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It Pays to Keep Railway Shops -
Looking Neat IR A
HERE is nothing novel in the suggestlon that' better
work is done amid orderly surroundings.than in

an atmosphere of slovenliness. It is worth while now

and then, however, to tighten up a little on the discipline
which is necessary if shops, carhouses, grounds, etc..
are to be kept in presentable shape.

A visitor to an electric railway property usually wants
to go out to the shops in order to find out what is
actually going on. He gains a concrete idea of the
general management of the property from the appear-
ance of the shops. No matter if the front office looks
like a national bank, the shop, after all, tells the real
story.

But it is not the effect on visitors which is the most
important, but rather the effect on the men themselves.
Neat surroundings conduce to the production of good
work, and to pride in that work. During the war there
was some excuse for a let-down in the matter of tidi-
ness, but now that labor conditions are becoming normal
the old spirit of craftsmanship and general neatness
ought to return.

A new broom and a pot of paint will accomplish
wonders.

Applying an Important Factory
Principle in the Shop

N REPLY to a question as to the number of men per

car maintained that he considered necessary for a
properly balanced shop organization, a prominent rail-
way engineer stated that this depends to a large extent
~on the shop arrangement, the shop methods used and
the machinery available for making repairs. He was
undeniably right. The workman is but one link in
the chain of equipment maintenance. A convenient shop
arrangement will do much to lessen manual labor and
so to reduce the number of men needed for carrying
on the work.

The present condition of most electric railway prop-
erties is such that every conceivavle means should be
used to increase the productive capacity of the shops
and to decrease the number of men necessary for
operating the various machines and for making repairs.
If money is not available to purchase all of the new
tools and shop machinery at once, a more efficient
arrangement of the machinery already on hand is worth
careful consideration. Such factors as reducing the
number of times that an armature must be handled in
removing it from the truck shop and placing it in posi-
tion in the armature room for repairs should be studied.
A slight rearrangement of shop tools so as to bring
wheel presses and wheel lathes between two outside
doors of a shop enabled one railway to bring wheels
and axles in at one door, to carry out the various
operations in mounting and turning and to deliver
them when finished through the other door to a plat-

form ready for transportation to other shops of the
+ system.
" handled and the manual labor necessary were reduced

The number of times that the parts were
and the work was speeded up considerably. A careful
study of shop layouts and shop methods will assist in
providing good workmanship at low unit costs and
assist in carrying the railway over the present busi-
ness depression.

A Thrift Suggestion—Treat
the Poles to a Preservative

OME one has said that decay destroys 95 per cent

of ali wooden poles, that insects and birds eat up
another 4 per cent and that mechanical forces and mis-
cellaneous causes dispose of the remainder. If these
figures and accuracy are even only distantly related,
something like 4,000,000 poles each year fall victims
to the fungi which cause decay. Now the Forest
Service states that in something like a half century,
if present pole consumption is maintained, the wooden
pole will be as extinct as the dinosaur. All the more
reason then that distribution engineers and railway
administrators should give attention to timber pres-
ervation.

During the spring and early summer of last year
poles of all kinds were difficult to obtain at any price.
Inadequate transportation and unsatisfactory labor con-
ditions back in the woods made pole stocks practically
non-existent even in the big pole yards of the Northern,
Middle and Far West. This condition gave us a glimpse
of what the pole situation will be a generation hence
with our pole timber reserves depleted. While condi-
tions in the pole market are much better than they
were a year ago, it is certainly high time now for all
prospective pole buyers to be estimating their next sea-
son’s requirements and making plans as to preservative
treatments.

A recent investigation in the Middle’ West indicates
that from 60 to 70 per cent of the poles now being set
receive some form of treatment or other. While this
seems like a fair percentage at first glance, it is alto-
gether too small when the available supply of pole timber
is taken into account. It is true that very few treated
poles have been in service long enough to render ac-
curate data on increased life available. It is also true
that there are about as many kinds of preservatives and
methods of treatment as the proverbial “fleas on a dog.”
All of which tends to the confusion of the average dis-
tribution man who is not a timber preservative expert.

While some of the prominent communication com-
panies and utility associations have formulated stand-
ard specifications for pole treatment, the whole problem
is of such recent origin it is not an assured fact that
these specifications lead to the best possible results and

.as a whole standardized practices have not been firmly

and widely established. Nevertheless it is certain that
good preservatives properly applied do greatly increase
pole life and, therefore, that all poles should be treated,
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the general principle of conservation alone being a suffi-
cient reason. But with construction costs where they
are today it is not necessary to go to the realm of ideals
to “prove in” the case for preservation. When the prob-
lem is figured out in dollars and cents it is seen to be
cheaper to use properly treated poles than untreated
poles. This is especially true where, as is ‘often the
case, the cost of the new pole is only a fraction of the
total cost of replacement. While the best practice and
the best preservative may still be in the making, infor-
mation which will make it possible for the average
distribution man to secure good results can be found in
the publications of the Forest Service and the several
engineering experiment stations and timber associa-
tions. These sources of information should be utilized
to the fullest extent,

The Association Passes Resolutions
at the Chicago Conference

HE American Electric Railway Association is to

“be congratulated on its action at Chicago in adopt-
ing, without a dissenting vote, the resolutions with ref-
erence to the reports of the Federal Electric Railways
Commission and of the special committee on public
utilities of the Chamber of Commerce of the United
States. This was the outstanding action of the midyear
conference. It was the leading object which President
Gadsden set out to attain at Chicago. The action of
the association in this respect is an answer, or part
of one, to the challenge or question outlined by Mr.
Wehle in the issue of this paper for Feb. 5. For some
reason there was no discussion of the resolutions on
the floor of the convention; this was surprising to some,
but is probably accounted for by the full discussion of
the matter in the special committee and in the executive
committee and also by the association members at large
which took place previous to the conference.

What the association has done in this regard is to
agree within itself that here is a program which will
form a basis for meeting with the public. There is
established a starting point for working out the details
to fit the existing situations, surrounded as they are
by various legal, financial, physical and social conditions
of the different communities and companies. This is a
first step. The industry can profit from it only in pro-
portion as it will capitalize this united action and act
in accordance therewith. A full program of publicity,
local and national, must be pursued to acquaint the pub-
lic with the fundamental and just bases of adjusting
railway operation and stabilizing railway credit which
are pointed out in these reports. The dramatic feature
of this action by the railways must not be lost.

Papers Were Good,
but Discussion Was Lacking

THERWISE, at Chicago, the association itself made

no great accomplishment. This would not minimize
the wonderful importance of the group of papers pre-
sented on the financial situation nor the speeches of Sen-
ator Weeks, Mr. Wilkerson and President Gadsden at the
banquet in the evening. As Mr. Brady stated in his
motion of appreciation to the writers of this series, the
association may well be proud of these financial papers.
It is to be regretted, however, that there was no open
forum discussion of the many interesting topics sug-
gested by them. Thus the thoughts or practices of men

from different parts of the country on the questions of
home financing, theories of valuation and forms of pub-
lic aid, to mention only a few of the points brought up
in the papers, would have been very helpful. The re-
sponsibility in cases of this kind is not entirely on those
in charge of the program, but must be borne by the body
at large. There is a certain mental inertia in an audi-
ence which needs to be overcome, either from within or
without. If only some one had started a discussion in
Chicago it would undoubtedly have led others to have
given their experiences. Probably many attendants at
the meeting left for home with the feeling: “Why
didn’t somebody start something by way of discussion ?”’
forgetting possibly that they should have started the ball
rolling themselves. Or if they felt some pricks of con-
science, these came too late to be effective. President
Gadsden’s promise at the close of the Chicago meeting
that there will be an active discussion at the October
convention is most welcome.

As a matter of fact, the original purpose of the mid-
year conferences, begun in 1910, was the intimate discus-
sion of economic and finanecial subjects, which could not
very well be taken up during the distraction and in the
bustle of the annual convention. The first midyear
conferences were executive in their nature to encourage
free discussion, and the only scheduled addresses were
those given to stimulate remarks from the floor. The
meetings have been changed from an executive to an
open character, and the rule has been followed to have
papers prepared on the subject under consideration. But
the presentation of these papers should not monopolize
all of the time, and if they are printed in advance, as
they were this year, it seems hardly necessary to have
them read in full. There should be a return to the
original purpose of the midyear meeting, which should
be a conference in fact as well as in name.

The 2-Cent Coin
Would Prove Costly

NE other action of the association was to pass a -

resolution, at the suggestion of T. N. McCarter and
C. L. Henry, calling attention of Congress to the im-
mense cost and inconvenience which the adoption of a
2-cent Roosevelt coin would cause the electric railways
which use registering fare boxes. Inthe ELECTRIC RAIL-
WAY JOURNAL for June 26, 1920, the general subject of
new coins and their relation to the railways was treated
editorially. There is not much to add to what was said
then, except, at this time, following this action by the
association, to repeat the position taken.

A 2-cent coin at present will satisfy only a sentimental
demand. That it would assist any business in any way
is apparently not claimed. Admirer though every one is
of the great American Theodore Roosevelt, some means
of commemoration other than the adoption of a new
coin seems more appealing. It would work an expensive
hardship on electric railways which would be always
present in adding forever another element to coin regis-
tering fare boxes. There are, too, other businesses
which would likewise be adversely affected wherever
coin-receiving devices are used.

The association, it is gratifying to report, has re-
ceived acknowledgment of receipt of the resolution by
the chairman of the committee which is now considering
the matter and has been assured by him that the posi-
tion of the electric railways will receive due consider-
ation. e
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Decasualizing Platform
Labor at Boston

ROM the origin of the street railway industry to

* the present day an apparently insoluble labor problem
has been offered by the fact that the need for platform
service is more than doubled for two two-hour periods
which necessarily fall within a range of twelve hours
or.more, if the hours.are counted from the time that
the cars required in peak-load transportation are taken
out to the time they are returned to the carhouse. In
the early days, many a company tried to solve this
problem by a sort of rule-of-thumb basis rather than
on a carefully planned schedule. The result was that
the regulars often worked twelve to sixteen hours on the
platform, while the extras got such crumbs as they could
by hanging around the run board all day and most of
the night. With the arrival of a fixed wage for extras
and various State regulations concerning platform em-
ployment, more thought has been given to greater equal-
ization of the work. In this way, the curse of casual
labor has been reduced because the extra man is sure
to earn some money every day.

In these days when wages and wage adjustments have
suddenly become a very live topic, any radical departures
from traditions, especially when they seem to be proving
satisfactory to both employer and employee, are worth
special study. For this reason it may be well to consider
again the labor schedule of the Boston Elevated Railway
as described by Edward Dana, general manager of the
company, in the Oct. 2, 1920, issue of this paper.

The Boston Elevated Railway, to begin with, had to
work out this problem within the restrictions offered by
union operation, a guaranteed eight hours a day of
platform service and State laws covering the over-all
or elapsed period of platform hours and layoff hours.
The last restriction, however, may be modified by agree-
ment between union and company. In the ordinary

course of events the older, and usually family, men’

would be willing to work an excessive number of hours,
especially where an overtime rate applied. This would
react unfavorably on the employment of the younger
men from both their standpoint and that of the com-
pany; that is to say, the juniors would have fewer
opportunities to earn more than minimum pay and the
company would have fewer opportunities to get eight
hours service per man at the rate for this class.
The management’s pro-

This plan has slowed down the turnover materially.
The value of such stabilization of employment does
not lie merely in the tangible savings that may come
from cutting down overtime by the old men and under-
time by the young men, but rather in the intangible
benefits of the fewer accidents and greater courtesy
that follow from higher morale. Finally, the union
itself naturally prefers a permanent membership to
one constantly changing.

Incidentally, it is interesting to note that the solution
reached in Boston, i.e., the increase of the load factor
of the men, is the one recognized as desirable in other
industries as well, though with them the variations are
usually of a seasonal rather than of a daily nature.
Typical cases are the clothing workers and coal miners,
where efforts to introduce the same remedy, i.e., to in-
crease the average load factor as much as possible, are
being made as most satisfactory for employer, employee
and public. '

¥

Looking at the “Scrap Pile”
from a Different Angle

N CONNECTION with electric railway properties,

the term “scrap pile” is used both metaphorically and
literally, as was pointed out editorially in the issue of
this paper for Jan. 15. There the principal point of
view was that of the operator who desires to know when
the time has arrived to confide his obsolete equipment
to the limbo of the junkman’s warehouse. The conclu-
sion was that it is false economy to cling too long to
antiquated rolling stock, etc.

There is another point of view from which the scrap
pile can be viewed, which appeals especially to the
master mechanic. To him the actual physical scrap pile
has been a great source of supply during the past few
vears. The remarkable development of the welding art
has made it possible for him to reclaim the old-fashioned
junk pile almost entirely. Time was when for a com-
paratively minor break an entire motor shell or gear case
would automatically be scrapped. Now, however, there
is very little material that makes its way to the dealer
in old metal. And not only so, but many castings or
forgings that have been thrown away have been recov-
ered and reinstated in useful work. When the master
mechanic has nothing else to do, he studies his scrap
pile to see what more he can save, and the men who do
the welding will work over-

posal that all employees be
treated as nearly alike as

& T <

time any day to show how
far reaching are the possi-

possible presented quite a Quotation from the No. 8 bilities in applying their
new point of view to the Federal Electric Railways skill. The junk pile is,
employees themselves and Commission Report then, not nearly so large as
was .subjected to careful R e B , it was five years ago, and
iiru;;r;};tib;eeforlfo:]cecveeprtantchee‘ uI upon earning power(,) a(zlndg :asrni:g r;lov‘zsxysde;%::is L1 i]';lture lt Wlll be .Stlll

s , pon passenger revenue, the fixed uniform fare is a smaller. It would disap-

result has been to increase
the number of employees
who work the full eight
hours, while the amount of
time paid for but not
worked to bring about eight
full hours for all men is
only 8.15 per cent of the
total hours and the time
paid as overtime amounts
to less than one-half of 1
per cent of the total time. ##

can live or is sound.

broken reed for the industry or for the community to
lean upon. Perhaps the general sentiment of the elec-
tric railways is best expressed by the evidence of Gen.
Guy Tripp before this commission, as follows:

'We were all living in a fool’s paradise in the street
railway business when we suddenly woke up—when
the war ‘woke us up—to find that no business which
‘cannot increase its revenues under any conditions

_Conversely, it may b= said that no community should
bind itself by contract or otherwise to continue after
normal conditions have been restored a rate which
might be found reasonable during this abnormal period.

pear altogether if it were
not for the fact that there
comes a time when it does
not pay to repair further.
Just when that time is each
master mechanic must de-
cide for himself, but there
is a profound mathematical
law which says in sub-
stance, or translated into
English, “It does not pay

.

o %< to spend $1.05 to save $1.”
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Track Construction in Poughkeepsie

The Double Tracking of a Portion of the Poughkeepsie & Wappingers Falls Railway, Made
Necessary by Increased Traffic and Debilitated Track Conditions, Was Carried
Out by Using 103-Lb. Grooved Girder Rail with Bolted and Seam Welded
Joints, Steel Ties and a Foundation and Paving of Concrete

By A. J. STRATTON

Superintendent Maintenance-of-Way Eastern Pennsylvania
Railways, Pottsville, Pa.

NEW TRACK CONSTRUCTION ON MAIN STREET, POUGHKEEPSIE

existing track led the Poughkeepsie & Wappingers

Falls Railway to reconstruct and double track its line
on Main Street, Poughkeepsie, from Cherry Street to
Grand Avenue, a distance of 3,600 ft. With the single-
track construction a headway of eight minutes was
maintained during the daytime and one of six minutes
during rush hours. This interval could not be decreased,
due to the location of turnouts. The track had been
built in 1893, of 60-1b. A. S. C. E. rail, at the time that
the road was changed from horsecar to electric oper-

INCREASES in traffic and a debilitated condition of

ation. (See the STREET RAILWAY JOURNAL for Novem-
ber, 1894.) The pavement was brick on a concrete
foundation.

A clause in the company’s franchise made approval
by the city necessary for all track construction in paved
streets. The standard of the company for this type of
construction was 7-in., 70-lIb. plain girder rail, with
continuous joints, treated wood ties and 8 in. of grouted
rock ballast. The Board of Public Works, with which
the'power of approval rested, declined to approve the
type of construction and insisted upon the use of a
grooved girder rail with concrete ballast extending not
less than 6 in. below the bottom of the ties.

After several conferences the specifications in brief,
as decided upon, were as follows:

Rail, L.S. 103-478, International steel ties on 6-ft. centers,
bolted joints, seam welded by the Lincoln process. Paving
foundation and ballast to consist of 10 in. of a 1:3:6 mixture

[EpiTors’ NoTE—Mr. Stratton, the author of this article, was
in charge of the work described ] g

of concrete. Pavement to be of concrete, 6 in. thick, of a
1313:3 mixture. The shoulder between the outside rail
and the adjoining brick pavement to be relaid with second-
hand brick. The pavement and base to be monolithic.

The city assumed responsibility for all concrete work,
the company paying for it by assessments covering a
term of ten years.

SAVING WITH STEEL TIES

The company’s decision to use steel ties was based
upon the lower first cost of material and the saving in
excavation and concrete ballast, as compared with other.
construction. The completed work showed a saving of
$3.12 per single-track foot, divided as follows: 1In
excavation, $0.63; in concrete ballast, $2.09; in spikes,
$0.09; in cost of ties (steel vs. treated yellow pine), $0.31.
In order to maintain the service on the existing track
it was necessary to remove the pavement from the entire
width of the track, to throw the old track to one side
of the trench and then to excavate for one new track.
A considerable amount of repair work on the old track
was necessary, due to broken rails both at and between
joints, probably caused by crystallization. In the mak-
ing of these repairs it was found very economical and
expedient to use an oxyacetylene outfit for cutting out
broken joints. Gas was used for burning the bolt holes
as well as for cutting the rail and it was possible to
substitute a short piece of rail for a broken joint in
ten minutes. Passing sidings had to be maintained for
cars. This was accomplished by using existing special
trackwork by constructing temporary stub end sidings
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1, 2 AND 3—APPEARANCE OIF TRACK BEFORE RECONSTRUCTION WAS STARTED.

4 AND 5—PAVING REMOVED AND

TRACK SHIFTED TO THE S1DE

on the pavement and by using a portable crossover
rented from another company.

All excavating was performed by pick and shovel, the
excavated material being hauled to adjoining dumps by
team and dump wagon. The subgrade was rolled with
a five-ton roller in accordance with the specifications of
the city engineer. This was most useful in compacting
the back fill over trenches dug by others to repair
sewer, water and gas connections prior to construction
of the new pavement. The ballast over these openings
and over “soft spots” in the subgrade was reinforced
by laying three parallel lengths of 60-lb. T-rail under
the steel ties.

A shortage of track bolts due to non-delivery made
necessary the use of but two bolts in the joint plates
in portions of the new track over which cars were
operated prior to concreting. This was responsible for
the cold rolling of the head of the rail at the joint and
made necessary the filing away of the lip so formed.
Actual track laying proceeded rapidly as the accurate
punching for the clips in the steel ties made gaging
unnecessary. Preceding the pouring af the concrete
ballast and pavement by twenty hours a section of
track was blocked to surface, lined and the joint plates

welded. The blocks were of white oak with the bark
removed, 6 in. long and 5 in. in minimum diameter.
Four of these were placed under alternate steel ties.
Prior to the blocking of the track the joint plates were
loosened and the rail bucked back so that a close joint
might be obtained.

PLATES WELDED AT ToP AND BOTTOM

The joint welding was done with a Lincoln type W
machine. A seam was welded at the top and bottom
of the 30-in. plates. KEach steel joint tie was welded
to the rail and the members of the tie were welded so
that a crossbond was provided at each joint. The con-
crete ballast and paving were placed by a contractor
under the joint supervision of the city and company.
The ballast and paving foundation, 10 in. in thickness,
was poured for half of the total trench width, and the
6-in. surface poured for the area between the rails of
the first track. The company furnished two men to
assist the contractor’s force in securing proper tamp-
ing of the ballast about the steel ties. The tools used
were an ordinary tamping bar and an ice chisel, such
as is used for the removal of ice from sidewalks. The
latter tool was particularly effective in forcing the con-

6—TEMPORARY TURNOUT CONSTRUCTED ON TOP OF PAVING.
OVER SOI'T SUB-BASI.

7—OLD RAILS WERE USED AS REINFORCEMENT

8 AND 9—EFFECT OIF EXPANSION ON TRACK AND CONCRETE BALLAST

DISPLACING CONCRETE FOUNDATION
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crete under the bearing
plates of the steel ties.
The concrete was mixed
with just enough water to
permit the mixture to dis-
charge freely from the
mixer,

On the day preceding
that on which the contrac-
tor started to pour the
base several hundred feet
of track were blocked to
line and surface. By 3
p.m. the expansion of the
rail had pushed many of
the ties from their sup-
ports, the actual expan-
sion being 3% in. By 8 p.m.

not been received in time
for complete installation
the cost figures apply to
tangent track only.

In Table I, item 1 cov-
ers supervision, inspection,
timekeeping, rental of
engineering instruments,
advertising and other ex-
penses properly charge-
able to this account. This
expense is 13 per cent of
the total cost. The high
cost of grading is partly

. due to the fact that the
greater part of the old
track was lowered to the
bottom of the trench for

the track had receded to
its original position. It
was thought that sufficient
concrete could be poured before the October sun
became very powerful to hold the track in position.
Such, however, was not the case. By 10 a.m. conditions
obtained as shown in an accompanying illustration.
Nearly 200 ft. of base had been poured, but a longitu-
dinal movement of more than 1 in. took place through
that mass. It was possible, however, immediately to re-
tamp the ties so that no damage resulted from this

TABLE I—COSTS PER SINGLE-TRACK FOOT

1. Engineering and superintendence............c.cocveeenaeen... $0 250

2. Removalofold pavement..........cccoviiniiinennennnnnnnnn. 737

e OVOAING: ¢ 050 aan s 58 - 0 0 SRVl 5 » om0 & § 3 BRR SR 6 6 5 RSP EE R 1.062

4. BoHast. .. omusumn sy s mme os sy memmiows o s 5w s s s 8 s e s 88 p3 4.710

05 DN il ol retiat o vt min giesataiiotaiol o o & o -alinieiel o o (o 3 nledagin = . o iasmatht oot a ko 1.466

6. Rails; rail fasteningsrand JOITES: sovmvis o o &« smierem o & o 58 et s 5458 2335

7. Cateh basins. ...ouuenieereneeennenneeenanneeneeneenneeones .055

B, IOBUTANCE. .o veeeasetansaneeeensennenesnaneonsearanssnens .080

9. Other expenditures. . v ve « s csie siss T T 230

10. Joint welding, exclusive of plates and bolts. . ................... .120
11, Maintenance of old track 208
12. Track and roadway labor .798
Total Tortraelee o s snmmss s 05853 wiam 5 45 swein & 5 £ AREEHE D < 5 5 5 12.051

somewhat unusual incident. Joints were broken sev-
eral hundred feet ahead of the mixer and the track ex-
panded 2% in., receding again at night.

This disturbance appears to have been caused by the
complete insulation of the rail and ties from the earth
on the wood blocks. The heat absorbed by the rail
could not be dissipated in any manner other than by
direct radiation. To correct this condition an occa-
sional brick pier was substituted for the wood block,
thus enabling some of the heat to be transferred to the
earth. No further trouble occurred after this was done.

Tables I and II contain detailed costs covering the
entire work. As special trackwork connections had

TYPE OF CONSTRUCTION USED ON MAIN STREET

the new construction.” The

'cost of removing the exca-

\Bvated material to adjacent

dumps by team and dump wagon averaged 55 cents per
cubic yard with teams at $8 per day.

The ballast charge is for concrete only. Due to grade

changes and slight adjustments to alignment the quan-

TABLE II—COST OF PAVEMENT PER SINGLE-TRACK FOOT

Six-inch conerete pavement. .. .....ceiiiiiiiiiiii e $3.08
Brick shoulder | ft.to 2ft. wide.............cc.iiiiieiiinnnnnn.. .55
Total for pavement. . .......oiiiriiieiinnnieenneninneeenneas $3.63

tity of concrete exceeded the estimate by 6.8 per cent.
The contract price of the ballast was $17 per cubic yard.
The cost of ties plus unloading is included in item 5.
Item 6 includes cost of material, freight, unloading, ete.

Four catchbasins were installed with sewer connec-
tion, at a cost of $98.90 each. Item 8 refers to em-
ployer’s liability insurance, and included in item 9 is
the cost of shifting and rebuilding eighteen sewer
manholes, plank for temporary vehicle crossings and
various expenditures not properly chargeable elsewhere.
The cost of joint welding shown in item 10 does not
include cost of plate or bolts.

The following list shows the cost per joint. The
current consumed was metered during the welding of
a number of joints and the average taken:

Splice bars—No. 1—30in. .......oovitiiiiiiine e $3.87
Traeclkcbolte—1 in. X 4F I, .ce s o i cormeminnie s <55 0aam st Anriot o . .63
Welding steel.......coovvvnnnn.... .28
Power—7% kw.-hr...... .18
Miscellaneous expense. . . .25
Labor e e e 1.45
Royalby: oo o aiivnns s 55 55555 5 5 5 55 0 mimnn o = nasmms = v 2o SR .94
GHL e v s o o vvinbio s n o kBB oriiona e A s e o ot e

1—DEFLECTOR BAR IN POSITION FOR WELDING TOP EDGE OF PLATES.

2—THE WELDER AT WORK. 3—FINISHED

WELDED JOINT, TOP AND BOTTOM SEAMS AND ENDS OF BOLTS WELDED, RAILS SPOT WELDED TO TIES
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Item 11 includes the cost of installing temporary
sidings and crossovers, as well as the maintenance of
the old track in safe operating condition, and item 12 is
the cost of installing the new track, handling mate-
rial, providing temporary crossings for vehicles and
similar charges.

The concrete pavement cost given in Table II relates
to contract work only, the price being $22.75 per cubic
yard. The width of the brick pavement varies from 1
to 2 ft. on each side of the railway area, due to adjust-
ments necessary to meet the old pavement. The con-
tract price of relaying this shoulder was $3.50 per
square yard plus 50.6 cents allowed for cleaning old
brick. Work began Aug. 9, and the trackwork completed
Nov. 15 and the paving Nov. 20. Owing to the cold

weather immediately following the completion of the
pavement the contractor laid steam pipes under a cov-
ering of straw and, by using his steam roller, in a
few days dried out the conecrete last poured. The work
was performed with a force of from twenty to fifty men.
During the early days of the work labor was scarce and
very inefficient. The closing down, however, of many
local industries during October supplied plenty of labor,
but experienced track men were not obtainable at any
time. Common laborers received 50 cents per hour for
a nine-hour day. In excavating for the new construec-
tion some oak and chestnut ties were unearthed which
had been in the ground for more than forty-three years.
These were relics of the old horsecar days and they
were still in a good state of preservation.

Changes in M. C. B. Standards

Various Recommendations of Committees of the American Railway Association, Section III, Mechanical,
(M.C.B.), Made at the Convention Last June, Which Were Referred to the Members by Letter
Ballot, Have Recently Been Published by the Secretary of that Organization and
Those of Particular Interest to Electric Railways Are Abstracted

HANGES in “Recommended Practices and
C Standards” as adopted by Section III, Mechanical,
of the American Railway Association, which are
of interest to electric railways, and which have been

formally approved, so that they now represent revised
standards, are given below.

COMMITTEE ON CAR CONSTRUCTION

1. Journal bearing lugs. Breakage of lugs on journal
bearings had been reported and strengthening of these
had been suggested. This has been done and a tabula-
tion of the new dimensions is given in the committee’s
report. The recent changes, it should be noted, do not
interfere with interchangeability.

2. Axle fillets. Radii of fillets for all standard axles
have been made % in. on the journal at the collar, and
% in. on the journal at the dust-guard seat, on the dust-
guard seat at wheel seat, and on wheel seat at collar.
This does not interfere with interchangeability.

3. Axle classification. The standard axles have been
given distinguishing class letters: Axle “A” for 8%-in. x
7-in. journal, “B” for 4%-in. x 8-in., “C” for 5-in. x 9-in.,
“D” for 5%-in. x 10-in., “E” for 6-in. x 11-in., “F” for
63-in. x 12-in.

4. Journal box classification. The same classification
letters for journal boxes and contained parts (bearings
and wedges) have been adopted as for axles, thus

' journal box “A” is that for a 8%-in. x 7-in. journal;
bearing “A” is 3%-in. x 7-in., ete.

5. Truck classification. The following truck classifica-
tion has been adopted: Two-axle trucks 24, 2B, 2C, ete.,
three-axle trucks 3A, 3B, 3C, etc., the letter designating
the axle used.

6. Car classification. A similar car classification has
been adopted, namely, four-axle cars, 4A, 4B, 4C, etec.;
six-axle cars, 6A, 6B, 6C, etc.

7. Capacity of “D” axle. The capacity of the stand-
ard axles increases by steps, and the committee felt that
the steps would be made more uniform by increasing
the capacity of the “D” axle (5% in. x 10 in.) from

38,000 to 40,000 lb., the present dimensions being such
that the allowable stresses shall not be exceeded. A
proviso is made that no existing cars shall be marked
up in capacity on account of this increase in allowable
axle load until it has been determined that the body and
trucks are safe under such a load.

8. New axle “F.” A new large-size axle “F”’ has been
adopted, with journal 6% in. x 12 in., of nominal capacity
60,000 lb. and with bearing, wedge and journal box
to suit.

9. Figuring stresses in axles. Referring to the 1896
report of the committee on axles, the present report
states that the former did not specifically cover the locus
of the points of application of load for calculating the
part of axle between wheel seats. In 1901 this was
referred to in connection with a report on chemical
composition of all steel car axles. It is desirable to put
this question in such shape that uniformity in calcula-
tions be realized. Frames above the journals of the
same axle cannot spread more than 1 in., therefore the

‘calculations for diameters of axle sections between wheel

fits should be based on length between center of journal
plus 1 in. '

The following may be considered a continuation of
the 1896 axle report, the only addition being the assumed
distance between load applications:

22,000

1.96 — 17,460 1b.

Allowable stress —

ired diameter® — {1 % ¥ % B
Required diameter® — \}W X S X .

Values for standard axles, based on the distance be-
tween load applications, L (distance between centers of
journals) plus 1 in. are given in tabular form in the
committee’s report, to which the reader should refer
for more complete information.

M = bending moment in inch-pounds.
W = weight in pounds.
S = stress in pounds per square inch.
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Resultant theoretical diameters based on above tables
and the standard method of calculation are as follows:

TABLE OF THEORETICAL AXLE DIAMETER

(Y = distance from center of axle) .
Near Center Inside Collar At Wheel Fit
¥, Diameter, Y,  Diameter, Diameter,

Axle In. In. In. In. In. In.
A 1 4.096 224 4.707 24 4.748
B 13 4.650 221 5.348 24 5.395
C 13 5.271 22% 6.050 24 6.108
D 3 5.870 22% 6.647 24 6.709
E 3 6.386 203 7.154 24 7.289
F 3 6.811 20} 7.646 24 7.800

The whole matter is summed up in these definite
recommendations:

First. For calculating the diameter of axles between
wheel seats, assume that the loads take effect % in.
from the center of the journal at each end of axle,
making the distance between assumed points of load
application I in. more than the distance between centers
of journals.

Second. For calculating the diameters of axles out-
side of wheel seats, assume a lever arm from the section
under consideration to the center of the journal, plus
one-fourth of the standard journal diameter, and allow
a unit stress of 10,500 lb. per square inch to determine
the diameter for minimum road limit.

These recommendations clear up this matter, which
heretofore has been indefinite. )

It should be noted that the actual loads permitted to
be carried are regulated by the A.R.A. code of inter-
change rules, from which the following is from Rule 86
of the 1920 Code:

TABLE OF AXLE CAPACITIES

Journal, New, 1n. Nominal Capacity, I.b. Total Weight. on Rail, Lb.
33x7 40,000 66,000
4t x 8 60,000 95,000
> x9 80,000 132,000
53 x 10 100,000 161,000
6 x1) 140,000 10,000

10. Passenger-car pedestals. The committee’s atten-
tion was called to the fact that the standard passenger
car pedestals have shown weakness and a large number
of them break, indicating a necessity for redesign. For
this reason sheets 21 and 22 of the book of standard
drawings are eliminated. These show standard pas-
senger-car pedestals for 83-in. x 7-in., 4l-in. x 8-in.,
and 5-in. x 9-in. journals. New drawings are given
which will be included in the new book of drawings.

11. Journal-box lids. Lids now standard are claimed
to be unsatisfactory, and the present drawings of stand-
ard lids are withdrawn and a new. specification substi-
tuted, which is given in full in the committee’s report.

12. Specifications for steel for car construction. Spec-
ifications for materials used in car construction are
varied from time to time. This has led on the one hand
to the use of inferior materials and on the other to the
rejection of materials which were really suitable.

Unit stresses commonly allowed for detail parts of
cars made of steel, and which are subject to variable
loads and occasional light shock, are 12,500 and 16,000
Ib. per square inch. The minimum elastic limit should
be double this amount, and the product of elastic limit
and elongation should not be less than fifty times the
allowable stress. As the test piece usually shows better
physical properties than the casting or forging, the
requirement for product of elastic limit and elongation
shot}ld be increased by 50,000 1b., making it fifty times
the allowable stress plus 50,000 1b., The reduction of
area is considered of secondary importance. It should

be seventy-five times the allowable stress. An addition
of 50,000 lb. for variation between the test piece and
the casting or forging may be made, but is considered
unnecessary. The ultimate strength and content of
carbon, manganese and silicon should be optional, as
the other requirements control these sufficiently and the
restrictions used in specifications heretofore have caused
rejection of good serviceable material.

The recommendation which has been adopted is to
provide specifications for all forged and cast steel used
in car construction of two grades based on fundamental
requirements given below:

CHARACTERISTICS OF STEEL FOR USE IN CAR CONSTRUCTION
Grade of Steel A B

Minimum elastic limit, pounds....................... 26,000 32,000
Product of elastic limit and elongation................ 700,000 850,000
Product of elastic limit and reduction of area........... 975,000 1,200,000

The ultimate strength and carbon, manganese and
silicon content are to be optional. Sulphur is not to
exceed 0.05 per cent, and phosphorus 0.05 per cent.

The elastic limit is to be determined by extensometer
and the elongation measured in a length of 2 in. Grade
“A” steel shall be annealed if the carbon content ex-
ceeds 0.30 per cent or if the manganese content exceeds
0.75 per cent. Grade “B” steel shall be annealed if the
carbon content exceeds 0.22 per cent or if the man-
ganese exceeds 0.65 per cent.

Pieces of irregular section and of less carbon or man-
ganese content, where shrinkage or other internal
strains may be suspected, should also be annealed.

Unimportant details may be accepted on surface in-
spection only.,

13. Fundamentals of car design. A number of mat-
ters are gone into under this heading, some of which
are of great interest to the electric railway engineer.
One item which merits consideration because of its
being susceptible of alteration to suit electric conditions
is that of strength requirements for sills and draft at-
tachments, as follows:

In 1913 the committee adopted a basic figure for
strength of draft attachments of 10 sq.in. of steel
equivalent to grade “A” material for tension. This
strength requirement was somewhat in excess of the
strength of the coupler used at that time. A stronger
coupler, type “D,” has now been adopted, the strength
value of which is equivalent to at least 12 sq.in. of steel
of the same material.

In order to meet the increased requirements, and
compare closely with the increased strength of the
coupler, it is desirable to increase the strength require-
ments for draft-gear attachments and center sills by
about 20 per cent.

The formulas on which the former requirements were
based are as follows:

. unit stress 1 X
R=Ratio 04 10ad = A T35M
A — Area of section in square inches
X — Eccentricity of load in inches
SM = Section modulus

For draft gear and draft attachments: (a) The mini-
mum tension area is T'; (b) the minimum shear area is
1.25 T; (c¢) the minimum bearing area is 0.625 T; (d)
the maximum ratio R = 1.51 7.

For center sills between rear followers: (e) The
minimum tension area is 2.5 T'; (f) the minimum shear
area is 3.125 T; (g) the minimum bearing area is
1.563 T'; (h) the maximum ratio is R = 0.61 T.
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The commniitiee’s recommendation is to increase the
area T from 10 to 12 sq.in. of grade A steel, or an
equivalent area of other grades of steel, and change the
other values approximately in accord therewith: Avea
of center sill construction between rear followers, 30
sq.in.; minimum draft gear capacity, 150,000 lb.; ratio
of unit stress to end load (maximum) for center sills,
0.05; ratio of unit stress to end load (maximum) for
draft attachment, 0.125.

For draft attachments the area of steel in square
inches equivalent to the minimum required strength
values is:

Tension or comprgssion (square inch. Grade A" steel) 12
For shear, square mqh .............................. 15
IRor bearing, 8qUareInchs, ; - ;e q s« o is ot eie s 73

RECOMMENDATIONS OF COMMITTEE ON SPECIFICATIONS
AND TESTS FOR MATERIALS

1. Steel tires. Recommended practice specifications
are modified in the following particulars: Passenger
car tires, formerly listed as Class 3, are now placed in
Class B. Further:

. Formerly Now
Carbon eontent: voowesas orrmavsossins 0.70t00.85 0.60t00.80
Manganese content. . . 0.50t00.80 same
Phosphorus, not over. . 0.05 same
Sulphur, not over..... ; 0.05 same
R THE OIS 8 e e s not specified 0.15t00.35

In the new specification the analysis is to be made
from a test ingot taken during the pouring of the melt,
whereas the old specification permitted the purchaser to
require the manufacturer to make the analysis from
turnings from a tension test specimen or from a tire,
and this analysis is to conform to the requirements
above stated.

The new arrangement is a little fairer to the manu-
facturer and imposes no hardship on the purchaser.

With regard to physical properties, the old specifica-
tion laid down certain figures of tensile strength, etc.,
and required that the specimen be cut from a tire. The
new specification provides that tension tests need not
be made unless so specified by the purchaser, and when
required, these tests are to be made from a test ingot
taken during the pouring of the melt, and which is re-
quired to have received approximately the same amount
of work as the tires which it represents. Further pro-
vision is made that if the results do not meet the re-
quirements, a re-test may be made on a specimen cut
from a tube furnished at the expense of the manufac-
turer.

The comparative tensile properties are for passenger
tires:

0Old New
Tensile strength, pounds per squareinch . . 125,000 115,000
Elongationin Zin.............c.cooii ol 8 per cent 10 per cent
IReduction of BTeR e s v sax oo b o &« 5 & wis s = 8 8 6 5o 12 per cent 14 per cent

While the committee does not specifically state the
fact, the lowering of the carbon content, and with it the

tensile strength, is done to provide a tire which, because "

softer, will be less liable to crack.

The old specification required a drop or “falling
weight” test on one tire. This has been entirely elimi-
nated, presumably because it is felt that such a test
does not represent working conditions and is incon-
clusive, in that a tire of steel which would withstand
such a test might nevertheless fail under the repeated

small blows and vibration which it undergoes in actual
service. It therefore does not warrant the expense of
the test.

The old specification had nothing to say about mating,
or permissible variations in dimensions; the new pro-
vides that the tires shall be grouped as to outside
diameters and shipped in sets, and also provides limit-
ing dimensions very much of the same character as
those for solid wrought wheels.

Under “inspection” much of the matter in the old
specification relates to subjects more properly belong-
ing in the contract and has been eliminated in the new,
the latter containing only the usual inspection clauses.

2. Journal bearings. This matter of journal bearings
is one of particular interest to the electric railways
which very generally buy to the A.R.A. (M.C.B.) speci-
fication. The important changes are the following:
(a) Before lining the brass back must be bored and
tinned; (b) after lining, the ends shall be made smooth
by scraping, filing or machining. They must not be

ground or rubbed with abrasive materials; (¢) compo-
sition of back to be as follows:
Class A, Clas: B,
Per Cent  Per Cent
L A e 16t0 24 24 t0 30
Diryssen s = = siniin & 7 3 8 5055 6 55 SRR 5 55 & AR E £ G D E S 5to 7 4 (min.)
Total of other impurities, max'mum....................
CODDICT e = 245515 5 55 BHHE & o %« et m o Biesatal e n & almsasa o § o & 67t0 77 63t072

The purchaser should specify whether Class A or
Class B is required, as otherwise the specification pro-
vides that Class A will be provided. It is evident that
Class B is the softer, cheaper material.

(d) Composition of lining. Two kinds of lining com-
position are included, Class C for linings of a nominal
thickness over ¢ in., and Class D for linings % or less
in thickness.

ClassC  Class D
T 3to 5 0.5tol.5
Antimony.............. ... ... tol0 ........
Antimony plustin............ 12t014 3 to 5
Arsenic, maximum.......... (o ww n om S 5
Total of other impurities, maximum. . 0.5 0.5
T0B corazmrs o = go meaiiess o 5 615 GIGRES 3 & 5 8 G & 54 3 I o & = § i WIS 5 85t088 94to 96

Either composition of the back may be used with the
composition of the lining metal specified for the thick-
ness of lining which is ordered.

3. Auxles, shafts and other forgings, annealed and un-
annealed. The new specification divides the material
into two classes, the one ‘“medium” and the other
“mild.” Medium forgings are intended for important
large parts such as axles, etec. Mild forgings are to be
used only where so ordered, for parts of minor im-
portance and those which are to be case hardened.

Another new provision is that unless otherwise speci-
fied, annealed material shall be furnished for medium
forgings. All axles over 6 in. in diameter at center
shall be annealed. Mild forgings may be furnished un-
annealed unless otherwise specified.

The process of manufacturing the steel is limited to
either open-hearth or electric.

It is interesting to note that this is the first reference
to “electric” steel in the association’s specifications, and
as such is a recognition of the increasing importance of
this process, already referred to editorially in a recent
issue of the ELECTRIC RAILWAY JOURNAL.

. While annealing is provided for as above stated, it is
required that material ordered to these specifications
shall under no circumstances be quenched.
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The chemical composition of the two grades is as fol-
lows:

Medium, Mild,

Per Cent Per Cent
B e e e e 8 A B SO oG 5 0 0.38 = 0.52 0.08 = 0.18
MABTANCSC i 5125 o o 5 = wreiiis = 6 8 B0 & 5 & Brogivace & 0.40 = 0.70 Max. 0.55
Phosphorus, ¢ cosiee i 5 5 5 gieeire 1§ 5 o585 & § § 5 S & Max. 0.05 Max.0.05
ANt 0 0 SRR AT S A0 o B < 1 K 0 7 0 0D I Max. 0.05 Max. 0.05

While it is not so stated in the specifications, it is
obvious that the “mild” grade is the only one of the
two which can be used for parts that are to be welded.
The physical properties of the “medium” agree with
the old specification. For the mild grade the following
properties are required: Tensile strength, 47,000 1b. per
sq.in; yield point, 0.5 tensile strength; elongation in
2 in., 30 per cent; reduction of area, 45 per cent.

A rather drastic move is the elimination of the old
clause that “a sufficient discard shall be made from
each ingot to secure freedom from piping and undue
segregation.” The committee gives no reason for omit-
ting the clause.

4. Carbon steel axles. This is the standard specifica-
tion for the ordinary freight-car axle purchased to
chemical specification and drop test. The title is mis-

leading inasmuch as the annealed steel axles referred-

to under paragraph No. 3 above are also carbon-steel
axles.

The chief changes are the inclusion of the electric
process in the manufacture of the steel, the raising of
the top limit of manganese content from 0.60 per cent
in the old to 0.70 per cent in the new, and the inclusion
of the following formulas for calculating height of drop
of a 2,240-Ib. weight, and the permanent set produced
by the first blow.

H in feet = square of diameter of axle at center
in inches.
H—=d*
L = length of axle in inches.

. L d ;
Set for axles over 65 in. in length =— 194 ~ 2 -+ % in.
: . L
Set for axles 65 in. or under in length — 194
-+ 1 in.

Drop test for 3%-in. x 7-in. journal axle is included:
Diameter of axle at center, 4} in.; length of axle,
831 in.; height of drop, 18 ft.; number of blows, 5;
maximum permanent set, 8% in.

5. Solid wrought wheels. The old specification for
solid wrought wheels, which only covered locomotives
and tenders, is now revised to include car wheels, the
chemical requirements remaining unchanged.

Under “tolerances” the height of flange is required
to be not more than + in. over that specified. The old
specification allowed 3 in.

A list of gages and tapes which shall be used is
given: Wheel circumference measure, A.R.A. sheet
16 B; maximum flange thickness, gage A.R.A. sheet 16;
maximum flange thickness, gage A.R.A.
rotundity gage, thickness gage A.R.A. sheet 16 A; gage
for measuring service metal A.R.A. sheet C-1; plane
gage, A.R.A. sheet 16 A.

[\STR-H

COMMITTEE ON CAR WHEELS

This report refers chiefly to 33-in. chilled cast-iron
wheels. Two new designs of wheels have been adopted,
one 650 lb. and the other 750 lb., to take the place of

‘the present 625 and 725-1b. wheels.

sheet 16;

These are of the
same so-called archplate design, similar to the 700 and
850-1b. wheels adopted in 1917. These designs are in
atcordance with recommendations of the Association of
Manufacturers of Chilled Car Wheels, and have been
adopted on account of the universally favorable reports
on the performance of the 700-lb. archplate wheel in
comparison with the 650-1b. wheel of the former design.
Designs of the new wheels are given in the report.

The old method of stenciling tape size is discontinued
and instead a permanent record is provided as follows:
Five small lugs £ in. in diameter by £ in. high are to be
cast on inner plate near the hub, as shown on a sketch
given in the report. As each wheel is taped the neces-
sary number of lugs are to be cut off, those remaining to
indicate the tape size. For example, for a normal wheel
of tape-size No. 3, two lugs are to be broken or cut off,
the three remaining indicating a tape-3 wheel.

A slight change is made in the maximum and mini-
mum flange thickness gage in order to prevent wear of
the gage.

The recommended practice "for mounting wheels is
changed in the following particulars:

1. Wheels having flanges worn so as to take limit
gages for remounting cast-iron wheels shown on M.C.B.
sheet 16 A shall not be remounted.

2. Wheels must have a straight bore with the excep-
tion of the chamfering for not more than # in. at the
back hub face, which may be allowed to facilitate appli-
cation to axles.

3. Wheels should be mounted centrally on the axle.
All axles should be center punched and some form of
gage be used to measure the location of the wheel from
the center punch mark. The center mounting of wheels
is necessary in order to secure proper running of the
wheels and to prevent hot boxes.

4. Wheels should ordinarily be fitted to axles, and not
axles fitted to the wheels. It is usually unnecessary to
turn the wheel seat of second-hand axles unless they
are a tapered fit.

5. In mounting either new or second-hand wheels,
care should be used to see that the wheels are of the
same diameter. In the case of new wheels, the wheels
should be taped in order to check the tape size marking,
and in no case should wheels of different tape sizes be
applied to the same axle,

6. The alignment of axle lathe, the trueness of the
centers and the jaws on boring mills should be checked
frequently in order to insure proper mounting of the
wheels.

7. While the wheels are being bored the high spots on
the flange should be marked, and in mating the high
spots should be put opposite the spots on the mate
wheels. .

While the provisions only represent common practice
in the mounting of wheels, it is the first time they
have been formulated in the A.R.A. specifications and
for this reason are notable.

CONCLUSION

The action taken by the A.R.A. (M.C.B. Association)
in adopting these matters is from an engineering stand-
point one of the most sweeping ever taken by it. In
one way or another these affect the interests of the
equipment men of the electric railways, and for this
reason they have been presented to the readers of this
paper so that they may be in touch with the trend of
affairs in the steam railway field.
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Standard Hand Brake Riggings

Some of the Most Common Types of Hand Brakes in Use on Electric Cars and the Principles Involved in
Their Action Are Described and Methods Given for Calculation of Forces Acting in the
Several Parts—Particular Attention Is Devoted to Devices Other
than Levers for Increasing the Braking Force

By H. M. P. MURPHY

tion brake rigging it is, of course, necessary to start
with some known force. This is generally the one
exerted at the brake handle where hand brakes are used,
or by the brake cylinder push rod with air brakes. As
hand brakes are quite generally used on electric railway
cars, methods for computing the force exerted on the
chain attached to the hand-brake pull-rod will be con-
sidered first.
All common types of hand-brake riggings in present
use consist essentially of a wheel or handle (crank arm)
‘mounted on a shaft or staff connected with a drum,
around which a chain is wound in order to apply the

IN COMPUTING the forces developed in any founda-

obvious that the force developed on the chain will be
constant, if a given total force be applied to the rim of
of the rim to which this force be applied. In order to
show clearly that the mechanism in question is actually
a simple lever device, suppose that the given total force
is applied at the point B as indicated in the figure.
Evidently the line ACB is equivalent to a simple
straight-line lever and, therefore, the relation existing
between the forces acting on the rim of the wheel and
on the chain may be accurately determined by the proper
application of the “General Leverage Rule” given in the
preceding article.

As an example illustrating the method outlined, sup-

‘brakes. In some standard constructions this drum is pose that a total force of 75 Ib. is applied to the rim of
A
T SERRTTRTITI) E ,Handbrake 'i
staff oA e
Hand brake—= Hand brake . '6‘% Jyd b_____ It"‘ {/ 1708
(«<chain . L start Chain L : e'\‘@
I {n :.'o/rum :|C ! Y| S¥k
‘ + [ = Wl ; A\ J' 3,
i Y___LI¥Chain drum : 1 v 1%
’ FIG. 2 FIG.2 FIG.4

FIG, 1—GEARLESS STAFF HAND BRAKE. FIG. 2—SPUR-GEARED STAFF HAND BRAKE. FIG. 3—BEVEL-GEARED
" STAFF HAND BRAKE. FIG. 4—DIAGRAM OF FORCES FOR SPUR-GEARED STAFF TYPE OF HAND BRAKE

located directly on the hand-brake staff and is often
tapered in such a way that the chain is wrapped around
the small end when the brake shoes are tight against
the wheels. In other cases a cam is substituted for the
drum and it is so designed that it gives the same effect
as the tapered drum. When hand brakes are applied
to cars in connection with air brakes, the pull rod or
chain controlled by the hand-brake mechanism is gen-
erally attached directly to some one of the levers of the
airbrake rigging in such a way that the brakes may be
set on both trucks from one or both ends of the car.

The principles involved in the determination of the
forces developed by any standard hand brake are exactly
the same as those outlined in a preceding article pub-
lished in the ELECTRIC RAILWAY JOURNAL for Jan. 15,
1921. The problem is simply one of leverage, for chain
drums, hand wheels, etc., are merely disguised forms of
simple straight-line levers as will be shown in the fol-
lowing paragraphs:

In order to investigate the laws connected with hand
brake riggings, consider the typical form of apparatus
shown in Fig. 1, where a brake wheel 24 in. in diameter
or 12 in. in radius is shown on a shaft carrying a small
chain drum, the distance from the center of the drum
to the center line of the chain being 2 in. Now it is

*This is the second of a series of articles on brake rigging
calculation. The first appeared in the Jan. 15 issue of this paper.

the wheel in Fig. 1 and let it be required to find the
the wheel, regardless of the part of the circumference
resulting force developed on the chain. By applying the
“Leverage Rule” and considering the brake-shaft center,
C, as the fulcrum,
Desired force —

(known force) X (lever arm of known force)

oK lever arm of desired force

Force on chain —
(force on rim of wheel) X (lever arm of force on
rim of wheel)
lever arm of force on chain
_ 751X 12
" 2
The preceding investigation shows that in order to
determine the force developed on any hand-brake chain,
wound on a drum which is attached directly to the
hand-brake staff, it is merely necessary to know the
total force applied to the rim of the wheel or handle;
then to multiply this force by the radius of the wheel
or crank arm, and to divide the product thus obtained
by the distance from the center of the drum or shaft
to the center line of the chain.
It should be noted that it is customary to assume a
force of from 50 to 75 lb. as that which is applied to
the rim of the wheel or to the handle of the crank, as

= 450 lb.
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this amount can readily be applied by a man in ordinary
operation.

In all cases care must be taken to ascertain the cor-
rect distance from the center of the drum shaft to the
center line of the chain. This is especially important
when a tapered drum or cam is used, for in such con-
structions the distance in question is,variable and, there-
fore, the brake must be fully set when measurements
are made. The object in using a tapered drum or a cam
is to enable the operator to take up the slack in the
rigging with a comparatively slight rotation of - the
wheel, the chain being made of such length that when
the slack is all taken up the chain will be coiled on the
small part of the drum, thus permitting the desired force

to the hand-brake staff, while the large gear and chain
drum are fastened together $o as to revolve about a
common center. By an inspection of this figure it is
clear that the line a b ¢ practically constitutes a simple
straight-line lever, the force developed at the point ¢ of
this lever being delivered to the point ¢ of the similar
lever ¢ d e. Consequently to find the force developed
on the hand-brake chain by a given force applied to the
hand wheel it is merely necessary to employ the “Gen-
eral Leverage Rule” as already discussed.

To illustrate the application of the principles just
outlined, suppose that a force of 60 lb. is exerted on the
rim of the hand wheel shown in Fig. 4 and let it be
required to find the resulting force obtained on the
chain.

to be obtained on the chain.

s

F1G.

In many cases where a powerful hand brake is re-
quired, the hand-brake chain or rod is not attached
directly to one of the levers employed in the air-brake
rigging but to an intermediate multiplying lever, which
in turn is connected with the main rigging. The prin-
ciples involved in the determination of the forces
developed by such constructions are, of course, identical
with those discussed in the preceding paragraphs.

USE OF GEARED HAND BRAKES

In some instances gears instead of levers are used to
multiply the force applied to a hand brake wheel or
crank. Figs. 2 and 3 illustrate such devices. In Fig. 3
bevel gears are employed, whereas in Fig. 2 the gears
are of the plain spur type.

The principles involved in the computation of the
forces developed in geared hand-brake riggings are
simply those of leverage, each gear acting like a
straight-line lever. In order to show this, consider the
system illustrated in Fig. 4, which is a top plan view
of a geared hand brake. The hand wheel has a 10-in.
radius, the small gear or pinion a 2-in. radius and the
large gear a 4-in. radius, while the distance from the
center of the chain drum to the center line of the chain
is 1% in,, all as indicated in the figure. It will be noted
that the hand wheel and small gear are both attached

5—SEVERAL TYPES OF HAND BRAKES USED ON ELECTRIC CARS

By considering the middle point b as the fulerum of
the lever ¢ b ¢,
Force acting at point ¢ —

(force on hand wheel) X (lever arm of force on wheel)

lever arm of force at point ¢

— 0% 10 300 1.
and considering the middle point d of the lever ¢ d e as
the fulcrum, ”

Force delivered to chain =
(force at ¢) X (lever arm of force at ¢)

lever arm of force on chain

300 X 4
= 125

If the gears used had been of the bevel type the
solution of this problem would have been just the same
providing, of course, that the radius of each gear had
been unchanged.

As the accurate measurement of the proper radius or
diameter of a gear is quite difficult, it is customary to
employ the numbers of teeth instead of these dimen-
sions, for it is a very easy matter to count the teeth in
a gear and then the calculations can be made with perfect
correctness. In order to use this method the following
rule may be followed:

= 960 lb:
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To find the force delivered to the chain of a geared
hand-brake rigging multiply the total force applied to
the hand wheel or crank by the product of the radius
of this wheel and the number of teeth in the gear at-
tached to the chain drum, then divide this result by the
product of the number of teeth in the gear on the hand
brake staff by the distance between the center line of
the chain and the center of the chain drum.

This rule may be expressed more concisely in the
following mathematical form:

Force on chain —

(force on wheel) X (radius of wheel) X (number of

teeth in drum gear)

(number of teeth in staff gear) X (distance between

chain and drum centers)

To illustrate the preceding rule, let it be required to
find the force delivered to the chain of the rigging
shown in Fig. 4 when a force of 60 lb. is applied to the
rim of the hand wheel, the numbers of teeth in the gears
being 15 and 30 and the leading diniensions as given in
the figure.

By inserting the numerical values in the mathematical
formula just given we have:

60 X 10 X 30

16 % Logm oy 0 e

By comparing this result with that obtained by using
the gear diameters instead of the numbers of teeth it
is seen that they are the same in both cases.

The most common four types of hand brakes used on
electric cars are the gearless staff, spur-geared staff,
spur-geared staffless and worm-geared staff. Several
illustrations are given of these types, but as the prin-
ciples involved are the same, calculations can be readily
made in the same manner as described. In the examples
given the drum on which the chain is wound has been
considered as uniform throughout its length. With
conical, eccentric or specially shaped drums the effective
radius or lever arm for the chain is in all cases equal
to the distance from the center of the drum to the center
of the chain when the brakes are fully applied.

This radius will vary according to the shape of the
drum, the method of winding, the shape and character
of the chain and the travel of the brake shoes. Tests
made by G. L. Fowler using dynamometers in the truck
pull rods showed braking pressures at the wheels to
vary as much as 40 per cent with the same pressure
applied to the brake handle.

Force on chain =

OPEN CAR IN PROCESS OF CONVERSION TO CLOSED
TYPE AT PORTLAND

Shop Notes from Portland

Some New Devices that Have Been Found Economical in
the Mechanical Department of the Portland Railway,
Light & Power Company, Portland, Ore.—

Electric Welding Used Extensively

MONG the best-known electric railway shops in the
United States are those of the Portland Railway,
Light & Power Company, which were built in 1912
and were described in the issue of the ELECTRIC RAIL-
WAY JOURNAL for July 26, 1913. The shops have been
in use more than eight years and during this time have
demonstrated their adaptability to the needs of the
property. Articles covering details of practices in the
shops have appeared in the columns of this paper from
time to time, many of them signed by F. P. Maize,
master mechanic. About six years ago Mr. Maize put
into operation a planning system by which the routine
and special shop work is taken care of somewhat along
manufacturing lines. He covered this plan in an article
in the March 18, 1916, issue, page 539, and H. C.
Brumbaugh, of the mechanical department of the same
company, told of the modifications which had been made
in this system during the following year. This article
was printed in the March 17, 1917, issue, page 488.
One of the editors of the paper visited the Portland
shops recently and learned from Mr. Maize that the

AT LEFT, BOX-TYPE MOTOR BEARINGS HAVE BEEN BUILT UP BY WELDING ON COPPER.
TRACKWORK JIG WHICH HAS GIVEN A GOOD ACCOUNT OF 1TSELF

AT RIGHT, A SPECIAL
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war had not made necessary the abandonment of the
planning system, but that abnormal labor conditions
had made it necessary to combine some of the operations
into groups in order to simplify the system somewhat.

At the time of the visit a job of remodeling summer
cars was going through the shop, eleven cars being
included in the order. A photograph of one of these
cars is reproduced.

The plan in this remodeling was to produce a one-man

FIELD COIL: PRESS,COMBINED WITH TESTING
TRANSFORMER

car at a minimum of expense, to which end the side was
closed in with wood, utilizing the curtain grooves in
the posts as guides. Rectangular fixed sash were placed
above the sidings, and above these were placed small
sash which could be inclined inward for ventilation. In
addition eight Garland ventilators were installed on the
roof, four on each side. Simple folding steps and door
were installed and the car was completed. The changes
mentioned cost about $400.

Welding has been practiced in this shop for many
years, one of the latest applications being in the build-
ing up of babbitted brass bearings for General Electric
210 box-type motors when these become worn so as to
be loose in the motor housing. The bearings are built
up with copper by the electric arc on the deposit sys-
tem, old motor field wire being used for welding metal.
When they are built up they are turned off a trifle large
and hydraulically pressed into the housing. The fit is
made so that a force of about four tons is required in
the press.

THis JIG FACILITATES SPECIAL TRACKWORK WELDING

A great deal of the special trackwork for the com-
pany is made in the shop, electric welding being exten-
sively employed. In this connection a jig has been
devised for holding pieces of special work in a vertical
position to facilitate the depositing of the welding metal.

The jig was made from the frame of a discarded Brill
maximum traction truck, with a center bearing attached
to the frame, as shown in one of the illustrations here-
with,

The frame is of flat steel £ in. x 3 in. The bearing
is simply a piece of 3-in. pipe with square flanges, which
are spaced about 18 in. apart. The frame and bear-
ing are connected by angle irons carried from the
frame to the bearing flanges at both ends, one side of
the jig being kept flat so that it will act as a faceplate,
to which the special work can be bolted.

In action the jig is laid on the ground and the piece
of special trackwork is bolted in place. The jig is

then hoisted by means of a crane and the whole thmg
is supported on a rod resting on trunnions,

 The special work is bolted so as to balance around
the axis as nearly as possible. The operator in welding
up the joints can thus rotate the work so that the joints
come in such a position as to suit his convenience.
Obviously the weld is most satisfactory when gravita-
tion aids in the depositing of the metal. This simple
device is reported to have been very effective in accom-
plishing this purpose.

A STEEL UNDERFRAME THAT WILL WITHSTAND BUMPING

The Portland company has a great many freight
cars, the construction of which is not as rugged as
might be desired. It has been found in some cases
desirable to put under the bodies of these cars a steel
underframe like that of which one end is shown in one
of the illustrations. This is built up of two 15-in.
channel sections, with cast-steel bolsters riveted in place
and reinforced with a 24-in. gusset plate, riveted and
welded in position; #-in. rivets being used. This is the
company’s standard underframe for freight cars, which
have a carrying capacity of 80,000 Ib. and a length of
41 ft. As shown in the picture, the center sill runs
through and the bolster is made up in two sections.

One of the latest devices constructed in the shop
is the field coil press, by means of which a hot field
coil can be compressed to shape and the transformer
test for insulation ‘can be applied at the same time.
Pictures of the press are reproduced herewith with a
pressure plate in the “up” and ‘‘down” positions respec-
tively.

The press consists of an 8-in. air cylinder mounted
at the top of a frame of 1 in. x 4-in. steel bar. The
plunger carries a rectangular pressure plate with a
hole in it large enough for it to surround the core of the
transformer. This pressure plate is of wood and it is
attached to the plunger by four legs.

The testing transformer is mounted on a stout wooden
table, and at the base of the vertical limb is a plate
upon which the field coil under pressure and test rest,

PART OF UNDERFRAME FOR FREIGHT CAR

Valves for controlling the air supply to the cylinder:
are mounted at the side of the table. ° |
This' combined pressing and testing device is a grea‘p
time saver as it eliminates one operation in putting a.

field coil “through the mill.”
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~ Substantial Energy Saving on P.R.T.

Cars Operating Out of Callowhill Depot Are Equipped with Meters Which Are Used Both for Econom-
ical Operation and for Timing Inspections—Instructors Explain to Men Methods to Be Used in
Order to Reduce Amount of Power Consumed—Records Posted in Trainmen’s
Quarters, Resulting in Great Rivalry to Keep Records Low

CALLOWHILL DEPOT, PHILADELPHIA RAPID TRANSIT COMPANY

Rapid Transit Company has been operating sub-
tantially all cars out of the Callowhill Depot with
the aid of Economy watt-hour meters, which are used
both in inducing energy saving and in controlling main-
tenance inspection. Nine complete routes and one par-
tial route are operated from this depot, the total
number of cars equipped with meters being 300. A
total of 310 meters suffices for this work. The type of
meter employed is one equipped with the usual kilowatt-
hour djal for reading the car-energy consumption and
in addition with three inspection dials, known respec-
tively as A, B and C dials, for indicating when the
car equipment is due for inspection.
Installation of the meters was begun at the Callowhill
Depot on May 5, 1920, and was completed on Aug. 12.
The meters were installed at an average rate of three

SINCE the middle of last summer the Philadelphia

per day, and as soon as each route was completely
equipped the trainmen were asked to turn in a record
of meter readings at the beginning and end of each
relief, one record card being required for each car on
which each man operated. The cards used are of the
form shown in Fig. 1, a standard size of 4 in. x 6 in.
having been selected for convenience in filing. It will
be noted that this card calls for the name of the motor-
man, the date and the number of the motorman’s badge,
the motor car, the trail cars, the route, the run and
the block. The times and places when and where the
motorman takes the car are called for, as well as the
meter reading corresponding.

While the meters were being installed, and before
the motormen were asked to turn in cards, the readings
of all meters already installed were reported each day,
together with the corresponding mileage, so as to fur-

"™ ““PHILADELPHIA RAPID TRANSIT COMPANY—ECONOMY METER CARD

BAOGE No,

Motorman

TRAIL CAR NUMBERS. MOTOR CAR No.

Date

USE SEPARATE CARD FDR EACH CAR OPERATED
BLOCK TIME PLACE
on

ROUTE RUN METER READING

ACOITIONAL TRIPB on

I
REPDRT BELDW LOST TRIPS, CUT TRIPS AND OTHER DEVIATION FRDM SCHEDULE

8O _NOT WRITE MEAE
KWH

AKWH

MILES

BACK OF CARD MAY BE USED TG REPORT ANYTHING WHICH INTERFERES WITH
ECONOMICAL USE OF POWER

PHILADELPHIA RAPID TRANSIT CO REAULAR

NAME CXTRA

r Moute  Run| K WH Milgs ARA-tm v [Rowte  Run KW H. L LW L—g

lan 118 luy 118

1631 1891

Feb 1 18] Aug 118

1628 1831

wer 115 SapL 1.18]

1631 1630

e 116 Oct 118

18 10 1631
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1831 18 30

lune 115 Doc 118 l

it do Y 1831

e S|

[THETS 101aL

FIG. 1—CARD USED FOR RECORDING ORIGINAL METER
DATA FILED BY MOTORMAN

FIG. 2—GUIDE USED IN FILING METER CARDS AND IN
SUMMARIZING DATA
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nish the basis for later determining the saving. Daily
records were not available for some of the routes, so
that the so-called reference period was estimated by
using the total power consumption on each car from
the time the meter was installed until the motorman
turned in the first record. These records of the per-
formance prior to the time that the motormen began
turning in cards were carefully gone over and any
items which appeared unreasonable and could not be
substantiated were omitted from the result. The meters’
dials were in full view of the motormen during this
period.

INSTRUCTION AND FOLLOW-UP

Previous to the inauguration of the system on each
route an instructor saw each motorman on the route
and explained the method of filling out the card, hav-
ing the motorman fill out a sample. On the morning of
the day when the motormen were to begin turning in
their records one of the inspectors was on duty at the
carhouse to see that each man was provided with a

Vol. 57, No. 8

name of the man with the best, or lowest, energy con-
sumption in each class at the head of the list, and show-
ing the others in the order of kilowatt-hour consumption
per car-mile.

The men showed considerable enthusiasm and rivalry
in trying to keep their records low and accomplished
substantial savings almost immediately after they began
turning in records.

After the instructors had been engaged in this work
for two months they were assigned to give instruc-
tions at other depots in order to reduce power con-
sumption on lines running out of those depots in which
the cars were not equipped with meters.

At the end of the run the motorman turns in his
meter card to the receiver. It is turned over to a
clerk, who notes on the meter card the number of
kilowatt-hours which have been used and the mileage
operated.

The cards are then filed by badge number of motor-
man, each line being filed in a separate drawer. The
cards are filed behind a guide record card like that

shown in Fig. 2. This routine work for the

EeTH S \
A UONGTO FRILINCL Gisucaer) oy

3
I§ EFFECT__Oct. 419190

300 cars requires the full time of one girl, but

=62) [ actually two are employed for about half time

TIAE

upon it in order to provide an understudy for

CA BILES
== | B
car e [ToTAL EFR

the work.
An important part of this routine task is the

checking of the motorman’s entries and finding

and entering on each card the mileage corre-

sponding to the run. A graphic schedule like

that shown in Fig. 3 is employed for this pur-

pose. A second chart, like that shown in Fig.
4, is used for quickly making adjustments in
mileage in case of extra trips or turnbacks.

Tl e MR =)

At the end of each semi-monthly period the
filing drawer for each route is removed from
the file and the entries on the cards are total-
ized for kilowatt-hours and miles for the period
by means of an adding machine. The adding

- machine slips are turned over to a clerk, who
computes the kilowatt-hours per car-mile for

T T e
Kl
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each man and on each route for each of the

F1G. 3—GRAPHIC SCHEDULE FOR USE IN CHECKING DATA

ON METER CARDS

card or cards and that he remembered his instructions
in filling them out.

A statement was made up showing the energy con-
sumption per car-mile by each individual motorman, and
this was posted in the trainmen’s quarters each day for
the first three days after the inauguration of the sys-
tem on each route. Since the first three days the
records have been compiled by half-month periods.
These statements are posted in the trainmen’s quarters
within two or three days following the end of each
period.

The instructors were given copies of the daily reports
for each newly inaugurated route and of the semi-
monthly reports for all routes. They rode with the men
whose records showed high power consumption and ex-
plained the method to be used in order to reduce the
amount of power consumed. They also rode with the
men whose records showed particularly low power con-
sumption and gave them encouragement to continue
their careful operating and to describe their methods
to the other men.

The record as posted each half month showed the
men classified by type of run and by line, giving the

three groups of men; that is, for those having
early runs, swing runs and late runs respec-
tively.

In the semi-monthly summarizing work four clerks
and a stenographer are employed for one and one-half
days.

The results are tabulated in uniform style and posted
in the trainmen’s quarters in from two to three days
following the end of the period covered.

PUTTING THE RESULTS IN ATTRACTIVE FORM

For use of the company officials the data are also
graphed for each route in the general form represented
in Fig. 5, which shows the saving expressed in terms
of an average pre-meter-period consumption. The
does not allow for seasonal variation in energy con-
sumption per car-mile, which is cared for in the chart
reproduced in Fig. 6.

The effect of the use of meters on an individual
motorman is graphically shown. in Fig, 7, in which a
progressive improvement is noted. The motorman whose
record is here given started in with an energy con-
sumption higher than the average for the line and at
the end of the period recorded had a much lower record
than the average, having reduced his energy consump-
tion practically 30 per cent in less than three months.
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An important use of the Economy meters is that of
making mechanical and electrical car inspections on the
basis of kilowatt-hours rather than on the mileage and
time basis. These meters have a separate set of three
dials for this purpose.

The A, B and C dials are each equipped with a
stationary marker hand, or ‘telltale,” enameled red,
which can be set at any predetermined point correspond-
ing to that number of kilowatt-hours of energy con-
sumption which may be selected as the limit of
inspection of any particular part of the equipment. This
setting is simply the kilowatt-hours equivalent of the
car mileage inspection interval. The dials also are
equipped with meter-driven hands which make one

‘

plungers, one for each dial, at the bottom of the meter
case; withdrawal of the key interlocks the reset
plungers and prevents unauthorized movement of the
inspection dial hands. This dial and the reset function
independently of the cyclometer type dial, which regis-
ters the car-energy consumption.

The mechanical department of the railway has worked
out an inspection and maintenance schedule utilizing
the dials which is covered in a series of instructions
issued to inspectors. These are reproduced on pages
358 and 359. When the inspector checks up the con-
ductors’ registers at night he also checks on a form like
that shown in Fig. 8 the numbers of cars due for A,
B or C inspection. This information is turned over to
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revolution for 5,000, 15,000 and 30,000 kw.-hr. for the
A, B and C dials respectively.

In practice the inspection interval markers are so
set that the kilowatt-hour intervals on the B dial are
multiples of those on the A dial, and those on the C
dial are multiples of those on the B dial. Thus the
cars are brought in for inspection in accordance with
the coincidence of the moving and stationary hands.
This brings about the occurrence of ends of two or three
inspection intervals at the same time, with the result
that cars are not housed so frequently as they other-
wise would be. After an inspection has been made the
meter-driven hands which announced the inspection are
turned back to a stop pin at zero. To do this a key
must be inserted in a lock which releases the reset

the carhouse foreman, who orders the cars in as they
can be spared. The rolling-stock department records
daily inspections by the meter dials on the form shown
in Fig. 9.

In the Callowhill Depot there are the following dif-
ferent types of cars: (1) Near-side cars, equipped with
modern motors; (2) the Hog Island cars, equipped with
modern motors and type H L control; (3) the pay-within
cars, equipped with an old type of motor and type K
control. Both the near-side and the Hog Island type
cars are equipped with slack adjusters, while the pay-
within type is not.

At the present time the setting for the A dial in-

(See continuation on page 360)
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Instructions for Inspection of Equipment*

Inspection by the A Dial
(ITEMs 1 To 10)

1. Trolleys. .

Examine trolley wheels to see that
contact springs are in good condition,
and that there are enough washers
between wheel and contact springs,
that the wheel is not flat, and that its
diameter is not below the condemning
gage. Be sure that trolley catchers
and rope are in good condition.

2. Controllers.

Replace all controller fingers and
segments which are worn to the
scrapping point. Blow dust from the
controller, after which wipe all grease
and dirt from fingers and cylinder, and
make a very light application of lu-
bricant. Operate the P C type control-
lers by power from the master con-
troller (after the main switch has
been opened) to determine whether all
points are made correctly. Examine
contactor tips for wear and put a
trace of lubricant on the cams.

3. Circuit Breaker and Line Breaker.

Examine circuit breakers and line
breakers to determine wear and adjust-
ment of contacts. Note should also be
taken of the location of the power-
breaking adjustment.

4. Brakes.

Replace any shoes that are worn to
the condemning point and see that all
shoes are properly equipped with keys
and that heads are tight. Be sure that
slack adjusters, if any are installed, are
functioning properly, and that adjust-
ers which are working incorrectly are
reset or replaced. On cars not equipped
with adjusters make the necessary ad-
justments with turnbuckles, and make
sure that jamb nuts are properly
tightened so as to prevent brakes from
becoming prematurely slack. See that
all brake pins are in good condition,
provided with cotter keys and well lu-
bricated, and that the air governor cuts
in at 65 1b. and out at 75 1b. Apply a
small quantity of grease to side bear-
ings of the slide type.

5. Fenders.

Trip fenders from the platform and
with the tripping gate, and reset from
the platform to determine whether in
good working order. Replace broken
slats and apply lubrication if needed.
Examine screens under the platform on
cars of the near-side and Public Service
type to see that they are in good con-
dition. 2
6. Sanders.

Examine sand pipes as to alignment
with the rail and apply sand to insure
that it is flowing freely.

7. Motors.

Examine motor brushes for chipping
and wear, brush springs for weakness
and breakage and commutator for
flashover. Any evidence of flashover
should be reported to the chief inspec-

*The inspection and repair must be such
that, in the opinion of the foreman, the car

will stay in service until the next inspection.

tor. Apply a wrench to all gear-case
and motor bolts to insure their
tightness.

8. Journal Boxes.

Examine journal boxes for loose lids
and have necessary repairs made.
9. Trap Doors.

Remove any dirt that has accumu-
lated around trap doors.
10. Air Compressors.

Examine air compressors for brush-
spring tension and brush wear.

Inspection by the B Dial
(ITEMs 11 TO 24)
Items 11 to 16 like Items 1 to 6 above
except for additions as indicated.

13. Circuit Breaker and Line Breaker.
(Same as Item 3 with the addition
below. )

Gage line breaker contactor finger

FRONT PLATFORM OF CAR SHOWING
POSITION OF METER

to determine if contact pressure is
sufficient.
16.. Sanders. (Same as Item 6 with the

addition below.)
Examine valves and piping for leaks.
17. Wheels.
Gage wheels for thin flanges and
report thin flanges to the shop foreman.
18. Journal Boxes. (Same as Item 8.)

19. Motors. (Same as Item 7 with the
addition below.)

Fill armature and axle bearing with
oil to the point indicated by the gage or
with the measure provided for the pur-
pose. Examine motor leads closely for
poor insulation and properly tape any
that are found in bad condition. Wipe
carbon dust off brushholders, insulators
and yokes carefully.

20. Trap Doors.

21. Doors.

Examine doors and steps for adjust-
ment. See that steps are completely
up when doors are closed and entirely
down when doors are open. Properly
lubricate all moving points such as
tracks, levels, slides, guides and crank-
pins. On doors which are operated by
an overhead engine carefully wipe out

(Same as Item 9.)

zll waste, oil and ‘grease which have
accumulated in the engine box. Ex-
amine doors which are operated by air
engines for speed, and if they are too
slow or too fast adjust them.

22. Engineer’s Valves.

Try engineer’s valves and lubricate
them if they are not working freely.
23. Air Compressors.

Examine air compressors for brush
spring tension and brush wear. Oil
them if necessary.

24. Air Governors.

Examine air governors as to condi-

tion of tips and leads, and for air leaks.

Inspection by the C Dial
(ITeMs 25 TO 49)

25. Trolleys. (Same as Item 1 with
addition below.)

Examine trolley bases for adjust-
ment, i.e., that ball bearings are not
becoming too loose, and apply a small
quantity of oil to the bearings. Tighten
trolley base terminals if loose. Take
trolley pole tension with the spring
balance or weights provided for the
purpose. Examine links and pins for
wear. Paint pole and base if necessary.
26. Controllers. (Same as Item 2 with

addition below.)

Examine cable connections carefully.
Replace cylinders which are partly
short-circuited across insulators.

27. Circuit Breakers and Line Breakers.
(Same as Item 13 with addition
below.)

Blow out breakers with bellows or
dry air from the reservoir, after which
apply a very small quantity of oil to
the contactor hinge pin. Examine
covers of line breakers carefully and
make necessary repairs and painting if
necessary.

28. Fenders. (Same as Item 5.)
29. Sanders. (Same as Item 16.)
30. Brakes. (Same as Item 4 with

addition below.)

Put all release springs in good con-
dition, and replace bent beams, worn
heads and worn hangers and hanger
brackets subject to the decision of the
chief inspector. Apply hand brakes
from both ends of the car and make all
necessary repairs and adjustments.
Examine brake pistons for leaks and
give them a quarter turn to distribute
wear. Repack slack adjusters with
grease provided for that purpose and
thoroughly clean threads. Replace
slack adjuster rocker arms and fingers
that are worn excessively. Thoroughly
lubricate the radial bar rollers and
all rub plates and replace them if
necessary.

31. Wheels. ;

Gage wheels for thin flanges, and
also for limit wear of treads, and call
the attention of the shop foreman to
conditions found.

32. Journals.

Examine journal boxes for loose lids
and make necessary repairs. Examine
them also to see that they have a
sufficient quantity of waste well sat-
urated with oil.
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OF USE OF METERS

33. Trucks.
Tighten all truck bolts if loose and
replace lost bolts. Examine truck

frames for bends and breaks and
elliptic springs for breaks and ecracks.
Examine coil springs also. Raise the
car body sufficiently to permit the
application of a small quantity of
grease to center bearings and to side
bearings of the slide type.

34. Drawbars and Couplers.

Inspect drawbars, drawheads, Tom-
linson couplers, and all parts pertain-
ing thereto to see that they are in
good working order.

35. Motors. (Same as Item 19 with
addition below.)

Remove waste from motor oil boxes
and replace with new any waste that
is in bad condition. Use the waste
removed from armature boxes in axle
boxes if not damaged from overheat-
ing. Examine all oil-box lids as to
hinges and springs and axle bearings
for wear. Lubricate gears and pinion
with the grease provided for this pur-
pose, and in the quantities prescribed
by the chief inspector. Examine pin-
ions to ascertain if any are loose or
worn to the condemning point. Tighten
axle collars if loose, and adjust them if
necessary. Examine also suspension
bars, springs and bolts. Take armature
clearance with the gage provided
therefor. Blow out all motors with dry
air, after which wipe holders, yokes,
commutators and string bands care-
fully with cloth. Do not use “two-
ways” or splice motor leads. Renew
leads which are in bad condition.

36. Trap Doors.

Remove any dirt that has accumu-
lated around trap doors and make all
necessary repairs.

37. Doors. (Same as Item 21 with ad-
dition below.)

Replace badly worn parts, examine
door engines for leaks and repack with
grease if necessary.

38. Engineer’s Valves.

If engineer’s valves are not in prime
condition take them apart and clean
and pack them with grease provided
for this purpose.

SONAL VARTIATIONS IN ENERGY CONSUMPTION

PER CAR-MILE

'39. Air Compressors.

Examine air compressors for brush
spring tension and brush wear. Oil
them if necessary. Test compressors
for time required in pumping from
zero to 75 1b. to determine condition of
valves and piston rings. Blow-dust
from motor, after which wipe brush-
holders and commutator with cloth.

40. Air Governors.

Include in the air governor inspection
test to determine the pressure at which
the governor cuts in and out and make
all necessary repairs and adjustments.

41. E'mergeney Valves.

Examine emergency valves, such as
used on S. K. and S. P. C. cars, to
determine if they function properly by
applying engineer’s valve to emergency
position and noting the quick action of
the brake and the time required for full
release. If valves are sluggish take
them apart and thoroughly clean and
properly lubricate them.
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42. Gongs.

Examine gong plungers and clappers
for wear and replace if needed and
tighten floor plates if loose.

43. Fuse Bouxes.
Lubricate fuse binding screws if nec-
essary. Examine leads for bad insula-

tion and corrosion at terminals. Paint
box if necessary.
44. Rheostats.

Examine rheostats for loose or
warped grids, loose terminals and

hanger bolts, bad leads and connections
and make replacements where nec-
essary.

45. Glass.

Include in glass inspection all glass in
car, such as headlight lenses, red and
green light lenses, vestibule windows,
door glass, side windows, deck glass
and air gage glass. Replace any glass
that is cracked or broken and make
necessary repairs to all that is loose.

46. Seats.
In inspection of seats include a
thorough examination of cross-over

seat mechanism as well as cushions
and backs of all seats. Make replace-
ments and repairs where needed.

47. Car Body Fixtures.

Include in the inspection of car body
fixtures the register backs, signal bells,
pulleys, push buttons and buzzers, grab
handles and nand straps, window
screens, signs and heaters. Make all
necessary repairs, replace broken parts
and tighten loose parts. Examine
emergency jacks and lubricate and
repair them if necessary.

48. Switches.

Include in this item the inspection
of all switches, such as air, light, heat,
drum, power and all other auxiliary
circuit switches, to see that they are
in proper working order.

49. Bus-Line Couplers.

On cars which are operated in trains
or which pull trailers, examine the
bus-line couplers to see that the in-
sulation is in good condition. Examine
carefully also the supporting springs
and attachments and make necessary
repairs.
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KILOWATT-HOUR METER 1N POSITION SHOWING A, B AND
C DIALS USED FOR DETERMINING LENGTH
OF INSPECTION PPERIOD

spection on the near-side cars is 1,500 kw.-hr., for the
B dial 6,000 kw.-hr. and for the C dial 12,000 kw.-hr.
The setting on the Hog Island cars is, A dial 1,690
kw.-hr., B dial 6,750 kw.-hr. and C dial 13,500 kw.-hr.
The setting on the pay-within cars is, A dial 875 kw.-hr.,
B dial 4,375 kw.-hr. and C dial 13,125 kw.-hr.

Thus it is seen that the interval between A inspec-
tions on the cars with the slack adjusters is greater
than it is on the pay-within cars, which are not equipped
with slack adjusters.

PROCEDURE IN CARHOUSE ROUTINE

Roughly, the plan is to divide the work at the car-
house into units of approximately 100 cars each. In
other words, there are three inspection gangs, each
of which is in charge of one “inspection leader.” Each
gang consists of approximately seven workmen, who
as nearly as possible are all-round men. The leader
is in reality a working foreman and, of course, is respon-
sible for the work of his gang. He is the only one
authorized to reset the inspection hands after the work
of inspection is completed.

The general plan is to put all the cars due for A
inspection in one bay, all due for B inspection in another
bay and all due for C inspection in a third bay. If
during the work of inspection any part of the car is
condemned so that it cannot be readily repaired in the

bay it is shifted to what is called the shop bay, where
there are facilities such as cranes, ete., for doing varl-
ous kinds of heavier repair work.

RESULTS SECURED

As shown by the comparison chart for 1920 as com-
pared with 1919 the saving at the car induced by the
meters has averaged 12 per cent in actual energy con-
sumption of power distributed from the several sub-
stations feeding the West Philadelphia district. The
mileage operated within the district fed by a certain
group of substations was determined for the months
affected both in 1919 and 1920. The reduction in energy
consumption at the car for September as compared with
May amounted to 8.8 per cent. The corresponding
reduction at the substations for the West Philadelphia
district was 5.9 per cent. As the mileage operated out
of the Callowhill Depot was 31.3 per cent of the total
for the district the saving for the Callowhill Division,
which is equipped with meters, can be estimated at 19
per cent. The actual saving at the substation board
was, of course, somewhere between 8.8 and 19 per cent.
To be conservative the company estimates it at 10 per
cent.

When operating on the kilowatt-hour inspection basis
there is also a saving in maintenance labor due to the
reduced number of times the cars come in for inspec-
tion. For example, in the semi-monthly period from
Oct. 1 to 15 the average number of cars operated was
219. Under the former procedure these would have been
inspected every day, a total of 3,285 inspections. Under
inspection on the kilowatt-hour basis, the inspections
actually made totaled but 602, of -which 398 were for

- items called for by the A dial, 185 for those called for

by the B dial and 69 for those called for by the C dial.
The average interval between inspections was thus
lengthened from one day to five and one-half days.

The reduction in cost of inspection under the new
method is estimated at about 6 cents per meter per day.
As the energy saving is about 19 cents per meter per
day there is a total saving of approximately 25 cents
per car per day. This is the net saving after deduct-
ing interest and depreciation on the cost of the meters
installed, clerical work and overhead which accompany
a general reduction in car-energy consumption.

As to the maintenance of the meters, up to the time
this article was written no time had been spent on the
inspection of the meters. Arrangements are now being
made, however, to overhaul them, and this will be done
annually hereafter. The total time necessary for the
inspection will be about two hours per meter.

PHILADELPHIA RAPID TRANSIT COMPANY
ROLLING STOCK AND BUILDINGS DERARTMENT

METER INSPECTION DIAL READINGS

PHILADELPHIA RAPID TRANSIT COMPANY
ROLLING STOCK AND BUILDINGS DEPARTHENT
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8Y METER DIALS
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One-Man Cars Made from Open Type

Second Avenue Railroad, New York City, Is Reconstructing Some of Its Obsolete Open Cars Into a Par-
ticularly Attractive One-Man Type, with Comfort of Passengers a Great Consideration—
The Reconstructed Cars Are Provided with Removable Sash So that These
May Be Replaced by Screens During the Summer Season

DOUBLE-TRUCK ONE-MAN CAR OF SECOND AVENUE RAILROAD

100 open cars with twelve benches each which
could be operated only in summer, and even then
at great operating expense and danger from the multi-
plicity of accidents inherent to this type of car. The
company was in need of more rolling stock of a modern
character and decided to remodel these cars for one-man
operation. Séveral have now been reconstructed and
the enthusiasm with which they have been received
by the patrons of the railway, together with the small
cost of their reconstruction, has made the officials of
the railway feel that they are an unqualified success.
Accompanying illustrations show the process of recon-
struction, starting with an open car as it was originally
and leading up to the finished cars now in service.
In making this reconstruction the first operation
is to remove all of the cross seats, part of the bulk-
head, the running board and attachments at the sides,
the old-type lighting fixtures and the various routing
and destination signs. With the car thus stripped

THE Second Avenue Railroad, New York City, had

of its seats and operating equipment the reconstruction
is carried out by using old parts wherever possible.

To provide for entrance to the platforms with a single
folding step the platforms are dropped from their
original position a distance of 7 in. For this purpose
the side sills are cut off immediately in front of the
bulkhead, and the center sills are cut down and rein-
forced to help support the new platforms. The side
sills formerly consisted of oak, 7 in. x 4% in., reinforced
on each side with steel plates, the outside plate being
8 in. x ? in. and the inside plate 6 in. x % in. This con-
struction is not changed along the center portion of
the car, but at the ends two new oak side sills are added,
8 in. x 3 in. x 9 ft. long. In the reconstruction the
platforms are lengthened 4} in. at each end, making the
total length of the reconstructed car 38 ft. 2 in.

The platforms are, of course, entirely inclosed, the
construction used being the same as is standard on other
types of closed cars for this railway. Folding doors
and steps operated by National Pneumatic Company’s

OPEN CAR BEFORE RECONSTRUCTION
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door engines are installed so as to give a door opening
of 30 in. In the construction a number of the corner
posts were found to be considerably rotted at the lower
ends, and these ends are replaced or reinforced to
provide a strong construction. A concave bottom belt
panel is installed along the entire length of each side and
above this the opening between the original upright
posts of the open car is filled in with natural-finish
oak panels, the tops of these coming just to the tops of
the seats. Above these panels sash are installed for
the entire width of the openings between the original

making a total seating capacity of thirty-two. All seats
are made from the old cross seats, the end castings and
other fixtures being used also. The inside end of each
of the cross seats is provided with a grab handle made
of cast iron and arranged for direct attachment to the
end seat fixture. The seating arrangement provides
a very roomy car, as the distance from center to center
of the cross seats is 35 in. and the aisle width is 25 in.
To provide for the aisle width selected seats for but
one passenger were necessary. These are installed on
opposite sides of the car in the two halves so as to

‘:.'“!:'II!':!,A! |1}
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AT TOP, LEET, RECONSTRUCTED DROP PLATFORM. TOP, RIGHT, END FLOORING AND PART OF BULKHEAD REMOVED
AND CUTTING OF SIDE SILLS STARTED. AT BOTTOM, LEFT, SIDE SILLS CUT OFF AT ENDS AND CENTER

SILLS TRIMMED TO ALLOW FOR DROP PLATFORM.

FRAMING FOR BULKHEAD IN PLACE.

BOTTOM, RIGHT, FRAMEWORK FOR CONCAVE BOTTOM BELT PANEL IN POSITION

sy

uprights of the open cars. These sash are arranged
to drop a distance of 7 in. to provide for ventilation
and are also constructed so that they can be entirely
removed without difficulty and can be replaced by screens
during the summer. The remodeled cars will thus be of
a one-man convertible type, which apparently are the
first of this type placed in service by any railway.

The revised seating arrangement provides eight cross
seats for two passengers each, eight cross seats for
one passenger each, and four longitudinal seats, one at
each corner of the car, to seat two passengers each,

provide a seating arrangement for balancing the load.
The larger cross seats are 36 in. long and the smaller
ones 19% in.

LEG RooM MORE NECESSARY THAN SEATS

It is evident from a consideration of these dimen-
sions that several additional seats could be added if the
same seating arrangement as that used in the Birney
cars was employed, but C. E. Chalmers, receiver for
the road, who is responsible for the design employed,
savs that he was a passenger on the cars of this road



February 19, 1921

ELECTRIC RAILWAY JOURNAL

363

long before he was connected with its operation and that
he has a lasting impression of uncomfortable seats and
limited leg room. He considers the good will and com-
fort of the traveling public a far greater consideration
than the addition of a few more seats to the cars, and
in this reconstruction every attention has been paid
to providing a neat, attractive car with as comfortable
an arrangement as possible within the limitation of
funds available for this reconstruction.

The floors as arranged in the first cars reconstructed
have longitudinal floor strips in the aisles and cross
floor strips between seats. It is the intention, however,
in other cars which are to be constructed to use an
Insulite-Mastic floor. This will be carried up a short
distance along the sides of the car and at the corners,
and will be rounded so as to provide for sanitary clean-
ing. With this arrangement it will be possible to flush
out the interior of the car by turning on a hose without
danger of damaging any equipment.

The heating equipment consists of sixteen Gold two-
coil cross-seat heaters. These are of special design, as

made to correspond with the standard for the railway.
The front glass at each end of the clearstory is lettered
“2nd Ave. R.R. Co.” In the original open cars an
end advertising sign rack prevented light from pass-
ing through the end glasses of the clearstory. This has
been done away with, so that as at present arranged
the lights on the interior of the car illuminate these
signs and also provide an attractive car which can be
seen a long distance at night. An illuminated destina-
tion sign of a roller type, standard with the company,
is installed over the front vestibule window and an
additional sign reading “Enter at the Front” is placed
in the side vestibule windows adjoining the entrance
doors. The side panels just to the rear of the entrance
doors are lettered “Please Have Exact Fare Ready.”
The additional lettering used on the car has been made
as simple as possible and still is arranged to provide
an attractive appearance. A monogram has been sub-
stituted for the lettering of the name of the company,
which previously extended along the side of the car.
The number of the car is placed directly beneath the

INTERIOR AND EXTERIOR OF RECONSTRUCTED CAR IN SERVICE

it was necessary to have a short heater for the single
cross seats, and in order to make the equipment uniform
the same type of heater was used throughout the in-
stallation. In the old cars sand boxes were installed
under the end seats. In the remodeled cars, to provide
for the bulkhead, these sand boxes were moved to a
position under the longitudinal seats at the ends of the
car. The original sand boxes were foot operated, but
the new ones are arranged for air operation.

The original lighting arrangement used in the open
cars consisted of three five-light clusters on the inside
of the car with an additional circuit of five lights dis-
tributed on the platform and in the headlights, so that
a total of twenty lamps were burning at one time. In
the reconstructed lighting arrangement but half this
number are burning at one time. A single row of six
lights is installed down the center of the car and two
additional lights are located on each platform. There
is one light in each of the illuminated destination sign
boxes and one light in each of the headlights. This
makes a total of ten 23-watt lamps which are burning at
one time.

The arrangement of the signs has been improved and

monogram on the sides and at each end of the car on the
right-hand side of the dasher.

The signal installation consists of a push button in-
stalled on the upright post between each pair of windows
along the sides, with two additional push buttons at
the ends of the car. This makes a total of eighteen
buttons. Buzzers are provided for signaling the oper-
ator. The entire signal installation is of the Consoli-
dated line-voltage type.

In painting the car particular attention has been
given to making it attractive and clean. The outside of
the car is finished with Pullman green and white, with
natural finished oak panels underneath the windows.
The interior is finished in cherry and white, with some
additional gold striping to improve the appearance.
The bird’s-eye headlining has been refinished with white
enamel. This provides better lighting and also gives
an attractive appearance. The seats are finished with
a cherry stain, and in fact all of the other interior
woodwork and fittings are finished with this cherry
stain. Even the cover of the controller, which is of
wood, has this. The seat castings, which receive the
roughest usage of any part of the equipment, zre
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painted black with gold striping. The floor is painted
green.

The original open cars were provided with air brakes,
so that the same air-brake equipment has been retained,
as well as the original control equipment. In the re-
wiring of the car it was found possible to use the
same cable for the length of the car, as this was long
enough to drop down underneath the lower platform
and still reach the controllers.

The control is interlocked with the doors, so that
the car cannot be started until the doors are closed.
The National Pneumatic door engine is installed over
the top of the doors and is operated pneumatically
from a valve just to the left of the motorman’s brake
valve. In order to give greater platform space and
provide room for the entrance and exit of passengers a
drop brake handle is used. On entering the passen-
gers deposit their fares in a Johnson farebox, which is
located just to the right of the entrance opening and
within easy reach of the operator.

The cars as reconstructed are 38 ft. 2 in. long and
weigh approximately 25,000 lb. completely equipped.
The cost of reconstructing the first cars has been ap-
proximately $800 each. At present the Second Avenue
line of this railroad is completely equipped with one-
man operated cars, which operate between the Harlem
River and Tenth Street and Broadway. A four and one-
half-minute headway is maintained during the greater
part of the day with a two and one-quarter-minute head-
way during the rush-hour period. The reconstructed
cars are proving very popular with the public, and the
number of passengers carried by this line is increasing
rapidly.

A.I.LE.E. Holds Ninth Midwinter
Convention

A Number of Important Papers on Power Distribution Were
Read, and Motion Pictures of C'rcuit Breakers,
Switches, Current Transformers and Fuses Under
Short Circuit Were Shown at Opening Session

S THIS isste of the ELECTRIC RAILWAY JOURNAL
L\ goes to press the American Institute of Electrical
Engineers is in session in New York City at its mid-
winter meeting, a convention which has come to occupy
an important place in the organization’s activities. The
program included several papers covering matters which
have application particularly in electric railway power
distribution. These represented part of the work of
the Institute’s technical committees which handle the
highly specialized subjects in the several divisions of
the field of electrical engineering.

The convention opened on Wednesday evening with
the presidential address of A. W. Berresford, vice-
president Cutler-Hammer Manufacturing Company,
Milwaukee, Wis. Preceding the opening session the
delegates spent the afternoon in visiting local power
plants and other points of engineering interest.

In his address President Berresford noted first the
tendency of specialists toward segregation, and said
that if the A. I. E. E. had not previously been formed
it would have been organized at this meeting due to the
necessity for conference on technical problems. He
then defined the real professional engineer as one who
has caught the vision of the value of achievement for
its own sake, of the importance of the work done
rather than its return to the worker. The standing

of electrical engineering as a profesion, he said, is
illustrated by the devoted work of the A, I. E. E.
committees.

PAPERS ON CIRCUIT BREAKERS AND SWITCHES

The papers of Wednesday evening had been prepared
and were presented under the auspices of the protec-
tive devices committee, D. W. Roper, supell"intendent
street department Commonwealth Edison Cormpany,
Chicago, Ill., chairman. H. R. Woodrow, Stone & Web-
ster, Inc., Boston, Mass., presented the report of the
sub-committee on oil circuit breakers and switches. This
embodied the results of a questionnaire on oil switch
requirements, and covered rated voltage, rated contin-
uous current-carrying capacity, rated momentary cur-
rent-carrying capacity and rated interrupting capacity.
The committee made suggestions as to design under
these heads.

REMARKABLE MOTION PICTURE OF SWITCHES
AND FUSES IN ACTION

Following the reading of Mr. Woodrow’s paper, Philip
Torchio, chief electrical engineer New York Edison
Company, read a paper on “High-Current Tests on
High-Tension Switch Gear.” This was accompanied by
motion pictures of the apparatus ‘‘under fire,” the
switches being clamped in the closed position and sub-
jected to short-circuit currents of great magnitude. The
tests, which covered several varieties of circuit breakers,
fuses, ete., had been conducted during 1918 and 1919 by
the Edison company engineers with the active co-opera-
tion of manufacturers. In the tests, for the first time
a synchronized motion-picture machine and an oscillo-
graph were coupled to reproduce the coineident actions
of the apparatus tested and the variations in voltage
and current in the cirecuit.

The most striking feature of the exhibit was that
considerable arcing of the closed switches occurred
under short circuits, which was caused by the opening
of the main and arcing contacts due to the mechanical
force resulting from the high current.

In the discussion which followed the reading of the
papers, the characteristics of fuses and circuit breakers
were pointed out, one speaker telling of a fuse in
which the fusible wire is in part inclosed by cement
blocks distributed along its length, with intervening
exposed sections of the wire. This was said to operate
successfully, the exposed wire going first and the in-
closed wire later, the metal of the latter being absorbed
by the cement. The carbon tetrachloride fuse was also
mentioned. One speaker traced briefly the history of
the circuit breakef‘, showing how the rapid increase in
power-plant capacity had imposed severe requirements
upon this vital element of the equipment.

On Thursday a number of papers relating to power
cable problems were read. Some of these will be ab-
stracted in a later issue of the ELECTRIC RAILWAY
JOURNAL. '

It is now possible to obtain from the Bureau of
Standards bulletins Nos. 895, 896 and 397 in its series
of scientific papers. These cover respectively the rela-
tion of the high-temperature treatment of high-speed
steel to secondary hardening and red-hardness, the
thermal and physical changes accompanying the heating
of hardened carbon steels and a study of the relation
between the Brinell hardness and the grain size of
annealed carbon steels.
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American Engineering Council
Reports Progress

L. W. Wallace Elected Permanent Executive Secretary at
Meeting at Syracuse on Feb. 14—Committee Organ-
ization and Assignments Crystallized—Presi-
dent Hoover Outlines Industrial Survey

MERICAN Engineering Council held its second

regular meeting at Syracuse on Monday, Feb. 14,
at which time considerable progress was made in per-
fecting the organization of the committees and com-
mittee work. Also the appointment of the permanent
secretary .was agreed upon.

In the evening a Hoover dinner was given at the
Onondaga Hotel to the members of American Engineer-
ing Council, of the Council of the A. S. M. E. and of
the Technology Club of Syracuse.

The permanent committee on the elimination of waste
in industry as appointed by President Hoover consists
of the following members: J. Parke Channing, mining
engineer, New York, vice-president American Engi-
neering Council and member A. I. M. & M. E,, chair-
man; Dr. Ira N. Hollis, president Worcester Polytechnic
Institute, past-president A. S. M. E.; L. W. Wallace,
Baltimore, member A. S. M. E., member and president
Society of Industrial Engineers, secretary American
Engineering Council; H. R. V. Scheel, assistant treas-
urer Brighton Mills, Passaic, N. J., member A. S. M. E.;
L. P..Alford, editor Management Engineering, New
York, vice-president A. S. M. E., director Society of
Industrial Engineers; George D. Babcock, Peoria, Ill.;
F. G. Coburn, Bethlehem Shipbuilding Company;
Morris L. Cooke, consulting engineer, Philadelphia,
member A. S. M. E., Taylor Society and Society of In-
dustrial Engineers. Harrington Emerson, consulting
engineer New York, member A. S. M. E. and Society
of Industrial Engineers; E. E. Hunt, New York, mem-
ber Taylor Society; C. E. Knoeppel, industrial engi-
neer, New York, member A. S. M. E. and Society of
Industrial Engineers; Robert Linton, mining engineer,
Montana, member A. I. M. & M. E.; Fred J. Miller, past
president A. S. M. E.; J. H. Williams, New York, mem-
ber Taylor Society; Robert B. Wolf, New York, vice-
president A. S. M. E.

Mr. Hoover, president of American Engineering
Council, is also a member of the committee. Mr. Hoover
is a member A. S. C. E. and A. S. M. E. and president
A. 1. M. & M. E. The committee has already started
work and will put into operation from the New York

and Washington headquarters of the council a nation--

wide plan of study. This is probably the most ambitious
movement in the solution of economical problems which
has ever been undertaken by American engineers.

The council has adopted a definite program encourag-
ing the development of local engineering organizations,
and in line with this policy will expect local organiza-
tions to take a good deal of responsibility in their locali-
ties in the various pieces of work which American Engi-
neering Council undertakes.

The council is also working toward a worldwide co-
ordination of the engineering associations. It has
changed its committee on Russian affairs into a com-
mittee on international relations. *

One important piece of work was the election, by
unanimous vote, of Lawrence Wilkerson Wallace to be
secretary of the council. Mr. Wallace succeeds L. P.
Alford of New York, who has been acting secretary
since the formation of the council last November.

Mr. Wallace was born in Austin, Texas, August 5,
1881. He was graduated from the Agricultural and
Mechanical College of Texas in 1903 with the degree
of B.S. in Mechanical Engineering and received the
degree of M.E. from Purdue University in 1912. From
1903 to 1906 he served a special apprenticeship with
the Santa Fé Railway and was a member of the
Purdue faculty from 1906 to 1917, becoming head
of the department of railway and industrial manage-
ment. During this period Mr. Wallace conducted .re-
searches and did consult-
ing work in railway me-
chanical engineering and
factory management. For
several years he investi-
gated fire losses from loco-
motive sparks and gave
expert testimony in many
fire cases.

Mr. Wallace is an author
of technical works and his
volume on “Car Design”
is used as a textbook as
well as generally by de-
signers. He also has
written special instruction
books for railway educational departments and papers
on engineering and management topics before railway
and management societies. He was formerly assistant
general manager in charge of production of the Diamond
Chain & Manufacturing Company of Indianapolis.
More recently he has been director of the Red Cross
Institute for the Blind in Baltimore.

Mr. Wallace is a member of the American Society of
Mechanical Engineers and the vice-chairman of the
society’s management section. He is now serving his
third term as president of the Society of Industrial
Engineers.

The temporary headquarters of the council in the
Engineering Societies Building, New York City, will
soon be transferred to Washington, where the council
has established permanent national headquarters in the
McLachlen Building.

The council gave formal approval to the action of
the committee on procedure requesting that President
Harding put an engineer on the Interstate Commerce
Committee. The committee was authorized to name
six qualified engineers when requested to do so. Activ-
ity in behalf of a National Department of Public
Works will be continued by the council through the
public affairs committee. It was recommended that
engineering efforts be extended to the whole question
of government reorganization.

The plan for the registration of engineers as pre-
sented in the council’s report was indorsed and the
appointment of another committee was authorized. The
Russian affairs committee was made a new committee
on international relations.

The council decided to recommend to President Hard-
ing that an engineer be appointed assistant secretary of
war. No action was taken relative to the national civic
federation, fuel conservation or merchant marine
committee appointments. The committee on public
affairs was authorized to recommend the congressional
appropriation to investigate deeper waterways.

At the dinner in the evening President Hoover de-
livered an address outlining his ideas on the work of
the committee on the elimination of waste in industry.

L. W. WALLACE
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a Shop, Track, Power
¥ and Line

These Articles and Ideas Are from Men on the
Job Who Find Special Applications and
New Methods an Incentive for Greater
Effort — If You Have Something
Good Pass It Along

Convenient Shop Call System

HEN a call comes for a shop foreman while he

is attending to some duty in the inspection shop,
overhauling shop, storage yard or other place connected
with his department the problem of locating him is
sometimes a serious one. Many railway shops use a
loud-sounding gong or whistle as a signal and sound
a different number of blasts or signals to designate
different department heads and indicate that their
presence is required in the office. With such a system
the person signaled must go to the office to learn what
is wanted, and as a loud alarm is necessary to reach
all parts of the shops or yards this disturbs workmen
and distracts them in the performance of their duties.
The Third Avenue Railway, New York City, has
a shop call system in its Sixty-fifth Street shop that
has proved very satisfactory for such service. Tele-
phones have been located at various convenient points
throughout the shop and small whistles electro-pneu-
matically operated are scattered throughout the build-
ing. These whistles are operated from the telephone
switchboard by pressing a key. As they are connected

WHISTLE AND MAGNET VALVE FOR SHOP
CALL SYSTEM

in parallel, they all sound the same signal and the
person called can find out what is wanted or can answer
any outside call by going to the nearest telephone. By
this arrangement the signaling whistle can be made
very small so as not to prove a disturbing factor for
yther workmen.

The mechanism for operating the various whistle

signals consists of a magnet valve taken from an old
electro-pneumatic switch group and connected to the
whistle. When this magnet valve is energized elec-
trically air is admitted to the whistle pipe and so sounds
the signal. The magnet valve, together with the whistle
and piping, is mounted on a bracket high up on the
wall so as to be out of reach of employees and in a
location where the signal will be easily heard. With
this system in use a man need no longer be tied down
to his desk. If his work takes him on frequent visits
to other departments he can go with an easy mind,
knowing that if he should be needed he can be readily
located and that he can communicate with the office
without making it necessary to walk the entire length
of the yards and shops to find out what is required.

Mechanical Sander for Safety Cars

FOOT-OPERATED mechanical sander has been

put on the market by the Nichols-Lintern Com-
pany, Cleveland, Ohio, which advocates its use as a
safety feature on the safety car, to insure the sanding
of the track even if the air pressure fails. Accom-
panying illustrations show
a hopper with the sand valve
attached and the connec-
tions necessary for operat-
ing it, also a larger view of
the sand valve proper. The
complete sand valve is at-
tached to the bottom of the
hopper, and the lever at the

SAND HOPPER WITH FOOT-OPERATED SAND VALVE
MECHANISM

side is pulled by the action of the pedal. Through a cam
it causes a vertical movement of the valve which is
attached to the threaded stem, thus making an opening
for the sand to flow through. The pronged part of the
valve, through its up-and-down movement, prevents
bridging of the sand. A strong spring is located under
the top cap. This spring closes the valve when the foot
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pressure is released. The working mechanism is com-
pletely inclosed within the valve and the cam is within
the sand hopper, protected from any outside influence,
thus insuring against the rusting of the moving parts.

Fighting Snow in Winnipeg

QOME of the snow-fighting equipment used by the

Winnipeg Eiectric Railway, Winnipeg, Man., is shown
in the acompanyiag illustrations. Snow conditions in
Winnipeg are rendered especially trying due to the
extremely low temperatures encountered and the dryness
of the climate. Heavy winds usually accompany the low
temperature and the snow, which is light and dry, drifts
readily. This makes it very difficult to keep the tracks
clear of snow and as a result it is necessary to operate
the sweepers more miles per year than in cities where
climatic conditions are more favorable. While the snow-
fall in Winnipeg is not as heavy as at other points in
Canada, yet the sweeper mileage is considerably greater
than on most systems of the size of the local railway.

The snow-fighting equipment proper used in Winnipeg
consists of one rotary plow, one large double-end sweeper
and nine double-end single-truck sweepers. This equip-
ment is all of McGuire-Cummings make, imported from
the United States. In addition to this equipment the
company also has some auxiliary equipment made in its

own shop. This consists of one work car, which is
equipped with a 14-ft. wing and is operated by air con-
trol for clearing back the snow. This wing as attached
to a flatcar is shown in one of the illustrations. Other
cars operating on suburban lines are equipped with 14-
ft. nose plows attached to the trucks and arranged for
lowering and lifting by the motorman from his cab.

Life of Track Files Increased by Acid
Sharpening

ILING new rail joints on the lines of the United

Railroads of San Francisco has been done for many
yvears with Vixen files, a type whose manufacture was
recently discontinued. Inquiry developed the fact that
the nearest substitute for these files would cost $18 each.

Some experiments were thereupon made with the acid
sharpening process for reclaiming the dulled Vixen files
on hand. It was found that if the dulled files were
soaked in dilute sulphuric acid for eight hours, the cut-
ting edges would thereby be sharpened to the extent that
the file was good for about 30 per cent of the amount of
service that could be obtained from a new file.

The acid used for the purpose was chemically pure
sulphuric acid diluted with twice its volume of pure
water. Watertight redwood boxes were found to be the
most convenient containers in which to immerse the files.

—

TOP, LEFT, LARGE ROTARY SNOWPLOW.

TOP, RIGHT, DOUBLE-TRUCK, DOUBLE-END SWEEPER.
.LINE OF SNOW-FIGHTING EQUIPMENT IN THE STORAGE YARDS.

CENTER, A
BOTTOM, LEFT, SINGLE-TRUCK,

DOUBLE-END SWEEPER. BOTTOM, RIGHT, WORK CAR WITH 14-FT. WING ATTACHED
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New Type Threading Tool

HE Cruban Machine & Steel Corporation, New

York, N. Y., is placing on the market a new type
of multiplex threading tool. This consists of a cutter
turret, in which are mounted six cutting tools arranged
so that as the turret is rotated each succeeding knife
takes an additional depth of cut, and one complete
rotation of the turret is sufficient to cut any thread
up to No. 12 pitch without additional adjustment. The

Cutting
Position

MULTIPLEX THREADING TOOL

cutter turret is attached to a cross-slide which is fas-
tened to the toolpost of the lathe. Should additional
depth be necessary, this can be taken care of by adjust-
ing this cross-slide. The turret is provided with a
pin handle and at the end of a cut a pull on this handle
disengages the cutting knife from the work and sets
the succeeding knife in proper position for taking the
additional depth of cut necessary. Each knife is held
firmly by a locking screw at the bottom of the knife.

Convenient Electrode Holders

F THE two forms of electrode holders illustrated,

the upper is designed for metallic electrodes while
the lower is for graphite electrodes. In each the cable
which conducts the current to the electrode is carried
outside the handle, so that a small-sized cable can be
used without causing the handle of the holder to become
heated to an uncomfortable temperature. The metallic
electrode is held by means of a plunger which passes
through the tubing and is actuated by springs. The
stub end of the electrode can be released by pulling on

HOLDERS FOR METALLIC AND GRAPHITE ELECTRODES

the trigger shown immediately under the handle of the
electrode holder.

The graphite electrode can be readily removed and
replaced by rapping the two jaws, which are merely
slipped back into the tubing. These jaws consist of
two pieces of cold-rolled steel bent into proper curvea
shapes to fit the electrodes and are forced back into
the tubing, which clinches them together, causing them
to hold the electrodes securely. If these jaws should
become burned while in service they can be quite readily
replaced by forming up a couple of jaws from steel
or iron.

Registers Replace Ticket Agents

HE Brooklyn Rapid Transit Company has purchased

fifty Rooke automatic registers for use in collect-
ing fares on the rapid transit lines running between
Sheepshead Bay and the Stillwell Avenue terminal at
Coney Island. During the winter season shuttle serv-
ice is used between these two points and the ticket
agents at stations intervening that are ordinarily”
required have been done away with through the use of
these registers. The fares are collected by collectors
who board each train as it leaves the terminal and
collect all fares while in transit. This method is work-
ing out very satisfactorily.

Snow-Removal Costs in Montreal
OL. J. E. HUTCHESON, general manager Montreal
Tramways, in his paper on “Practical Operation of
a Service-at-Cost Contract,” presented on Jan. 31, 1921,
at the seventeenth annual convention of the Canadian
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Electric Railway Association, included among other
operating costs some figures on the cost of snow removal
from the company’s right-of-way for the past fourteen
years. These figures form the basis of the accompany-
ing chart. During the period covered the average snow-
fall per season was about 115 in. and the average cost of
removal per inch was $1,615.

In investigations made in England with regard to the
loss in weight of overhead electric railway contact
systems by corrosion and wear it has been found that
the heaviest corrosion was on a section of the line over
which both steam and electric trains were worked.
There the loss averaged approximately 0.82 per cent per
yvear. On a line where there was no steam travel tests
indicated that the loss by wear was closely proportional
to the density of electric train traffic over the line, and
in spite of the very heavy service over this. line the:
wear averaged but 0.3 per cent per annum.
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Tendencies in Safety Car Design

Comments on a Previous Article, Outlining Changes in Construction that Have Been
Made, Show Diversity of Opinion Regarding Their Desirability—Other

Articles on the Same Subject Follow the Letters

the safety car having been scheduled for publication

in this issue of the ELECTRIC RAILWAY JOURNAL, they
are gathered together under the above general caption
for the readers’ convenience.

Letters to the Editors

J. G. BRILL COMPANY
PHILADELPHIA, PA., Feb. 5, 1921.

SEVERAL letters and other short articles relating to

To the Editors:

In the issue of the ELECTRIC RAILWAY JOURNAL for
Jan. 15, 1921, page 127, there is published a staff article
on the “Trend of Safety Car Cohstruction” which is
not only misleading to those unfamiliar with the entire
question of the standardized Birney safety car, but is
also liable to create such erroneous impressions as will
be detrimental to both the manufacturers and the rail-
way operators themselves.

Since the standard Birney safety car was designed
there have been many suggestions made which, in the
opinion of those. making them, would improve the stand-
ard construction, but in most cases the increased weight
would more than offset any advantages which might be
obtained. In some cases when safety cars are ordered
the specifications are made to read “standard Birney
safety cars, except ,”” but it must be borne in mind
that where the weight of the car was increased the
saving in power, increased acceleration and other ad-
vantages of the standard car suffered. Of the twenty-
three changes or departures from the standard Birney
safety car reported, most of them were included in a
few cars and all were not included in all of the cars
purchased by half the companies sending in reports, as
might be construed from the article in question. Also,
an analysis of these departures or changes from the
standard specifications reveals that at least 50 per cent
of the changes are either now included in the standard
car or are essentials determined by climatic conditions
which could not very well be retained as a standard.
Take, for instance, the heaters. It is illogical to expect
that a standard number of heaters could be furnished in
Birney safety cars regardless of the climatic conditions.
Then, again, in severely cold regions double floors or
storm sash may be necessary and should be furnished,
but they would involve superfluous weight in warmer
climates.

As to the heavier truck, this was adopted some time
ago and is adequate for the service. The light-weight
truck was designed to carry a limited load, but after
a time it was considered advisable to provide a truck
with greater carrying capacity than the limited load of
the lighter truck.

It is to be expected that the standard Birney safety
car will from time to time show progressive improve-
ments in the way of refinements, which will be incor-
porated at such times that the advantages of quantity
production and standardized parts will not be lost. Some
refinements have been made, but the general plan, length,
width and other dimensions of the standard car remain

the same as originally designed after an exhaustive
study of the requirements of street railway transporta-
tion. The statement in the sub-heading of the article
referred to, that “A review of the more recent changes
in safety car design points toward the development of
a type with increased capacity, ete.,” is not borne out
by the facts, which are recognized in the last paragraph
of the article by the statement, that the “most general
feeling in regard to standardization on this particular
car seems to be that the present general dimensions of
length, width, height and general capacity are satis-
factory.” I know that you desire to present the standard
Birney safety car to your readers with the correct per-
spective, and for this reason the publication and spirit
of this letter will be appreciated. ;
W. H. HEULINGS, JR.,

Vice-President and General Manager of Sales.

MEDFORD, MAss., Jan. 27, 1921.
To the Editors:

I have been interested in the articles which have
recently appeared in the ELECTRIC RAILWAY JOURNAL
with reference to the tendencies in design of safety cars.
From the expression of these articles it is apparent
that a number of street railway men do not give suf-
ficient regard to the conditions which confront the street
railway today.

The basic consideration in car design should be that
the electric railways no longer have a monopoly of the
urban passenger business. The successful car must be
designed to meet the competition of the bus.

Barring infrequent stop service over reserved right-
of-way passenger transportation may be carried out in
two ways, viz.: (a) By transporting passengers in
small groups at frequent intervals at moderate speeds, or
(b) by transporting passengers in large groups at less
frequent intervals at slower speeds. Service (b) is
often called mass transportation.

I look forward to the time when, by the equalization
of paving and tax burdens, adjustments of fare, and
other means, service (b) may be offered to the public
at rates which will in themselves take the majority of
riders from competing buses, just as service (a) by its
frequency and speed is taking riders from its competi-
tors. But in the larger cities service (a) and service (b)
cannot be given at the same time over the same tracks.
It is obviously impossible to run a 9 or 10 mile-per-hour
safety-car schedule over tracks which carry a number of
large cars or trains operating at 7 or 8 miles per hour.

It is, therefore, imperative that car design be pre-
ceded by a decision as to the service in which the pro-
posed car is to be used. Is the car to be used for mass
transportation at slow speeds or is it to be used for
service with small units at moderate speeds? Mass
transportation requires large cars, trailers or multiple-
unit trains. Moderate speed ‘service requires buses,
trackless trolleys or cars with speed characteristics at
least equal to those of the present safety car.

The ability of the standard safety car to operate at
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bus-competing speeds is the result of a high'ratio of
motive power to car-weight and a low ratio of stops to
car-miles. Any increase in the weight of the standard
car will require larger motors than are now used. To
operate the larger motored car at the better schedule
speeds of the present car will increase operating ex-
penses and fixed charges more than $1,000 per car per
annum; a prohibitive amount. The increased weight
will thus force a decreased schedule speed, which in turn
will increase platform expense and investment in cars
while driving business to our competitors, and we will
head back toward the condition of heavy cars and empty
seats, which we hope is forever behind us.

Let us devote our energies rather to reducing the
weight of the present standard car, for which effort
we will be rewarded by decreasing ratios of operating
expenses and investment to gross earnings.

The case against increasing the capacity of the safety
car is a strong one. The wisdom of Mr, Birney’s selec-
tion of thirty-two as the seating capacity of the safety
car has been borne out by experience. Observant oper-
ators know that independent of congestion within the
car an increase in the maximum safety car load beyond
about fifty passengers reduces the number of passen-
gers carried per car-mile. The larger loads increase
the number and duration of stops, thus decreasing the
schedule speed and trips per car by an amount more
than sufficient to offset the increased car loading. It
should be remembered that even with the roomy plat-
forms of large prepayment cars the time taken by
each passenger to board or alight increases as the num-
ber of passengers boarding or alighting exceeds three
or four per stop.

If one must carry more passengers per car than can
be carried comfortably by the present safety car he
may use a larger car, but the increase in car capacity
which must be made to secure an increased loading per
car-mile is so great that the service given by the larger
car will be slow-speed, mass-transportation service
instead of moderate-speed, safety-car service.

A SAFETY CAR FAN.

Safety Car Construction in Canada

Cars Embodying Many Changes from the Standard Birney
Type of Construction Are Exhibited at the Car
Works of the Ottawa Car Manufacturing
Company, Ltd.

T THE convention of the Canadian Electric Railway
Association held in Ottawa, Ont., on Jan. 31 and
Feb. 1, safety cars formed one of the principal topics
of discussion and many of the attendants took advan-
tage of the close proximity to the Ottawa Car Manu-
facturing Company’s works to inspect some new safety
cars which this company has under construction. Some
of the changes for Canadian conditions which are em-
bodied in these cars and others being considered
were outlined by W. H. McIntyre, general manager, in
a circular letter distributed at the convention. The
following is an abstract of this letter:

Since the introduction of the Birney safety car there
have been certain changes and improvements which our
engineers have taken into consideration. These provide for
increased safety to the public, reduced maintenance, im-
provement in appearance of the car, and changes to meet
the climatic conditions of Canada. Our company is con-
structing a one-man car which we feel will be more suit-
able for Canada than the one now built in the United States.
Improvements embodied include:

. Increased strength of various structural parts.

. Increased thickness of side sheathing.

. Double floors with lining between.

. Agasote headlining.

. Agasote waist coating belt rail to floor.

. Storm sash.

. Wheels 26 in. in diameter.

Rubber cushion between underframe and truck.

. Brake levers provided with safety jaws, not clevices as
now used.

10. Additional heaters.

11. Seating arrangement changed.

12. Leather covered seats with the Ottawa flat spring,
eliminating all coil springs.

13. Automatic spring bumper.

14. Safety panels for switches.

15. All air-brake piping installed inside the car where
practicable.

16. New lighting arrangements.

Other features which are being considered for adoptiom
on our Canadian safety car will increase capacity, provide
greater comfert and convenience and additional safety. We
have what we term a heavyweight one-man safety car which
weighs 24,000 1b. This car is designed for use where exist-
ing headways are three minutes or less and where traffic is
heavy. The design of this car includes a longer platform
at the front, the use of double doors for entrance and exit.
of passengers, the employment of platform railing to sep-
arate incoming from outgoing passengers, the use of longi-
tudinal seats at the ends, including all safety features with
the National Pneumatic Company door engine. The equip-
ment is so arranged that the motorman can operate the
doors and steps singly if desired. This car has been con-
structed along the lines described in the issue of the
ELECTRIC RAILWAY JOURNAL for Jan. 15, 1921, page 130, for
a one-man car of somewhat larger proportions and seating
capacity than that of the standard Birney car. This car
was designed by the Ottawa Car Manufacturing Company
a few years ago and there are now fifteen such cars in use.

We believe this is an opportune time for the railway
managers of Canada to consider the standardization of
street railway cars in Canada, which in the past has been
overlooked.

OO TN

Manager Prefers Single-Door
Safety Car

Experiment Showed that Fares Are Lost in Rush Hours
with Two-Door Type of Car—Also that Convenience
of Passengers Renders Use of All Cross
Seats Best

N CONNECTION with an article in the Jan. 15, 1921,

issue on ‘“Trend of Safety Car Construction,” in
which a variety of changes made or suggested were dis-
cussed, the following experiences and conclusions of one
safety car user are pertinent:

The first safety car run by this railway, which
operates in a small city, but with some very dense in-
termittent traffic, was of the standard single-door type.
Following some experience with this car the manage-
ment thought it would be an improvement if the front
platform was provided with both entrance and exit
doors. Consequently a car of the double-door type was
installed. It was not long before the company found
that the theory of the double door was not working out
in practice. Many fares were lost in the busy hours by
reason of both doors being open, one for entrance and
one for exit. Before the operator could close the exit
door on the departure of the last passenger boarding
passengers would force their way in through the exit
aisle and seat themselves without paying fare. The
operator, of course, would go back and try to get all
missed fares. This meant the loss of three or four
minutes of valuable time, annoyance to those who had
already paid fare and several fares lost in any event.

The company next tried the plan of opening the
entrance door only after the exit door had been closed.
This proved-to be an even greater waste of time than
the first method. Finally, after timing the loading ana
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unloading of passengers on both types of safety cars,
the management learned that the single door was faster
than the double doors, with the further advantage that
the single-door car allowed no fares to slip by. The
company now operates with the single-door system only.

Another interesting experience was in regard to the
seating plan. One car had longitudinal seats in the
corners to minimize congestion at the ends, while the
other car had cross seats throughout. It was noted that
passengers on the longitudinal-corner-seat car found it
altogether too easy to crowd within the well formed by
these seats. On the other hand, the very fact that it
was not so convenient to stand near the bulkhead line
of the cross-seat car led passengers to go back. The
operator also had a greater inducement to remind pas-
sengers that they should move backward, for it did not
take much of a standing load at the front end to crowd
him uncomfortably. Hence the management concluded
that the all-cross-seat car was the better in practice
after all.

Moralizing a bit upon his experiences, the manager of
this company says: “It seems to me that many com-
panies are losing sight of the principle on which the
safety car was designed, namely, that a large number of
small cars on short headways should replace a small
number of large cars on long headways. It seems to be
the tendency to try to increase the size of the car and
its carrying capacity, which will spoil the very principle
for which the car was designed. The safety car is sup-
posed to handle fifty persons as a full load. When the
traffic is dense enough to exceed this load more cars are
necessary. I believe that it has been proved that even
on the congested lines in big cities two Birneys can
replace one double-truck car and handle 30 per cent more
people in less time. I think that if the various com-
panies would bear in mind the principle on which the
safety was designed there would not be so much inclina-
tion to enlarge the car and make other changes.”

Heavy Short Circuit Kinks Third Rail

RECENT derailment on the Northwestern Elevated

Railroad, Chicago, resulted in a short circuit so
violent that it threw the third rail out of alignment
for a considerable distance from the point of derail-
ment. Some work was being done on one of the express
tracks and both express and local trains were being
routed over the local track. In order to provide ade-
quate feeder capacity for this track, therefore, four
feeder sections had been tied together solid. When the
train derailed the truck of the forward car grounded
not only the third rail but the feeder cables, having a
combined current setting in the substation of 30,000
amp. Following regular operating practice, the oper-
ator of the substation into which these cables lead tried
three times to close the circuit breakers, each time
throwing his machines off the line. Apparently the
current rush through the third rail and feeders was
so tremendous that the third rail was stretched out
and kinked or buckled in varying amounts all along
the line. In at least three places it was kinked and
thrown over beyond the middle of the track, tearing
loose or breaking the third rail insulators. The most
reniote of these points of maximum displacement was
% mile away. More than an hour after the accident,
at this distant point, the third rail was still hot to the
touch.

Association News

Prudence in National Affairs Urged

Reduction in Excess Profits Taxes and Income Surtaxes
Necessary—Duty on Imports Should Be Made on
Current Exchange Rates—Unnecessary Ex-
penses Keep Cost of Living Up

NE of the speakers at the midyear dinner of the

American Electric Railway Association, held Feb.
10, 1921, in Chicago, was Hon. John W. Weeks, ex-
Senator from Massachusetts. His address was not
available prior to delivery and could not be included
in the issue that contained a full account of the con-
ference. Senator Weeks, while not speaking directly
on railway matters, did touch upon several things that
bore on the cost of railway operation, such as taxes
and the cost of living.

REVISION OF TAX LAWS

On the necessity for a revision of the tax laws, he
said that before the war about half of the government
revenue, outside of post office receipts, came from the
tariff and the other half from internal revenue re-
ceipts. Because these two sources were insufficient to
carry on the war, the government imposed an excess
profits tax, modified somewhat from European practices,
but still with many irregularities that produced ex-
travagance. When the armistice was signed it was
apparent that prices would react. An excess profits
tax cannot be collected, he said, when people are losing
money, and for that reason as soon as the war was
over this form of tax should either have been repealed
or greatly modified.

As for the income tax, the surtaxes are too high, not
because the person taxed has to pay too much, but be-
cause they have led to large investments in non-taxable
government securities, with the result that many of the
richest men in the country do not pay a single dollar
in income surtaxes.

PROTECTIVE TARIFF ON IMPORTS

In 1914 and 1915, when it seemed that the country
was on the verge of difficult times and business was
bad, the import duty averaged less than 6 per cent.
Twenty years ago it was 23 per cent. Today, with the
depreciated rate of exchange, the average duty is 5.75
per cent. If the exchange rate was the same as when
the law became effective, the amount of duty collected
would be twice what it is. Senator Weeks suggested a
provision to be made in the law permitting a change in
the rate of duty when there was any material modifica-
tion in the rate of exchange, and stated that the rate
of duty on importation must be as reasonable as pos-
sible, not only to protect our own market but to enable
the people on the other side to get on their feet. Based
on the $4,000,000,000 estimate as the cost of govern-
mental operation, import duties should pay, he said,
$750,000,000, or 18.5 per cent. This would be a reality
today if the duties now assessed were based on normal
rates of exchange.

The inheritance tax, Senator Weeks stated, was not.
revenue in the ordinary sense of the word, but a



372

ELECTRIC RAILWAY JOURNAL

Vol. 57, No. 8

symbol of property, and every dollar collected should
be used to pay off the national debt and not current
running expenses.

EcoNOMY OF GOVERNMENT

The party that comes into power on March 4 is going
to carry out its eampaign pledge for economy of gov-
ernment, but people have no conception of how difficult
it is to reduce expenditures, even though Congress is
the most conservative part of our government. For
the last twenty years, with but two exceptions, it has
appropriated less money than asked for by bureau
officers. Congress is now cutting the life out of a
great many appropriations and should have real encour-
agement from the people at home when it tries to econ-
omize.

PRESENT CONDITION NATURAL

In conclusion Mr. Weeks stated that the condition
that now exists in this country is perfectly natural
He agrees that we are inflated, that we may look
healthy, but in reality are not healthy and will not be
until we get back to normal conditions. However, he
is optimistic enough to believe that we are tending
toward those healthier conditions, but as it takes
patience to bring about a state of normalcy such as
should exist, every man should have courage. Let him
look into his own affairs first and see if he is no
worse off than at the beginning of the war. What is
needed is courage and ordinary prudence in government
and other affairs, and all will go well.

Heavy Traction Experts Confer

MEETING of the Engineering Association commit-

tee on heavy traction met in New York City on
Feb. 16, with Chairman Sidney Withington, New York,
New Haven & Hartford Railroad, presiding. Present
also were A. H. Armstrong, General Electric Company ;
L. S. Billau, Baltimore & Ohio Railroad (representing
J..H. Davis); J. C. Davidson, Norfolk & Western Rail-
way; C. H. Quereau, New York Central Railroad; J. R.
Sloan, Pennsylvania System (representing the Associ-
ation of Railway Electrical Engineers), and L. S. Wells,
Long Island Railroad.

The committee first considered the definition of the
term “heavy traction,” and assumed that for the pur-
poses of its investigations the term would cover roads
operating trains of three cars or more or electric loco-
motives weighing 80 tons or more, or both. By com-
mittee assignment Mr. Armstrong and H. W. Cope,
Westinghouse Electric & Manufacturing Company, are
to compile a list of heavy traction roads for use in mak-
ing a canvass for data and also to outline a questionnaire
on electric locomotive practice that will bring out infor-
mation supplementary to that contained in the reports
of the 1920 and preceding conventions.

Mr. Withington, with other local members of the com-
mittee, will compile data on multiple-unit cars. The com-
mittee also considered the desirability of adding to its
report a bibliography on heavy traction and a summary
of what the heavy traction committees of other associ-
ations have been doing during the year. The desirabil-
ity of getting together with electrification committees
of other associations was also discussed and a sentiment

n favor of a movement to this end was expressed. The
eeting adjourned to reconvene probably early in May.

Claims Subjects Chosen

T THE time of the midyear conference in Chicago
last week a joint meeting was held by the Claims
Association executive committee and its committee on
subjects. Those in attendance at this meeting were:
John J. Reynolds, claims attorney Boston Elevated Rail-
way; W. F. Weh, superintendent of accident department
Cleveland Railway; R. E. MeDougall, general manager
New York & Harlem Railroad; W. G. Fitzpatrick, gen-
eral claim attorney Detroit United Railway; E. L. Lin-
demuth, claim agent Wilkes-Barre Railway; S. B. Hare,
claim agent Altoona & Logan Valley Railway; J. S.
Kubu, claim agent New York State Railways; Wallace
Muir, claim agent Kentucky Traction & Terminal Com-
pany; W. H. Hyland, claim agent Fonda, Johnstown &
Gloversville Railway. '

The topic of greatest interest to both the industry and
the public was considered to be safety. It was there-
fore decided to have one day of the October convention
designated as “Safety Day,” and on that day there
should be a joint meeting with the T. & T. Association,
the entire meeting being devoted to the subject of
safety.

The second subject selected for consideration is “What
Should Be. the Method of Claim Departments in
Handling Accidents and Claims.” The purpose of this
selection, as the title implies, is to bring forth what
appears to be, or is believed to be, the most eflicient
mode of handling accidents and claims without regard
to the size of the property or the location thereof.

The third subject chosen was “Constructive Argu-
ments as Opposed to Destructive Contentions in Acci-
dent Investigation and Adjustment.” This will be con-
sidered under the following subdivisions:

1. Refusal to give signed statement, by claimant or wit-
ness.

2. Refusal to permit medical examination. .

3. Refusal of reasonable settlement without the advice of
an attorney, or a threat to employ a “shyster” or a profes-
sional negligence attorney. , ‘ i

4. Refusal of claimant to disclose witnesses or attending
doctor. ]

5. Request for company’s witnesses. ..

6. Request by claimant for copy of description of occur-
rence.

7. Request that
property. )

8. Allegation that unfair advantage is taken of claimant.

9. Contention that any person injured in car accident is
entitled to damages.

10. Request for adjuster to make frequent return calls.

11. Refusal to call at claim department offices for dis-
cussion.

12. That the company is liable or would not call upon
claimant. . o

13. That settlement with driver for injury indicates lia-
bility for property damage.

This subject, it is hoped, will develop a psychological
method of procedure in claims work.

The fourth subjeet will also be considered in a num-
ber of subdivisions. The topic is “Essential Points to
Cover in Accident Investigation,” and the subdivisions
follow:

1. Boarding and alighting.

. Collision with person.
. Collision with vehicle.
. Passenger assaulted; ejected; arrested; ete.

2
3
4
5. Passenger struck by passing car. ]

6. Passenger struck by standing vehicle or obstruction.
7

8

9

0

claim department repair damaged

. Vehicle wheel catching in switch or special track work.
. Unreported accidents.
. Falling in car.

10. Falling off car.

11. Riding on fender, bumper, etc.
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12. Doors closed upon person or passenger.
13. (a) Car derailed.
(b) Runaway car.
(¢) Car straddling switch.
(d) Collision of cars.
(e) Electrical disturbance in controller or motors.

The object of the fourth subject is, of course, the
efficient training of the investigator with reference to
the points that he should cover in making his investi-
gation of a given accident. It is hoped so to treat this,
educationally, as to have it furnish a practical code for
guidance in such work.

As the fifth subject it was decided to have a “Free-
for-All Discussion” on the following topics:

1. Value of publicity in claims work.

2. Best method of handling hospital cases.

3. Automobile hazard.

4. Using the mails to obtain witnesses’ statements.

5. Claims by company for damage to its equipment and
how such claims are handled.

It is proposed on this subject to have a series of oral
discussions, limited to ten minutes, and this, it is be-
lieved, will afford ample scope for the exposition of
mature views on the various sub-titles covered.

Employees Send Gavel to President

N EMBLEM of authority was sent by his Charleston
shop employees to President P. H. Gadsden of the
American Association for use at the midyear conference
at Chicago and thereafter. This gavel is their own
handiwork. The following letter came with it to Chi-
cago and explains the how and why of its construction:

CHARLESTON, S. C., Feb. 1, 1921.
P. H. GADSDEN,
President Charleston Consolidated Railway & Lighting Company,

Philadelphia, Pa. .

DEAR SIR: Doubly “Our President,” as the executive head
of the Charleston Railway & Lighting Company and presi-
dent of the American Electric Railway Association, we, your
loyal employees and admirers who have known your worth
for long, feel a just pride in the fact that the profession
has seen fit to honor you by electing you as its head. We
feel that the association in doing this has also honored
itself by electing to this high position in the profession one
who so richly deserves all the honors which they can bestow
as a testimonial of their appreciation of your valuable
services to the industry during the trying period of the
great war, as well as your tireless efforts at all times to
bring their true condition to the attention of the public.

In token of the high regard which we hold for you we
therefore ask that you accept this “Emblem of Authority,”
which is the handiwork of your shop employees of the rail-
way department. This is in no sense of the word a common
gavel, as each piece of wood in its composition has, through
long years of association, a meaning which we feel that
you will appreciate. The dates which it bears, 1897-1921,
as well as the twenty-four pieces of mahogany, cherry and
maple which form its head, are emblematic of the years of
service which these pieces of wood have done for you and
the company as parts of the twenty-one old cars which were
recently scrapped.

The mahogany parts and case are from the original in-
terior finish of the Jackson and Sharp cars and the cherry
strips are from the little Laclede single-truck cars with
which the first electric railway service in Charleston was
performed. The hickory strip in the handle is from a grab
handle of one of the Brill single-truck cars and the maple
is from the original flooring of the Jackson and Sharp cars.

We hope that this gavel may reach you in time to be used
when you preside at the midwinter meeting of the American
Electric Railway Association at Chicago on Feb. 10 and
that you will honor us by using it. We also trust that it
may be used at the great annual meeting of the association
next October.
¢ We therefore ask that you accept it as a token of esteem

rom
Your RAILWAY SHoP EMPLOYEES,
F. H. HARRIS,
Superintendent of Equipment.

How to Keep the Hired Help on the Job

S A PART of the publicity service now being carried

on by the association it has reprinted in leaflet

form the seven points laid down by Paul P. Haynes of

the Indiana Public Service Commission in his recent

address before the Indiana Public Utility Association,

mention of which was made in the issue of this paper
for Jan. 22, page 181.

These leaflets can be obtained in any quantity upon
application to the secretary’s office. A supply of 250 will
be furnished gratis, but for quantities in excess thereof
a nominal charge will be made.

Central Electric Accountants’ Meeting

HE Central Electric Railway Accountants’ Asso-
ciation met in annual convention at Dayton, Ohio,
on Jan. 21 and 22. The principal subjects which came
up for discussion were the cost of production of power
and the distribution cost, the establishment of a freight
astray bill, the adoption of a scheme for the minimum
amount of collections on freight and passenger inter-
line settlements and the use of the unit way bill as
compared to the blanket way bill. A definite settlement
of none of these questions was reached. The morning
session on Jan. 22 was devoted to a round-table dis-
cussion of problems confronting individual properties.
Four new members were elected to the association,
as follows: W. G. Bell, auditor Springfield (Ohio)
Terminal Railway & Power Company; P. A. Hommel,
auditor Dayton (Ohio) & Western Traction Company;
Miss E. H. Smith, auditor Cleveland, Alliance &
Mahoning Valley Railroad, and J. W. Anthony, freight
auditor Interstate Public Service Company.

At noon on Jan. 21, as mentioned in the issue of this
paper for Feb. 5, the members present were taken to
the plant of the Ohmer Fare Register Company, where
luncheon was served to them, after which a trip through
the plant was made. The Indiana-Ohio Bowling cham-
pionship was then decided, the score being slightly in
favor of Indiana. Dinner was served at the Elks’ Club,
following which the association went to a theater party
as the guests of Mr. Ohmer.

The following officers were elected for the ensuing
vear. President, A. R. Baxter, auditor Indianapolis &
Cincinnati Traction Company, Rushville, Ind.; first
vice-president, Irwin Fullerton, general auditor Detroit
United Lines, Detroit, Mich.; second vice-president, F.
0. Reed, auditor Western Ohio Railway, Lima, Ohio.
R. H. Ewan, auditor Toledo, Fostoria & Findlay Rail-
way, Fostoria, Ohio, and H. F. MecColgin, auditor
Indianapolis & Louisville Traction Railway, Indian-
apolis, were elected to membership on the executive
committee for a two-year period.

Paving Burden Attacked Abroad

N ENGLAND, as in the United States, according to

C. J. Jewell, electrical engineer Yorkshire (England)
Electric Tramways, the question of the track paving
burden is a live subject. As a means of relief, he sug-
gests that it might be possible to apportion a part of the
mechanically propelled vehicle tax to the maintenance of
the railway strip paving. Because the tramcar is rail-
borne, he believes, it is impossible for it to cause wear of
the road surface, and it seems unfair that the expenses
for paving maintenance between the tracks and 18 in.
outside should be placed on the patrons of the tramway.
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New England Railwayans Meet
at Boston

St. Lawrence River Power Project and Equipment Mainte-
nance Featured in New England Street Railway
Club Meetings; House Chairman Worrall Also
Addressed Meeting Informally

NE of the most successful groups of meetings in

the recent history of the New England Street
Railway Club was held at the American House, Boston,
Feb. 3, when Henry I. Harriman, president New Eng-
land Power Company, discussed the St. Lawrence River
power project; House Chairman George M. Worrall
of the Massachusetts legislative committee on street
railways spoke informally on experiences in traction
legislation, and W. D. Wright, superintendent of equip-
ment the Rhode Island Company, led a round-table
discussion on equipment maintenance. I. A. May, presi-
dent of the club, occupied the chair at the evening
meeting, which followed the usual dinner, and before
Mr. Harriman’s address five new members were elected.
The annual banquet of the club is scheduled for March
22, at the Hotel Copley-Plaza, Boston, and it is hoped
to have a member of President-elect Harding’s cabinet
address the club at that time, and the names of other
prominent speakers will be announced later. Dinner
will be served at $6 per cover.

Mr. Harriman reviewed the St. Lawrence project com-
prehensively and emphasized the great benefit it would
bring to New England railroads, public utilities and
industries through electrification and the distribution
of low-priced hydro-electric energy. He pointed out
that the scheme would yield about 26,000,000,000 kilo-
watt-hours per vear, assuming development on both sides
of the river. The estimated cost is $300,000,000 and
about ten years would probably be required to complete
the development. A saving of about 30,000,000 tons of
coal per year would be secured in this way, releasing
the labor of about 100,000 men for other work. Only
2 mills per kilowatt-hour would be required to pay all
interest charges and amortize the total cost of the
project in thirty-five years. The savings resulting from
the use of this latent hydro-electric energy would suffice
to pay 4 per cent annually on the entire capitalization
of all the railroads of New England. The commercial
advantages of the project include the benefits to the
transportation world from the construction of a navi-
gable way permitting through water shipments between
the New England coast and Great Lake ports.

Mr. Worrall spoke informally about his observations
and experiences as a member of the Legislature who
has sat for about eight years on the street railway
committee.

EQUIPMENT MEN SHOW SUSTAINED INTEREST
IN SAFETY CARS

Beginning with a discussion of safety measures as
indicated in the recent ruling of the Massachusetts
Department of Public Utilities, the equipment confer-
ence, participated in by about forty men during a two-
hour afternoon session, interchanged experiences and
emphasized continuing interest in safety-car practice,
headlight work and devices for impelling energy saving
on cars.

In discussing safety cars the point was made that it
is desirable that a valve easily reached by passengers
be located within the car so that, in case the motorman
is overcome when resuming speed after a stop, the

doors can be unlocked and the brakes applied by those
within the car, the power also being shut off. Evidence
was introduced to show that little or no safety-car equip-
ment has ever been abandoned after going into service.
The composition of this equipment, especially in rela-
tion to automatic features, embraces the use of well-
tried devices long successful in air-brake work and hav-
ing an extremely high percentage of reliability.

Several speakers emphasized the excellent record
safety cars of the single-truck type have made in snowy
weather, as compared with the larger double-truck cars,
especially where the latter are provided with but two
motors. The use of snow scrapers in northern climates
was shown to be vitally essential to the best service from
single-truck safety cars in heavy snows. Also, the use
of both trolley wheels under sleety conditions has been
found helpful in some cases in keeping the cars moving,
the forward wheel acting as a sleet cutter for the rear
wheel. It was brought out in the discussion that it
would probably be feasible for the manufacturers of
motors to design a motor of say 40-hp. rating for
safety-car service, in case the weights of such cars are
carried above 16,000 Ib. Such a motor, it was said,
might weigh about 500 lb. more than the present 25-hp.
equipment. An intermediate size of motor might also
be developed if a market for such a motor should ma-
terialize.

A short discussion occurred on the location of car
rheostats, and the advantages of placing these within
the cabs of large snowplows were touched upon. The
possibility of locating rheostats of compact design on
car roofs in passenger service was also brought forward.
Recent improvements in rheostat insulator design have
given operating men much satisfaction from the stand-
point of trouble reduction.

USE OF DEVICES FOR IMPELLING ECONOMICAL USE OF
ENERGY ON CARS IS FAVORED

Measuring apparatus, designed to record the energy
consumption of car equipment, the athount of time
spent in coasting, the time power is on the car, etc.,
were freely discussed. It was generally agreed that
great improvement in the work of motormen followed
the installation of such equipment, provided care was
taken to secure the co-operation of employees by clearly
explaining to them the objects sought in these installa-
tions. Several members testified their appreciation of
the cordial co-operation given in the introduction of
these devices by representatives of employees’ unions
and individuals, emphasis being laid upon the appeal
to the personal interest of the employee in co-operating
to save power and reduce brakeshoe wear and indirectly
to better his own prospects through the institution
of economies in the operation of the railway system of
his company.

The meeting closed with a brief discussion of the
possible use of oil in place of grease for gear-case
lubrication, although the wisdom of the practice was
questioned.

The American Engineering Standards Committee has
approved revised specifications and tests for Portland
cement, as agreed upon by the appropriate committee
of the American Society for Testing Materials and the
government departmental committee on cement. Copies
of the specifications may be obtained from the standards
committee, 29 West Thirty-ninth Street, New York City,
or from the A. S. T. M. at a nominal price.
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Albany Building New Force

United Traction Determined in Its
Stand Against Men Who Rejected
Wage Cut

Riot and blizzard have combined to
defer the restoration of normal service
on the strike-bound trolley lines of Al-
bany, N. Y. Despite the efforts of the
management of the United Traction
Company, very few cars were operated
on the lines during the first week of
the strike. Aided by a number of
strikebreakers the company has now
succeeded in opening up most of the
routes. Harry B. Weatherwax, vice-
president and general manager, has an-
nounced that the railway will soon be-
gin the recruiting of a new operating
force to replace the strikers.

All attempts at settlement of the dis-
pute between the railway and its em-
ployees have failed. The walkout was

tion was flatly rejected by the manage-
ment on the ground that payment of
even the 45-cent scale would result in a
considerable loss. The men thereupon
walked out, tying up service in Albany,
Troy, Rensselaer and other cities.

The Public Service Commission on
Feb. 2 directed the company to resume
operation not later than Tuesday, Feb.
8. In an attempt to comply with the
order the company manned several cars
with strikebreakers. The appearance of
the cars provoked the wrath of the
strikers  and their sympathizers.
Switches were blocked with dirt and
snow. The cars were stoned. Numbers
of guy wires were cut.

GOVERNOR ORDERS POLICE SERVICE

When the first repair wagon left the
carhouse it was followed by a large
crowd of men and women, and was
guarded by six mounted policemen.

©International Film Service Co.

MOUNTED MEN OF TROOP K, N. Y. STATE POLICE, GUARDING LINEMEN
REPAIRING WIRES ON UNITED TRACTION LINES

precipitated by the announcement that,
beginning Jan. 28, wages would be re-
duced 25 per cent. This would bring
the maximum wage down from 60 cents
to 45 cents an hour, or to the scale in
effect prior to July 1 last. This cut
was made necessary by the refusal of
the Public Service Commission for the
Second District to grant the railway an
increase in fare from 7 cents to 10
cents. The commission authorized an
8-cent fare in Albany, but refused an
advance in Troy and directed a return
to 5 cents in Rensselaer.

The men, who are members of the
Amalgamated Association, demanded
that the matter of reducing wages be
submitted to arbitration. This proposi-

To reinforce the ranks of the city
police Governor Nathan L. Miller
ordered more than 100 state police to
Albany. The state troopers soon suc-
ceeded in restoring order. Under the
protection thus afforded the company
set about to repair the damage to its
equipment. For several days “dummy”
cars were run on a few lines.

The situation was complicated on the
night of Feb. 10 by a six-inch fall of
snow. The force of strikebreakers was
unable to cope with conditions. The
work of clearing the tracks was a mat-
ter of days. Meanwhile all vehicular
traffic was tied up. The jitneys which
had been operating since the “electrics”
stopped were snowbound.

Seattle Payroll Met

Private Bank Comes to Aid of Munic-
ipal Railway Employees Paid in
Future Warrants

The problem of meeting the payroll
of the trainmen on the Seattle Munic-
ipal Railway lines has been solved tem-
porarily at least by the offer of the
Marine National Bank, Seattle, to cash
pay warrants of the employees for
salaries. The offer, made in view of
the “ecritical situation which would
arise in event employees were not able
to cash the pay warrants,” as the bank
explained, will avert the crisis which
has developed since Feb. 1, when the
city treasurer began setting aside all
receipts of the railways to meet $404,-
000 due in interest on outstanding
bonds, chiefly on the $15,000,000 in
bonds paid by the city in the purchase
of the Stone & Webster lines.

The bank, in making its offer, stated
that while problems not contemplated
when the city purchased the lines had
developed recently it considered the
matter as a civie duty, adding that the
offer was made ‘“with the hope that
upon payment of the employees in
cash full attention and time can be
given to constructive measures and
the ultimate solution of the perplexing
problems of the railway system itself.”
The bank states that cashing of war-
rants will continue after Feb. 10 “un-
til further notice.”

City Treasurer E. L. Terry sets forth
that the income of the railways is ap-
proximately $17,500 a day and will be
available for warrants after Feb. 24,
the first twenty-four days’ receipts
being required for interest charges.
The treasurer estimates that eight
pay days—four months—need to be met
in the manner arranged, each semi-
monthly payroll carrying about $135,-
000. Besides, each month there will be
bills of about $150,000 for materials
and supplies. The city treasurer
states that the fund should be on a
cash basis again about June 15.

The payroll crisis is only one of the
problems of the railway. The -city
must now turn its attention to raising
$713,000 for interest and principal on
the railway bonds by June 15. While
the city treasurer stated the system
would be back on a cash basis by June
15, Mayor Caldwell states that he evi-
dently did not contemplate setting aside
$140,000 a month to meet the Septem-
ber interest charges and the principal
retirement to begin March 1, 1921. This
item of interest and principal, along
with $83,000 owed by the railway to
the general fund, would amount to
$713,000 by the time the system is on
a cash basis again.
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New York Transit Bill Introduced

Governor Miller’s Program Calls for Revamped System, Release of
City’s $250,000,000 Investment and Protection for Investor
Governor Miller of New York on Feb. 14 made public a summary of the

rapid transit bills to be submitted to the Legislature containing his recom-
mendations for securing statutory relief for the railways in New York City.

One of the measures is an amendment
and provides for two commissions.

to the Public Service Commission law

One is to be a Statewide commission with

power over all utilities, excepting transit, in New York. The second commis-
sion will handle exclusively the metropolitan transit problem. The first com-

mission will have five members; the city

[’I‘\HE State’s police power to modi-
fy rates, either by way of in-
crease or decrease, is provided
“upon terms, conditions, safeguards or
readjustments of franchise or contract
rights or obligations.”

Sufficient return from operation of
the new unified transit system to ex-
empt from the debt limit the city’s in-
vestment in transit lines is the only
specific provision made in the bill on
the subject of rates. The whole ques-
tion is one of adjustment. It is left
with the commission to decide.

Home rule is guaranteed to the me-
tropolis in a measure. If, however, the
Board of Estimate of New York City
is unable or unwilling to co-operate, or
unable to decide its own policy, then
the commission may conclude an agree-
ment without the approval of the board.

The ideas behind the bills were, per-
haps, set forth best by the Governor
in a letter to Oliver B. Bridgman, New
York, who said that he found quite a
few people who had been hesitant about
the Governor’s program because they
had no information with regard to the
work the commission would be expected
to undertake when it was appointed
by the Governor should the Legislature
comply with the Governor’s recom-
mendation. The plan as outlined to
Mr. Bridgman follows:

1. The value of the physical property
used in the public service, without reference
to present capitalization, should be deter-
mined. The data tor such valuation of many
of the lines must already be in the posses-
sion of the present commission. It should
not take long to make a valuation of the

others,

2. Eliminate all outstanding inter-com-
pany leases.

3. Retire outstanding securitiex except

such underlying liens as cannot readily be
retired. for which provision looking to
eventual payment must be made.

Vest in the ecity title to all lines not
already owned by the city, free and clear
of all incumbrances, except such underlying
tiens.

5. Make = lease to a new company,
which shall provide for amortization of the
determined valuation and for adequate re-

serves for depreciation, contingencies and
the like
6. Mortgage such leaze to an amount

approved Dby the commission, and issue
stock and bonds not in excess of the valua-
tions determined by the commission, in
exchange for the securities retired.

7. To promote prompt reorganization
and revamping of lines without assessing
security bholders, defer interest and divi-
dends for one or two vears, as might be
determined by the commission.. and at the
end of such period prescribe a rate of fare
sufficient to pay =ll charges provided for
in the lease.

& As an incentive to efficient manage-
ment provision could be made for increased
return on capital as fares are decreased,
and a reduced return as they are increased.

Looking to the eventual transfer of
general regulatory powers to the single
Statewide Public Service Commission, pro-
vision could be made for a board of control.
on which the city and the company should
have proper representation. The alternative

commission three, with five year terms.

to that would be representation by the city
on the Board of Directors of the company.
The board of control plan is probably pref-
erable, and that board might well have
the powers of the present Transit Construc-
tion Commission.

10. As all approved charges will ade-
quately be provided for under the plan, the
provisions of the dual contracts for prefer-
ential payments could be eliminated and
such other changes made as will fit these
contracts into the plan, and as may appear
to be in the public interest.

11. Provision for the imperative and im-
mediate needs of the city for further transit
facilities should be made promptly.

12. Determine what further relief, if any,
can be given by legislation.

This outline was suggested merely
for the purpose of discussion. The
Governor said that a readjustment of
the present deplorable situation in New
York by any plan that may ultimately
be decided upon should have these re-
sults:

1. To the public, a revamped and rehab-
ilitated transit system that can and will
give adequate service; assurance that the
exploiting of the public for stock-jobbing
and other purposes is really an 'evil of the
past, and a new set-up that will insure
efficient operation of the system at a fair
return  for service really and fully per-
formed. This would mean an end of the
present intolerable conditions which en-
danger the comfort. the health and even
the life of the traveling public.

2. To the city, the ownership of the
greatest transit system in the world; the
freeing of its present frozen investment in
the subways, so that approximately $250,-
000,000, including the amount for which the
city is already obligated, will be released
for new subways: and extensions, schools
and other badly needed municipal improve-
ments, and adequate participation in, and
control of, the new system.

3. To the investor, the full protection of
the real values in the present transit sys-
tems, and the protection and stabilization
of the new securities so as to render them
an attractive field for investment.

The transit bill embodying the ideas
of Governor Miller was introduced in
the Senate on Feb. 16 by Senator John
Knight, Wyoming, chairman of the pub-
lic service committee of that body and
in the Lower House by Simon Adler,
majority leader. No extra copies of
the legislation were available on its
introduction. This provoked consider-
able discussion. It was decided that
hearings on the bill in New York City
would serve no useful purpose. A pub-
lic hearing will, however, be held at
Albany on March 2 before the public
service committee of the Senate and
judiciary committee of the Assembly.

Power Project a Five-Year

Undertaking
Application for water-power devel-
opment on the Colorado River in

Mojave County, Ariz., which, producing
480,000 hp., will make possible the elec-
trification of 500 miles of the Atchison,
Topeka & Santa Fé Railway, and irri-
gation of approximately 500,000 acres
of land, has been filed with the Federal

Power Commission by E. L. Beyard of
Seligman, Ariz. This project is backed
by Kansas City and Philadelphia finan-
ciers in a corporation capitalized at
$6,000,000. In this project it is pro-
posed to construct eight dams, the first
of which will be located about 25 miles
due north of Needles, Cal., and the last
of which will be built inside Grand
Canyon National Park.

Dorchester Program Outlined

Alternative Plans Suggested Costing
from $20,635,000 to $7,100,000 for
their Completion

A comprehensive report, dealing with
estimates of investment required and
probable operating costs of various
plans for increased rapid transit fa-
cilities in the Dorchester district of
Boston, has been presented to the Mas-
sachusetts Legislature by a joint board
consisting of the Massachusetts De-
partment of Public Utilities and the
Transit Department of Boston.

The several plans discussed are
of particular interest in that they in-
volve comparisons of costs by exten-
sion of an existing tunnel wi%t costs
of operating rapid transit trains on
new tracks built on existing steam rail-
road rights-of-way, and also costs of
high-speed surface cars on reserved
spaces in public highways. The report
also brings out the fact that the Wash-
ington Street and Park Street Station
facilities of the Cambridge-Dorchester
tunnel are already congested, and are
not capable of meeting the demands
which the proposed extensions of this
rapid transit line would impose.

The report shows that to accomplish
the generally desired result of relieving
the Dorchester traffic situation, the fol-
lowing plans are under consideration,
with estimated costs as shown:

Extension of Tunnel, Investment
about ............c00.0 ...$20,635,000
Daily operating deficit........ $ 4,649
Use of Midland Division, N. Y.
N. H. & H. R.R., Investment

AbOUL s wsmiosigon St iar ..$10,300,000
Daily operating deficit ....... 2,178
Use of Shawmut Branch, N.Y.
N, H. & H. R.R., Investment
about . ...... o5 e s ey $ 7,100,000
Daily operating deficit. .. .$ 1,20¢
Complete circuit. using two sec-

tions, Tnvestment about. .. .. $15.900,000
Daily operating deficit $ . 2567
Complete circuit, using Shawmut
Branch above and surface
cars in reserved spaces in
streets for balance of circuit.
Investment about.......... $15,900,000
Daily operating deficit. ...... $ 2

The investment estimates, and daily
nperating deficits were computed on
present-day costs and traffic densities.
The Joint Board gave as its opinion
that the wisest course would be to con-
sider the development of only some one
part of any of these several plans for
the present, and stated that even that
would still be subject to acceptance by
the trustees operating the Boston Ele-
vated Railway. The latter are now
said to be.studying the report of the
joint board, which meanwhile has
recommended to the Legislature the
necessity for authorizing a continuance
of its study of this subject.
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Budgets and Economy Urged

Governors Deal with Electric Railway
Problems—Blue-Sky Legislation
Also Recommended

Electric railway problems received
special attention this year from the
Governors of New York, Connecticut
and Illinois in their messages to the
Legislatures. As a matter of fact the
Governor of New York has made the
traction problem the subject of a special
message. In Connecticut, as noted pre-
viously, the Governor addressed the
Legislature at length on this matter
and transmitted a special report by a
committee appointed to consider the
entire subject. In Illinois Governor
Small urges the creation of a trans-
portation district in furtherance of the
recommendations contained in the ve-
port made to Mayor Thompson by his
special commission.

The messages of the Governors else-
where indicate a realization on the part
of all of them of the need for economy.
In fact, practically all the Chief Execu-
tives urge closer adherence to the bud-
get system. Another subject to which
many of the Governors called attention
is the need for stringent laws govern-
ing the sale of securities to the public.
Workmen’s compensation being pretty
generally in effect, recommendations on
this matter were confined very largely
to the strengthening and the modifica-
tion of the laws already in existence.
Other matters that receive attention
are water power development and the
conflict in authority between state and
government over intrastate rates.

Gov. Henry J. Allen, Kansas, said
that the Court of Industrial Relations
was meant to be a court of human re-
lations, not a court of public utilities.
Because of the desire to save the cost
of an additional body the Industrial
Court was authorized to administer the
old public utilities law. He said, how-
ever, that if the court was to work out
the big, real purpose of its existence, it
would need to be relieved of the burden
of public utility regulation. He has
since sent a special message to the
Legislature on this subject.

URGES ABOLITION OF UTILITIES
COMMISSION

Gov. Leslie Small, Illinois, urges the
General Assembly to repeal the state
public utilities law and thereby abolish
the State Public Utilities Commission.
He further urges the passage of a law
giving to all cities in Illinois the right
of home rule in the regulation and con-
trol of their public utilities. He feels,
however, that there should be some
state body or agency exercising gov-
ernmental authority over such proper-
ties with powers and jurisdiction simi-
lar to the Railroad & Warehouse Com-
mission, which was supplanted by the
present Public Utilities Commission.
He wants the General Assembly to give
this subject immediate attention. He
also urges the Assembly to enact legis-
lation to permit the citizens of Chi-
cago and vicinity, if they so elect, to

establish an independent transportation
district and “to provide for people’s
ownership and operation of local trans-
portation systems” under the plan ad-
vocated in the recent report on trans-
pertaticn to Mayor Thompson of Chi-
cago.

Twenty-six Persons Injured
on Long Island Railroad

Twenty-six persons were injured in
an accident on the Long Island Rail-
road at 9:40 p.m. on Feb. 13 at Crescent
Street, Brooklyn, on the Atlantic Ave-
nue division. It is at this point that the
four-track line from Jamaica is reduced
to two tracks which continue into the
Brooklyn terminal. Up to the after-
noon of Feb. 14 the investigation of the
accident by the company had not yet
been completed.

The testimony of witnesses of the ac-
cident, however, indicates that the

accident was caused by Motorman Ed-

Counter Plan by City

Municipality Would Seek Authority
to Purchase Certain “Day-to-Day”
Lines of Detroit United

An ordinance proposed by the Board
of Street Railway Commissioners for
presentation at the April election pro-
vides for the purchase of approximately
25 miles of lines operated by the Detroit
United Railway under the so called day-
to-day agreements. The measure has
been read twice by title in the Council,
ordered printed and laid on the table
for future action.

The proposal of the Detroit United
Railway, which will also be on the April
ballot, is the initiative ordinance pro-
viding for unified operation of all lines
by the Detroit Service-at-Cost Railway
under regulation by the city. The De-
troit United Railway would receive 6
per cent on the value of its property.

The Street Railway Commission sets

© Internatipnal Film Service Co.

DAMAGE SHOWN AS DONE BY EXPRESS RAMMING LOCAL

ward Costello, in charge of local Train
No. 3653, running past a signal and
through the main track switeh, which
was set against him.

Motorman Thomas Moore, of Train
No. 2755—a westbound express from
Hempstead—was running on the middle
or express track, and had a clear block.
He applied the emergency brakes as
soon as he realized that the local was
occupying the main track, but was too
late to stop his train. The express
“side-wiped” the local train, partly
turning over the first two cars of the
local, and derailing one of the cars of
the express. The tracks and interlock-
ing device at the Chestnut Street
tower were badly damaged.

Motorman Costello, who was arrested,
charged with responsibility for the
accident, was an experienced man. He
entered the service of the Long Island
Railroad on May 25, 1906, as a fireman,
and was promoted to engineman on
May 6, 1912.

Normal train operation in and out of
Brooklyn was resumed at about 10 a.m.
on Feb. 14.

forth in a resolution that it has caused
to be constructed approximately 18
miles of single track of the Municipal
Street Railway system authorized by
the electors of the city of Detroit on
April 5, 1920, and is now operating cars
on part of these lines and desires to add
to the operating unit certain other
trackage and property authorized to
be acquired under the proposition of
April 5, upon which certain streets the
Detroit United Railway has constructed
lines under the terms of day-to-day
resolutions passed by the Common
Council.

The Commission is advised by the
Corporation Counsel that the contracts
of purchase need to be approved by the
electors of the city before all or any
part of the street railway property in
question can be purchased.

The question to appear on the ballots
is: Shall the city of Detroit and the
Board of Street Railway Commissioners
be authorized and empowered to pur-
chase at cost thereof less depreciation,
all or any part of the street railway
property of the Detroit United Railway
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construction upon the streets, alleys
and public places of the city of Detroit,
under the terms and conditions set forth
in certain day-to-day resolutions or
contracts between the city of Detroit
and said company.

Payment for these lines is to be made
out of the proceeds of the public utility
bonds authorized to be issued at the
April 5 election. Under the existing
agreements in case the city and the
Detroit United Railway fail to agree on
the price to be paid for the lines, a
board of arbitrators will be selected
consisting of three members to deter-
mine the price to be paid.

Injunciion Again Invoked at
Detroit

Another restraining order was se-
cured by the Detroit (Mich.) United
Railway against the city of Detroit
when Judge Denison of the United
States Court of Appeals at Cincinnati
granted the company’s petition for an
injunction to prevent the city from in-
terfering with the company’s tracks on
Harper Avenue between Gratiot Ave-
nue and Montclair. A hearing has been
ordered for Feb. 19. Judge Denison
was appealed to in the absence of Fed-
eral Judge Tuttle from Detroit and the
State.

The action is the company’s answer
to the City Council’s action in passing
a resolution instructing the street rail-
way commission to notify the company
to remove its tracks from Harper
Avenue.

In the recent resolution of the Coun-
cil it is claimed that the Detroit United
Railway has partly constructed a con-
crete base with ties and tracks along
Harper Avenue and along the route in
question but has never completed it for
the operation of cars. The present con-
dition of this construction is held by the
commission to be a menace to the pub-
lic in addition to preventing the city
from extending its tracks along Harper
to Gratiot Avenue.

The city claims that under the terms
of the resolution of May 27, 1919, it
was expressly provided that in event
of the revocation of the resolution, the
company would forthwith remove from
the streets, the property to be permit-
ted to be placed therein.

The Council, in the resolution just
passed which resulted in the issuing of
the restraining order, directed the Com-
missioner of Public Works or the Street
Railway Commission or such other
municipal authority as might be nec-
essary to remove the property, in de-
fault of the company complying with
the city’s demand.

Under the terms of the day-to-day
agreement now in force between the
company and the city, the city claims
the right to buy from the Detroit
United Railway at any time at the cost
of the lines less depreciation. The com-
pany maintains that the city’s action
constitutes an impairment of contract
and disputes the city’s right to pur-
chase in this case.

Indiana Commission Attacked

Lively Hearing Before General Assem-
bly on Bill to Aboelish Commission
—Many Commission Defenders

The bill before the General Assembly
of Indiana to repeal the law creating
the Public Utilities Commission has
been reported out of committee and
now is on its third reading. In Indiana
the law provides that bills shall not be
printed until they have been reported
out of the committee and passed by a
second reading. The forces favoring
the bill used the argument that the
legislature members who were fighting
the bill should at least wait until it
had been printed and distributed in
order that it might be more thoroughly
digested by the individual members
who before had no direct connection
with the progress of the bill.

REPORT ON COMMISSION’S SERVICES
NEEDED

The minority members of the Assem-
bly are hailing with delight the first
real division that has stirred the very
heavy Republican plurality in both
House and Senate. Those opposed to
the repeal of the present utilities law
declare they have a majority in the
House of about seventeen votes, all of
which will be cast against the present
bill.

A hearing held in the House on Jan.
27 crowded the chamber to overflowing.
Those favoring the retention of the
present law were overwhelmingly in
the majority. Members of the Public
Service Commission were present at
the hearing, but none of them vouch-
safed any information except when in-
correct statements were made concern-
ing the work of the commission. B. R.
Inman, manager of the Chamber of
Commerce of Indiama, called attention
to the fact that the alleged expenses
of the commission were being used by
those opposed to the commission as
propaganda to prevent the people from
knowing the facts. He said that a
statement of facts relative to the serv-
ice rendered by the commission was
more to be desired in connection with
the hearing than any opinion that he
might express as to the merits or
demerits of the proposed bill.

Claude A. Smith, one of the authors
of the bill, attacked the commission in
a short talk. He pointed to several
utility companies which had gone
through the duration of the war with-
out a rise in rates.

LARGE ATTENDANCE PRESENT

Among those who spoke before the
committee advocating the retention of
the commission were Charles L. Henry,
president of the Indianapolis & Cin-
cinnati Traction Company; Mayor
Charles Jewett, of Indianapolis; Henry
A. Barnhart, president of the Indiana
Telephone Association; Dick Miller,
president of the City Trust Company;
E. Vernon Knight, president of the
New Albany Veneering Company;
Joseph Kebler, vice-president of the

Indianapolis Board of Trade, and
Joseph E. Bell, former Mayor of In-
dianapolis. Many men prominent in
the gas industry were present, but they
did not take the floor.

Wisconsin Railroad Commission
Attacked

For the first time since the Wisconsin
Railroad Commission was created, its
members have been summoned before
the State Legislature to explain a
decision. The immediate cause of this
action was the granting by the commis-
sion of a 20 per cent increase in gas
rates to the Milwaukee Gas Light
Company.

Under the Wisconsin law the Legis-
lature may interpellate the commission,
provided a sufficient number of the
members sign the petition and not more
than a certain proportion of them are
members of one political party. The com-
mission has been asked to produce all
records in the case and to explain the
basis of its orders and the extent of
the investigation made into the financial
status of the company.

A petition has also been filed with the
Legislature by the Federated Trades
Council of Milwaukee asking for the
abolition of the commission. A bill to
that effect has actually been introduced
in the Assembly. It seeks the repeal
of all the commission Iaws and provides
for the regulation of publie utilities by
local authorities.

The commission will be interpolated
on Feb. 24. DMeanwhile it has ordered
a public hearing in Milwaukee on Feb.
18 on the question of reopening its
decision in the gas rate case.

Anti-Traetion Bills Introduced

in Illinois

The bill which would create a trans-
portation district and pave the way for
people’s ownership and 5-cent fares in
Chicago was introduced in the upper
house of the Illinois General Assembly
on Feb. 8. The following day bills were
introduced to repeal the publie utilities
act and to grant home rule in the regu-
lation and control of public utilities.

The indications are that these bills
will be vigorously pushed with the idea
of having them passed by the Legisla-
ture in time to place them before the
people for referendum at the April 5
election. TUnless affirmative action is
secured by Feb. 23, however, the matter
cannot be included in the April election.

The bill which would create a trans-
portation district is identical with that
formulated by Mayor Thompson’s trac-
tion commission and approved by the
Chicago City Council.

A counter municipal ownership prop-
osition was also introduced in the
Lower House by Representative Church,
and by Senator Evans in the Upper
House. This bill would provide for
municipal ownership by raising the
municipal tax limitations from 5 per
cent to 15 per cent where the excess is
to be used exclusively for the purchase
of utility properties.
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Still the Road Was Permitted
to Die!

Residents of Providence and Daniel-
son, R. L., mourn the loss of the Provi-
dence & Danielson Railway, authorized
recently to be scrapped. The thing
these people feared has come upon
them. Despite all that the road did
for them, these people have suffered
the line to decay and die. The funeral
oration as delivered by the Danielson
Transcript showed ingratitude, the
marble-hearted fiend, at its worst. That
paper said:

The road is dead. Its life has been a
beneficent one. It served a previously iso-
lated country. It turned a worthless wilder-
ness into greenbacks. It doubled and
trebled real estate values. It brought the
farmer nearer to the city markets, and
gave the merchant a quick freight. It gave
an impetus to village growth and improve-
ment. The city and country folks came and
went and knew each other better. There
was greater homogeneity.

Educational privileges were enchanced
and multiplied. The city newspaper came
out daily where before it was unknown.
Scores of bright Rhode Island boys and
girls came up to our Killingly High School,
or further down the line attended the city
schools.

Churches were benefited. Religious gather-
ings and conventions were better attended.
There was a more frequent interchange and
intermingling of the pastors and congrega-
tions of different churches. Country
churches were often served by city pastors.
Thus was fraternal feeling and better ac-
quaintance made possible.

Healthful and pleasant recreation and
enjoyment were promoted. Picnics, old
Home Days, fairs, etc., multiplied along the
Jine, and an ever helpful and courteous
management catered to the pleasure of its
patrons. .

The road was always popular with sum-
mer tourists, who were seeking a day’s out-
ing and were delighted by the transition
from the lowlands, the smoke and the
smells of the city to the fresh breezes of the
western highlands. During its brief life
of less than twenty years it transported
more than 20,000,000 people.

With unfeigned sorrow and many re-
grets we see our old friend handed over
to the merciless undertaker of the junk
heap. The hand of local progress has
moved backward along the dial even be-
yond the time of the stage coach days
of genial John Richards and William Stone.
Providence is again a distant city.

Service-at-Cost Legislation
for Milwaukee

The Common Council of Milwaukee,
Wis., in special session on Feb. 1, 1921,
adopted a resolution authorizing the
City Attorney to co-operate with the
committee on acquisition of public
utilities in formulating legislation,
which if passed would enable the city
to negotiate with the Milwaukee Elec-
tric Railway & Light Company for the
operation of Milwaukee’s railway sys-
tem on a “service-at-cost” basis.

The resolution was previously unani-
mously endorsed by the Council’s joint
committee on finance and legislation.
The action was asked of the Council by
the committee on acquisition of public
utilities, an official body, which for about
a year has been investigating the ques-
tion of municipal ownership of public
utilities in Milwaukee, particularly of
the electric railway system.

F. S. Hunt, chairman of the commit-
tee, is reported to have said recently:

If the valuation of the property can be
decided on, the committee, I believe 1 can
say, would report in favor of a “cost of
service” plan for the operation of the
railway lines. This would be similar to the
plan now in effect in Cleveland with one
addition,

Removal of New Jersey Com-
missioners Sustained

The Court of Errors and Appeals of
New Jersey on Feb. 15 by a vote of
seven to six sustained the action of
Governor Edwards in removing from
office the four members of the Public
Utilities Commission for alleged mis-
conduct and neglect of duty. This con-
firms the decision of the Supreme
Court, which also upheld the “ouster”
in quo warranto proceedings brought by
the Attorney General to test the right
of the ousted members of the board to
continue in office.

The decision of Feb. 15 removes all
question as to the legal status of the
commissioners removed from office by
the Governor last September. The
Board, however, continued to function
until the Supreme Court decision affirm-
ing the “ouster” was rendered on Dec.
2.

Chief Justice Gummere in his opinion
on Feb. 15 said the court was justified
in assuming that the Governor had
found all the members guilty of some
of the charges of neglect or misconduct
and that that afforded justification for
his action.

Immediately upon receipt of word
that the Court of Errors and Appeals
had upheld Governor Edwards in oust-
ing the commissioners serving under the
old law the Republican leaders rushed
through the Legislature the Walworth
bill for a new Public Utilities Commis-
sion.

News Notes

Decision Against One-Man Cars. —
The City Commission of Port Huron,
Mich., has refused permission to the
City Electric Railway to operate the
one-man type of car in the city of Port
Huron.

Brooklyn Shops on Short Shift.—
Lindley M. Garrison, receiver for the
Brooklyn (N. Y.) Rapid Transit Com-
pany, announced on Feb. 11 that the
general repair shops of the company
will be shut down one week this month
and one week next month and that
the inspection shops will be operated
five days a week instead of six, as here-
tofore. The reason, the receiver said,
is that work, which had piled up in the
shops since the strike, has become nor-
mal again, and this means is taken to
avoid the alternative of laying off a
considerable number of employees. The
order will affect about 1,500 persons.
Since the first of the year, Mr. Garri-
son added, 300 employees have been
laid off, largely in the surface repair
shops, because of decrease in the
amount of work, due to the discon-
tinuance of a number of the surface
lines.

Programs of Meetings

American Association of Engineers

A national engineering conference on
public information will be held in the
Congress Hotel, Chicago, on Feb. 25
under the auspices of the American
Association of Engineers. Among those
who will address the sessions are
Richard H. Waldo, general manager of
the Inter-Racial Council, and State
Chief Engineer Mack of Wisconsin. F.
W. Feiker, vice-president of the Mec-
Graw-Hill Publishing Company, and
Ivy L. Lee, director of publicity for the
Interborough Rapid Transit Company,
will present papers. R. W. Crumm of
the Iowa Engineering Society will tell
of the publicity work which his society
has done in Iowa. The purpose of the
conference is to discuss the question of
engineering publicity from every pos-
sible angle and reach decisions upon the
effectiveness of various publicity meth-
ods. Among the round table discus-
sions will be such subjects as “Tech-
nical News Service,” “A National Clip-
ping Service,” “How Publicity Helps a
Community” and “Engineering Pub-
licity from Standpoint of the Public.”

Wisconsin Electrical Association

The thirteenth annual convention of
the Wisconsin Electrical Association
will be held at the Hotel Pfister, Mil-
waukee, Wis., March 23 and 24. A joint
session with the Wisconsin Gas Asso-
ciation will be held on the afternoon of
March 23, at which time an address on
safety will be given by Charles B.
Scott, manager the Safety Bureau, Chi-
cago, an address on “Public Utility
Associations,” by R. V. Prather, secre-
tary, Illinois Electric Railway Associ-
ation and of the Great Lakes Geograph-
ical Division N. E. L. A., and a third
address on the work of the Wisconsin
Public Utilities Bureau by Frantz Her-
wig, director.

On March 24 the following papers
will be heard:

“Induction Regulators,” by Frank
Hershey, General Electric Company;
“Electrical Merchandising,” by C. E.
Michel, sales manager, Union Electric
Light & Power Company, St. Louis,
Mo.; and a “Symposium on One-Man
Car Operation,” by B. W. Arnold, East-
ern Wisconsin Electric Company; H. A.
Mullett, the Milwaukee Electric Rail-
way & Light Company; R. M. Howard,
Wisconsin Railway, Light & Power
Company; Dudley Montgomery, Mad-

ison Railways Company, and C. R.
Phenicie, Wisconsin Public Service
Company.

Other papers will deal with the sub-
jects of “Street Railway Rate Sched-
ules,” by W. H. Sawyer, president East
St. Louis & Suburban Railway; “Power
Factor—Methods of Correction, Meas-
urement and Application to Rates,” by
F. A. Coffin, sales manager the Mil-
waukee Electric Railway & Light Com-
pany; and “Customer’s Demand as a
Factor in Rate-Making,” by L. B. An-
drus, American Public Utilities Com-
pany.
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Financial and Corporate

$1,073,020 Deficit in Seattle

Preliminary Accounting for Municipal
Railway Shows Serious Situation
—Revenues Now Increasing

According to a summary issued by
City Comptroller H. W. Carroll the
Seattle (Wash.) Municipal Railway
shows a deficit of $1,073,020 for the
vear 1920, $677,178 of this sum being
charges for depreciation. The state-
ment showing passengers carried notes
a decline in traffic beginning in Feb-
ruary, 1920, and continuing through-
out the year.

While cash fares slumped when the
first fare increase was adopted there
was a marked increase in the number
of “deadhead” rides, the year’s total
showing an increase of 363,297 rides
by policemen, firemen, mail carriers
and railway employees, or about one-
third more than in 1919. The railway
is reimbursed for all this riding, ex-
cept that done by railway employees.

At the same time there was a de-
crease of 9,114,648 in the number of
cash rides during the year, as com-
pared with 1919. While $61,777 is
charged to loss on property retired
from service a footnote explains that
other losses from property retire-
ments, amounting to approximately
$165,000, are being accounted for, but
that exact figures are not yet available.

The total revenue for the year was
$5,463,393, of which $5,410,764 was
from fares. The total expenditures
were $6,536,413, including $865,660 in
interest on bonds and warrants.

At the end of December, 1920, the
cash deficit of the railway system was
$95,318, and there were warrants out-
standing of $19,205. This showing is
against a cash balance on hand of
$208,064 on Jan. 1, 1920. The comp-
troller’s office, in issuing the figures
for the year, estimated that the sys-
tem would be back on a cash basis
by May 1.

It is announced that since Jan. 9,
when the 83-cent fare.went into effect,
the revenues have mounted to an aver-
age of $18,550 a day. This includes
tokens purchased but not used, the
actual fares received'and earned being
about $17,500 a day. The increase in
revenue is said to be about $2,800 a
day.

Increase of $228,310 in Texas
Electric Net Earnings

Stockholders of the Texas Electrie
Railway held their annual meeting at
Dallas, Texas, recently. The officers
were re-elected.

In his report J. F. Strickland, presi-
dent of the company, gave the gross
earnings from operation for the year
as $3,454,615, an increase of $503,104,

or 17 per cent over the previous year.
Operating expenses and taxes totaled
$2,013,072, an increase over 1919 of
$274,794, or 15.8 per cent. Net earn-
ings from operation were $1,441,543, an
increase of $228,310, or 18.8 per cent
over those of the previous year.

The report cited that regular divi-
dends have been paid at the rate of 7
per cent on the first and second pre-
ferred stocks and other regular divi-
dends on the common stock. The sum
of $210,000 has been set aside from the
surplus into the renewal and replace-
ment reserve, to be used for purposes
of maintenance and upbuilding the com-
pany’s property, it was stated. The
surplus of the company has increased

-$356,914 during the year.

The report pointed out that the com-
pany is “being called upon constantly
to make additional investments in the
various communities which we serve,”
on account of paving work programs
along the various lines. In this connec-
tion it says:

We would again point out that if these
local railway systems are to be a success-
ful, growing part of the rapidly growing
communities which are served by them,
some sort of relief such as increased fares,
reduction of taxes or abolition of paving
charges, or possibly all of these, must be
worked out.

United Railways, St. Louis,
Appraised at $48,936,805

The Missouri Public Service Com-
mission has placed a value as of Jan.
1, 1919, of $48,220,316 on the proper-
ties of the United Railways, St. Louis,
including the Florissant Construction,
Real Estate and Investment Company
and the St. Louis County Street Rail-
way and $716,497 on the Missouri
Electric Railroad. This total value of
$48,936,805 covers both earrier and non-
carrier property. Conforming to the
practice of the Missouri Commission
the items of promotion and going value
have been omitted, not that they have
no place in a valuation but for the
reason that it is the practice of the
commission to make due allowance for
these items at the time of fixing the
fair present value of the property.

The par value of securities outstand-
ing on Dec. 31, 1920, including $4,200,-
000 of receivers certificates, amounted
to $95,581,000. The total market value
of these securities at that time was
$30,136,221.

Bankers Study New Orleans

Problem

A number of bankers of New York
and Philadelphia conferred on Feb. 14
with Receiver O’Keefe, of the New Or-
leans Railway & Light Company, at
New Orleans relative to straightening
out the affairs of the railway. Among
those who took part in the conference
were M. M. Buckner, president of the

New York Trust Company; G. M. Dahl,
vice-president of the Chase National
Bank, New York; Joseph Wayne,
president of the Girard National Bank,
Philadelphia; George M. Reilly, Reilly,
Brock & Company, Philadelphia; Clar-
ence Harper, Harper, Turner & Com-
pany, Philadelphia; J. A. Caldwell,
Philadelphia.

A survey of the company’s lines was
planned by the bankers for Feb. 15
with the view of determining what is
needed to put the lines in good work-
ing condition. It was expected that
following the inspection a formal state-
ment would be given out to the press.

New Charter Proposed

British Columbia Electric i{ailway
Seeks to Place Company Under Rail-
way Commission of Canada

The British Columbia Electric Rail-
way, Vancouver, B. C., has applied for
a Federal charter under the name of
Vancouver, Fraser Valley & Southern
Railway, the name of one of its existing
interurban lines. The intention is to
have the Vancouver, Fraser Valley &
Southern Railway, under its new char-
ter, take over the whole of the com-
pany’s properties consisting of city and
interurban lines in Vancouver, North
Vancouver, New Westminster and Vie-
toria, and its light and power systems
with the exception of its power plants.
The company’s gas properties would
not be included under the new charter.
It is proposed also to change the name
of the Vancouver, Fraser Valley &
Southern Railway back to the British
Columbia Electric Railway or a similar
name,

The object of this move is to place
the company under the jurisdiction of
the Board of Railway Commissioners
of Canada, a Federal body, and by that
means obtain the stability as regards
fares and rates which will enable the
company to raise new capital. At the
present time the company is tempo-
rarily under that commission, having
been taken under Federal control in
1919 by an Act of Parliament not in-
tended to operate on electric railways.

The Parliament of Canada, at its last
session passed an amending Act return-
ing the British Columbia Electric Rail-
way to provincial jurisdiction about
July 1, 1921. Owing to the abolition of
the Provincial Public Utilities Commis-
sion, this would thrust the company
back on its original franchises which
call for a 5-cent fare although a 6-cent
city fare and a 7-cent suburban fare are
the rates now charged.

The alternatives before the company
are the negotiating of new franchise
rates with half a dozen cities and mu-
nicipalities, or obtaining authority from
a separate commission. The latter
course has taken the form of an appli-
cation for Dominion Charter in the
absence of a Provincial Commission.
The company is pointing out that new
capital will be urgently required during
the next year or two and that it will
be impossible to obtain it if its fares
are not on a stable basis.
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Holding Company and Leases Scrapped

Rhode Island Properties Simplify Financial Structure and Secure
State Aid-—Jitneys Eliminated

Direct ownership by a new company of the electric railway properties at
Providence, R. I., is provided in place of the former involved system of holding

companies and leases under the plan for
as approved by the joint reorganization committee.
of Michael F. Dooley, Stephen O. Metcalf and Samuel P. Colt.

the reorganization of the railways there
This committee consists
The existing

securities to be readjusted by the plan consist of $13,998,000 of bonds and
$8,000,000 of stock. The new securities provided by the plan will consist of
$12,598,200 of bonds and $7,999,800 of stock, making a reduction in the capital-

ization of $1,400,000.

FEATURE of the plan is that the
A board of directors of the United

Electric Railways, the successor
company, shall consist of nine members,
five elected by the stockholders, one
appointed by the trustee under the gen-
eral and refunding mortgage, two ap-
pointed by the Governor by and with
the advice and consent of the Senate

In addition to these securities there
will also be an issue of $1,000,000 of
prior lien, Series A, 7 per cent bonds,
which will be sold for cash.

The plan and agreement of reorgan-
ization contemplate the acquisition and
operation of the railway lines and
properties included in the reorganized
system by the United Electric Rail-

TABLE SHOWING ALLOCATION OF BONDS AND STOCK

OF NEW COMPANY

AT PROVIDENCE
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Capitalstock........... ; 470,800 24,700
ERotalss B s a5 b $4,708,000 $247,000

$43,000 $9,000,000 $6,600,000 $1,000,000

# An additional amount not to exceed $500,000 general and refunding bonds Series A are reserved for issue
to provide for the acquisition of such of the Rhode Island Company Properties as the joint reorganization

committee may determine to acquire.

1 Additional capital stock may be issued in the discretion of the joint reorganization committee for the
purposes of the plan to the amount permitted by the Rhode Island Public Utilities Commission.

and one appointed by the Mayor of
Providence.

The charter of the new. company
limits to $22,000,000 the par value of
the stocks, bonds or other evidences of
indebtedness which may be issued in
payment for the lines and properties
which it is proposed to take over. A
comparison of present capitalization of
the United Traction System and the
proposed new capitalization follows:

(@) Amount of existing
Securities to be re-

adjusted by the
plan:
Bonds.......... $13,998,000
Stocks... .. s ya: 8,000,000 $21,998,000
(b) New securities p1o-
vided by the plan
in lieu of existing
securities:
Bonds:
Prior lien Series
1 $1,999,200
General refunding
mortgage Series
LTI S, 8,100,000
General refunding
mortgage Series
Bié4s.ooooooin.. 2,499,000
Total......... $12,598,200
SEOCK. Gooni s i 7,000,800 20,598,000
() Reduction..................... $1 400,000

ways. The charter of this company
was granted by the Rhode Island Gen-
eral Assembly at its 1919 session and
amended at the 1920 session. Under

it the United Electric Railways is
authorized to acquire the lines and
property of the Union Railroad,

Providence Cable Tramway, Pawtucket
Street Railway and Rhode Island Sub-
urban Railway (formerly leased to the
Rhode Island Company and controlled
by the United Traction & Electric
Company), the lines and property
owned by the Rhode Island Company,
and the lines and properties formerly
leased to the Rhode Island Company
by the Sea View Railroad and the
Providence & Danielson Railway. The
consent of the Attorney-General of the
State .of Rhode Island is required if
less than the whole of the foregoing
properties are acquired.

As stated previously, the charter
limits to $22,000,000 the par value of
the stocks, bonds or other evidences
of indebtedness of the new company
which may be issued in payment for
the lines and properties mentioned, and
limits to 6 per cent the dividends which

may be paid upon the capital stock of
the new company, except that a de-
ficiency in any year may be made good
in a subsequent year or years.

The General Assembly at its 1920
session passed acts exempting the new
company from all taxes except taxes
imposed by cities or towns upon its
land, buildings or other tangible prop-
erty, freeing it from certain paving and
street improvement obligations imposed
upon electric railways by the Rhode
Island laws, and making all town and
city ordinances affecting it subject to
review by the Public Utilities Commis-
sion.

The city of Providence has also re-
cently passed an ordinance regulating
jitneys and motor-buses. This it is
believed will prevent in large measure
the unfair competition to which the
railways have heretofore been subject.

The allocation of bonds and stocks
aof the new company is shown in the
accompanying table,

In the opinion of the several com-
mittees representing the security hold-
ers, the plan presents the following
advantages:

1. It provides at least $1,000,000 cash
tordrehabilitation, of which there is present
need. -

2. It reduces the fixed charges upon the
United Traction System to $654,928. The
amount which the Rhode Island Company
was required by its leaes to pay upon the
same propertics as fixed charges was
$1,050,000.

3. It reduces the aggregate capitalization
to an amount which, although much less
than the estimated cost of reproduction of
the property, should be representative of
Just expectations of income return under
ordinary future conditions.

4. It obtains the benefit of the yearly
exemption from taxation and limitation of
paving and other obligations which will re-
sult, it is estimated, in an annual saving of
more than $500,000.

5. It substitutes the direct ownership by
the new company of the entire properties
for the former involved system of holding
companies and leases—a result which will
undoubtedly be beneficial from the point of
view of organization and will remove a
source of public misunderstanding.

6. It secures the control of the Public
Utilities Commission over the issue of se-
curities by the new company, the limitation
in the charter upon the capitalization and
dividends of the new company, and the
representation of the State and the city of
Providence upon its board of directors ;—
all of which will, it is believed, be conducive
to the interests of the security holders as
well as of the public.

City Joins Rental Appeal Case

The City of Philadelphia, Pa., and
the Public Service Commission have
filed petitions in the State Supreme
Court asking for an allowance of an
appeal to that tribunal from a decision
of the Superior Court which relieved
the underlying companies of the Phila-
delphia Rapid Transit Company from
the necessity of obeying a commission
order directing them to answer com-
plaints about rentals paid.

The decision of the Superior Court
was referred to in the ELECTRIC RAIL-
WAY JOURNAL for Dec. 25, page 1303.

Following the decision of the Supe-
rior Court the United Business Men’s
Association filed a petition for an ap-
peal in the Supreme Court. In this
proceeding the city and the Public Serv-
ice Commission have now joined. The
Supreme Court will hear the case in
Philadelphia on April 18
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Brooklyn Receiver Asks Instructions

Petition of 120 Pages to Court Contains Statement of Earnings
and Summary of Debt
Facts about the conduct of the Brooklyn (N. Y.) Rapid Transit Company

under the administration of Lindley M. Garrison as receiver are contained in
a 120-page petition by Mr. Garrison to the court, making a report as to the

affairs of the company and seeking instructions of the court.

In general the

petition says that it seems too clear to require elaborate statement that the
transportation problem in Brooklyn should be treated as a whole and that it is
impossible satisfactorily to deal with it piecemeal.

HE petition points out that while

I under existing conditions there is
no centralized authority capable

of dealing with the situation as an
entirety, and while it is not suggested
that the court, under existing condi-
tions, can deal as adequately with the
(question presented to it as it could if

These are exclusive of the Brooklyn
City Railroad, returned to its owners.
The detailed statement as to the
bonded indebtedness (including bank
loans secured by bonds) of the Brooklyn
Rapid Transit Company and the inter-
est in default thereon shows that there
is an outstanding indebtedness against

COMPARATIVE INCOME

1, 1919,
to Nov. 30, 1920
$30,380,838

Total revenue. .. ..

ACCOUNT OF BROOKLYN RAPID TRANSIT CO.

Five Months Month

to
Nov. 30, 1920
$6,505,821

From Jan.

of
November, 1920
$1,339,383

Total operating expenses. , .. 26,867,980 5,238,490 1,082,127
Revenue over up(ratmg expux B e e e 1) B e B $3,512,858 $1,267,331 $257,256

Total taxes . & RS e S 6§ 3 R 5 04, 2
Revenue over expenses and taxes. ... $3,043,700 $1,162,546 $236,294

Total income deductions cu *1,999,170 *641,716 *128,341
Surplus. . ... $1,044,530 $520,830 $107,952
"l)ue\ not in.¢ ude inte m{;ngif mh d md( btedm SS.

there were such a centralized authority
«capable of dealing with the situation
as a whole, it is nevertheless impor-
tant in the opinion of the receiver to
consider the necessities of the situation
as a whole with a view to meeting it
as fully as existing law permits.

Limitations of space prevent more
than an indication of the general con-
tents of the report. Separate figures
of operation are presented for the
various companies included in the sys-
tem from Jan. 1, 1919, to Nov. 30, 1920,
for the five months to Nov. 30, 1920,
and for November, 1920, together with
detailed statements of the obligations
of the various companies, interest in
default, taxes and other elaims unpaid,
facts about changes in fares such as
the changing of an extra 5 cents on
certain lines, results with one-man cars,
ete.

The comparative income statement
of the Brooklyn Rapid Transit Com-
pany for the periods previously referred
to, as condensed by the ELECTRIC
RaiLway JourNAL, is shown in the
accompanying table.

The separate statement of the Nassau
Electric Railroad for the five months to
Nov. 30, 1920, includes strike expenses
of $342,246 in the item total street
railway operating of $2,390,699. The
similar statement of the Brooklyn,
Queens County & Suburban Railroad
includes strike expenses of $101,621.
The statement of the Coney Island &
Brooklyn Railroad includes $127,981 for
strike expenses. Similar figures for the
New York Consolidated Railroad are
$1,271,5643, making the total direct
strike loss $1,847,393. Indirect losses
are estimated at $720,000 additional.

the property company of $73,255,000,
excluding indebtedness to constituent
companies aggregating $6,427,437 (and
interest due thereon of $648,579). All
of this indebtedness is in default and,
as of Dec. 31, 1920, there is interest
in default on the said indebtedness of
$11,652,358.  Foreclosure proceedings
have been brought by the trustees of
all of the several mortgages of the
Brooklyn Rapid Transit Company.

In addition to the foregoing bonded
indebtedness, there is also the indebted-
ness created by the receiver’s certifi-
cates, of which at the present time
$5,000,000 in principal amount are the
sole indebtedness of the receiver.

which there is an admitted liability of
$749,382, and liability for the balance
of $25,798 is in question. No eclaims
have been filed against the company for
tort damage.

The application shows that the Nas-
sau Electric Railroad receiver has sus-
pended in whole or in part the operation
of the following lines:

Ocean Avenue (in part).

Rogers Avenue.

Church Avenue.

Seventh Avenue.

Park Avenue.

39th Street-Coney Island (in part).

Hicks Street.

The Brooklyn, Queens County & Sub-
urban Railroad receiver has suspended
in whole or in part operation of the

Metropolitan Avenue line (in part).

Wyckoff Avenue line.

Ralph Avenue shuttle line. )

The Coney Island & Brooklyn Rail-
road receiver (in conjunction with the
Nassau receiver and the Brooklyn City
Railroad) has ceased operating the
experimental Park Slope Line.

The application shows that the fol-
lowing additional lines are failing at
the present time to earn even their
direct operating expenses:

Wilson Avenue line.
Ralph-Rockaway line.
Eighth Avenue line.
Vanderbilt Avenue line.
West End Avenue line.
Eighty-sixth Street line.
Ocean Avenue line.
Broadway line.
Jamaica Avenue line.
Reid Avenue line.
Broadway-Ferry shuttle.
Metropolitan Avenue line.
Utica Avenue line.
Franklin Avenue line.
Smith Street line.

The application shows that having,
under the order of the Public Service
Commission and the Supreme Court,
purchased seventy-three safety cars and
having paid on account thereof in cash
the amount of $170,703, the Nassau
receiver, for lack of funds, has had to
default on his car lease warrants issued
for the remaining installments of pur-
chase price which amount to $299,647,
and that he is in danger of having the
cars taken away from him, losing both
the cars and the money.

INDEBTEDNESS OF BROOKLYN RAPID TRANSIT COMPANY

Net Annual

Nature of Debt Issued Owned Pledged Outstanding Interest
First mortgage 5 per centbonds......... $7,000,000 $5,000 $25,000 $6,970,000 $348,500
Fir:t refunding mortgage 4 per cent bonds 27,621,000 5,092,000 17,329,000 5,200,000 208,000
Consolidated mortgage 6 per cent bonds.. . 29,000,000 291,327 28,708,672 .......... ... e T
Totalbonded indebtedness............ $63,621,000 $5,388,327 $46,062,672 $12,170,000 $556,500
Three-year 7 per cent gold notes. $57,230,000 ..ooenigey s e $57,230,000 $4,006,100
Six-year 5 per cent gold notes. .......... 05 000 ......coh eieiiienes 505,000 30,300
Bills payable, banks and trust compame‘ 3,350,000 ......... .......... 3,350,000 201,000
Total notes and bills payable.......... $611,085,0000 000 o $61,085,000 $4,237,400
Grand total. . $124,706,000 $5,388,327 $46,062,672 $73,255,000 $4,793,800
Exclusive of bills payable to conmtuent compame ........................................ 6,427,437
920 648,579

Interest thereon to Dec. 31,

The statement of bonded indebtedness
and notes and bills payable of the
Brooklyn Rapid Transit Company is
shown in the accompanying table.

There are also claims against the
company for debts arising prior to the
receivership under contract (exclusive
of bank loans, notes, bonds and inter-
company claims) by 522 creditors for
an aggregate amount of $775,181, upon

The application shows that there has
been a 35 per cent increase in wages
since the appointment of the receiver;
adding approximately $4,700,000 to the
cost of operation during receivership.

In addition to wage increases the cost
of operating during receivership was
increased by the advance in the price of
coal from $3 per ton to $9 per ton and
substantial advances in other prices.
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The application points out that the
property of each individual company
in receivership and the income there-
from must be separately administered
for the benefit of each company’s par-
ticular creditors so that neither the
funds nor the property of any one re-
ceivership can be used for the benefit
of any other receivership.

The petition of Mr. Garrison to the
court was heard by Judge Mayer on
Feb. 14. At that time two new phases
of the railway situation were dis-
closed. One was the suggestion that
the 5-cent fare should be confined to
surface lines operating within the bor-
ders of the old city of Brooklyn and
the other that Mr. Garrison had pre-
pared papers in an action against the
city for approximately $20,000,000 for
losses incurred because of the city’s
delay in completing the dual system,
a part of which the Brooklyn Rapid
Transit Company is to operate under
Contract 4. The discussion lasted for
more than three hours.

The suggestion that the area of the
old city of Brooklyn before consolidation
should constitute one 5-cent fare zone
and all of the numerous towns that
make up the present Brooklyn Borough
another 5-cent fare zone each came
in a flurry of argument of how to keep
in operation fifteen surface lines that
could not support themselves.

Financial
News Notes

Refunding Issue Offered.—Tucker,
Anthony & Company, New York, N.Y.,
are offering at 961 and interest to yield
about 7.30 per cent $914,000 of 7 per
cent first refunding mortgage sinking
fund gold bonds of the Manchester
Traction, Light & Power Company,
Manchester, N. H. The bonds are dated
Aug. 1, 1917, and are due Aug. 1, 1952.
The purpose of the issue is to refund
a like amount of consolidated mortgage
5 per cent bonds due April 1, 1921.
After April 1, 1921, the refunding
mortgage sinking fund gold bonds now
being offered will be a first lien on
the property.

Road Saved from Scrap Pile. — The
Carlisle & Mt. Holly Railroad, Carlisle,
Pa.,, has purchased from McGovern &
Company, New York, the 7-mile electric
railway between Carlisle, Pa., and Mt.
Holly, Pa. This road was formerly
operated by the Cumberland Railway,
which sold all its track and rolling stock
to the McGovern Company. Mention of
this sale was made in the ELECTRIC
RAILWAY JOURNAL for Deec. 18, 1920.
The line between Carisle and Newville,
Pa., will be torn up and sold for scrap
in the spring. Thomas MacDonald
is president of the new company. H. M.
DeLone is secretary and treasurer.

Additional Defendants in Restitution
Suit. — The suit brought by Ella Van
Deusen against the Maumee Valley
Railways & Light Company, which re-
sulted in the company being placed in
the hands of Raleigh D. Mills, as re-
ceiver, was enlivened when Thomas H.
Tracy, one of the defendants named in
the original suit, asked in a cross peti-
tion that seventeen additional defend-
ants be brought into the suit. The suit
is a test to determine whether the
original stockholders can be made liable
for $900,000 of debts including matured
bonds and for money due under the
double liability clause in stock subscrip-
tions.

E. A. McNutt a Barcelona Director.
—Following the regular annual meet-
ing of the stockholders of the Barcelona
Traction, Light & Power Company at
Toronto, Ont., a special general meet-
ing ratified a new by-law of the di-
rectors removing the compulsory fea-
ture which had been provided for the
redemption of a certain amount of pre-
ferred stock each year. The change
was made coupled with the provision
that the company may redeem pre-
ferred shares at 110 at any time it
sees fit. E. A. McNutt, of the Sun
Life Insurance Company, Toronto, re-
places T. B. Macauley, president of the
Sun Life, as a director of the utility
at the latter’s request.

Senate Modifies Valuation Measure.
—Court review of the valuation to be
fixed by the engineering firm engaged
by the New Jersey Valuation Commis-
sion is provided for under the Senate
Mackay bill adopted by the New Jersey
Senate.  Senator Parry, of Essex
County, fought the bill, urging his
measure, which would not make manda-
tory the valuations fixed by the ap-
praisers. Mr. Parry argued that the
engineers’ report on the value of the
Trenton & Mercer County Traction
Corporation and the Public Service
Railway should only be considered by
the Public Utility Commission as an
element in arriving at a basis of fares.
The Mackay measure would make the
valuation mandatory.

Extension of Time for Réadjustment.
—The depositors of the first mortgage
5 per cent sinking fund thirty-year
bonds of the Albany Southern Railroad,
Hudson, N. Y., who had entrusted their
securities with the Bankers Trust Com-
pany, New York, have been notified
that the time in which the plan for the
financial readjustment of the company
may be declared operative has been
extended to June, 1921. This extension
applies also to the privilege of deposit-
ing bonds under the plan. It is also
announced that the first refunding
bonds to be issued under the amended
plan will bear interest from March 1,
1921. Payment of the coupon due on
that date on the bonds on deposit with
the Bankers Trust Company will be
made by the company to registered
holders of certificates of deposits.

Treasurer Unaware of Sale Negotia-
tions.—The Watertown (N. Y.) Stand-
ard said, in a recent issue, that accord-

ing to a rumor in circulation in that
city the Northern New York Utilities,
Inc., was negotiating for the purchase
of the property of the Black River Trac-
tion Company. It was said that the
utilities would purchase the railroad
and extend it to Carthage through Black
River, Felts Mills, Great Bend, Deferiet
and Herrings, thus linking up this chain
of small industrial villages between
Watertown and Carthage and paving
the way for the development of the sec-
tion. Richard Krementz of Krementz
& Company, Newark, N. J., treasurer
of the Black River Traction Company,
asked by the ELECTRIC RAILWAY JOUR-
NAL to confirm the report contained in
the Standard, said it was all new to
him.

Operating Organization Provided by
Court.—Approval of a contract entered
into between Henry C. Paul, receiver
for the Fort Wayne, Van Wert & Lima
Traction Company and the Indiana
Service Corporation, whereby the latter
is to supply officials for the maintenance
and operation of the Fort Wayne, Van
Wert & Lima Company for the next six
months, or as long as the receiver
deems necessary, was made by Judge
A. B. Anderson, in Federal court at
Indianapolis recently. Mr. Paul, in his
petition to the court, alleged that the
Fort Wayne, Van Wert & Lima Trac-
tion Company is now and has for some
time been operated by the Ohio Electric
Railway under a lease, and had not left
any officials in charge and in order to
continue the operation of the road it
would be necessary for these officials to
be selected. He says the Indiana Serv-
ice Corporation has offered the inter-
urban the service of its general man-
ager, engineer of maintenance, super-
intendent of transportation and engi-
neer of distribution.

Duluth Company Reports to City.—
Herbert Warren, vice-president and
general manager of the Duluth (Minn.)
Street Railway, has filed with the city
auditor the report of the company for
the year ended recently. The total rev-
enue derived from transportation last
year was $1,477,912. By far the largest
portion of this, $1,476,145, was derived
from fares paid, and the balance came
from mails, chartering cars and other
sources. The total revenue from other
railway operations is listed at $8,140.
This makes the total operating revenue
$1,486,063. Added to this is non-
operating revenue of $19,924. The total
revenue of the company for 1920 is
shown as $1,505,977. The total oper-
ating expense of the company, includ-
ing taxes, interest of funded debt and
miscellaneous debits, was $1,419,466.
The reports shows that $86,511 is avail-
able for sinking funds, additions to
property and distribution. The sums of
$60,000 for dividends and $18,946 for
expenses was transferred to the Duluth-
Superior Traction Company, which con-
trols the local lines in Duluth. The
capital liabilities of the company are
$3,942,643, included in which are
$1,200,000 of stock and $2,516,590 of
bonds.
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Fares Before Referee
Railway at Fort Worth Wants to
Retain Seven-Cent Rate—Asks Ten
per Cent Return

The Northern Texas Traction Com-
pany, Fort Worth, Tex., is combatting
the city’s order to reduce fares from 7
cents to 6 cents. The city charter of
Fort Worth and the franchise granted
the Northern Texas Traction Company,
permit the company to raise fares with-
out authority from the city government,
but the city has the right to investigate
and determine the reasonableness of the
fare. This the city is now doing.

The city issued an order directing the
company to reduce its fares to 6 cents.
Upon the refusal of the company to
comply with this demand the city, after
negotiations with the company, ap-
pointed N. A. Dodge, Fort Worth, as
referee to conduct an investigation and
hear testimony from both sides and to
determine the reasonableness of the 7-
cent fare. He has been conducting
hearings bearing on the valuation of
the company’s property, the earnings,
operating costs and other factors that
enter into the question of reasonable-
ness of the fare charged.

TEN PER CENT RETURN SOUGHT

In its opening statement the com-
pany’s attorneys admitted the right of
the city to regulate fares and to see
that they permit only a reasonable
amount of return. This right, however,
counsel maintained, is limited by the
Constitution of the United States which
guarantees protection against confisca-
tion through the imposition of an un-
reasonable rate, and that the right of
protection extends not only to the title
of the property itself, but also to a fair
and equitable rate of return on the in-
vested capital.

The “fair rate of return” asked by the
traction company’s counsel in this in-
stance was 10 per cent, and it was
declared that “any rate fixed by the
public authorities so low as to yield in-
sufficient revenue to pay operating costs
and leave for the owner a fair return
on the value of the property devoted to
the public service, is not only unfair
and unreasonable, but is also confisca-
tory.”

The attorneys declared that they
would show that anything less than a
7-cent fare would not yield a fair re-
turn and would in effect be confiscatory.

H. P. Gillette, expert for the com-
pany, taking the 1915 appraisement as
a basis and adding to it the cost of
additions since made, declared the his-
torical value of the property to be
$6,182,468. Its reproduction value as
of Jan. 1, 1921, taking the Interstate
Commerce Commission table of items
as a basis, he placed at $11,575,513.

Counsel for the city took issue with

Mr. Gillette as to the reproduction
theory of fixing wvaluation for rate-
making purposes, and Mr. Powell de-
clared that such theory did not afford
a fair rate-making basis.

George H. Clifford, vice-president and
general manager of the company, de-
clared that at no time in the history of
the company had it earned a fair re-
turn. Starting with 1917 he declared
there had been a big increase in the
company’s expenses, due to the rise in
wages and the cost of materials, yet
despite this no increase in fares had
been made until May, 1920.

REFERRED TO REFEREE

When the hearing was concluded, Mr.
Dodge, the referee, took the matter
under consideration.

Dime Fare in Worcester

An order dated Feb. 4, has been
issued by the Massachusetts Depart-
ment of Public Utilities authorizing an
increase in fares on the Worcester Con-
solidated Street Railway. The in-
crease affects both the city of Worces-
ter and outlying lines. The order also
abolishes certain transfer charges here-
tofore collected. The new rates took
effect on Feb. 6. )

The order provides for a 10-cent flat
fare in the city, abolishing the former
two-zone system in which 7-cent fares
were charged in each zone. Free trans-
fers are established throughout the
new flat-fare area which includes the
whole area formerly divided into two
zones. The order also establishes 7-
cent fares on all suburban lines where
the fare was formerly 6 cents. Trans-
fer charges are abolished on lines oper-
ated from Beacon Park and from North
Village through the center of the town
of Webster to Perryville.

Proposals. were made by Mayor Sul-
livan of Worcester to reduce fares in
the city zones to 5 cents for the first
zone and 3 cents for the second zone,
on the ground that increased riding
would result in greater revenue to the
company at no addditional expense.
This proposition was subjected to
analysis by the commission, which con-
cluded that even though additional
riders could be carried without addi-
tional cost, it would require an in-
crease of 37 per cent in the actual
number of passengers carried to even
equal the revenue received during the
past year. In that year 38,045,575
revenue passengers were carried in one
zone and 6,713,926 in the second zone.
It was established that the Worcester
Consolidated Street Railway would re-
quire 2 minimum of $199,274 additional
revenue to meet its expenses during
the present year, without any allow-
ance for depreciation or profit to the
road.

Five Cents Suggested

Bridgeport Committee Wants This
Basic Fare — Desires Railway’s
Obligations Be Reduced
The special transportation committee
appointed some time ago by Mayor Clif-
ford B. Wilson of Bridgeport, Conn.,
presented a comprehensive report to the
Common Council on Feb. 7. The recom-
mendations made will be referred to
the legislative committee of the Council
for presentation to the Legislature. The
committee recommends a return to the
5-cent fare by the Connecticut Company
as the best solution of Bridgeport’s
trolley tangle. )

In submitting its report the com-
mittee explains the failure of the 10-
cent fare either to increase the com-
pany’s revenue or to restore the good
will of the car patron. It believes that
under a zone plan with a basic 5-cent
fare and “harmonized” zone transfers
the problem could be settled profitably
for the company in increased revenue
and for the public in better service.
The committee approves of a 6-cent
cash fare or a ticket plan whereby
twenty tickets are sold for $1. The
ticket system is urged both as a matter
of safeguarding the company’s revenue
and as a measure of safety and expedi-
tion in the operation of one-man cars.

RESULTS OF INTENSIVE STUDY

The committee has studied carefully
the subject of bus competition, taxation,
etc. It concluded that:

1. The 5-cent fare should be restored be-
tween city center and city limits, with a
compulsory ticket system under which 20
tickets could be purchased for $1.

2. The recommendations of the Public
Utilities Commission should stand in re-
gard to division of the Connecticut Com-
pany into complete operating and account-
ing units. 5

3. The State should be divided into five
regions grouped about the large cities in
which electric railway business centers;
these regions center about Hartford, Water-
bury, Norwich, New Haven and Bridgeport.

4. A deputy should be appointed by the
Public Utilities Commission to supervise
all railway and bus traffic within each
region and be amenable to the authority of
the Public Utilities Commission only. This
supervisor should make reports twice a
vear to the Public Utilities Commission.

5. The recent suggestions of the Public
Utilities Commission should be put into
effect regarding removal of street paving
and highway bridge obligations from the
railways.

6. The recent recommendations of the
Public_TUtilities Commission should be put
into effect in regard to taxing railways on
net earnings and making the same de-
mands upon bus companies as on railways
in regard to taxation, financial reports, etc.

7. The street railways should be permit-
ted to opcrate buses.

8. The Public Utilities Commission should
grant bus lines franchises for interurban
routes and that the city should grant fran-
chises for city bus lines only after public
hearings, with the right of appeal to Public
Utilities Commission within thirty days if
permit is rejected.

9. Public motor bus lines must furnish
protection for passengers through liability
assurances carried by the operators.

The committee explains that it is not
intended to imply that the 5-cent unit
fare should cover the same zones as
were in effect originally. It suggests
rather that the zones be arranged to
conform to the value of the fare paid
and to centers of traffic like the city
center and to important industrial loca-
tions. It suggests working out these
zones under the plan of supervision
which the committee itself recommends.
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Bus Injunction Held Unwarranted

Application of Public Service Railway of New Jersey for Relief Called
Groundless in Report of Vice-Chancellor

No ground exists for the granting of an injunction to restrain the operation
of jitneys competing with the Public Service Railway of New Jersey, according
to an opinion filed in the State Court of Chancery by Vice-Chancellor Griffin
on Feb. 10. The Vice-Chancellor held that under the cases bearing on the subject
matter of the controversy the Public Service Railway has no cause to enjoin

competing carriers from using the public streets.

He accordingly advised that

a decree be handed down dismissing the railway’s petition. _The railway on
June 3 last instituted legal proceedings to halt ruinous jitney competition with

its lines.

Thirty-six bus operators and a number of municipalities, including
the city of Newark, were named in the action as defendants.

The railway

contended that the buses were operating in violation of the Kates act regulating
vehicular traffic and that their operation should be discontinued in the interest

of both the railway and the community.

point of the use made by jitneys of

its tracks, but based its right to
relief on the sole ground that the de-
fendants are illegally operating jitneys
in the streets of Newark and other
communities, to complainant’s ‘“great
loss and damage,” and that “this illegal-
ity gives it a right to an injunction.”

Two QUESTIONS INVOLVED

The proposition thus presented the
Vice-Chancellor divides into two ques-
tions:

1. Has the defendant a lawful right
to carry on the business of a common
carrier of passengers for hire in the
public streets?
© 2. If the defendant is without such
right may the complainant maintain its
bill to restrain on the ground that the
competition is unlawful and complain-
ant is suffering an irreparable injury
therefrom ?

Complainant, he says, contends for
the negative on the ground that the
defendant has not the consent required
under the Kates act, and that the con-
sent granted by Newark is null and void
because it was not granted in the man-
ner provided by the Kates act and also
by the limited franchise act.

Merritt Lane, counsel for the defend-
ant, contended that the consents from
the municipalities are valid, even
though not granted in the manner di-
rected by the limited franchise act. He
argued further that even if the con-
sents were not lawfully granted the
complainant had no standing to object.

In the view he takes of the case, the
Vice-Chancellor says, it was not neces-
sary to determine the validity of the
consents, because the case could be de-
cided upon the second proposition.

KATES ACT IN PUBLIC INTEREST

Of the Kates act the Vice-Chancellor
says it is quite clear that it was passed
“for the protection of the public, and
for revenue. And it nowhere appears
that it was enacted in any manner for
the benefit of street railways.” “This,”
the Vice-Chancellor says, “leads to the
question whether, if the consent be
invalid, the complainant may for its
own advantage assert this invalidity.”
The opinion follows in part:

_The right of the people to use the public
highways of the State freely and without
hindrance, subject only to proper police

IN THE suit the complainant made no

regulations, unless the Legislature should
otherwise ordain, is unquestioned, and in
the exercise of this right the people are
not exercising a franchise,

Thus persons complying with the Kates
act do not acquire a franchise to use the
public highways. The act is prohibitive in
that it takes away rights formerly pos-
sessed ; and permissive and regulative in
that it authorizes the use upon complying
with the terms of the act. The plain pur-
pose of the act was primarily not to license,
but to regulate and control the operations
of these vehicles in the crowded streets of
cities for the public benefit and safety, and
for revenue. It was not passed for the
benefit of street railways.

HicHwAYs PUBLIC PROPERTY

The franchise of the complainant is as
to its tracks and ways, and gives it the
exclusive use thereof as against competing
carriers, in the manner indicated in Cam-
den Horse Railroad against Citizens Coach
Company. It has no grant outside of the
tracks and ways, and, therefore, when it
seeks to enjoin competing carriers from
using a highway in a manner declared
lawful . . . I feel bound, following
Elizabethtown Gas Light Company vs.
Green, . . . to hold that it has no
standing in this court to ask for injunctive
relief,

This conclusion is reached regardless of
whether the defendant is operating his auto
buses without having the consent required
under the Kates act, and is guilty of a
misdemeanor.

One-Man Cars in Boston
The first double-truck one-man cars

_ever operated in the city of Boston

made their appearance on Sunday,
Feb. 6, when the Eastern Massachu-
setts Street Railway inaugurated this
service on the Woodlawn-Chelsea-
Scollay Square line. The normal week-
day service consists of four of these
cars on twenty-minute headway, while
rush-hour schedules call for eight cars.

Another novel feature of this serv-
ice, so far as Boston is concerned, is
the adoption of the pay-leave system
on outbound trips of these one-man
cars. As the in-town terminus is at
Scollay Square, in the old subway,
where the prepayment system has not
been adopted by the Eastern Massa-
chusetts Street Railway, and as other
heavy loading points are also found
outside the subway, it was decided to
try the pay-leave system, and reports
thus far received indicate that it is
entirely successful.

The double-truck one-man cars in
use are former two-man cars con-
verted in the company’s own shops.
Although these are the first to go into
service on lines in Boston the Eastern
Massachusetts Street Railway has been
converting double-truck cars for a con-

siderable period, and already has about
300 in operation on various parts of
its system. It has already operated
about 2,000,000 car-miles with this
type of converted double-truck one-
man car. These cars are equipped with
a special device, approved by the Mas-
sachusetts Department of Public Utili-
ties, to enable the operator or any pas-
senger in an emergency to open the
rear doors by pulling on a cord, simi-
lar to the ordinary bell cord, running
the entire length of the car.

Nine Cents in Cincinnati
New Rate Goes Into Effect March 1—
City Street Railway Commissioner
Planning Protest

Fare on the lines of the Cincinnati
(Ohio) Traction Company will be raised
another half a cent, to 9 cents, effective
March 1. Walter A. Draper, vice-
president of the company, following
several conferences with officials and
lawyers of the company made this an-
nouncement, saying it was the inten-
tion of the company to increase the
fare because of an existing deficit.

The deficit for the months of Decem-
ber and January, the traction company
announced, is approximately $100,000.
The accumulated deficit of the com-
pany to date is about $650,000.

Under the franchise the 9-cent fare
will be in operation from March 1 to
May 30. Should the receipts for
March and April show a deficit the
company has the right under the fran-
chise to advertise a further increase
of half a cent on May 15, making the
fare 9% cents effective on June 1. A
fare of 10 cents would be reached on
Sept. 1, providing the reports showed
a deficit for the months of June and
July.

SuiT Now PENDING

City Street Railway Director W. C.
Culkins, following a conference with
the city solicitor and Mr. Draper, said:

I have placed before City Solicitor Saul
Zielonka certain information which, I bé-
lieve, shows that the increase in fare to
9 cents announced by the traction company
is not warranted.

Mr. Zielonka stated after studying
all the information Mr. Culkins sup-
plied him  that he will determine
whether he would be warranted in
bringing a suit to enjoin the fare in-
crease.

A suit now pending in the courts
would, if decided in the city's favor,
obviate the necessity of a fare increase.
This action was brought at the request
of Mr. Culkins, who demands an ac-
counting from the Cincinnati Traction
Company, the Ohio Traction Company
and the Cincinnati Car Company, of
transactions among them in which it
is charged the latter two companies
benefited at the expense of the first
named to the extent of $350,000.

Mr. Culkins questions the deficit of
the traction company saying:

admit that any

I am not prepared to )
adjustments are

deficit exists if proper
made by the company.
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Louisville Goes to Seven Cents

In a signed statement issued in an-
nouncement form on Feb. 16 the Louis-
ville (Ky.) Railway, over the signature
of President James P. Barnes, an-
nounces that starting at 4 a.m., Feb.
21, fares will be increased from 5 to 7
cents.

This announcement followed advice
of Federal Judge Evans in an opinion
in the case of the Louisville Railway
vs. the Mayor and City Attorney, to
prevent interference with an increase
in fares, the company having asked for
an injunction in the Federal Court.

Judge Evans held that a restraining
order could not be issued until the need
becomes actual instead of abstract, and
advised the plaintiff to put the increase
into effect immediately so that action
may be taken. The original bill for
relief included the Common Council in
its citation, but was amended to take in
the City of Louisville, the Mayor and
the City Attorney.

One-Man Cars on All Lines

One-man cars were recently placed in
operation on the Hillyard line of the
Washington Water Power Company,
Spokane, Wash. This change marks
the passing of the two-man car on the
Washington Water Power System.
Seventeen of the big cars formerly
used have been converted to the one-
man type. The near-side stops have
replaced the far-side stops. The
company was one of the first electric
railways in the country to adopt the
one-man car for general use. The first
cars were converted about five years
ago. Since that time the company has
steadily pushed the conversion until
last year all its cars except those on
the Hillyard line were in charge of
one man each. The Hillyard cars are
the largest of the system and are be-
lieved by company officials to be
among the largest one-man cars oper-
ated anywhere in the country. It has
been the experience of the manage-
ment that the larger cars are more
economical in operation than the
smaller ones.

Ten-Cent Fare Asked in Denver
E. Stenger, receiver for the Denver
(Col.) Tramway, on Feb. 11 petitioned
the United States District Court, Dis-
trict of Colorado, for an advance in
fares from 6 to 10 cents for adults and
from 3 to 5 cents for children. Argu-
ments on the petition will be heard by
Judge Robert E. Lewis on Feb. 16.

The petition sets out that the com-
pany is laboring under a burden of
high costs of operation, struggling with
inadequate and worn out equipment
in an attempt to render satisfactory
service to the public, with the pos-
sibility of confiscation of the property
unless fares are advanced and that the
company is carrying a tremendous load
of debt which is constantly expanding.

While agreeing that the city under
its police powers has the right to
regulate the rate of fare the receiver
contends that it must not force the

company to charge a fare that is con-
fiscatory. Permission is asked of the
court to give up the franchise obtained
in 1906 for a period of twenty years,
declaring it to be worse than useless
to the company. Franchises granted
the company in 1885 and 1886 without
time limit, accord the company prac-
tically the same privileges as the 1906
franchise.

—

; Transportation
| News Notes
l

Fare Election Declared Illegal—The
election held in Shreveport, La., last
May authorizing the Shreveport Trac-
tion Company to increase its fare from
5 cents to 6 cents to remain in effect
until Dec. 31, 1923, has been declared
illegal by Judge J. R. Land of the Cir-
cuit Court at Shreveport. The 6¢. fare
had been in effect for several months.

Interurban Wants More.—John E.
Zimmerman of the firm of Day & Zim-
merman, Philadelphia, Pa., recently ap-
peared at a public hearing in Alex-
andria, Va., to explain the need for in-
creased rates on lines of the Washing-
ton-Virginia Railway. The company
has applied to the Interstate Commerce
Commission for permission to increase
its rates. The railway wishes to retire
its 25-trip ticket book and to increase
the price of a fifty-two-trip book be-
tween Washington and Alexandria
from $4.46 to $5.58. Other proportion-
ate increases have been asked.

Court Ends More Transfers.—Federal
Judge Hough recently signed an order
restraining officials of the city and state
of New York from seeking to prevent
the Fifty-ninth Street Crosstown Rail-
way from discontinuing the exchange
of transfers with the Sixth, Seventh,
First, Second and Lexington Avenue
lines. The company is part of the
Third Avenue Railway system. The
court stated that to compel the com-
pany to continue the transfer system
would violate the law, because it would
be confiscatory, and stated that the
company received only 2 cents from
each transfer passenger and that it cost
3.96 cents per passenger, to say nothing
of more than half a cent additional
needed to meet interest on borrowed
money.

Would Retain 7-Cent Fare.—Officials
of the Indiana Service Corporation, Fort
Wayne, Ind., recently appeared before
the State Public Service Commission at
a hearing on the company’s application
for authority to continue to charge a 7-
cent fare on the Fort Wayne city lines.
The T7-cent fare took effect on Sept. 15
last. The rate was formerly 5 cents.
Figures were submitted to the com-
mission showing that during the
months of October, November and De-
cember, with the 7-cent fare in effect,
a total of 3,914,895 passengers were

carried on the Fort Wayne city cars.
This was a decrease of 6,331 from the
number carried in the same period of
1919. Passenger revenue during the
three months totaled $248,810, which
was an increase of $52,805 over the cor-
responding three months of 1919. An.
increase of 58,985 car-miles was shown.
Operating expenses amounted to $211,--
296, an increase of $62,738. Data were
also submitted showing that the aver-
age return on the investment for the
last three months of 1920 was 6.75 per
cent. Dluring January, 1921, the num-
ber of passengers carried was 146,917
less than during January, 1920, while:
passenger revenue dropped $9,996.

Ten Cents in McAlester.—The Okla-
homa Corporation Commission granted
permission to the Pittsburgh County
Railway, MecAlester, operating city
and interurban lines, to increase its
rates, effective Feb. 15. The rate
for the MecAlester city lines and for
territory west of the city to the state:
penitentiary is fixed at 10 cents single
fare or three rides for 25 cents. A
5-cent fare is granted for students.
traveling to and from public or Sunday
schools. Twelve tickets will be sold
for $1 good between any two points on
the interurban lines where the regular
cash fare was 10 cents. A complete new
set of rates is also made for interurban
traffic and for express and baggage:
shipments. The commission found, in
making its order, that present owners
had never made sufficient profits to pay
operating expenses and taxes, provide
for depreciation and earn a reasonable:
return upon the capital invested. It
also found that the cost of coal and
electric current used for power had in-
creased more than $25,000 per annum.

Railway Defendant in Suit.—Alleg-
ing breach of contract and claiming
that the T-cent fare has worked irre-
parable injury to the development of
its land the Ortega Company recently
filed an injunction in the Federal Court
for the Southern District of Florida to
restrain the Jacksonville Traction Com-
pany from maintaining a 7-cent fare.
The Ortega Company, which built the
line, states that when it sold the fran-
chise to the Jacksonville Traction Com-
pany, it was on the condition that a
5-cent fare would be the maximum fare
charged. The company, being engaged
in the development of land in the sec-
tion served by the traction company,
and since it was for the purpose of
furthering the sale of these lands that:
the 5-cent fare was contracted for in
the agreement, claims that the railway
has broken its contract even though the:
Railroad Commission authorized the
increase in fares. Receiver Triay as
defendant has filed a motion for dismis-
sal of the proceedings alleging that
under the Supreme Court’s decision in-
structing the Railroad Commission to
assume jurisdiection, no binding con-
tract can be made with a municipality
or individual by a railroad or common
carrier. It is also contended in the:
receiver’s motion for dismissal that
private contracts and obligations must:
yield to the welfare of the public.
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Operating Skill Recognized

G. B. Anderson Appointed Manager of
. Transportation Los Angeles Railway
—F. H. Van Vranken Promoted

For the second time within one year
promotions have come to George B. An-
derson and F. H. Van Vranken of the
Los Angeles (Cal.) Railway. Under
the new plan of organization recently
announced by G. J. Kuhrts, general
manager, Mr. Anderson, who has served
as manager of service, is made manager
of transportation, while Mr. Van
Vranken, general superintendent of the
railway since May 1 of last year, be-
comes assistant to the general manager.

The position of manager of transpor-
tation supersedes that of general super-
intendent and gives Mr. Anderson direc-

G. B. ANDERSON

tion of the entire operating department.
Mr. Anderson joined the Los Angeles
Railway forces three years ago as direc-
tor of public relations. Since that time
he has advanced rapidly. He has the
unique record of having been more than
fifty years old when he entered the elec-
tric railway industry and of having had
no previous experience in any phase of
the transportation business. He estab-
lished the merit system, under which
trainmen receive credits and demerits
according to their grade of service
rendered. These marks are the basis
upon which a yearly bonus is paid.
Mr. Van Vranken, who becomes as-
sistant to the general manager, was
born "in Schenectady, N. Y., in 1865.
At the age of nineteen years he became
a brakeman with the Southern Pacific.
He served that road successively as
brakeman, freight conductor, yard-
master and passenger conductor. In
1902 he was appointed division superin-
tendent of the Pacific Electric Railway,
continuing in that capacity until 1911,
when he resigned to join the Los An-

geles Railway as assistant superintend-
ent. Two years later his title was
changed to assistant to the general su-
perintendent. He continued to serve in
that capacity until his promotion to
general superintendent last May.

Several other changes in the operat-
ing personnel have been announced by
General Manager Kuhrts. R. B. Hill
continues as superintendent of opera-
tions. Mr. Hill has held this position
since Oct. 1, 1919. R. R. Smith is made
assistant superintendent of operations.
Mr. Smith entered the employ of the
railway in 1904 as a motorman. Three
years later he was transferred to the
instruction department, and was ap-
pointed chief instructor on Jan. 1, 1919,

The position of chief instructor now
rests with R. A. Pierson. Mr. Pierson
joined the Los Angeles Railway seven-
teen years ago. Starting as a motor-
man, he was soon made a dispatcher,
and for the past seven years has been
in the instruction department. He will
be aided by Daniel Healy, who has been
given the title of assistant chief in-
structor. Mr. Healy has been in the
service of the railway for the past six-
teen years.

Guy D. Wheelock has been appointed
superintendent of schedules. Mr.
Wheelock was formerly chief dis-
patcher.

W. J. Van Valkenburg has been made
efficiency statistician. Mr. Van Valken-
burg has been in the office of Mr. An-
derson, now manager of transportation,
for several months past.

A. K. Plummer continues as traffic
director. A change will be made in
the work of the traffic supervisors oy
dividing the city into three districts, with
a supervisor in charge of each district
and certain men assigned regularly to
each zone. These three district super-
intendents are J. G. Owen, J. A. Bod-
ley and W, H. Snyder.

Changes in Alabama Road

J. H. Bowles, master mechanic of
the Anniston Division of the Alabama
Power Company, has been trans-
ferred from Anniston to occupy a simi-
lar position with the Gadsden Divi-
sion. M. D. Payne, superintendent of
the Gadsden Division, has been placed
in charge of transportation and main-
tenance of way. These changes come
as a step toward a reorganization of
the operating end of the street rail-
way in Gadsden as announced by the
Alabama Power Company. Division
Manager Barry, of Anniston, and J. S.
Sutherland, of the main office at Bir-
mingham, will spend several weeks there
lo personally superintend the work and
to study the problems that confront the
management.

E. M. Graham, President

Youthful Maine Operator Chosen Presi-
dent of the Bangor Railway &
Electric Company

Edward M. Graham was elected
president of the Bangor Railway &
Electric Company, Bangor, Me., at a
meeting of the board of directors on
Feb. 9. Mr. Graham has filled the posi-
tion of vice-president and general man-
ager of the railway, and will continue
as general manager. Herbert L. Clark,
of Philadelphia, was elected vice-presi-
dent and E. C. Ryder, the former presi-
dent, will act as general counsel.

When in 1915 Mr. Graham succeeded
his father, the late John R. Graham,
as the active operating head of the
Bangor Railway & Electric Company
the Bangor Power Company, the Orono
Water Company and the Bar Harbor
& Union River Power Company he was
only twenty-six years of age and was
one of the youngest general managers
in the country to have charge of so
cxtensive a property. The younger Mr.
Graham gained his practical knowledge
of railway and central station man-

E. M. GRAHAM

agement through an experience of
several years under his father.

He began his career with the East-
ern Massachusetts Street Railway, at
that time the Bay State Street Rail-
way, which he served in various capac-
ities. At the age of twenty-two years
he was made superintendent of the
Portland & Brunswick Street Railway
and a little later became assistant to
the general manager of both the
Lewiston, Augusta & Waterville Rail-
way and the Cumberland County Power
& Light Company, these being among
the large public service corporations
of Maine.

Mr. Graham went to Bangor in 1913
2s assistant to his father, then the
president and active head of the utility
properties centering in that city. He
has been with the company there ever
since. The companies of which Mr.
Graham is now president and general
mmanager operate electric railway lines
in nine municipalities, in addition to
providing sixteen cities and towns with
light and power and six with water.
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ROLLING STOCK PURCHASES

BUSINESS ANNOUNCEMENTS

Lower Prices on Pole Line
Hardware

Present Demand Light, but Manufac-
turers Are Hopeful of Good Busi-
ness Ahead—Prompt Shipments

Following price reductions of 5 to 15
per cent on pole-line hardware that
went into effect during December and
early January, as mentioned in last
week’s issue, prices have further de-
clined. General reductions on the en-
tire line, ranging from 5 to 73 per cent,
were put into effect by leading manu-
facturers on Feb. 15. It is hoped that
this reduction will have some effect
upon consumers in the way of inducing
them to buy, as until the present time

demand has been very light. With the
closer approach of spring, however,
manufacturers are hopeful that the

program of extensions on the part of
utilities will result in a better market.

In anticipation of this producers are
continuing production so as to accumu-
late reserve stocks. These have been
rather low in the past, but should now
build up in good shape. Deliveries are
considered entirely favorable, being
from stock in most instances. In others
shipment is not longer than ten days to
two weeks.

Insulation Market Remains
Quiet
Price Reductions Since First of the

Year Have Not Helped Buying—
Manufacturers Not Stocking

Little increase has been noted in the
buying of fabric insulation and com-
pounds, etc., during the year up to date.
Although it is.stated that the number
of orders which manufacturers are re-
ceiving is about normal, at the same
time the amount of each order is still
disappointingly small. A normal num-
ber of bills are sent out each month,
but for small figures. Factory produc-
tion is down pretty near the 50 per
cent mark.

Cotton webbings are moving slowly,
although recent price decreases of abont
18 per cent have been applied. There is
some distributer stocking of this class
of insulation, as it is thought the bot-
tom price has been reached. Cotton
sleeving has undergone several price
reductions since the first of the year
and is now said to compare favorably
with pre-war prices. Compounds of fin-
ishing insulated wires are moving
fairly well and sales have increased in
February over January. Shellacs and
varnishes are going slowly.

Varnished silk has little call at pres-
ent, and its price has held steady since

the revisions reported in January.
Varnished-cambric tape and cloth are
about 10 per cent lower than last quo-
tations made the latter part of Janu-
ary, and the demand is not well sus-
tained. There is little manufacturing
for stocks beyond what is deemed nec-
essary to supply immediate future
needs. That is, no future production
on a large scale is being attempted
even with a good outlook for summer
business.

Further Decrease in Price of
Overhead Line Material

Several Manufacturers Drop Prices 10
per Cent Following General Reduc-
tions Made Last Month

Still further price reductions have
been made on trolley ears, crossings,
splicers, hangers, ete., by several manu-
facturers. The latest decrease is 5 per
cent, effective Feb. 15, and follows re-
ductions ranging from 5 to 15 per cent
that were made by almost all manufac-
turers during the first two weeks of
January. Not all producers of over-
head line material have announced a
new decrease in price, but it seems more
than likely that these others will fall in
line shortly too.

The market for this class of material
remains quiet on the whole, orders being
mostly for current maintenance work
rather than for the purpose of accu-
mulating stock. Some manufactur-
ers are experiencing a fair current busi-
ness nevertheless. Deliveries are about
all that can be desired.

Charters Granted for Traction
Construction in Japan

According to advices from the Guar-
anty Trust Company of New York,
charters have been granted for rail
and tramway construction as follows:
To the Kanaiwa Electric Tramway for
an electric tramway between Ono and
Kanaiwa, Ishikawa prefecture; to the
Fukutake Electric Tramway for a
line between Fukui and Takefu, to the
Mito Kaihin Electric Tramway for a
line between Mito and Isohama, to the
Seto Electric Railway for a line be-
tween Nagoya and Seto, to the Motegi
Automotive Railway for a line between
Nagasaki and Motegei. The Tama-
gawa Electric Railway has received
permission to build a new section be-
tween Tamagawa-mura and Kinuta-
mura.

The Yokohama Electric Car Com-
pany has applied for permission to
extend the electric car line by a double
track from Honmoku to the Yawa-
tabasi terminus.

Stock Deliveries Can Be
Made on Wood Ties

Demand Is Light as Railroads Are
Concerned Over Existing Contracts
at High Prices

About the middle of last summer it
was stated in these columns that tim-
ber owners were loath to cut their
trees for railroad ties when so much
higher prices could be obtained for
board lumber. At the same time labor
was comparatively scarce in many tie
camps because of the more attractive
wages that could be earned at lumber
mills. These conditions are now
changed materially. The price of
board lumber has undergone a consid-
erable decline, while quotations for
wood ties cut locally along rights of
way remain unchanged. There has
been some reduction in prices by large
producers who stock and sell ties com-
mercially, it is true, but this reduction
is slight and applies where lowered
water freight rates have reduced costs.
More labor is now available than can
be used, but wages, it is stated, have
undergone very little reduction.

PricE SHEETS KEEP DowN DEMAND

One reason why prices of ties have
not declined commensurate with drops
in lumber, is because the price sheets
issued by the large steam railroads,
stating what prices they will pay for
ties delivered along the right of way,
in many cases cover long term con-
tracts. This factor has aided in cut-
ting down demand as consumers are
not anxious to buy ties while quota-
tions are thus artificially maintained.

The market on the whole is extreme-
ly quiet just now, but starting this
spring producers expect to see a brisk
return of buying. They are encouraged
in this belief by the large potential
need that is known to exist for ties
on the part of both steam and electric
lines. During the war and since the
armistice, buying of wood ties in this
country has fallen far below the nor-
mal quota that it is estimated must be
purchased each year to keep roadbeds
in good repair.

The price now in effect, which one
of the large steam roads is paying for
wood ties delivered along the track,
quotes standard white oak ties at from
$.95 to $1.85 each depending upon the
grade, and chestnut ties from $.75 to
$1.50 each. Southern yellow pine ties
covering three grades delivered at New
York are quoted by a large producer
at from $1.10 to $1.65 each.

Deliveries at present are favorable as
shipments from storage points in many
cases can be made from stock; although
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the current surplus stocks are kept
rather low. For this reason more than
one producer is advising its regular
customers not to wait until spring be-
fore placing orders, as demand coming
all at once at that time may very pos-
sibly lengthen deliveries.

Lightning Arresters Drop
Ten per Cent

Railways Are Not Entering the Market
to Cover Spring Needs—Good Stocks
and Prompt Deliveries

Price decreases of 10 per cent on
railway lightning arresters have been
announced by several of the large
manufacturers, effective about the
middle of this month.

As yet electric railways are not plac-
ing orders to cover their spring- needs
though one large manufacturer states
that the volume of inquiries received
indicates that they will do so before
long. Other producers report an ab-
sence even of inquiries, and are not
looking for buying to start until
thunderstorms are actually a factor to
be reckoned with. Good stocks have
accumulated at the factories and deliv-
eries can be made promptly at the
present time.

Brill Profits Show Gain

in 1920

Total Sales Also Surpass High Mark of
1918, When Company Operated
Under Large War Contracts

For the year 1920 the sales value
of the combined output of J. G. Brill
Company’s four plants amounts to
$17,537,293, according to the annual re-
port of the company just issued. This
is a record figure, as it exceeds both the
$14,210,622 total sales of 1919 and the
previous high mark of $16,761,154, re-
corded in 1918, when the company was
working under large government war
contracts. Profits for the past year,
after deducting the sum of $964,090
for depreciation, maintenance and re-
pairs, were $1,415321, from which
must be further subtracted $240,000 to
cover unassessed federal income and
excess profits taxes, and $150,000
against any possible decrease in as-
sets. This makes the net profit for the
year $1,025,321, surpassing both $831,-
869 in 1919 and $916,509 in 1918. The
inventory of all raw material on hand
was priced at cost or at the prevailing
market price at the end of the year,
whichever was lower.

The value of unfilled orders on hand
as of Feb. 1, 1921, is $3,670,310, which
does not compare very favorably with
$6,904,792 and $8,204,448 of unfilled
orders on the same date in 1920 and
1919 respectively. In view of the pres-
ent depressed condition of the market,
however, this volume of business to
start the year seems by no means un-
favorable. In fact, regarding the out-
look for the present year the tone of
the report, which points out the pres-
ent great necessity for street railway
equipment, is optimistie.

0

Independent Steel Production
on Low Basis

Recent Price Cuts of from $3 to $7 of
Many Independent Mills Have Not
Acted as Stimulus to Buying

With recent recessions in price of
from $3 to $5 and cven $7 per ton
below the Industrial Board’s schedule,
made by most of the independent steel
mills, there has resulted to date little
stimulation to buying. Mills are oper-
ating at a very unsatisfactory capacity,
down as low as 25 per cent being re-
ported in several instances. The lead-
ing interest is reported as operating
at about 80 per cent, but there is a
feeling in the trade that this capacity
will be even lower in the very near
future.

In the independent field reductions
in wages at mills and fabricating shops
are becoming common, from 10 to 20
per cent lower pay being quite general.
In many instances this has been done
without reducing the hours of labor,
while in other instances the working
time has been cut sometimes to four
days a week while keeping the rate of
pay the same. The rate of pay at the
mills of the corporation has not been
changed and reports assert a holding
to published prices.

Most of the price changes seem to af-
fect the semi-finished steel products
rather than finished produects on which
there is a relatively great amount of
labor. Steel plates are being quoted
on a 2.40-cent base, f.o.b. mill, 25 cents
below Industrial Board prices. Struec-
tural shapes have declined about $4 a
ton to a 2.25-cent base. Reductions
have been reported up to $7 a ton on
blue annealed sheets, while on the
black sheets the drop has been about
$3. Galvanized holds better.

Consumers are buying only as it is
absolutely necessary. While the un-
stable conditions remain in the price
market, there is a current of opinion
that this buying will remain light.
There is a tendency to expect a re-
cession in price by ihe leading pro-
ducer, in which event it is felt that the
market will again come to a more
stable level. But with operations on a
75 or 80 per cent level it is reasonable
to expect a holding in price as long as
production can be maintained probably
within twenty points of these figures.

Price Cuts Announced on Electric

Railway Material

In addition to the price drops on vari-
ous apparatus announced by the General
Electric Company in last week’s issue,
there have been other reductions by this
company on material in the electric
railway field. The reduction, which is
dated Feb. 9, is approximately 10 per
cent and includes railway motor gear
cases, brushholders, carbon brushes,
car-type circuit breakers, and car-type
fuse boxes.

The Westinghouse Electric & Manu-
facturing Company, it is stated, has
also made slight reductions in price on

all the above material within the past
two weeks with the exception of carbon
brushes, but the specific date and
amount are not available.

Rolling Stock

Cairo Electric & Traction Company,
Cairo, Ill., states that it expects to pur-
chase three single-truck cars.

Concord (N. H.) Electric Railways
announces that it has purchased new
H. L. control for six interurban cars.

Brockton & Plymouth Street Railway
Company, Plymouth, Mass., reports
that it expects to purchase eight fare
boxes within the next few weeks.

The Hydro-Electric Power Commis-
sion of Ontario, Canada, it is learned,
contemplates the purchase of new cars
for the city of Windsor, Ont., Canada,
and is interested in prices immediately.
The estimated amount to be expended is
placed at $25,000. A. McGill of Wind-
sor is superintendent.

The City of Philadelphia, Pa., men-
tioned in the Jan. 8 issue as calling for
bids on 100 steel passenger cars for
the Frankford Elevated Railway, has
awarded the contract to J. G. Brill
Company. Only fifty cars are ordered
at the present time, with the privilege
of ordering as many as fifty more
later. The motor control, couplers and
draft gear and door operating mecha-
nism will be covered by separate con-
tracts and have not yet been awarded.
The remainder of the equipment is as

follows:

Number of cars ordered .............. 0
Date, bids opened .......... Feb. 1, 1921
Delivery to be begun by July 1, 1921 and

completed by Sept. 30, 1921

Bullder .: i enzalionen J. G. Brill Company
TVDO. oo siisivrm s nwd wio s o %
Seating capacity .....................
Welght, tofalc.ccc..iee
Bolster centers, length .
Length over all ............... 5
Truck wheelbase................ 6 ft. 8 in.
Width over all ...l ... ft. 10 in.
Height, rail to top of roof ..... 12 ft. 0 in.
I B S 0 e 0 00 L0 O i g ... All-steel
HeadHnInE < .ozsoincveimans ... Agasote
o e e R e e Arch
Air brakes ............ Electro-pneumatic
TELE S S 5 ek helh et e et e
Quenched and Tempered Carbon Steel
BUMPETS! |00 ol e e el “Hedley”
Signal system ............. Bell with rope
Center and side bearings....“Stuckl’”—Side
bearing
Couplers ........ Automatic Car, Air and
. Electric
Curtain fixtures ...................D None
Curtain material ................... None
Door operating mechanism . Pneumatic
Gears and pinions ............ Gen. Elec.
Hand brakes ....................... Brill
Heater equipment ............... Electric
Journal bearings .......... M. C. B. plain
Journal boxes ............ M. C. B. type
Motors, type and number......... General
. . Electric 259 inside hung
Seating material ................. Rattan
TIVCRE 5o 585 5 5m 6r v 0w mins s s 16 55 5 5 5 Brill

Wheels. .34 in. Wrought Solid Carbon Steel

Franchises

Hydro-Electric Power Commission,
Ontario, Canada.—Since the Ontario
Hydro-Electric Power Commission has
refused to consent to a renewal for five
vears of the franchise of the Grand
River Railway on Water Street, in
Galt, Ont., the company has served
notice that it will discontinue the freight
service for manufacturers after March.
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2. The City Council of Galt is en-
deavoring to have the Hydro Commis-
sion change its decision, as the loss of
the freight service will be a serious
blow to the city’s industries.

Track and Roadway

Lafayette (Ind.) Service Company.—
It is proposed to build a new curve to
the tracks of the Lafayette Service
Company in the southeast part of La-
fayette and have the interurban cars of
the Terre Haute, Indianapolis & East-
ern Traction Company go down South
Ninth and Kossuth Streets. Excava-
tions for street improvements in East
Main Street have resulted in the rail-
way tracks being undermined and it is
over these tracks that the cars of the
Terre Haute, Indianapolis & Eastern
Traction Company run.

Trenton & Mercer County Traction
Corporation, Trenton, N. J.—The Tren-
ton & Mercer County Traction Corpo-
ration will expend $300,000 for mainte-
nance and replacement during the com-
ing year, according to President Rankin
Johnson. The company will have 15,000
new ties placed, 300 tons of new rails,
300 poles and ten miles of new trolley
wire. Considerable special work will be
installed at West State and Prospect
Streets.

Orleans-Kenner Traction Company,
New Orleans, La.—Officials of the
Orleans-Kenner Traction Company
have been ordered to remove the spur
track in the roadway of Rampart
Street. Commissioner Maloney has in-
formed the president of the company
that the franchise for the use of the
spur track expired two years ago.

Claremont Railway & Lighting Com-
pany, Claremont, N. H.—The Claremont
Railway & Lighting Company expects
to rebuild 1 mile of old track substitut-
ing A. S. C. E. 70-1b. rail with Weber
joints for old 56-1b. rail with angle
bars. .

Oklahoma Union Railway, Tulsa,
Okla.—The Oklahoma Union Railway,
extending from Tulsa to Keifer, is
planning to build an extension to
Okmulgee as soon as financial condi-
tions improve, according to I. F. Crow,
of Tulsa, secretary and general man-
ager of the line. The proposed exten-
sion will pass through Beggs and the
Beggs oil district. It will be about 50
miles in length.

Texas Electric Railway, Dallas, Tex.
—The Texas Electric Railway, which
owns and operates the street car sys-
tem in Waco, Tex., has installed a block
signal system on one of its lines as
a measure of safety in operation, and
announces it will so equip other lines
in the city. The block signal system
has proved most effective in prevent-
ing accidents and making for absolute
safety in operation.

Toronto, Ont. — The transportation
commission of Toronto will ask the On-
tario legislature for power to construct
street railway extensions as local im-

provements and charge the cost to the
properties benefited by such exten-
sions. According to this plan adjacent
townships would also be called upon to
bear their share of the expenditure.

Citizens Railway, Clarksville, Tenn.—
The Citizens Railway within the next
month will extend its tracks a distance
of 2 miles, and in this work 65 to 80 1b.
rail will be used.

Burlington (Vt.) Traction Company.
—The Burlington Traction Company
expects to reconstruct 2 miles of its
track in the early summer. Seventy-lb.
rail has been ordered for May delivery.

-

Cairo Electric & Traction Company,
Cairo, I1l.—The Cairo Electric & Trac-
tion Company will purchase in the near
future a motor generator set and rotary
converter,

Claremont Railway & Lighting Com-
pany, Claremont, N. H. — The Clare-
mont Railway & Lighting Company has
purchased and is now installing two-
300-kw. rotary transformers.

Charlottesville & Albermarle Railway,
Charlottesville, Va. — The Charlottes-
ville & Albermarle Railway within the
next month will build an addition to its
power plant for installing substation
equipment and switchboards.

Concord (N. H.) Electric Railways.
—The Concord Electric Railways has
purchased new H. L. control for six
interurban cars. Complete equipment
has also been purchased for one 300-kw.
motor generator set.

Brockton & Plymouth Street Railway,
Plymouth, Mass.—The Brockton & Ply-
mouth Street Railway will build a sub-
station at Kingston and will purchase
one 22,000-volt oil switch.

Evansville & Ohio Valley Railway,
Evansville, Ind.—The Evansville & Ohio
Valley Railway, has leased the building
adjoining the one it now uses as a sta-
tion at Rockport, Ind., and will remodel,
enlarge and- convert the building into
a suitable station.

Power Houses, Shops
and Buildings

Trade Notes

The Alloy Metal Wire Company, 154
Nassau Street, New York City, has filed
notice of increase in capital stock from
$100,000 to $200,000.

The American Steel & Wire Com-
pany, Chicago, is planning to build a
three-story addition to its plant in Wor-
cester, to cost about $150,000.

The American Insulated Wire & Cable
Company, Chicago, has recently pur-
chased a one-story building at Twenty-
second and Fisk Streets, containing
40,000 sq.ft., which will be remodeled
and used as a copper-wire rod mill.
New equipment to cost about $250,000
will be installed.

The Atlas Valve Company, 282 South
Street, Newark, N. J., announces that
the company has acquired by purchase

from the Ideal Automatic Manufactur-
ing Company the sole patents and
rights to manufacture the Ideal auto-
matic pump governor. This rounds out
the company’s line of valves, pump gov-
ernors, regulators, ete.

The Cleveland Belting & Machinery
Company, 1504-24 University Road,
Cleveland, manufacturer of engines and
boilers, generators, motors and belting,
bhas enlarged its storage space by an
addition 65 x 320 ft. The company
says that its business is beginning to
improve and expects it will continue to
increase from now on.

The Jeffery-Dewitt Insulator Com-
pany, Huntington, W. Va,, has just put
into operation a new kiln which with
its supporting accessories will double
the insulator capacity ¢f the plant. In
addition, in order to have a continuovs
source of raw material and te be inde-
pendent of the market for feldspar, the
company has purchased its own feld-
spar mine.

The Acorn Insulated Wire Company,
73 Richards Street, Brooklyn, N. Y.,
has acquired the plant of the Davis Oil
Company on Ninth Street, extending to
the Gowanus Basin bulkhead, for a new
plant for the manufacture of insulated
wire and other products. The property
is 146 ft, x 380 ft., improved with five-
story buildings, and has been held at
about $150,000.

The Black & Decker Manufacturing
Company, Towson Heights, Baltimore,
Md., announces the opening of a new
branch office and service station at 75
Fremont Street, San Francisco. This
office will have jurisdiction over the
entire Pacific Coast territory and will
be in charge of M. A. Johnson. At
this address there will be a complete
stock of parts carried and a factory-
trained mechanic will be on hand.

New Advertising Literature 1

Metal.—“Monel Metal” is the title of
a twenty-eight-page booklet published
by the International Nickel Company,
43 Exchange Place, New York City.

Foundry Ladles.—The Whiting Cor-
poration, Harvey, Ill.,, has issued cata-
log No. 156, superseding No. 147, cov-
ering its foundry ladles.

Electric Rivet-Heating Forge.—The
United States Electric Company, New
London, Conn., has issued bulletin No.
5, on its electric rivet-heating forge.

Transformers.—The Wagner Elec-
tric Manufacturing Company, St. Louis,
Mo., has issued bulletin 124, covering
its different types of transformers.

Cords and Fixtures.—The Inland
Electric Company, 15 N. Franklin
Street, Chicago, has issued a folder on
Steelite armored portable extension fix-
tures.

Transformers.—The Esterline Com-
pany, Indianapolis, Ind., is distributing
a four-page leaflet describing its new
portable multi-range current trans-

. formers rated at from 25 amp. to 800

amp.





