with a 
7.1 to 1 reduction, consists of a hardened
steel worm meshing with a bronze 
worm wheel pressed directly on the axle. 

The No. 52-C truck recently brought 
out by the Timken-Detroit Axle Com
pany for city service was the feature of 
this manufacturer's display. This truck 
differs from the company's previous 
model, the 52-B, in having bronze jour
nals and solid axle shafts. The worm 
gear set is of the underslung type with 
three-bearing worm shaft mounting. 
Automoti\·e leaf springs carry the frame 
and motors and serve to maintain the 
axles in proper relation to each other. 

Of interest in the car truck built for 
the Indiana Railroad and shown by the 
General Steel Castings Corporation was 
the inclusion in a single unit of the 
wheel piece members-transom, pedes
tals, motor support brackets and inciden
tal brackets for hanging clasp brakes. 

Motors covering the entire traction 
field were displayed by the General 
Electric Company. In addition. some 
old motor equipments were shown to 

illustrate the many improvements that 
have been made during the last 30 years. 
The modern equipment included a 35-
hp., 600-volt motor, designed for high 
accelerating rates, and weighing com
plete 1,500 lb. Another unit of recent 
design was the GE-1154, 600-volt, 50-hp. 
motor of high-speed design for trolley 
bus and street car service. It weighs 
complete 785 lb. Equipment for the 
modern gas-electric bus comprised a 
DT-1121 generator suitable either for 
single or double-motor drive and a GE
I 151 motor used for double-motor drive. 
The latter unit weighs complete 510 lb. 
In the trolley bus field there was shown 
~ Type PCM control unit designed for 
handling two 50-hp. motors, and a 10-ft. 
light-weight air compressor. 

The Westinghouse Electric & Manu
facturing Company's motor exhibit in
cluded seven types. The largest of 
these was the 190-hp., 600-volt motor 
built for the 300 cars to be operated in 
the New York City subway. This mo
tor weighs complete 5,300 lb. Other 
displays showed the Type 511, 35-hp., 
600-volt motor, with single-reduction 
gear, designed for 26-in. wheels in city 
service, and the Type 510-E, 35-hp., 
600-volt motor, designed for 26-in. 
wheels, of which there are about 9,000 
in service. Motors for trolley bus serv
ice included the Type 1426, 50-hp., 600-
volt, high-speed motor weighing 830 
lb., and the Type 1427. 35-hp., 600-volt, 
motor, weighing 630 lb. The Type VA 
trolley bus control equipment with foot
operated master controller was exhibited 
on a rack, with complete control ap
paratus for rear mounting. Other con
trol equipment was the Type VA car 
control and the Type XM-39 recently 
ordered by the Chicago Surface Lines. 
Renewal parts were grouped by related 
lines. This display included complete 
field shunting equipment, motor parts, 
and electro-pneumatic valves. 

Several attractive displays were de
voted to brakes, beatings and gears for 
electric cars. In this group the \Vest
inghouse Traction Brake Company fea
tured the new self-lapping brake valve. 

A traction booster, designed to afford 
greater retarding force to the car by 
means of magnetic shoes pulling the 
truck frame toward the rails to shorten 
the stopping distance, was also dis
played. The Safety Car Devices Com
pany had a complete operating model 
with air hrakes and control equipment 
using the new type of self-lapping brake 
valve for hand and foot operation. 

In this line of equipment, the Na
tional Brake Company displayed a Pea
cock 1250 brake, an improvement over 
the No. 440 brake, in use largely in the 
equipment of electric locomotives. It 
was displayed as the highest-powered 
hand brake on the market. 

The American Brake Shoe & Foun
dry Company exhibited its A.E.R.E.A. 

standard patterns of steel-backed brake. 
shoes, and malleable-iron brake heads 
and keys. Clasp brake equipment, as 
used on multiple-unit high-speed trucks, 
and miscellaneous steel castings used 
in street railway work, were shown by 
the American Steel Foundries. 

The Chillingworth ~lanuiacturing 
Company exhibited a variety of gear 
cases; typifying modern construction 
and design, for both Westinghouse and 
General Electric motors. This com
pany also showed for the first time a 
gear case which was treated with a 
compound to silence the noise caused 
by the gear and pinion. 

To those historically minded the ex
hibit of the Tool Steel Gear & Pinion 
Company, showing the evolution of the 
Tool Steel gear in 25 years, was of spe
cial interest. In the line of more mod
ern equipment this company showed a 
high-reduction unit for high-speed mo
tors and a lead-quieted gear. 

Of chief interest in the exhibit of 
the Johns-Manville Corporation was 
the full-size section of a street car in
sulated in the floor, walls and roof with 
Salamander car insulation. The ceiling 
of this car was treated with J-M acousti
cal correction. This system of sound 
and heat insulation and the acoustical 
correction have been installed in many 
passenger cars of steam and electric 
railways. For buses, the Johns-Man
ville Corporation displayed a complete 
line of friction material, which included 
the new molded and compressed lining 
for heavy mechanical brakes. 

Evidence of the increasing use of 
roller bearings in cars was indicated by 
the exhibits of the Timken Roller Bear
ing Company and the Hyatt Roller 
Bearing Company. Both companies 
showed a complete line of roller bear
ings for cars. In addition, Hyatt dis
played a roller bearing journal box. 

Principal forms of aluminum used in 
railway construction were shown by 
the Aluminum Company of America, 
which included structural shapes; spun, 
die and permanent mold castings; forg
ings; fabricated sheet, plate and mold
ing; cable and busbar; tubing and 
conduits. Several finishes for aluminum 
were also displayed. One of the items 
of great interest to railway men was a 
thin-wall conduit which weighs less than 
one-half as much as steel conduit. 
Another railway item was the stator 
frame for the Reading traction motor. 
said to be the largest railway motor 
frame casting of aluminum alloy. 

The DuPont Company exhibited a 
large number of panels of different 
Dulux colors, its new type of finish for 
electric cars and buses. These panels 
were exposed alongside of paint, var
nish and enamel finishes of the· regular 
type to indicate improvements in dura
bility. These displays were planned to 
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show a better rete11tio11 of gloss, greater 
resistance to fading, elimination of 
iailure by checking and cracking. The 
sen·iceabilitv claimed for Dulux finishes 
is due priu~ipally to a new synthetic 
\·ehicle iu the product. 

Samples of Haskelite, Plymetl, flat 
Haskelite panels as used for bus floors, 
card racks and seats featured the dis
play of the Haskelite ::\fanufacturing 
Corporation. 

(AR .-\XD Bus ACCESSORIES HAVE 

LARGE SECTWN 

Displays of car and bus accessories 
took up a large portion of space in the 
convention hall. The general arrange
ment and attractive appearance of these 
exhibits fitted in well with the larger 
ones to create a noticeably superior ap
pearance of this year's show. In this 
line of exhibits were many types of 
seats and seating material, door engines 
and door-control snte111s. heaters, turn
sti les, registers, ;ml other equipment. 
~oticeable among this class of exhibit 
were the great impro\·ements made in 
door-operating mechanisms. 

The Xational Pneumatic Company 
arranged effecti,·ely full-size working 
models of its latest door-operating sys-

. tems in several table displays which in
cluded systems with vacuum door en
gines and pneumatic engines. Entrance 
to this booth was made through a 
treadle-operated door. The full-size 
models included a uewly dc,·eloped 
treadle-operated sensitive-edge door for 
husc~ • .\mong other doors with safety 
feature, were one model with a revers
ing clo11r engine for buses, and a folding 
doub!e door for electric cars with a 
selecti\·e door engine operating at con
stant speed. The general arrangement 
oi this booth, and the display of old door 
engines macfe it very attracti\·e. 

Just across the aisle the Consoli
dated Car Heating Company showed its 
pneumatic door equipment and seYeral 
types of heaters and heater controls. 
The special new offering here was a 
blast heaters with a silent blower in 
which the current to the heating cle
ment is automatically cut off when the 
motor is stopped. Other items were 
an improved thermostatic control, elec
tric heater for cars and buses, a steam 
heater for buses and a safety switch 
panel for trolley buses. 

The Gold Car Heating & Lighting 
Company featured three types of heat
ing elements--opcn coil, low-voltage 
and high-voltage inclosed elements. The 
Electric Service Supplies Company had 
a complete liQe of Keystone car and 
bus equipment. Special attention was 
given to a working model of the 
Mueller-Evans bus heating and ven
tilating system, and a new ventilator. 

Together with many of its standard 
products the Economy Electric Devices 
Company displayed the Superior trolley 
:; lide for city and interurban cars, and 

a new lubricating paste for trolley wire. 
Railway Utility Company showed 
Chromalox strip heaters, heat rcgulaters, 
Yenti lators and ground detectors. 

The Johnson Fare Box Company dis
played the new type of fare collection 
designed exclush·ely for the Twin 
Coach Company and installed in the 
Taxicoach. Other products of this com
pany were an electrically operated fare 
box equipment, which had an instanta-
11eous overhead registration, a Johnson 
"Uni\'ersal Changer," and the Type D 
hand-operated registering fare box. 

Se,·eral types of recording instru
ments and registers were displayed by 
the Ohmer Fare Register Company. 
These included the Vibracordcr, which 
produces a complete seven-day record 
of the movement of any motor vehicle, 
and the Tachograf which records the 
running time and idle time, and also 
records the exact speed at which the bus 
was operated at any time. Other dis
plays were a full line of Ohmer fare 
registers and ticket-printing registers. 

The Perey Manufacturing Company 
ieatured in its exhibit the Coinpassor, 
a coin-controll ed turnstile of the type 
installed on many of the Brooklyn Bus 
Corporation's buses. Several other 
types of turnstiles for street cars and 
for subway and elevated systems were 
also on display. 

Latest developments i11 transfers de
signed primarily for use on one-man 
cars, and a complete line of samples 
covering all kinds of tickets in strips 
and hulk were shown hy the Globe 
Ticket Company, along with ticket print
ing machines. 

An extensive line of car seats and 
seating material may be cited as an ex
ample of the contribution of accessories 
manufacturers in improving the ap
pearance and comfort of the transporta
tion unit. Among special offerings of 
these exhibits were the reclining and 
semi-reclining models by Hale & Kil
burn, reclining seats with aluminum 
alloy frames by S. Karpen & Brothers, 
and another very light seat with a mag
nesium alloy frame by the Kelton
Aurand Manufacturing Company. Other 
exhibitors of seats were the Att Rattan 
Works and Heywood-Wakefield. 

Besides non-inflammable material for 
seats and curtains the Pantasote Com
pany had something new in insulating 
headlining and wainscoting. Uphol
stered fabrics of the L. C. Chase Com
pany comprised Velmo, mohair velvet, 
Leatherwove and other grades. 

Upholstering leathers of all types 
were displayed by the General Leather 
Company. These included standard 
leathers as well as the new chrome leather 
known as Velvalea and Transitan. 

Porcelain-enameled stanchions, grab 
rails and scat handles in white and vari
ous colors were shown by the Ellcon 
Company. This exhibit included Ellcon 
fittings. special interior trim. chromium
plated and stainless steel. 
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The 0. ::\1. Edwards Company dis
played quickly removable sash for street 
car and bus service, and similar sash 
in the drop type for the de luxe buses. 

The Tuco Products Corporation 
showed Tucolith for car and bus floor
ing. In addition, roofing materials, and 
rockwool insulation, a light-weight fire
proof insulator with high sound-dead
ening qualities, were also on display. 

Bus ExHrnns IMPRESSIVE 

Manufacturers of buses did a splendid 
job in their exhibits this year. The 
display of buses was felt by those who 
!'aw it to be undoubtedly the most im
pressive that has been held at any time, 
anywhere. It showed the most com
prehensive selection of motor vehicles 
for the transportation industry, and 
forcefuily brought hoine the fact that 
the design and production of the bus 
has reached a far higher plane than 
was evident at any previous exhibit. 
l\Iany important trends in the design 
of the bus were noticeable. 

It was apparent that manufacturers 
have paid a great deal of attention to 
body design and general harmony of 
appearance. Developments in body de
sign in practically all types of buses 
for urban service have been made with 
a view to minimizing the time for load
ing and unloading of passengers. Wide 
doors and low step heights were in 
evidence. There was a noticeable trend 
toward the street car type of body and 
to the use of the center and off-center 
exit doors. Remarkable attractiveness 
of body appearance has been obtained 
by the greater use of streamline de
signs. Also significant is the emphasis 
that has been placed on the general 
reduction in weight per passenger. The 
use of all-steel bodies and the light 
alloys have brought about a general 
reduction in weight of practically all 
models. This trend, together with the 
development of more powerful engines, 
resulting in a higher ratio of horsepower 
to weight, is making practicable a steady 
increase in the capacity of buses. 

This important tendency toward 
larger and larger capacity buses was 
accompanied by increasing attention to 
efficient and economical small-capacity 
units for light feeder lines and small 
properties. Several of these small
capacity buses were displayed, attract
ing the attention of many operators. 

The street car type, 43-passenger bus 
was displayed as the latest addition to 
the Mack line. It is powered by a 
single 110-hp., six-cylinder engine and 
incorporates for the first time a Vickers 
hydraulic booster for power steering. 
This model has a 46-in. center-exit door 
and a front-entrance door of the same 
width. Mack also exhibited a 17-21-
passenger light six. Besides the bus 
models, Mack had an interesting display 
of parts and running assemblies. A • 
model of the hydraulic steering gear 
booster was shown in actual operation. 



:\lud1 oi the intere~t in the large ex
hibit of the General .Motors Truck 
Company centered in a new 40-passeu
ger all-metal bus, equipped with an 
engine of 150 hp. Considerable reduc
tion in weight for this capacity has 
been obtained by the extensive use of 
aluminum alloys for the body members 
and frame sections. Departure from 
designs of Yellow buses was made in 
this model by the adoption of the street 
car type of body with an off-center exit 
door and the rear mounting of the 
engine. The engine is removable as a 
unit with the rear axle center. A new 
type of steering mechanism, used in 
this model for the first time, facilitates 
the handling of this large vehicle. Es
sentially, it consists of a worm sector 
pivoted on the axle with the shortest 
possible steering links to the steering 
arms. SeYen other bus models, one of 
which was on the plaza, were displayed 
by General Motors, ranging in size from 
a 21-passenger parlor type to the 40-
passenger bus just described. 

SlllALL BUSES ALSO SHOWN 

One of the interesting displays in 
the low-capacity field was the Twin 
Coach Model 15, seating seventeen pas
sengers. This is today the smallest 
capacity vehicle built by Twin Coach. 
It features a self-operating automatic 
clutch. This model might best be de
scribed as a miniature Twin Coach with 
a single engine. Twin Coach also 
showed a 40-passenger dual motor bus, 
similar to those purchased by the 
Brooklyn Bus Corporation, having a 
Perey turnstile for fare collection. The 
Taxi-Coach, in both urban and interur
ban types attracted considerable atten
tion. 

A newly developed center-exit bus 
and a new six-cylinder engine designed 
for special types of service featured· the 
display of the White Company. Six 
buses, ranging in capacity from 20 to 
40 passengers and a newly designed 
power repair truck comprised this com
pany's exhibit. The new center-exit 
bus has a seating capacity of 33 passen
gers and the center door is treadle 
operated. The new engine, shown for 
the first time, is of the six-cylinder 
overhead type similar to the standard 
series of engines of the company. All 
models displayed were mounted on the 
11ew White-Bender steel underbody, de
veloped to give rigidity and to protect 
against road twisting. 

Together with the 40-passenger all
steel model, the American Car & 
Foundry l\Iotors Company exhibited sev
eral parlor car and city types of buses. 
A large highway express tractor truck 
and the 175-hp. Hall-Scott engine were 
also on display. The 40-passenger bus 
has a front-entrance door just back of 
the front wheelhousing and an exit door 
at the rear, air-operated with electric 
control. This model is powered by a 
120-hp. Hall-Scott engine. 

Fargo 1Iotor Corporation exhibited a 
33-passenger street car type bus and 
two 21-passenger buses, one of the par
lor car type and the other of the city 
type. A 29-passenger parlor-car type 
was also displayed. The 33-passenger 
all-metal bus was designed for circulat
ing loads. It weighs 12,010 lb. com
plete on the road, or 364 lb. per passen
ger capacity. It is powered by a 
straight eight. All Fargo models featured 
low weight per passenger capacity. 

Studebaker with a 25-passenger 
street car type bus and a chassis, and 
the Reo Motor Car Company made up 

unburnt gases emerging from the ex
haust line by picking up a sample of 
the exhaust gas and burning it to 
record the heat generated in terms of 
per cent of complete combustion. 

A new development in a fuel supply 
system made its first appearance in the 
display of S.B.U. Pumps, Inc. It con
sisted of a gasoline pump, direct con
nected to a vapor and splashproof elec
tric motor operated with battery current, 
and of automatic pressure and volume 
control valves built into the pump. 

LATEST IN TROLLEY BUSES 

the remaining bus exhibits. Reo ex- Of interest to trolley bus operators 
hibited a 21-25 passenger bus chassis were the displays of this type of vehicle 
of new design, a 25-passenger pay- on the Boardwalk and in the conven
enter city type bus, and a 21-passenger tion hall, and also the displays of over
reclining seat bus with inside luggage head material by the Ohio Brass Com
rack. The new chassis is powered with pany and the \Vestinghouse Electric & 
a 101-hp. six-cylinder engine and has Manufacturing Company. Altogether, 
chrome-nickel cylinder blocks. five trolley buses were exhibited. In 

Displays of bus bodies were made by addition to the two on the Plaza three 
the Bender Body Company and the trolley buses were on display in the 
Wiener Body Company. Bender showed auditorium. 
two skeleton city pay-enter bodies, one Distinctive features of the new Yel
of composite construction and the other low Coach 44-passenger trolley bus are 
all metal. This unfinished display was the extensive use of aluminum alloys 
made to illustrate the steel under-struc- and the rear mounting of the motors. 
ture and the iron framing. The Wiener In addition, this model has a new cen
Body Company showed a 25-passenger tralized under-body control system, 
hody on a Model 54 White chassis and light alloy trolley poles, and a full 
a 32-passenger semi-de luxe observation blower system of ventilating all con
body on a Model 65-A White chassis. ' trailers, motors, compressors, etc. 
This company also had a collection of The Brill trolley bus of 40-passenger 
historical photographs showing advance- capacity has a total weight of 18,260 
ment in bus body design since the early lb. Its underframe and superstructure 
days of the industry. are of integral steel construction, and 

Hercules Motors Corporation showed the underframe center sills, correspond
a series of six and four-cylinder engines ing to automotive chassis framing, are 
completely equipped, and a complete line deep cliannel steel pressings extending 
of Hercules parts. The Sterling En- the full length of the vehicle. The body 
gine Company exhibited the Sterling is spring mounted on Timken axles de
Petrel bus and truck engine, rated at veloped specially for trolley bus use. 
150 hp. at 700 r.p.m. Also on display The motive power consists of two 50-hp. 
was the Sterling Viking eight-cylinder motors with a double worm gearing 
rail-car engine, the largest and most housed in the double-bowl rear axle. 
powerful engine of its type built. Each motor drives one wheel through 

In the line of bus accessories, many its own propeller shaft and gearing. 
very interesting displays were made. The 40-passenger trolley bus built 
Among these may be mentioned the for the Memphis Street Railway by the 
display of automotive air brakes for St. Louis Car Company is equipped 
buses and heavy-duty commercial vehi- with two 50-hp. motors, air brake, pneu
cles by the Bendix Brake Company, to- matically operated doors, with a treadle 
gether with air horns, signals and other at the rear exit. 
air-operated accessories. Together with the standard overhead 

The Leece-Neville Company showed equipment for electric car service, the 
a complete line of automotive electrical Ohio Brass Company displayed a new 
equipment which included voltage-regu- improved line of overhead materials and 
lated electric generating systems used equipment for trolley bus service. These 
on present-day buses, comprising gen- included a new light-weight trolley bus 
erators of various capacities and their base with a touring range indicator and 
respective control units. One system overhead material for special work. 
was on demonstration to show some \Vestinghouse equipment for trolley 
of its many distinctive features. bus overhead included an electrically 

A carburetor and spark adjusting operated frog, a molded feeder insulator, 
machine, marketed under the name a ball-and-socket hanger, and the latest 
Casam, was the principal display of the design of light-weight trolley base of 
Cities Service Company, which a,lso welded structural stee_l shapes. 
included various grades of lubricating C. I. Earll showed a retriever de
oils and greases. This machine was signed especially for trolley bus serv
shown in the portable and stationary ice. Trolley bus equipment displayed 
models. It detects and measures the by the General Electric Company in~ 
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eluded a PC:l\I control unit designed 
for handling two SO-hp. motors, a 10-ft. 
light-weight air compressor and a new 
pneumatic lap brake equipment. 

TRACK DISPLAYS MANY 

Among the new developments .of the 
manufacturers of rails and special work 
was a new type of track construction 
jointly displayed by the Carnegie Steel 
Company and the Illinois Steel Com
pany. The new GEO type of track, 
recently developed in Germany, differs 
from that generally used in America 
in the design of tie plate, method of 
fastening it to the tie and to the rail, 
and the use of a treated and compressed 
wood shim with each plate. These 
companies also exhibited a pair of rim
.toughened wrought-steel wheels on 
short sections of steel cross-tie track. 

Besides the Dardelet thread-lock 
bolts and nuts, the Bethlehem Steel 
Company also displayed frogs, mates 
and crossings of silica-manganese steel 
together with standard products such as 
a solid manganese switch and steel ties. 

Another historical display was that 
of the Lorain Steel Company in which 
models of street railway trackwork 
which manufacturers were called on to 
make during the early development of 
the industry were exhibited, together 
with rails, switches, frogs and other 
trackwork of modern design. The 
Buda Company and the William Whar
ton Company showed their standard 
products in switches, mates and frogs. 
In addition, the \,\'harton Company 
showed frogs reconditioned by welding 
with Timang rods. 

Instruments used in recording tread 
and flange contours of wheels in service, 
and various sizes of Naco spun-steel 

car wheels were in the display of the 
National Malleable & Steel Castings 
Company. 

Demonstration bv the International 
Steel Tie Company ~f the "mortar flow" 
methods of placing concrete around all 
types of paved track with high-frequency 
vibration attracted many of the way 
engineers. To point out the results of 
this method of placing concrete, a sec
tion of paved track construction was 
cut away to show the Twin tie, and to 
show the bond between the steel and 
concrete. A new vibratory type screed 
for finishing concrete track paving and 
setting concrete in all types of construc
tion was shown. 

A layout to show the method of 
thermit-welding rail joints under traffic 
was the chief display of the Metal & 
Thermit Corporation. Rail-welding 
preheaters and rail clamps of the latest 
design and other improved apparatus 
for thermit welding were also included 
in this exhibit. 

Several types of rail grinders were 
shown in operation by the Railway 
Track-Work Company. These included 
an improved high-speed rail grinder, 
the "Vulcan" rail joint grinder and the 
''Eureka" radial rail grinder. In addi
ti~n this company showed an "Ajax" 
electric arc welder. "Ajax" trolley 
wire and several grades of grinding 
wheels and bricks. 

Complete lines of rail bonds were dis
played by the American Steel & Wire 
Company and the Electric Railway Im
provement Company. ln this class of 
equipment the Rail Joint Company 
showed base-supported continuous joints 
and reinforced joints adapted to the 
latest methods of welding. Seam welded 
rail joints were displayed hy the Una 

Welding & Bonding Compan)'. In ad
dition to the complete line of rail bonds, 
the Electric Railway Improvement Com
pany showed auxiliary welding equip
ment and parts. 

Transmission and distribution wire 
material for electric railway and trolley 
bus operation were the chief displays 
of the Bridgeport Brass Company. 
Included with thes~ were samples of 
fittings of "Phono" and "Duronze" 
alloys as well as samples of copper
ground rods. The latter item is a new 
product by this company. 

In the display of the Anaconda Wire 
& Cable Company, a specially designed 
catenary system with Hitenso trolley 
wire for the Pennsylvania Railroad and 
sections for other electrified railroads 
were featured. Non-ferrous Anaconda 
wire, cable and accessories were also 
shown. These items are designed to 
eliminate trouble caused hy rust and 
vibration. Other displays of wire and 
cables were those of the American Steel 
& Wire Company and the Okonite
Callender Cable Company. The latter 
company displayed various types of im
pregnated paper cables, including Oko
nite-Callender super-tension cables and 
their joining accessories. 

Ornamental fluted steel poles and the 
monotube strain and distribution poles, 
pole fittings and street lighting equip
ment were displayed by the Union 
l\letal Manufacturing Company. The 
monotuoe poles are of cold-rolled open
hearth steel, making one-piece contin
uously tapered tubular poles, without 
horizontal joints. 

Automatic block signals for inter
urbans and subways were featured by 
the :\'achod and United States Signal 
Company. 

An a11rac1ive 1rampor1a1ion display once again filled Atlantic's City huge audi1orium 
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Trend of R EVENUES and EXPENSES 
Increaee Operating Increa.._ Increaae Increaee Operating lncreaoe lncreaee 

Operating or Edenaee or Net or Operating or Ed1n- or Net or 

Revenue Decrease an Taxes Decrease 1 ncome Decrease Revenue Decrea,,e an Taxee Decreaae Income Decre&ee 

s Per Cent• s Per Cent• s• Per Cent• $ Per Cent• s Per Cent• s• Per Cent• 

8o1ton Elevated Railway, Boston, Mass. Fonda, Johnstown & Gloversvllle Railroad, Gloversville, N. Y. 

Aug., 1930 .•.• 2,280,322 7.81 2,113,183 1.66 f71,,7f8 183.79 Ault., 1930 .•.. 6◄,592 JS.Bf 62, ◄8◄ 8.19 Jf,690 36.,5 

Sept ........... 2, ◄ 70,918 3.78 2,091,718 0.52 69,1168 f00.31 Sept ........... 72,267 11.61 63,5 ◄9 6.,e 8,,197 ,36.09 

Oct ........... 2,811,399 M-1 2, 157,◄ 7 ◄ 1.19 221,188 31.30 Oct ........... 75,708 17.80 66,353 0.69 18,U1 ff8.80 

Nov ........... 2,579,899 10.3,1 2,066,206 f.66 71,150 17.85 Nov ........... 72,02 ◄ 13.Bf 66,31 ◄ O.f3 fl,171 168.t6 

Dea .......••.• 2,850,330 8.fO 2,178,896 2.2 ◄ 235,950 ~6.6f Dec ........... .. ·19,764 ·;5·.:,s . "i1·,438 • ·1·.3s .. 'ii,iiiii 
Jan., 1931 ..... 2,8 ◄0, 159 8.,1., 2,082,◄ 56 6.13 31 ◄ ,067 S0.66 Jan., 1931. .... t38.77 

Feb ........... 2,53◄,828 8.33 1,952,032 6.f3 1 ◄ 2,339 ,18.f7 Feb •••••...• .. 7 ◄,018 13.38 62,239 7.93 13,69,1 76.36 

Mar ........... 2,769,56◄ 7.30 2,019,081 j.91 309,212 29.03 Mar .......... 75,201 7.83 6M5I 7.61 13,965 6.18 

Apr .......... 2,616,188 7.00 1,909,176 1.93 275,7 ◄0 11.,15 Apr ........... 70,660 0.48 62,685 ,.go 16.198 23.6◄ 

May .......... 2,579,265 8.70 1,993,753 ,1.36 l ◄ 3,80◄ 6f.,17 !\lay ••••••••• 72,560 8.19 61,0◄0 6.Bf 15,996 fJ.3,1 

June ......... 2, ◄ 15.179 6.3J! 2,073,560 7.0◄ 99,815 169.79 June .......... 63,338 13.81 59,3◄ 6 9,16 f.1,700 97,'8 

July .......... 2,188,9 ◄ 2 7.68 2,021,305 ,I.If !11,711 6f.f3 July .......... 58,406 ,1.11 59, ◄ 29 7.3.! f0,f59 16.34 

Aug ........... 2,098,072 7.99 I, 9◄8, ◄92 7.79 3,14,901 15.50 Aug ........... 61,7◄ 9 uo 57,896 1.3,1 7,823 ◄6.23 

Brooklyn-!Uaohallan Transit System, New 1·ork, N. Y. Gahestoo-nouston Electric Railway, llouston, Tc:r. t t 

Au1t., 1930 .... ◄,727,623 ,.39 3,558,8◄ I 6.6,I ◄65, I ◄◄ 1,1.91 Aug., 1930 ..•. ◄ 7, ◄ 25 11.,lt 28, ◄02 8.Jf Bt,136 l,16.t5 

Sept.. ••.•••••• ◄,83 ◄,251 t.,19 3, ◄ 53, ◄3 I ,.61 667,323 6.20 Sept ........... ◄ 2,823 16.,19 28,052 1,1.83 8,1,893 J,1,1.-13 

Oct ........... 5,036,775 f.68 3,572,553 ,I.fl 758,817 2.18 Oct .••..•.••.. 38,032 11.66 27,266 6.85 iiii,',ii.,; 'iii.ii 
Nov ........... ◄,769,083 ,1.31 3,366,923 6.98 689, ◄ 70 2.3 ◄ Nov ........... 36,97◄ Jf.,19 H,183 9,68 

Dec ........... 5,065, ◄8 ◄ f.66 3,5 ◄ 6, 963 ,l.f5 8l ◄,788 2.0 ◄ Dec ........•.. 36,166 15.00 27,9◄9 1.79 99,3,1.! 11t.g3 

Jan., 1931 ..... ◄,852,706 5.,18 3, ◄75,330 7.01 67◄,029 5.80 Jan., 1931. .... 33,291 f0.15 25,057 9.18 105,000 1J0.6g 

Feb .....•....• ◄, ◄53,655 3.79 3,159,903 5.96 583, ◄ 68 2. ◄0 Feb ........... 32,281 19.110 22,990 9,6,1 111,369 110.11 

Mar ........... 5,028,562 f.66 3, ◄ 75,8◄ 7 3.37 8l ◄,360 ,.13 Mar .......... 32,90 ◄ ff.38 2 ◄,732 J.j.69 11,1,,159 93.,19 

Apr ........... ◄,969, ◄ 8I f.09 3, ◄ 58,9◄0 3.35 80◄,235 0.25 Apr ........... H,729 16.98 2◄, 132 JJ.98 117,39,I 189.89 

!llay .......... 5,056,779 3.31 3, ◄ 38,037 ,1.51 913,877 1.8,I May .......... 
· · ·39·,ssg 1i'e..,. ··i◄ ,'#i 'ii:e'1 .. iii;,'i10 ··s'1'.iJ1 

June. ......... ◄ ,983, 112 1.71 3, ◄ 66,38 ◄ 3. ♦9 870,919 12.12 June .......... 
July .......... ◄,841,635 3.tJ 3,499,609 3.0t 631.791 7.1!1 July .......... ◄ l,484 11.1!7 25,961 11.14 116,819 49.6,1 

Aug ........... 4,582,572 3.1!7 3, ◄ 19,932 3.90 ◄ 23, 123 9.03 Aug ........... 

Brooklyn & Queens Transit System, New York, N. Y. llouslon Eleclrlc Company, Houston, Tc,. t t 
Aug., 1930 .... 1,827,238 6,45 1,595,256 7.11 120,86◄ 8.15 Aug., 1930 .•.. 2◄◄ ,033 lf.,11 177, ◄52 J0.89 573,872 ,I.JI 

Sept ........... 1,887,◄ 99 ,1.66 l,56◄ ,271 5.66 213,728 f.66 Sept ........... 251,919 9.00 175,905 10.,12 571,857 6.84 

Oct •••.....•.. 1,922,388 6.10 1,597,166 5.60 21 ◄,92 ◄ 7.7,1 Oct ..... ...... 267,306 1.67 181, ◄ 99 J0.67 573, ◄ 25 ,1.18 

Nov ........... 1,820, ◄98 5,115 1,522,735 7.68 187,822 5.20 Nov ......... .. 2◄7,210 10.00 176,739 1.96 550,635 9.66 

Dec ........... 1,920,◄ 63 uo 1,560,950 6.11 250,893 6.06 Dec .......... . 258,219 9.8,1 180,678 ·o.6s 52◄,◄ 58 18.6,1 

Jan., 1931 ..... 1,8◄ 9,6◄◄ 8.18 1,5◄ 1,235 7.68 197,355 3.02 Jan., 1931. .••. 2 ◄ 2,55 ◄ 10.61 176,792 11.08 518,8◄ 3 17.70 

Feb ........... 1,704,677 3.98 l, ◄ 16,192 5.,10 176,217 2.58 Feb .•..•...... 223,256 J,l.11 163,2 ◄9 Jf.96 507,328 fO.JP 

Mar ........... l,9 ◄ 1,078 1.98 1,602,862 f.68 227,472 1.21 ~1ar .......... 2◄◄,396 10.91 170,067 lf.70 502, ◄0S 19.39 

Apr ........... 1,911,878 1.19 1,592,919 3.11 208,51 ◄ 6.86 Apr .......••. 
May ......... 1,980.118 f.60 1,585,293 l.85 286,33 ◄ 7.89 !\lay .......... . . iiijii! io'.09 ·;s(897 i'o'.ii 5{ij_'5'30 · ·ii.as 
June ......... l,9 ◄ 2,830 1.19 1,609,335 0.3◄ . 221,493 13.98 June ..... , .... 
July .......... 1,893,414 1.l!J 1,550,897 3.3,1 227.012 11 S9 July .. , ....... 2l ◄,241 13.19 158,175 10.60 ◄0◄,721 30,71! 

Aug ........... l,8◄9,792 1.23 1,57◄, 167 l.31! 142,067 17.5 ◄ Aug ........... 

Capital Traction Company, Washington, D. C. Hudson & Manhattan Railroad, New York, N. Y. 

Aug., 1930 .... 3l ◄,513 3.,18 268,561 ,1.09 16,103 2.62 Aug., 1930 .... 93 ◄,20 ◄ 6.65 ◄ 99,806 3,98 98,977 t6.t7 

Sept ........... 327,713 7.06 • 268,066 1.61 30,259 6.78 Sept ........... 97◄,◄ 33 t.80 506,8◄ 5 0.23 132,332 18,ffa 

Oct ........... 37◄,6◄ 6 1.22 288,351 1.,18 58,638 17.56 Oct ........... 1,033,58◄ ,.33 521,325 1.97 176,999 11.1g 
Nov ........... 3 ◄6,05◄ f.70 273,481 1.6,1 ◄ 2,659 11.Q.'i Nov ........... 994,735 ~.18 489,761 4.08 169, ◄65 fl.,11 

Dec ........... 369,885 1.11 27◄ ,221 3.tl 67,651 0.61 Dee ...•...••.• 1,060,61 ◄ '-66 ◄ 19, 109 11.,10 306,321 12. ◄ 9 

Jan., 1931. .... 3 ◄7, ◄91 3.06 280,51 ◄ 3.30 37,705 S.11 Jan., 1931. ...• 1,005,022 7.61! 512,350 1.13 I 57,098 IJ.78 

Feb .........•• 312,815 3.,11 252,080 6.68 30,521 1.87 Feb ••......... 936,542 6.61 467,137 6.09 IH,717 16.3,1 

Illar .......... 3 ◄◄,191 1.65 270,962 3.86 ◄3,8◄ 7 ,1.03 Mar ......... .. 1,013,577 6.05 ◄ 97,695 . 8.3,1 180,55 ◄ 15.13 

Apr .......... 366,276 l!.39 273,◄ 36 6.89 65,123 12.93 Apr .... ....... 1,002,265 5.78 485,938 6.73 181,182 15.09 

J\lay .•...•.•• 362,502 1.87 281,3 ◄◄ l.61 50,959 6.60 May .......... 97◄,737 6.t,I ◄ 81,50◄ 6.63 I S8, 191 18.17 

June .•.••...• 351,017 3.05 276,751 1.8 ◄ ◄ 5,8 ◄ 1 12. I ◄ June .......... 9◄ 1,598 ,I.St ◄ 77,392 UJ 128,896 16.13 

July .......... 306,826 0.10 258,3◄ I 1.61 9, ◄ 38 91.25 July ... ....... 897,211 6.00 470.918 6.18 91,288 1!1.80 

Aug ........... 264,135 16.0!2 251,657 6.f9 17,,108 1!08.00 Aug ........... 875,376 6.19 ◄ 63,292 1.31 77,020 !l!.18 

Chlcaco Surrace Lines, Chicago, Ill. Jlllnols Terminal Company, Sprloglleld, Ill. 

Aug., 1930., •. ◄, ◄88, I ◄6 Jf.fO 3,796,705 8.06 680,219 15.Bt Aug., 1930 ..•. 661,520 1.85 ◄ 66,816 lt.01 152,827 ll.15 

Sept.. ......... ◄,568,56◄ 9.60 3,789, ◄72 uo 713,323 lt.9,1 Sept ......... ;. 6S◄,477 5.t6 ◄5 ◄,818 9.66 160,897 14.62 

Oct ........... ◄,879,570 10.79 3,933,416 7.35 799,118 11.69 Oct .••••••.... 691,672 1.5,1 506,107 f.,11 1 ◄ 8,701 11.61 

Nov ........... ◄,537.6◄ 7 13.,18 3,769,538 6.86 712,177 f0.77 Nov ........... 5 ◄ 2,672 ll.01 ◄ 30,907 6.!,I 80,529 U.11 

Dec ........... ◄,8◄ 6,000 8.09 3,98◄,572 9.89 767,3◄ 8 15.67 Dec ........... 577, ◄ 25 13.69 ◄ 21,987 J,l.f6 127,588 5.66 

Jan., 1931. ..•• ◄,576, 133 12.65 3,825,96◄ 6.37 718,129 fl.00 Jan., 1931 ..... 509,6 ◄ 1 f0.77 395,953 19.80 87,7 ◄ 2 9.13 

Feb ........... ◄ ,234,70◄ 10.90 3,665,038 6.0,1 601,726 15.,1-1 Feb ........... ◄98,067 6.89 388,126 3.81 8'1,381 2.26 

Mar .......... ◄,58◄,224 ,1.35 ◄,287,237 6.3,1 557,167 15.05 Mar ........... 568,653 l.95 398,855 6.9,1 I ◄ 3,325 28.98 

Apr ........... ◄,759,62 ◄ ,1.,16 4,092,0◄ 7 0.36 675,629 11.66 Apr ....•••...• 5 ◄ 7,992 7.11 395,315 6.,16 127,179 3.t,I 

May ......... ◄ ,541,847 9.38 3,802,582 '-81 72 ◄,5I ◄ Jf.88 May .......... 581,953 ,1.3,1 389,538 8.87 162,905 13.83 

June ..•.....• ◄,348,896 8.76 3,629,9◄ 3 5.38 66◄, 122 1,1. 51 June ......... . 581,093 1.68 398,980 15.t9 15 ◄,4 I 7 90.05 

July .......... 4,093,702 9.7,1 3,579,566 6.98 580,118 10.55 July .......... 550,906 8.41 395,741 16.33 123,420 ◄0.89 

Aug ........... ◄,018,958 10.45 3,502,795 7.74 589,056 10.3,4 Aug ........... 597,050 9.76 

Department or Street Railways, Dclrolt, l\llch. lnterborougb Rapid Transit Company, New York, N. Y. 

Aug., 1930 .•.. 1,516,209 f9.0f l, ◄26,9◄ 1 16.67 51,773 119.,16 Aug., 1930 .... 5,183,166 ,1.69 ◄,121,08) 5.06 763,,18! 111.11 

Sept ........... 1,510,161 16.36 l, ◄ 36, 175 11!.59 61,711 115.40 Sept .... ... .... 5,68◄,267 0.17 3,983,368 7.78 131,1!70 f06.f6 

Oct ........... 1,579, ◄ 76 f5.8,1 1,458,238 1,1.91 22,933 91.11 Oct ........... 6,315,679 1.13 ◄, 162,660 0.83 161, ◄ 17 207. I ◄ 

Nov ........... 1,181,136 13.35 1,333,571 13.38 ◄,890 98.1,I Nov ........... 5,965,365 ,1.96 3,869,3◄0 0.00 1!1f,Of1 111.79 

Dec ........... 1,610,179 fl!.69 l, ◄◄ 0,503 fJ.67 23,052 17.9:'I Dec ........... 6, ◄ 77,86◄ 0.6f ◄,l9 ◄,315 3.96 t93,15f ,11.,10 

Jan., 1931. .•.• 1,550,656 fl/.6,1 1,421,575 f0.95 12,759 91.,1-1 Jan., 1931 ..... 6, 123,6 ◄ 5 Ut ◄,538,833 10.83 3,18,971 66.9t 

Feb ........... 1,431, ◄M 15.58 1,323,683 18.96 !8,309 117.91 Feb ........... ;,S70,35 ◄ 3.f7 3,653,798 f.10 311,581 10.36 

Mar ........... 1,696,308 16.58 1, ◄ 15,021 18.68 133,3◄ 7 11.03 \iar ........... 6,293,013 f.f,I 3,973,70◄ ,1.61 f!f,6,1-1 6.66 

Apr ........... 1,605,536 19.51 1,368,187 fO.llt 101,0 ◄ l 17.10 Apr ...... ; .... 6,127.713 !.38 3,993,181 f,83 189,13,1 17.33 

May .......... 1,531,767 fl1.4f 1,306,654 18.15 15, ◄9◄ 89.0,1 ~lay .......... 6,006,273 -1,47 3,932,452 3.98 101,096 36.1! 

June ...•.. , •• 1,416,6◄ 7 f0.71 1,302,075 13.86 34,917 Jfl.99 June .......... 5,722,428 1.88 3,926,068 f.6f 1!16,406 1.00 

July .......... 1,256,7◄ 1 18.89 1,243,831 1,1.38 1U.llf U'--11 July .......... 5,140,337 ,1.36 3,864, ◄ 69 6.16 6-11,,100 t.00 

Aug ........... I, 166,927 1!3.04 I, l5 ◄,835 19.08 14,1,883 J7,1.54 Aug ........... ◄, 916,79◄ 7.07 3,720,781 7.tB 6111,1!19 18.63 

F.astern l'llassachusetts Slreet Railway, Boston, !\lass. Jacksom·llle Traction Company, Jacksonvlllc, Fla. t t 

Aug., 1930 ... , 624,332 9.,lf ◄H,◄29 10.33 28,399 5!.01 Aug., 1930 .... 77,HI If.JO 78,177 13.81! 68,188 J9.9t 

Sept ........... cl2,237 7.lf ◄◄ 8, ◄ 70 0.88 21,771 10.76 Sept.. ......... 78,529 9.54 75,012 11.15 66,335 8.16 

Oct ...•...••.• 623,872 8.,18 ◄67,773 ,l.9f 15,811 76.73 Oct ........... 8◄,◄2◄ lf.50 76,37 ◄ 13.71! 66,51!5 1.18 

Nov ........... 590,856 10.90 ◄◄ 9,032 1.60 205 91.61 Nov .......... . 81,250 lt.l!,I 69, ◄ 37 16.0t 61,699 0.15 

Dec ........... 670,96◄ 11.93 516,913 1.71 20,8◄ 1 8,1.01! Dec ........... 89,903 11.,17 7◄,836 11.,19 63,fO,I ,1.U 

Jan., 1931. .... 700,961 1.63 ◄72.079 f.88 36, I ◄ 5 66. 16 Jan., 1931 ..... 87,160 8.08 77,998 13.67 58,133 11,98 

Feb ........... 639,3H 6.6f ◄34,90 ◄ f.83 33,058 60.88 Feb ...•..•.... 76,205 15.60 75, ◄ 62 f8.1,I 77,814 13.,lt 

Mar ...••..... 685,61 ◄ 3.63 ◄72.317 1.53 28,982 81.83 Mar .•.....•. . 8◄,018 Jf.36 77,758 .l.09 81.0,18 31.90 

Apr .•..•....•. 617,705 6.fl ◄ 3◄,716 IJ.69 9,906 18.95 Apr .......... 81,695 11.,18 74,847 6.67 91,513 J,lf,U 

May .......... 629,827 5.1,I ◄S0,887 O.f3 23,599 51.1,I !\lay ......... 80,798 9.96 76,856 ,1.57 97,550 ,16.33 

June .••....•• 622,119 0. ◄ 3 ◄◄7, 131 2.72 5,090 81!.l!,I June .......... 73,708 6.80 73. 90 ◄ 6.68 100,491 ,11 •• 5 

July .......... 602.832 f.33 ◄ 59, 166 0.,11 U,Uf 7f1 .BO July .......... 70,0 ◄6 11.0S 73,615 S.10 106,454 60.06 

Aug ........... 608,03 ◄ :!.61 ◄50,58◄ 1.38 10,71f 137,71 Aug ........... 66,836 13.69 71,639 8.36 111,654 63.73 

•Decreaae• or deficit. are shown by italic figurt,. tNet income io ebown for tbe preceding t"·elve montb1. 
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Trend of Revenues and Expenses by Months (Co11cl11ded) 
[ncreMe Operating lncreMe 

Operating or E~nses or 
Revenue DecreMe an Taxee Decreaea 

$ Per Cent• s Per Cent• 
Kansas Clly Public Scnlce Company, Kansas Clly, !\lo. 
Aug., 1930 .... 622,554 13.17 530,094 
Sept ........... 650,114 9.99 524,324 
Ocl ........... 725,428 4.89 700,311 
Nov ........... 706,577 5.119 572,066 
Dec .......... 758,045 1.13 570,065 
Jan., 1931 ..... 711,215 6.5!' 577,741 
Feb ....... .... 640,676 6.87 537,583 
Mar ...... .... 216,637 11.58 577,319 
Apr ........ ... 709,515 0.68 565,328 
May .......... 701,286 11.37 562,482 
June .......... 655,957 0.17 540,187 
July .......... 613,628 3.19 533,084 
Aug ........... 600,311 3.57 518,559 

l.onr; Island ltallroad, New York, N. Y. 
Aug., 1930. . • 3,968,936 5.111 2,635,376 
Sept.......... • 3,589,671 7.33 2,467,056 
Oct........... 3,371,761 5.80 2,446,346 
Nov........... 2,954,624 4.to 2,249,258 
Deo.. .... .. .. • 2,905,045 6.60 2,130,182 
Jan., 1931..... 2,763,421 5.65 2,210,263 
Feb ........... 2,561,169 7.43 2,074,216 
Mar.......... 2,841,915 3.09 2,234,418 
Apr........... 2,976,402 4,69 2,269,029 
May ......... 3,212,765 i,00 2,338,313 
June.......... 3,414,354 6.78 2,351,016 
July........ • • 3,629,561 9.69 2,594,463 
Aug........... 3,513,473 11.~8 

&larket Street Rallwa,·, San Francisco, Cal. 
Aug., 1930.... 770,284 6.69 643,287 
Sept........... 745,298 5.35 626,770 
Oct........... 786,012 IJ.73 675,908 
Nov........... 729,407 8.81 615,613 
Dec........... 775,508 5.lt 639,249 
Jan., 1931..... 738,092 5.55 641,519 
Feb........... 668,931 8.17 576,661 
Mar........... 757,960 6.40 633,346 
Apr........... 745,252 6.7t 620,106 
May.......... 733,105 7.50 619,934 
June......... 704,769 6.19 654,225 
July...... .. .. 700,996 ,i.68 598,082 
Aug........... 726,480 5.69 607,925 

'11.41 
11!.lt 
12.90 
7.04 

1~.58 
111.67 

9.711 
7.115 
6.t3 
7.66 
6.113 
9.113 
11.18 

5.06 
7.07 
8.97 

H.56 
16.117 

9.65 
9.13 
9.00 
7.37 
a.o., 
7.116 
11.75 

6.48 
3.7' 
ff.4P 
6.18 
6.St 
4.83 
8.111! 
a.Bl 
7.06 
8.111 
1.75 
7.97 
5.50 

lncreaee 
Net or 

Income Decreaee 
$* Per Cent• 

t 
15,479 
50,261 
60,435 
58,994 

108,444 
61,108 
27,392 
66,013 
71,298 
64,474 
42,677 
6,643 
6,122 

I, 152,651 
928,655 
729,067 
483,180 
596,812 
321,141 
332,002 
449,501 
533,425 
695,032 
907,010 
783,315 

72,923 
64,731 
57,384 
60,457 
83,460 
45,011 
41,002 
72,828 
73,837 
62,805 
37,384 
52,186 
68,175 

t 
6',11 

1.31! 
190.35 

6.69 
1!84 .88 
137.10 
149.06 
72.81 
99.32 

114.33 
683.20 
119.18 
247.05 

6.59 
6.58 
1.77 

89.15 
47.11 

6.00 
3.88 

24.64 
1.97 
9.93 
5.76 

311.75 

16.56 
16.38 
45.58 
119.115 

0.03 
lt,31 

7.119 
0.05 
3.46 
2.08 

11.6t 
60.40 

6.51 

New York, Westchester & Boston Railway, New York, N. Y. 
Aug., 1930.... 196,405 10.5:J 152,180 O,H 184,9811 
Sept........... 203,617 8.18 165,256 6.57 1911,861 

l!l!.45 
119.53 
110.81 
19. 75 
16. 75 
311.37 
119. iR 
114.31 
19.00 
115.70 
113.70 
113.55 

Oct........... 202,046 7.51! 138,192 H-09 lP0,748 
Nov........... 184,690 8.74 170,542 2.52 1116,451 
Dec.......... • 190,136 11!.31 138,592 17.80 1105,0119 
Jan., 1931..... 182,249 13.7/J 160,800 9.44 11110,394 
Feb........... 161,311 15.01! 149,571 11.18 l!H,308 
Mar.......... 181,729 It.BO 144,442 3.54 195,8011 
Apr.......... 186,708 13.03 142,832 0.31 189,1.t 
May......... 195,905 . 15.11 149,268 0.41! 186,389 
June.......... 193,820 14.61! 142,600 3.45 183,007 
July.......... 195,461 11!.91! 146,820 0.40 188,581 
Aug........... 180,965 8.79 142,111 IJ.61! 197,099 6.55 

Norlhwesteru 
Aug., 1930 •••. 
Sept. ......... . 
Oct .......... . 
Nov .......... . 
Dec .......... . 
Jan., 1931 ••• .,. 
Feb .......... . 
Mar ........ .. 
Apr .......... . 
May ........ . 
June ......... . 
July ......... . 
Aug .......... . 

Pacific Railroad, Sausalllo, Cal. 
638,476 11.iB 415,502 18.8i 
HB,282 8.68 471,657 3.78 
555,867 18.49 534,858 4.44 
333,193 117.7' 421,717 16.33 
312,319 110.77 465,220 3.46 
2a3,as2 111.1a 401,656 u.~1 
273,818 117.40 387,512 lt.96 
308,466 !!U7 408,068 H. 43 
322,742 115.68 402,400 16.55 
346,743 118.51 362,722 l!i.85 
380,604 114.50 368,559 17.811 
479,098 19.97 354,413 9.69 
464,342 117.117 

Slaten Island Rapid Transit Company, New York, N. Y. 
Aug., 1930.... 233,371 13.91! 168,110 11.19 
Sept........... 206,908 15.93 165,525 4.87 
Oct......... .. 205,631 10.58 167,586 6,49 
Nov........... 178,652 17.U 161,608 0.58 
Dec........... 178,474 9.08 160,715 47.29 
Jan., 1931..... 170,387 9.58 158,982 6.35 
Feb........... 161,415 l3.58 142,565 9.110 
Mar.......... 173,723 7.98 159,035 7.78 
Apr.... ..... • 176,863 10.76 147,210 13.t3 
May.......... 188,151 11.61 163,148 7.61 
June.......... 204,452 9.111 150,345 16.01 
July.......... 202,230 17.11 163,479 13.58 
Aug......... .. 197,386 15.~I! 

Third Avenue ltallway System, New York, N. Y, 
Aug., 1930.... 1,350,064 5.88 I, I 80,853 8.08 
Sept.......... • 1,428,136 3.48 I, 167,528 8.36 
Oct........... 1,456,688 4.03 1,205,455 9.73 
Nov ........... 1,373,335 5.37 1,146,168 10.17 
Dec........... 1,438,752 3.49 I, 197,249 8.51 
Jan., 1931..... 1,393,054 5.10 1,178,797 9.H 
Feb........... 1, 274,832 4.117 1,070,307 8.56 
Mar.......... 1,418,429 3.38 1,174,984 6.88 
Apr........... 1,408,235 3.115 I, 155,880 5.98 
May......... 1,464.031 U9 1,072,584 7.70 
June.......... 1,440,848 l!.88 1,145,871 6.19 
July........ .. 1,394,973 t.43 1,140,036 5.9~ 
Aug........... 1,302,353 3.53 1,087,507 7.90 

•Decreuee or deficite areohown by il.alicjlguru, 
fN et income i• eh own for the preceding twelve months. 

210,115 
16,471 
7,447 

97,567 
158,491 
123,928 
ltl!,531 
109,855 
88,300 
118,886 

1,970 
1l0,013 

49,486 
26,127 
29,723 
10,788 
5,997 
1,HB 
2,151 
1,164 

23,169 
9,268 

39,203 
25,402 

4.03 
83.51 
95.l!t 

1110.85 
7',63 
H.76 
68.87 
48.81 
58.51 

931.64 
95.39 
43.64 

33.97 
60.73 
116.11 
80.37 
9f.f3 
114,6 
93.49 
Bl.Iii 
31.91 
63.19 

0.38 
38.08 

46,540 28.34 
45,636 277.91 
36,257 317.06 
12,079 130.15 

.,26,250 186.44 
1,594 96.33 

ll,H3 11!6.i9 
27,364 430.88 
44,33 I 250,25 
76,972 32.40 
79,746 76.91 
41,829 1,924,08 

1,067 129.27 

lncreaeo Operating Increase lncreaoe 
Operating or Expenses or Net or 
Revenue Decreaee and Taxes Decreaee Income Decreaee 

$ Per Cent• $ Per Cent• s• PerCent• 
United Electric Railways, Providence, n. I. 
Aug., 1930 ••• 495,723 442,076 

'z'd.?Jil 
3,643 ·1·i.o, Sept ......... 493,296 111.711 434,036 8,376 

Oct .......... 531,803 13.76 
'4'39:930 ii'.ai 

41,223 53.80 
Nov ......... 506,318 H.58 16,958 54.37 
Dec .......... 559,363 13.01! 460,420 111.91! 51,623 889.51 
Jan., 1931 •••• 543,940 13.39 493,596 lt.94 372 95.68 
Feb .......... 482,566 U.30 437,444 13.01! 4,503 150. 71 
Mar ......... 524,299 10.H 480,958 9.38 6,1133 1165.73 
Apr .......... 510,645 9.39 470,964 7.60 9,9911 455.60 
May ......... 509,278 10.114 474,803 7.51! 15,0111 168.13 
June ......... 482,703 9.40 438,362 8.15 4,633 1101.0P 
July .......... 462,601 10.1!4 436,574 4-84 !'l!,069 5011.711 
Aug ........... 445,932 10.15 420,929 4,18 23,467 7H.17 

United Railways & Electric Company, Baltimore, l\fd. 
Aug., 1930 .... 1,198,180 8.34 831,241 18,il 
Sept .......... ., 1,261,734 6.71 995,805 5.01! 
Oct........... 1,354,086 7,118 1,049,306 U 4 
Nov........... 1,263,81 I 10.116 983,047 7.iO 
Dec........... 1,350,553 8.19 1,043,315 7.115 
Jan., 1931..... 1,268,536 10.90 994,411 11.89 
Feb........... I, 136,604 15.78 891,421 15.97 
Mar.......... 1,262,429 H.90 981,026 H.76 
Apr.......... 1,253,764 13.50 966,424 13.56 
May......... 1,256,334 13.78 991,107 11.93 
June .......... 1,195,126 10.119 963,857 7.59 
July .......... 1,105,980 10.55 946,646 1.86 
Aug........... 1,038,314 13.3~ 947,614 1.76 

6,119 71.it 
10,050 75.81 
25,163 71.18 
9,200 87.30 

36,700 64.64 
7,388 69.tl 

ti,088 1131.15 
12,212 84.9,1 
11,440 811.93 
2,206 96.99 

3,1,951! 198.96 
117,591 918.99 
180,963 3,057.40 

Monthly and Ocher Financial Reports 
Operating Operating 
Revenue Expenses Taxes 

$ $ $ 
British Columbia EJeclrlc Railway, Vancouver, n. C. 
June, 1931 .. -.......... 1,095,355 773,689a ....... 
June, 1930............ I, 171,585 900,425a 
12 mo. end. June, 1931. 14,544,496 9,524,373a 
12 mo. end. June, 1930. 14,729,585 9,801,814a 
Calgary l\funlclpal Rall way, Calgary, Alta. 
7 mo. end. July, 1931.. 466,673 329,035 
7 mo. end. July, 1930.. .. ...... 
Connecticut Company, New Haven, Conn. 
8 mo. end. Aug., 1931.. 7,210,118 5,351,803 357,777 
Edmonton Radial Railway, Edmonton, Alla. 
August, 1931. ... • .. .. 51,948 39,650 
August, 1930......... 55,330 43,449 
8 mo. end. Aug., 1931.. 486,069 355,603 
8 mo. end. Aug., 1930.. 545,834 367,291 
Honolulu Rapid Transit Co., Honolulu, Hawaii 
July, 1931............ 85,552 50,790 7,337 
July, 1930............ 90,581 50,616 9,059 
August, 1931.......... 85,402 53,316 7,337 
August, 1930.......... 86,480 50,902 9,149 
8 mo. end. Aug., 1931.. 669,508 405,422 63,236 
8 mo. end. Aug., 1930.. 693,810 408,043 71,455 
Lethbrldge l\funlelpal Railway, Lethbrldge, Alta, 
7 mo. end. July, 1931.. 24,637 23,328 ........ 
7 mo. end. July, 1930.. .. .. . . . • .. ...... 
Mexico Tramways, l\fexlco Clly, Mex. (in peeos) 
July, 1931 .....•.... ,, 787,420 854,350a 
July, 1930............ 850,380 926,960a 
7 mo. end. July, 1931 .. 5,403,970 5,986,120a 
7mo.end.July, 1930 .. 5,873,150 6,290,120a 
August, 1931.......... 802,460 864,270a 
August, 1930.......... 850,640 924,090a 
New York Railways, New York, N. Y, 
August, 1931.... ... . .. 459,294 393, 169a 
August, 1930.......... 457,247 408,567a 
8 mo. end. Aug., 1931. • 3,600,829 3, 148,835a 
8 mo. end. Aug., 1930.. 3,674,872 3,327,4 I 2a 
New York State RaUwa,·s, Rochester Lines 
7 mo. end. July, 1931 .. 2,270,905 1,975,420 147,303 
7 mo. end. July, 1930 .. 2,641,823 2,148,482 149,909 
New York State Railways, Rochesl.er, N, Y. (System) 
Brno.end.Aug., 1931.. 4,286,810 3,517,374 350,923 
8 mo. end. Aug., 1930.. 5,339,970 4,298,365 355,539 
New York Stale Railways, S)Taeuse l,lnes 
7 mo. end. July, 1931 .. 1,006,934 922,024 72,765 
7 mo. end. July, 1930 .. 1,165,930 997,565 74,336 
Pacific Electric Railway, Los Angeles, Cal. 
6 mo. end. June, 1931.·. 7,103,277 5,932,506 539,743 
6 mo. end. June, 1930.. 8,014,552 6,825,728 542,682 
Ueglna l\funlclpal Railway, Ueglua, Sask. 
7 mo. end. July, 1931.. 182,287 148,974 
7 mo. end. July, 1930.. .. .. .. .. • ....... 
Seallle l\(unlclpal St.reet Railway, Seatlle, Wash. 
7 mo. end. June, 1931. . 2,442,533 .•.....• 
7mo.end.June, 1930 .. 2,696,128 ........ 
United Traction Co., Albany, N. Y, 
Brno.end.Aug., 1931 .. 1,282,119 1,178,564 94,800 
.8 mo. end. Aug., 1930.. 1,514,271 1,313,988 92,029 
Youngsto,m l\funlclpal Railway, 1·oungstow11, Ohio 
July, 1931............ 111,486 122,838 ........ 
July, 1930 .......................... .. 

Italic figure, indicate deficits. a lncludee taxee. 

Gross Net 
Income lncom• 

s $ 

321,666 
271,160 

5,020,123 
4,927,771 

•. ,,77,; 
32,220 

1,621,527 614,732 

12,297 5,78!! 
11,880 6,346 

130,466 Sl!,9!3 
178,543 4,934 

29,679 
32,351 

17,389 
21,239 

16,462 15,085 
16,918 16,326 

127,961 123,856 
138,294 131,090 

16,647 
H,137 

66,930 
76,580 

581,150 
416,970 
61,810 
73,450 

66,125 37,821 
48,680 10,762 

452,994 217,823 
347,460 24,586 

148,183 
342,431 

42,337 

5,373 
152,039 

895,569 

12,145 
93,999 

757,576 978,804 
854, 148 ~ 9 48,1!82 

33,313 66,419 
30,591 

156,4£6 
119,776 

8,755 195,961! 
108,254 

11,352 33,3C5 
H,170 
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NEWS of the Industry 

I l111prove111 e11t Projects 

Montreal, Que.-During the current 
year Montreal Tramways has spent 
neariy $2,000,000 on capital a~count. Ad
ditional trackage has been laid, subways 
have been constructed and various im
provements and additions have been 
made to existing equipment. A notable 
addition to bus equipment this year has 
been the purchase of twenty new buses 
of modern design. Of these, fifteen were 
supplied by Associated Equip~ent Com
pany of Canada, and the rema11:1der from 
the Leyland Company. An important 
piece of construction is the erection of a 
tunnel underneath the Lachine Canal, at 
a cost of $2,500,000, to which the ~fon
treal Tramways is pledged to contribute 
not more than $825,000. 

+ 
South Bend Ind.-A street car route 

to serve the n;w residental and industrial 
development in the region of the Bendix 
Aviation Corporation offices and plants 
here was put in operation on Sept. 22. 
This route, formerly known as the 
\Vash ington Street line, was extended 
to serve its enlarged territory and will 
hereafter be known as the Bendix Drive 
line, according to George R. Green, vice
president and general manager of the 
N'or thern Indiana Railway. 

+ 
Chicago, III.-After five weeks of in

tensive preparation, the great Western 
Avenue substation of the Chicago Sur
face Lines recently was moved 17 ft. 
eastward from its original location. The 
work was accomplished successfully in 
thirteen hours, and the electrical ma
chines were in operation throughout the 
cou rse of the moving. Many novel engi
neering expedients developed in the 
cou rse of the preparations, but the entire 
operation, including installation of the 
trolley wire feeder cables in permanent 
locations and the foundation and back 
filling work was completed in consider
ably less than the scheduled time. 

+ 
Brooklyn, N. Y.-The Civic Council 

of Brooklyn has approved a substitute 
of the plan advanced last spring by the 
engineering department of the Board of 
T ransportation for the easterly extension 
of the Fulton Street four-track subway 
beyond Alabama Avenue. The new 
route will continue beyond Truxton 
Street to Rockaway Boulevard in 
Queens, thence along Rockaway Boule
vard to 120th Avenue and easterly to 
120th Avenue, Queens. 

Fare Changes 

Youngstown, Ohio-Weekly bus and 
street car passes will be reduced from 
$1.25 to $1 on O ct. 18 by the Youngs
town Municipal Ra ilway. Several months 
ago, the rate was reduced from $1.50. 

Some Figures that Tell the 
Facts About Milwaukee 

Figures made public for the first time 
since the new fare schedules went into 
effect on May 4, 1930, on the lines of the 
Milwaukee Electric Railway & Light Com
pany show an increase of 0.02 per cent in 
gross passenger revenue for the first year 
under the pass and revised fares. The 
new rates went into effect at a time when 
all business was on the downward trend. 
Despite that, the Milwaukee company's 
metropolitan passenger revenue increased 
from $8,562,696 to $8,564,564. The gain 
was only $1,868, but during the year 
unemployment increased in Milwaukee ;it 
least 20 per cent. 

Since May 1, however, gross passenger 
revenue has been going down as the de
pression continues. For twelve months, 
ended Aug. 31, the gross revenue for the 
metropolitan area fell from $8,571,210 in 
1930 to $8,375,930. The decrease was 
$195,280, or 2.03 per cent. The figures 
for July, for instance, show a 5.1 per 
cent decrease in revenue. 

The manner in which the company has 
held its own has brought many experts 
to Milwaukee to study its methods. The 
results of the first year of operation of the 
pass and new rates show that the city 
and suburban lines carried more passen
gers than the year before at a lower aver
age rate of fare, and yet revenues held 
about stationary during severe economic 
depression. 

The gross number of passengers carried 
during the twelve months from April 30, 
1930, to April 30, 1931, was 196,394,472, 

The Business Outlook 

E VERYTHING now depends upon 
how far the administration's 

emergency efforts will restore public 
confidence, permit prompt pressure to 
be brought toward domestic re-infla
tion, and be supplemented as soon as 
possible by concerted international 
action. The securities and commod
ity markets are evidently still un
certain as to how thoroughly the 
deflation doctrine has been repudiated 
here and abroad, and how aggres
sively a reversal of the process will 
be carried out. Faced, further, with 
the prospect of continued unemploy
ment, slack business, coming Congres
sional chaos, and prolonged political 
and financial instability abroad, they 
will probably be subject to extreme 
fluctuations for a considerable period. 
In the meantime, domestic business 
indicators show no definite turn for 
the better, but they still hold slightly 
above the bottom established by basic 
consumption requirements. 

-The Business Week. 

as compared to 180,756,845, an increase of 
8.65 per cent. For the year ended Aug. 31, 
there was still an increase-193,617,873, 
as against 184,888,869, or 4.7 per cent. 

For the year ending April 30, 1931, the 
distribution of riders was as follows: 

Cash passengers dropped from 34,010, 
428, to 23,080,313, or 32.14 per cent, and 
ticket passengers from 92,457,048 to 
26,367,445, or a drop. of 71.48 per ce~t 
Both the cash and ticket fare was 111 

creased on May 4, 1930. As against those 
figures pass riders were 89,967,895, based 
upon ; careful check showing that the 

(Continued on Page 614) 

Indiana Bus Bill Under 
Scrutiny 

Another chapter has been written in 
the attempt to prevent publication as 
law by the Secretary of State of the so 
called House Bill No. 6 when attorneys 
for citizens of Indianapolis and Muncie 
presented their oral arguments against 
the bill in Marion County Circuit Court. 
House Bill No. 6, as it stands, removes 
the control of all buses from the munici
palities, and places it in the hands of the 
Public Service Commission. Plaintiffs 
contend that the act reached the office of 
the Secretary of State on the last night 
of the 1931 legislative session and was 
signed as a _valid act of the Legislature 
without having been approved by the 
Senate. The Marion County grand jury 
has under way an investigatibn of the 
alleged irregularities in. t.he b.ill's pas
sage. A temporary mJunchon now 
restrains the Secretary of State from 
publishing the bill as a law. 

Taxi Becomes a Menace 
Business men have asked the City 

Council of Lincoln, Neb., to include in 
the new ta~icab ordinance, now pend
ing before it, a provision that the mini
mum fare shall be 15 cents. They base 
their plea entirely on the need of pre
serving service as furnished by the Lin
coln Traction Company. Men out of 
work have put their cars into taxicab 
service, causing rate demoralization. In 
one instance a fleet of taxicabs is charg
ing a uniform rate of 10 cents for the 
5-mile ride to eastern and northeastern 
suburbs compared with the railway 
company rate of 12 cents. The com
munication sets out that the railway 
company probably could not for long 
survh:e this new competition. Fears are 
expressed that the company may seek to 
abandon its suburban lines. The pro
posed taxi ordinance requires meters for 
all cars, hans cruising and limits parking 
in downtown areas. 
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Bm O pel'ations 

Rome, Ga.-The Georgia Power Com
pany has petitioned the City Commis
sion to abandon its bus line route to 
Lindale through South Rome, and re
route the ,·ehicles out Second AvenuP 
and ~faple Street to Lindale. 

+ 
Rochester, N. Y. -The contract for 

use of bus routes of the New York State 
Railways in and between Rochester and 
Sodus Point, made 011 June l 0, 1931, be
tween \V. T. Plumb and B. E. Tilton as 
receivers of the Rochester Railway and 
the Kew York State Railways and the 
Rochester Interurban Bus Line, Inc .. 
has been approved by the Public Serv
ice Commission. The contract has also 
been approved by the l:nited States 
District Court. 

+ 
New York, N.Y.-Discussing opera

tions of the Third Avenue Railway for 
the fiscal year ended June 30, last, 
Slaughter \\'. Huff, president, points out 
in the company's pamphlet report that 
the cost of bus operations during the 
year was reduced more than -t cents a 
mile from the previous year, while re
ceipts per bus-mile increased more than 
l cent. Substitution of buses for trolleys 
in \Vestchester is gradually taking place. 

+ 
Houston, Tex.-The Houston Electric 

Company has been granted permission 
by Council to establish an express bus 
line to sen·e Southwood, between the 
I.~G.N. tracks and Scott Street and 
Belmont. Grand Park and Foster Place 
additions. located just outside the city 
limits. The fare is to be 10 cents with 
transfer privileges. 

+ 
Peoria, 111.-The 111inois Power & 

Light Corporation will substitute trolley 
buses on certain routes here for trolley 
service, under authority of the Illinois 
Commerce Cqmmission. Fares will re
main uncl,anged. · The seating capacity 
of the new buses will be larger than that 
of the street cars now in use. The 
amount of service will also be increased. 

+ 
Sedalia, Mo.-The Public Service Com

mission has granted the City Light & 
Traction Company permission to sub
stitute service by bus for its street car 
~ystem. 

Se,-vice Changes 

Philadelphia, Pa.-Negotiations are in 
progress between the Delaware River 
Joint Commission and the Philadelphia 
Rapid Transit concerning the operation 
of the proposed line over the Delawarf 
River Bridge. It is considered likely 
that the agreement with P.R.T. will be 
established on the basis of 3 cents for 
each passenger and that the fare on the 
line will be 10 cents. Officials have said 
it would be necessary to charge the same 
amount as pass_engers are now payitig for 
a bus ride between Camde11 and Phil
adelphia. Engineers estimate that at 
least 65,000 persons will ride daily in 
high-speed electric trains when they are 

in operation o,·er the bridge. This figure 
is approximately 30 per cent of the 
I 77,-168 persons who crossed the river 
in buses, motor cars, ferries, horse
drawn ,·chicles and other·means of trans
portation in a 2-t-hour period. 

+ 
Chicago, Ill.-The City Council has 

adopted a resolution frowning upon the 
plan of the Chicago Surface Lines to 
place one-man cars on 26 routes. The 
request of the company for authority to 
use one-man cars is pending before the 
Illinois Commerce Commissio11. At a 
recent hearing on the request, William 
H. Sexton, corporation counsel, obtained 
a continuance of further hearings until 
he could ask the City Council to deter
mine the city's policy on the matter. 

+ 
La Crosse, Wis.-The city will likely 

oppose the petition of the Mississippi 
Valley Public Service Company to the 
Public Service Commission for a change 
in operating schedules of street cars and 
buses. The city feels that extra cars and 
buses should. be put into service during 
rush hours of the day and evening. It 
has been suggested, that the company be 
permitted to abandon its car system on 
the 23rd Street line and substitute buses. 
The company petition requests: sub
stitution of a fifteen-minute service on 
the north side line instead of present ten
minute service; substitution of fifteen
minute service on La Crosse Street
South Avenue bus line instead of the 
present twelve-minute schedule: and to 
discontinue operation of the 23rd Street 
line from 23rd Street to 4th and Main 
Streets, and substitute a fifteen-minute 
stub service. 

+ 
Chicago, Ill. - Attorney Francis X. 

Busch, represcntating the Surface Lines, 
has served notice on the Illinois Com
merce Commission that, if the one-man 
service is not allowed, the only alterna
tive for the company will be the reduc
tion in number of the two-man cars now 
in operation. The commission recently 
refused to issue a temporary order per
mitting one-man cars on certain desig
nated cars, but authority from the com
mission is not needed to curtail service. 

+ 
Wausau, Wis.-The Valley Transit 

Company, subsidiary of the \Visconsin 
Valley Electric Company, has withdrawn 
its petition with the Public Service Com
mission, in which it asked to be per
mitted to discontinue the bus service in 
1lerrill. At a meeting of the company's 
officials and city officials, H. L. Geisse, 
vice-president, declared that the bus com
pany has lost about $30,000 since it 
started operation, but that the company 

Coming Meetings 
o~t. 12-10 -Annual Safety Con

gress Including Special Electric 
Railway Section, Chicago, Ill. 

Oct. 20-30-Annual Transportation 
Meeting o! Society of Automotive 
Engineers, \Vashlngton, D. C. 

Nov. 19-20--llllddle Atlantic States 
Equipment l\len's Association, York, 
Pa. 

Jnn. 27-20, !032-Electrlc Railway 
Association of Equipment l\len, 
Southern Properties, Richmond, Va. 

will endeavor, if it has the help of the 
people, to keep the line going for tho~e 
who are constant riders. He asked citi
zens to suggest how the line can be 
operated without showing a loss. 

+ 
Memphis, Tenn.-Thousands of visi

tors at the Mid-South Fair were per
mitted to inspect one of the new trolley 
buses of the 1lemphis Street Railway to 
be put in operation on the Lamar Avenue 
line about Oct. 15. R. N. Smith, 
"Operator No. 336," was in charge of 
the car all week. He will operate the 
new conveyance. 

+ 
Kenosha, Wis. -The Metropolitan 

Motor Coach· Company, Inc., which 
operated between Kenosha and the State 
line, has been authorized by the Public 
Servic~ Commission of \Visconsin to 
abandon the route, which will be taken 
o,·er by the North Shore Lines. 

Financial News 

Hammond, Ind.-H. K. Cuthberton, of 
the Public Service Commission, has in
dicated that State approval will be given 
to the sale of the Calumet Railways, Inc., 
by the lnsull interests to Walter J. 
Cummings. Mr. Cummings pledged at 
the hearing that he immediately will ex
pend $150,000 to rehabilitate the system 
should the commission rescind an aban
donment order obtained this year and 
approve the sale. 

+ 
Detroit, Mich.-The Detroit Motor 

Bus Company has agreed to accept the 
ofter of $616.000 made by the Depart
ment of Street Railways of the city for 
its real estate plant with the proviso that 
it buy all other properties as well. The 
D. S. R. had said it was willing to pay 
$232,000 for a number of new coaches. 
The company agreed to this. The re
mainder, consisting of 400 coaches of 
varying age, plus plant machinery and 
other equipment, was valued by the com
pany at $2,3-tS,476. E. Cyril Ilevans, 
spokesman for the company, asserted 
that a fair appraisal of the bus company 
property showed $3,378,000 to be its 
reasonable present market value." He 
charged that the appraisal conducted by 
the city has been haphazard and super
ficial. 

+ 
St. Louis, Mo.-The decision in the 

case under which the wages of the em
ployees of the St. Louis Public Service 
Company went to arbitration was ren
dered on Oct. 9 upholding the plea of 
the company to the entent of a 10 per 
cent reduction. 

+ 
Toronto, Ont.-A friendly settlement 

has been reached between the city and 
the Toronto Hydro by which the latter 
agrees to pay local improvement taxes 
on Hydro properties. According to the 
Globe, if pressure is exerted to bring the 
Toronto Transportation Commission. 
operating the municipal railway and bus 
lines, into the same tax-paying class, 
the adjustment may not be so easy, since 
any considerable invasion of its surplus 
would, conceivably, result in increased 
fares. 

(Uo11tim1e,l 011 l'age 613) 
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Rescinding of Baltimore's 
Park Tax Discussed 

~[ayor Jackson, of Baltimore, has let 
it be known that he docs not see how he 
can at this time favor the elimination of 
th1: park tax now paid to the city by the 
United Railways & Electric Company. 
The Mayor said, however, that he in
tends to suggest to President Storrs that 
as to any other relief to which the com
pany may feel it is entitled, his company 
present its case to the City Council. 

The law passed by the Maryland Gen
eral Assembly, authorizing the Mayor 
and City Council to eliminate the park 
tax, also provides for them to grant a 
reduction in the tax, if the city cares to 
render partial relief. 

Early in September Mr. Storrs dis
cussed the whole subject in a letter to 
the ~fayor, who now says he will reply 
to this letter within a few days. 

At a session of the City Council held 
on Oct. 5 a resolution was introduced 
designed to place the Council on record 
as unalterably opposed to either the 
elimination or reduction sought. The 
resolution was referred to the Board of 
Estimates without discussion. So far 
nP ordinance has been introduced dealing 
with the subject. 

Not for a long time has anything oc
curred in Baltimore which has aroused 
so much public interest and discussion 
a~ the move made to either abolish or 
reduce the park tax. A nmnber of the 
neighborhood improvement associations 
have passed resolutions opposing any 
change. 

Cleveland Rates Modified 
A compromise rate schedule, proposed by 

officials of the Cleveland Railway when 
city authorities objected to the double in
crease of fares within a week, has been 
approved by Cleveland, East Cleveland 
and Oeveland Heights City Councils. 

For a trial period of 60 days, the rail
way will charge a IO-cent cash fare and 
7½-cent ticket rate ( four tickets for· 30 
cents) in the city of Cleveland with a 
I-cent charge for transfers. 

Fares for through rides to East Cleve
land and Cleveland Heights will be 12 
cents cash or 9 cents by tickets, with five 
tickets for 45 cents. A ride wholly within 
either municipality will be the same as the 
Cleveland fare. 

The compromise schedule for a 60-day 
trial period was advanced when city au
thorities objected to the proposed increase 
from 8 to 9 cents cash fare on Oct. 4, 
and a boost from 9 to 10 cents cash fare 
on Oct. 11. 

While the cash fare in Cleveland has 
been increased 2 cents, the ticket fare has 
been raised less than half a cent, to in
<luce regular riding. 

Mayor Wants Transportation 
Matter Settled 

Mayor Miller of St. Louis, llfo., in a 
message to the Aldermen on Sept. 25 
urged the board to "find an early answer 
to the vexing question" of mass trans
portation, pointing out that nearly 
'$35,000,000 in bonds and notes of the St. 
1.ouis Public Service Company will mature 

New Home of 
McGraw-Hill Publications, 

330 West 42d Street, 
New York 

within the next three years. The Alder
men last spring retained former-Congress
man Cleveland A. Newton to serve as 
special counsel in transportation matters. 
The 1fayor said: 

Through the r eport of the Transporta
tion Survey Commissio n and an earller 
report prepared by the city's then con
sulting engineer, C. E. Smith, your board 
ls In possession of all the facts avallable 
on this subject. You have the benefit of 
the opinion of experts, arrived at after long 
and careful study, not only of the trans
portation question generally, but of those 
phases of It pecullar to our local situation. 
\Vlth the help of former-Congressman 
Newton, who has been specially employed 
tor this purpose, It should not be difficult 
for your board to find an early answer to 
this vexing question. 

Delay in finding such answer before the 
maturity of the bond issue and note and 
before the expiration of the present fran• 
chlses a few years later, might seriously 
embarrass our car riders and St. Louis 
business Interests. I earnestly recommend 
that your board devise a satisfac tory plan 
for the solution of this transportation prob· 
lem before the clo>1e of the present session. 

Financial News 

(Conthtued from Page 612) 

Buffa lo, N. Y. -The International 
Railway has brought suit to recover 
$2,823, representing an alleged overpay
ment on its corporation income tax for 
the 1928 calendar year. After the pay
ment of an original tax of $87,656, the 
income tax bureau increased the tax 
liability to $103,080. During the year 
1928, the company purchased for retire
ment $272,000, par value. bonds of the 
Buffalo Railway, the Crosstown Street 

Railway, and the Buffalo & Niagara 
Falls Electric Railway for $248,467. The 
company now disputes the validity of 
the order of the income tax department, 
requiring it to pay a tax on the profit on 
the bonds so retired. 

[ Regulation and Legal 

Columbus, Ohio-The State Utilities 
Commission has sustained its former 
order, rejecting a proposal of the Lake 
Shore Electric and otl1ers to cancel 
their joint tariffs with the "western 
chain" of Ohio interurban railways. 
The application to cancel the tariffs was 
filed to become effective Jan. 17, 1930, 
but the commission postponed the effec
tive date and in its answer the "western 
chain" contended a monopoly would be 
established, should the proposal be ap
proved. The "western chain" is com
prised of the Dayton & Troy, Western 
Ohio Railway & Power, Findlay, Ar
cadia & Fostoria and the Fostoria & 
Fremont Railroad. As a result of the 
action just tak'en the joint tariffs will 
be continued in effect. 

General 

Baltimore, Md. - The Consolidated 
Gas, Electric Light & Power Company · 
has announced the consummation of a 
twenty-year contract for power with the 
Pennsylvania Railroad covering the en
tire electrification requirements of the 
Pennsylvania system from the Susque
hanna River at Havre de Grace, Md., 
to Washington. Power for this line will 
be supplied early in 1933. 

+ 
Jacksonville, Fla.-Members of the 

City Council's special franchise com
mittee are said to look with favor upon 
alternative proposals made by the Jack
sonville Traction Company for a new 
franchise to replace the one under which 
that firm now operates but which expires 
next January. Under terms of the new 
proposal the company asks for a net 
return of 8 per cent upon a capital invest
ment of $2,500,000, and offers to pay a 3 
per cent gross tax to the city out of sur
plus returns over 8 per cent net to the 
company. 

+ 
Detroit, Mich. -The Miller-Schorn 

plan advanced for stimulating street car 
riding here will go on the ballot at the 
election next month. Last spring a 
plan of between-tracks safety depots and 
associated subwalks in combination with 
express street car and local bus service 
was lined up for submission to the 
people, but the matter did not appear on 
the spring ballot under promise that the 
plan would appear at the fall election. 
Within the last two weeks 49,000 signa
tures were secured requesting that the 
matter be placed on the ballot, with but 
25,228 signatures actually required. The 
City Clerk has since certified to the Com
mon Council that more than the neces
sary signatures had been supplied for this 
proposition to be placed before the 
people on Nov. 3. 
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Results in British Columbia 
A reduction of nearly 2,000,000 passen

gers for the year as compared with the 
previous year's operations was revealed in 
the annual report of the British Columbia 
Power Corporation, controlling the British 
Columbia Electric Railway and subsidiary 
companies. Slowing up in the building 
trade and condition of the lumber business, 
two important industries centered in Van
couver, are largely responsible for the de
cline in the number of passengers carried. 
Car mileage increased 561,000 over the prc
,·ious year due largely to the increased 
number of cars in service during rush 
hours. Freight revenue, being largely de
pendent on the mO\·ement of transconti
nental freight showed a heavy decline. 
In a five-year survey the report shows: 

Paseengen, 
Carried 

1931..... . .. . • . . . . . . • . . . 74,249,659 
1930 ..•...•..• . .•... . ... 76,113,515 
1929...... . . ..... . ... ... 77,69◄,73 l 
1928.. • . .. . . . • . . . . .. . . . • 77,063,656 
1927..... . . . . . . . . . • . . • . . 75, I I 3,022 

Freight 
Tonnage 
3◄3,320 
◄ 5◄. II I 
553,391 
487,890 
481,699 

Facts About Milwaukee 
( Continued from Page 611) 

a,·erage passholder gets 22 rides per pass. 
Transfer rides on the pass were 36,803,271 
at the rate of nine transfers per weekly 
pass. Transfers during the same time 
dropped from 54,289,369 to 20,175,548, due 
to the decrease in cash and ticket riding 
and the popularity of the pass. 

Under the unusual efforts made through 
various types of cut-rate passes, riding in
creased by 25,000 to 30,000 passengers a 
day. Peak-hour riding, however, decreased 
by about 31,000 passengers a day, but the 
off-peak riding has increased by 56,000 
to 61,000 passengers daily. Short-haul rid
ing in the downtown and outlying districts 
has been stimulated through the pass and 
more liberal transfer privileges. 

The company estimates that 67 per cent 
of its riding is by the pass and that the 
average fare on the pass now is 4.55 cents 
a ride. Figuring that 16 per cent of its 
passengers pay cash, and 17 per cent buy 
tickets, it points out that the average fare 
now is 6.1 cents a ride as against 6.76 cents 
before May 4, 1930. 

The commission's prediction that the 
new fares would give the utitity $400,000 
in additional revenue has not materialized. 
In anticipation of the theoretical increase, 
electric light rates to residential and small 
commercial users were reduced $482,000 
as an offset. The reductions in the rates 
for electricity will, however, remain in 
effect. 

The coming of the pass has helped to 
increase the car speed in Milwaukee's 
metropolitan area from 9.261 m.p.h. to 
9.733 m.p.h. the first year and to 9.86 
m.p.h. at present. Prior to the pass, car 
speed was slowing up. The time consumed 
by the trainman now in handling cash, 
tickets, etc., is 60 per cent less than for
merly. Nearly 78 per cent of the evening 
rush-hour rides require no fare handling. 

It is also pointed out that in 1926 6 per 
cent of the metropolitan area was more 
than one-quarter mile from a street car or 
bus line while now only 3.2 per cent of 
the area is in that category. 

Foreign News 

British Railroads Hostile to 
Electrification Report 

Proposals made in the report of the 
Weir committee on main-line electrifica
tion have been submitted by the Govern
ment to the railroads, but there appears 
to be no likelihood of a reply calculated 
to lead to early action on the lines sug
gested by the committee. In the present 
financial position of the companies, even 
with a large measure of Government 
assistance, an expenditure of $1,305,000,000 
spread over a number of years, requires 
very serious consideration, and the reports 
received by the railroads from their experts 
are likely to induce the general managers 
to approach main-line electrification 
cautiously. 

During the present period of depression 
the possibility of a combine to include the 
main-line railways and their competitors 
has been broached, but opposition to any 
such plan remains strong. 

So far the railroads have not yet replied 
to the Government's request to furnish 
their observations upon the Weir report, 
but it is known that they are definitely 
against it. Even taking the figures put 
forward by the committee, which may be 
regarded as showing the case for elec
trification in a favorable light, the feeling 
is that the companies would not be justi
fied in contemplating the expenditure of 
so large a sum, in view of the way in 
which their traffic receipts are shrinking. 

Suburban electrification, however, stands 
on a different footing. Here the commit
tee estimates that there will be a return 
of 13 per cent on a capital expenditure 
of $225,000,000. This is a far less specula
tive proposition, especially in view of the 
agreement under which the suburban lines 
will be included in the London traffic pool. 
When the London Passenger Transport 
Bill is passed into law much is likely to 
be heard about suburban-line electrification. 

Trolley Bus Progresses in 
England 

The extensions of the trolley bus system 
on the routes of the London United Tram
ways, described recently in ELECTRIC RAIL
WAY JOURNAL, are now nearing completion. 
In Nottingham the Corporation has 
ordered thirteen trolley buses, while 
Chesterfield Corporatiofl has two such 
buses on order. 

New Subway Traffic Record 
set Up in London 

A subway traffic record of more than 
30 years' standing was broken in London 
recently, when more than 300,000 people 
attended the Royal Air Force Pageant at 
Colindale. The number of passengers 
arriving at the Colindale Station of the 
London Underground Railway during the 
day was 108,000, or 10,000 more than 
last year and the highest number ever 
handled at any subway station on a single 
day. If allowance is made for the huge 
crowds of people arriving at Hendon and 
Burnt Oak stations (close to Colindale) 
for the pageant, the total number of those 

traveling in the two directions dnnng the 
day would be not less than 250,000. The 
previous subway traffic record was made 
30 years ago at the Bank Station of the 
Central London Railway on the occasion 
of the celebration of the return of the 
City Imperial Volunteers after the South 
African War. Although this record has 
been approached on several occasions, it 
had ne\·er been broken before. 

Bow Collectors for Glasgow 
The Glasgow Corporation Transport 

Department has decided to fit all its street 
cars with a new type of O\·erhead collector. 
the invention of Fischer de Tovaros, con
sulting electrical engineer to the Budapest 
City Tramways. The Fischer bow col
lector takes the form of a special steel 
plate, 39 in. long by 4 in. wide, with 
grooves 24 in. long by ~ in. wide and ¾ in. 
deep, filled with grease, which reduces 
wear, minimizes breakage, and prevents the 
formation of ice. At terminals reversal 
of the collector is automatic. The collector 
is almost noiseless in operation, is com
pletely free from sparking, whistling and 
vibration, and causes no interference to 
radio reception. The Glasgow authorities 
began experimenting with the Fischer bow 
five years ago, when eight cars were so 
equipped. Birmingham, Aberdeen and sev
eral other cities are also trying the device. 

Electrification of 
Russian Railroads 

The work of electrifying new railroad 
lines in the U.S.S.R. was recently begun. 
In the Urals operations are in progress 
on the Lunevsk branch carrying coal 
from the Kizel Basin. This branch will 
be electrified for a distance of 113 km. 
\Vork has already begun in the Lenin
grad-Oranienbaum district with a branch 
to Gatchina, and on the l\lineralnve 
Vody branch, in the Caucasus, fro-111 
Mineralnye Vody Station to Kislovodsk. 
The length of each of these electrified 
branches will be 72 km. The fir~t Soviet 
electric engines will be built at the 
Kolomma factory in the :\loscow region. 

London, England-In spite of the 
prospect that the London County Coun
cil tramways may be transferred to the 
proposed Transport Board, the Count)• 
Council continues its schemes of im
provement. E. Sanger, chairman of the 
Council, recently recalled that the sub
way between Victoria Embankment and 
Southampton Row, which formerly could 
take only single-deck cars, was reopened 
for traffic on Jan. 14 last after it had 
been rebuilt to accommodate double
deck cars. The stations on the subwav 
were modernized and an improved 
scheme of lighting was installed. At 
the tramway power station in Greenwich 
a new and more economical plant of in
creased capacity is being substituted for 
old plant at an estimated cost of £450.-
000. Arrangements have been made for 
modernizing the fleet of tramcars and 
for anticipating future demands. 

+ 
Lanarkshire, Scotland-The tramway 

routes of the Lanarkshire Transport 
Company have ceased operation. Serv
ice by bus has been substituted. 
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PERSONAL MENTION 

G. D. McGwinn Succeeds 
Colonel J. H. Alexander 

Announcement was made in Cleveland, 
Ohio, on Oct. 7 of the election of George 
D. McGwinn as president of the Cleveland 
Railway to succeed Joseph H. Alexander, 
resigned. Ur. McGwinn has been a vice
president of the company since last May 
when the Van .3weringen interests became 
active in the affairs of the company through 
the placing of C. L. Bradley, Alva Bradley, 
Col. Otto Miller and Mr. McGwinn in 
executive posts with the railway. 

Colonel Alexander said he planned to 
remain in Cleveland and establish an office 
as a railway consultant. In his letter of 
resignation he said : 

I have for some time been giving con
sideration to the severance of my connec
tion with the Cleveland Railway before 
the expiration of my present term. For 
a variety of reasons, with which the chair
man Is familiar, permit me herewith to 
tender my resignation as director, member 
of the Executive Committee and president, 
effective Immediately. 

No indication is contained in the account 
of the change in the Cleveland Plain 
Dealer that an official statement regarding 
the matter was made by the management, 
but that paper did pay a gracious compli
ment to both men in an editorial which it 
concluded in part as follows: 

The substitution of George McGwinn for 
Joseph H. Alexander In the presldent"s 
chair was not unexpected. So far as the 
administrative direction of the company 
goes It means little. To many, the depar
ture of Colonel Alexander from an enter
prise with which he has been connected 
since the days of Tom L. Johnson brings 
a pang of regret. He has had an important 
part in giving this city what, In spite or 
its present woes, Is one of the best electric 
railway systems in America. His successor 
has a record of administrative achievement 
which juRt!fles the esteem In which he Is 
held both by his employers and by the 
community. 

From the time of his graduation from 
the Case School of Applied Science with 
a degree in mechanical engineering in 1905, 
with the exception of service as assistant 
to the general manager of the Pittsburgh 
Railways for a few years, and absence 
from duty with the engineering forces 
during the War, Colonel Alexander's 
activities have been confined to the local 
transportation svstem in Cleveland. Imme
diately following his graduation from the 
Case School, he took a position as chief 
engineer with Tom Johnson's Municipal 
Traction Company in that city, and in the 
bitter struggle for supremacy between rival 
street railway interests which kept the city 
in a turmoil for the next four or five years 
Mr. Alexander fought shoulder to shoulder 
with his chief. The outcome of that battle 
was the Tayler franchise, a model of its 
sort, under which the Cleveland properties 
have operated with conspicuous success 
ever since. 

Following his experience in Pittsburgh 
Colonel Alexander returned to Cleveland 
as chief engineer in the office of Peter Witt, 
at that time the city's transit commis
sioner, where he rendered exceptional serv
ice in assisting to solve the local transporta
tion problems. In this capacity he 

G. D. McGwinn 

attracted the attention of the late John J. 
Stanley, the doughty president of the 
Cleveland Railway, who engaged his serv
ices in 1916 as assistant to the president. 
Responding shortly afterwards to the na
tion's call to arms he received an appoint
ment as major in the administrative 
section of the construction division of the 
army, being presently advanced to the rank 
of colonel. Under his general direction 
at one time were the labors of nearly 400,-
00Q men engaged on contracts involving 
the expenditure of approximately $1,500,-
000,000. 

Returning to his job at Cleveland he was 
elevated to the vice-presidency of ,his com
pany, which office he filled until the death 
of Mr. Stanley in October, 1926, when he 
succeeded to the presidency. 

In addition to his official duties, Colonel 
Alexander has found time to take an active 
part in the affairs of the A.E.R.A., of 
which he is now first vice-president. as weli 
as to take part in many local activities in 
the city of Cleveland. Among other honors 
which have been bestowed upon him have 
been the presidency of the Cleveland Engi
neering Society, the presidency of the 
Cleveland Safety Council and the presi
dency of the Ohio Safety Council. 

Mr. McGwinn went into electric railway 

Col. J. H. Alexander 

operation in Cleveland more than a year 
ago through the channels of building man
agement and construction. He had pre
viously been a specialist in building man
agement. Among the structures of which 
he was in charge were the Citizens' and 
!he Union Commerce National Bank build
ings in Cleveland. When the Union Trmt 
merger was brought about, Mr. McGwinn 
was con fronted with the problem of hous
ing the forces of four banks in a building 
that was considered too small for one. 
He managed it for three years, while the 
Union Trust building was under construc
tion, and then was made vice-president and 
building manager of the Union Trust 
Company. 

Veteran Cincinnati Employee 
Honored 

More than twenty-five executives and 
operating officials of the Cincinnati Street 
Railway, Cincinnati, Ohio, assembled on 
Sept. 15 at the Gibson Hotel to honor 
F. ]. Venning, superintendent of power, 
on the occasion of his 70th birthday. The 
affair was a surprise to Mr. Venning, 
who had a luncheon engagement with his 
general manager, J. B. Stewart, Jr., to go 
over various company matters. Instead 
of going to the dining room on their 
arrival at the hotel, Mr. Stewart piloted 
the way to one of the private dining rooms, 
in which were assembled his fellow asso
ciates, headed hy \Valter A. Draper, presi
dent of the railway. 

Rounding out SI years of service in the 
electrical business, Mr. Venning's first 
work in electrification of horse cars was 
in Savannah, Ga., in 1890, when he in
stalled the first railway motor installed by 
the Westinghouse company. Prior to this 
time, he was employed by the Pennsylvania 
Railroad as a fireman, then as an engineer. 
In 1889 he joined the Westinghouse com
pany, installing electric motors. In 1893 
he joined the Citizens' Traction Company 
of Pittsburgh, where he remained until 
1910, when he entered the service of the 
Cincinnati Street Railway. On 1Iarch 1, 
1918, Mr. Venning was appointed superin
tendent of overhead lines and two years 
later took over the superintendency of shops 
and equipment. On Feb. I, 1926, he was 
appointed superintendent of power, which 
position he holds at the present time. 

John F. Collins Made Receiver 
at Saginaw 

John F. Collins, Jackson, Mich., has 
been appointed receiver for the Sagi
naw Transit Company, Saginaw, Mich., 
by Judge Tuttle in the United States 
District Court. The Saginaw Transit 
Company operates street cars and buses 
in Saginaw as well as a short interurban 
line to Zilwaukie. 

Approximately 200 miles of railroad 
are now operated by Mr. Collins. The 
systems included under his direction are: 
the Lansing Transportation Company, 
the Jackson Transportation Company, 
the Battle Creek Transportation Com
pany, the Kalamazoo Transportation 
Company, the Saginaw Transit Com
pany, and the Eastern Michigan-Toledo 
Railroad, of which he is the recei\·er. 
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C. 0. Guernsey Directs Brill 
Engineering Activities 

All Brill enginceriug activities have been 
placed under the direction of Charles 0. 
Guernsey as chief engineer of the J. G. 
Drill Company and its subsidiary com
panies. 

1Ir. Guernsey has been connected with 
the Brill organizatio11 si11ce 1923. During 
his association with Brill he has taken a 
keen interest in the modern trend in the 
design of electric railway rolling stock 
and other types of urban and interurban 
transportation equipment. The rapidly 
increasing prominence of the trolley bus 
as a factor in the public passenger trans
portation field resulted in Mr. Guernsey's 
appointment as chief automotive engineer 
on Jan. I last. Subsequently, the appar
ently successful application of worm and 
other modern type drives to electric car 
trucks, streamline body design and other 
similarly modern practices resulted in the 
unification of all Brill engineering activ
ities under Mr. Guernsey's direction. He 
will be located at the Philadelphia plant. 

For ten years before he joined the Brill 
organization, Mr. Guernsey was affiliated 
with the Service Motor Truck Company, 
\Val:Jash, Ind., as chief engineer and later 
as vice-president in charge of the com
pany's railroad division, the activities of 
which were transferred to the Brill Com
pany in !923 at which time Mr. Guernsey 
was appointed chief engineer, automotive 
car division. Under his direction the ex
tensive line of Brill rail motor cars for 
steam railroads was developed. 

Herbert Morrison Withdraws 
as Transport Minister 

Herbert Uorrison, Uinister of Trans
port in the English Labor Government, 
has declined to carry on under the new 
National Government. He was practically 
the promoter of the London passenger 
transport bill, intended to promote the 
co-ordination of the London passenger 
services. Even the motor transport people 
were quick to recognize the service 
Mr. Morrison has performed, and to ex
press regret at his decision not to throw 
in his lot with the newly formed National 
Government. A contemporary in that field 
says: 

The decision is all the more Important In 
view of the announcement that the London 
passenger transport b\11 wlll be proceeded 
with as an agreed measure. Whatever the 
future may hold for Mr. Morrison and his 
party, we shall always be grateful to him 
for having put real life Into the Ministry 
o! Transport. He has displayed a prac
tical appreciation of the Industry's point 
of view, and thus ensured Its co-operation 
In the Important measures which have 
marked his spell o! office. Mr. Morrison 
will certainly be remembered as one o! the 
most successful :Ministers o! Transport. 

A .V. Guillou With 
Wisconsin Commission 

A. V. Guillou, for 4½ years assistant 
chief engineer for the California Rail
road Commission, has resigned to be
come chief engineer of the newly 
reorganized Public Service Commission 
of Wisconsin. Prior to his connection 
with the California Commission, 1fr. 
Guillou was associated with a number 
o f California power companies. After 

his graduation from the University of 
California in 1912, he spent two years 
"ith the \ V estinghouse Electric & Man
ufacturing Company in East Pittsburgh, 
and then joined the Pacific Light & 
Power Corporation, later merged with 
the Southern California Edison Com
pany as commercial salesman. Later he 
became district manager for the Uount 
\Vhitney Power & Electric Company. 
\Vhen that company was taken over by 
the Edison Company in 1919. 

P. J. Pybus Minister of 
Transport 

P. ]. Pybus, Liberal member of Parlia
ment for Harwich, has been appointed 
British Minister of Transport. Mr. Pybus 
is a well-known business man, and is a 
director of the English Electric and other 
companies. G. M. Gillett, Labor member 
of Parliament for Finsbury who, in the 
last government, was secretary to the 

Department of Overseas Trade, has been 
appointed Parliamentary Secretary to the 
Ministry of Transport, in succession to 
). A. Parkinson, Labor member for \Vigan. 
::'l[r. Pybus is a member of the Institution 
oi Electrical Engineers. ln 1917 he was 
crca ted a C.B.E. for his services to the 
::'l[inistry of 1lunitions during the war. 
He has been a member of various govern
ment commissions and committees. 

Charles H. Forsgard, who has be<."11 
acting general manager of the Com
munity Traction Company in Toledo 
for nearly four years, has been made 
vice-president and general manager and 
elected a director of the company. Over
whelming approval of the ten-year ex
tension of the service-at-cost ordinance 
by the electorate was taken partially as 
a compliment to Mr. Forsgard for the 
many operating Improvements ana econ
omies together with unification of bus 
and street railwav service under his 
guidance. · 

W. B. Wheeler Made 
Superintendent of Transportation 

COJJvri11ht bv Bachrach 

W. B. Wheeler 

William B. Wheeler, who has had a 
long, practical and successful career in 
street railway work in the Metropolitan 
District of New York, has been advanced 
to superintendent of transportation of the 
trolley and bus lines of the Third Avenue 
Railway System, New York. 

\Vith very little opportunity for formal 
schooling in his formative years, and with 
no personal influence back of him, ::'l[r. 
Wheeler has fought his way up through 
all the stages, educating himself as he 
went along and winning promotion by 
deserving promotion. His many friends 
who have recognized his sterling qualities, 
his indomitable ambition and his deter
mination to make good are expressing 
their gratification at this latest recognition 
of Mr. Wheeler's abilities, not only on 
his account, important as that is, but be
cause of the message of encouragement 
which that recognition carries to other 
men in the ranks. 

Eve11 to his superiors, the intensity of 
the man has been a source of wonder. 
Mr. Wheeler has found time for other 
activities, some collateral with the street 
railway enterprise. He took an active part 

in the affairs of the ::'lfetropolitan Section 
of the A.E.R.A., and was president of 
that organization. He has been for a num
ber of years on the board of fire commis
sioners in New Rochelle where he makes 
his home. He has also served as president 
of the Republican Club in New Rochelle. 

Mr. Wheeler was born in Brooklyn on 
Oct. 13, 1873. He received his early edu
cation in the public schools of that city. 
The training was brief, however, as at the 
age of twelve, upon the death of his father, 
he was obliged to go to work to help sup
port the members of his family. Later he 
rngaged in the photographic business with 
success, only to see this enterprise go on 
the rocks in the panic of 1894. But he 
was not to be dissuaded. He again began 
at the bottom as a conductor on the 
Atlantic Avenue Railroad in Brooklyn, 
determined to make street railway trans
portation his life work. He was attracted 
by the opportunities offered in Manhattan 
by the Metropolitan Street Rai lway Sys
tem, and became in time a conductor on 
the Broadway cable line. A few years 
later he became a starter at the Lenox 
Avenue Depot. 

So he continued to advance up through 
the various grades, educating himself in 
the various collateral lines, until he became 
general superintendent of the \Vestchester 
Electric Railroad, .operating trolley lines 
in New Rochelle and Mount Vernon. He 
was holding this position in 1919 when 
President Huff of the Third Avenue Rail
way System commissioned Superintendent 
\Villiam E. Thompson to reorganize the 
transportation department. In this re
organization Mr. \Vheeler was select.:d 
first as superintendent of schedules and 
later as assistant superintendent of trans
portation. This position he has filled suc
cessfully for a number of year, and upon 
the relinquishing of the active duties of 
the transportation department by vice
President Thompson, he became the active 
head of the department as superintendent 
of transportation. 
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Many Promotions Made 
by Penn-Ohio System 

William Muldoon to Fill New Position of General 
Superintendent-Added Responsibilities for Messrs. 
Brackett, Weller, Giltner, McKenna and Shaner 

T HE new position of general superin
tendent of the Penn-Ohio Transpor

tation System, comprising electric railway 
and bus service in Youngstown and War
ren, Ohio, and New Castle and Sharon, 
Pa., and connecting those cities, has been 
filled by the appointment of William 
Muldoon. As general superintendent, he 
\\'ill have direct charge of the operating, 
maintenance of way and maintenance of 
equipment departments. 

\Vhen the service-at-cost franchise was 
adopted for the city railway and bus opera
tion in Youngstown in January. 1919, Mr. 
~fuldoon was selected by \Villiam L. Sause, 

and interurban lines connecting those cities 
and also \Varren, Niles and Leavittsburg, 
Ohio. Mr. Brackett went to Youngstown 
in 1916 as dispatcher for the Youngstown 
Municipal Railway following nine years as 
dispatcher and inspector at Houston, Tex. 
He was placed in charge of the Haselton 
carhouse, Youngstown, as foreman in 
1918, and was promoted to general shop 
foreman in January, 1923. Four years 
later he was promoted to assistant super
intendent of equipment, a position in which 
he has continued up to the present. 

Perry R. \Veller has been appointed 
superintendent of automotive equipment 

I 
. f 

t. G. E. McKenna 
2. William Muldoon 

3. A. D. Brackett 5. J. W. Giltner 
4. P. R. Weller 6. C. H. Shaner 

Youngstown's first street railway commis
sioner, as his assistant, and he continued 
in that post until the present time, having 
intimate connection with the operation and 
development of the Youngstown lines. 
Prior to entering the commissioner's office, 
~Ir. Muldoon was deputy clerk of the 
Youngstown City Council for ten years. 
Before that he was employed in the offices 
of the Wabash Railroad in Chicago and 
of the Pennsylvania Railroad in Youngs
town. 

A. D. Brackett, for more than four 
years assistant superintendent of equipment, 
has . been appointed superintendent of car 
equipment of the Penn-Ohio System, com
prising electric railway lines in Youngs
town, Ohio, N' cw Castle and Sharon, Pa., 

of the Youngstown Municipal Railway and 
affiliated companies of the Penn-Ohio Sys
tem, with headquarters in Youngstown. 
Mr. Weller has been connected with the 
company since April, 1925, prior to which 
he was with the service department of the 
Buick Motor Company at Indianapolis. 
He entered the employ of the Penn-Ohio 
in charge of cost control in the mainte
nance of way department. In 1926 he 
was made statistician and research engi
neer in the commercial department, and 
two years later was appointed general fore
man of the Mahoning Avenue garage, 
Youngstown. He continued in that posi
tion till his promotion to superintendent 
of automotive equipment for the system. 

J. W. Giltner, for the last ten years 

chief claim agent for the transportation 
companies centering on Akron, Ohio, has 
been appointed general claim agent of the 
Penn-Ohio Transportation System with 
headquarters in Youngstown. I II his new 
position Mr. Giltner has charge of the 
claim departments of the Youngstown 
Municipal Railway, the \Vest End Trac
tion Company, the East End Traction 
Company, the New Castle Electric Street 
Railway, the Shenango Valley Traction 
Company, Penn-Ohio Coach Lines Com
pany and affiliated transportation compa
nies serving Youngstown, Warren and 
Niles, Ohio, and New Castle and Sharon, 
Pa., and connecting those places. 

Mr. Giltner's connection with the elec
tric railway industry dates from 1907 when 
he joined the claim department of the 
Indiana Union Traction Company, Ander
son, Ind. Subsequently he was assistant 
chief claim agent for the Portland Rail
way, Light & Power Company, Portland, 
Ore., assistant chief of the adjustment 
bureau of the associated bureaus of the 
Pittsburgh Railways, and superintendent 
of the Pittsburgh claim department of the 
London Guaranty & Accident Company, 
Ltd. In May, 1918, Mr. Giltner went to 
Akron as assistant chief claim agent of 
the Northern Ohio Traction & Light Com
pany, and three years later became chief 
claim agent, continuing in that post till 
his appointment to the Youngstown 
properties. 

George E. McKenna has been promoted 
from assistant chief claim agent to chief 
claim agent of the Akron Transportation 
Company, Northern Ohio Interurban Com
pany and Penn-Ohio Coach Lines Com
pany, Akron, to succeed J. W. Giltner. 
Mr. McKenna has been assistant chief 
claim agent at Akron since ·March 15, 
1922. He entered railway claim work in 
Buffalo, N. Y., in 1913 and continued in 
that work in Buffalo and in New York 
City for four years. Following eighteen 
months' service in the U. S. Marine Corps 
during the World War, he went to Akron 
and entered the claim department of the 
Northern Ohio Traction & Light Com
pany in September, 1920. 

C. Howard Shaner has been appointed 
safety supervisor of the Akron Trans
portation Company, Northern Ohio Inter
urban Company and Penn-Ohio Coach 
Lines Company, Akron, succeeding Glenn 
H. Shaw, who has been appointed director 
of safety of Ohio Edison Company. Mr. 
Shaner continues as safety supervisor of 
the Youngstown Municipal Railway and 
other companies with headquarters in 
Youngstown. Ohio, where he has been 
supervisor of the accident prevention work 
since Sept. I, 1922. 

p_uring this period these companies, com
pnsmg the Penn-Ohio System have won 
highest national awards three' times, the 
Charles A. Coffin gold medal for the sys
tem in 1926, the Anthony N. Brady gold 
medal for the system for 1927 and the 
Coffin gold medal again for the Youngs
town Municipal Railway in 1930. 

~Ir. Shaner entered railway work as a 
tramman for the Pittsburgh, McKeesport 
~ Connellsville Railway in McKeesport 
111 1902. He went to Youngstown as a 
street car operator in 1909, and was 
selected as safety supervisor of the Youngs
town Municipal Railway in 1922. Soon 
thereafter, however, his duties were en
larged to include the entire Penn-Ohio 
System. 
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J. \XI. Ma:>..""well Heads Seattle 
Commission OBITUARY 

The Municipal Railway Commission at 
Seattle, \Vash., has chosen J. W. :Maxwell, 
\"ice-president of the National Bank of 
Commerce, as chairman of the commission 
which will undertake to outline a program 
for operating the municipal railway. The 
Commission has been assured by l\fayor 
Harlin and the City Council that it will 
have a free hand in its endeavors, and in 
the appointment of a railway manager. The 
commission has established offices in the 
City-County Building, and invites sugges
tions from citizens. Under the present pro
visions of the city charter, the commission 
can act only as advisers to the City Council. 

In accordance with the Council resolu
tion creating the commission, its members 
drew lots to determine the length of their 
respective terms. A. A. :Murphy drew the 
one-year term; Rowland W. Watson, the 
two-year term; 1\fr. :Maxwell, the three-year 
term; Charles P. l\Ioriarity, the four-year 
term, and N. D. Moore, the five year. term. 
Succeeding appointments will be made by 
the Mayor for five years. 

H. W. Olcott, Jr., long connected with 
the Insull interests in publicity and ad
vertising work in Chicago, South Bend 
and Indianapolis, has resigned from the 
Interstate Public Service Company to 
join his father in the insurance broker
age business in New York. At Indian
apolis he was manager of publicity and 
advertising for the Interstate and other 
companies. Mr. Olcott wrote on his 
chosen subjects in a sprightly manner, 
but one that reflected a thorough knowl
edge of the ,topics he discussed, and that 
carried conviction. For more than five 
years he was a contributor to ELECTRIC 
RAILWAY JOURNAL. 

+ 
_ Arthur G. Kjellgren, for the past 

nineteen years employed by the Rock
ford Traction Company, Rockford, 111., 
has been appointed general superintend
ent of transportation for the Central 
Illinois Electric & Gas Company, a posi
tion newly established further to co
ordinate the various departments of the 
company under one direction. He has 
recently been trammaster in charge of 
all interurban cars and buses. 

+ 
Thomas N. McCarter, president of 

the Public Service Corporation of New 
Jersey and a brother of the late Uzal H. 
1\1 cCarter, long president of the Fidelity 
Union Trust Company, Newark, has 
been made chairman of the Executive 
Commitee of the bank, a new post. 

+ 
Lawrence B. Sizer has been appointed 

to the position in advertising and pub
licity work for the Insull interests at 
Indianapolis held by FI. W. Olcott, Jr. 
l\Ir. Sizer has been engaged in utility 
publicity work for about three years. 
He has had well-rounded experience in 
newspaper work, climaxed by a term as 
sports editor of the Benton Harbor 
(Mich.) News-Palladium. That in itself 
is severe training, for sports recording 
must be done with gusto and accuracy. 
Every reader of the news of sports has 
his heroes. And the way of the writer 
who does any of these heroes even a 
seeming injustice is not easy. 

Thomas Scott 
Thomas Scott, general roadmaster of the 

Montreal Tramways, l\Iontreal, Que., died 
recently -after almost 40 years service with 
that organization. During that time this 
pioneer street railway builder personally 
supervised the installation of all the pres
ent 300-mile track system in Montreal. 
Moreover, the personnel of the track de
partment of the l\fontreal Company includes 
three sons, a son-in-law, and several grand
children of 1\fr. Scott, all of whom received 
their training under his broad experience, 
forceful personality and unexcelled knowl
edge of city railway track work. 

When Mr. Scott joined the old Montreal 
horse car system in 1892, he found tracks 
built of flat strap rail spiked to 6x8 in. 
wooden stringers. In the three following 
years this construction was entirely re
placed by 56-lb. tee 72-lb. girder and the 
88-lb. girder guard rails, laid on 7-ft. ties 
with wood block paving. Subsequently, 
in 1899, such construction was in turn 
replaced by 87-lb. high tee rail supported 
on concrete stringers with scoria block 
paving. Finally in 1911 and 1913 to date, 
the present !l!ontreal standards of track 
construction, consisting of 115-lb. girder 
grooved and 132-lb. girder guard rails on 
8-ft. wood ties, stone ballast foundation, 
concrete paving base and granite block or 
sheet asphalt paving were installed by the 
Montreal roadmaster. l\fr. Scott spoke 
with authority on tramway construction 
methods in use before hack saws, acetylene 
torches, crane cars and other mechanical 
aids were known. 

Born at Salisbury, N. B., in 1860, the 
late roadmaster commenced an active rail
road career when sixteen years of age by 
assisting his father to build the Canadian 
Pacific Railway line between Edmundston 
and Saint Leonard. Following completion 
of this work, he was engaged with the 
Miramichi Railroad, then constructing a 
line between Marysville and \Voodstock, 
N. B. Later he assumed charge of the 
Greenville Junction Section on the Cana
dian Pacific Railway. 

In 1892, when the Montreal Street Rail
way commenced to install track for the 
first electric lines in that city, Thomas 
Scott was called to Montreal by the late 
F. P. Brothers. Subsequently, in 1897, 
he laid 25 miles of electrified track for the 
Jamaica Electric Railroad in Kingston, 
Jamaica; and later, in 1899 and 1900, built 
some 10 miles of line in Georgetown. 
British Guiana. 

William Scott, eldest son of Thomas 
Scott, has been appointed to succeed him 
as general roadmaster in l\fontreal. 

R. S. Campbell 
Robert Stewart Campbell, a prominent 

figure in the electrical industry 30 years 
ago in Salt Lake City, died at his home in 
that city on Sept. 5. Mr. Campbell was 
born in Salt Lake City in 1854, and secured 
his electrical engineering education at the 
University of Utah. In 1873 _ he entered 
the employ of the Utah Northern Railway, 
at Logan, Utah, and later was elected 
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Mayor of that city, in which capacity he 
served two terms. After spending several 
years in general business, he became man
a~er of the p~ah Light & Power Company, 
with superv1s10n also O\"er the street rail
way system in Salt Lake City. In 1906 he 
negotiated the sale of the company to the 
E. H. Harriman interests. 

Gus Koch 
Gus Koch, for many years coast agent 

of the St. Louis Car Company, died on 
Sept. 19 of injuries resulting from Jn 
automobile accident on Sept. 1 i while he 
was crossing Kearny Street ati Sutter 
Street in San Francisco. For more than 
30 years he ably represented the St. Louis 
Car Company. Mr. Koch would 
have attained the age of 81 years on 
Sept. 24. During his later years, Edward 
S. Sullh•an. his office associate and friend 
for more than 25 years, acted as his 
assistant and succeeds to his office a, 
Coast agent. Mr. Koch played an im
portant part in the early de,·elopment oi 
electric transportation on the Coast. Few 
railroad men on the Coast were more 
widely known or held in higher regard. 

G. B. Willcutt 
George B. Willcutt, vice-president and 

secretary and a member of the board 
of directors of the Market Street Rail
way, San Francisco, died in that city 
on Sept. 17, at the age of 72. He was 
the dean of local transportation men on 
the Pacific Coast, having completed 45 
years association with the Market Street 
Railway and its predecessors. At the 
time of his death, he was also assistant 
secretary of the California Oregon 
Power Company, a position which he 
had held for some years. He was grad
uated from the University of California 
with the class of 1879, and later studied 
at the :Massachusetts Institute of Tech
nology, from which he was graduated in 
1883. Prior to entering the street rail
way business, he was a mining engineer 
and was one of the original engineers 
on the famous Anaconda mine in 2\I on
tana. 

Col. Edward Alfred Simmons, pub
lisher of The Railway Age and several 
other publications, died of a cerebral 
hemorrhage on Sept. 30 in his home in 
Brooklyn. He was 56 years old. 
Although it was necessary for him to 
leave school when he was only fourteen 
years old, Colonel Simmons rose to 
prominence as a publisher, manufacturer, 
soldier and civic worker and became 
a leader in many clubs and national 
societies. For twenty years he had been 
president of the Simmons-Boardman 
Publishing Company. He also was chair
man and president of the American Saw 
Works, the American Machin~ Tool 
Company and the Rogers-Eagle Grind
ing Machine Company, all of Hacketts
town, N. ]. 



lNDUSTR Y MARKET AND TRADE NEWS 

Bids Received for New York 
Subway Cars 

The cost of 300 additional cars fully 
equipped for service on the Bronx, 
Long I stand City and Coney Island sec
tions of the new city subway system 
will be about 27 per cent less than that 
of the 300 cars ordered eighteen months 
ago, according to the Board of Trans
portation. Four bids were received for 
the cars, and two for the motors and 
control. 

The lowest bid of $6,326,400 for the 
construction of 300 was submitted by 
the American Car & Foundry Company, 
the builder of the first 300 cars. West
inghouse Electric & Manufacturing 
Company, which also equipped the 
original order, submitted the lowest bid 
of $2,220,000 for the motor and control 
equipment for 300 cars. Bids on blocks 
of 1,000 and 1,500 cars were received 
from the St. Louis Car Company, being 
$28,625,000 and $43,612,500 respectively. 

Decision on the number of cars to 
be ordered has not yet been made by 
the Board of Transportation, but it is 
reported that the American Car & Foundry 
probably will receive the contract if less 
than 1,000 cars are ordered. 

Board of Transportation engineers 
calculate that the contract awards on 
the basis of the lowest bids would pro
vide 300 fully equipped cars for $8,546,-
400, or $28,488 per car, as compared with 
$11,376,397, or $37,921 per car, for the 
order of eighteen months ago. 

South American Bus Market 
Beckons Manufacturers 

A promising future market in South 
America for American trucks and buses 
is indicated by a survey of the automo
tive division of the Commerce Depart
ment. Despite the world depression, 
truck and bus registrations in South 
America have trebled during the last 
five years. Figures show that the 
American automotive industry has sup
plied from 90 to 95 per cent of the total 
number of these vehicles. 

At the close of 1922 there were 5,078 
trucks and buses in operation in South 
America. By the end of 1924, this num
ber increased to 14,678. The next two 
years proved to be the turning point in 
commercial vehicle development. At the 
end of 1926 more than 56,000 commercial 
vehicles were registered. In 1928, the 
total registration had increased to 134,-
000, and in 1929 it rose to 174,000. By 
the end of 1930, the figure was 182,000. 

Argentina and Brazil account for 78 
per cent of the total number of trucks, 
having a total of 171,000. Chile, with 
10,632 trucks, and Uruguay, with 9,330, 
ue next in importance. The number of 
buses in operation at the end of 1930 
was 10,623, with 2,800 in Argentina, 1,500 
in Brazil, 1,500 in Venezuela, 1,475 in 
Chile, and 1,250 in Colombia. The re
mainder were distributed in smaller 
amounts in the other countries. 

Foreign trade advisers report that 
despite progress in recent years much 
remains to be done in highway con
struction in South America. The total 
road mileage for the continent is in
significant when compared to the 3,-
000,000 miles in the United States. It is 
estimated that nearly half of the road 
mileage · in South America is in 
Argentina, with Brazil having about one
fourth. Because oi the unfavorable 
economic situation the 1931 highway 
programs have been generally trimmed. 

$2,500,000 for Mechanical Parts 
of Pennsylvania Locomotives 

Orders for the construction of the 
chassis and mechanical parts of 60 elec
tric freight locomotives were announced 
by the Pennsylvania Railroad. Elec
trical equipment for these locomotives 
and for 90 electric passenger engines 
was ordered in the spring from the 
Westinghouse Electric & Manufacturing 
Company and the General Electric 
Company. 

Construction and material costs for 
the 60 chassis ordered will aproximate 
$2,500,000. Parts included in this order 
consist of driving wheels, axles, trucks, 
frame and cab, and the structural parts 
in which the electrical apparatus will 
later be installed. 

Of the locomotives ordered, 30 will 
be built by the Lima Locomotive Works 
at Lima, Ohio. 20 by the Westinghouse 
Electric & Manufacturing Company, 
Eddystone, Pa., and ten in the Pennsyl
vania Railroad shops, at Altoona, Pa. 

Construction schedules call for deliv
eries on the 60 locomotives to begin in 
March of next year. It is anticipated 
that the 150 freight and passenger loco
motives to be used in the New York
Washington electrification will be ready 
for operation in 1933. 

Osgood Bradley Speeds Con
struction of Subway Cars 

The recent order for twenty cars ob
tained by the Osgood Bradley Car Cor
poration from the Ferrocarril Terminal 
Central de Buenos Aires, Argentina, wilt 
be completed by Dec. 1. Details of 
design and the specialties to be used have 
been settled, and the construction work 
is now progressing rapidly. 

Motors and control equipment will be 
supplied by the General Electric Com
pany, each car having two 125-hp. mo
tors, inside hung. Westinghouse Air 
Brake Company will supply the air 
brakes and compressors, and the Na
tional Pneumatic Company the door 
mechanisms. The exterior finish will 
be Dulux, and the interior trim and 
headlining of aluminum alloy. Seating 
capacity is 47 and the total weight is 
72,000 lb. 

The cars wilt be used in the operation 
of the new subway now under con
struction. 

J. G. Brill Completes Delivery 
of 40 Cars 

During the past month the J. G. Brill 
Company has made deliveries of ten cars 
to the Philadelphia & Western Railway, 
and 30 cars to the Cia Chilena de 
Electricidad, Ltd., of Santiago, Chile. 

The Philadelphia & Western Railway 
cars are for high-speed interurban serv
ice, and have a capacity of 56 seated 
passengers. These cars have an over-all 
length of 55 ft. 2 in. The total weight 
has been held down to 52,290 lb. by alumi
num body construction. 

The South American cars are of the 
two-man, double-truck type, with a seat
ing capacity of 36. These cars will be 
operated in city service. Motors and 
control for both orders were furnished 
by the General Electric Company. The 
body is all steel, making the total weight 
of the car 32,500 lb. Doors are of the 
end folding type, with Consolidated Car 
Heating Company mechanism. 

Specification details for the Philadelphia 
& \Vestern cars: 

Numberofunito..... .. . •. .. .• .• .. •• . . . . . . • . . 10 
Type of unit .. One-man, motor, paeeenger. interur-

ban, double end, double truck 
Number ofoeato ...•..........•....••••••••.... 56 
Date of order .•.••••.......•.......•...... 6/22/31 
Date of delivery ......••••..•......••..... 9/ 10/3 I 
Weigbto: Car body . ..•..•.•.•..••.••• .. .. 21,3301b. 

Truck• ....• .. ... ..........•.. .••....• 16,000 lb. 
Equir,ment .••..•....•.•.........•.... 14,9601b. 
Tota .......•••.•.•••..•.......••.•.. 52,290 lb. 

BoL,ter center• .•.. •....•....•.••••••••• 34 ft. 0 in. 
Length over all ..........•.....•..•..•.. 5S ft. 2 in. 
Length over body poete ....•. •.•.....••.• 37 ft. 8 in. 
Truck wheelbase... • • . . . • • • • • . . • . • . . . . . . 6 ft. 6 in. 
Width over all .... . ................. .... 9 ft, 2i-in. 
Height, rail to trolley haee .••....•..•..•. 10 ft. 6¼-in. 
Window poet epacing........ . • • • • . • • . • . . 2ft. 9 in. 
Body ..•....••...•..•..•.••••.••..•... Aluminum 
Roof, .•.•.....•.•.............•.. Oregon fir, arch 
Doore ........ ....... ........ . ..... .. Plymetl end 
Air brakee ..... Weetinghouee Air Brake, etraight air 

emergenry with safety control 
Armature bearing•.· •.......•..........•.... Sleeve 
Adee .•.....••.•................... Annealed eteel 
Car eignal eyetem •• W eatinghouse Pneuphonic horn 
CompreMon .........•.... General Electric, 127-B-9 
Conduit ••••..•..•.• , .•................. , Flexible 
Control. ..•. .•. .•••.•• General Electric, P.C.-12-N. 
Coupler• ..•. .•.. •.•. . .•.•.... Tornlineon, Form 16 
Curtain fixture• .....• Adame&: Weotlake, red No. 65 
Curtain material .• , ..••.•.......•....... Pantasote 
Door mechanism ..••.•.. , •• National Pneumatic Co 
Doon ....•.....•.........•...•.••..•.•.. Folding 
Fare boxee ..•..•.......•..•...... Ohmer, portable 
Finieb ................. .... ... Aluminum (Dulux) 
Floor covering •.....••. Double thickne&8, Oregon fir 
Gear• and pinion• .... General Electric1 heat treated 
Glal!l!I . . Libby-Owen• non-ebatterable 10 eide eaeb. 

Du-plate non-ebatterable in vestibule and doon, 
Hand brakes ....••...•..•.••....•. Peacock staffle"" 
Hand stral)I! ...........•.•..•. Stainle&8 steel tubing 
Heat i.nau\ating materip.l. ....... Armetrong Cork Co. 
Heaten, ....•. •..• • ... Consolidated Car Heating Co. 
Headlight• ........ Ohio Braes, special 12, SDF type 
Headlining ............................ Aluminum 
Interior trim ..•.•...•.......•.... Chromium plated 
Journal bearings .••.•.•..••.•..•..•........ Sleeve 
Journal boxeo .............•........ Brill, eemi-11teel 
Lamp fixtures ....... Adame&: Westlake, No. 26-A-30 
Motor• .. •. Four General Electric, 706-B, illl!ide bung 
Painting ocheme ............ Maroon and tan, DuLux 
Roof type .....................•..••••....•• Arch 
Roof material.. •.......... .. ........ .... Oregon fir 
Safety.car device• . . Dead man feature with door and 

brake interlock 
Sash fixtures •.• . • .. Adame&: Weatlake, stainle88 steel 
Seate ... . ..• ..•... .•..........••.. Brill, No. 202-F 
Seat epacing ..•....••.•••.•.•..•..•.....• 2ft. 9 in. 
Seating material. ....•...•.......•.•.....• Leather 
Slack Ad.iustere ... ..•.•..•..•.. American Brake Co. ' 
StePI! .................................... Stirrup 
Step tread, .•..•..•.•••••.•..•. Aluminum, anti-elip 
Trucko .•.....................•.•.... Brill, 89-E-2 
Ventilator• ••.•••...•.•........•... Brill, automatic 
Wheel• ......• ••. . ... , .. Rolled eteel, diameter 28 in. 
Special devicea .. Mirror on each end. Crew Signa I 

fu'etem, Faraday einide etroke bell, otorar:e battery. 
Exide Ironclad l{XK-9, Pyrene fire extinguioben,. 
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Bus Deliveries 
Baltimore Coach Company, Baltimore, 

Md., ten A.C.F., 29-passenger, street 
car type. 

Brooklyn Bus Corporation, Brooklyn, 
N. Y., 60 Twin Coach, 50 l\Iodel 40, and 
ten l\lodel 30. 

Columbia Railway, Gas & Electric 
Company, Columbia, S. C., two Twin 
Coach, l\lodel 30. 

Connecticut Company, Hartford, Conn., 
nine Yellow Coach, 38-passenger, city 
type. 

Eastern Massachusetts Street Rail
way, Boston, Mass., ten Twin Coach, 
eight Model 30, and two Model 40. 

Los Angeles Railway, Los Angeles, 
Cal, seven Yellow Coach, 25-passenger, 
city type. 

Middlesex & Boston Street Railway, 
Newtonville, Mass., four \Vhite, l\Iodel 
64A. 

Pacific Electric Railway, Los Angeles, 
Cal., seven Yellow Coach, 25-passenger, 
city type. 

Reading Transit Bus Company, Read
ing, Pa., two Twin Coach, Model 30. 

St. Joseph Railway, Light & Power 
Company, St. Joseph, Mo., two l\Iack, 
21-passenger, city type. 

Syracuse Railway Co-ordinated Bus 
Line, Syracuse, N. Y., six Twin Coach, 
Model 30. 

United Railway & Electric Company, 
Baltimore, Md., ten Yellow Coach, 33-
passenger, city type. 

West Ridge Transportation Company, 
Giraud, Pa., one A.C.F., 25-passengcr. 
parlor type. 

Worcester Consolidated Street Rail
way, Worcester, Mass., ten Yellow 
Coach, seven 38-passenger city type, and 
three 29-passenger, city type. 

Brooklyn Bus Corporation 
Orders 50 Mack Bu~es 

Brooklyn has placed with Mack 
Trucks, Inc., an order for 50 buses of the 
Model BT, l\1etropolitan type. The bus 
has a 43-passenger capacity and is pow
ered with a six-cylinder, 126-hp. l\lack 
engine. Deliveries of this order, which 
is said to approximate $600,000, are ex
pected to be completed within three 
months. 

This order increases the number of 
buses ordered by the Brooklyn Bus 
Corporation to 200. The Twin Coach 
Corporation received orders for the first 
1 SO buses and has already delivered a 
large portion of the order. 

The l\lack order is for a street car 
type bus, with a center-exit door, and a 
front-entrance door just ahead of the 
front wheel. The doors will each have 
a width of 46 in. to permit two streams Third · Avenue Railway, New York, 

N. Y., ten White, Model 54A. • of passengers to board or alight. 

Conspectus of Indexes for September, 1931 
Compiled for Publication In ELECTRIC RAILWAY JOURNAL by 

ALBERT S. RICHEY 

Electric Railway Engineer, Worcester, Mass. 

Lsteet 

Street Railway Fares• Sept., 1931 
1913 = 4.84 7.81 --

Electric Railway Materials* Sept., 1931 
1913 - 100 116 

Electric Railway Wages* Sept., 1931 . 1913 - 100 232.9 

Electric Ry.Construction Cost* Sept .• 1931 
Am. Elec. Ry. Ae&n. 1913 - 100 167 

General Construction Cost Sept .• 1931 
Eng'g News-Record 1913 - 100 171.4 

Wholesale Commodities Aui: .• 1931 
U.S. Bur. Lab. Stat. 1926 - 100 70.2 

Wholesale Commodities Sept., 1931 
· Bradstreet 1913 - 9.21 8.49 

Retail Fond Au~., 1931 
U.S. Bur. Lab. Stat. 1913 - 100 119.7 

Cost of Living July. 1931 
Nat. Ind. Conf, Bd. 1923 - 100 85.9 

General Business Sept. 5, 1931 
The Bu.sineM Week Normal - 100 72.5 

-
Industrial Activltv Aui: .• 1931 
Elec. World. kw.-br. used 192:3-25- 100 97.3 

Rank Clearings Aug., 1931 
Out.side N. Y. City 1926 - 100 66.0 

•Tbf> four index numb·•rs marked with an 
aeterick ar(' computed b,· Mr. Riche)·. Fart>s 
index la average street raiiwa,· farP in a1l United 
States citiPs with a population of 60,000 or 
over Pxcept New York City. and wci1<htPd ac
t"ording to population. Street Railway Mat(•rtala 
indPx ia rf'lali\'e a\'eragp i,riN- nf materi:1}<; (in• 
eluding fuel) 11E-ed in ~treet railway operation 

Month Year I.Mi Five Y""" 
Ago Ago H,gb Low 

Aug., 1931 Sept., 1930 July, 1931 Sept., 1926 
7.81 7.78 7.81 7.35 

Aug., 1931 Sept., 1930 Dec., 1926 Aug., 1931 
113 133 159 113 

Aug., 1931 Sept., 1930 April, 1931 Sept., 1926 
232.9 231.8 233.2 226.1 

t Aug., 1931 Sept .• 1930 Nov., 1928 Aui:., 1931 
167 196 206 167 

tAug., 1931 Sept., 1930 Jso., 1927 Aui:., 1931 
171.4 199.6 211.5 171.4 

July, 1931 Aug., 1930 Sept., 1928 June, 1931 
70.0 84.0 100.1 70.0 

Aug., 1931 Sept., 1930 jao., 1928 Sept .• 1931 
8.79 10.42 13.57 8.49 

July. 1931 Aug .• 1930 Dec., 1926 June. 1931 
119.0 143.7 161.8 118.3 

June, 1931 July, 1930 Nov., 1926 June,1931 
85.9 95.2 104.0 85.9 

Aug. 8, 1931 Sept. 6, 1930 Oct. 6. 1928 Aug.29, 1931 
73.4 83.5 117.6 71.0 

July. 1931 Aug., 1930 Feb., 1929 Aug., 1931 
97.9 105.3 140.4 97.3 

July, 1931 Aui:., 1930 Oct., 1929 Aug., 1931 
68.6 86.9 111.8 66.0 

and maintenance. weighted according to average 
\JAe of such materials. Wagea index is relative 
average maximum hourly wage of motormen. 
conductnrs and opprators on 116 of the largest 
etrPet and lnll'rurban railways operated Jn the 
United States. weight<>d according to the number 
of auch mf>n employed on thf>~e roads. 

tRPvised. 

Material Prices 
OCTOBER 2, 1931 

l\lerals-New York 

~a~~'. -~1-~c.t~~l-~t.i~•. ~-e~-~e_r~~: -~e_o_t~. ~~~ _1~: 
Nickel, ingot .••••••••.••••••••.•.......•. 
Zinc ..•.......•.......•..•.......•...... 
Tio, Straits .........••.•.•..•..••...••.•• 
Aluminum, 98 to 99 per cent ••••••••••••.•• 
Babbitt metal, warehouee 

Commercial grade ..•.•..•.•..• , .•..•.•• 
General service .•.•.••...••••.•..••.••.• 

Track Materials-Pittsburgh 
Standard eteel rail•, gro•• too ..•.••.....••• 
Track •pikee, n-in. and larger, per I 00 lb .... 
Tie platea, ateel, cente per I 00 lb ..••..••.••• 
Angle bare, ceoto per I 00 lb •••••...•..••••• 
Track bolte, per I 00 lb .•••.•.......•...... 
Ties. 6m.x 8m.x8 ft., . 

White Oak, Chicago .•••..••••.•••••.•.. 
Long leaf pine, New York .•••••.•.••.•.. 

Waste--New York. 

7 00 
4.23 

35.00 
3. 95 

22. 20 
22. 90 

H.75 
29.00 

$43. 00 
$2. 70 
I. 95 
2. 75 
3. 90 

1.0> 
1.00 

Wa•te, wool, cent• per lb.. . . . . . . . .. . . . • . . . I I. 00 
Waete. cotton (100 lb. bale), cente per lb.: 

White ............................... 6. 50-9. 00 
Colored ...•..........•.......••.•..• 5. 50-8. 00 

Wire--New York 
Bare copper wire, cents per lb..... • . . . . . . . . 9. 00 
Rubber-covered wire, No. 14., per 1.000 ft.... $3. 75 
Weatherproof wire baoe, cente per lb........ 11. 00 

Paint Materials-New York 
Linaeed oil (5 bbl. lot,), ceote per lb......... 8. 20 
White lead in oil (100 lb. keg), cent• per lb.. 13.25 
Red lead in oil.............. . . . . • . • • • . . • 14. 7> 
Turpentine (bbl. Iota), centa per gal... . . . . . . 38. 00 
Putty, com') grai!e, 100 lb. tub•, centa per lb. 5. 50 

Hardware-Pittsburgh 
Wire nsile, pe_r keg ......•.•.•.•.••..•.... 
Sheet iron (L4 gage), cents per lb ..••••..... 
Sheet iron, galvanized (24 gage). ceote per lb. 
Auto body aheete (20 i:age), centa per lb •.... 
Fender atock (20 gage), cent• per lb •••.... 

Bituminous Coal 

SI. 90 
2. 40 
2. 90 
3. 10 
3. 20 

Pittsburgh mine run, net too............... $1. 35 
Central IIL •areeoin~a.... . . . . • . • . . . . . • . . . . I. 00 
Kaneas ecreeninga, Ksnallll City.... . . . . . • . . I. I 0 
Big aeam, Ala., mine run. . • . • • . • . • • . . . . . . . 2. 15 
Smokele•• mine run, Chicago.............. I. 90 

Paving Materials 
Paving •tone, granite, 5 in., f.o.b.: 

New York-Grade I. per tboueand ...•.•• $120. 00 
Wood block paving 3!, 16 lb. treatment, 

N.Y., per eq.yd., f.o.b................... 2. 00 
Paving brick, 3!x8!x4, N.Y., per 1,000 in. 

carload lot•, f.o.b....................... 50. 00 
Paving brick, 3x8!x4, N. Y., per 1,000 in. 

carload lot•, f.o.b....................... 45. 00 
Crushed stone, !-in., wholesale, f.o.b. per 

cu.yd................................. 1.80 
Cement, Chicago, in carload Jot•, without 

bago, delivered ................ , ..••..•. 
Gravel, !-in., cu.yd., wboleeale, f.o.b .•.•.••. 
Sand, cu.;vd., wboleeale, f.o.b .••..•..•.••••• 
Mphalt, m pkg. N.Y., f.o.b. ref., per ton ...• 

Scrap-New York 
Heavy copper, cents per lb .•...•...•...••.. 
Light copper ............................ . 
Heavy brass .••...••..•.......•..••..•••• 
Zinc .•.•.••••..•.••..•.... •••••········· 
Lead, heavy ..•••..•....••••.....•....... 
Mixed babbitt .......................... . 
Battery lead plates ..•..•....•.....•••.... 
Caet e.Jumioum .. , .•••.••....••....•..•.. 
Sheet aluminum ..•.....•....••.•••...•.•. 
Auto radiator11 .••...•..........• · .••.•..•• 
Tires, •taodard, mixed. per ton ......•.....• 
Inner tubee, mixed, per cwt ..•.•••..•.•.••. 

Old Material-Chicago 
Steel car axles. net ton ................... . 
Ca•t iron car wheel•, groe& ton •....•..... , . 
Steel car wheei., gro .. too .••••....•..•.... 
Leaf •prioge, cut apart, groea ton ..•••••.... 
Angle bars, groaa ton .•••.....•.....••..•.. 
Brake ehoe•. net too .•••.•.••...•....•.... 
Steel rsiJ.,, (•hort), gro•• ton .••••.••.•.•.... 
Relaying raile, gross too (65 lb. and heavier) 
Machine •hop turning•, gro•• too ......••.•. 
Coil IIJ)rings, per gro•• ton ..•••..... , ..... . 
Frog•, ewitche• and guard• cut apart, per 

gro•• ton •............••...........•.. 

I. 95 
I. 60 
1.00 

16, 00 

5. 00 
4. I 5 
2.60 
I. 50 
3.00 
3. 25 
I. 20 
4. 75 
8. 25 
2. 80 

$3.00 
$1. 20 

$11. 75 
9. 75 
9. 00 

10.00 
9. 50 
6.00 

11.25 
24. 50 
4. 25 

10. 25 

8. 25 
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IN 1930-31 
(JULY TO JULY) 

5,500,000,000 
PASSENGERS CARRIED 

WITH ONLY 9 FATALITIES 

Most of the trolley-cars 

are Peacock Staffless · 

Brake equipped . . . . ! 

· How- About Y 011rs? 
• 

SAFETY-SPEED-CERTAINTY 

• 
National Bralie Company 

8W) Ellicott Square, Buffalo, N. Y. 
Canada :-Lyman Tube & Supply Co., Ltd., Montreal 

The Ellcon Co., General Sales Rcprcscntath·c, 50 Church Street, New York City 



K28 
for 28° he,·e) mount ings 

Sizes: 5", 6", 7", 8" 

and 9-10 " 

ELECTRIC RAILWAY JOURNAL October, 1931 

Modern pneumatic truck tires - l'egal'dless of make -

need a modern rim which makes tire changing quick 

and easy. 

Let your eye follow that arrow, and you will see . 
how Goodyear builds the rim which meets this need 

- a split base rim with continuous ring and open end 

valve slot-a rim that takes the fight out of tire changing. 

You can use Goodyear K Rims straight through your 

fleet-on large wheels or small ones. ·They n1ean greater 

speed in mounting tires or taking them off - as well as 

safety, lightness with strength, and are fully interchange

able. Find out all the advantages-and savings -specify 

K Rims - write to Rim Department, The Goodyear Tire 

& Rubber Company, Inc., Akron, Ohio. 

" THE ·MAN WHO CHANGES THE TIRES LIKES 'K' RIMS" 

K-28 RIMS K-18 
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,,,,r 

Forty conrlrf>• r.omprUe thf' 

•ighl,Ning Jl~t o/Totmf'r 

.Uotor Tour•, Lo• .A.ngrlf'•, 
California. For 5 yf'nr11, 

thf'y hare 1111,.J Gu0tJ., ,.11r 

Tirp11 rxrlu1tfrt>ly 

YT HERE distances are great and safety must be 

combined with dependable performance •• , Goodyear 

Tires arc the only tires for onr type of service." These 

statement..~ ure talwn straight from a letter written by 

Tanner blotor Tours. ''In your All-Weather Tread we 

get sure-footed safety that is so important, particularly 

over mountain roads. The Supertwist cord, too, gives 

extra resilience and vitality so that delays in our 

schedules have been practically unknown. That is why, 

for tbf' past five years, we have been using Goodyear 

Tires exclusively." 

1~n't that a goOfl reason why your fleet 

also should be 011 Goodyears? 

l'IIE GR t:ATES T 

I 1~ I · 

13 

IT PA'\'S TO SP1:<:c, ... ,. GUODYEAHS n·111,:;w '\'Oll ORHER NE'\'\' ,:0.1.,:111:<:s 
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MILWAUKEE WINS -
AND THERMIT.ALSO 

----== == ------------------------== --------------------=-== -= ----.. --= ------------------------== ----------== ----------== --== 

I 
--
------------------------------.. ---------------------== ----== ----=-

I I I I I I I I I I I I I I I I I I I I I I I I I I I I I I I I I I I I I I I II I I I I I I I I I I I I I I I I I I I I I I I I I II I I I I I I I I I I I I I I I I I I II I I I I I I I I I I I 1111I1111111111 
I I I I I II 1111111111111111111111111111111111111111111111111111111111111111111111111111111111111111111111111111: 111111 

If' Plls Street, lllil1rnukPe, bet1t·ee11 28th StrePI nnd 33rd 
StrPet. Thi.< 11liotograph shom~ e.tcPl!P11t co11ditio11 of tr11cl.· 
mul p111 ·emP11I six )'Pars after layi11g. 

Gre,,nji,,fd A,·,,., Milm111J.-,,,,, 11i11,, y ears aft••r foyi11g of trn,·I. 
flllll f'lll'i11 g. 

H 
. 120 Broadway, New York, N. Y. 

Ml 
l'itt,lmrich Chirago Allmny So. Snn Franci~rn Toronto 
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CORES AGAIN! 

•• -'IOIIE l&E,1 ENUE t""l&O~I ~JOICE 
HIHEHS '' The ftfilumukee Way! 

• This was the principal theme in the Milwaukee Brief! 
Everything possible to make riding attractive! A far~ 
system to appeal to the pocket-hook! RoJling stock that 
is moderu and comfortable! ... And track that is 
smooth riding and quiet. 

l\lilwaukee was one of the early users of Thermit ! Sim·e 
1915, they have been steadily adding to the nnmher of 
Thermit welded joints. 

Now 70 % of all track of this Company, located in paved 
-trPeb, is Thermit welded. 

One of the "ac<>omplishmcnts" cited in the Milwaukee 
Brief for the Coffin Award is their recent adoption of the 
new method-'"Thermi t-\Velding-Undcr-Traffic." Here 
it what they say it does-(1) eliminates night-work; (2) 
obtains Letter workmanship in daylight; ( 3) decreases 
hazard:- of night-work; ( 4) effects savings by welding 
joint:- a:- t-oon as railt- arc eut-in to the track, instead of 
placing temporary paYing. antl re-opening at night. When 
rails arc cnl-in 1-everal days in advance of welding, the 
lraek fo11;11lation may he loo:-enetl and damaged before the 

,u·ld~ an· appli1·d. 

120 Broadway, New York, N. Y. 
l'i11~lmrith Chicago So. Francisco Toronlo 

. II I I I I I I I I II I I I I I I I I I I I I I I I I I I II I I I I II I I I I I I I I I I I 111111111111111 
111111 i I I 111111111111111 l 111111111111111111 I I II I I I I I I I I I I I I I I I Ill 

. 
COFFIN AW ARDS Since 1923 

Users of Thermit Welding 
are marked with check ✓ 

✓ 1923 

1924 

CHIC., NO. SHORE 
& MILW. R.R. 

NORTHERN TEXAS 
TRACTION CO. 

✓ 1925 PITTSBURGH RAILWAYS 
COMPANY 

✓ 1926 PENNSYLVANIA-OHIO 
ELECTRIC CO. 

- --•----------
-✓ 1927 

✓ 1928 

1929 

✓ 1930 

-✓ 1931 

GRAND RAPIDS 
RAILROAD CO. 

VIRGINIA ELEC. & 
POWER CO. 

CHIC., SO. SHORE 
& SO. BEND R.R. 

YOUNGSTOWN 
MUNICIPAL RY. CO. 

MILW. ELEC. RY. 
& LIGHT CO. 

• 
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INDIANA SERVICE CORPORATION 
WEIGHT CARS NEW LIGHT 

====================== EQUIPPED \VITH ====================== 
Commonwealth Trucks 

"EQUALIZED SWING MOTION TYPE" 

These high-speed interurban passenger cars are 
an outstanding example of modern engineering. 
They are equipped with Commonwealth light 
weight equalized swing motion trucks, the 
frame including pedestals, likewise the bolster 
and spring plank being integral steel castings. 

I 

I 
l _....,........,_...,. .::I 

., 1 .. 11.~1r!1W1 J •. J 

Commonwealth trucks are a most important 
factor in making possible an unusually high
speed schedule. These trucks provide for the 
utmost in riding comfort, maximum of safety 
and lowest possible maintenance costs. Investi
gate their possibilities for your service. 

GENERAL STEEL CASTINGS 
CORPORATION 
EDDYSTONE. PENNA. 

GRANITE CITY, ILLINOIS 
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98,000 MILES 
PER EXIDE 

"We are higi:tiy pleased with the service i d economy made possible by Exide Batleries"- Reading Transportation Company. 
Let ~ show you how to get lowe!>i cost per bus mile. 

TheJ=:xide Motor Coach Battery-long-lived 
dependable, economical. 

MOTOR COACH 
BATTERIES 

THE ELECTRIC 

~ 

E-< 
C/l 
0 
u 

.... 

AT is the average service Reading Transportation Com
(Reading Railroad) get from their Exide Motor Coach Bat
-89 buses now in use-4,000,000 miles operated in the past 

roper maintenance an important factor. 

The experience of the Reading Transportation Company is only 
one of the many proofs that Exides give lowest cost per bus mile. 
It's the built-in dependability, uniform rugged construction, plus 
proper maintenance that makes Exide Batteries cost least per mile. 
There are no weak spots in an Exide . . . rebuilding is not neces
sary. This battery is in your bus till it wears out, and it gives you 
reliable performance all the way. 

Of course you want to keep maintenance figures from piling up. 
The question is, "How?" Our extensive engineering experience en
ables us to show you how to get lowest cost per bus mile. Don't hesi
ta~e to make your problem ours. We want to serve you as well as sell 
hatteries. To show you that, while first cost is slightly more, Exides 
cost least in the long run. Write today for facts. No obligation. 

BATTERY COMPANY, Philadelphia 
THE WORLD'S LARGEST MJlNUFACTURERS OF STORAGE BATTERIES FOR EVERY PURPOSE .... 

~Ide Batteries of Canada, Llmlted. Toronto 
w 
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One of the Socony [uel('d and lubricated buses operated by the Cayu~a Omnibus Corpora . ion between Auburn and 
Syracuse, N. Y. This company also operates buses in Auburn and the surroundin~ territory. 

F ROM 22.3 ¢ per bus mile to 
20.8¢ per bus mile ... that's 

the reduction made in operating 
expenses since Socony has been 
fueling and lubricating the twenty
one buses of the Cayuga Omnibus 
Corporation operating in the city 
of Auburn, New York, and in the 
immediatevicinity. Also-the buses 
have turned in better service rec
ords with less time out for repairs 

since S6cony was put on the job, 
fulfilling the company's motto, 
"Intelligent Transportation." 

For low-cost, efficient operation, 
you will find that Socony products 
fuel and lubricate your fleet most 
satisfactorily. That's so whether 
you operate six buses or sixty, and 
whether you run them ten miles 
a day or one hundred. 

SOCONY 
BANNER GASOLINE SPECIAL GASOLINE plus ETHYL* 

SOC:ONY DE-WAXED MOTOR OIL . 

STANDARD OIL COMPANY OF NEW YORK 
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FROM CALIFORNIA 
T·O SOUTH AFRICA . . . 
MAST I PAVE 
adds years of life 
to street car floors . .. 

Durban, South Africa, says:* After 2700 

miles, carrying 423,000 passengers, "no 

signs of wear whatever" ... "maintenance cost nil" ... "cars cleaned in 

one-third of the time" .. . · "easier on conductors' feet" ... "continuing 

to cover all cars." 

In San Francisco a similar story. And wherever MASTI PAVE is used! 

Street cars, factories, railroads, schools, hospitals, offices. Any floor or 

_stairway that must witl-istand heavy traffic. Will even outwear steel treads. 

MASTIPAVE is very low in cost and extremely durable. Waterproof, rot

proof, vermin proof. Non-slip even when wet. Resilient, quiet. Write for 

free booklet. 
* Name on request 

THE PARAFFINE COMPANIES, INC. THE COTT-A-LAP COMPANY 
475 BRANNAN STREET, SAN FRANCISCO SOMERVILLE, NEW JERSEY 

Offices in Principal Cities 

Manufacturers of Pab-Cate, Pabco Multi-Service Paints, Varnishes, locquers and Enamels, Pabca Waterproofing Paints ond 
Compounds, Mostipave, Pabca 10, 15 ond 20 Year Roofs, Malthoid Membrane Dampcaurse, Pabcoband and Other Products 

151 @11131 

19 

THE LOW-COST 

LONG-LIFE 

FLOOR COVERING 

· · PABCO MASTIPAVE • · 
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MORE 
and 

October.1931 

E 
OPERATORS 

21-PASSENGER CITY TYPE COACH 

21-25 PASSENGER PARLOR COACH 
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• 1-Prefer these . sizes 
2-Prefer Fargo Coaches 

in these sizes 
More and more operators are showing a preference for these sizes on 

many routes for reasons of. greater economy and greater adaptability. 

And more and more operators are selecting Fargo Coaches for the 

following reasons: 

BECAUSE the City Type, with seats for 21 passengers and aisle and 

loading well space fqr upwards of 40 standees, provides the increased 

capacity needed for the peak hours. ' 

BECAUSE circulating load features in the City Type assure rapid pas

senger movement. 

BEC~USE the 21-25 passenger Parlor Coach, with reclining seats, pro

vides ample capacity for average inter-city servic~. 

BECAUSE these coaches ... with a wheelbase of 172 inches ... provide 

the greatly desired Aexibility in traffic and the interior roominess usually 

available only with a much longer wheelbase. 

BECAUSE each coach is modern through and through-with its economical 

120-horsepower 8-cylinder engine that is readily accessible or quickly 

removable; full-Aoating worm-drive rear axle; 10" double-drop frame; 

unusually short turning radius; internal hydraulic 4-wheel brakes wit.h 

booster; 10¾-gallon cooling system; and many other features whose 

advantages have been amply proved by exacting operators for hundreds 

of thousands of revenue miles. 

,~~~ 

:F-A" R G 0 
~ , 

1 
BUILT BY CHRYSLER MOTORS 

,~·,,: ~ 

FARGO MOTOR CORPORATION, DETROIT, MICHIGAN 
DIVISION OF CHRYSLER CORPORATION 
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For low cost-per-mile 

.For trouble-free service 

For Safety 
I~ is significant that Bethlehem 

Wrought Steel Wheels are so widely 

used on electric railways. Signifi

cant, because there is no more 

severe service demanded of wheels than that resulting from today's 

higher speeds, and the much quicker starting and stopping of cars. 

Only wheels of high character can stand up under the extremely 

heavy traffic of modern cities and their suburbs. 

Bethlehem Wrought Steel Wheels have strength, endurance and wear

ing qualities worked into them during the process of manufacture. 

Five distinct forging and rolling operations are required to make a 

Bethlehem Wheel. The forging gives the metal density and toughness. 

The rolling establishes a refinement of grain structure, with a corres

ponding increase in strength and ductility. Each wheel is carefully 

inspected at every step throughout the process of manufacture. 

If you investigate these wheels you will learn, as so many other elec

tric railway executives have learned: that for trouble-free service, for 

safety, for low cost-per-mile, Bethlehem Wrought Steel Wheels are 

unsurpassed. 

BETHLEHEM STEEL COMPANY • General Offices: BETHLEHEM, PA. 

District Offices: New York, Boston, Phlladelphla, Baltimore, Washington, Atlanta, Buffalo, Pittsbu rgh, 
Cleveland, Cincinnati, Detroit, Chicago, St. Louis. 

Pacific Coast Distributor: Pacific Coast Steel Corporation, San Francisco, Los Angeles, s .,~ ttle. 
Portland , Honolulu. 

Export Distributor : Bethlehem Steel Export Corporation, 25 Broadway, New York City 

BETHLEHEM 
Wrought Steel Wheels 
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Be Prepared 
winter grade # of 

♦ ♦ ♦ change to the correct 

KDDLMDTDR DIL. 
the perfect Pennsylvania Motor Oil 

THIS Winter protect your 
heavy-duty, high-powered 

bus engine-and your profits 
-against the wear, tear and ex
pense of hard starting. Prevent 
undue, costly strain on your 
batteries and starting mecha
nism by using KOOLMOTOR Oil 
-the ideal Winter lubricant. 

This special /ow cold-test 
oil flows freely at the touch of 
the starter-distributes quickly 

to moving surfaces-elimi
nates the drag of slow starting. 

And remember the fact that 
KOOLMOTOR Oil cools as it 
lubricates. This cooling feature 
is equally as important to your 
hot running bus engines in 
Winter as in Summer-com
bustion temperatures are the 
same inside your engine 
irrespective of whether outside 
conditions are warm or cold. 

Cold ~:lays are coming-be 
prepared! OrderyourWinter's 
supply of KOOLMOTOR now. 

Write to CITIES SERVICE 
60 Wall Street 

{ ONCE - ALWAYS } 

New York 

Cities Service 
Radio Concerts 
Fridays, 8 P. M., Eastern 
Standard Time, W EAF 
and 36 Associated Stations 
on N.B,C. Coast-to-Coast 
N ct work - Cities Service 
Orchestra, Cavaliers and 
J~sslca Dragonette. 
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THE 

NOVEMBER NUMBER 
OF 

ELECTRIC RAILWAY JOURNAL 
will illustrate and desc r ibe the maintenance methods and equipment used 

by the Georgia Power Company in obtaining the remarkable results that 

won this Award . 

Special articles in the November Number will be devoted to this subject, 

analyzing in detail the maintenance methods and practices, and the equip

ment used by the winning company, such as rolling stock and shops, way 

and structures, overhead lines, buses, materials, parts and supplies. 

In the advertis ing pages of that Number, additional information will be 

found in the advertisements of leading manufacturers, displaying and 

explaining the details of their latest products. 

The November Number will be mailed to subscribers November 5. Adver

t ising forms will close October 23. 

Cuts and copy should be sent to Electric Railway Journal, 

330 West 42d Street, New York City, N. Y. 

October, 1931 



Six Cylinder Model Weighing 5500 Pounds « « « 

MODEL "15" 
$3500 f. o. b. Kent, Ohio 

1 7 PASSENGER 
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THE MOST TALKED ABOUT 

TWIN COACH builds vehicles to meet a 
problem. This is the history of the institu
tion and of the man, Frank R. Fageol. It is 

the secret of any success we have in the transpor
tation field. 

In 1922 there was a real demand for a low hung, 
swift moving coach for the development of com
mercial transportation on the great highway sys
tem which the private automobile had been instru
mental in developing. 

Thereupon Fageol presented his famous Safety
Coach, which really sponsored highway passenger 
transportation as we know it today. 

In 1927 the Urban Street Railway executives were 
looking for a motor coach with body and loading 
arrangements similar to those of the rail trolley car 
upon which they had built their business for the 
previous 3 0 years. 

Thereupon Twin Coach offered the successful and 
standardized 40 passenger Twin Coach with dual 
motors, today by far the largest seller in its class. 

Right now scores of operators in the railway and 
inter-city bus field are seeking the other extreme, 
a thoroughly reliable small coach built of genuine 
mot.or bus parts and at a 'list price not to exceed 
$3,500.00 fully equipped. They have been in many 
instances trying to meet their needs with converted 
general purpose automotive truck or pleasure car 
chassis, bearing locally built utility bodies. 

Neither the patron nor the operator has been happy 
with such equipment. 

Based upon the actual economics of the situation 
facing the operator and from the wealth of bus 
engineering experience we now offer for this re
cently arisen situation the Model 15 Twin Coach. 

It is built really to fill the schedules of franchise 
lines where service must be rendered for policy 
reasons, whether there is a profit or not; it is built 

to carry 17 seated passengers plus quite a few 
standees, providing for them roomy quarters, full 
head room, touring car riding comforts and quick 
passage due to surplus power and the maneuver
ability in traffic which comes with a 13 2" wheel
base and a 69" width-plus a driver out in front. 

There is something about the low hung appearance 
of this unit that gives it a fascinating and inviting 
appearance as far as the prospective customers on 
the curb are concerned. It has but one step of 
entry, 12" in height, and the floor level inside the 
vehicle maintains this height, giving with the 
wide door an unusually quick loading and unload
ing arrangement. 

The unit is built of the best materials we can buy, 
all metal with body sides and roof of duralumin. 
Powered with 6-cylinder Twin Coach designed engine 
·(built 'by Hercules) mounted on rublier, it offers a 
tough resistance to hard service in outlying districts 
with questionable road surfacing. Furthermore it 
asks remarkably little in the way of maintenance, 
including gas and oil. In fact the unit shows quality 
manufacture in every appointment; even to hardware, 
interior trim, painting and seat structure. 

We do not believe this vehicle could be built at the 
price except under a manufacturing policy like our 
own where we purposely build a standardized line 
of vehicles placing ourselves in a position to utilize 
materials purchased on the basis of interchange
ability between models. Every part in this vehicle, 
except for proportion, has stood the test of service 
in the hundreds of Twin Coach units already on 
the road in gruelling "stop· and start" service. 

As remarked heretofore, in producing this unit we 
go from the extreme of our success with the large 
40-passenger vehicle to the building of this new 
small transportation tool, because the success of 
our institution we believe always will lie in our 
ability and readiness to meet the situation facing 
the customer. 

v------------------------------------------L AR GEST EXCLUSIVE BUILDERS "STOP AND START" TRANSPORTATION 
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General Specifications 
All Twin Coaches Manufactured Under Patents Pending and Issued 

Overall length with bumpers and visors _______ 213 ½" 
Overall length without bumpers and visors ______ 202 ½" 
Overall width -------------------69" 
Overall height (loaded) _______ _ ___ 87 ¼" 
\1Vhecl Base _____________________ 13 2" 
Tread, Front and Rear _______________ 59i~" 

Turning Radius, approx. -----····-········--···-···-···-· 21' 
Body Overhang, Front _______ _ ________________ .l I" 
Body Overhang, Rear _____ _ _____________ 3 5" 
Interior Head Room in Aislc ______________ 74" 

Interior Head Room at Seats ······-·-····-···----------65 ½" 
Road Clearance, minimum under rear axle ________ 8" 
Road Clearance, lowest point of body __________________ Jo" 
Maximum Body Clearance at Front End .______ _ ___ !I ¾" 
Maximum Body Clearance at Rear End ____________ J2" 
Weight ________ ····-··-··----5,500 lbs. (approx.) 

GENERAL ASSEMBLY-Body and running gear structural framework 
all made out of steel, riveted together. Running gear consists of special 
shape brass steel channel cross members onto which spring brackets arc 
mounted. 
l'i<x l ¼xi ¼ standard tee iron used for body structure extending from 
body rail to the roof and down to the other side in one piece, except at the 
end where short interconnecting members are employed. Window upper 
and lower headers consist of t'r.x l ¼xi ¼ angle iron, extcnde:l clear around 
body except that at the entrance and emergency doors the lower window 
headers are interrupted. 
Body outside covering, including roof, roof corners and lower body, is of 
1

1rr " thick heat-treated aluminum alloy sheet. 
Flooring consists of ¾" thick 7-ply Fir Plywood, specially treated for 
maximum serviceability. The floor is supported on body sides and at 
center by mems of steel structural members. Floor finish consists of 
especially prepared plastic composition painted on. This gives a maximum 
durability and light weight, and is especially easy to maintain. 
Glass is used clear around the body. The front corner sash hinge for 
ventilating purposes, while windshield glass is ¼" laminated safety glass 
and stationary mounted. 
Reu end full quarter corner glass is ¼" plate, while rear end flat glass 
is ¼" double strength, Grade "A," window glass. 
The side windows are provided with heavy duty brass satin nickel finish 
lift sash, the detailed construction and installation of which is exactly the 
same as used on the Models 20, 30 and 40 coaches. The upper sash is 
interchangeable with the intermediate size of sash used on the Model 3 0. 
The entrance door is just back of the right front wheel housing and con
sists of two leaf hinged door, one leaf of which is hinged out from each 
door post. The door construction consists of extruded aluminum covered 
by nr" thick heat-treated aluminum alloy sheet metal. The upper section 
of the door is paneled with ¼" double strength window glass. Manual 
control is used for the door from the operator's seat. 
EMERGENCY DOOR-Located on left side directly opposite service 
door, made out of dural structural members paneled on outside with heat
treated aluminum alloy sheet and equipped with raise sash on upper end to 
match other sash. 
LIGHTS-Headlights, two Guide Tilt-Ray type 5H flush mounted. 
Marker Lights, standard beehive 3" dia. mounted on each corner of roof. 
Tail Light, Guide type 264 with Stop Light and License Plate Bracket 
built integral. 
Interior Lights, Two, 5" frosted glass dome lights with 2 I C. P. lamps. 
Dash Light, one dash light at instrument panel. 
BUMPERS-fa spring steel front and rear. These will be the same as 
delivery unit- (except wider). 
VISORS-Sheet aluminum visors on front and rear ends. 
ROOF DRAINAGE-Drip leJges provided above doors and windows. 
INTERIOR FINISH-Hex. shape pilasters over window posts, between 
upper and lower window headers. 20 ga. sheet aluminum mounted to 
blocking with oval head wood screws above window upper headers. Pro
vision for l l" advertising cards on e:1ch side. 
SEA TS-Seating capacity, I 7 passengers, seated. Ample room in aisle for 
standees. Seats, chrome tan leather, semi-bucket type with sheet aluminum 

bocks and aluminum pcJcstals. Ample knee room provided throughout. 
Se.1ting arrangement consists of four dual seats facing forward on left 
side. Three single seats facing forward on right side. One single scat 
facing toward rear over right front wheel housing and four passenger 
settee seats facing forward across rear end. Driver's scat at left front 
corner where maxitnum visibility is assured, 
HEATING-Kysar Mufller Heater with two floor registers locateJ under 
scots on left side. 
Burgess Mufller used in back of Kysor heater mufficr to get maximum silence 
in operation. 
DESTINATION SIGN-Destination sign is located at front enJ oYcr 
visor. Glass opening 5" higb by 31 ½" wide. 
REAR VISION MIRROR-Rear vision mirror installation abo,·e 
driver, giving complete view of rcor and interior. 
PAINT SPECIFICATIONS-The same as on other coaches. 
MECHANICAL UNITS-Springs-42" long, 2" wide, chronic vona
dium steel. All springs arc interchangeable. Large capocity rubber bush
ings used throughout requiring no lubrication. Snubber, consist of rubber 
block type clamped to springs "·ith "U" bolts. 
Front Axle-Timken drop-forged eye-beam section, No. 11706-2. 
Rear Axle-Timken No. 5 I 500 semi-floating geor type of convention,] 
design. The standard ratio is 4 5 / 6 to I. 
Brakes-Four wheel internal expanding hydraulic brakes, 2 ¼" wide by 
I 5" dia. Mou!Jcd brake lining and nickel cast iron drums. Emcrgcnq 
bokc on transmission, manually controlled with hand lever at driver', 
right. 
Steering Gear-Ross, }.lode! 220 cam and lever type. Steering gear is 
located at left side ahead of front axle and connected to axle steerini: 
wheel with longitudinal ball joint type drag link. 18" wood steering wheel. 
Engine--One Hercules, 6-cylinder engine at extreme front end center ol 
body, housed off to give satisfactory dissipation of heat and minimum 
passenger and driver interference. Detachable "L" head aluminum pistons, 
No. 3 bell housing and with rubber mounting bushings pressed into 
sockets, cast integral in bell hou;ing and gear case cover to provide the 
rubber cushioned four-point support. Engine has accessibility through tor 
and motor housing and through removable shield on right front wheel 
housing. Bore and stroke, 3 ¾ x 4 ¼; 281.7 piston displacement; 3 3.7! 
N.A.C.C. rating; 73 H. P. at 2,800 R.P .M. 176' lbs. torque at 1,000 
R.P.M. Force-Feed lubricating system through pom,ve gear pump 
External type oil filter. Zenith carburetor with Airmaze Cleaner. A C 
fuel pump, driven off camshaft. Delco-Remy Automatic Advance Dis
tributor (the some as used on large coaches). D-R Starting Motor. D-R 
6-volt generator. 
Clutch-Extra large single disc type with J-M lining and nickel iron pres 
sure plate. Oilless bronze pilot bearing. Clutch control consists of shor 
remote linkage 2' pcJal. 
Self-operating Automatic Clutch optional at small additional cmt. 
Starter-Eclipse automatic. 
Transmission-Brown-Lipe Model 30-C, equipped with heavy dut y gears 
Ratio 3 .3 to I in low, 1.68 to I in second and I. I in high and 4.4 5 to 
in reverse; equipped with standard speedometer drive take off and pro 
peller shaft emergency brake. Free-wheeling unit on rear of trans 
mission. Free-\17hceling housing ca rries the emergency brake spider 
Transmission shift control by means of conventional lever bent fonnr 
slightly to reach driver's scat. 
Drive Shaft-Cleveland Steel Products No. 28 5 series with SKF sch 
al igning roller type midship bearing and SKF midship bearing housing 
drive line (the rear drive shaft is the same as used on delivery unit). 
Chassis Lubrication-Alemite throughout. 
WHEELS-Twin Coach cast wheels, spoke type made by Dayton. Hub 
cast integral front and rear. TIRES-Heavy duty balloon 7.50 x 18 
RIMS-Goodyear type "'K." SPARE TIRE CARRIER-At rear en 
in ver tical pusition against body panel, substantially mounted. HORN 
6 volt vibrator type. WINDSHIELD WIPER-Folberth heavy du" 
mounted on windshield side post. BATTERY-Exide, 3XEIR, 6 voh 
rubber case with folding lift handles mounted at right front corner, ver 
accessible. SPEEDOMETER-Driven from back of transmission 
Stewart-\lVarner heod mounted on instrument panel in front of dri,·er 
Flexible cable drh·e. 

TWIN COACH CORPORATION, KENT, OHIO 
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Two Great Advanees in 
Car Heating Equipment 

~~UTILITY'' 

Refleetor 
TYPE 

Car Heater 
,vITII 

Cht·omalox 
E11elosed Units 

Gives Full Use of Electrical Energy Input. 

Directs Maximum Amount of Heat to Lower 
Part of Car. 

Heats the Feet and Not the Seat. 

The Greatest Improvement Ever Made in Elec
trical Car Heaters. 

~~UTILITY-ARCOSTAT'' 
Te1Dperatn1•e Control 

Regulates Within One Degree 
Fahrenheit of Any Predetermined 
Temperature. 
Permanent Operating Point. 
Highly Sensitive. 
In Actual Service, Through Two · 
Heating Seasons, of 1197 Arcostats 
Tested and Examined, Only One 
Out of. the Entire Lot Failed to 
Function I 00 Per Cent. 

Write at once for full information 

Railway Utility Co. 
Jlakers of Heating and Ventilating Equipment for Electric 

and Steam Railway Cars, Trackless Trolleys and Buses 

2241 Indiana Avenue Chicago, Illinois 
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11,400 miles a day. Four million miles a year! Every one 
of these miles in the South, where summer heat puts an 
extra strain on tires. Yet under these gruelling conditions, 
the Camel City Coach Company, operating a fleet of 
seventy-five huses-HAD ONLY FIVE ROAD DELAYS 
FOR THE FOUR .l\lILLION .l\lILES ! But let Mr. J. L. Gil
mer, President of the Atlantic Greyhound Lines, Camel 
Coach Division, tell you ahout it:-"Even under the most 
severe conditions of road mid weather," says Mr. Gilmer, 
" we have found Firestone Balloons, pins Firestone serv
ice, an unbeaten comhination. As you can imagine, our 
.adoption of Firestone bas proven a very considerahlc 
operating economy in addition to increasing the traveling 
comfort of our passengers and the punctuality of our 
scheclules."-Fircstone Balloons for your trucks or huses 
SAVE you money; REDUCE your road delays. Your 
Firestone dealer nearhy will he glad to tell you the whole 
story. When purchasing new equipment, he sure to ask for 

Firestone Balloons, Tuhes, Rims, Batteries, 
-~ Brake Lining and Accessories 

~,~,,~,~~AIJ_ t11•z 11~♦ "' ~ , ~~.- ~ I, J ~ ·,-
u S BA LL O ON s 

◄◄ LISTEN TO THE VOICE OF FIRESTONE EVERY MONDAY NIGHT OVER N. B. C. NATIONWIDE NETWORK ►► 

Copyright, 1931, The Firestone T ire & Rubber Co. 
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Long-lived strength 
unfailing efficiency 

lowest center of gravity 
permanent silence 

these are combined only in 

TIMKEN WORM DRIVE 
for cars, trolley buses, coaches 

31 

THE TIMKEN-DETROIT AXLE COMPANY, DETROIT, MICHIGAN 
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Better than the best laid 

plan~ and the furthest reach

ing theories, is the leadership 

which puts them into effect. 

Real :leadership discerns the 

value of effort and weighs 

present sacrifice against 

future security. Real leader

ship gives and con:imands 

a full measure of coopera

tion. Together, leadership 

and cooperation can master 

any situation. 

G. COLL I E R 
INC. 

33 

NEW YORK CITY 
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The Responsil,ility 

of tL.e 

\ 

October, 1931 

Railroad Eguipinent Manufacturer 

Every railroad equipmen~ manufacturer realizes the respon
sibility that rests on his shoulders. He must supply equip
ment that will enable the railroad to operate economically, 
with a minimum of repairs and replacements and with abso
lute safety. No manufacturer will assume this responsibility 
without a great amo_unt of experience behind him. In addi
tion he must maintain a constant series of laboratory experi
ments to improve his product and to keep abreast of operating 
conditions. His raw material must be of the best and this 
material, as well as every step in his process of manufacture, 
must be carefully checked, inspected and supervised. Many 
maniifacturers continue to inspect their equipment even after 
it is placed in service. Thus manufacturers are able to stand 
behind the things they make, and to accept the responsibility 
for them. The Standard Steel Works Company, because of 
their adherence to these principles, take pride in accepting 
their responsibility with assurance. Their products are safe 
and long -lived. 

STANDARD STEEL WORKS COMPANY 
GENERAL OFFICES & WORKS: BURNHAM, PENNA. 

CHICAGO NEW YORK PHILADELPHIA ST. LOUIS 
AKRON PORTLAND SAN FRANCISCO 
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Interurban 
12,990 I 

35 

cars weigh 
s. le 

Power Savings alone 
will absorb the extra 
cost in 31 months 1 1 1 

"ALUMINIZED," the average interurban car can weigh 46,000 
lbs. instead of the usual 58,990 lbs. "Aluminized" cars have equal 
strength and are nearly 6 1/2 tons lighter. 7,450 lbs. of the light 
strong alloys of Alcoa Aluminum displace 20,8oo lbs. of steel. 
Result, the "aluminized" car, lifting 389,700 ton-miles a year off 
your tracks, cuts power costs, wear and tear on motors, brakes, etc. 

The additional cost of "aluminizing" interurban cars is absorb.ed 
in 31 months by savings in power costs alone. Based on a cost of 
.098 cents per 1,000 lbs. of car per mile, it costs 5 .78 cents to 
move the old-fashioned (58,990 lbs.) car I mile. The "aluminized" 
car weighing only 46,000 lbs. costs 4.508 cents per mile. Operat
ing the usual 6o,ooo miles per year of interurban work, this 
power saving of 1.273 cents per mile by the "aluminized" car 
results in a power saving of $764 per year. 

When you "aluminize" you can use the light strong alloys of 
Alcoa Aluminum for under-frame, including body bolsters, side 
sills, cross members and apparatus supports. Use it too for all 
metal work in the body, including side plates, end plates, roofs 
and finish inside and outside. It can also be used for numerous 
truck, motor, and apparatus parts. 

Standard structural shapes of the strong alloys of Alcoa Alumi
num from which street cars and railway coaches are made are 
carried in stock. Plates, rivets, bolts and screws are also available. 
The engin1:;ering handbook, "Structural Aluminum," is available 
at $1.00 a copy. Address ALUMINUM COMPANY of 
AMERICA; 2463 Oliver Building, PITfSBURGH, PENNSYLVANIA. 

LCOA ALUMINUM 
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Rai/u,a1 Signal Wires and C,bles » 
Parkway Cables » Power Cables; Paper, 
Cambric, Rubber; Braided or Leaded » 
Car Wirt » Locomoti i•t Wirt » 'Bronze 
Trolley and Contact Wire » Copper 
Trolley and Co ntact Wir, » Copper 
Transmission Strand » Guy Jf"irt a nd 
Strand ,. 'Bond Wires » Ground 
Wires » Welding C,bl,; Trailing and 
Electrode Holder » .And a wide variety 

of othe, Wirts and Cab/ts, 
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BL IN G 
TROLLEY AND CONT ACT WIRE is an important Roehling 

product and hundreds of miles of it span the country. Yet it is 

merely one of many types of Roehling Electric Wires and Cables 

serving electric railways everywhere. 

Locomotive wire, bond wires, pantograph cable, power cables, 

parkway cables, railway signal wires and cables-these are simply 

a few of the Roehling Wires and Cables made for electric rail

way service. There is hardly an electric wire and cable need that 

cannot be satisfied by the complete and diversified Roehling Line. 

Your inquiry for further information and prices would be wel

comed by any Roehling office listed. 

JOHN A. ROEBLING'S SONS COMPANY, TRENTON, N. J. 
At!tmta Boston Chicago Cle1•eland Los Angeles New York 
Philadelphia Portland, Ore. San Fraucisco Seattle Export Dept., New York , N, l'. 

ELECTRICAL WI RES AND CABLES 
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Four e11gi11es of 
basically sim ilar tle
s ig11 but of ,liffere n t 
displace m e 11 t a 11 tl 
poll'er rn11ge lrnre 
bee11 de1·elo1>etl, i ,r -
s uring nrnxi ,1111,n i11-
/ ercl1a n genbility of 
j >nrts, redured i11-
1·eu t or_v cl,nrges a ,ul 
.,implifie,I main l e 
. ., ./ ,inure. 
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HllAKES •.. 

" .. i 11 a t t r a e t a d d i t i o II a I r e , 1 e -

1111e , i11e1•ease de11e11dability 

of service a11d red11ce costs 

are esse11tial. ~ At a ti Ille 

" .. he11 a II y c111•tail111e11t of 

exte11si,1 e 

11 e eri11d 
~ 

1·esea1·ch a11d 

d e , . e I o 1• 111 e II t Illig Jt t 

b e j II d g e d e x c II s a b I e , Y e 11 o ". 

C oach has •• II t Ill O 1· e i Ill I' e t II S 

t ha11 behind tl1 e 



d11etio11 of a11d i1111,roved 

e •1 u i I' 111 e n t aud ad,.,. a11ce111e11ts 

in 111eclta11ical desig11. ~ TIie 

11rge to strive coustantly for 

1,e1•fectio11 ... to 111 ake today's 

11eltie,·e111e11ts s111,erior to those 

,·esterday • has bee11 

I r e s I' o II s i b I e for Ill a II y 1•eee11t 

11 e , . e I o I' 111 e II t s of great i Ill• 

11,01•ta11ce to the 1,rogress 
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l'arlor llnd 'ci ty ><Crl'ice co1icl1es of intcr
me,liate capacity feat11ri11g new slar1tlar,ls 

of pcrfor111a11ce arul earni,1g pou·er. 

E,,n;pp~~ .1::ii/1 either 1.10 or 115 11 .p. : ngiues 
1rhidt1Jr(j inrercliar1geable. Complete porrcr 

i ,::..~.pltiri~ ri-morable in 7½ minutes. 
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ti1111ecl its cle,·elop111 e 11t ,vork to h1sure tlte future 11ros11erit.,· 

of tlte inclust.ry a nd t o justif,· t h e 11rtnul dis t inction of ser,·h1g 

year after yea r as t lt e l e aclh1 g 11r ocl11cer of motor coacltes. 

.. 4 Coacl, for Every Cl11ss of Service 

PASI'. ENGINE 

TYPE \\'IIEEL- CAPAC- Cn. DISPLACE-
B.\!:-F. 

IT\' ~!ENT 

l ' 18.," 16 Low High Headroom Parlor Coaeh 6 331 
l 185" 21-23 City Servi<'<' Coach 6 331 
u rn::;• 21 Observation Parlor Coach 6 331 
C 21::;" 2:J City Servic<> Coach 6 331 

\\' 185" 16 Low/ High Headroom Parlor Coach 8 3.33 
\\ 18::i" 21- 23 City Sen-ice Coach 8 353 
w 185" 21 Observation Parlor Coach 8 353 
w 21::;" .,-

-.J City Service Coach 8 353 

\" 225" .,-
-•l Obsen·ation Parlor Coach 6 468 

\' 'le')-,, 
--.J 29-30 City Sen·ice Coach 6 468 

\" 22.3 " 29 .-\II l\letal City Service Coach 6 -168 ,. 225" 29 Ob~ervation Parlor Coach 6 525 

z 22::; • 29 .-\II l\letal City Service Coach 6 525 
z 240 " 38 .-\II l\·letal City Service Coach 6 616 

250 250" 33 Observation Parlor Coach 6 616 
40 213" 40 .-\II l\letal City Service Coach 6 616 
-H 213" 4-l ,\II .'.\letal City Trolley Couch Electric urive 

35 or 50 h.p. motors 

Gas eleclric dri11e and double deck eq1tipment also al'<1ilable. 

GENERAL MOTORS TRUCK CO., Pontiac, Mic h . 
S11bsi 1liary of l'elloH" Tru ck & Coach ,llfg. Co. 
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say the 

car buyers 

Test after test has definitely proved that the 
new Texaco System ofcar-journal lubrication 

saves money. It has been proved through 
years of actual service on a number of im

portant roads. Many buyers of rolling stock 
in the electric railway field are now speci-
fying this system for all new cars. Those now 

in operation are rapidly being equipped. • The Texaco System, which includes 
the application of Texaco Oil Seals and the use of Texaco Lovis Oil as major 
factors, gives more effective lubrication than had before been thought possible. 
The savings are surprising. • Detailed facts and figures are available to any 
interested railway engineer. Write The Texas Company and ask to have a 
Texaco lubrication engineer call and show you exactly what has been done 

on other roads - or heller yet, let him arrange with you for conclusive 
tests on your own cars. Find out what this Texaco System will do· for you. 

THE TEXAS COMPANY, 135 East 42nd Street, New York City 

TEXACO 
lubricants 

41 
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that qualify for ANY • service 
No matter how exacting your service conditions may be, 
Carnegie Wrought Steel Wheels will more than measure up 
to your requirements. They are built to withstand the stress 
of modern traffic- peak loads, rapid acceleration and emer
gency stopping. The rolling and forging process by which 
they are manufactured imparts to the steel exceptional 
strength and endurance-exceptional safety. 

Carnegie Wrought Steel Wheels have long been accepted as 
the standard of excellence under railroad passenger cars, 
where the service is severe and where utmost safety pre
cautions are taken. Under electric cars they render the same 
safe, trouble-free, economical service. Before you invest in 
wheels, investigate the many advantages of Carnegie Wrought 
Steel Wheels. 

CARNEGIE STEEL COMPANY. PITTSBURGH, PA. 

Subsidiary of United ~ States Steel Corporation 
91 

CARNEGIE 
WROUGI-IT STEEL WI-IEELS 



October, 1931 ELECTRI C RAILWAY JOURNAL 

Ev1DENCE OF SERVICEABILITY 

IN TROLLEY PoLEs 

NGTH BY SPECIAL HEAT TREATMENT 

GTH BY HIGH QUALITY OF STEEL 

NGTH DUE TO SPECIAL REINFORCEMENT 

TH TO MEET ALL SERVI_CE CONDITIONS 

THE first requirement in trolley poles is adequate and 

lasting strength, which must be provided without 

excessive weight. Economy in operation of the car, efficiency 

in service, and safety to the public will depend on the 

fulfillment of this demand. 

The heat-treating and other processes under which 

NATIONAL-SHELBY Trolley Poles are made, fully develop 

the potential qualities of the special, high-grade steel which 

has been chosen for superior strength. 

The design of these poles gives complete balance, obviates 

undue weight, and puts maximum reinforcement where it is 

most needed. Every pole, before leaving the mill, undergoes 

the most thorough tests and inspections, to make sure 

that it is free from defect. Write for complete information. 

NATIONAL TUBE COMPANY- Pittsburgh, Pa. 
Subsidiary of United ~ States Steel Corporation 

43 

NATIONALJ:~:;POLES 
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-will wake up 
your Drowsy ~ars 

IT IS surprising how 

easily old cars may he given new life and 

en~rgy . . . They can he converted into 

Safety Cars-which are safer, and 

FASTER, especially when equipped with 

the Relay Valve and the Self-Lapping 

Brake Valve . . . These devices assure 

very quick build up of brake cylinder 

pressure and unusually flexible control of 

this pressure. • • • • • 

SAFETY CAR DEVICES Co. 
OF ST. LOUIS, MO. 

Postal and Telegraphic Address: 

WILMERDING, ·PA. 
CHICAGO SAN FRANCISCO NEW YORK 

WASHINGTON PITTSBURGH 
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"ONE-WEAR" 
STEEL WHEELS 

With the Davis "One-Wear" Steel 

Wheel the first cost is the last. 

Contour conditioning and all its 

attendant expense never troubles 

the Davis Wheel. 

Special composition steel triple heat 

treated, provides unique qualities 

that are characteristic only in the 

Davis Wheel and make them truly 

"O w II ne- ear. 

~-L FOUNDRIES 
AGO ST.LOUIS 
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THEY WERE USING 1910 BOLTS 
ON 1931 MACHINERY 

Design and materials had kept pac.e but obsolete, costly 
bolts were still used. An interesting R B &, W case history 

A PURCHASING AGENT for 
an R B & W customer asked us 
for prices on a type of bolt we 
had not made for his industry for 
years. We went to see what he 
intended to use the bolt for, and 
encountered a mechanical an
achronism not without a vestige 
of humor. 

A certain piece of equipment had 
been improved every few years, 
with the exception of the bolts, 
which remained the same type of 
20 years ago, much too heavy for 
current requirements, and very 
expensive to make. The bolt had 

been designed in the days before 
cast iron flanges were replaced by 
the more ductile pressed steel 
flanges now in use, and when other 
parts of the equipment were cruder 
than now. But no one had thought 
to modernize the ho! t design. 

Of course the customer 
appreciated the suggestion 
of the R B & W Engineer
ing Service that a standard 

bolt would serve the purpose and 
cost considerably less. 

Has your bolt and nut design 
kept pace with other improve
ments? Does this offer an op
portunity for constructive cost 
cutting and improved value of 

your products? Make the 
RB & W Engineering Ser
vice your Bolting Material 
Counsel. 

RUSSELL, BURDSALL &, WARD BOLT &, NUT GO. 
ROCK FALLS, ILL. PORT CHESTER, N. Y. CORAOPC'LIS, PA. 

Salea Oflices at Philaddphia. Detroit, Chicago, San Francisco, Lo, Angeles. Seattle, P~rtland. Ore. 
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TONNER 

A Truell Built lo Do YOUR Joh 
The new Rco Big Four-Tonner is a heavy truck for heavy 
work, niassivcly constructed at all vital points. It is engi
neered for safe and profitable high-speed travel. The Big 
4-Tonncr engine develops 101 h. p. at the low speed of 2600 
R. P. 1\1 •• has seven big main bearings, full force feed lubri
cation cYcn to piston pins. The cylinder block of chrome 
nickel iron increases valve scat and cylinder wall life seven 
times. Built in three wheelbase lengths, frmn tractor to van 
types - offered at the lowest price ever 
placed on a comparably heavy 4-ton truck 
of equal specifica lions! 

® 

I. Powerful heavy duty, 
101 H.P. Six Cylinder 
Engine. 

2. Heavy Duty 4-speed 
Transmission. 

3. Brake Booster stand
ard equipment. 

4. Chrome nickel cylin
ders-wearing 7 times 
longer than grey iron. 
Seven bearing crank
shaft. 

a. Dual wheels standard 
equipment. 

G. Extra long springs; 
helper springs, stand
ard equipment. 

7. Frame reinforced hy 7 
heavy cross members. 

8. Powerful 4-wheel hy
draulic brakes. 

9. Heavydutyfull-float
ing rear axle. 

IO. Extra hea~y frames. 
Side channels 10• deep 
¼' thick, with con

stant flange width of 
3 inches. 

I I. Available in three 
wheelbase lengths 
from tractor to van 
type. 

REO MOTOR CAR COMPANY 
LANSING - TORONTO 

150-inch wheelbase chasl!lis • 
170-inch wheelbase chassis 

• • $2800 

C 190-inch wh .. elbasc .-hassis 

~ ~ /. o, b. Landng 

• • $2875 
•• $2950 

8164TONNER 
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REDUCES COST 

32¢ PER 1000 CAR MILES 

WITH NEW LUBRICANT 

IT YING over the rails ... at sixty and sometimes 

se~enty miles an hour . . . the trains of one large 

high speed electric railway system* had long 

been subject to excessive bearing failures. 

For the past ten months this company has 

operated all cars with L. C. Motor Journal Oil. 

A recent check up for this period of operation 

s·howe d practically complete elimination of hot 

boxes. It discloses a saving of waste consump

tio n for the first five months of $1,001.00 and 

$497.00 saved in journal brasses consumption. 

A total saving of nearly 32 cents per thousand 

ca r miles has been accomplished. 

O n othe r high speed lines .and in ordinary 

I 

' , 
r'. 

r I 

High ,peed 
train running 
1iMfy miles 
on hour. 

street car service Standard Oil Company (Indiana) 

lubricants and service have proved equally suc

cessful. In practically every instance marked 

savings have been made in power and waste 

consumption with an attending increase in 

the life of bearings and a reduction in bear

ing temperatures. 

You will find it profitable to investigate 

L. C. Motor Journal Oil. Our engineers will be 

glad to furnish information and data. Address 

your request to the Electric Railway Division. 

*Na me an request. 

STANDARD OIL COMPANY 
(Indio no) 

910 So. Michigan Avenue 

(1209) 

Chicogo, Illinois 

L. C. MOTOR 
JOURNAL 0 IL 

THE I DEAL YEAR A RO UND M O T OR JQURNAL OIL FOR ELECTRIC RAILWAY SERVICE 





No. 308 

No. 318 

A GOOD seat brings the rider back the 
same route. The seat is the .. point 

of contact" between the rider and the 
transportation. It influences in a large 
measure the choice of the return trip. It's 
the seating that counts ... Make this test 
yourself, the next time you decide on seat-

ing for bus, street car or interurban, for 
new construction or replacement. Com
pare Karpen comfort with other seating. 

Judge its eye-value for your transporta
tion. And remember the most important 
factor of all-Karpen has been building 
good transportation seating for 37 years. 

S. KARPEN & BROS. 

New York 

Transportation Seating Dept., Chicago 
:Michigan City, Ind. Los Angeles 
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111-lERE'S A FLUTED 

FOR EVERY OF SERVICE 

'l 

In Las Angeles, Union Metal Pales support trolley span wires, street lights and distribution lines. 

TWENTY-FOOT Fluted Steel Poles for trolley span 

wire support-sturdy thirty-footers for distribution 

lines-double thick steel for unusually heavy loading

fifty and sixty-foot: poles for cross-country lines. In short:, 

strength and height t:o meet every pole requirement ••• 

And for cit:y st:reeh, where appearance is especially im

portant, ornamental pole bases can be supplied in a wide 

variety of designs. 

The application of Union Metal Poles is almost unlimited. 

Wherever wires are strung overhead, Fluted Steel Poles 

can do the supporting job, and do it: efficiently. 

Union Met:ol Poles ore mode in one piece from high grade 

steel, welded wit:h a vertical seam and t:hen cold-rolled. 

In poles up to forty feet in height: there ore no horizontal 

joints t:o collect: moisture and hasten corrosion ..• Fluted 

Steel Poles toke standard fittings, ore easily adoptable 

to unusual requirements and will lost: for years without: 

heavy upkeep expense. 

THE UNION METAL MANUFACTURING CO., General Offices and Factory: CANTON, OHIO 
Sales Offices: New Yark, Chicago, Baston, Los Angeles, Son Francisco, • Distributors: Graybar Electric Company, Inc.; General Electric Merchon-

Dallas, Atlanta dise Distributors. Offices in oil principal cities. 

Abroad: The Canadian General Electric Co., The International General Electric Co., Inc. 

• UNION 'METAL~ 
DISTRIBUTION POLES 
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It it good engineering ? 

... to court failure in time 
or to insure success from the start? 
Competent engineers claim that there 
are eleven movements possible in an 
ordinary paved track structure resulting 
from as many more contributing causes, 
each one of which may cause the failure 
of the structure. These men recognize 
that even with the most careful engineer
ing and construction, it is impossible to 
assure against such failure. 

With DAYTON TIES, however, only 
2 of these 11 movements are possible
deffrction between supports and rail 
vibration ... of these 2, the first per
mits the DAYTON TIE to exercise its 
full function, while the second is com-

pletely absorbed in the Dayton asphalt 
cushion tie block. 

The varying traffic conditions of 20 
years have yet failed to reveal the slight
est rail movement or substructure disin
tegrat.Ion where DAYTON TIES have 
been used. 

Is it good engineering-is it sound econ
omy to court /ailure in time or to insure 
success at the start-Isn't the answer 
obvious? 

THE DAYTON MECHANICAL Trn Co. 
DAYTON, Omo 

The better tie ... without an alibi 
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-
r 

WE REPEAT' 

1881 £B llnton feluitcb & i>ignal (!to. Efj 
....,.,. SWISSVALE, PA. _,.,. 

1931 
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Milwaukee and Pittsburgh 
believe offering 
bargains for 

• 
Ill 

passengers ... 

Statistics prove they 
g~ the passengers 

Piusburgh-featured in a former 
Globe advertisement bas achieved 
similar results. Write for our ex• 
pcrience on this subject of passes. 

Quoted from "The Business \Veek" 

The necessity of maintaining street railway traffic has 
mothered many merchandising innovations. Outstanding 
are the "bargain fares" which the Milwaukee Electric 
Railway & Light Company has introduced. The weekly 
pass has proved very popular. It costs $1.00, is transfer
rable and is good for any number of rides. Around 50% 
of revenue now comes from this source, says "Electric 
Railway Journal." The IOc. cash fares account for 16%, 
while the 6-trip tickets, worth 50c. bring in 17% of 
receipts. l\1ore people go home for lunch from downtown, 
and short-haul traffic has increased. Wide use of the pass 
has increased speed of operation. 

Last Christmas a 75c. pass was put on sale, and ahout 
3,000 were bought each week. 

Later a 75c. shopper-theatre pass was introduced and is 
still being used. This ticket is good from 9 a.m. to 4 p.m. 
and after 7 p.m. weekdays, after 9 a.m. Saturdays and all 
day Sundays. On an average, about 1,800 shopper
theatre passes are in use weekly. 

"Pastime Pass" This summer an attracth·e 
50c. night pass was put into effect to induce people to take 
interurban rides for recreation. Another innovation was 
the 15c. "pastime pass," which with an additional cash pay
ment of IOc. is good for unlimited riding in the e,·ening 
on de luxe city buses. 

GLORE 
TICKET COMPANY 

PHILADELPHIA 
:FACTORIES: 

Phl111d~l1>hi11 Los Angeles 
Boston New York 

Atlant:t 

SALES OFFICES: 
Cincinnati 
1111lt lmore 
St. Louis 

Pittsburgh 
Clevelaod 

Des Moines 

Globe T1cKETs ... TnANsFEns ... PAssEs 
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* 
Bl>Ak'-bf <md..ttte 
lflfUlCliWfL TRAIL.(;R TRAIN 

No need to stress the fact that trailer train operation is a rapidly growing, decidedly economical form of 

modern highway transportation •.. Likewise there is little necessity to explain the obviously indispensable 

place brakes by Bendix-Westinghouse hold in the success of this important branch of highway commerce 

* Universally accepted as the standard control for modern heavy-duty transport units, Bendix-Westinghouse 

Automotive Air Brakes, in ·their unchallenged success, are merely 

maintaining a confidence horn of a manufacturing background of 

more than a half century * Lightning quick, powerful, traditionally 

dependahle, Bendix-Westinghouse control is something more than 

just a lHake ... This modern equipment assures constantly perfect 

equalization of braking pressures, greatly lengthens periods hetween 

adjustments, increases lining life, provides an automatic safety fea

ture in case of a break-away, at any point, in train operation and 

makes every truck or tractor a potential trailer carrier * Write 

today for more specific information regarding the countless advan

tages of modern Air Brake Control . . . Address BENDIX

WESTINGHOUSE AUTOMOTIVE AIR BRAKE COMPANY at 

Pittshurgh, Penna. 
6'.!!l6 
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~~I'll see it through 
if you will!" 

~~T 
HEY tell me there's five or six million of us--

out of jobs. 

"I know tlrnt's not your fault, any more than it is 
mine. 

"But that doesn't change the fact that some of us 
right now are in a pretty tough spot-with families 
to worry ahout-and a work)ess winter ahead. 

"Understand, we're not begging. We'd rather have 
a joh than anything else you can give us. 

" We're not scared, either. If you think the good 
old U. S. A. is in a had way more than tempo
rarily, just try to figure out some other place you'd 
rather he. 

" But, until times do loosen up, we've got to have 
a little help. 

"So I'm asking you to give us a lift, just as I would 
give one to you if I stood in your shoes and you in 
mine. 

"Now don't send me any money-that isn't the 
idea. Don't even send any to the Committee whic'h 
signs this appeal. 

"The best way to help us is to give as gen·eronsly 
as you can to your local welfare and charity organi
zations, your community chest or your emergency 
relief committee if you have one. 

"That's my story, the rest is up to you. 

"I'll see it through-if yoH will!" 

-Unemployed, 1931 

THE PRESIDENT'S ORGANIZATION ON UNEMPLOYMENT RELIEF 

Walter S. Gifford 
Direclor 

COMMITTEE ON MOBILIZATION OF RELIEF RESOURCES 

Owen D. l' oung 
Cliairmun 

The President's Organization on Unemployment Relief is non-political aml non-sectarian. Its purpose is to 
aid local tvelfllre an,l relief agencies everywhere to provide /or local needs. All facilities for tlie uation

wide program, inclruling this atlvertisement, ltave been furnislietl to tlie Committee witliout cost. 
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BY THIS SIGN 

YOU WILL 

KNOW THEM 

TRADE MARK 

SYMBOL OF A COMPLETELY 

OWNED OPERATION FROM 

TREE TO LOADED CAR 

This Warranty Mark signifies 

Dense Long Leaf Yellow Pine, 

correctly seasoned and uniformly 

graded, and it is branded on 

every piece of Jackson stock. 

Selling Agents 

GEORGE G. LEAVETTE F. B. MERRITT 
Room 416 Room 1560 

25 Broadway First National Bank Bldg. 
New York City Detroit, Mich, 

JACKSON LUMBER Co. 
Monufocturers 

Lockhart, Alabama 

A CROSSETT WATZEK GATES INDUSTRY 

Ill • • IIlOI S 
Resurfaces 
63 2.3 MILES WITH BRICK 

( Above) Completed brick resurfacing of 
worn concrete by Illinois State Highway 
Department on Route , south of Springfield. 
Thi• &'.Ive• tha highest typo highway at 

fowcoet. 
(Inaet) Worn •lab being prepared for curb 

and brick reeurfacinar. 

Plwto. h cOllrfeoWW of Diviam a/ HioA11JG.p. 
Stau of /Ui"oia 

ILLINOIS began a brilliant chapter in high
way economy this year, by widening and 

resurfacing worn concrete roads with brick. 

A total of 63.23 miles constituted the initial 
program. 

Thus, slabs that have not too far approached 
the end of their usefulness are being saved for 
many years to come. Brick pavements built 30 
and 40 years ago are in constant use today, 
although not nearly so well constructed as 
these Illinois brick resurfaced sections. 

The economy and sound judgment in resur
facing with brick is apparent. The worn con
crete-unsatisfactory as a pavement-will make 
a good base on a subgrade that has received 
its full settlement. Mastic cushion and bitumi
nous filled brick surface prevent transmission 
of cracks. Weather and traffic will have no 
effect on the brick surface. The existing slab 
has been transformed into a low-maintenance 
road extraordinarily well suited to all traffic. 

Highway engineers, officials and taxpayers 
will find much of interest in this Illinois work. 

Further information on resurfacing with 
brick may be had by addressing the National 
Paving Brick Association,1245 National Press 
Building, Washington, D. C. 
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-· FIRST ELECTRIC TRRIN c=r- 1893 THE first electric train was operaied in Chicago in 1893 at the World's Fair. 

Mr. J. S. Doyle, now of the lnterborough Rapid Transit Company of New 

York, supervised ihe installation of ihe wiring on this train and used Okonite 

wire and Okonite and Manson tapes throughout. This train was the forerunner 

i"lllllh11,IIUIIIIIIIIIIIIIIIIIIIIIIIIIIIIIIIIIIIIIIIIIIIIIIUIIIIJIIIIIIIIIIIIIIIIIIJIIJIJIIIIIIIIIIIIIIIIIIIIIIIIIIIIIIIIIIIIIIIIIIIIIIIIIIIIIIIIIIIIIIIIIIIIII 

j ALL I 
I ISN'T I 

GOLD ... 

THE thought eontainc 
old saying "All is 

, that glitters" may 
a}>phed to trolley wheels. 

It takes the finest in materials and 
workrnanshiI> to produce Kala
mazoo Trolley Wheels. They 
always provide arn1>le conductivity 
and resist the wear caused by 
pounding against trolley ears. 

Let us tell you why we have sup-
11lied continuously for over 25 
years, many of the country's lead
ing Electric Railways. 

I 
= THE STAR BRASS WORKS j 

i_'. ~;:::.;::· . ~· C I 
KALAMAZOO I I . I 

;;_::z---H. .. iii .. HW ..... ffll-ll-•1N.....,.ltffllllllllllllllHIIIHHJIIIIIIIIIUUIUIIIIIIIIIHIIIIIIIHIIUIIIIIIHlllllllllllllllffllllltlllllllllllUi 

f""""7""""'"'"""~'l":"'"~""""'""'"'""'"'"""""'"""""""'""""""""'""""""'"" 

mournil I Hli 
Lonq W eari~<J 
Even the rough brogans of stamping 
workmen do not injure the hard, tough 
surface of Tueolith floors. 

6 R.EASONS WHY 
Tueolith is the po11ular flooring mate
rial for ears and busses. 
1. Long Lite 
2. Attractlvt, 

4. Fireproof 
5. Sound Dcndencc 

3. N on-8111> Sorta re 6. Sanitary 

TUCO PRODUCTS CORP. 

= 

= 
30 CilURCII ST., NEW YORK : 

PEOPLES OAS BLDG. § 
122 s. l\UCIIIGAN AVE., CIIICAOO I 
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I " ►.-1: "" ,,;, \ 

W,. I t,: .,., ~--.if ,, . . ., ' .... , 

o a o the heavy traction lines in t e war - su way or e evate . ven as 

they demanded the best of wire and iape in 1893, so do their successors 

today. Thus Okonite is found wherever severe operating conditions exist, 

THE OKONITE COMPANY 
f ounded 1878 

THE OKONITE-CALLENDER CABLE COMPANY, INC. 
Factories : Passaic, N. J. 
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i Now Ready I ic==----- I 
I ================== i 

I F:~~i:y 
~•:~

0

:;~ -HILL BOOKS ==i====: 
on Engin~ering and Business 

HERE is the key to the latest, most authorita~ive and prac
tical information for reference and study in your field. 

i ln the more than 1500 books described in this catalogue will I be found the latest advances, vital new data, methods of 

leading concerns in all lines, the cream of experience, the ~===========_: knowledge of experts-the information that leads to suc-
cess today. Furthermore it shows how to place your book
buying on an easy budget basis. Get the books as you need 
them-pay for them by the month as you use them. 

Send for your free copy today! § 
............................................................................... i 

:::~r::·:~~I :.:o~9~:•• ~::~~;~H:;:e:~~~:~~: :e,~:::~,l~:ty:nd ;_~ 
Bustne511 Books. Thtt catalogue ls to be sent entirely without cost. = 

I - Nsme • •• • • • • •• • • • ... •• • • • • ••• • • • • • • • • • • • • • • • • • • • • • . . • . . • . • . • • • • • .. _ 

~==== !_== A.ddreu .. . ... . . .... ... .. ..•... ... . , •, •, •, • • • • • • • • • · · • • · · · · · · · · · · · 

§ Cit., ond State .... .. ............ . . . .. .. .. .. ....... ......... . E. 10·31 I 
:-.,...IHIHtlllllllllfllllllllllllllllllllltl'llllllllllllllllllllllllllllllllllllllltlltllllllllllllllllllllllllllllllllltflllllll1IIIIIIIIIIIIHUIIIIIIHIHltW' 

Paterson. N. J. 
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I lllllllllllllil ----.--· I 
E E =· ularity when Nachod = i Headway 

1
R
1 
ecorde.rs ; 

§ automatica y supervise ~ 

= the line. They tab, in ----~---- = 
~ print, the exact time that each car passes the points of instal- ~ 
~ lation, thus, giving you a daily report of all car movements. § 

~=====§=== Simple in mechanism •.• dependable ••• durable. No adjust- ~========= ing .•. just daily winding and change of record. Write for 
particulars and prices. Nachod & United States Signal Co., Inc., 
Louisville, Ky., Manufacturers of Block and Highway Cross-

i ing Signals. "Nacltod Spells Safety" ! 
a NACHOD Headwaul 

RECORDERS I 
~ 

~111111111111111111111111111111111111111111111111111111111111111111111111111111111111111111111111111111111111111111111111111111111111111111111111111111111111111111i: 
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NATIONAL 
ELECTRIC 
RAILWAY 

SPECIALTIES 

"Armature" Babbitt Metal 

The "Vigne" Iii m•talllc 
Armature llt•arlng 

"Ti~er" Uronz6 Axle and 
Armature llearlnr;s 

Our products have been 
thoroughly tested to 
meet your requirements. 
This saves you the 
trouble of frequent 
tests to attain satisfac
tory results. In our 
long contact with the 
industry we have had 
every variety of prob
lem to solve. Let us 
give you the benefit of 
this experience. 

"1\Iore-Jones .. 
Troll•y Wheels 

and llari,s 

NATIONAL 
Bearing Metals 
Corporation 
New York, N, Y, 
,llleadvllle, Pa. 

ST. LOUIS, 1\10. 
Jers~y City, N. J. 
l'ortf,monlh, Ya. 

Pitt-,hurgh, l'a. 
:St. Paul, ~Ihm. 

~t1111111111111111111111111111111111111111111111111111111111111111111111111111111111111111111111111111111111111111111,,1111111111111111111111111111111111111111m~ 

l p ANTASOTE '=I 
TRADE MARK 

-the car curtain and upholstery material that 
pays back its . cost by many added years of 
service. Since 1897 there has been no substitute 
for Pantasote. 

AGASOTE 
TRADE MARK 

-the only panel board made in one piece. It is 
homogeneous and waterproof. \Viii not separate, 
warp or blister, 

Standard 
for electric railway cars 

and motor buses 

Samplt, and full 
information gladly 
furnishtd. 

= 

The PANTASOTE COMPANY, Inc. I 
_ 250 Park Avenue NEW YORK ~ 

~111111111111111111111111111111111111111111111111111111111111111111111111111111111111111111111111111111111111111111111111111111111111111111111111111111111111111111! 
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~ I I November I 

= 

Issue Closes 
October 23rd 

Early receipt of copy 
will enable 
you best
proofs 1n 

ample time so changes 

and plates 
us 
to 

to serve 
furnish 

be 
. 

or corrections may 
made if desired. 

ELECTRIC RAILWAY JOURNAL 
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STUCKI SIDE B EARINGS 

SPECIAL CARBOX STt;Ef, 

llt:AT TUK\TED 

L\IWt: Wt:.\U SllUt'Art:s 

t'REE ROLLt:R 

OXLY TWO l',\RTS 

A. STUCKI CO. 
OLIVER BLDG., PITTSBURGH, PA. 

Canadian R("presentath·e 

Thf'I llo!den ('o., Ltd., Montreal, ('auad11 

511111111111m1111111111111111111111111111111111111111111111111111111111111111111111111111111111111111111111111111111111111111111111111111111111111111111111111111?. 

"""'~""~"""~""'"'"""""'~'"""""'-""M"""'"'"""'""'""""'""""""""""""""'"""'""""'"l 

( MADE TO DO ONE 
JOB WELL 

Since th e earliest days of 
electric rail way executives 
economy and efficiency of 
and bell cord. 

the industry 
realized the 
good trolley 

For over 60 years Silver Lake Trolley 
a nd Bell Cords have met these require· 
ments. Today they a re e,·en more ac
curately fitted to their jobs 

Writo fr,r ,ample,. 

SILV.,E R LAKE COMPANY 
Newtonville, Mass. ~ 

= 

1111111111111111111111111111111111111111111111111111111111111111111111111111111111111111111111111111111111111111111111111111111111111111111111111111111111111111111F. 

Wh istl ing Hel ps 
D 

~ 

Whistling to keep up 
your 

while 
courage helps 

waiting for the 

" b k" come ac of pros-
perity. It is far more 

helpful, however, to 

set the stage for better 

days by keeping down 

your present costs. 

Brake shoe costs can be 

kept well in hand by 

standardizing on the 

one best ·type and 

grade of shoe for every 

purpose. There's no 

economy in low priced . 

shoes which raise your 

car-mile costs. 

Whistle for our repre

sentative who will be 

glad to furnish you 

with facts and figures. 

The American Brake Shoe 
and Foundry Company 

230 Park Ave., New York 

332 So. Michigan Ave., Chicago 
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~NGINbLRS and CONSULTANT 

ALBERT S. RICHEY 
ELECTRIC RAILWAY ENGINEER 

WORCESTER, MASSACHUSETTS 

EXAMINATIONS 

REPORTS-APPRAISALS-RATES 

OPERATION-SERVICE 

WALTER JACKSON 

Consultant on Fares 
and Motor Buses 

The Weekly and Sunday Pass 
Differential Fares-Ride Selling 

Suite 6-A 

616 E. Lincoln Ave., Mt. Vernon, N. Y. 

R. F. KELKER, JR. 

ENGINEER 

20 NORTH WACKER DRIVE 

CHICAGO 

TRANSIT DEVELOPMENT 

OPERATING PROBLEMS 

TRAFFIC SURVEYS 

VALUATIONS 

. SANDERSON & PORTER 

ENGINEERS 
for the 

FINANCING-REORGANIZATION 
-DESIGN-CONSTRUCTION 

of 

INDUSTRIALS and 
PUBLIC UTILITIES 

Chicago New York Sao Franci!co 

ALLIED ENGINEERS, Inc. 

Engineers and Constructors 

20 Pine Street 

New York 

Transportation Examinations 

and Reports 

C. B. BUCHANAN, Pt<1ldenl 
W, D, PRICE, ,IR., See'7-Treaa. 

,IOBN F. LAl'NO, Vle~PtHldeal 

Buchanan & Layng 
Corporation 

EngiHering and Management, 
Co,11tructiofl, Fi.a•cial Re1orts, 

Traffic Suroeys a,,J 
Eq•ilmefll Mai•le"°"c, 

BALTIMORE 
lNt Flnt National 

Bank Bide. 

NEWl'ORK 
49 Wall Street 

Pbooe: Haoover: 2142 

HEMPHILL & WELLS 
CONSULTING ENGINEERS 

Gardner F. Wells 
Albert W. Hemphill 

APPRAISALS 

INVESTIGATIONS COVERING 

Reorganization Management 
Ope111tioo Coostruction 

50 Ea■ t 42nd St., New York City 

The P. Edward 
Wish Service 
50 Church St., NEW YORK 

Street Railway Inspection 

DETECTIVES 

131 State St., BOSTON 

THE BEELER 
ORGANIZATION 

Engineers and Accountants 
JOHN A. BEELER, DIRECTOR 

Traffic -Traction 
Bus-Equipment 
Power- Management 

Appraisals Operating and 
Financial Reports 

Current lnue LATE NEWS and FACTS 
free on request 

52 Vanderbilt Avenue, New York 

J. ROWLAND BIBBINS 
CONSULTING ENGINEER 

TRANSPORTATION 
UTILITIES 

Transit-Traffic Development Survey■• 
Street Plans, Controls, Speed Signal■, 
Economic Operation, Schedule Analy
■es, Bus Co-ordination, Rerouting. 
Budget■, Valuation, Rate Ca■es and 
Ordinances. 

llPERIENCE IN 211 CITIJl:S 

2301 Connecticut Aveoue 
Washington, D. C'" 

BYLLESBY ENGINEERING 

and MANAGEMENT 

CORPORATION 

231 S. La Salle Street, Chicago 

New York Pittsburgh Sao Franci■ co 

• 

NOVEMBER 
ISSUE 

Closes October 23rd 

Early_ receipt of copy and 
plates will enable us to serve 
you best-to furnish proofs 
in ample time so changes or 
corrections may be made if 
desired. 

ELECTRIC RAILWAY JOURNAL 
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Every Wire Welded 

Erico 
Type CAEH 

Bond 

All wires exposed to the welder's 
arc, a large area of welded con
tact is secured with a minimum 
of weld metal. The hook holds 
the terminal just right for quick,. 
sure application. 

ELECTRIC RAILWAY JOURNAL 

W ell Bonded Rails are 
Efficiency Insurance 

Speed, efficiency and economy- rail bonds 
have a lot to do with all three-are impor
tant equipment. 

With Erico bonds you are assured track re
turn circuits of maximum capacity through
out the life of the track. Whatever your 
track construction there is an Erico Rail 
Bond to fit your requirements. 

Write us for full information. 

The Electric Railway Improvement Co. 
2070 E. 61st Place, Cleveland, Ohio 

63 
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!=====-· H IE Ml I !NJ G RAY I HEMINGRAY GLASS COMPANY ~ 
General Offices and Factory Muncie, Indiana ~ 
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ELECTRIC CAR-HEATERS 
THERMOSTATIC CONTROL 

STEAM HEATERS FOR BUSES 

COMPLETE PNEUMATIC DOOR AND 
STEP OPERA TING EQUIPMENT 

HIGH & LOW VOLTAGE BUZZERS & BELLS 

SAFETY SWITCHES 
SAFETY SWITCH PANELS 

CONSOLIDATED CAR-HEATING CO., INC. 
NEW YORK ALBANY CHICAGO 

.dllllllllllllllllllllllllllllllllllllllllllflllllllllllllllllllllllllllllllllllllllllllllllllllllllllllllllllllllllllllllllllllllllllllllllllllllllllllllllllllllli'i 
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Don't do a 
ball job! 

BUS operators can't afford to run the risks 
of frozen radiators ... tied-up rolling 

stock, costly repairs! Some safeguard against 
freezing must be taken ..• 

. .. BUT ... don't do a half job! 

Follow the recommendations of anti-freeze 
compound manufacturers who advise a thor
ough cleaning of the cooling system before 
the use of their product. At only a fractional 
part of the cost of any anti-freeze solution 
you may use, Oakite materials will give the 
thorough preliminary cleaning needed to 
assure maximum protection during the win
ter months. 

An Oakite material circulated through the 
cooling system removes every trace of oil, 
dirt and grease. The job is easily and quickly 
done •.. a few minutes now may save hours 
of trouble later. 

Let our nearby Service Man tell you how 
Oakite can save money for you on radiator 
cleaning, parts cleaning, bus washing, and 
every other shop cleaning job. Write today. 
No obligation. 

Oakite Servi er 111 er1, clea11i11g specialist,, are located i11 
the leadi11g indiutrial centers of the U. S. and Canada 

Manufactured only by 
OAKlTE PRODUCTS, INC., 28B Thames Street, NEW YORK. N. Y. 

OAKITE 
Industrial Oeanin9M~ie;Jals •""Methods 

ALPHABETICAL INDEX 
Thia Index la published u & convenience to the re&der. Every 
care Is taken to make It accurate. but Bleclrlc RaillDtlll 
Journal assumes no resp0nalbtllt7 for errors or omiNlona. 
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_ .. o;~;··; ioo·o-r 
other men 

• 
ID the 

Electric 
Railway 

Field 
will see 

this page 

Then-isn't this 
the logical place to 
advertise any busi
ness wants you 
may have of inter
est to Electric 
Railway men? 

EMPLOYMENT 
BUSINESS 

or 

EQUIPMENT 
OPPORTUNITIES, 

Etc., Etc., Etc. 
""-OIIIIIIIIIIIUHUtl-lNOl,utM•onnHIIIIIIIIIUI-HltHIHIIIIIUIINNIUIIIIII•= 
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DISMANTLING? 
Let us handle this for you. We specialize in buying and 
dismantling entire railroads, street railways, industrial 
and public service properties which have ceased operation. 
We furnish expert appraisals on all such properties. 

Consult us also about N cw and Relaying Rails--all 
weights and sections. You will like our service. 

The Perry, Buxton, Doane Com1>any 
(Coi,llal U,IOO,IOl.00 

Boston Office, P. 0. Box 5253, Boston, Mass. 
Pacific Sale■ Offic-Faillna; Buildina;, Portland, Orea;on 

I 
I 
I 
~ • i 
! • • 

~u11111u11111n111111111u .. u .... u11111ut1 .. 1111111111111111m .. •1111u .. 111uuu111111111111111111n11111111111n1111111111111u1u111111111w111111111 .. 111111111111, .. 111111111111111111u111111 ............ ., .. J 

FOR SALE 
Five or six high speed Interurban Passenger Cars, light weight, complete, 

approximately 38,000 lbs., equipped with four General Electric 247 Moton, 
K control, full safety features, single end operation and including magnetic 
brakes. Cars are three years old, equipped with new Cincinnati type trucks. 
28-in. wheels. Free running speed approximately 5Z miles per hour, on 6S0 
volts. By changing gear ratio, could be admirably adapted for city service. 

2-4-motor Freight Cars, each equipped with Westinghouse S57, 150-hp. Motors, 
HL control, automatic air brakes. 

1-300 kw., 33,000/445 volt, 60 cycle, 
Substation. 

600 volt, D.C., Westinghouse Automatio 

2-500 kw., 33,000/ 445 
Substations. 

volt, 60 cycle 600 volt, D.C., Westioghouse Automatic 

I-500 kw., 33,000/445 volt, 60 cycle, 
Automatic Substation. 

I 0-Standard Interurban Box Cars. 

600 volt, D.C., Westinghouse Portable 

Terms can be arranged. 

FS-258, Electric Railway Journal, 520 No. Michigan Ave., Chicago, Ill. 

I 
i • 
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POSITIONS WANTED 

ARMATURE winder, electrician. 15 year1' es• 
perlence; references fumlshed: go anywhere 

on short notice, PW-248, Electric Railway 
Journal, 883 Mission St .• San Franclseo, Cal. 

WANTED position as working foreman, either 
night or day. twelve years' experience. 

Handy with carpenter tools. Can wlod 
armatures, and do all kinds of wiring, PW-259 , 
Electric Railway Journal. Tenth Ave. at 36th 
St., New York. 

POSITION VACANT 

TRACK foreman wanted, familiar with special 
lrack work on high-speed electric lines. If 

you desire such a position insert <1n advertise
ment in the Searchlight Section of Electric 
Railway Journal. 

._...__ __ ltltltolNtll-M-NfttN"l ...... ltlNltt-lft ___ "'; 

I FOR. 8.U.l!l 

10 Double Truck 
Four Motor Shear 

Snow Plows 

i 
~ 
i 
! 
! 

First Class Condition ~ 

Also 85 ~ 

Cleveland Fare Boxes I 
Prices Reasonable i 

Eastern Massachusetts I 
_ Street !!;n Co. ! 
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650,000 
SAFE . . . quick . . . quiet 

anville 
RAKE BLOCK 
e establishin 

unbelievable 

STOPS at high speed-stops at low 
speed-stops with the brakes hot 

-&tops with them cold-25,000 miles 
of stops through the congested traf
fic of a busy eastern city. And this set 
of Johns-Manville Brake Blocks is 
stlll in good condition, ready for 
thousands of miles more of cost-free 
operation. 

Test a set of J-M Brake Blocks on 
the toughest route your buses travel. 
Notice the high speeds, the smoother, 
quicker stopping, the safer braking 
they permit. Watch how they reduce 
upkeep costs. Check up on the thou-

STOPS 

sands of miles additional service they 
give you-notice how shop lay-ups 
for adjustments are reduced-how 
road delays are eliminated. J-1\f 
Brake Blocks increase tire life. They 
spare the ~rake drums, cut the risk 
of accidents and lessen the fatigue 
of drivers. 

J-1\f Brake Blocks have been de
signed to stand up under high speed, 
heavy duty operation-and they do. 
Made of asbestos, of uniform struc
ture throughout, their gripping 
power remains positive and constant 
at all stages of wear. Every fleet owner 

. 

concerned with keeping costs down 
should investigate this modern tested 
friction material. Address: Johns
Manville, New York, St. Louis, San 
Francisco, Cleveland, Chicago, 
Philadelphia, Montreal. 

J9}m.s-Manville -~~!;~~iR!~T~g~ 
'••·· '.l~,, Bu• & Car Insulation Asbc•to• Exhaust Pipe Conrln~ Packings Mastlcoke & Truss Plalc Fioorinit 
~ ~ Tile Floorinlt friction Tape Brake lliocks & Llnin~• 
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omana s railway 
modernized its poweJ r-:supply 
with G-E automatic equipment 

street 

Exterior of 011e of the s11bstatio11s 

Interiors of tll'O G-E 
equipped automatic 
s11bstations operated 
by Omaha and 
Co1111ci/ B/11ffsStreet 

Railll'ay 

By ESTABLISHING nine automatic synchronous-con
verter substations completely G-E equipped, the 

Omaha and Council Bluffs Street Railway Company has 
realized these principal advantages: 

Reduced substation operating expense 
Saving in power 

(a) through improved distribution 
(b) through load-responsive automatic control 

Improved voltage regulation resulting in faster acceleration 
and higher schedule speeds 
Better public relations due to modern equipment and 
better morale of car operators 

Other outstanding advantages are the reliability of service and 
flexibility of operation. The new system permits individual sta
tions to be shut down without interfering with the service. While 
this company chose to renew its entire system, some of the indi
vidual advantages can be obtained in other cities without so com
prehensive a change. We invite you to consider the possibilities 
of modernized substation equipment. The services of a General 
Electric transportation specialist are always at your command. 

130-3 1 

GENERAL.ELECTRIC 
S A L E S A N D ENGINEERING SERVICE I N P R INC I PAL C I T I E S 




