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The N. E. L. A.'s Contributio I t~ JUN 2 G l½? 
Power Plant Literature \~ <I. s, f r· I'll (,\,;F"".. 

THE National Electric Light Ass -~;<loes·ic·good 
piece of work for more than its own members in 

the compilation each year of treatises on power mat
ters. The reports of its special committees are so 
complete that they are useful to all power consuming 
industries. This is particularly true of the report of 
the committee on prime movers, which has now come 
to be a veritable encyclopredia in its field. The 1921 
report, abstracted elsewhere in this issue, is a volumi
nous document replete with data which are just as appli
cable in the electric railway field as in that from which 
they were collected. The American Electric Railway 
Engineering Association has a committee on power 
generation and other committees whose activities par
allel even if they do not duplicate those of the N. E. L. A. 
committee. It might be in the interest of economy of 
money and effort for the corresponding committees of 
these two and other associations to get together in some 
way. A practical suggestion to begin with is that the 
Engineering Association committee on power genera
tion bring up for discussion at Atlantic City some of the 
high spots in the N. E. L. A. report. 

One excellent feature in the compilation of this re
port is the way in which manufacturers of power 
machinery and auxiliary devices are invited to tell what 
they are doing respectively to advance the art. While 
the N. E. L. A. takes no responsibility for these state
ments, it does act as the clearing-house for the informa
tion. At the same time the manufacturers' statements 
are brought up for scrutiny and woe betide any one 
whose expressed hopes for his product do not tally with 
service performance. 

Nominations for Mayor 
Come Thick in June 

T IVELY times appear to be ahead this summer for 
L New York City. The politicians are working over
time, and the near politicians are doing the same. 
The day is already counted lost upon which some one 
does not arise to announce himself as candidate for 
Mayor at the fall election. There are reforms enough 
ahead for busy hands to carry out, but the one to 
which all aspirants look longingly is the traction issue. 
Mr. Hylan, the present incumbent, seeks to preserve 
the present 5-cent fare. Mr. Bennett, another aspirant, 
seeks to restore it. Whatever other hopes and ambi
tions Mr. La Guardia and Mr. Curran, receptive can
didates, may have, they also see the traction issue as 
one of the outstanding questions calling for imme
diate attention. It seems strange that where there is 
such unanimity of opinion, there could possibly be so 
much confusion of thought. 

Flimsy pretexts for making an issue of the traction 
question abound in the reasons advanced by all the 
prospective candidates, particularly in view of the 
law enacted by the last Legislature, but the present 

Mayor cuts the most lamentable figure of all with his 
claims of preserving the 5-cent fare. The surface 
lines have practically all been broken up and returned 
to their original owners, so that 10 and even 15-cent 
fares are in force in many places where the 5-cent 
fare prevailed. Moreover, many lines have been di s
continued entirely. As for the free transfer, it has 
become practically a thing of the past except at mass 
transfer points on the rapid transit lines. The 
passenger on the subway or the elevated pays a 5-cent 
fare, but then on these lines, tied in for operation 
under contract with the city, there is a deficit of many 
millions of dollars a year exclusive of interest on the 
city's investment for construction. This latter charge is 
passed on to the taxpayers and thence to the rent 
payer, who, in New York, is groaning under a fright
ful load of increased valuations and increased tax 
rates. Theoretically, a 5-cent fare. Practically, no 
such thing. It is not considered good form in the 
present age to confess to being old fashioned, but 
if one judges the transit situation in New York on the 
generally accepted standard of the past it would 
appear that Mayor Hylan, in contending that he has 
preserved the 5-cent fare, is guilty on the count of 
fraud. 

A Dangerous Precedent 
in the Making 

UNDER present circumstances, municipal ownership 
and operation of the entire local transportation 

system of Detroit seems inevitable-for better or for 
worse. Thus is the continuous politic'al fight centering 
about the Detroit United Railway for more than 
twenty-five years apparently to be ended in the course 
of the next feW years. The people have spurned all 
offers made by the private company and voted for mu
nicipal ownership and for the bond issues necessary to 
build new lines and to purchase certain existing lines. 
The municipal program has gained great momentum 
and it is being pressed forward on a big scale. Un
doubtedly, the piecemeal system of purchasing existing 
lines which is being followed, with the franchises ex
pired on a large part of the D. U. R. trackage, will prove 
very advantageous for the city. This will enable the 
municipal authorities to develop quickly a municipal 
transportation system of importance. Only those lines 
particularly wanted will presumably be purchased for 
a time, but as necessity to pay two fares to the two 
separate companies becomes more widespread, there will 
probably develop a pressing demand for complete munic
ipal ownership. 

The speed with which the municipal system is now 
being built and acquired is evidenced by the prospect 
of a mileage increased from 18 at the end of 1920 to 
130 at the end of 1921. The project having gained such 
proportions, there is not an encouraging likelihood that 
the tide toward municipal ownership in Detroit will be 
stopped. 
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When all the circumstances are considered perhaps 
this is the only solution of Detroit's traction turmoil. 
The entrance of new interests in the D. U. R., as recentlv 
occurred, may change t he situation. But if not, th·e 
concern of the industry is that the outcome of this 
particular quarrel while local in origin is far reach
ing in influence. If by chance the Detroit municipal 
ownership venture should appear to be a success, it will 
establish a powerful precedent for the ceaseless use of 
municipal ownership advocates-the first important 
precedent in the East and the most important in the 
country. Furthermore, if there can be such a thing as 
a successful municipal street railway system, the poli
cies being pursued by the present Mayor, Street Rail
way Commission and management will tend to make it 
so. J. S. Goodwin, general manager, has declared that 
he has been under no political dictation as to jobs, 
equipment or methods, and that he has been free to 
build a railway system as a railway man would, taking 
into account the legal and physical limitations imposed. 
The railway organization has been built up of seasoned 
railway men who have years of experience with pri
vate railway companies behind them. As for the con
struction of the physical plant, while it may not be the 
best the industry has known, it is at least as good as 
that which has been built in recent years by many pri
vately operated c·ompanies. 

So far so good. While the present Mayor remains in 
control perhaps the railway venture will be conducted 
largely as a business proposition, free from political 
influence. But when a new administration steps in, 
what then? What assurance is there that the new 
Mayor will not succumb to the great temptation to ex
ploit the railway, with its large number of jobs, to take 
care of his political henchmen and to use it in further
ing his political power? 

This is one of the great weaknesses of the municipal 
operation of any utility, especially one having so large 
a payroll as does a street railway. It is a great point 
of danger to the interests of the public. And in order 
that the public may know that its best interests will be 
served by a private transportation agency, it behooves 
the private companies continually to demonstrate this 
fact by providing excellent service at low cost and 
adopting constructive methods of creating and main
taining good public relations and public understanding 
of the aims of the company. This is the only dependable 
antidote for municipal ownership. When such condi
tions prevail, there will be no widespread demand for it, 
nor indorsement of the views of the unscrupulous per
sons who spread pernicious propaganda based largely on 
high-sounding falsehoods. 

A void Contentious 
Publicity 

T HESE columns have been replete for a number of 
years with suggestions about the great desirability 

of the electric railways fostering publicity about them
selves and of following the open door policy about all 
matters of information pertaining to them. Most of 
the companies that have undertaken this means of im
proving their relations with the public have met with 
some success. One example, however, stands out con
spicuously as a failure. In this particular city, a per
sistent and energetic campaign of publicity has been 
engaged in for several years, but the attitude of the 
public toward the company has gone from bad to worse. 

There is much to support the opinion that the nature 
of the publicity distributed has helped to undo the com
pany rather than to improve its relations. This publicity 
has been largely controversial, full of rancor and more 
destructive than constructive. While all that has been 
said in the company's publication is probably true and 
perhaps was mild as compared to the provocation, yet 
aside from venting the feelings of the utility, not much 
was accomplished. It seems to have been pretty well 
demonstrated that the public is not sympathetic toward 
this kind of publicity and that it is not effective in 
accomplishing the object sought. This· comment is made 
simply to point out the obvious lesson. 

Brake Rigging Is an Important 
Safety Link in Car Equipment 

THE great advantages of electricity as a motive 
power for use in rai lway service are its conven

ience, its economy in power, and the increase in track 
capacity made possible by its use. This increase in 
track capacity comes directly from the use of higher 
schedule speeds, which, in short runs, are made possible 
through higher rates of acceleration and retardation. 
In fact, the more adequate the provision for rapid and 
easy acceleration and retardation, when stops are fre
quent, the better the purpose of the railroad is served. 
It is obvious also t hat the saving in time secured 
during retardation is just as valuable as that obtained 
during acceleration. When braking commences, a car 
may possess substantially the same energy that was put 
into it from the power plant during acceleration. This 
energy can be dissipated in seconds or in minutes, but 
the shorter the time t he nearer the company comes to 
getting double value from the power house, so far as 
time saved is concerned. 

The fundamental necess ity of a brake, both as a 
safety and a capacity increasing device, needs no em
phasis, and t he link in the braking process which con
nects the power-receiving end with the power-delivering 
end is the foundation brake rigging. This is as vital an 
element in brake mechanism as any other. With an idea 
of bringing more forcibly to the attention of its readers 
the value of keeping the foundation brake rigging in a 
high state of efficiency, this paper has been publishing 
in the past six monthly mechanical issues a series of 
articles by H. M. P. Murphy, describing the essentials 
of brake rigging and the forces developed during brak
ing. This series of articles was written with the definite 
purpose of presenting this subject to the men respon
sible for brake operation and maintenance rather than to 
provide data for construction or design. The informa
tion has been given in as simple language as possible, 
and the mathematical formulas employed should not be 
confusing to the average workman. The examples have 
been taken from actual cases now in operation on exist
ing electric railways, and the many illustrations given 
should enable the reader to see the essentials of the 
various parts, the functions that they perform and the 
importance of keeping all in proper condition and 
adjustment . 

The concludi ng article of this series, which is pub
lished in this issue, deals particularly with piston travel 
and its effect on producing short stops through the sav
ing of time in having this properly adjusted. When all 
parts are in proper condition, the capacity or pull of the 
rail is the measure of retardation that can be developed. 
However, with improper adjustment and worn parts, the 
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condition of the braking equipment is the measure of 
the retardation developed. This shows the value of 
proper maintenance and adjustment in this vital con
necting link of the braking system, if high braking 
efficiency is to be maintained. 

Investment in Instruction 
Takes Little Ca~ital 

MORE and more of late one reads in the popular 
magazines and house organs of instances where 

the patronage of customers is lost through discourtesy, 
or, to say the least, through thoughtlessness, on the part 
of the person coming in direct contact with the public. 
People have reached the stage where courteous treat
ment is not only expected but demanded, and any lack of 
a "please-the-public" attitude means the loss of trade, 
business, etc. If the business is such that a person may 
transfer his patronage to some other concern, he does 

the customer. It is a knack that must be cultivated and, 
when cultivated, capitalized. Now that the labor market 
is an employers' and not an employees', the men who, 
by t raining, can be developed into courteous and efficient 
salesmen should be sought. The support and confidence 
of the public can probably be no more quickly restor ed 
than through the trainmen, in whom has been instilled 
the paramount necessity of these virtues. Since the 
apogee of hardship has been passed, the time is now ripe 
to r ega in the public esteem in this respect and r eap the 
valuable benefits therefrom. 

Instruction of the sor t mentioned requi res only a very 
small capital outlay. Thi s, with the fact t hat the returns 
are large, should make an appeal to rai lway men at this 
time. 

The Function of Every Committee 
Should Be Clearly Defi ned 

so, and probably the incident s inks into oblivion in his THE editor s of this paper attend numerous committee 
mind. On the other hand, any incivility toward him in meetings in t he course of the year, many as guests, 
the sale of a commodity in whose selection or use he some as members. They t hus gain a perspective of the 
has no choice incurs a more lasting enmity. inside work of several associat ions and secure "atmos-

Here is where the electric railway business meets a phere" for their writing. The general impression 
problem difficult of solution. Platform labor, perforce, gained from this salutary exercise is one of respect for 
is unskilled, but the industry must have high grade the quality and quantity of the work thus done behind 
salesmen to sell rides. Regardless of the excellency of the scenes. At the same t ime committee activities often , 
service, good will cannot be created or maintained with- nay generally, give evidence of lost motion through what 
out the utmost co-operation on the part of the employees might be termed "lack of definition of function or 
of the railway. purpose." 

Electric railways are confronted by this dilemma It is a trite saying that in r ifle practice a clear view of 
more than any other utility. Power and lighting are the target .is essential to accuracy of aim, but the prin
mere matters of maintaining an unimpeachable service ciple applies everywhere else, including committee activ
over which the managers have a definite control. This ities. Hence before starting work, each committee ought 
is practically their only public contact and the criterion to formulate its purpose, the needs of its clientele and 
by which the public judges. The telephone approaches the practical r esults which it can r easonably be expected 
the railways in respect to the circumstances requiring to secure by consistent effort. 
the maintenance of pleasant relations with its clientele, To be sure, many associations now set down list s of 
but the direct contact in this case is lacking. A speedy topics which committees are expected to consider, and 
connection followed by a good wire is all that is asked this is all right as far as it goes. But it does not go fa r 
or, in fact, expected. enough. Either the men who get up the list s, or the 

To have the man on the rear end working not only committees themselves, should define the point of view 
mechanically but in spirit is possible and is being done. of the work. For example, take the heavy electric t rac
The Fifth Avenue Coach Company has accomplished tion s ituation. It is a conspicuous case because commit
wonders in furnishing a well-liked service by having its tee work in this field is in the formative stage. Eight 
conductors cultivate public friendship. There are or nine national associations are active here. Their 
numerous other properties committees are duplicating 
the managements of which ~Qi)iiiiii----------------;;;;;;;;;;;;,:r,:"G)_._._ ______________ ;;;;;;;; __ ~i~ work. They neithe r in-

enjoy this reputation, but dividually nor collectively 
they are not numerous Quotation from the No. 25 have their purpose clearly 
enough. Federal Electric Railways defined. They need a cen-

Instruction of new em- Commission Report tral steering committee, for 
ployees is a subject to which the name "Amer-
w hi ch ever - increasing THROUGH this system of financing a nd manage- ican Committee on E lec-

ment (holding companies and banker control) the 
thought is being devoted, utilities have been largely controlled by persons living trification" would be appro-
though principally to the distant from the community affected by a particular priate. This would help 
mechanical details of the electric railway, whose prime consideration has been to them in t he work of def-

secure a return upon the property. This "absentee" . 
duties required. In this management and control has not been successful in inition and in the eqm-
schedule of instruction a bringing about the proper spirit of co-operation between table distribution of t heir 
place should be given to the local managers, employees and the public. Since the activit ies. 

electric railway companies come into immediate daily 
teaching the fundamental s contact with large numbers of people, it is of the utmost One of t he first articles 
of salesmanship, a term importance that the industry should gain a nd hold the in the const itutions of 
which includes not only the respect, confidence. and good will of its p atrons. If the most or ganizations begins: 

local public should invest its money in the stock and f • 
ability to sell rides but to bonds of its local utilities there would be a n improve- "The purpose o t his asso-
make the rider glad and ment in the relations now existing bet ween t he corpora- ciation is " The 
satisfied with his purchase. tion and the public. same plan might well be 
True selling ability instills followed by committees in 
a "come-again" feeling in their work. 
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Plan of Cold Spring Shop Propetty of International Railway, Buffalo, N. Y., Showing the Location of Recent Improvements in Facilities 
1-Resaw. 
2-Stock saw. 
3-Sheet metal rolls. 
4-Double surface planer. 
5-Automatic knife grinder. 
6--Jointer. 

7-Band saw. 
8-Automatic mortising and 

boring machine. 
9-Motor. 

10-Mortising machi le. 
11--Sticlter. 

12-Pony pla ner. 
13---IDrill press. 
14-Emery wheel. 
15-Circular saw. 
16-Boring machine . 
17--Grinder. 

18-Chain mortise. 
HJ-Carver. 
20-Sander. 
21-Molder. 
22-Tenoner. 
23-Band saw. 

24--Shaper. 
25-Lathe. 
26--F"orges. 
27-Hammer. 
28-0il furnace . 
2~Shear. 

:'10-Iron rack. 
;n-Boring mill. 
32-Wheel press. 
33-Wheel grinder. 
:'14-Air compressor. 
35-Wheel lathes. 

36-Grinder. 
37--Milling machine. 
38-Drill. 
39-Radial drill. 
40-Saw. 

41-Motor shell oven . 
42-Motor shell dipping tank. 
43-Armature and field bak-

ing oven. 
44-Impregnating oven. 
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Shop Notes from Buffalo 
R~clamation Shop Is Producing Attractive Savings-Dipping of Motor Shells a New 

Feat ore-Ingenious Plan for Portable Mounting of Electric Locomotive 
Control Apparatus Developed-Shop Layout Changes Here and 

There Tend to Facilitate Maintenance Practice 

.·THE practices 
followed in the 
Cold Spring 

shops of the Interna
tional Railway at 
Buffallo, N. Y., now 
operated by the Mit
ten Management, Inc., 
have been mentioned 
and illustrated in the 
ELECTRIC RAILWAY 

JOURNAL from time 
to time. Recent ar
ticles have covered 
dipping and baking 
of -armatures and field 
coils (Feb. ·21, 1920, 
page 286) and com
pressor maintenance 
( March 3, 1920, page 
608). Alt:hrough these 
shops have been in 
use for many years 
they are well adapted 
to modern mainte-

JN THJ:E CENTER OF THE 1\1.A'CH I N E SHOP I S HOUSED T H E E LEC 
TRI CAL D E PARTMENT,, I N AN I NCLOSl.TRE SET OFF BY _.\ 

PARTITIO N :MJ\DE OF OLD CAR DOORS 

f oreman of the rec-
lama ti on department, 
who is thus able t o 
subdivide the recla
mation work among 
the three to produce 
the best over-all re
sults. The welding 
and sheet metal shops 
occupy a long narrow 
room, 16 f t . wide, 
which was created by 
putting a concrete 
roof with skylights 
over a runway be
tween the truck shop 
on one side and the 
wheel and blacksmith 
shops on the other. At 
present the 150 ft . of 
available length is di
vided up by means of 
light partitions thus : 
The tin shop has 32 
ft. ; the welding shop 
(including small of-namce practices and 

they are being constantly m<Ddified to meet changing 
conditions. Th~ present article embodies the observa
tions 1of a member of the editorial staff of this paper 
who visited the shops recently. 

THE WELDING SHOP 

The · outstanding feature of recent changes is a weld
ing sh@p where gas, electric and thermit welding is 
done in dose co-ordination with the sheet metal and 
forge :Sho;ps. The three shops are operated under the 

fice ), 102 f t ., and the motor-shell oven, 16 ft . 
The reclamation or welding shop may be considered 

as divided longitudina lly in half, one side being an 
8-ft. r unway and storage space, which is served by a 
trolley crane. On the other side are stalls separated 
by light, por table partitions, about 8 f t . high, for the 
three types of welding. The generator used to furnish 
acet ylene fo r the gas welding is housed in a small "lean
to" adjacent to the tin shop. 

A summary of t he work which has been done in t he 

TWO V IEWS IN THE NEW WELDING S HOP 
Vi ew a t left is t owar d tin s hop a nd sh ows crane a nd cran e 

l'u n wa y, electric w elders in foregrou nd a nd t hermit welde r In 
hack gl'ound. Vi ew a t r igh t s hows thermit weldf'r in fore g r ound 

a t work on th e 1•f> pa 11· of a t r uck fram e. The porta ble p a rtIT,JOUl!I 
be tw<·en weld e!'s' s t a nds wer e !'<" moved for t h e purpose of makln~ 
these pictu res. 
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MICH I GAN STREET FRONT OF COLD SPRING SHOPS 
The photograph('r fortuna tely caught two important pieces of 

equipment just a s they were being put a w a y in the carhouse . 

reclamation shop during recent months, as gaged by 
t he dollars saved over costs of replacement without 
reclamation, is given in an accompanying table. 

Among recent interesting jobs of welding two were 
t hose illustrated. One is a repair to a piece of man
ganese special trackwork, a switch in which the tread 
had been broken away. An insert was welded in to 
replace t he broken part and a plate was welded on the 
side to support it, with the excellent result shown. 
The second job is t he welding of oil boxes on the bear
ing housings of old motors built for grease lubrication, 
also illustrated. The routine work consists of the usual 
run of patching worn and broken gear cases, mending 
broken motor shells , etc. Thermit is used to a con
siderable extent on truck frames, the material being 
bought in large quantities. This is done in the interest 
of durability, on the principle that where much metal is 
t o be added the thermit process is in the end econom
ical, even if more costly at the time because the metal 
in the weld is of very high quality. 

D IPPI NG AND BAKING PROGRESS 

Supplementing former dipping and baking practice, 
as described in the earlier article referred to, the com
pany is now subjecting small motor shells to this process 
and is preparing to do the same even with the largest 

THIS MACHINE SORTS PAPER TICKETS AND COINS BY 
:MEANS OF A ROTATING PERFORATED DRUM AND 
. A CENTRIFUGAL FAN 

PART OF ROW OF BABBITT P OTS 
These are h eated by gas or k erosen e burn ers a n d have ther mo

s t a tic control fo r babbitt t emperature. 

motors. A heavy black varnish is used for fields and 
clear varnish for armatu res. A special large dipping 
tank has been installed near the front of the motor 
overhaul shop. 

In connection with t he dipping and baking equipment 
used for armatures and field coils, located near the arm
ature room, it is proposed to substitute a monorail 
crane for t he one now in use, wh ich r equires the trans
fer of baskets of field coils from a crane bar outside the 
oven to one inside. The proposed monorail would run 
direct into the oven. 

SOME RAPID PIPE THREADING 

Among other recent time-savers is a double pipe
threading machine, which has been provided with an 
electric motor drive. This is installed in t he air brake 
shop, where it is used for threading brake pipe, as well 
as conduit for use in rewiring cars, a job which is 
under way near by. 

The spindles of the threading machine are geared to 
run at 75 r.p.m. and an inch of thread can be cut 
in about 6 seconds on a 1-in. or i -in. pipe. The t hread 
cutting dies kept normally in the mach ine are those 
for the two most commonly used sizes of pipe, so that 
a pipefitter who needs a piece of pipe t h readed can do 
this work with a minimum of time and effort . 

SLIDING F R AME USED IN MOUNTING CONTROL APPA
RATUS ON E LECT R I C LOCOMOTIVE. R OLLERS 

ST ILL TO BE ATTACHED 
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Mention of 
the conduit 
suggests that 
as cars go 
through for 
extensive 
overhaul they 
are being re
wired in met
al conduits in 
a ,ccordan c e 
with a syste
matic p 1 an. 
This will be 
an important 
item in re
ducing car 
maintenance 
cost. In con
nection with 
this change 
in wiring, the 

Date ....................................... ............ . 

INTERNATIONAL RAILWAY COMPANY 
MECHANICAL DEPARTMENT 

CAR RECORD 

Date out of shop ....... .,., ..... , 

Car No·····················-··· 
/feiyht rail to first step· -····· 
If eioht step to platform·--······· 
H eioht platform to floor _ __ _ 

Air brake'--------··········· ....... ... . 
Air compressor ... ..... ., .. ",. 
Style lifeouard·--······---··· ··· 
Style trolley base ....... - ...... . 
Style headlioht ........... ___ _ 
Style trolley catcher. ___ _ 

Style sions ........... ·-- ·· -····--
Style seats .......... . ,.- .. ·······-- ·······-- ... . 
Style upholsterino ___ _ 
Style reoisters . ..................... . 
Style sander ... ······--···-·······"· 

System painting, 
Control ....................... . 
Circuit breaker ...................... ········ •• "···· 
Fuse box ..... ·········--·········--··"· 
Heaters .......... ·--·········--······---· 
No. liolits ...... . 
Type motors .... ·············"············· 
No. of motors .. .. ·········--·············· 
Gear ratio .. ·--······· ·······-- .. ..... ., ..... . 
Diameter of wheels 
Type trucks ..... ., 
Wheelbase ........ ., ....... .,. 
Kino bolt centers ..... ············-·"··· 
Seatino capacity···-··-··--······· 
Size of axles .... ·--··•········ 
Total weioht of car. ····--·········--············· 

Inspector 

INSPECTOR'S RECORD OF CAR CHARACTERISTICS 

jumper sockets for cars equipped to operate in trains are being mounted 
on the drawheads in t he manner shown in one of the illustrations. This 
not only permits the use of short€r jumpers but reduces wear on 
the jumpers, which was excessive when the sockets were mounted 
on the bumpers. 

An interesting job recently put through the shop was the remodeling 
of one of the Lockport line _ freight locomotives, which has been in 
service many years. This locomotive has the cab in the center with a 
projecting hood at each end to cover the auxiliary apparatus. The air 
apparatus is on one end and the resistance frames and connection 
board are on the other. All of the resistance frames and accessories 
have been mounted on a framework made up of strap steel, as illus
trated, the whole mounted on rollers so as to roll on rails. The photo
g raph reproduced was taken before the rollers had been put on, but 
shows the resistance frames in place. This gives a portable mounting, 
by means of which the whole group of devices can be drawn out into 
the cab for inspection and repair. 

Considerable study has been given to the lighting of the shops, par
ticularly in the armature and machine shop. An arrangement which 
has been found entirely satisfactory is to place 500-watt nitrogen-filled 
incandescent lamps, 20 ft. apart each way, and about 20 ft.- from the 
floor. These are mounted in home-made funnel-shaped tin reflectors 
about 2 ft. across the bottom. The effect secured is very much like 
daylight and 
exce pt for 
close work no 1 

s u pplem€n
tary, individ
ual lamps are 
required. As 
will be noted 
in the general 
plan, the elec
tric shop is 
partitioned 
,off from the 
machine shop. 
The partition 
is made of 
discard€d car 
doors which 
were mounted 
in simple 
framing. This 
provides a 
partition 

THE ELECTRICAL SHOP IS WELL EQUIPPED FOR 
ARMATURE WINDING AND TESTING 
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~IOLT NTI NG THE J U M PER S OCK E T S ON THE DRA \\' HEADS 
H EDUCES J Ul\IPER TROUBLES 

wh ich is amply h igh to give the privacy necessary to 
efficient work, while at the same time t he electrical 
depar t ment quarters are well venti lated and lighted. 

In connection with the electrical shop, a feature of 
interest is a new testing switchboard, with a water 
r heostat mounted directly behind it. The rheostat 
consists of a wood tank, with suspended plates operated 
by a screw, which terminates in a handwhee} on t he 

OI L BOX W E L DED O N BEA R ING 
HOUS I NG OF OLD 1-IOTOR 

front of the switch
board. The reclama
tion department is 
not the o n 1 y o n e 
which makes use of 
welding and cutting 
apparatus. For ex
ample, in t he reha
bilitation job on in
teru rban cars, men
tioned earlier, it was 
found economical to 
use a gas torch in 
cutting out met a 1 
pieces which were 
scheduled for remov
al, such as brackets, 
straps, etc. These 
large cars are 
equipped with coup-

THIS MACH I NE MAKES P IPE THREA DING A N 
EASY JOB 

lers which connect the air line as well as furnish me
chanical coupling, although the electric lines are sep
arate. It was found desirable to supplement the large 
couplers by extra drawheads to permit coupling city 
cars t o the interurbans. 

The practice of using slat seats and backs has re
cently been adopted. A photograph reproduced shows 
one of the seat backs as changed over from the cane
covered cushions formerly used. 

On the interurban cars also the Miller trolley shoe 
is used. This operates satisfactorily, but it is found 
that it must not be allowed to run too long so as to 
wea r into grooves. 

In t he For rest carhouse of the International Railway 
an ingenious jib crane has been installed to permit 
light repairs to be made. The crane was fabricated 
out of old 6-in. T-rails, two being used to form a 
column. The two rails for this purpose are placed side 
by side with heads and base reversed and bolted firmly 
together. The upright is set 4 ft. in a concrete floor 
and t he upper end is secured to one of the beams 
forming t he roof trussing. The boom, also made of two 
T-rails, is supported by a diagonal brace of rails below 
and a guy rod extending from the outer end to the up
per support of the vertical column. The boom is hinged 
to t he uprigh t so as to give it range of action ample 
fo r t he purpose for which it is used. 

One of t he accompanying illustrations shows a ma
chine which has re
cently been developed 
in the shops fo r t he 
purpose of separat
ing the metal t okens 
and coins from paper 
transfers. It con
sists essentially of a 
motor-driven rotat
ing perforated cylin
der with a hopper at 
one end and a suction 
fan at t he other. The 
perforations are j ust 
large enough t o clear 
thelargestcoins,and 
inside are longi t udi
nal veins which raise 
and drop t he contents 
of the cyli nder. 

WOOD SLAT SEAT S AND BACK S 
FOR I N TERNATIO N AL'S CAR S 

PIECE OF S P ECIAL TRACKWORK REPAIRED BY 
ELECTRIC WELDING 
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Piston Travel and Shoe Clearance* 
The Relation Between Piston Travel and Shoe Travel Is Determined-With a High Total Leverage Slight 

Shoe Wear Produces a Great Variation in Piston Travel Which Is Objectionable-
Various Examples Illustrate Methods for Finding the Motion 

of Levers and Their Proper Release Positions 

BY H. M. P. MURPHY 

THE term "total leverage" represents the total 
number of pounds of brake-shoe pressure that 

. are obtained for each pound of force exerted on 
the brake-cylinder push rod. Consequently it is clear 
that in order to obtain any desired degree of braking 
force or percentage of braking power on a given car, 
with a specified air pressure in the brake cylinder, the 
greater the value of the total leverage employed the 
smaller is the size of the brake cylinder required, and, 
therefore, in order to reduce the cost of installations 
and also to minimize the amount of compressed air 
used in an application of the brakes, it is always advis
able to use as high a total leverage as is consistent with 
good practice. On the other hand a very high total 
leverage is objectionable because with it slight shoe 
wear produces a great variation in piston travel. The 
reason for this is explained below. 

15" 
I 
I 

' c5oo l 
-->i 

I 

"' i 
------------~ 

over, in traction service the amount of air consumed 
per car would be excessive if the piston travel were long 
and the leverage low (a high lev~rage permitting the 
use of a small brake cylinder for a car of given weight ) 
as brake applications are usually very frequent in such 
service. For these reasons it is customary to adhere as 
closely as possible to the piston-travel standards which 
have been fixed by the best practice, and which must be 
carefully maintained in service in order to secure satis
factory results. It is important to note in this connec
tion that the standard piston travel should always be 
the average qf the maximum and minimum values 
actually obtained. 

A further reason for adhering to established stand
ards of piston travel and braking power is that it is 
most essential to provide for clearance between the 
brake shoes and the wheels when the brake is released. 

' ' 
I 

' ' ' -- L~j_ 
I I 
~ --8"- ,..l 

FIG.2 

DlAGRA MS SHOWING MOTION AND POSITION OF V A RIOU S LEVERS 

The increase in piston travel due to the wear (or 
travel) of brake shoes is equal to the average amount 
of wear (or travel) of the shoes multiplied by the total 
leverage employed. For example, if in a certain brake 
system the average wear per shoe is 0.2 in. in a given 
time, and if the total leverage is 9, the increase in piston 
travel ( due to the specified amount of shoe wear) will 
be equal to 0.2 X 9 = 1.8 in. 

To secure the proper operation of the automatic 
brake, which depends largely on the relative volumes of 
the auxiliary reservoir and the brake cylinder, it is 
important to use a reasonably low total leverage and 
thus to maintain an approximately constant piston 
travel in spite of ordinary shoe wear. In steam-road 
service, where the cars receive attention at only long 
intervals and where the piston travel is not adjusted 
regularly, a lower total leverage is necessary than in 
electric railway service, where systematic inspection 
and maintenance can generally be relied upon. More-

*This is the s ixth a nd la st of a series of a rticles on forces d ev e l
o ped in brake riggings. Oth e r s a ppear ed in th e J a n. 15, F eb. 19, 
M a r ch 19, A pril 16 and M a y 21 iss u es of this pape r . 

Now, as there is always a certain amount of lost motion 
in a foundation brake rigging, the use of either a ver y 
high total leverage or an excessively short piston travel 
might easily result in the dragging of the brake shoes. 
Of cour:se, if there were no lost motion between the push 
rod a nd the shoes the shoe clearance would be exactly 
equal to the piston travel divided by t he total leverage. 
Thus, if t he piston t ravel is 5 in . and t he total leverage 
is ten, t he shoe clearance would be five divided by ten, 
or ;} in . However, owing to the clea rances in t he pin 
holes and to the spring and "give" of t he various parts 
of the ri gging, t he shoe clearance would actually be 
considerably less than thi s value. 

Further, t he piston t ravel obtained when a car is 
standing is usually an inch or t wo less than that ob
tained when a car is running, because the vibrat ion and 
motion of the various parts provide fo r thei r better 
adjustment in the latter case. Consequently allowance 
should always be made for this inequality, as it is the 
correct "running" piston travel that must be main
tained. Of course, if the brakes are applied while the 
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train is in motion and held on till and after the stop is problem is considered in turn as being fixed. In order 
made and t hus measured the piston travel will have the ' to illustrate this method the following examples will be 
"running" value. given: 

DETERMINING THE MOTION AND POSITIONS 

OF LEVERS 

A very important consideration in the installation 
and adjustment of brake apparatus is the motion or 
travel of t he various parts concerned. In dealing with 
this subject, t he primary requirement is, of course, that 
the location and dimensions of a ll moving parts be so 
chosen t hat each lever and rod will always be unob
structed in its movements, even when the brake shoes 
are worn down completely and the brake-cylinder piston 
has traveled to its maximum limit. Otherwise the brake 
might easily be rendered totally ineffective. An addi
tional requirement of good practice is that all levers, 
except the truck levers, should stand at right angles to 
their connecting rods when the brake is fully applied 
and the piston travel has the standard running value 
for t he case in question. This applies particularly to 
the two cylinder levers. The connecting rods will thus 
maintain their required approximately parallel direc
tions much more nearly than would otherwise be the 
case, for obviously when a lever is moved through half 
of a specified angle on each side of a perpendicular posi
tion with respect to the connecting rods, the resulting 
deflection of t hese rods will be much less than when the 
lever is moved through the same angle but not equally 
on both sides of the perpendicular. This is illustrated 
in Fig. 1. 

In order to determine the travel or the position of any 
moving part of a brake rigging, it is merely necessary 
to remember that when a lever (or standard bell crank) 
turns about one of its three points as a center, the two 
other points travel in circular paths, and therefore the 
length of the path passed over by each of these points 
is in direct proportion to its distance from the cent.er 
about which the lever turns. 

To illustrate this principle consider the levers shown 
in Figs. 2, 3 and 4. In Fig. 2 the lower end point is 
known to travel 8 in., and consequently the distance, d, 
traveled by the middle point is found thus: 

12 
8 

. 
d = 24 X = 4 m. 

Again, in Fig. 3, the middle point is 
7 in. and, therefore, the distance, e, 
lower end point is found thus: 

20 . 
e = 15 X 7 = 9¼ m . 

Also in Fig. 4, the upper end point is 
9 in., and consequently the distance, f, 
lower end point is found thus: 

16 
9 

. f = 12 X = 12 m . 

known to travel 
traveled by the 

known to travel 
traveled by the 

A general rule may now be readi ly stated as follows: 
When a lever or bell crank turns about one of its three 
points as a fixed center, and the travel of a second point 
is known, to find the travel of the third point divide its 
distance from the fixed center by the distance of the 
second point from the fixed center and multiply this -
result by the known travel of the second point. 

In cases where a lever has no positively fixed point, 
as for example a cylinder lever or a live truck lever, the 
problem of finding the travel of a specified point can 
also be easily solved by the foregoing rule if each of the 
two points whose travel is given by the conditions of the 

Let it be required to find the total travel of the pull 
rod, in Fig. 5, necessary to take up 1 in. of shoe clear
ance on each pair of wheels. The clearances of 1 in. 
are represented in the figure by the distances BG and 
EM, the position of the mechanism before the brake is 
set being indicated by the lines ABC, CD and DEF. 

It is obvious from an inspection of the diagram that 
the total travel of the pull rod is equal to the travel 
necessary to bring the left-hand shoes against their 
wheels plus the travel necessary to bring the right-hand 
shoes against their wheels. Now, assuming that the 
rigging is drawn in its release position (ABCDEF), 
consider that the point E is temporarily fixed and that 
the pull rod is moved to the right until the left-hand 
shoes are brought tight against their wheels, the lever, 
ABC, assuming the position AGH, the rod CD moving to 
the position HK, and the lever DEF taking the position 
KEL. Then, to find the distance FL (i.e., that part of 
the travel of the pull rod necessary to apply the left
hand shoes) it is only requisite to find the distance KD, 
which is, of course, exactly equal to the distance HG, 

and, as A is fixed point, HG = ;~ X BG = ;~ X 1 in. 

= B, whence KD = H in. and 
21 21 . 

FL = 7 X KD = 7 X 1¼ = 4 Im. 
The point K, instead of E, may now be considered as 
a fixed point (which it actually is as it cannot be moved 
any further to the left ) and the pull rod may be moved 
to the r ight till the right-hand shoes are brought tight 
up against their wheels, the lever KEL assuming the 
position KMN. The distance LN (i.e, that part of the 
travel of the pull rod necessary to apply the right-hand 
shoes) being fou nd thus, as K is now a fixed point: 

LN = 
2
7
8 

X EM = 
2
7
8 

X 1 in. = 4 in. 

Consequently t he total travel of the pull rod is 

FL + LN = 4 in. + 4 in. = 8 in. 

Let it be required to find the total piston travel neces
sary to move each of the pull rods in Fig. 6 a distance 
of 5 in. as shown. The release position of the rigging 
is indicated by the lines ABC, BE and DEF. The piston 
travel necessary to bring the lever DEF into the posi
tion DKL may be found by considering point C of lever 
ABC as a temporarily fixed point and then causing the 
lever ABC to assume the position GHC, for the distance 
EK is equal to EH, and as D is a fixed point, 

EK 16 FL - 16 5 . - 2 _:i • = 36 X - 36 X m. - o· m. 
whence, BH = 2 i in. 

and, t herefore, the piston travel (AG) required to move 
the left-hand pull rod a distance of 5 in. is, 

AG - 36 BH - 36 21 . - 4 . -
20 

X - 20 X o m. - m. 

about the point H, till it assumes the position MHN. 
a fixed point (which it actuallY. is as it cannot be moved 
any farther to the right) and the cylinder push rod 
moved out still further till the right-hand pull rod has 
traveled the required 5 in., the lever GHC revolving 
about the point H, till it assumes the position MHN. 
It is now clear that the piston travel necessary to move 
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the right-hand pull rod a distance of 5 in. is equal to 
GM, and as H is now a fixed point, 

GM =!~ X 5 in. '--= 4 in. 

Consequently, the total piston travel required to move 
both pull rods 5 in. each is, 

AG + GM = 4 in. + 4 in. = 8 in. 

DETERMINATION OF THE PROPER RELEASE 

POSITIONS OF LEVERS 

In designing a brake rigging, the method generally 
preferred is to make the layout with the brakes in 
release position, the positions . assumed by the parts 
concerned, when the brake is applied both with new and 
worn-out shoes and also when the piston travel has its 
maximum possible value (which is usually 12 in.), be
ing carefully laid off, to make certain that no obstruc-

i tPull rod 
I 
: 
I 

i!" 
l~ 

K,; 7" 
_,.0 F'IG .5 

Pull rod" 

F'IG 

point R has traveled the required 5 in., as shown, the 
lever assuming the position EQF. The distance b, 
which locates the release position of the lever EF, is 
found by aid of the rule for lever motion as follows: 

b 16 5 . 1 . = 8 X m. = Om. 

and as the rod SN has assumed the position PH, the 
lever GNP has swung into the position GHK, the dis
tance c being approximately equal to b; that is, 

c = b = 10 in. 

Consequently the distance d, which locates the release 
position of the lever GK, is found as follows: 

25 25 . 
d = 15 X c = 15 X 10 m. = 16 ; in. 

Moreover, the proper length of the rod FH or SN 
should be just 37 in., as may be seen by an inspection 

,,.<c·M 
Hand broke chain : 

;_,,.. ---- -------+---'f'-L 
I 
I 

I ' 
' 25" 

~
----- 26"---------- - 37"--- --->'. G ...- I :-:,. , I 

5/' . - - ---. 
I 

~-=g-°A'--::..:OC..+.--------=¥ i 
F: et~N Hanel 

,__ "1f-- -i- Y-~~~~che11n 
K" -·ol - ->, p_,J- ---------

TR.\. VEL OF PULL RODS AND POSITIONS TAKEN BY LEVERS 

tions to the proper motion of these parts will be met. 
In order to accomplish this, and also to determine the 
release positions which the various parts should have 
(as well as the lengths of tie rods, etc.), so that the 
main levers may stand at right angles when the brake 
is set and the piston travel has its standard value, it is 
merely necessary to apply the rule previously given for 
the motion of levers, etc. The following examples will 
illustrate the general methods employed for this pur
pose: 

Let it be required to find the release positions of the 
two hand-brake multiplying levers applied to an electric 
car on which the piston travel is to be 5 in., if these 
levers are to stand at right angles to the center line of 
the car when the hand brake is fully applied. The 
dimensions and general location of these levers are 
shown in Fig. 7. The points E and G are fixed. 

The first step is to draw the lines ES and MP 
through the points, E and G, so that they are per
pendicular to the center line of the car. Next, lay off 
ER = EQ, ES = EF, GM = GL, GP = GK and 
GN = GH. Then the lines ERS, SN and PNGM rep
resent the f)Osition which the rigging should assume 
when the brake is applied. The release positions of the 
levers may now be found with respect to the lines ES 
and MP. Let the lever ES be swung to the left till the 

of the figure, and the length of the chain attached to 
the cylinder push rod should be 26 in. minus 5 in., or 
21 in. The lever LK or MP is designed to permit of the 
application of the hand brake from either end of the 
car. When the brake is applied from the right-hand 
end, the portion of this lever to be considered is GNP 
or GHK, just as if the portion GL or GM were not 
attached to it and when the brake is applied from the 
left-hand end of the car the portion to be considered is 
LGH or MGN, just as if the portion HK or NP were 
not attached to it. In either of these cases, it is evi
dent that when a given force is applied to the hand 
brake chain concerned, the forces delivered to the points 
H and N will have the same values. 

Let it be required to find the proper release positions 
of the cylinder levers shown in Fig. 8 so that when the 
piston travel is 8 in. both levers will stand at right 
angles to the center line of the cylinder, the total braking 
force and shoe clearance on each truck being the same 
and consequently half of the piston travel being used to 
apply the brakes on each truck. 

First, draw perpendicular lines through the points 
H and Q, the latter being 8 in. (which represents the 
given piston travel) from the point K. The location of 
the center line of the connecting rod PV or JW is, of 
course, given by the dimensions of the levers, and the 
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distance PJ is equal to VW. Then considering the 
point U as temporarily fixed: 

20 . l PJ = VW = 
35 

X (½ piston trave ) 
20 
35 X 4 = 2-t in. 

Next, by drawi ng the lines H PY and KVU, the r elease 
positions of t he levers are determined, for 

35 35 0 

F = Y Z = 15 X PJ = l5 X 2 -f = 5 } in. 

Also, 

G = XU = ~ QI = i~ X 4 = 51 in. 

and, 

E = KQ + G = 8 in. + 5 , in. = 13¼ in. 

The length of the rod PV or JW must clearly be equal 
to t he distance HK plus t he piston travel; that is, 
R = PV = JW = HK + KQ = 30 in. + 8 in. = 38 in . 

As t he type of problem illustrated by this example is 
an extremely common one and must, therefore, be solved 
very frequently, a short method for determining t he 
distances F , G, E and R ( see Figs. 8, 9 and 10) will 
now be given. 

FORMULAS FOR DETERMINING THE PROPER RELEASE 

POSITIONS OF CYLINDER LEVERS 

The following formulas are entirely general and ap
ply to all cases where the total braking force and shoe 
clearance are the same on both trucks, whether t he 
cylinder levers are or are not divided in the same ratio, 
or whether they have the same total length or not. The 
symbols used are indicated in Figs. 9 and 10, T repre
senting in all cases the standard piston travel for t he 
car in question, i.e., T is the piston travel for which t he 
levers are to be at right angles to the center line of t he 
cylinder when the brake is set. 

The formulas are: 

A A X M 
G = T X 2 X B; F = T ;< 2 X L X C 

E = T >< (1 + 2; B) R = T+ D 

To show how the use of these formulas simpl ifies 
calculation, let it be required to solve the example g iven 
in the preceding paragraph and covering the construc
tion of Fig. 8, where the following values are assigned 
to the various symbols: 

A = 20 in., B = 15 in., L = 35 in., C = 15 in., 
M = 35 in., T = 8 in., D = 30 in. 

Substitution of the given numerical values of A, B, 
L, C, M, T and D in the formulas gives the desired 
results, thus: 

A 
8 

20 _ 
1 

• 

G =T X 2 X B = X 2 X 15 = b 3 m. 

__ A X M _ 20 X 35 _ ,, 
1 

• 

F - T X 2 X L X C - 8 X 2 X 35 X 15 - 0 3 m. 

E = T X ( 1 + 2 ; B ) = 8 X ( 1 + 2 ! O 15) 

= 8 X 1% = 13 -¼ in. 

R = T + D = 8 + 30 = 38 in. 

Thus the same results are obtained by thi s simple 
method as were found by t he long pr ocess previously 
employed. 

Progress in Prime Mover Design 
and Practice 

N. E. L. A. Committee Returns a Bulky Report Indicating 
the Recent Improvements and Standa_rdizations 

Effected in Power Generation 

J AST week a brief report of the National Electric
L Light Association convention, held at Chicago from 
May 31 to June 3, was .printed together with an abstract 
of t he r eport of the committee on steam railroad electri
fica tion. The committee on prime movers, of which 
N. A. Carle is cha irman, produced a masterful and in
clusive compilat ion on practices and tendencies in steam 
power generation. The committee has not duplicated 
t he effo rt s of other societies but has co-operated with 
them. 

The report comprised more than 350 pages nearly 
as large as the pages of this paper. The function 
of this committee was stated to be "to investigate 
and report developments in the design, installation and 
operation of prime movers and accessory equipment for 
the product ion of power from fuel for the generation 
of electricity." 'The r eport covered the several phases 
of the subject as summarized below: 

In steam tur bines t he maximum size of single-cylin
der units is still limited to 45,000 kw., and there has 
been no appreciable change during the past year in 
steam pressur es and temperatures, although it is felt 
that higher pressures and temperatures are a possibility 
for future application. The trend of European practice 
seems to be towar d definitely higher speed, higher super
heat and higher pr essur es. In addition there is a ten
dency to standar dization of performances, ratings, 
tests g uarantees and principal dimensions of turbo
generators. It is felt that similar action by American 
interests wo uld be productive of much good. 

Turbine lubrication is receiving much attention. It 
imposes complicated requirements on the manufacturer 
and the oil r efiner. The committee offered for con
sideration a tentat ive general specification for turbine 
oils. As regards nil purification, the continuous system 
and the cont inuous by-pass system are the most effective. 

The latest development in turbine foundation design 
is the three-point flexible suspension devised by Aki
moff. Accurate static and dy namic balancing are recog
nized by turbine mi:inufacturers as of prime importance. 
Machines which have been scientifically balanced show 
a marked improvement in their operation. 

Manufacturers are working on the development of a 
closed system of generator ventilation, in which the 
same body of air is constantly recirculated. · The basic 
idea is to obtain cleaner a ir than is possible by washing 
free air; and to reduce fire hazards . 

In condensing equipment t he regulation of the flow 
of circulating water to provide fo r seasonal variation in 
cooling water temperature is being considered. Such 
regulation would reduce power required for driving 
circulating pumps and avoid lowering the condensate 
to a temperature below that corresponding to the 
vacuum. 

In plants whose supply of raw water is not fit for 
boiler feed, part icular attention should be paid to con
denser leakage. Where leakage is likely to be danger
ous, such expedients as expanding the tubes into one or 
both t ube sheets or using double tubes with an inter
mediate draining space have been proposed oi" adopted. 

In boilers there is a tendency toward larger sizes,. 
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higher pressure and higher superheat, although 300 to 
350 lb. and total temperatures of 600 to 650 deg. seem 
to be as high as boiler designers are willing to go at 
present. The continued high cost of economizers has 
led boiler manufacturers to develop a boiler with a 
higher tube bank to get at least part of the saving 
which could be realized with an economizer. 

Improvements have been made during the year in 
soot-blowing equipment, which while not entirely satis
factory is generally recognized a.s a necessary adjunct 
to the modern boiler. 

On horizontal-tube boilers there is a marked tendency 
toward the use of baffles inclined at an angle of less than 
90 deg. to the tubes. This plan is readily adaptable to 
furnace space requirements and desired flue-gas veloci
ties. 

The larger boiler units and the higher peak ratings 
with consequent fluctuations in rate of steaming are 
giving turbine manufacturers some concern because of 
fluctuations in superheat and consequent fluctuations in 
temperature of turbine parts. Several superheater 
manufacturers, anticipating this difficulty, are working 
on the design of separately fired superheaters. 

The excessive <:ost of high-grade coal and consequent 
necessity for utilizing low-grade coal have forced 
manufacturers of stokers to adapt designs to meet new 
conditions. The successful application of forced draft 
to chain-grate conveyor-type stokers opens up to this 
type a field heretofore pre-empted by the underfeed 
stoker. 

The packing and arching-over of coal in stoker hop
pers can be practically eliminated by the use of power
operated agitators installed at the base of the hopper. 
On the principle that the supply of coal and air is pro
portional to the rate of steam, several manufacturers 
are offering systems which control stoker speeds and 
the speeds of fans and other auxiliaries, through a 
master controller actuated by differences in steam veloci
ties. None of these systems has been in service long 
enough to justify unqualified indorsement. 

ECONOMIZERS AND OTHER POWER-PLANT 
AUXILIARIES 

As to economizers, partially offsetting their high cost 
at present are such other considerations as excessive 
coal prices, high flue-gas temperatures and the improve
ments in economiiers and fans. Relatively few changes 
have been made in the design of cast-iron economizers, 
but manufacturers of steel-tube economizers report 
many new developments. Considerable interest is being 
shown in the wrought-steel type on account of the 
higher boiler pressures now in use or contemplated. 

Corrosion, internal and external, is the most serious 
problem confronting the operator of economizer equip
ment. It is generally agreed that where trouble is be
ing experienced from internal corrosion some method 
must be used for freeing the air of dissolved gases. 
The remedy for external corrosion of tubes is to raise 
the temperature of the inlet water to the point where 
condensation of moisture does not take place under 
conditions of steady operation. Economizer leakage 
is another matter that requires care, especially in de
sign and construction. 

The most economical methods of maintaining heat 
balance in the larger stations are the house turbines in 
combination with a heater condenser and the straight 
electric drive with bleeding of the main units for feed 
water heating. The use of a house turbine lowers the 

cost of auxiliary switching equipment and reduces short
circuit current on auxiliary circuits. In general, Ameri
can manufacturers of feed pumps limit pressure to 
100 lb. per stage, although one is now building a single
stage pump, and in England a single-stage high pressure 
pump has been built for pressures around 400 lb. One 
pump manufacturer reports the installation of a com
plete plant for testing pumps with hot water under 
service conditions. This is a step in the right direction 
and should lead to beneficial results. 

Practically no trouble was experienced from sponta
neous combustion in coal piles during the past year, 
largely because coal stocks were low. As regards coal
crushing apparatus, some members of the association 
feel the manufacturers have developed crushers of large 
capacity at the sacrifice of uniformity of product. A 
decrease in peripheral speed of rolls would probably 
remedy this to some extent. Automatic coal samplers 
have not met with entire success on account of the diffi
culty of securing a representative sample. 

Disposal of ashes by sluicing appears to be gaining in 
favor. A combination of sluicing troughs and sand 
pumps was reported from one plant. 

LINE WELDS MUST BE MADE CAREFULLY 

A few years ago line welds were considered advisable 
in station piping to reduce the number of flange joints, 
but experience gained since indicates that they may be 
dangerously weak unless carefully made. There are 
several types of butt-weld joints in which the welds are 
reinforced with sleeves. Such joints have proved amply 
strong. 

As to valves, practically all stations using steam above 
200 lb. have standardized on steel-body gate valves with 
complete monel metal trim. Both hydraulically and 
electrically operated valves are being extensively used, 
a preference being shown for the electrically operated 
valve with the Dean type of control. Considerable ex
perience has deve!oped from leaking safety valves, often 
due to the carrying of the weight of the bent piping on 
the valve body. In many cases this can be overcome by 
installing a slip joint close to the valve outlets. 

It is hoped that a standardized color code for identi
fying the several types of power plant piping can be 
agreed upon as a result of the committee's activity along 
this line. 

The development of new types of boiler and turbine 
room instruments during the past year is promising. 
New instruments offered by manufacturers include: 
( 1) Recording pyrometers for indicating boiler furnace 
temperature; (2) combined CO, and CO recorders; 
(3) multiple-type draft gages; (4) flow meters for indi
cating small rates of flow of liquids under pressure, 
such as bearing oil or jacket water; (5) meters based 
on the principle of the alternating-current potentiom
eter for detecting condenser leakage. 

EVAPORATOR EQUIPMENT ENTIRELY SUCCESSFUL 

On the subject of feed water purification, a question
naire to member companies operating evaporators for 
feed purification indicated that evaporator equipment 
is successful and provides pure water at reasonable cost. 
The internal use of any substances in boilers seems to 
be coming into general disfavor. In general it will be 
found more satisfactory to treat the water in a separate 
treating apparatus. 

Developments in the field of pulverized fuel indicate 
a continued interest on the part of engineers in this 
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method of burning coal. The Milwaukee Electric Rail
way & Light Company recently put into operation the 
new Lakeside plant, which will have an ultimate capacity 
of 200,000 kw. and which is designed for burning pul
verized fuel. 

Eliminating the restrictions imposed by the layout 
of old stations in changing over from grates or stokers 
to pulverized fuel equipment, the question of high boil~r 
rati ngs aoes not seem serious. Such ratings are being 
obtained in new plants where boilers have ample com
bustion space and are designed expressly for burning 
pulverized fuel. The whole question of burning fuel 
efficiently is in process of solution and no one can fore
see the ultimate end. 

With respect to the burning of fuels other than coal, 
the committee report gives a number of suggestions 
regarding oil and gas burning. The burning of oil for 
power generation involves two economic considerations. 
Oil is used where it is the most efficient source of heat 
because of the absence of an adequate supply of cheaper 
fuel. It is used where such use affords a means of 
consuming an excess accumulation of crude oil, residues 
or distillates for which no other market is available. 

Brake-Rod Testing 
Breakage in Service of This Important Link in the Brake 

Rigging Is l\lade Improbable by the Testing of All 
Rods to Three Times the Stress to Which 

They Are Ordinarily Subjected 

THE Washington Railway & Electric Company had 
two serious accidentS1 due to breaking of air

brake pull rods, and it became necessary to give very 
close study to the condition and strength of the rods 
with a view to preventing a repetition of such occur
rences. At first a test was made on all cars of the 
system by running the air pressure (which ordinarily 
is 70 lb.) up to 120 lb. and then, while the brakes 
were rigidly applied, rapping the brake rods sharply 
the whole length with a 2-lb. hammer. Several faulty 
rods were thus found and broken. The causes of the 
breaking were fo und to be crystallized metal, poor mate
rial and, in a few cases, improper welds. None of these 
causes could be located by a close inspection, as some 
of t he welds looked perfectly good, but when broken 
showed the weld to be only 25 to 50 per cent good, and 
the poor material or crystallization showed up only 
when the rods were broken. 

In deciding on improvements the first thing was to 
get some good, dependable steel for making new rods, 
and after several tests electric furnace steel was 
decided upon. This was found to be tough, ductile 
and easily welded. One of the tests made was to bend 
a piece double while cold and put it under the ham
mer. 

The ordinary machine or soft steel which t he rail
way had been using fractured under this test, but no 
amount of hammering would make the electric steel 
show' the slightest s ign of a fracture. In making new 
pull rods great care is taken in making welds and 
the metal is allowed to cool very slowly. Every com
pleted rod before installation is put through a tension 
test in the special machine shown in t he accompanying 
illustration, which was made in the company's shops for 
the purpose. 

A separate air compressor and tank for this testing 
outfit were installed as the railway did not want to use 
the shop air line on account of the uncertainty of the 

air pressure being just what was wanted, namely, 100 
lb. per square inch. The tank is small so as to allow 
the full pressure to be pumped up quickly and at the 
same time is large enough so when air is applied to the 
cylinder it does not appreciably lower the pressure. 

The cylinder is 10 in. in diameter and the leverage 
is arranged to give 8,000 lb. pull on the brake rod 
under test, which is more than three times what the 
rod will get in service. The base to which one end 
of rod under test is fastened is made of two 50-lb. 
T-rails each 15 ft. long. The whole length of the web 
of these rails is drilled with 1 ¼-in. holes to allow a 
1-in. pin to be easily slipped through. The two rails 
are r igidly bolted together with the edges of the base 

,,.: : 
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ONLY GOOD BRAKE RODS PASS THE TEST 

touching, leaving a space between the ball of the rails 
in which a large link can be slipped and held in place 
with the pin. This link has a short chain, with shackle 
fastened to it, which is used to fasten the brake rod 
at that end. The other end of the brake rod is fast
ened to the cylinder lever. Brake rods up to 12 ft. 
in length can be tested on the machine. The piping 
between the air tank and the brake cylinder is as large· 
as possible. An ordinary straight air brake valve is 
used to apply the air which is admitted directly to the 
brake cylinder. 

The brake rod when under stress is rapped sharply 
with a hand-hammer, so as to show up any weak por
tions. In case a brake rod breaks under this test, 
a stop is provided which catches the lever, and a port 
in the side of the cylinder releases the air when the 
piston comes out beyond what it would under ordinary 
conditions. The pull rods on all cars passing through 
the general repair shops are tested on this de
vice, and several defective ones have been found that 
would otherwise very likely have broken down in service 
and caused serious delays if not accidents. 
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N. Y. E. R. A. Meets at Lake George 
The One Day's Session Was Devoted to Discussions on One-Man Car Opera

tion and Taxation-Two Prepared Papers Were Presented-W. 0 . 
Wood Was Elected President for the Ensuing Year 

ONE-MAN car oper
ation and taxation 
occupied the atten

tion of 250 members and 
guests at the thirty-ninth 
annual meeting of the New 
York Electric Railway As
sociation, held in the Fort 
William Henry Hotel at 
Lake George on J une 11. 
President T. C. Cherry, in 
speaking in his official ca
pacity, referred first to a 
state m en t in President 
Harding's inaugural ad
dress tpat the war had left 
various burdens, and then 
listed the specific burdens 
which the war had left on 

FRESlDENTl AL GROUP A T L AKE GEORGE CONVENTION 

R. B. Stearns, vice-presi
dent and general manager 
of the former Bay State 
System, who was present by 
invitation, traced the h is
tory of the application of 
one-man operation on that 
property. He credited it 
largely with the recent locaI 
improvement in financial 
status. This property was 
formed of seventy or more 
original railways covering 
a territory roughly 100 by 
40 miles in extent and hav
ing 940 miles of track, of 
which 187 has been dis
continued as unprofitable. 
Changing conditions, in
cluding the spread of the 

L eft to ri ght : vV. H. Collins, T . C. Cherry, J. F. Hamilton, 
H. B. ·w eatherwax and "\V. 0. "\Vood. 

the electric railway indus-
try. These were: Increased floating debts, deferred 
maintenance, labor contracts covering unreasonably high 
wages, labor contracts containing burdensome working 
conditions, contracts for material at abnormally high 
costs, large investment in materials and supplies on 
hand, a demand for necessary capital expenditures, and 
loss of credit. 

Fundamentally, Mr. Cherry said, electric railway 
transportation is a legitimate, sound business, but at 
present, while it is still legitimate, it is not sound, and 
the operators are confronted with the problem of re
storing the industry to its par value. Nevertheless, it 
seemed to him that in the last two years the public mind 
has become more favorable to the industry. Instances 
have occurred where the city council has offered no 
objection to a fare higher than that stated in the fran
chise. This condition has been accomplished by educa
tional work performed by operating men. 

Mr. Cherry thought that the phrase "efficient opera
tion" had been overworked. He suggested as a substi
tute the phrase "honest operation" and said that the 
manager who can effect intelligent economy in opera
tion is performing his part in restoring the industry to 
its par value. Such a man can meet the employees of 
his property, the patrons of his road and the stock
holders of his company without excuses. 

Secretary-Treasurer William F. Stanton read a report 
covering the membership and financial situation show
ing the association to be in a flourishing condition in 
both respects. 

ONE-MAN CAR OPERATION DISCUSSION 
PROVES STIMULATING 

The introductory paper on one-man car operation was 
r ead by W. G. Gove, superintendent of equipment 
Brooklyn Rapid Transit Company. It is abstracted 
elsewhere in this issue. He was followed by W. H. 
Burke, Stone & Webster, Boston, Mass. Mr. Burke's 
paper appears in abstract on another page. 

automobile, turned it from a profitable to a non-paying 
property, until in 1916 operating expenses took nearly 
or quite the entire revenue. Economies were about to 
be inaugurated when the company went into receiver
ship. Later the property was acquired at a foreclosure 
sale by the Eastern Massachusetts Street Railway. 

The State Legislature, finally appreciating the neces
sity for preserving electric railway service, passed legis
lation permitting operation by State trustees, having 
comprehensive powers. Taking advantage of t he op
portunity thus afforded, the public trustees were able to 
secure some money, which was partly spent in applying 
one-man operation. Safety cars were purchased and old 
cars were remodeled, a large amount of worthless roll
ing-stock being destroyed. 

Service with the new cars was inaugurated in the 
spring of 1920 and by the close of the year 250 cars 
were in use. In the summer of 1920 400 double-truck 
cars had been converted for one-man operation, and 
they were put into commission as soon as the labor 
situation warranted. Men who had operated the small 
cars picked the large ones when privileged to do so 
under the seniority rule, indicating a satisfactory atti
tude toward them. 

Starting with the operation of these cars in Septem
ber, 1920, t he company rapidly increased the number in 
use until today 93 per cent of a ll of the service operated 
on the system is one-man; 54 per cent with double-truck 
and 39 per cent with Birney car s. The remaining 7 
per cent comprises two-man, double-truck cars, most of 
which will permanently require two men for various 
reasons including use in two-car trains. The system is 
now practically "saturated" as far as one-man opera
tion is concerned. The Birney cars weigh, with track 
scraper, 16,500 lb. All of the company's one-man car s 
have been equipped, at a cost of $80 per car, with a 
device for making an emergency safety stop, as is re
quired in Massachusetts. None of these devices, a~. 
far as known, has been used by a passenger to date. 



1126 ELECTRIC RAILWAY JOURNAL Vol . 57, No. 25 

As to one-man-operation savings, Mr. Stearns said 
that these amount to $1,250,000 per annum. The 
energy saving of 16,000,000 kw.-hr. with the small cars, 
with coal at $10 per ton, is $240,000 and the labor 
saving $400,000. This is about $2,500 per car, in addi
tion to savings in track and equipment maintenance. 
The large cars save $600,000 yearly. The total number 
of men on the payroll is now 2,400 as compared with 
4,700 or more a year ago. Of the difference between the 
present and former operating staffs, 1,300 or more rep
resent trainmen. 

The safety cars are giving good service under widely 
varying conditions, former schedules are being main
tained, and two-man operation is an almost forgotten 
idea. No difficulty is experienced with fare collection 
in zoned territory. The safety cars are averaging 
31,000 car-miles per annum and the large cars on 
spec ial runs or in tripper service 20,000 car-miles. 

Mr. Stearns also spoke of the labor and fare situa
tions on his property, which have been covered in recent 
issues of this paper. 

ONE-1\TAN SERVICE ON SECOND AVENUE RAILROAD 

Charles E. Chalmers, receiver Second Avenue Rail
road, New York City, who has been operating this 
property for more than a year, told of his efforts to 
meet high costs by remodeling cars and operating them 
with one man on the East Side in that city. Having no 
money wherewith to purchase safety cars he is making 
over double-truck cars as described in a recent issue of 
the ELECTRIC RAILWAY JOURNAL. 

As the property comprises lines operating through 
districts with foreign-born populations there was at 
first some uncertainty as to t he result. The first four 
cars were made for either one-man or two-man opera
tion, but as they proved popular as one-man cars later 
practice has been to make them straight one-man cars 
at a cost of $315.30 per car. This cost will be saved 
in one year through accident reduction alone. The Sec
ond Avenue line was first equipped and for the first 
five months of the year showed earning power practi
cally equal to the two-man cars on First Avenue even 
when the popular open summer ca rs were used on the 
latter. Selecting a day at random, Mr. Chalmers found 
on June 2 that t he one-man cars took in $35.97 each 
and the two-man cars $34.62. The present plan is to 
change 100 open cars to a convertible type for all year 
one-man service. The one-man cars are faster, also. 

With average wages of 62 cents per hour on the 
one-man and 57 cents on the two-man cars and a 
ten-hour day , the former saves $364 per day for fifty 
cars with night service or $133,152 per year. 

Karl A. Simmon, Westinghouse Electric & Manu
facturing Company, the next speaker, said the present 
single-end standard safety car weighs 15,300 lb. and 
the doub!e-end car 15,800 lb. One great advantage of 
the standard safety car is that it can use standard 
equipment, and the history of the safety car motor 
shows that it has been manufactured in its present form 
for about five years, which is a fairly long time for a 
motor. 

Changes in motor design mean changes in the 
machinery for manufacturing motors, and frequent 
changes increase the cost of manufacture. Where pro
tection against cold weather has been introduced in the 
car, its weight has got up to about 17,000 lb. 

Up to the time that the weight of the car did not 
exceed 16,000 lb. it was what might be called a "uni-

versa!" car; that is, it could be used under almost any 
conditions of grade, etc. Above that weight the motors 
might be overloaded under arduous conditions of grade, 
acceleration, etc., as the motor capacity would then be 
less than 6½ hp. per ton. The weight in different forms 
of transportation, per passenger carried, varies from 
nothing, with walking, to about 2,200 lb. per passenger 
seat in a Pullman car. Within these two limits will be 
found the most economical weight. 

George H. Tontrup, National Safety Car & Equip
ment Company, St. Louis, said that car standardization 
means not only a cheaper car but t'hat the companies 
could more easily finance their car purchases. It had 
been shown that a light car can be built as strong as 
a heavy car. The very early safety cars weighed less 
than 13,000 lb. and they are still in good operating con
dition. If the railway companies want to make 
changes in the present standard car they should decide 
what changes they want and then standardize on those 
changes. 

J. C. Thirlwall, General Electric Company, said that 
in the addresses of Mr. Gove, Mr. Burke and Mr. Stearns 
the delegates had heard from the users of about one
fourt h of all of the safety cars in the country and they 
had testified to its success. The car is now recognized 
as being suitable even to very congested streets in large 
cit ies, as on lower Fulton Street in Brooklyn. Mr. 
Stearns was pioneering with the one-man car for inter
urban use. The speaker then gave the facts about 
safety-car interurban service on the Cincinnati, Milford 
and Blanchester Railway, described in the issue of this 
paper for May 28. He told about the system of fare col
lection on the line, which has twenty-two zones, and said 
that in t he four months the system has been in opera
tion there has been no over-riding, so far as the com
pany knows. He said he had asked the car operators 
if the system of fare collection used had delayed them 
in the operation of the 'cars and they had replied that 
it had not and they preferred it, as they were "not 
bothered by conductors." One-man car operation of 
interurban cars was in about the same status now as 
city operation was three or four years ago, but the 
speake·r saw no reason why one-man cars could not be 
used on interurban roads, un:ess possibly on the most 
heavy routes. He urged the use of safety devices on 
the cars if for no other reason than to satisfy the pub
lic. He also urged the use of a light car for its reduc
tion on power consumption and declared that on the 
Cincinnati line mentioned the power saving was con
sidered as great as the labor saving. This condition 
of affairs would be apt to occur on other interurban 
lines. 

DISCUSSION ON TAXATION 

Ralph R. Rumery, consulting engineer of New York, 
then described the development of the last few years 
in taxation of the electric railway companies in New 
York State. He said that the principal state taxes were 
local taxes on real estate and the special franchise 
tax. The division of the money received from the state 
income tax among the various tax districts upon the 
basis of the assessed valuation of real property in each 
tax district provides an incentive to the local taxing 
body to increase local assessments. Certain firms of 
engineers are circularizing the state offering their 
services toward increasing corporation assessments, 
taking a percentage of such increases as their fee. In 
view of this situation, the companies should be prepared 
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LO offer ev idence as to proper assessment figures. 
Where t he local assessments of corporation property 
a re obviously too high, he urged that the figures be 
brought to the attention of the Bureau of Equalization 
of the State Tax Commiss ion. This bureau has a corps 
of engineers whose duties are to assis t in the correct 
valuation of property subj ect to local assessments. 

There is a movement now, he said, to substitute for 
the spec ial franchise tax a tax on gross earnings, which 
would bear with special severity on t hose companies 
with high gross but low net receipts. Moreover, the 
speaker said the history of g ross earnings taxes was 
usually a gradual increase in t he percentage of the tax. 
In conclusion he urged greater care in calculating de
preciation fo r inventories . He said that most companies 
used the str aight line method and referred to numerous 
instances where this method had g iven incorrect results. 

H. C,. Hopson, speciali st in utilities, certified public 
accountant, etc., New York, said that there was a great 
variation in the policies in the different states in regard 
to taxation of public utilities, particularly electric rail
ways. This fact should be borne in mind in a ny com
parison of wages paid or fares charged, because with 
taxes as high as they a re at present the amount of 
taxes to be paid has a ma rked effect on the fare which 
must be charged and on the ability t o pay wages. He 
listed the taxes which the electric railway companies 
of New York have to pay as follows : State taxes: 
State, county and real estate city tax; tax on special 
franchise; gross earnings tax; tax on dividends amount
ing to 3 per cent on dividends in excess of 4 per cent; 
mortgage recording tax. Federal taxes: net income 
tax on issuance of capital stock. Special taxes: paving 
transportation tax; tax on interest on mortgage bonds 
paid on behalf of bondholders to avoid withholding; 
tax on issuance of capital stock. Special taxes : paving 
tax. 

He declared that if the normal federal income tax 
should be increased, as is proposed, to say 15 per cent, 
it would have a serious effect upon the companies. 
Heretofore they had been but little affected by the 
federal income tax because of the large proportion of 
t heir capital which is made up of bonds. The National 
Industrial Conference Board had, however, recom
mended that public utilities should be exempted from 
increa sed income tax, but such recommendation had 
received no cons ideration by either of the last two 
Secretaries of the Treasury. 

Local t axes, he said, were also becoming more 
arduous because formerly , with local taxes, a company 
could argue the merits of its case, but with the pres
ent elaborate reports which have to be rendered to the 
state tax commission and not required from individual 
property owners, the utility taxes are '.iable to be higher 
in proportion to the value of the property than those 
of other property owners. He urged the companies to 
appoint a committee on taxation to look up the practice 
in other states and what proportion of the tax burden 
other businesses in New York State were bearing. He 
believed that such a committee would find that the rail
ways were bearing far more than their proportion of 
taxes. He continued that throughout the state there 
was a demand for better service, but the companies 
cannot get money to extend their service if they have 
to pay anywhere near such taxes as at present. Within 
the last few years railway taxes have greatly increased 
not only actually but relatively to gross and net re-

ceipts, alt hough the properties often were decreasing 
in value. This has been the case notably with the 
so-called paving tax. At one time the ci ties believed 
that it was necessary only to pave the main street s. 
Now, with existing auto traffic it is thought that many 
more must be paved, and the time will come soon when 
practically a ll str eets. on which there are tracks will 
he paved, H e cited the case of one road near Buffalo 
which is fighting to take up its tracks to avoid paying 

for paving two-thirds of a highway 
which will be used exclusively for 
automobile competition. 

In conclus ion he urged that so long 
as the railways remained in their 
present financial condition, they 
should give greater attention to ac
counting statements based on actual 
receipts and disbursements, instead 
of confining their a ttention to operat
ing revenues and expenses, kept as 
they were on the accrual basis, which , 
w hen not cons idered in connection 
w ith other portions of the accounts, 
oft en gave an incomplete picture of 
the financial condition of the property. 

In this connection he also urged 
that the executives and financial offi
cers make a greater effort to educate 

the operating officials about the financial condition of 
their property so that the tendencies to dema nds by 
municipalities, or recommendations by operating depart
ments for expenditures which the company co uld not 
afford, might be more readily checked. 

SECRETARY 
S T AN TON 

ELECTION OF OFFICERS 

At the conclu sion of the discussion the following offi
cers were elected : 

President, W. 0. Wood, president New York & 
Queens County Traction Company; firs t vice-president, 
Benjamin E. Tilton, vice-president and general manager 
New York State Railways, Syracuse, N. Y. ; second 
vice-president, W. G. Gove, superintendent of equipment 
Brooklyn Rapid Transit Company. Executive commit
tee: W. J. H arvie, general manager Auburn & Syracuse 
Electric Railroad; E. J. Dickson , vice-president Inter
national Railway; A. E. Reynolds, general manager 
United Traction Compa ny, Albany, and C. E. Morgan, 
assistant general manager Brooklyn City Railroad. 

After hi s induction as president Mr. Wood expressed 
an appreciation of the honor of his election and urged 
that in the future the association could well take into 
its inner counsels the manufacturing members and 
those in professional capacities. The meeting t hen 
adjourned. 

THE BANQUET 

The concluding feature of the meeting was the annual 
banquet, at which President Cherry was toastmaster. · 
He read some "fake" telegrams purporting to come from 
men prominent nationally, and then introduced Hon. 
John A. Barhite, formerly Public Service Commissioner 
for the Second District, New York State. 

Judge Barhite said that he was pleased to be able to 
address unofficially the men whom he had known through 
his work as commissioner. The public ideas regarding 
these men, he said, have changed, and the railway man
ager is coming to be known no longer as one who is "out 
to do" the public . One trouble with the railways today, 
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however, is their failure to insist fully upon enjoying 
the rights guaranteed them by the Constitution of the 
United States. They should devote more attention to 
explaining to the public what these rights are. The people 
should understand that the idea that the terms of a 
public service franchise are forever binding is not 
necessari ly true, as there is a power which can change a 
franchise when constitutional rights are involved. It is 
t oo late, said Judge Barhite, to begin educational work 
when a crisis has arrived, as it is a process requiring 
t ime. There should be a constant effort to explain to 
the public the legal status of the electric railways. 

Judge Barhite was followed by Dr. Willard Scott of 
Boston . His address covered the general theme of con
trast s in various aspects of life and was illustrated with 
numerous witty anecdotes. The serious purpose of the 
address was to show t hat changes are inevitable and 
not necessarily t o be deplored, but the problem for the 
individual to solve is one of adj ustment or adaptation. 

R AIN C OMPLICATES ENTERTAI NMENT PROGRAM 

Outdoor sports were interfer ed with by inclement 
weather , but golf enthus iasts managed to play between 
shower s, and many "convent ionites" stayed over the 
week encl . The ladies wer e well provided for with card 
games during the meeting, and an excellent or chestra 
played for dancing and gener al enter tainment. The 
singing of the Manhattan Quartet during and after the 
banquet was greatly appreciated. 

One-Man Car in Its Present Relation to 
Operating and Maintenance Costs~ 

BY w. G. GOVE 
Su perin t end en t of Equ ipment Brookl yn R a p iu T r a ns it Co mpa n y 

THE electric railway indust ry, to a greater degree 
perhaps than was or is the case in any other line 

of public utility, has s ince the period immediately pre
ceding our entry into the r ecent world war been very 
generally occupied in t rying to "make both ends me9t." 
Operating and maintenance costs have mounted by leaps 
and bounds, taxes have been considerably increased and 
other burdens added, and only very recently has it 
seemed as though the "peak" had been reached. We 
are in general living in a post-war period of price and 
cost discussion, and although there has recently been 
a tendency toward lower price levels for materials 
entering into the maintenance of our properties, it must 
be kept in mind that as labor is usually a large part of 
the cost of producing supplies and equipment the process 
will be slow, as wages can be reduced only gradually. 
Four or five years ago most maintenance work could 
be considered upon a basis of 50 per cent labor and 
50 per cent material cost. It has now been distorted 
more nearly to a 75 per cent labor and 25 per cent 
material basis. It is therefore obvious that the large 
and moRt important item is "labor," and it appears that 
we will have to face a disproportionate cost in this 
respect for some time to come, especially in localities 
where there has been no decrease in wages from the 
high peaks reached in 1920. 

" One-man car operation" is a term with which we 
have become thoroughly familiar within comparatively 
r ecent years. The great step forward came through 
the introduction of the Birney safety car, approxi
mately six years ago. In its production thorough con-

* Abstract of a d d ress a t m eeting of the New York E lectric R a il
way Associat ion a t Lak e George, N . Y. , June 11, 1921. 

sideration was given to the possibilities of reduced 
operating costs and with minimum weight consistent 
with reasonable strength. Its particularly novel fea
ture was in provision for one-man control on a practical 
bas is. 

Its pathway of introduction was by no means easy, 
having been opposed by railway operators because of its 
diminutive proportions, by platform men through their 
unions because of the labor-saving qualities, and by the 
public because it just did not know. This combination 
of opposition did not apply in every instance, fortunately. 

The foresight of those who devised the means of 
control, commonly called the safety features, contrib
uted probably the greatest single measure to success, 
fo r it must be remembered that in the standard safety 
car we have a single unit with a uniform method of 
operation which has successfully met the operating 
conditions on approximately 250 different railway prop
erti es . Aside from this, in practical:y every instance 
where opposition to such operation was expressed it 
was on the basis of safety, and with the safety devices 
in evidence the opposition was overcome. 

Another factor for which we are indebted to the 
manufacturers allied with our industry, rather than to 
those actually engaged in operation, is the perpetuation 
of standards in design. Unfortunately there is in evi
dence among our various properties an inclination to 
inject into the details of car design and construction 
too great a reflection of our personal views as gathered 
from our own property. As a matter of fact, while we 
a re all producing and selling the same thing-street 
railway transportation-there was, before the advent of 
the safety car, practically no two lots of cars ever con
structed over the same specifications, and in this prac
tice there must have been a direct charge, for which 
we are responsible, to cover a tremendous range of 
development. Now there are in service near:y 5,000 
safety cars of a single uniform type and the range of 
ser vice delivered by them comprises cities of population 
varying from 20,000 to 2,000,000. 

As to economies, •it is difficult to express the items in 
the particular manner which might appeal to you indi
vidually. The platform saving is obvious. The track 
maintenance saving is prominently indicated, although 
I do not recall any figures on the subject. Boarding 
and alighting accidents are practically eliminated 
through the novel method of interlocking doors and 
steps with air brakes. Power costs are greatly re
duced. It has been stated that a single safety car means 
a direct saving of from $1,800 to $2,600 per year, de
pending on the basis of comparison, and if we may pre
sume an average of $2,000, it will be seen there is 
already in action a potential saving of $10,000,000 per 
year in our industry. Taken on any basis, the total will 
prove imposing. 

In regard to the · subject of relative sizes of cars 
necessary, I do not recall a single instance in the studies 
I have made of this subject where, with suitable track 
facilities, the standard safety car could not meet traffic 
requirements. The limit of its capacity may be directly 
ahead, but certainly it has not yet been attained. With 
the growing movement at hand looking toward the use 
of large cars under one-mart operation, it will be pos
sible to satisfy, at higher cost, the conditions which 
prohibit use of the small car. 

The same principles of un"iformity of equipment and 
operating methods and the same reasons for safety 
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devices apply to the conversion of double-truck cars. 
The need is just as great, the human element equally 
fallible. Until recently the total number of double 
and single truck cars converted for one-man operation 
was about 700, but there has been a very decided in
crease in such activities, particular:y in the East, and 
it is evident this means of effecting economy will expand 
greatly. I have within the last two weeks noted with 
particular interest the introduction of the one-man 
principle into the interurban service operating out of 
Cincinnati, Ohio, by means of single-end, double-truck 
cars, seating forty-seven and equipped with all standard 
safety devices. This operation is reasonably typical of 
interurban service. 

Whether the rebuilding of existing cars and using 
existing motors of the older and heavier types is advis
able depends to a great extent upon the length of time 
such larger cars are required for use. If required 
throughout the entire day the principal factor to be 
considered is the amount of power that will be con
sumed by the rebuilt cars due to their weight and larger 
motors as compared with new cars of the same capacity. 
These can no doubt be designed and constructed of con
siderably less weight per passenger capacity, and when 
equipped with new motors especially designed for the 
particular service will have a considerably lower power 
consumption. 

A very few operating companies are advocating and 
one or two have purchased safety cars with an in
creased length of platform having both an entrance and 
an exit door. The number of points where both doors 
may be used to advantage, however, are so few as to 
make the excessive cost of construction and increased 
cost of power due to the added weight seem unwarranted. 

The surface lines of the Brooklyn Rapid Transit Sys
tem have had 206 standard Birney safety cars in opera
tion for a year and a half. These are operated on thirty
five different lines with service varying from shuttle 
service, where but one car is used, to through lines, 
where a varying number of cars up to a maximum of 
twenty-one on a line is used. One of these through lines 
operates on lower Fulton Street in Brooklyn Borough, 
which is one of the most congested sections in any city 
in the country. These cars operate without the slightest 
difficulty and are interspersed with cars of both larger 
and heavier types at the present time. 

When placing these cars in service the headway was 
changed on but few lines and on these lines it was 
shortened. With the use of the safety car fare boxes 
were placed in service, where on cars previously used 
fares were collected by the conductors. This has re
sulted in an increase of revenue, attributed in some 
cases to less stealing and in others to the fact that no 
fares are missed. The operators of safety cars in 
Brooklyn are paid an additional 5 cents an hour, so that 
the saving in platform costs has been on most lines 
50 per cent less. 

The general attitude of the public regarding the use 
of safety cars in New York City has been favorable and 
the attitude of the operators has also been generally 
satisfactory. No difficulty has been experienced in 
maintaining schedules even with the additional duration 
of the stops caused by the use of the safety car where 
full stops must always be made for both boarding and 
alighting passengers, where previously the cars used 
permitted "flying" stops as they were not fully ves
tibuled. 

I have not given any actual data and statistics as to 

the weights, speed, power consumption, costs of operat
ing, etc., of the safety car as compared with other types 
of cars, as no doubt these are known by you, such data 
having been published in the ELECTRIC RAILWAY JOUR
NAL and other technical publications as well as having 
been presented in papers that have been read during the 
past two or three years at the meetings of various 
railroad clubs. 

In concluding, I wish to make plain that, at least to 
my way of thinking, the development of the "safety 
car" and the "one-man" principle has been and is one 
of the most promising fields for economy in our industry 
today and that the greatest credit is due to C. 0. 
Birney, whose foresight and courage disregarded past 
practice and prejudice, and to the Stone & Webster 
corporation, whose faith in Mr. Birney's judgment and 
financial backing introduced the car first to compete 
with the jitney in the West and Southwest and later 
firmly established the car as a regular institution for 
general use. I also wish to point out that this is a 
prominent example of what can be done by active 
co-operation of the manufacturer, the purchaser and the 
operator in shaping standardization of design, which I 
referred to in a talk before this association a year ago. 
It is obvious that more prompt, complete and economical 
results in determining standards of design, construc
tion and practice can be obtained for the industry than 
are obtained from committee work that, after all, merely 
scratches the ground. Members are prolific with advice 
for determining what others should do, but are often 
quick to find reasons why they cannot "practice what 
they preach." 

I earnestly recommend to those intrusted with the 
operating of our properties, both within this state and 
elsewhere, the prompt, serious consideration of adopt
ing and extending one-man car operation over their lines 
and not prejudge such as impracticable. 

Development of the Safety Car~ 
BY W. H. BURKE 

Ston e & W ebster, Inc .. Boston, :\lass. 

T HE development of the Birney car d·ates back to the 
time when the electric railway companies under 

Stone & Webster management, along with practically 
every other company in the country, found themselves 
operating a lot of heavy double-truck cars weighing 
from 1,000 to 1,500 lb. per seat, and when only half the 
seats were taken, this meant unit weights of from 2,000 
to 3,000 lh. per passenger. 

We decided that the companies were losing a great 
deal of short haul traffic and also longer haul business, 
which could be secured and profitably handled if it were 
possible to develop a very light-weight car with which 
we could afford to operate shorter headways. Then the 
jitneys came along and the matter was quickly brought 
to a head. 

The first Birney car was a double-end car seating 
twenty-nine people and weighing 13,000 lb., or only 450 
lb. per seat. Since then, a few minor changes in design 
have been made. The latest design of double-encl car 
seats thirty-two and weighs about 15,300 lb. , or 480 lb. 
per seat. The Ringle-end car weighs 14,500 lb. and seats 
thirty-five, so that its unit weight is 415 lb. per seat . 
However, the latest car is the same in substantially all 
essential details as the first car built. 

*Abstrac t of a<lcl re:ss at m eeting of tlw New Yo rk Electric 
Ra il way AsFociation at La k e G eorge, N . Y., June 11, 1U21. 
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Commercial operat ion of the Bir ney car was fi rst 
s tarted in F ort Worth, Tex., on Nov. 1, 1916. On t hat 
date t he Nort hern Texas 'I)·action Company replaced all 
of the two-man equipment on its Summit Avenue line 
with Birney cars, ten cars having been purchased fo r 
t hi s service. By 1919 t here were 1,200 of these cars in 
use in t he United States, a nd by 1920 nea rly 4,000. 
Today there are upward of 5,000 in use. 

To a company contemplating one-man oper atio n, two 
or three fa ctors are of pa rti cular inter est. Take first 
the matter of selecting and training operators. The 
men picked should be enthusiastic; in other words, they 
must be sold the one-man idea because t hey will have 
more to do than any one else in making the Birney car 
a success . Other requirements are alertness, adaptabil
ity and abi lity to concentrate. Courtesy is a prime 
requi rement, and the men should have had a good record 
in two-man service. \Ve have never followed t he senior
ity rule in picking Birney car operators, and our expe
r ience has been t hat it makes little or no difference 
w hether a man has previously been a motorman or a 
conductor provided he measu res up to t he requirement s 
mentioned. 

Her e, briefly, is t he plan adopted by one of our com
panies a bou t a year and a half ago for t ra ining platform 
men, and it has worked out very sati sfactori ly. This 
company has about ninet y one-man cars, 130 other city 
cars and forty-five interurban cars . We will assume 
t hat t he man has come through the preliminaries and is 
reporting to an inst r uctor to break in . For the fi rst day 
he obser ves operation of a Birney car on the instructor 's 
regular run . The next day t hey take a Birney car out 
on some outlying line where they won't interfere with 
traffic, and the student becomes familiar with t he me
chanical and electrical features, and learns to operate 
t he car in a preliminary way; thi s covers starting, 
stoppi ng, getting and keeping t he car under control, 
taking switches, etc. This requires from t h ree to 
five days. 

The student next learns to operate the car on t he 
instr uctor' s run, and then is transferred to two-man 
tripper service. He first operates on the same end with 
t he instructor and later operates each end with the 
instructor taking the other end. This continues until 
he has covered practically every city li ne. In this way 
he learns the various schedules, streets, transfer points, 
e t c. , and in fact gets a good idea of t he system as a 
whole. Then he is O.K.'d fo r work, but t he instructor 
st ill keeps in touch with him and helps him in every way 
possible. 

The aYerage breaking-in time under t hi s plan has 
been 210 hou rs, the longest being 355 hours and t he 
shortest 135. Under t he plan fo rmerly in fo rce, the 
average ti me was a third longer and t he man was not 
instructed nearly as completely as he is now. As for the 
older men, motormen and conductor s, t he company de
voted two weeks last summer t o breaking them in on 
Birney cars. Not one was di squalified by his instructor, 
and in only two or three cases did t hey qu it of their own 
accor d. This means that every platform man in this 
company's employ is a th ree-way man: he can operate 
a Bir ney car and either end of a two-man car and can 
do it on any line in the city. Furthermore, the matter 
of r uns and t he extra list problem are greatly simplified, 
and only one regular and one extr a board are required 
fo r t he city service. 

The h ighest type of supervision and instruction is 
n ecessary in introducing the one-man operation, and the 

shop force should be instructed in maintaining the 
safety equipment . Usua lly a r epresentat ive of the 
manufacturer s will attend to th is if des ired. And here 
I want to say a word of appreciation of Mr. Beck of 
the Westinghouse Company and Mr . Thi r lwall of the 
General E lectric Company. They have contributed 
g r eatly to t he success of t he Birney car , and t he indus
try owes t hem a unanimous vote of thanks. 

As to the introduct ion of the car to the public, it is 
important, of cou rse, to start it off with its best foo t 
forward. Neither t he public nor labor· should get the 
idea that t he company wants to hog all the advantages. 
Our compan ies have a lways shar ed the savings with the 
man through somewhat higher wages, and with the 
publi c in t he way of bet ter service. 

We have never made it a practice to start one-man 
oper ation wit h anyth ing but new cars of the standard 
Bir ney type. We feel that the service should be mate
rially improved at first , except possibly in the largest 
citi es on lines where t he headways are already very 
short. Too much se rvice is better t han too little for a 
time, because it is service more than anything else that 
sells the car to the public. Above all, the Birney car 
should not be regularly overloaded. If it is, the public 
get s t he idea tha t t he company isn't " toting fair," and 
thi s ca uses dissatisfact ion. 

There was some labor opposi t ion in the early days, 
because t he men had t he idea that the introduction of 
t he Birney car meant t hat half of them would lose their 
jobs. It doesn 't wor k out thi s way, of course, because 
the increased number of Birneys operated and the nor
mal labor turnover will usually t ake care of this. In 
fact, I don't know of a single case where any of our com
panies has been forced ar bitra r ily to discharge any men 
as t he result of one-man operat ion. 

The psychology of t he local public is a facto r in intro
ducing t he ca r , and possible objections should be antici
pated and met in advance as fa r as possible. We have 
found newspaper adver t ising of value, but believe it 
shou ld be concentrated into t wo or th ree days before 
operation is begun. Otherwise, if there are any dis
senters, it g ives t hem j ust so much more time to formu
late object ions. Once the car is properly introduced it 
is its own best advert isement, and, practically without 
exception, we have found the pr ess comments favorable. 
Some of t he press comment is usually along humorous 
lines, and t hat helps, because so long as you can keep the 
public laughing you won 't have much t r ouble. 

As to the economics of the Birney car , the savings are 
very substantial. Without exception, I believe, we have 
fo und that with shorter headways earnings have shown 
a very substantial increase. Here are a few typical 
cases of the r elation between increased earnings and 
increased mileage for a few of our companies: 

P er Cent 
Increase 

in Mileage 
T a mpa- one line ........... .. . 29 
Tampa-one line. ... . . . . . . . . . . . . . . ....... . . 
E l P aso-one line. . . . . . . . . . . . . . . . .... .. . . . 

51 
48 

E l Paso- one line .. ... .. .. . .. . . .. .. . .. . . . ... . ... . . 40 
H ouston (heavy jitney competition) . .. ............. . 
T a coma-one line . . . .... . . . ..... . . .. . ............ . 

70 
20 

Tacoma-one line . . . . .... . ..... ...... . ........ . 75 
T acoma-one line . . .. . ... .. ... .... . . ... .. ... . ... . . 3 

Per C ent 
Increase 

in Earnings 
13 
51 
50 
36 
40 
25 
42 
17 

We feel that it is very conservative to assume an 
increase in earnings and mileage at the ratio of 1: 2, 
that is, with 30 per cent more mileage we will get 15 
per cent more gross. No increase would be expected, of 
course, where headways are two or three minutes with 
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two-man cars and, t herefore, short enough to get all 
the business there is. 

The most obvious savings in expense are in platform 
labor and power. There is also a saving in maintenance, 
but until the Birney car is older it is impossible to say 
definitely what it will be in the long run. 

There is a marked reduction in accidents in substan
tially all cases; step accidents are virtually eliminated. 
An analysis of our companies for the first five months of 
1920 show the following results: 

One-i\Jan 
Car-miles opera ted per accident ...... . . . . . . . . . . . . . 18, I 00 
Passengers carried per accident. ..... . . . . . . . . . . . . . . . . . 88,700 
Paid out in settlements for ench 1,000 car-milC's operated .. $10 60 

Two-:\Jan 
10,800 
73.800 

$15. 00 

As a broad proposition I think you can figure con
servatively on a saving of not less than $2,500 per car 
per year with Birneys on a car for car exchange, and 
with a third more service, and the increased earnings 
which result the saving in net is around $3,500 per year 
for each Birney car purchased. 

As regards the remodeling of existing equipment, we 
are now operating 100 rebuilt cars, quite a percentage 
being double truck. With Birney operation well estab
lished, we have found no objections on the part of any 
one to the use of rebuilt cars, and we feel that the oper
ation of double-truck one-man cars has tremendous pos
sibilities. After all, the step from single- to double
truck one-man operation is not as radical as the original 
change from two-man to Birney cars. In general, we 
believe that no valid objection can be r aised to rebuild
ing double-truck cars for one-man operation if safety 
devices which are standard for the Birney car are used. 

Slotting Increases Life of Commutators 

THE effect of commutator slotting in reducing the 
number that it is necessary to turn for flat spots, 

rough surfaces, etc., is very forecfully illustrated by 
the accompanying graph showing the number of com
mutators turned by the Memphis Street Railway Com
pany. This company purchased a General Electric 
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Company's commutator slotter in 1911 and began the 
work of slotting the commutators of all armatures. 
During the year 1911, 1,115 commutators were turned. 
The sudden drop in the graph after this year is very 
noticeable and in the year 1918 but 115 commutators 
were turned. 

Cost of Living Chart 

T HE monthly review of the Federal Reserve Bank of 
New York for June 1 presents a series of interest

ing charts of prices, including the one reproduced, 
which shows wholesale prices of certain groups of com-
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modit ies in the United States, expressed in percentages 
of t he average figures for 1913. Another chart shows 
wholesale commodity prices in the United States and 
England from 1790 to date. The United States figures 
have three peaks, namely, about 1814, 1865 and 1920, 
all approximately the same height. 

Retail Prices of Foodstuffs Still Falling 

T HE United States Department of Labor through 
the Bureau of Labor Statistics has given out the 

changes in retail prices of food in nine principal cities 
of the United States. These changes are based on the 
prices of forty-three articles of food. During the month 
ended May 15, 1921, the retail cost of food in Bridgeport 
decreased 3 per cent; in Newark, 6 per cent; in New 
Haven, 5 per cent; in New York, 4 per cent; in Norfolk, 
4 per cent; in Philadelphia, 5 per cent; in Providence, 
3 per cent; in St. Paul, 8 per cent ; and in Washington , 
5 per cent. 

For the year ended May 15, 1921, the decrease 
was 29 per cent in Bridgeport; 30 per cent in Newark ; 
31 per cent in New Haven; 29 per cent in New York ; 
30 per cent in Norfolk; 32 per cent in Philadelphia ; 30 
per cent in Providence; 37 per cent in St. Paul ; and 29 
per cent in Washington. For the eight-year period 
May 15, 1913, to May 15, 1921, the retail cost of food 
shows an increase of 39 per cent in Newark ; 43 per cent 
in New Haven ; 49 per cent in New York ; 51 per 
cent in Providence ; 44 per cent in Philadelphia; and 
53 per cent in Washington. 

The Bureau of Standards has r ecently issued its mis
cellaneous publication No. 46, describing the war wor k 
the Bureau of Standards. 
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Trackless Trolley Tested at 
Schenectady 

Successful Demonstration of First Vehicle Built for the 
Virginia Railway & Power Company-Bus Has 

Seating Ca pacity Equivalent to the One-
Man Safety Car 

A DEMONSTRATION of the trackless trolley bus 
was given June 15 at the Schenectady plant of t he 

General E lectric Company, where a two-wire overhead 
system for the operation of this type of car was strung 
up over a route of about ½ mile. There were more t han 
one hundred rai lway officials present to witness and 
participate in t he demonstration, wh ich caused much 
comment: T he "Trollibus" operated t hroughout the day 
over a h1g~way route having several kinds of paving, 
namely, brick, macadam and ordina ry dirt and cinder 
road. The test s were declared in every respect success
~ul. After t he morning demonstration the party ad
Journed to the Mohawk Club, where a buffet luncheon 
was served. 

The t rackless trolley bus resembles in general size 
and appear ance t he pr esent one-man single-truck safety 
car and seats thirty passengers. The equipment con
sists of a single railway motor and a contr oller a r
ranged for foot operation. Two overhead wir es on 
14-in. center s supply t he current, which is t aken into the 
car by a sliding type collector, maneuver ed by the 
motorman from his seat, and allows a leeway of 18 ft., 
or 9 ft . oo each s ide, for passing other vehicles. 

T his arrangement a llows two cars to operate in op
pos it e directions on t he same wire; on meeting, the 
operat or can swing off to t he side, disengage the col
lector or trolley pole and, after t he other car has passed, 
can r econnect it with t he trolley wire and pr oceed. 

·when running over the track area of the system; 
t hat is, in r eturning to t he carhouse, the t rolley bus 
is equipped with an adapter on t he collector for con
nection wit h the standa r d overhead t rolley wire and a 
shoe which fit s into t he t rack g r oove, t hus giving the 
necessary g round connection . 

The chief advantage of t he trackless over t he regular 
t rolley system is t he low init ial capital investment. 
To install a s ingle-t rack trol:ey line on an unpaved 

GENERAL V IEW OF T ROLLEY BUS, l\IOUNTED ON SOL ID 
RUBBER C.A T E R P ILL.AR TIRES 

AT LEFT, O P E R ATOR'S COMPART MENT, SHOWING OP E R 
ATING AND TROLLEY CON TROL MECHANI SM; A T ' 

R I G HT, I N T ERIOR OF TROLLEY B U S, SHOWI NG 
SEA TING A RRANGEMENT AND FINI S H 

street cost s abo ut $35,000 per mile. On a paved street, 
where the railway company is forced to pay for the 
pavement between t he rails and 2 ft . outside, the cost 
jumps to $75,000 per mile. The overhead trollev distri
bution system for a single t r olley line costs ;pproxi
mately $4,500 per mile, and where a double set of trolley 
wires is strung the cost will be about $5,500 per mile. 

As compared with t he gasoline-driven motor bus the 
oper ating and maintenance cost is said to be much 
cheaper. From t he standpoint of the rider, it is also 
claimed, it provides a service of equal reliability and 
comfort, and in many cases the operation is faster and 
smoother, especially where the streets are w·ell paved 
and maintained. According to st atistics given out by 
the General E lect ric Company, that portion of operating 
costs for gasoline and lubr icat ing oil of the motor bus 
averages 5 cents per mile, wher eas with the trackless 
trolley the cost of electricity is but 2 cents a mile. The 
maintenance of equipment, including tires, averages 
9.5 cents per mile fo r the motor bus, as compared with 
4 cents for the trackless t rolley. Depreciation on the 
gasoline bus averages 3.4 cents per mile as compared 
with 1.9 cents for the trackless trolley. The saving in 
favor of the trackless trolley is ther efore 10 cents per 
bus-mile. Figuring t hat t he average bus runs 33,000 
miles per year, this means a saving of $3,300. The first 
cost of a trackless trolley installation is higher than a 
gasoline bus, due to t he overhead construction required. 
Interest , depreciation and taxes on this investment re
duces the annual savings from $3,300 to from $2,500 to 
$2,700 per bus in service. 

Following the tests at Schenectady a large installa
t ion is expected at Richmond, Va. Inst allations are 
al so expected to be made at Staten Island, New York, 
Buffalo, N. Y., and other cit ies. 

Trackless trolley cars have been in successful opera
tion in some European countr ies for several years. One 
hundred miles of trackless system is in use in England, 
and in Italy several companies are operating over 40 
miles of route. 

Cars of t h is type are not new to the United States, but 
at present none is, so fa r as can be lear ned, in use. The 
general purpose of this car is not to supplant or take the 
place of the ordinary rail system for the business dis
tricts or t hickly settled sect ions of a city, but t o make 
it possible t o operate trolley cars in suburban sections 
where the cost of laying and maintaining rails and ties 
would make the extension of lines impracticable. 
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EXTERIOR VIEW OF REBUILT CAR 

Little Rock Joins in Rebuilding Cars 
Old Summer Cars Are Made Available for All-Year Round 

Service--Increased Safety of Inclosed Cars Is a Factor 
Entering Into the Decision to Rebuild 

THE Little Rock Railway & Electric Company has 
joined the movement of inclosing some of its sum

mer ~ars in order to make them available for all-year 
round service. While some railway men who live in 
northern climes probably imagine that Arkansas is in 
the sunny South, where open cars may be used eight 
or nine months a year, the fact is that four months' 
service is about all that can be obtained from open 
equipment in that part of the country. Also, the Little 
Rock Railway & Electric Company has on an intensive 
and continuous safety campaign and it was decided that 
closed cars were very much safer than open cars ; this 
was one element which entered into the decision to 
inclose some of these cars. 

The cars which were chosen to be rebuilt were six 
fourteen-bench side running board cars which had been 
on hand for some time. Everything above the floor 
level was torn out except the sills and roof. The cars 
were cut off at the corner posts and new platforms were 

:<·········•·····>·•·················-·""····· ..... ~ ··•··-- ···- ·- . 
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I N TERIOR OF CAR, SHOWING SEATING ARRANGEMENT 

put on; these were 6-ft. platforms, drop extension. An 
accompanying illustration shows the supporting struc
ture for these platforms. The old posts were built up by 
the addition of necessary strips to take care of windows 
and inside finish. The windows were arranged to raise 
and not to lower; that is, the window of the type usual 
on railroad coaches was designed and built in the shop 
of the company. 

The original cars seated seventy on the fourteen 
cross benches. The present car seats forty-eight only. 
The body was too narrow to put full cross seats on both 
sides, so a seating arrangement using both cross seats 
and longitudinal seats was adopted, as shown in the 
accompanying illustrations. The longitudinal seats 
were built in the shops of the company, but Hale & 
Kilburn cross seats were purchased and used. The cars 
were completely curtained by the Curtain Supply Com
pany. 

The original floor in the car was left, with the strips 
removed, and a 4-in. pine floor laid on top of the old. 
Strips were placed in the aisle as usual. Twenty-gage 
galvanized iron was used to line the car below the 
window sill. Sheet iron was used on the outside. The 
entire car, both inside and outside, is enameled. The 

j 

P T.AN AND ELEVATION OF REBUILT CAR 
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Little Rock Rai lway & E lectric Company has decided 
that enamel is t he t hing to use as it lasts sat isfac torily 
in that part of t he count ry fo r t hree years, takes less 
time to apply and gives general satisfact ion. The ex
perience with paint and varnish there has shown that 
varnish must be applied ann ually to keep up the fini sh. 
As a matter of fact, it is figured that there is a 50 per 
cen t saving in painting by the m,e of enamel over the 
ord inary paint and varnish. The color used is yellow, 
which has superseded the former pullman green of the 
company which was found to change to black after a 
short time in service. 

The cars are equipped with four GE-57 motors, K-35 
control, and Brill 27-G 1 trucks. Ohio brass air sand
ers were added as equipment to t he car, as was also 
Ohio brass air brake equ ipment. National pneumatic 
doors and steps are used, manually operated. It was 
necessary, in order to provide t he required rnom on 
t he platform, to prnvide t he hand brakes ·w ith fo lding 
handles, which were obtained from the Dayton Manu
facturing Company. Ten heate1·s, arranged on two cir
cuits, were installed in each car. The heaters used were 
No. 192 manufactu r ed by t he Consolidated Car Heating 
Compa ny. 

These cars were 42 ft. 8 in. long originally, and as 
rebuia are 45 ft. 7 in. long. 

The total cost of rebuilding t hese ca r s per car was 
$3,000. Thi s wo rk was done between Sept. 15, 1920, 
and Jan. 15, 1921. 

Characteristics of Oxyacetylene Welding 
and Cutting Blowpipes 

1"'HE result of an elaborate series of tests tried out 
by R. F. Johnston, engineer-physicist, U. S. Bureau 

of Standards, Washington, D. C., for the War Depart
ment on commercial apparatus for cutting and welding 
by the oxyacetylene process form the basis of an article 
in the May issue of M echanica.l Engin eering. The tests 
were conducted for the War Department on apparatus 
submitted by manufacturers for that purpose. 

The genera l conclusions from the tests were that there 
was a great deal of difference between the characteris
tics of different des igns of cutting blowpipes and that 
t here was no make of apparatus which was equally pro
ficient and economical for all thicknesses of metal. 
Further, one of the prime essentials of a good wel<ling 
blowpipe is its so-called gas ratio, which should be 
unity. Not any of the blowpipes tested proved capable 
of maintaining a gas ratio of unity during welding, 
alt hough the welds were probably made with greater 
care than is usually exercised when such work is 
being done. 

The important problem of "flashback" received exten
sive consideration. A blowpipe designed to be abso
lutely free from flashback caused by any form of 
obstruction, under all working condit ions, will also be 
the eminently safe blowpipe and the one which, with 
ordinary care, will produce sound welds. Such a blow
pipe will be so designed that, under all cond itions of 
operat ion, even to a complete blocking of the gas exit 
at t he tip end, there will be maintained a one-to-one 
volume delivery of each gas at identical pressures. Of 
the blowpipes tested, it was noted that those which were 
especially susceptible to flashback were the ones in which 
the oxygen was delivered to the blowpipe at a pressure 
very much in excess of that at which the acetylene was 
delivered. 

An Inexpensive Air Hoist 
Discarded 7-ln. Brake Cylinders Are Used in the Brass 
Foundry of the Union Traction Company of Indiana for 
Constructing a Hoist to Lift Crucibles of Molten Metal 

from the Furnace to the Foundry Floor 

BY J. E. HESTER 
J.las t e ,· i\l ech a nic U nio n Traction Compa ny of Ind iana 

T H E accompany ing illustration shows an air hoist 
constructed of four 7-in. brake cylinders and other 

second-hand material taken from used material stock 
and from the scrap pile. This is in use in the brass 
foundrv of the Union Traction Company of Indiana and 
is used for handling• molten metal from the furnace to 
the molds. In constructing this hoist the brake 

HOME-MADE AIR HOIST 

cylinders were lined up by fitting soft wood blocks into 
the ends of the cylinders. The wood blocks were 7 h . 
in diameter, 2 in. t hick and were slightly tapered from 
the center to both ends. A 3-in. hole was bored in the 
center of the blocks to facilitate their removal after 
lining up and before the heads were put in place. The 
cylinders are bolted together with four ½-in. rods 
threaded at both ends to receive the necessary nuts; 
};r -in. sheet asbestos was used as gaskets at the joints 
between the cylinders, and to guard against the 
cylinders getting out of line the joints were welded with 
an oxyacetylene torch. The pressure head used con
sisted of an old discarded steam cylinder head, which 
was machined t o fit the lower end of the cylinder. This 
was provided with a stuffing box and the packing gland 
was made from an old discarded gland. 

The piston consists of a head threaded to receive the 
lifting rod which extends through the piston and is 
fastened with a H-in. nut, which takes the strain and 
prevent s the stripping of the threads in the head. The 
lifting hook used was secured from an old disca rded 
pair of chain fa lls. 

In the construction of the crane itself the upright 
member was made from a piece of old 60-lb. rail and the 
arm was made by bolting two pieces of ¾-in. x 3-in. x 
3-in. angle iron with ¾-in. x 2-in. iron spacers placed 
1 ft. apart. The arm of the crane is supported 8 ft. 
from the floor by means of a piece of ¾-in. x 4-in. x 4-in. 
angle bolted to the upright. The arm is trussed to the 
top of the upright member by a J-in. rod, which is 
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provided with a turnbuckle. The pivot bearing at the 
base of the crane was made from an old discarded car 
center bearing, the flanges of the male portion being 
machined off a nd riveted to the upright member by 
means of two angle irons and the female member of 
the bearing being bolted to the foundry floor. 

The traveler which carries the hoist consists of two 
sides with pins from old motor suspension bolts. The 
wheels used were old coal conveyor wheels bored out and 
babbitted where they bear on the pins. 

The air used to operate the hoist is secured from a 
Westinghouse steam-driven air compressor located in 
the central power station near the shops. The air line 
is connected to the hoi st by means of a ¾-in. hose which 
allows the hoist to be moved the enti r e length of the 
crane arm. The a ir is cont rolled by a two-way valve. 

A New Theory of Rail Corrugation 

IN RECENT issues of Verkehrstechnik, published in· 
Berlin, Germany, appeared an extended article by 

A. Wichert of Mannheim on the subject of rail corruga
tion. In this he describes and di scusses a new theory 
which he has evolved and t ested experimentally. Be
fore doing so he summarizes t he theories which he 
found in the lit eratur e on t he subject as follows: (1 ) 
The development of cor rugation is favored by lack of 
homogeneity in the r a il mater ia l due to ir regularities 
in the rolling process; ( 2 ) corrugations ar e hammered 
into the rails under the act ion of r hythmical jumping of 
the wheels; (3 ) corrugations a r e caused by vertical 
vibrations of t he r a il ; ( 4) corrugations are caused by 
"sliding vibrations" of the wheels, dampened by fric
tion, which occur within certain critical speeds. 

The new theory is based upon the setting up of "fric
tion vibrations" which a r e of frequent occurrence in 
daily life. The action of a vio2 in string under the bow, 
the creaking of a door, the sound caused by rubbing a 
finger along a wet window pane, the squeaking noise 
of wheels in a curve or of brake shoes on wheels, all 
involve noises caused by vibrations, due to rhythmical 
change in coefficient of friction. According to Mr. 
Wichert's theory, corrugation of rails is due to these 
vibrations set up under sliding of the wheels on the 
rails, involving change in friction coefficient, which is 
maximum when two surfaces in contact are at rest with 
respect to each other and falls off rapidly as they move 
with respect to each other. A factor is also the elas
ticity of the car axle, which acts like a spring. 

Mr. Wichert explains that under actual conditions 
friction vibration will occur only when the wheels are 
sliding, as, for example, when a heavy train is starting, 
during braking, when a car is on a curve, etc. At the 
points where the wheels slide, a crowding of the mate
rial of the rail takes place, followed by the ordinary 
wear due to rolling. This causes a rhythmical change in 
the surface of the rail. Tests have, in Mr. Wichert's 
opinion, proved that the crests of the corrugation are 
considerably harder than the depressions. 

The lower and upper limits of speed at which corru
gations are liable to be formed are respectively about 
7½ and 17½ m.p.h. If it were possible to determine the 
factors controlling the speed limits, it should be possible 
to alter t hem by modify ing the fctors . Mr. Wichert 
therefore takes up the matter of preventing rail cor
r ugation. According to his theory the upper speed 
limit is set by the cessation of rhythmical gliding. If, 
therefore, an absolutely rigid, non-elastic axle were used. 

t he upper limit would be a t zero speed. Obviously 
t hen increase in diameter of axle should prevent fric
tion vibrations and corrugations. Calcula t ions a nd ex
periments show t hat axles 4.75 in. for a gage of 39.4 in. 
( 1 meter), and 5.5 in . for st andard gage should mate
rially reduce the fo rmat ion of corrugations. An elast ic 
bedding of rails and ties is another safe way to cut 
down t he possibility of developing fr iction vibr ations. 
Experience has proved, Mr. Wichert says, t hat concreted 
tracks have a tende

0

ncy to develop corrugations on ac
count of their rigid fo undation . 

Mr. Wichert was able t o check h is t heory experimen
tal;y by means of a special testing machine wi t h which 
rai l corrugations could be produced at will. It con
sisted of two axles, wit h wheels, mounted one above the 
other. The wheels of the upper pair were of t he stand
ard flanged t ype and were dr iven by a rai lway motor. 
The lower set, represent ing the rai ls, had special tires 
of rai l cross-section. The lower wheels were pressed 
against t he upper and rotated by friction with the latter. 
By means of levers, weights and springs the two sets 
of wheels could be pressed together and driven in a 
manner to imitat e actual running road conditions. 

New Armature Bearing Babbitting Press 
;\ CCOMP ANYING illus t rations show a new type of 
fi armature bearing babbitting press, which is being 
marketed by t he Columbia Machine Works & Malleable 
Iron Company, Brooklyn, N. Y. This press is a 
modification of the well known t ype of arbor press used 
in machine shops quite generally, differing only in that 
it is geared for a rat io of 3½ to 1 in order to p rovide 
increased pressure necessar y for thi s particular purpose. 

Some of the advantages which r esult from t he use of 
this press in babbitting armature bearings are that as 
the mandrels, centering rings, pou r ing cups and other 

Tur n
buckle 

ARMATURE BEARING BABDITTIN G PRESS 
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devices necessary in babbitting are a part of this 
machine, much time and labor a re saved in that the 
bearing is the only part which requires h andling. The 
press and the mold are combined, so t ha t the babbitt 
lining can be poured into the small space between the 
mandrel and the bearing with more accuracy t han with 
t he usual hand meth od. 

The various operations necessary in babbitting an 
a rmature bearing with the aid of this press consist of 
putting the mandrel in its lowered position and t he 
bearing in place in the centering ring, with the 
flanged end down. The mandrel can then be raised until 

0 
0 

PRESS l N POSITION WITH THE 
VARIOUS DETAIL PARTS 

PROVIDED WITH 
THE OUTFIT 

stopped by t h e 
s h o u 1 de r of t he 
m a n d r e 1 socket . 
T h e cup, really 
a pouring funnel, 
provided to fac ili
tate the pouring, 
can then be placed 
on top of the bear
ing. A strip of 
steel approximate
ly ½ in. x H in. 
should then be laid 
across the top edge 
of the cup and the 
ram brought down 
on this with ligh t 
p r e s s u r e on t he 
handle bar. T he 
plugs for closing 
the ope n i n g s or 
w i n do w s in t he 
bearing form a part 
of the tongs used 
for handling t he 
bearing. These can 
be quickly placed in 
position and insure 
that the opening 
will be clean a nd 
smooth so as to 
require no further 
attention after the 
bearing is poured. 
After the babbitt 
1 i n i n g has been 
poured in t he space 
between the man
drel and the bear
ing, the ram is 

raised just high enough to remove the cup and then is 
lowered to force the mandrel down until free. A 2 or 
3-in. movement is sufficient as the mandrel has a 
slight taper. The additional movement required can be 
done rapidly by means of the counterweight lever. T he 
counterweight provided overbalances the weight of t he 
mandrel so that it will stay normally in the up position. 
In the using of this press bearings should be thoroughly 
cleaned and tinned, of course, and both the bearing and 
the mandrel must be heated sufficiently so t hat t he 
babbitt will not chill before reaching the bottom of t he 
bearing. The press was designed primarily for babbitt
ing electric railway armature bearings, but can be used 
for other purposes where considerable force is r equired, 
such as the forcing of bearings in and out of housings. 
Its capacity is 12,000 lb. 

New Kilovolt-Ampere Meter 
J\ N I NSTRUMENT of the induction type, for measur
fi ing kilovolt-amperes, has been put on the market 
by t he Est erline-Angus Company, Indianapolis, Ind. 
The instrument will ultimately be a vailable in graphic, 
integrating, indica ting and interval-demand types, but 
the graphic type has been developed first. 

The measur ing element of the new instrument is 
about t he s ize of t he element of a polyphase wattmeter. 
Each single-phase element consists of a pair of lami
nated poles carrying exciting windings; between which 
is pivoted a small armature. The armature maintains 
a fixed phase relation between the voltage windings. 

The scale is uniformly .divided t hroughout, and the 
instrument is said t o be equally accur ate throughout the 
entire range of power factor from unity to zero, either 
leading or lagging cur rent. The meter records the true 

't, 
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NEW GRAPHIC KILOVOLT-AMPERE D E MAN D METER
MEASURING ELEMENT OF K I LOVOLT-AMPERES 

DEMAND METER 

kilovolt-amperes of t he circuit, r egardless of the degree 
of unbalance. The three-phase instrument indicates the 
sum of t he p r oducts of curr ent per phase times cor
responding voltage t o neutral, which is the true kilovolt
amperes of a t h ree-phase circuit. 

New Type Hand Brake 

T HE Minich R a ilway Appliance Corporation, Phila
delphia, Pa., is m a rketing the Super-Safety Hand 

Brake, which consist s of a vertical staff supported by 
a special cage. This cage is threaded to fit a nut sup
ported by s lot s in this cage, so that it will move ver
tically. There are lugs on opposite s ides of the nut 
which operat e a U-sha ped lever. A connection bar 
which takes t h e place of the u sual brake chain is 
attached to this lever and to the brake rod. Round lugs 
are provided on oppos ite s ides of the cage as a ful
crum for t he U lever, so that when the staff is revolved 
and the nu t raised the lever will revolve on these lugs 
and thus p ull up a n d apply the brakes . 

The fulcru m of the U lever is changed gradually 
as the brakes a re applied, so that the power is com
paratively low a t the beginning, permitting the slack 
to be taken up quickly, but is increased toward the 
end of the application. Pawls are unnecessary to keep 
the brake a pplied. Some of the advantages claimed 
for this type of brake are that the ratchet wheel, plate, 
pawl, brake chain, staff, yoke and similar parts are 
eliminated, and as all stresses on the staff are vertical, 
this can be made shorter and lighter. 
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Letter to the Editors 

"Get the Young Engineer While the 
Getting Is Good" 

WESTINGHOUSE ELECTRIC & MANUFACTURING COMPANY 
EAST PITTSBURGH, PA., June 11, 1921. 

To the Editors : 
The editorial which appeared in the ELECTRIC RAILWAY 

JOURNAL on June 4, 1921, under the caption of "Get the 
Young Engineer While the Getting Is Good," together 
with the article on page 1041 entitled "Master Mechanic 
Proves His Worth," aroused a great deal of appreciative 
interest among engineers here who are interested in the 
development and progress of electric traction. 

It is becoming quite generally recognized that there 
are two especially important positions on the operating 
staff of each reasonably sized street railway company. 
They are that of the master mechanic, who has charge 
of maintenance and upkeep of rolling stock, and that of 
the transportation man, who is in charge of making up 
and planning schedules. Either one of these men is in 
a position, to use the slang of the street, to make or 
break the railroad, assuming that other managerial 
problems are solved to a reasonable degree. 

The article on page 1041, which demonstrates that a 
master mechanic proves his worth, in reality proves a 
very old saying, namely, "As the boss is, s~ are the 
men." If the boss is a good mechanic and instinctively is 
satisfied only with good mechanical workmanship, is 
naturally tidy and orderly in his habits and knows how 
to encourage and get the best out of men working with 
him, naturally he will keep the cars and equipment in 
reliable working condition at the same or lower cost 
than the man who is not. 

To a great many men who have been in a position to 
observe the operating and maintenance positions as they 
exist and who have tried to analyze the causes and rea
sons why cars and equipment are not maintained better, 
irrespective of the pressure and necessity for reduced 
costs and limited pay rolls, etc., the answer seems to lie 
in the lack of appreciation on the part of many adminis
trative officers of the importance and economy of paying 
the right kind of a salary to attract the right kind of a 
master mechanic. Another reason is that the industry 
as a whole has so neglected this phase of its problem 
that men have not been developed very rapidly and, as a 
result, very few men are available who measure up to 
the job of master mechanic. Another reason, perhaps, 
is the general lack of interest on the part of administra
tive officers in the matter of encouragement and personal 
attention to the master mechanics, the repair shop and 
its problems. It is in only a small percentage of street 
railways that the administrative officers have shown the 
proper interest in the shop and its problems by making 
frequent visits, by holding conferences with the master 
mechanic and considering him an important officer in 
the organization. There are a great many properties 
where the master mechanic is not called in to attend the 
weekly or monthly conferences of the operating staff 
and, as a result, there is frequently a wide difference of 
opinion between the transportation department and the 
mechanical department which results in friction, lack of 
co-operation, etc. 

This, of course, is not true on the well-managed and 
well-conducted properties. It might be stated that the 
apparent attitude of mind toward maintenance of equip
ment in general on the part of many executives is about 
the same as it used to be a few years ago on the matter 
of publicity, the development of favorable public opinion, 
etc. The latter, however, happy to say, has undergone 
a decided change. Today, without doubt, there is not an 
administrative officer on any railway who is not alive to 
the necessity and importance of proper organization to 
handle publicity continually for the purpose of develop
ing public good will not only among the people in the 
community served but also among the employees. It 
seems, therefore, only necessary to continue the good 
work you are doing in the pages of t he ELECTRIC 
RAILWAY JOURNAL toward arousing proper interest in 
the matter of engineering analyses and better mechan
ical workmanship and general maintenance of railway 
equipment because, after all, there is no factor so great 
as that of reliable and regular service with properly 
maintained cars and equipment in developing and main
taining the good will of the public. Large sums spent 
on publicity and literature will be rendered void and 
negative if they are not backed up by reliable and decent 
service, which your article on the "master mechanic" 
proves can be accomplished with the right man in charge 
of this work. 

Recently a very prominent manufacturing engineer 
was discussing the matter of greater refinement in the 
mechanical construction of locomotives, taking the posi
tion that you could not get American maintenance staffs 
to follow the same degree of accuracy in workmanship 
and maintenance as that which obtains on many Euro
pean properties. In order to prove this point he asked 
the question, "Why is it that although every master 
mechanic and operating officer on electric railways 
knows positively that if axles, axle caps and axle bear
ings and housings on railway motors were properly 
maintained the cars would make less noise by proper 
maintenance of gear centers, wear and tear on gears 
would be appreciably less and the vibration would be 
reduced to a marked degree and, finally, the mainten- · 
ance of the entire car and equipment would be appreci
ably lower, yet there are only one or two roads in the 
whole United States that actually do this?" It was 
quite difficult to answer this question. The apparent 
reason seems to be that they have not had any definite 
example proving that this is so and in the absence of the 
necessary spare equipment in many cases have not been 
able to get the cars necessary to carry out such work. 
Furthermore, in most cases the master mechanic is not 
provided with a staff capable of making any such 
analyses. 

This brings us up to the editorial which you have 
written, which suggests that they get the young engi
neer while the getting is good. This suggestion is very 
timely and a very important one. 

It is very encouraging to note that quite a number of 
young engineers who became available for such work as 
a result of the industrial depression have been taken 
over by the progressive railway operators. It is further 
very encouraging to have been able to see one or two 
reports made by these young engineers showing the 
errors in maintenance and upkeep that they have dis
covered during the first month or two of their experi
ence. It was quite clear t hat the one or two things 
t hat they had already discovered would more than pay 
for their expense during the entire year. 
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As previously mentioned, it seems only necessary to 
agitate this subj ect sufficient ly unt il all r ailway oper
::-itors become impressed wit h the great value and neces
sity of having a well trained, techn ically educated
either self -educated or from college- man as a membe r 
of t heir operating and maintenance staff. The title of 
"efficiency engineer" is taboo. Most railways have 
called t hem "transportation engineers" or "equ ipment 
enginee rs ." But their job is the important t hing. It is 
to study t ransportation schedules, etc., from an engi
neering point of view and also to study t he cars and 
equipment or the tools .the rail r oad has to provide such 
schedu les and service , making analyses each day of oper
ating cost s and t ime-table costs and making suggestions 
each month in writing t o the manager of the property. 

It will , of course, be necessary fo r the oper ating man
agers to be somewhat indulgent wit h t hese eng ineers 
for a t ime and go to the necessary expense t o make cer
tain tes t s . F or example, on the quest ion of value of 
mainte nance of gear centers, axle bear ings, etc., several 
ca r s on a given li ne should be specially equipped for test 
and t hen operating records should be kept for s ix or 
seven months in order to prove the value of such main
tenance practice. Again, consider the matter of dippi ng 
and baking armatures and field coils. This was fi r st 
introduced several years ago, but it took t ime to con
vi nce a great many that the expense necessary to carry 
t hi s out was j ustified. Today there is hardly an up-to
date road that is not fo llowing this practice. 

Ther e ar e actua lly a thousand and one things of an 
engineering nature that can be carried out on each road 
which, when once establi shed, will save thousands of 
dollars annually and, above all, provide better and more 
re li able se r vice to t he public. This, after all, is the very 
best publicity in which a railway operating company can 
indulge. MYLES B. LAMBERT, 

l\Ianager Railway Department. 

A ssociation News 

Report of Equipment Committee 
Put Into Shape 

A TWO-DAY session of t he equipment commi t tee 
of the Engineering Association was held at t he 

association headquarters in N ew York City, June 13 
and 14. The various subcommittees presented final 
reports with rec ommendations for consideration and 
discussion and various detail s were decided for in
cluding in the final report of the committee. Those 
present were Daniel Durie, West Penn Railways, 
chairman; W. S. Adams, J. G. Brill Company; R. H. 
Dalgleish, Capital Traction Company; Jam es C. C. 
Holding, Midvale Steel & Ordnance Company; H . A. 
Johnson , Metropolitan West Side Elevated Railway; 
T. R. Langan, Westinghou se Electric & Manufactu r
ing Company; C. N . Pittenger, the Steubenville , E ast 
Liverpool & Beaver Valley Traction Comp any; E. D. 
Priest, General Electric Company ; C. F . Scott , General 
E lectri c Company ; K. A. Simmon, Westinghou se Elec
tric & Manufacturing Company, and C. W. Squier, 
E LECTRIC RAILWAY JOURNAL. The committee will re
port on twelve subjects and already a large am ount 
of work has been accomplished. 

Schedule Committee Meets 

T HERE was a well-attended meeting of the joint 
committee on the economics of schedules at associa

tion headquarters on Wednesday, June 15. The reports 
of th ree special committees were submitted and ap
proved. The fi rst, covering the definition of man-hours 
and ca r-hours, was presented by Mr. &toll; the second, 
on variable ru nning t ime, by Mr. Moser, and the third, 
on methods of improving handling of traffic in c::mgested 
centers, by Mr. Sullivan. It was ag reed that the final 
draft of t he r epor t should be prepared by Mr. Dana and 
pr esented to the executive committee by July 1. It was 
also agreed that t he f ull report should be presented in 
abstract form, only, a t the convention, in order to per
mi t greater opportunity fo r discussion. The names of 
the leaders of t he discuss ion will be deter mined at an 
early date . 

The following were in attendance: J. V. Sullivan, 
sponsor , Chicago Surface Lines ; E dward Dana, Boston 
E levated Ra ilway, chairman; H . C. Moser, Fifth Avenue 
Coach Company, New York Cit y ; J. A. Stoll , Un ited 
Rai lways & E lectric Company, Baltimore; Samuel Rid
dle, Louisville Ra ilway; Donald Goodr ich , Twin City 
Rapid T ransit Company, Minneapolis; A. G. Neal, 
Wash ington Railway & Electr ic Company; J. M. Camp
bell, Atlantic City & Shore Rai lroad, and H. A. Otis, 
Chicago & Interurban T ract ion Company. 

State Utility Information Bureau 
Work Discussed 

W ITH a view to establishing closer co-operation 
between t he Stat e Committee on P ublic Utility 

Information and t he Adverti sing Section of t he Division 
of Info rmat ion and Service of t he American E lectric 
Ra ilway Association, the directors of nine state com
mittees and Labe r t St. c :a ir of the Adve rtising Section 
conferred in Chicago on Wednesday, J une 1. 

It was agreed that in t he fut ure copies of all informa
tion furni shed on request by t he advert ising sect ion 
to any of the va r ious state directors would also be sent 
to all of the others. The state directors also agreed to 
submit immediately a series of questions on their local 
railway problems to the associat ion's advertising sec
tion for answer. Such answers will be distributed to all. 

Mr . St. Clair reiterated previous assurances that all 
info rmation regarding the electric railway industry 
which the association has, or which it can obtain, is at 
t he disposal of t he st ate committees without charge. 
He also expla ined the plan of news di stl'ibution by the 
Adverti sing Section, making it clear that the section 
does not concern itself wi t h supplying material to 
strictly l0cal sources, but rather with seeing that news 
of national importance reaches the hands of the large 
press associat ions and the larger dailies . The directors 
of the state committ ees, he emphasized, are on a pre
ferred mailing list of the Advertising Section and every 
attempt is made to avoid duplication of efforts. 

H. M. Davis, director of the Nebraska committee, 
told interest ingly of his efforts to bring about closer 
relations between the public utility managers and the 
newspaper publishers in his state. He said that in the 
last year he had visited virtually every town in 
Nebraska and urged public· utility managers to use dis
play advP-rtising space for such of their material as was 
not of news value. As a result of his efforts, he de
clared, t he utilities of Nebraska spent $118,000 in 
di splay space last year. 



News of the Electric Railways 
FINANCIAL AND CORPORATE TRAFFIC AND TRANSPORTATION 

Detroit Conferences Renewed 
Fare and Purchase Questions Con

sidered at Meeting at Which New 
S 1>irit Prevails 

Following the demand of Mayor 
Couzens that a new fare schedule of 
ten tickets for 50 cents or a 6-cent cash 
fare be put into effect on the city lines 
of the Detroit United Railway, it was 
a nnounced that Allen F . Edwards, vice
president of the company, and Alex 
Dow, newly elected director, would con
fer on the matter with the Eastern 
banker s who are interested in the com
pany. It has been indicated by Mr. Dow 
that the 5-c ent fare will be adopted 
if it is possibie for the company to 
operate on that basis. It is under
stood, however, that the arrangement 
would be temporary pending the re
vision of the accounting system of the 
company so as to obviate the wide 
variance between the company and the 
,city on figures. 

At the same time the matter will be 
taken up with the New York men in
terested relative to arriving at a sat
isfactory price for the lines which the 
city plans to take over under the day
to-day agreement. These lines approxi
mate 25 miles :in length. 

The Mayor's demand upon the com
pany followed a conference of city of
ficials with Mr. Edwards and Mr. Dow 
at which the engineers for the com
pany and the city were present. The 
letter from Mr. Edwards in which he 
agreed to confer with the Mayor stated 
that he "hoper:l for a full and satisfac
tory discussion of the fare question." 
This was termed by the Mayor the most 
friendly communication yet received 
from the company. 

It is held that since the reduction in 
wages of employees put into effect by 
the company on May 1 the necessity 
for the higher fares has passed. Action 
on the original injunction is asked and 
also an order designati.ng the value of 
the rebate slips which have been issued 
by the company with each strip of 
tickets sold since the high rate was al
lowed. The fixing of a time limit for 
the public in redeeming the rebate slips 
is also asked. 

The appraisal of the lines to be pur
chased by the city by city's represen
tatives has been completed and the city 
auditors have also gone over the cost 
to the company for the lines. Only 
tentative figures have been arrived at 
and there is a wide divergence between 
the city and the Detroit United Rail
way figures on the matter of deprecia
tion to be charged off. The city ap
praisers figure depreciation at 24.25 
per cent. The company figures it at 
.5.40 per cent. Following the first con-

PERSONAL MENTION 

fere nce it was announced that a fur 
ther meeting would be held after the 
company had been allowed an opportu
nity to study the figures furni shed by 
the city's appraisers. A compromise on 
the percentage of depreciation t o be 
a llowed is expeded to r esult . 

Arbitrators Cut Interurban 
Wages 

Arbitrators in the wage dispute be
tween the Cleveland, Painesville & 
Eastern Traction Company a nd the 
company's trainmen have decided that 
the men will have to accept a reduction 
in pay to 43 cents an hour for the first 
three months' service; 45 cents an hour 
for the next nine months, a nd 48 cents 
an hour for men in service for more 
than a year. The men have been re
ceiving 55 cents, 58 cents and 60 cents 
an hour. Thus the men are called 
upon by the arbitrators to accept the 
offer made to them by the company. 

The three arbitrators, Charles Spauld
ing, Painesville; Charles Currie, Cleve
land and Akron, and S. D. Hutchins, 
Columbus, in their r eport said an ex
haustive investigation led them to con
clude that the cost of living had drop
ped to such an extent as to make the 
wage reduction justifiable. The deci
sion also fixes the same wage for train
men employed by the Cleveland, South
western & Columbus Ra ilway as the 
men on this road had voted to abide by 
the decree of the Cleveland, Painesville 
& Eastern Traction Company arbitra
tors. The award for the Cleveland
Southwestern men is retroactive to 
May 1. 

Arbitration in Favor of Men 
The arbitration board considering the 

wage dispute between the Wheeling 
(W. Va.) Traction compa ny and its em
ployees has decided the scale shall not 
be changed for another year. The men 
refused to accept a proposal for a 10 
per cent cut in wages made by the com
pany. Numerous conferences were 
held in an effort to effect a settlement 
without resort to arbitration, but these 
being unavailing the company selected 
R. D. Jennison, a former executive of 
the Elm Grove lines, as its represen
tative on the board. The employees 
authorized Thomas Kady of McMechen, 
a well-known labor leader, to act for 
them. After two or three informal 
meetings these two chose the Rev. R. E. 
L. Strider of St. Matthew's Episcopal 
Church as the third and neutral ar
bitrator. The scale which now con
tinues for another year is as follows: 
For the first three months 53 cents an 
hour, next nine months 58 cents and 
after one year 61 cents. 

Franchise Revision Advanced 
Only l\Iinor Details Remain to Be Ar

ranged at Cincinnati-Fare Re
duction Pros1>ects Good 

With the exception of certain minor 
detai ls every Jemand made by the of
ficials of the city has been conceded by 
the Cincinnati (Ohio) Traction Com
pany in a redraft of an ordinance 
modifying t he railway franchise. The 
minor details will probably be adjusted 
at a conference to be held soon a nd 
the ordinance approved so that it can 
be presented to the City Council for 
action. A public hearing on the modi
fic ations to be made in the franchise is 
being arranged by the Council committee 
on street railroads .. 

Under the terms of the modified 
ordinance the city will agree to a 
deferment of the payment of the fran
chise t ax until after Jan. 1. This is 
merely a technicality, since the com
pany cannot be compelled, under the 
terms of the existing franchise. to pay 
the tax until it has been earned. The 
tax has not been earned for the year 
1920 nor for the first six month s of 
the current year and is carried on the 
books of the company as a deficit. 

The ordinance as modified provides, 
however, that all surplus earnings of 
the company must be paid into the 
city treasury each quarter, beginning 
April 1, 1921, and must be applied t o 
the liquidation of the back tax due t o 
the city. There is a stipulation that 
the company will be permitted to defer 
payments into the reserve fund until 
the rate of fare has fallen below n 
cents. 

The franchise requires the company 
to create a r eserve fund of $650,000. 
Of this amount $250,000 has been paid 
into the fund of the company. If the 
provisions of the existing franchise are 
insisted upon, it was said, there could 
be no reduction in fares until the fran 
chise tax has been earned by the com 
pany and further until the reserve fund 
of $650,000 had been completed. A 
clause in the modified ordinance pro
vides that if the rates of fares are not 
reduced on Aug. 1 and Nov. 1 the ordi
nance becomes null and void and the 
conditions of the existing franchise 
again become operative. 

The modified ordinance further pro
vides that children under t en years as 
now will be conveyed for one-half the 
regular rate. All children of the public 
a nd parochial schools, however, between 
the ages of t en and eighteen years, are 
to be conveyed to and from school for 
5 cents. 

It was announced that in order that 
the car riders may avail themselves of 
the reduced fares by Aug. 1 it will be 
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necessary to pass the ordinance within 
t he next ten d::iys . Because of t he r ef 
erendum law the measure will not be
come effective until thirty days after 
it is signed by the Mayor and this will 
be just in t ime t o permit the company 
to announce a reduction fi f teen days 
before it will be operative, as is pro
vided for by the terms of the franchise. 

Amicable Agreement in 
Cooperstown 

A new agreement was recently en
tered into between officia ls of the 
Southern New York Power & Rai lway 
Corpora tion , Cooperstown, N. Y., and 
a committee representing the Amalga
mated Association without taking th e 
wage matter to arbitration. The prin
cipal difference between this year's and 
last year's contract is that the highest 
rate was reduced from 45 cents to 40 
cents an hour and time and one-half 
for overtime on the freight runs was 
eliminated. 

The wages to be paid motormen a nd 
conductors for the next year will be 
as follows: 

First s ix m onths-35 cents a n h ou l' . 
Second s ix m onths-37 cent s a n hour. 
Second yea r' s sel'v ice-39 cents a n h our. 
Afte l' second yeal' 's serv ice-40 cents a n 

h our. 
Freight tra ins-2 cents a dditional. 
H elpe r s-5 cen t s a11 h our under the 

hourly !'ate. 
Sn owplow m oto1·men a nd co ndu ct ors-~ 7 

cents an h o ur. 
Operato1·s o f on e-m an ca rs-j cent s an 

h o UJ· over t he passenger rates. 

In the new contract the established 
policy of the company to maintain an 
open shop will be strictly adhered to, 
which means in the t erms of the con
tract, that "ear.h individual employee is 
left free to exercise his own discretion 
as to whether he will join a union or 
not." A section in the agreement a l
lows for arbitration in the event of 
dispute between the company and its 
employees. The agreement will remain 
in force until June 1, 1922. 

Wage Cost Must Be Reduced 
W. H. Boyce, general manager of the 

Beaver Valley Traction Company, New 
Brighton, Pa., recently sent out a notice 
to his trainmen asking them to help 
out in the present extremity-to assume 
a part of the $93,000 loss which faces 
t he company for the coming year. He 
tells the men in his circular of the 
various wage reductions throughout the 
country, and a lso reminds them of the 
company's generosity during the past 
three years when the men needed help 
in view of the increase in living costs. 
He adds further that it would seem that 
since the first of the year foodstuffs in 
the vicinity have decreased nearly 40 per 
cent and the company is asking hardly 
a third of that in wage reductions. 

The Beaver Valley traction officials 
have met a t v::irious times with commit
tees representing the men for a wage 
adjustment. The matter has now come 
to a head and the men will either have 
to accept the reduction, which amounts 
to a bout 7 cents an hour, or place t he 
matter in the hands of distinterested 
a rbitrators. 

St. Louis' New Wage Contract 
Old Men Continued at Former Pay

New Men Get Less- Other Condi
t ions Modified Substantially 

A new wag e contract has been ag reed 
upon by the r eceiver of the United 
Railways, St. Louis, and t he carm en 's 
union (Amalgamat ed) thoug h t he de
t ails espec ia lly in regard to working 
conditions have not been draf ted finally. 
The entire matter must be passed upon 
by the United States District Court. 
After t his has been done a digest of 
t he terms of t he agreement will be 
made public. 

Th e old three-year contract expired 
en June 1, and the new agreement is 
retroactive from tha t date. The new 
contract is to run only until Jan . 1, 
1922, and the pay of trainmen who 
were in the employ of the company on 
June 1 is not affected, th ese rates being 
55 cents the first year, 60 cents an 
eour t he second year and 65 cent s t he 
third year a nd thereafter. Under t he 
new agreement new employees are to 
draw 50 cents an hour the first year, 
55 cents the second year, 60 cent s the 
third year, and 65 cents an hour the 
fourth year and thereafter. 

Other employees in the carmen's 
union, except trainmen , were cut ap
proximately 5 cents an hour- car plac
ers from 48t to 43! cents, car cleaners 
from 441 to 39¼, while trackmen who 
were getting 49¼ are to get 42; others 
who were getting 48 are to ge t 41, and 
~ome who were drawing 44 cents now 
are to get 35 cents an hour. 

Radical modifications have been made 
i1: t he working conditions in the inter
est of the management. Extra men 
ca lled on to work are to receive pay 
for five hours minimum instead of 
eight as heretofore, and if a man is 
assigned to complete a regular run 
when a regular man gets off befor e 
completing t he r un the motorman or 
conductor who completes the r un is 
to get only straight hourly time in 
stead of eight hours pay as formerly, 
and the regular man w ill be allowed 
pay only for t he actual time he puts in. 

The maximum t ime for regular r uns 
is set at nine hours and the minimum 
eight hours, with 15 minutes allowed 
for pulling out and pulling in. In
stead of t ime and a half for overtime 
as heretofor e time and a quarter will 
be allowed. 

An important clause in the new 
. ::i.greement is t hat there shall be no 
arbitration in cases where conductors 
2re discharged for stealing. These a rbi
tration cases caused considerable an
noyance and expense to the manage
m ent, though t here has been arbitra-

tion in only about a dozen instances 
among the more than 200 cases where 
men ha ve been discharged for stealing 
since the receiver took charge of the 
property two years ago. 

Colonel A. T. Perkins, manager for 
the rece iver, ai;: sisted by counsel, con
duct ed negotia tions for the new con
t r act with F r ank O'Shea, one of the 
international vice-presidents of the 
union, his lawyer and a committee of 
tra inmen. There a re approximately 
5,000 memben; of the local union. At 
a m eeting on June 11, 4,137 of the 
members voted on the new contract 
and accepted it, 3,809 to 328. When 
t he draf t ing of the document is com
plet ed t h is week it will go to the Fed
eral Cour t . 

In limit ing th e new contract to a 
period of seven months Colonel P erkins 
has made it pla in to the employees that 
t here will have t o be a considerable re
duct ion in pay on Jan. 1 unless the 
fare is raised from 7 to 8 cents or 
travel increases greatly. The daily 
receipts now are r unning an average 
of about $2 ,500 a day less tha n they 
were a t this t ime last year under the 
same rate of fare . 

The question of a fare incr ease is 
waiting on the revalua tion of the prop
erty by the Missouri Public Service 
Commission. The inventory was com
pleted several months ago after more 
t han t hree years of labor on the part 
of the commission 's engineers and ac
countants. A hearing on the findings 
is set for September. In the mean
time t he commission is allowing 6 per 
cent on a t entative valuation of $50,-
000,000. The company expects to be 
able to show t hat this is away under 
t he t rue va lue of the property. 

In passing on the wage question Col
onel Perkins i:old the men that there 
are some who are overpaid, others who 
are drawing a bout what they are worth, 
a nd still others to whom he would like 
to pay more money. Inasmuch as in
juries a nd damages are costing the com
pany about $3,000 a day, it is his theory 
tha t a g ood trainman is worth good 
pay. Under t he new working agree
ment it will be easier to get rid of 
t he bad ones than it has been in the 
past. 

Voluntary Acceptance of Wage 
Reduction 

Motormen and conductors of the 
Cit izens' Traction Company, Oil City, 
Pa., voted unanimously on May 18 to 
accept a wage r eduction of 10 cents an 
hou r. The w age scale in cents per 
hour from J an. 1, 1917, to June 1, 1921, 
is shown in the accompanying table. 

WAGE SCALE OF EMPLOYEES OF OIL CIT Y TRACTION COMPANY 

Period 
-- 1917 --- ---1918--- 1919 1920 
J an. I Aug. 31 March 9 July 31 Sept. 10 April 26 

First six months.. . . 30 41 51 
Second six months.. 34 43 53 
Third six months.. . 45 55 

1921 
J une I 

41 
43 
45 

First year. . . . . . . i,i i6 30 
Second year . . . . . . . 25 27 32 36 

38 
40 

One-m~i"i. op- One-m~;, op-

Third year. . . . . . . 26 
Fourth year... 27 
Fifth year. . . . . . . 28 
Sixth year . . . . . . . 30 

28 
29 
32 

34 
36 

erator era tor 
5c. additiona l 5c. additional 



Jun e 18, 1921 ELECTRIC RAIL WAY JO U R NA L 1141 

Relief Program Enacted 
Connecticut Legisla tors Corne to Aid of Electric Railways by 

Carrying Out Governor 's Recommendations 
The 1921 session of the Connecticut General A ssembly, which has just 

adjourned, was one of signa l importance toward improvement of t he electric 
rai lway situation in the Sta te. Condition s have been distinctly unsatisfactory. 
With the H a rtford & Springfi eld, the Danbury & Bethel and the Shore Line in 
the hands of the r eceiver s a nd the Connecticut Compa ny barely weathering the 
storm of adverse conditions aggravated by ruinous jitney bus competition, t he 
legislat or s sat down wit h t he pla in evidence before them of a transportation 
crisis. 

GOV E R N OR LAKE in his ina u
gural message gave much a tten

t ion to the problem a n d subm it
t ed det a iled and const r uctive recom
menda tions which showed his own crit
ical investigation of t he subj ect. H e 
r ecommended, in br ief , relief from t he 
burdensome r equirements of bridge 
constr uction a nd pavement cost s levied 
on the t rolley compa nies, rigid regula 
tion of jitney buses a nd the granting 
of permission t o elect r ic railways to 
operate m otor bus lines as connecting 
links or f eeders to r egularly ma inta ined 
lines. This program was carried out 
by t he Legislature in its enti ret y be
sides the enactment of sever al lesser 
measures all contributing t o the general 
r elief of trolley companies. 

P a ving r equirements were covered in 
the passage of a b ill by which com
panies were r equired t o pave 8 in. on 
each side of the rails, m aking 32 in. 
for a s ing le track and twice that 
amount for a double track. The de
mands heretofore ha ve been 8 ft. 8 in. 
over a ll for single track and 19 ft. for 
double track. 

T AX RELIEF MEASURES P ASSED 

By a nother act the highway commis
s ioner is empowered to deter mine wha t 
amount electric railways shall pay 
toward bridge construction. Formerly 
one-t h ird the cost of construction had 
been levied on bridges located in towns, 
and an indefinite contribution t oward 
the cost of those in cities , the sum to be 
det ermined by confer ence and a~r ee
m ent. The matter now r est s wh olly in 
t he hands of the highway commissioner 
and the arrangement is regarded a s 
quite satisfactory to a ll concerned. 

On the subject of taxation two im
portant mea sures were passed. The 
first r educes the state tax levied on 
electric railways from 4; per cent of 
g ross earnings to 3 per cent of gross. 
A measure to m ake the levy on net 
earnings fa iled of passage because of 
t he improbability of its yielding any 
revenue to the Sta te. The second tax
a tion bill enact ed is designed t o enable 
the electric railwa ys to clean up thei r 
ba ck taxes wi thin s ix years af ter July 
1, 1922. Interest wi ll be charged dur
ing these years a t the rate of H per 
cent a nd after tha t da t e a t t he r ate 
of 8 per cent . A similar arrangement 
of in t ere st charges was provided in a 
bill cover in g t he Connecticut Company's 
indebtednes-s of $500,000 t o the Sta te 
for t he cost of t he W ashin~ton bridge 
between Milfor d a nd St rat ford. These 

mea sures are expec ted to go a long way 
toward re-establishment of Connect icut 
street ra ilwa ys on a dividen d basis. 

P erhaps the greatest single element 
which has milita t ed a gainst the best in
t er est s of effi cient and paying trolley 
service has been the unfair and irre
spon sible competition of jitney bu ses, 
which have made ala rmi ng inroads 
upon the revenue of both r ural a n :l 
urban lines. The Governor dealt wit h 
t he subj ect a t length in his messsa ge 
a nd t ook a n uncom promising stand for 
st r ict r egula tion of the j itney. Early 
in its session the Legislature quickly 
dispose d of the matt er by vesting in 
the P ublic Utilities Commission th~ 
power to r egulate the public motor bus 
a s r egards routes of travel and to exact 
r espon sibilities incumbent upon all com
mon carriers. T he jit ney problem had 
been previously dealt with by localities 
with moderate success, but in thi s new 
law authority has been centralized a nd 
t he matter is in h and. Immedia tely 
upon its passage the commission began 
hearings on the flood of a pplications fo r 
licenses to. operate jitney buses here 
and there in the State but so far it ha s 
reserved its decisions in a ll ca ses. 

Another bill authori zes electric rail
ways to operate motor buses to sun
plement r egular electric service. This 
is in accordance with the Governor's 
recommendation . So far the Danbury 
& Bethel Street Railway has announced 
its intention of expanding its service by 
th is means; and it is a lso said that the 
Connecticut Company ha s under consid
eration a pla n for supplementary motor 
service on its H artfo rd division. 

Atten t ion of the law makers was 
directed t o t he Shore Line Electr ic 
Railway and its difficulties, with th0. 
result t ha t legisla tion was effected 
which means the rest oration of ser vice 
on at least a part of the syst em . Meas
ures acted upon were for the incorpon1-
tion of companies t o acquire the p rop
erty and franchi se of t he old company 
for the purpose of operation. Wh '.1t 
service has been rendered over t he 
system r ecently, it is understood, h a s 
been under lea se by t he Connect icut 
Company. Part of t he road, the section 
from N ew H aven t o Saybrook, was 
sold for junk last fall , but the pur
chaser was r epor ted by Receiver Robert 
W . P erkins t o have defaulted in hi s 
contract and the deal was terminated 
after som e of t he track h ad a lready 
been removed. 

Labor elements made a n effort to ge t 
through the Leg islatu re a bill to do 

a way with the one-man car . It wa s 
unsuccessful, the one-man car having 
pretty well est ablished itself in the 
various local ities wher e it has been in
t roduced . 

Thus tha t part of the Legislature's 
business dealing with elect r ic r ailway.:; 
is a fulfillment of every recommendation 
made by the Governor; and f urther, as 
in the case of the tax relief bill s, it 
carries out t he recommenda t ion s made 
to t he General Assembly by the P ublic 
Utilities Commission in t he report r, f 

its inquiry into electric railway condi
t ion s a s a u thorzed under a n act of the 
1919 sesson . The commission 's program 
an d that of the Governor coincided 
largely. The former r ecommended that 
electr ic railways be a uthorized to aba11-
don non-paying lines, but to this end 
no legislative a ction was taken. It 
had a lso suggested that no interest be 
charged on def erred taxes. 

Not one of these bi ll s encounter ed 
noteworthy opposition. Committees ex
pedited t heir work, debates were per
functory and t he Legisla ture's action 
throug hout was ch aracterized by a 
unanimity of action which point ed to a 
realizat ion of t he urgency of these cor
r ective measures, which now h ave the 
Governor's signat ure. 

Franchise Surrendered in 
Indianapolis 

The Indiana Public Service Commis
s ion has formally entered on its records 
that the fran chi se of t he Indiana polis 
Stree t Ra ilway has _been surrender ed. 
The a nnouncement that the compa ny 
would surrender its franchise was made 
on June 3 by Dr. H enry J am eson , presi
dent of the board of direct ors. City of
fi cials have under st ood for some tim e 
t ha t such a ction was contemplated. 

Two of the biggest questions r esult
ing from the action of the company are 
whether the company sha ll continue t o 
pay its franchise tax of $30,000 a year, 
and whether the company shall con
tmue to pave bet ween its t r ack s as r e
quired by the franchise which now n o 
longer exists. 

The company has r efused to pay its 
installment of franchi se tax due April 
l. Under the franchise it had unt il 
June 1 in which to m ake the pa ymen t 
but it continued t o refuse. Mr. Ashby 
has a nnounced his intention t o sue for 
the pa yment, unless an agreement can 
be reached. It is the contention of the 
city that the compan y should continue 
to pay the tax, a lthough not legally 
obligat ed t o do so. 

In t he matter of paving , t he company 
has been paving between the tracks ancl 
m ainta ining all such pavements . It now 
propo ses that the city shall lay t he 
pavements a nd the compa ny mainta in 
t hem. The city contends that the fran
ch ise arrangement should continue. 

At a conf erence on J une 8 t he cit y 
a ncl Dr. Jameson s ta ted their r espec
tive pos itions in a gener a l way,. the only 
definite ag reem ent r each ed being that 
pending fina l set tlement of the ques
tion the company will t ake or der s from 
t he board of public works. 
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Wages Cut in Salt Lake 
Reduct ion There Averages 12½ per 

Cent- Sa ,·ing to Company Esti
mated at $125 ,000 

A decision reducing wages of em
}Jloyees of the U tah Light & Traction 
Compa n y, Sal t Lake City, Utah, an 
average of 1:2} per cent was handed 
down on June 8 by the boa rd of arbi
tration in t he wage controversy between 
the compa ny and its employees. The 
a wa rds of the arbitration board and 
t he wages the men were r eceiving prior 
t c, the expirat10n of their agr eement on 
A pr il 30, 1921, are a s foll ows : 

,-\\'age per Hour-, 
O ld, New. 

Cents Cents 
Carmen-

l~i r st year .......... G7 
Thereaft e r . . . . . . . . . . Ii .J 

Painters-
F"i r st gra,le ........... Ii ."< 
Second gTalle ......... fi!I 
H Plp ers ............... 511 

Carpe n t•: r>'-
F irst gT a<le . . . . . . . . . . . (jX 
Secon ll gTa<l e . . . . . . . . . . ti 1 
H e lp e r ,; .... ........... ::;3 

\Velcl e rs-
First gra,le ........... 6~ 
Second g 1·atl e .......... G5 
I-h- lJJ <- l'S .... ........... 511 

B lacksrni t h ,;-
F ir s t gra,le . . . . . . . . . . . GS 
H a mrn c· r men ......... 5:i 
H e lp e r s ............... fill 

.\l ac hin ist;;-
First g r a <l e ........... GX 
8l'COIH1 gTa <l-e ......... 5fi 
H e lp e r s . . .. . .......... 5 11 

A nna tun• w inll e rs-
F'irs t gra rl e ... ........ GR 
Seconrl g r a ,J,, .......... 5fi 
H e lp e r s .. . ............ fiO 

El ec t rica l fk pa r t m e n t-
First grn d e . . . . ........ GS 
S eco ncl g r a ,le .......... ii5 
H elpers . .............. r,11 

B arnme n a ml pi t m e n-
F'irs t gTa<l e .. ... . ..... fil 
Second gra ll e .......... fifi 
H e lpe r s ............... 5 11 
Ca r clea1w r s .......... 50 

\\-eld e r s I n ine-h our cl ay) .... $5. ti5 
Switc h rep a ire r ;; ( n in <'-h our 

cla)·) .. . . .. ....... .. . . ... 5.25 
Track c lea ·w 1·s gTeas,0 r s anrl 

t eam s t e r ;,, ( n ine-h our rl a y) L 50 
F-; o ncl e r s, r a ilcutt er s a ml ya rel -

m en (ni1w -h our cl ay ) ... .. 4.fi ll 
T1·a ckm en, fin, t s ix m onth ,-

( nin e-hour ,1 a n .. . .... . 4.5 0 
Trackm e n th t> r eaf t e r ( n iiw-

h our ,l ay ) .............. . 

50 
57 

59 
50 
41 

5\J 
52 
H 

5!1 
4 6 
-11 

5!) 
46 
-11 

5(! 
46 
4 1 

5\1 
4G 
41 

5 ~· 4 fi 
41 

5:l 
46 
41 
41 

to $5.511 

to 4.511 

to 3.65 

t o 3 65 

to 3.25 

3. Gfi 

The decreas~ is approximately one
half of what was asked by the officials 
of the company, and ranges from a de
crease of 11 "\)er cent to 18.9 per cent. 
The decision will reduce the annual 
payroll of the company approximately 
$] 25,000. 

The award is retroactive to May 1, 
1921. It will be included as a part of 
the working agreement between the 
cc,mpany a nd its employees for the year 
rnding April 30, 1922. The award is 
in the nature of a compromise by which 
both the com pany and the employees 
have agreed to abide. 

The wage dispute arose early in 
April, when the company gave notice 
that it desired to reduce wages when 
the next annual working agreement 
with employe~s went into effect on 
May 1. The employees opposed the re
duction, and both sides agreed to place 
the matter before an arbitration board 
for settlement. 

The board has been in executive ses
sion since June 3. For a week prior 
to that time a public hearing was held 

and testimony from both sides was 
received by the board. 

In the opinion of the members of the 
board of arbitrators the differential 
Letween regula r a nd temporary track 
employees will enable the company to 
do more of the much-needed work on 
city pavements with the money set a side 
by it for maintenance and repairs. 

Chicago Bills Still Pending 
With only five clays more left of the 

current session the Illinois State Legis
la ture took a recess on June 11 havin g
before it several important m easures 
affecting the Chicago traction com
panies and other utilities. 

Mayor Thompson's bill for the forma
t ion of a "transportation di strict" and 
a 5-cent fare was passed by the lower 
House and sent to the Senate. 

The new uti lities act had been in the 
Senate for several days and had been 
burdened with amendments until it did 

not m uch , resemble its original form. 
It looks as though both measures were 
booked for some roug h sledding, with 
the final outcome uncertain. 

Owing to the fi ght made on the utili
ties bill by down-state interests it was 
amended so as to apply in the "home 
rule" sec tion to Chicago alone and 
would require signa.tures of 25 per cent 
of the vot ers before being subm itted 
to a r eferendum. This was said to be 
fata l to· the measure. The Senators 
a lso voted to eliminate the section which 
would prevent the new commission 
from abrogating rate contracts between 
companies and municipalities. 

Another bill fil ed late in the session 
\voulcl permit the consolidation of ele
vated and surface lines. Another 
would allow the proposed "transporta
tion district" an indeterminate fran
chise for operation of util it ies. Both 
these measures are said to be necessary 
to make Mayor Thompson's scheme a 
success. 

Two Years of Bickering Ended 
Wages Cut, Fares Reduced and One-Man Cars Sanctioned at 

Davenport-Future Prospects Bright 
With one-man cars operating in Davenport , Iowa, fares reduced, and separate 

wage and working agreements s ig ned with tra inmen of Iowa and Illinois, the 
Tri-City Railway's two years of disputing with trainmen and City Councils 
has come to an end. P~litics, class hatred a nd ignorance all acted as a deter
rent to the utilities there in their attempt to obtain a reasonable rate for t heir 
services. 

UNDER the agreement signed by 
the men a wage scale of 50 cents 
an hour for one-man car oper

a tors and 55 cen ts for trainmen on 
two-man cars goes into effect. The 
previous scale was 70 cents an hour on 
two-man car s, and prior to June 1 there 
were no one-man cars in operation. 
The company also refused the inter
national trainmen's union recognition, 
but recognized the Davenport a nd Rock 
Island-Moline locals. Agreements were 
s igned on June 13. 

A court order a uthorizing the opera 
tion of one-man cars in Davenport was 
granted in the District Court by Judge 
A. J. House on May 19. The railway 
applied for a temporary injunction a 
few days before, showing in statements 
that it was impossible to make a 
reasonable return on the stock of the 
corporation with two-man operation. It 
was also shown that the average return 
for a four-year period had been only 2 
per cent. 

Meanwhile the men prepared to 
strike on the expiration of the wage 
scale on June 1. B. J. Denman, presi
dent of the Tri-City Railway, had 
a nnounced some months before that the 
wage scale would be cut from 70 cents 
to 40 cents an hour on that date. A 
strike order was issued by the locals 
for June 1, but withheld when negotia
tions were taken up with the under
standing that the men should work for 
40 cents an hour, but that the wage 
finally agreed upon should be retro
active from June 1. 

For a while t he company refused 
steadfastly to recognize the union either 

as an international or local. A definite 
date for a strike was fixed, but t his 
was set aside at the request of Harry 
M. Schriver, Mayor of Rock Island. He 
called the traction officials and un ion 
r epresentatives together and proposed 
that Frank T. Hulswit, president of 
the United Light & Railways Compan y, 
Grand Rapids, Mich., of which t he Tri
City Railway & Light Company is a 
subsidiary, should be called to t he Tri
Cities. 

Mr. Hulswit, then in New York, 
found that it would be impossible to 
reach Davenport before th~ date set by 
the union for a strike, so he in structed 
President Denman to proceed wit h 
negotiations. Meanwhile Vice-President 
R. Schaddelee of the United Light & 
Railways hurried to Davenport. 

In two meetings which lasted many 
hours the traction troubles of t wo 
years were ironed out. The scale sug 
gested by Rock Island's Mayor wa s 
adopted, the local unions recognized, 
and a working agreemen t satisfactory 
to both the company and the men 
arrived at. 

In Davenport t he 9-cent fare, w ith 
three for a quarter, was r educed to an 
8-cent straig ht ra t e throug h the 
approval of the u se of one-m an ca rs 
and it is possible t hat a reduction from 
9 cent s to 8 would follow the granting 
of similar privileges to the company in 
Rock I sland and Moline. Bridge line 
cars w h ich cross t he g overnment bridge 
from Rock Isl and to Davenport a re 
con tinuing w ith t wo-man operation. 

Because of a Socialist administration 
in Daven por t, which made a sport of 
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baiting the utilities, the railway was 
forced into the courts to obtain one 
man service for that city. Several 
times attempts to come to an agree
ment with the City Council were 
halted at the last moment. 

Hoping to "get something on" the 
l'ailway and light corporation the city 
ordered a public audit of the company 
books. The accounts were promptly 
thrown open by the company to the 
a uditors, who reported to the Council 
after several months of r esearch . The 
figures completely backed up the claim s 
of the company that it was virtually 
bankrupt. 

In open Council meeting H enry Voll 
mer, ex-congressman a nd special coun
sel for the city, told the Socialist mem
bers that the companies were bankrupt 
and must be granted one-man service 
a nd a higher gas rate. City Attorney 
U. A. Schreechfield, Socialist, reiter
ated this statement and it seemed as 
thoug h an agr eement was about to be 
reached. 

Despite this interpretation of the 
audit and appraisal, the Council refused 
to meet the company half way. A pro
posal for the adoption of one-man serv
ice and a reduction of fares was 
spurned. Unable to obtain redress from 
the city, t he railway then took its case 
to the courts. 

Brooklyn Wages to Be Reduced 
A reduction in the wages of the em

ployees of the Brooklyn (N. Y.) Rapid 
Transit Company to take effect on Aug. 
6 has been determined upon by Lindley 
M. Garrison, receiver of the company. 
Mr. Garrison has sent letters to the 
various committees representing the 
employees whose wages were increased 
last August, asking them to get to
gether and take up the matter and 
a gree, if possible, on the amount of 
the reduction. 

The receiver has sent the following 
lt:tter to William S. Menden, general 
manager for the company: 

You will reca ll that in my notice to e m
p loyees dated July 16, 1920, I made th e 
most r ecent increase in rates of pay, prac
tical upon a n an nua l bas is. This became 
effectiv e o n Aug. 6, 1920. That increase, 
added to previous increases, amounted to 
35 per cent above th e rates in effect on 
Aug. 1, 19 19 . 

Owing to conditions, wh ich need not be 
recited, it is obv ious that we ca n no longer 
continu e at the present high scale. I h ave 
abstain ed, in v ie w of the c ircumstan ces, 
from making a n y reductions until th e lapse 
o f a year from the ti m e of the las t in c r ease. 
That year will be up on Aug. 6, 1921. The 
t ime has n ow come whe n this m a tte r must 
be taken up, a nd I wish that you would 
in du e course confe r w ith the vario u s 
represen tative bodies in o rde r that a p r oper 
basis may be arran ged for th e wage scale 
afte r A u g. 6, 19 21. 

The so-called "representation plan" 
in Brooklyn was formulated by Judge 
Julius M. Mayer of the United States 
District Court in co-operation with Mr. 
Garrison. In November of last year 
the firs t elections were held and men 
who had been with the company for 
s ixty days were allowed to vote. But 
it was specifi ed that they take an oath 
that were not members of the Amal
g amated. 

The present rate of pay for motor
men and conductors on the surface lines 

is 57, 59, 62 and 67 cents . On the ele
vated lines the conductors are receiving 
59, 60 and 62 cents while the guards are 
receiving 53, 54 and 57. 

Readjustment of wages has a lso been 
suggested by the officers to the men of 
the Interborough and the New York 
Railways. 

Railway Man Killed in Accident
Others Injured 

Spencel' Vandenberg, manager of the 
Louisville Safety Council, died on June 
14 at Norton Infirmary, Louisville, Ky., 
from injuries suffered Saturday when 
the automobile in which he was return
ing from a l'ound-table barbecue ran 
into a tree. By the irony of fate Mr. 
\' a ndenberg was killed in an accident 
of the kind he was t rying to educate 
the public to avoid. 

Mr. Vandenberg was on the way 
home in the car of George Dehler, who 
asked several friends to l'ide with him. 
Mr. Vandenber g, Neil W. Funk, Frank 
E. Belleville, general auditor of the 
Louisville Railway, and John Carroll 
were a lso in the car when it ran into a 
tree at a sharp turn in the road near 
St. Matthews. Mr. Vandenberg was 
t hrown against the tree. He suffered 
four broken ribs, a fractured left hip, 
injuries to the right leg, and cuts and 
bruises. It is believed that a broken 
r ib punctured the lung and brought on 
pneumonia which terminated fatally. 

Mr. Vandenberg went to Louisville in 
January from Schenectady to become 
manager of the Safety Council, en
gaged in the work of teaching the pub
lic to avoid accidents. His home was 
in Eastover. Mr. Vandenberg was for
merly with the Schnectady Railway. 

Mr. Funk is expected to recover. He 
is superintendent of the claim division 
of the Louisville Railway. He had ex
pected to go on the C. E. R. A. boat 
trip. Among his injuries is a fractured 
hip. 

Programs of Meetings 

Final Arrangements for C. E. R. A. 
Summer Meeting 

The program for the summer meet
ing of the Central Electric Railway 
Association, which will be held on board 
the S.S. South American, has been an
nounced by S«m W. Greenland, chair
man of the program committee. The 
summer cruise of the association will 
begin at Chicago, where the boa t will 
leave from the Municipal Pier on Sun
day morning, June 26, at 8:30 a .m. 
central standard time, or 9 :30 Chicago 
time. It will leave Toledo Tuesday 
morning, June 28, at 11 o'clock centr al 
standard time or 12 o'clock east ern 
standard time, from the Toledo Railway 
& Light Company dock, which is adja
cent to the White Star Line clocks. 
The time of leaving Toledo was set 
Lack one hour by the committee on 
arrangements in order to permit various 
members to leave their homes Tuesday 
morning and a rrive in Toledo in time 

to catch the boat. The details of the 
program follow: 

Sunday, Ju n e 26, 11 a .m. 
Song Serv ice. 
Address, by H. C. DeCamp. 

W edn esday, June 29 , 9 a .m. 
Mee ting of the Executive Committee. 
"Automatic Substations," by C. A. 

Butche r, "\Vestinghouse Electric & Manu• 
facturi n g Company. 

Discussion by Lawre nce D. Bale, engineer 
of substat ions, the Cle ve land Railway; 
Charles H. Jones , Chicago, N orth Shore & 
Mi1waukee· Railroad . 

Thul'Sday , Jun e 30, 3 p.m. 
"J\Ierch and is ing Transporta tion." Jed off 

by t h e r eport of the committee on educa
tion and training of employees, by James 
P. Ba rnes, c h a innan, presid ent Louisville 
R a ilway. 

D iscussio n b y Harry L . Brown, W est e rn 
Editor ELECTRIC R AILWAY .JOURNAL, Chica 
g o; B ert "\Veed o n, gen eral fre ight and pas 
se n ger a gen t . In te r sta t P Public S e r v ictc 
Compa ny, India n a po lis; George H . K e ls a y, 
superintend ent of powe r a nd s hops, Cle v e
lancl, Sou thwest ern & Columbus R a ilwa y , 
E lyria, Ohio; "\V. S. Rod ger. gen e r a l tra f 
fic mana g er, D etr oi t U nited R a ilway : E. 
B. Gunn , maste r m ech a nic, "\'.'est e rn Oh io 
R a ilway, W a pakonet•a, Ohio. 

SPECIAL CARS TO BE RUN 

The proposal to r un a special car from 
Indianapolis to Chicago on Saturday, 
June 25 is being considered . 

Those arrivi~1g in Chicago on Satur
day night may go direct to the boat and 
secure their staterooms and breakfast 
Sunday morning on t he boat for $2.50. 
The boat will be at the pier after 6 
p.m ., Saturday. 

For those who desire to make only 
t he trip from Toledo to Chicago, a 
special car has been arranged, leaving 
Indianapolis on Monday, June 27, at 
7:00 a.m., Peru, Ind. , at 9 :30 a.m., and 
arriving at Fort Wayne, Ind., at 11:10 
a.m. A thirty-minute stop here will be 
made for lunch and the car will leave 
Fort Wayne at 11:40, Lima, Ohio, at 
1:40 p.m., Findlay, Ohio, at 2:50 p.m., 
and arrive at Toledo at 5 :05 p.m., cen
tral standard time in each case. 

On the return trip a special car will 
be run from St. Joseph, Mich. , to 
Indianapolis, leaving St. Joseph July 12. 

Those planning to attend this meeting 
and cruise, are urged to send in their 
reservations to John Benham, 15 South 
Throop Street, Chicago, at once, in 
order that their names may appear in 
the printed souvenir distributed on the 
boat. 

Railroad Mechanical Section Postpones 
Meeting 

The annual meeting of the Ameri
can Railway Association, m echanical 
division, which was to have taken place 
at the Drake Hotel, Chicago, on June 
15 and 16, has been postponed to June 
29 and 30, 1921. The meeting place has 
a lso been changed from the Drake 
Hotel to the Blackstone. The official 
circular of June 10 announcing the 
postponement says: 

Owing to pres ent unus ual conclitions and 
in a bility of members to a ttend the m edin g· 
of the mechanical division, Ame rican Rail 
w a y Association, call ed to h e h e ld in this 
c ity (Chicago), W ednesda y all(l Thurs day, 
.June 15 and 16, 1921. th e nweting h a s h .'en 
pos tpoiwd to vVednesclay a rnl Thurs day, 
.June 2!J and 30, 1921. 

The sessions will be h eld at the Black 
s ton e Hote l, C hi cago, ins t ead of t h e Drak,, 
Hotl'I a s 01·ig ina ll y plann•ed. It is s ug
g est Pd that m embe r s arra n g·e for their 
h ot e l r e servations without de lay. 
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Financial and Corporate 

Preferred Stock Offering 
to Be Continued 

In the belief that it w ill be of ad
vantage both to itself and to the com
munities served to have as many local 
stockh olders as possible, the Mononga
hela Power & Railway, Fairmont, W. 
Va., will continue to offer its preferred 
stock even af ter t he recent $2,000,000 
offering of preferred stock has been 
taken. This offering was referred to 
in t he ELECTRIC RAILWAY JOURNAL, 
issue of May 28. 

A new department known as the 
"Investment Department" has been cre
ated to handle the sale of stock, bonds 
and other fo r ms of securities offered. 
E. B. Smith is the manager of this de
partment. He has eight salesmen in 
his or ganization at present. In addi
tion to these regular salesmen, Mr. 
Sm ith is organizing the company's em
ployees a nd has selected about fifty as 
an addit ional employees organization. 
Arrangements have been made with the 
banks in t he territory served by the 
company whereby they will a lso assist 
in selling the stock. Thus the organi
zation worked out for the handling of 
t he stock in cludes eight regularly em
ployed salesmen, about fifty employees 
a nd the banks, fifty-fo ur in number. 

Besides t he offering being made di
rect to patrons t hrough salesmen, ad
vertising is being carried in ten news
papers, where every family is urged to 
become a "profit-sharing partner." In 
order to educate the public regarding 
the character of the company, extent 
of its property, kind of services r en
dered and its relation to the g rowth of 
the communities served by it descrip
tive matter and circulars have been 

MONONCAH£U. POWER ~'D RAllV.A.\' COMPAN)' 

0 .. ow t " 10.iLw,.,s 

G J.S COAL 

Price • 

t'tarS,r : 

Arrer.1:e:!l"lts he•,•e been a:ade 11!,ereby 'll'e ere ,~ab1'1:1 

mailed to patrons and customers and 
display cards announcing t he sale have 
been posted in the company's ti cket 
offices and waiting rooms. In connec
tion with this offer ing the company has 
itosued an interesting illustrated booklet , 

"---- -- -·-- -... -..... •·-~- ---._ .... .... _. .. , .. _ 

Announcing 

AN OPPORTUNITY 
To Become a Profit-Sharing Partner 

In a Successful Enterprise 

. · . ~-----,'.. __ ,... __ ... , •. ",.,'· ... ~~-----~ 
:f::·-~=t '"-~ ·-:::-..:-~: ..... 

Now is Your Opportunity to Invest 
A.sured Safety Quarterly Dividend, 

~~-~-@-~---~~--·:..; :::~?~=-·- ·-~ ----~~-·. 

II """' ~· ., ·~~ .... ""' ~ ·~ ··~" .. ~~ 11 _,..._,,._ .... - (- w-

• INQUIRY COUPON : 

"-•-- I 

·--: -· .-:: ~--:.-:_. ~ 
• _,_,, __ .._ __ I 

Monongahela Power & Railway Co . 
W• llon Bui ldine, fai rmoal, Weal Vb-e,lnla 

Telephone No. 1000 
''A.SK YOllR BANK ER .. 

••[very family a Sha rebolckr"' 

TYPICAL NEWSPAPER ADVERTISE-
MENT 

containing a map of the company's 
electric railway properties, proposed 
lines, power st ations, gas lines, coal 
mines, etc. 

Although t he outcome of this offering 
c·mnot at t his time be clearly indicat ed, 
the sales made to date have been m uch 
in excess of expectations and in dicate 
the success of the offering. 
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APPEAL MADE DIRECT TO PROSPECTIVE P URCH ASER 

Toledo $260,672 Behind 
Cumulative Deficit Increased by $56,-

371 in May-Pros pects Greatly 
Improved 

The increasing economy of operation 
of the Toledo r a ilway lines, under Com
missioner Wilfred E. Cann, is shown in 
the r epor t for May, when the smallest 
monthly defi cit yet sustained was re
ported. The net loss in operation for 
the month was $56,371. The total defi
cit accrued in four months is $260,672. 

Chairman Henry Truesdall of the 
board predicted a fare increase to 7 
cents in Aug ust. The service-at-cost 
ordinance provides for no fare change 
in the first six months of operation. 
Commissioner Cann believes, however, 
that fares will be back to 5 cents 
within a year. 

During- the month of June further 
anticipated sa1: ings should amount to 
$25,000, due to decrease in wages of 
carmen. The men last week ratified 
the agreement by which their scales 
were set at 45, 47 and 50 cents an hour. 
This is a cut of 10 cents an hour from 
the last year scale. This new scale was 
incorrectly reported in the ELECTRIC 
RAILWAY JOURNAL for June 11 to be 
45, 57 a nd 60 cents. 

The power rate. has not yet been ad
justed. Some believe it can be reduced 
nearly 50 per cent. Even a 10 per cent 
reduction would mean a saving of $24,-
000 on four months' operation. 

Further r erouting plans have been 
a pproved. Service will be cut off the 
Maumee Avenue end of the Starr
Maumee line. Cherry cars will not run 
from the Union Station loop. A sav
ing of more than $4,000 a month with 
little change in service will thus be 
gained. 

No decision has as yet been made 
by the Common Pleas Court on the bus 
regulatory measure. The case is held 
up by a t emporary injunction which bus 
owner s secured. 

In Ma y, although railway passenger 
receipts f ell off $2,631 as compared 
w ith the previous month, due to in
creased interurban rentals and car ren
tals, the net income increased $8,677 . 
Operating expenses were cut $15,286 
as compared with April. The monthly 
operating ratio also decreased from 
90.60 to 83.46. 

Commissioner Cann said the loss of 
1.0544 cents per passenger during May 
should call for a further reduction in 
service but that the present schedules 
v. ould be maintained. Average daily 
passeng er receipts for the last four 
m onths are as follows: February , 
$9,500 ; March, $9,186; April, $8,988; 
May, $8,613. June shows a further de
cline over May figures of $325 a day. 

Construction Company Denied Pay
ment.-The application of the lnterbor
ough Subway Construction Company, 
an Interborough subsidiary, for a writ 
of mandamus directing Controller Craig 
to pay the company $1,750,000 as part 
of the cost of installing the multiple 
car door device, was denied recently by 
Justice Gavegan of the Supreme Court. 
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Answers to Accounting Questions 
Another Series of Questions and Tentative Answers Under the 

Uniform System of Accounts for Electric Railways 
Another series of tentative answers to questions raised in connection with the 

uniform system of accounts, prescribed by the Interstate Commerce Commission, 
has just been issued. As these answers have not received the formal approval of 
the commission, however, it should be understood that the decisions do not 
represent its final conclusions and that they are subject to such rev1s10n as may 
be thought proper before final promulgation in the accounting bulletins of the 
commission. 

T HE case numbers covered below 
are from A-589 to A-602, with 
certain omissions. Other install

ments will follow. The omitted num
bers represent cases which either are 
not of sufficient importance to justify 
publication or involve questions upon 
which a definite conclusion has not been 
reached. 

Q (A-589). To what account should 
be charged: 

(a) Taxes payable on monies and 
other items the income from which is 
includible in account 208, "Income from 
unfunded securities and accounts?" 

(b) Federal income and excess prof
its taxes? 

( c) Internal revenue stamps for use 
generally in railway operations? 

(d) A carrier's investment in war 
savings stamps and war thrift stamps? 

(e) War taxes paid on telephone and 
telegraph messages? 

A. (a) To account 215, "Taxes as
signable to railway operations," or to 
account 218, "Miscellaneous taxes," in 
accordance with the texts of those ac
counts. 

(b) To account 215, "Taxes assign
able to railway operations," unless di
rectly assessed on income from miscel
laneous physical property, in which 
case account 205, "Net income from mis
cellaneous physical property," shall be 
charged or unless they are assessed on 
income from securities owned and are 
therefore chargeable to account 218, 
"Miscellaneous taxes." 

( c) To account 215, "Taxes assign
able to railway operations." 

(d) To account 409, "Loans and 
notes receivable.'' 

( e) To account 215, "Taxes assign
able to railway operations," or to road 
and equipment account 549, "Taxes," as 
may be appropriate. 

( See Cases 584 and 598 (a).) 
Q. (A-590). An industry furnishes 

cars for movement of its employees 
from city points to its suburban plant. 
The carrier furnishes locomotive, crew 
and electricity, and hauls the cars over 
its own rails to the industrial plant, for 
which it is paid on the basis of loco
motive trips. How should the revenue 
be credited? 

A. To account 109, "Miscellaneous 
transportation revenue." 

Q. (A-591). A carrier under con
tract to transport mail, during a t em
porary stoppage of its own transporta
tion facilities, hires an automobile and 
driver to perform that service. To 
what account should the expense be 
charged? 

Q. (A-592). What is the proper ac
counting for investment in and main
tenance of turntables located at the en
trances of shops? 

A. The investment is chargeable t0 
account 523, "Shops and carhouses," 
and the maintenance to account 24, 
''Buildings, fixtures, and grounds." 

Q. (A-593). To what account should 
be charged: 

(a) The cost of special work or 
curves made in the carrier's own shops? 

(b) The cost of cut rails issued from 
stock to connect such items as switch 
mates, switches, frogs , etc., in the lead 
of a special work layout? 

A. (a) To account 508, "Special 
work." Plain curves shall be treated as 
rails. 

(b) If the cut rails are only sections 
of rail which are necessary to connect 
up the switch mates, switches, frogs, 
etc., with the last regular rail laid in 
the track their cost shall be charged to 
account 507, "Rails, rail fastenings and 
joints," but if they are of special char
acter, not simply a section of ordinary 
rail, they shall be included in account 
508, "Special work." 

Q. (A-595, a). When electric light 
sockets and switches are installed as 
permanent parts of buildings, cars or 
conduits, should renewals be considered 
supplies as indicated in Case 216 in 
Accounting Bulletin 14? 

A. In such cases they shall be 
charged for appropriate repair ac
counts. 
(See Case 69, Accounting Bulletin 14.) 

Q. (A-595, b). To what account 
should be charged the pay of em
ployees under the supervision of the 
general treasurer who are stationed at 
car barns to receive conductors' collec
tions? 

A. To account 63, "Superintendence 
of transportation." 

Q. (A-596, a). To what account 
should be charged repairs of oil pumps, 
oil tanks and permanent tank piping 
installed in an oil house at shops•: 

A. If this apparatus is for distribu
ting oil for shop use, the repair expense 
for the tank and piping shall be charged 
to account 24, "Buildings, fixtures, and 
grounds," and that for the pump, if not 
a part of the tank, to account 36, "Shop 
equipment." If the apparatus is for 
oil used in connection with conducting 
transportation, all repairs shall be 
charged to account 24. 

Q. (A-596, b). To what account 
should be charged repairs to a sand 
hopper and to the piping_ connecting t he 
sand drier with the hopper? 

A. To account 78, "Other transpor
tation expenses." 

A. To account 24, "Buildings, fix
tures, and grounds." 

Q. (A-597). To assi st in retaining
its employees a carrier built and oper
ates a t emporary rooming building. 
How should the r evenue and expenses 
of this project be di stributed? 

A . Rents received from employees 
shall be credited to account 117, "Rent 
of buildings and other property." 
Building repairs shall be charged to ac
count 24, "Buildings, fixtures, and 
grounds," and expenses · of operating 
for employees' use to account 78, "Other 
transportation expenses." 

Q (A-598, a). To what account 
should be charged: 

(a) The cost of revenue stamps af
fixed to proxies sent in by stockholders 
for use at the annual meeting? (b) 
The cost of stamps affixed to notes 
classified as unfunded debt? 

A. (a) To account 225, "Miscellane
ous debits," (b) To account 221 , "In
tnest on unfunded debt." 

( See Cases 584 and 589.) 
Q. ( A-598, b). A carrier assumes 

the rent for an encampment site in 
order to induce school cadets to hold 
an encampment on its line. To w!iat 
account should the rent be charged? 

A. To account 81, "Parks, resorts 
and attractions." 

Q. (A-599, a). At the direction of 
the court, pending a decision as to the 
legality of a fare increase, a carrier 
deposits daily with a trust company 
amounts equivalent to the difference 
between revenue based upon the former 
fare and the total of fares collected. 
What is the proper accounting? 

A. The deposits with the trust com
pany shall be debited to account 408, 
"Special deposits," and concurrently 
credited to account 446, "Other unad
justed credits." If final decision favors 
the carrier the amount shall be trans
ferred from account 446, to account 
101, "Passenger revenue," unless the 
decision is delayed beyond the current 
year and the amount is relatively large, 
in which event the carrier may apply 
for permission to use account 304, "De
layed income credits." If the increased 
fare is decided to be illegal accounts 
408 and 446 shall be cleared as the re
funds are made. 

Q. (A-599, b). What is the proper 
accounting for equipment permanently 
retired from service but held for dis
position? 

A. It sha!l be written out of the 
property account and carried in a sus
pense account at an equitable valuation. 

Q. (A-601). To what account should 
be charged the cost of metal fare tokens 
sold to patrons for use in lieu of tickets 
and coins? 

A. To account 67, "Miscellaneous 
car service expenses." Tokens held in 
stores shall be carried in account 411, 
''Material and supplies," until issued 
for use. 

Q. (A.-602, a) . To what account 
shall be charged the cost and mainte
nance of a pier to be used exclusively 
for handling powerhouse fuel? 

A. The investment cost shall be 
charged to account 539, "Power plant 
buildings," and the maintenance cost to 
the appropriate primary accounts under 
general account III, "Power." 
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Cash-Fund Ordinance Pending 
In consideration of the June appro

priation ordinance for t he Seattle 
(Wash.) Municipal Ra ilway it was de
cided at a recent meeting of t he utili
t ies committee of the Council to set 
as ide each month out of the earnings 
one-t welfth of the yearly charges for 
bond inter est and redemption. The de
partmen t's auditor suggested waiting 
until the inter est and r edemption dates 
before setting aside the cash needed 
to save going on a warrant basis 
earlier. 

Superintendent D. W . H enderson, 
however, said the fund ha d $132,574 
in cash on hand in the city treas
u r y after allowance for outst anding 
warrants, a nd recommended setting 
aside the interest a nd redemption cash 
since t here was a surplus on hand. The 
fi r st item considered was setting aside 
interest and redemption on an issue of 
$775,000 general bonds, maturing from 
1933 to 1938. As the state law does 
not require setting aside money for 
redemption of general bonds until 
seven years before maturity, it was 
voted not to ,,et aside money for this 
pur pose now. It was decided to set 
as ide fund s fo1 interest on t he general 
Londs, a lso for interest and redemption 
on t he utility Lon ds. 

As t he matter stands at present, 
t he ra ilway did not se t aside in March , 
Apr il or May the $70,250 cha rgeable 
monthly for t he r edempt ion of t he 
$833 ,000 issue of t he $15,000,000 Stone 
& W ebst er bonds due next March 1, a nd 
on another small issue, a nd so owes 
that fund $210,750. The $70,250 for 
June for this purpose will be set aside. 
No m oney has been set as ide for 
cleprecia tion, the money being used to 
retire outsta nding warrants. 

Coal, Material and Labor Costs 
Decrease Earnings 

According to the annual report of the 
Terre Haute, Indianapolis & Eastern 
Traction Company for the year ended 
Dec. 31, 1920, the company had, after 
paying operating expenses, taxes and 
fixed charges , $725,000 to meet divi
dend requirements, interest on notes, 
car trust equipment notes, sinking 
funds, etc. Gross earnings amounted 
to $5,316,288, an increase of 18.64 per 
cent over the previous year, while oper
ating expenses, which were $3,805,565, 
were 23.38 per cent more than in 1919. 
This increase absorbed practically all of 
the gain in earnings due to advances in 
the price of coal, material and labor. 

The tax rates were raised in 1920, 
so that the average rate on the entire 
system was $1.85 as compared with 
$1.26 in 1919. The result of this was 
that the amount paid out in taxes for 
the year increased 18.96 per cent. 

The total amount spent for mainte
nance was $1 ,314,192, compared with 
$1,059,898 in 1919. The greater pro
portion was f or maintenance of way 
a nd structures, which amounted to 
$694,274, an increase of $210,920 over 
the previous year. The total railway 

maintenance was $1,135,761 as against 
$946,122 in 1919. 

Som e idea of the amount of traffic 
handled can be had from the following 
statistics: During the year 9,719,308 
passengers were car ried on t he interur
ban lines and 19,671 ,918 on the city 
lines, making a total of 29,391,226 pas
sengers of all kinds . The freight ton
nag e handled was 134,342 in addition 
to 116,292 tons of express matter. The 
car-miles opernted on the interurban 
lines amounted t o 5,837,3 78 and on the 
city lines 3,424,961. The coal consumed 
at the power shi t ion was 261,239 tons, 
, •:hile the kilowatt-hours generated at 
the ma in power station wer e 118,527,-
211 . The company operat es 435.64 
miles of ma in line, of vvhich 33.21 miles 
are so-called city lines. 

$19,628 Earned on $3,576,740 
Investment 

The a nnua l r eport of t he Bamberger 
Electric Rai lroad recently fi led with 
the Public U tilities Commission of 
Utah shows a net profit of $19,628 
from operation on an investment of 
$3,576,740 in its 35.94 miles of r oad, 
running between Salt Lake City and 
Ogden, U t a h . 

The report shows that t he company 
had on hand at the beginning of the 
year accredited to profi t and loss the 
sum of $602,327, and at the end of 
1920 t he sum of $621,955. The incr ea se 
in the gra nd total of its asset s over the 
year 1919 amounted to $261,416, or 
from $3,858,314 at the close of 1919 
to $4,119,729 at the close of 1920. Of 
this latter figure the company claims to 
have a sset s of $3,576,740 in road and 
equipment, an increase of $182,255 over 
the preceding year and $46,802 in mis
cellaneous property, or a n increase of 
$17,500 over 1919. 

The investments in affiliated com
panies shows neither increase nor de
cr ease. This a mounts to $147,652. In 
bonds investme nt the increase amounts 
to $600, bringing the total investment 
in bonds to $36,800. The total invest 
ment exceeded the 1919 figure by $200,-
355. 

Current asset s shows an increase of 
$61 ,685 in spite of several large de
creases in cert a in lines, such as a $40,-
000 decrease in special deposits. Miscel
laneous accounts receivable show an 
increase of $55 ,068, and the ma terials 
and suppl ies purchased during 1919 a dd 
considerable to t his figure in compiling 
the current asset s figure. 

The sum of $52,083 was invested in 
road equipment during the year. In 
addition $1,766 was expended in sub
station equipment and $2,874 in miscel
laneous expenditures, bringing the total 
expenditures for betterment up t o 
$182,255. 

The company has 73.21 miles of 
tracks at an aver age investment of 
$48,856 per mile. 

T he com pany holds $75,000 in first 
mortgage bonds of the Salt Lake & 
Ogden Ra ilwa y drawing interest a t 5 
per cent, which is the only money or 
security in the sinking f und. 

Financial 
News Notes 

Portland Dividend Declared. -The 
Por tland Railway, Light & Power Com
pany, Portland, Ore., recently declared 
an initial dividend on the Series "A" 
first preferr ed n per cent stock. This 
payment covers dividends for the period 
of Jan. 1, 1916, t o April 1, 1917. 

$3,000,000 Offered in Bonds.-Whit
aker & Com pany, St. Louis, Mo., are 
offering t hree-year 8 per cent sinking 
fund mortgage bonds of the Columbus 
Railway, Power & Light, Columbus, 
Ohio. The bonds are da ted June 1, 1921, 
and are due J une 1, 1924. The price 
is 98 and interest to net 8 :i per cent. 

Operation of Line E xpected.-At a 
recent conference bet ween Receiver . 
Whysall , h is attorney, a nd W . P. Sturte
vant, New York, representa tive of the 
bondholders, it was br ought out that 
service may be resumed by the Spring
field Termina l Railway & Power Com
pany, Springfield , Ohio. Receiver 
W hysall , who will plan the r eorganiza
tion, has g iven out no statement on this 
project. The property was sold under 
foreclosure in June, 1920, for $300,000. 

Raleigh Property for Sale.-James 
H. Pou , Ra leigh, and N. A. Sinclair, 
Fayett eville, N. C. , have been appointed 
commissioners to sell the property of 
the Cumberland Railwa y & Power Com
pany, Ra leig h, N . C., at r eceiver's sale 
on J uly 2. The company was organ
ized in 1919 and acquired the street 
railway pr operty in Fayetteville which 
had long been in disuse. Some months 
ago a r eceiver was appointed for the 
property on the petition of a Lillington 
bank when inter est was defaulted. · 

Railway Offered to People.i--At a 
recent meeting of the Valdosta (Ga.) 
Cha mber of Commerce the possibility of 
d ismantling the Valdosta Street Rail
way was discussed. The property just 
about pays expenses and it was stated 
that unl ess the people took over the 
r ailway it probably would be junked. 
Judge Crawford stated that if 100 or 
more people would take over the rail
way and work in its interest operating 
expenses and a small dividend could 
be paid. The offering price is $15,500. 

Eureka Property for $75,000.-The 
people of Eureka, Cal., will be offered 
t he property of the Humboldt Transit 
for $75,000, and provision will be made 
for an additional $30,000 as working 
capital for the operation of the lines 
by the city. This proposition will be 
voted on June 20. The State Railroad 
Commission recently valued the prop
er ty at $100,000 but the attorney for 
th e Humboldt National Bank, which 
r epresents the bondholders of the rail
way, a nnounced that the bank had been 
authorized to submit $75,000 as the 
valuat ion of the lines. 
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~1 New Board Attacked 

I 
Counsel for Public Service Railway 

Contends Before Court Evidence 
Proved Ten-Cent Fare Need 

Argument was heard in Part II of !.==================================~ t he Supreme Court at Trenton, N. J. , 

Traffic and Transportation 

Autos Under Commission 
California Railroad Commission An

nounces Establishment of Auto
mobile Department 

So rapid has been the growth of the 
automobile trar.sporta tion industry that 
the Railroad Commission of California 
has announced the establishment of an 
automobile department under the super
vision of Charles A. Beck. This de
partment will be responsible for all de
tail work connected with the automo
bile stage and truck matters, will care 
for all informal complaints and corre
spondence, keep time-table and sched
ule filings, handle applications which 
can be disposed of by ex parte orders, 
handle and assign applications requir
ing public hearing, answer all verbal 
inquiries, and in general be respon
sible to the commission for all work 
in connection with the operation of 
stages and trucks under its jurisdic
tion. 

Rates, fares and regulations will be 
handled by the rate department. Is
suance of stock, bonds, notes or other 
securities and the filing of annual or 
other financial statements will be han
dled by the department of finance and 
accounts. The service department as 
heretofore will look after safety of 
operation, equipment of cars and the 
like. 

The commission announces that Mr. 
Handford will be responsible for the 
formulation of definite lines of policy 
2ffecting auto, stage and truck trans
portation so as to promote uniformity 
cf decisions. Opinions and orders, ex
cepting the minor ex parte orders, will 
be reviewed and concurred in by Mr. 
Handford before presentation to the 
commission for its consideration. 

In all matters of accident, investi
gation and other questions incidental 
to transportation from the service 
standpoint, the service department will 
continue to function through Mr. Hand
ford reporting to the commission as 
heretofore. 

The numerous complaints that come 
up from competing auto stage lines in 
regard to irregular operations of some 
of the auto bus lines have been notice
able at various hearings before the 
commission during the past year. Re
cently the Pasadena-Pomona auto stage 
Ene filed a complaint with the commis
sion citing the fact that the Motor 
Transit Company, the largest auto 
s tage operating lines out of Los Angeles, 
in operating its auto stages between 
Los Angeles and San Bernardino was 
violating the terms of its operating 
franchis e rights granted by the Rail
road Commiss10n by doing local busi
ness on its through schedule. This class 
of complaint with auto stage lines is 
frequent with the commission, as many 

of the stage lines were losing money 
during the year 1920 and found it dif
ficult to strictly abide by its franchise . 

Recently the Burbank Stage Line in 
applying for an increase in ra t es in
formed the commission its losses for 
the year were $20,000. The Motor 
Transit Company claimed a loss of 
$120,000. At a recent hearing of a 
freight auto transportation line run
ning out of San Diego, where an appli
cation had been made to the commis
sion to increase its rates 25 per cent, 
the commission denied the increase as 
the manager of the auto freight carry
ing line couid not produce any figures 
as to his losses, stating that he did not 
keep any books. 

City of Toronto Plans Important 
Rehabilitation 

The Board of Control, Toronto, Ont., 
has recommended that the City Coun
cil pass a by-law providing $7,000,000 
for the use of the Toronto Railway 
Commission in connection with the pur
chase of the new cars and other equip
ment by the commission for use next 
fall when the city takes over the 
Toronto Railway. H. H. Couzens, 
Toronto, is general manager of the 
Toronto Transportation Commission, 
Ryrie Building, Toronto. 

The commis!:'ion is also planning to 
construct a new railway through Rose
c:ale and the north limits of the city 
passing east of Mount Plea&ant Ceme
tery. This line will be conetructed if 
the city opens up certain streets re
quested by the commission. 

The arbitration board has been finally 
completed wh;ch will determine the 
price to be paid and other details in 
connection with the acquisition by the 
city of Toronto (Canada) of the Toronto 
Railway sy~.tem upon the expiration of 
the railway franchi se, which takes 
place next September. 

The railway chose Sir Thomas White, 
former Minister of Finance in the 
Dominion Government, while the munic
ipality appointed Sir Adam Beck, chair
man of the Hydro-Electric Power Com
mission. These two arbitra t ors have 
now agreed upon Hume Cronyn, M. 
P., as the third member and chairman 
of the board. Mr. Cronyn is a native 
of London, Ont. He is prominently 
identified with n number of financial in
stitutions in his home town. 

Transfers Reduced in Size.-The 
Milwaukee Electric Railway & Light 
Company placed in use on June 1 on 
its Milwaukee city lines a reduced-size 
transfer. The new transfer is 2 in. x 
4 in., or H in. shorter than the trans
fer previously used. The change in 
size of the transfer was made for the 
purpose of conserving paper stock. 

on June IO upon the appeal of the Pub-
lic Service Railway from the decisiC1n 
of the Board of Public Utility Com
missioners refusing to grant the cor
poration permission to charge a 10-
cent fare. Frank Bergen and Ro:,ert 
H. McCart er, former attorney-general 
of the state, appeared for the com
pany. The commission was represented 
by L. Edward Herrmann, its counsel. 
The cities, which are opposing the in
crease, were represented by George L. 
Record. The court reserved decision. 

Mr. Bergen said that the proceedings 
of the board in recent years had taken 
a direction a nd reached a point which 
not only threatened but seriously 
a ffected the f undamental rights of 
parties interested in utility corpora
tions. He said f ur ther that whether 
or not an existing rat e was reasonable 
was a judicial question. At one phase 
of the proceedings Justice Trenchard 
interrupted Mr. Bergen to inquire: 
"This is really an attack on the utility 
act by you, isn 't it, not on the order of 
the board in question?" 

Mr. Bergen answered that it was an 
attack on t he method employed by the 
board in the face of overwhelming 
testimony. 

TEN-CENT FARE ESSENTIAL 

Mr. Bergen said further that under 
the present 7-rent fare the company 
will lose more than $2,000,000 during 
t he calendar year. The commission had 
fa iled for several years past, he said, 
to provide a fare sufficient to meet 
opera ting expenses, fixed charges, taxes 
and depreciation, let alone a return on 
t he company's capital stock of $48,731,-
600. It was Mr. Bergen's contention 
that the IO-cent fare would enable the 
company to pay its taxes, operating 
expenses and fixed charges, set aside 
$1,850,000 for depreciation and earn 
a net income of $1,266,000, or 2½ per 
cent on its capital stock, provided the 
rat e were granted for a full year. 

Mr. Bergen said : 
Disaster to the company is in evita ble un

less it is a fford ed the instant relief to which 
the Court of Errors and Appeals has h eld 
it is entitled. It is intolerable that a plain 
i:em ecly shou ld be w ithheld by the board 
tor r easons un supported by e ither facts or 
law. The utility act expre ssly provides for 
t he fixing of a reasonable rate under the 
conditions that here exist, and the Court 
of E r rors has c lear ly defin ed what e lem ents 
are to be con sid er ed. At the h earings the 
board solemn ly declared its purpose t o 
obey the law as laid down by the court 
(Case, page 364). but wh en the time for 
act_ion arrived it r ev ersed its intention . It 
1s m(leed fortunate that we have th is court 
of law to which w e may confidently appeal. 

In opening his case for the munic
ipalities Mr. Record declared that the 
commission could h ave withheld its de
cision until after July 15, when it was 
boun d by law to announce what it con
s iders a just and reasonable fare. By 
rendering its decision it gave the com
pany opportunity to appeal in t his case, 
thereby delaying valuation proceedings. 
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Birmingham Situation Critical 
Several Months of Operation Prove Seven-Cent Fare Inadequate

Jitneys a Menace 
I earing of an application of Lee C. Bradley, receiver for the Birmingha111 

"P - \way, Light & Power Company, Birmingham, Ala ., for authorit y t o raise 
U' Lj, ~n ~irmingham has been set _for June_ 28 before the Ala bama Public Ser vice 

11:.).11ss1on at Montgomery. Right to mcrease f ares from 7 to 8 cents in 
h•. r-:-Ingham and its suburbs and to levy a charge of 2 cents for transfers is 

,l,;:- '1 in the petition, which was filed by Mr. Bradley on June 8 before the 
'J, :c Service Commission. Judge William I. Grubb, of the United States 

IJ .. : "rict Court , issued a formal order on June 4 a uthorizing the receiver t o 
.: p ' · for t he increased fare. 

· GO ROUS opposition to any in-
\...1 .. · rease in the present 7-cent fare 

as been voiced by members of the 
· ·, ' 1mmission of Birmingham, who 

t ': tat the city will fight the pro-
_l.,used advance to the bitter end. lt 
has been indicated by city officials that 
the public utilities act, under which 
t he Alabama Public Service Commission 
is granted the exclusive right to regu
fate rates to be charged by public utility 
companies operating in the state, may 
be attacked in the efforts to defeat 
a n increase in fares. 

Heavy decreases in the earnings from 
t he operation of the railway are set up 
by t he receiver as the grounds upon 
which the increase is asked. In his 
a pplication he shows that receipts have 
decreased in spite of the recent raise 
in rates from 6 to 7 cents. 

Operation of jitneys in competition 
w ith the railway is given by the re
ceiver as one of the contributmg causes 
for the decrease in revenue from the 
railway department. However, the gen
eral business depression and the unem
ployment situation are cited as the 
principal cause for the decrease in 
earnings. 

A jitney regulation ordinance was 
recently adopted by the City Commis
sion, but has not yet been put into 
effect. Under the terms of this the re
ceiver maintains that the jitneys are 
1eco~·nized by the city as a competing 
service. The ordinance as originally 
drafted provided that all jitneys must 
f urnish an adequate indemnity bond or 
must carry an adequate amount of lia
l-ility insurance, but these provisions 
were killed by the majority of the com
n,ission before the final adoption of the 
ordinance. As adopted it provides cer
tain police and traffic regulations and 
routes for the jitneys. In some in
stances they are removed from the rail
way lines, but in several others the 
jitney routings are allowed to follow 
t he car lines. 

In his application to Judge Grubb for 
authority to apply for the increases 
Receiver Bradley reviews at length the 
financial situation of the Birmingharn 
Railway, Light & Power Company and 
of the causes which make the increased 
fare necessary. It is shown that when 
the application for a 7-cent fare was 
made the cash condition of the estate as 
of Nov. 1, 1920, showed a deficit of 
p,435,101 with other obligations which 
mcreased the total obligations of the 
receiver to $1,873,822. 

The increase in fare to 7 cent s, it 
was estimated, according to the appl i
cation, would produce approximately 
$25,000 a month in increased net rev
enue. The pet ition shows, however, 
that in January with the 7-cent fare 
there was an increase of $32,719 in 
comparison with January, 1920. I n 
February there was a gain of $25,009 
over the preceding F ebruary. March 
showed a gain of $15,779 over the same 
month of 1920. · But April showed -i 

loss of $10,871 in comparison with t he 
preceding April. May showed a loss 
of $24,007. Pointing to the steady de
crease the receiver says: 

Jnstead of receiving approxima t ely $2 5,-
000 a mon th in increased r evenue we find 
th a t in th e month of Ma y w e ha've a d e 
u ease of $24,007, or approximately $50,000 
less th a n w a s deemed n ecessary at the 
timl' the 7-cent f a re w a s g r a nted. 

This condition, Mr. Bradley state5, 
results from business depression and 
that all lines are showing decreases in 
comparison with the figures for last 
year. Lines upon which jitneys are in 
operation, he states, are showing very 
heavy decreases. Owing to the uncer
tainty of jitney operation the receiver 
points out that it is difficult to estimate 
the loss caused but that from checks 
made they were apparently causing a 
loss of approximately $700 a day during 
the month of May. The loss from the 
business depression was estimated at 
$900 a day for May. 

Although operating expenses, it is 
stated , have been cut from 32.3 cents 
per car-mile in December, 1920, to 30.5 
~ents per car-mile in May, 1921, yet the 
mcreased revenue from the 7-cent fare 
has been more than offset by jitney 
competition and business depression. 
Other departments are shown to be 
making a profit or breaking even. 

Fare Restraint Suit Brought 
A suit to r estrain an increase in fare 

by the Cincinnati (Ohio) Traction Com
pany on July 1 from 8l; cents to 9 cents 
was filed in t he Hamilton County Com
mon Pleas Court by Saul Zielonka 
City Solicitor of Cincinnati, during t h~ 
';eek ended J une 11. Judge Stanley 
Struble granted a t emporary injunction. 
The suit, similar t o a previous one, was 
made necessary because under t he 
present franchise of the railway, t he 
company contends it must give notice 
on the fifteenth of the month where 
?efic~ts have occurred in operation of 
its Imes. 

The company and city officials within 

the last few days have agreed to 
changes in the franchi se, as a result of 
which, amon g other things such injunc
tion suits will be unnecessary in the 
future. As in the former suits in which 
an increase in the rate of fares was 
enjoined by the city, the city solicitor 
again predicates upon the contention 
tha t if proper adjustments are made of 
cr edits given to subsidiary companies 
of the Ohio Traction Company the Cin
cin nati Traction Company would not 
bave a deficit. 

Jitney Regulation in Detroit 
A new ordinance has recently been 

passed in Detroit, Mich., regulating 
j itneys. The new ruling will compel 
cwners and drivers to furnish surety 
bonds and to indemnify passengers 
against loss or injury. Owners must 
supply a $1,000 bond and pay a $3 
license fee for every car operated while 
drivers must put up a $200 bond. 
Licenses are revocable at the Mayor's 
will. The penalty for violation of the 
ordinance is a $500 fine or a prison 
term of 90 days. The rule became ef
fec tive on June 15 and will result, it 
is believed, in a substantial reduction 
of such vehicl<'s operated. 

Litigation Dismissed in Cedar 
Falls 

At a special meeting of the City 
Council of Cedar Falls, Ia., on May 
31, called for t he purpose of further 
consideration of the long drawn-out 
fare contr oversy, a resolution was 
8.dopt ed accepting the Waterloo, Cedar 
Falls & Northern Railway's proposition. 
Accordingly th e 8-cent cash fare con
tinues until the latter part of August 
and the cit y of Cedar Falls has dis
missed the litigation and authorized 
the trustee to turn the balance of the 
money back t o the r ailway. 

The 10-cent far e was established in 
Cedar Falls in September, 1920, by in
junction proceedings in the District 
Court of Black Hawk County, Iowa. 
Under an order of court the company 
was required to issue receipts to pas
sengers r equesting the same, covering 
the difference bet ween a 5-cent cash 
fare and the 10-cent fare, the money 
repr esented by such receipts issued 
being deposited in the hands of a trus
tee, t o be held as a fund in court for 
f ut ure order of the court. The 10-cent 
rate wa s collected under this plan until 
March 1, 1921. The latter part of 
February, at a meeting between Man
ager Cass and the City Council of Cedar 
Falls, Mr. Cass agreed for experimen
tal purposes to install a 7-cent cash 
far e rate for the month of March if 
t hey would turn over to the comp;ny 
t he money that was in the hands of the 
t rustee represented by the receipts out
standing, in amount of 3 cents per 
receipt. Further that if the 7-cent cash 
fare rate did not produce an average 
gross revenue equal to the average 
gross revenue at the 10-cent rate for 
t he preceding five months that they 
would permit an 8-cent fare to be in
stalled on Ap-ril 1. 
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The agreement was made, the money 
was drawn down by stipulation in the 
District Court, and the 7-cent fare in
stalled. It ran through the month of 
March and the result showed a 12 per 
cent increase in travel and about a 16 
per cent decrease in gross revenue. On 
April 1, under the agreement, the com
pany therefore installed the 8-cent cash 
fare. It ran through the month of April 
and resulted in a decrease in travel over 
the 10-cent rate and, of course, a de
crease in the gross revenue accordingly. 

A series of meetings was held during 
May with the City Council in an 
attempt to adjust the whole dispute, 
and finally the City Council was advised 
that as a last proposition the railway 
would continue the 8-cent cash fare rate 
until the latter part of August, 1921, 
if the city released the balance of the 
money that was in the trust fund and 
dismissed the litigation. Another con
dition of the proposal was that at the 
end of August the 10-cent cash rate 
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Safety Zone Plan Extended in 
Los Angeles 

Following establishment of a new 
style safety zone at Seventh Street 
and Broadway, the busiest point in 
Los Angeles, Cal., extension of the zone 
has been ordered by the city. 

When the first t est was made safety 
zones were established at the four cor
ners of the intersection 90 ft. long 
and 4 ft. wide. The zone was marked 
by white strips painted on the pave
ment and by chains suspended from 
stanchions. Entrance to the safety 
zone was from the front, in line with 
the property limits. 

The zones have been increased in 
size so that they are now 100 ft. long 
and 5 ft. wide from the car clearance 
line. The white-painted strips are to 
be replaced with white cement strips 
inset in the pavement. Two chains 
instead of one, suspended from heavier 
stanchions, will mark the limits. The 
zone has room for two cars to load 

SAFETY ZONE AS ESTAB LISHED IN LOS ANGELES 

would be reinstalled if the 8-cent rate 
did not produce a reasonable return on 
the investment or equal the , average 
return at the 10-cent rate during the 
five months that the 10-cent fare was 
in effect. 

As previously indicated, the Council 
on May 31 accepted the proposition 
but it did not do so until Manager Cass 
notified the members that if they did 
not accept it he would install the 10-cent 
cash fare rate on June 1 and test the 
matter out in court. 

Purchases Equipment-Wins Business. 
-The Tiffin, Fostoria & Eastern Elec
tric Railway, Tiffin, Ohio, has a con
tract for hauling about 35,000 tons of 
stone. The stone quarry is situated ad
jacent to the company's track. The 
business was secured by the railway 
property's purchasing the necessary 
equipment. 

and unload at the front and rear doors 
and permits the front door of a third 
car to enter. When traffic is closed, 
autos must stop in line with the front 
of the zone. 

The plan has proved satisfactory, is 
speeding up loading of car s and pre
vents accidents. 

Fare Rise in Sault Ste. Marie 
The Utilities Commission of Michi

gan recently issued an order increasing 
passenger fares on the Sault Ste. Marie 
Traction Company from 5 t o 7 cents , 
with four tickets for 25 cents. The 
order went into effect on April 25 a nd 
will be in effect until the commission 
takes a complete inventory and ao
praisal of the property. The commis
sion in its finding stated that it was 
convinced that the company was not 
earning enough money t o .meet operat
ing expenses. 

Transportation 
News Notes 

Incr~ased Fares in Force.-The Ohio 
Electric Railway, Springfield, Ohio, 
has placed in effect the new passenger 
rates authorized by the State Utilities 
Commission. They are as follows: 
Columbus to Newark from 90 cents to 
$1, one way; to Zanesville from $1.65 
to $1.80; to Dayton from $1.75 to $2. 

Another Five-Cent Line.-New rates 
of fare and method of operation will 
be put into effect in East Boston and 
Chelsea commencing on June 18, pro
viding a 5-cent local fare, without free 
transfers, in those sections, and a dime 
fare to and from Boston proper. Gen
eral Manager Dana of the Boston 
Elevated Railway has announced this 
change. 

Must File Lower Rate.-The Potts
ville Union Traction Company, Potts
ville, Pa., has been ordered to file a 
tariff at the commission office allowing 
four tickets for 30 cents. The present 
charge is 10 cents with no ticket fare 
in effect. Commissioner Rilling de
cided that the rate was "excessive and 
unreasonable." The company was also 
ordered to extend transfer privileges on 
its Minersville and Yorkville divisions. 
The Pottsville Union Traction Company 
is owned and operated by the Eastern 
Pennsylvania Railways. 

Three-Cent Fare on Municipal Line.
According to a statement given out by 
Councilman Oliver T. Erickson a suffi
cient number of signatures already re
turned virtually assure a vote next 
spring on his initiative ordinance for a 
3-cent fare on municipal car lines of 
Seattle. Petitions have been circulated 
for some weeks by the Public Owner
ship League to get voters to sign their 
approval of the initiative ordinance to be 
put on the ballot at the municipal elec
tion. Councilman Erickson states that 
while enough signatures have been se
cured, the petitions will continue t o 
circulate as a matter of education for 
the people in acquainting them with 
the plan. 

Jersey Railway Carries 9,000,000 
Passengers.-The r eport of Robert G. 
Fleming , assistant city treasurer of 
Camden, N. J., and Martin Schreiber, 
g eneral manager of the southern divi
sion of the Public Service Railway, 
shows that the jitneys in Camden car
ried 1,429,166 passengers from Jan. 1 
to May 1. The Public Ser vice Rai lway 
has carried a pproxima tely 9,500,000 up 
to June 1. The jitney owner s' receipts 
for the fou r months tota led $100,041. 
Public Service receipts, it is said, 
equaled $665,000 by J une 1. There are 
132 jitneys in Camden. The Public 
Service Railway carries about 50,000,
COO passengers each year on the south
ern division. 
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Attorney Elected President 

I 
Jack Beall to Complete Texas Interur-

personal Mentl•on bans Left Unfinished by the Late 
Colonel Strickland 

A brief item published last week an-
1..!=========================~========~ nounced that Jack Beall, former Con-

M. R. Bump Heads N. E. L. A. 
F. T. Griffith, Portland Railway, Light 

& Power Company, Elected a 
Vice-President 

Milan R. Bump, chief engineer for 
Henry L. Doherty & Company, New 
York, was elected president of the Na
tional Electric Light Association at 
the closing session of the annual con
vention of that organization in Chi
cago on June 3. Mr. Bump succeeds 
Martin J. Insull, vice-president of the 
Middle West Utilities Company, Chi
cago. 

Other officers elected were: First vice
president, Frank W . Smith, United 
Electric Light & Power Company, New 
York; second vice-president, Walter 
H. Johnson, Philadelphia Electric Com-

Ill. R. B UI\lP 

pany; third vice-president, Franklin T. 
Griffith, Portland Railway, Light & 
Power Company, Portland, Ore.; fourth 
vice-president, J. E. Davidson, Ne
braska Power Company, Omaha; treas
urer, H. C. Abell, American Light & 
Traction Company, New York. 

The new president is an engineer of 
broad experience with a sympathetic 
understanding and appreciation of all 
phases of the utility business. Milan R. 
Bump is the fourth member of Henry 
L. Doherty & Company to become presi
dent of the N. E. L. A. Since 1910, ex
cept for a few months six years ago 
when he was vice-president of the 
Picher Lead Company, Mr. Bump has 
been chief engineer of the Doherty or
ganization in charge of all engineering 
and of the construction and operating 
departments of the public utility divi
sion. Later he became a member of 
the executive committee of the company 
in charge of the oil transportation, re
fining and marketing divisions and the 
natural-gas division. 

Mr. Bump was born at Rock F alls, 

W is., March 18, 1881. At the age of 
twenty-one he was graduated in elec
t r ical engineering from the University 
of Wisconsin. In 1904 he became asso
ciated with Henry L. Doher t y as the 
first cadet engineer of t he Doherty 
training schools. He served as engi
neer on several Doherty properties until 
1910, when he came to New York to 
take up his present duties. During his 
first five years as chief engineer of the 
Doherty organizat ion Mr. Bump was 
engaged largely in examining for pur
chase and revamping many of t he util
ity properties of the Cities Service 
Company subsidiaries. 

In his work of rehabilitating sick 
utilities Mr. Bump has become a fi rm 
believer in the value of good public 
relations. It is not surprising there
fore to find in him one of the most 
ardent advocates of customer owner
ship of public utility securities. He is 
a thorough student of public utility 
problems even though they be apar t 
from engineering, and through his ex
ecutive touch with properties in more 
than half the states he brings to the 
N. E. L. A. a well-balanced national 
point of view that should prove of im
measurable value to the electric light 
and power industry. 

Franklin T. Griffith, third vice-presi
dent of the association, is a public 
utility executive who, for a number of 
years, has fought for water-power 
legislation that will permit the econom
ical development of W es tern power 
resources. 

As an attorney he has made great 
strides in codifying laws governing t he 
development of water powers, and as 
president of the Portland Railway , 
Light & Power Company, Portland , 
Ore., he has been applying his sympa
thetic understanding of human nat ur e 
to smooth the way for the utilit y in 
best serving the public. When t he na
tional water-power laws were being 
formulated the experience and advice 
of Mr. Griffith were widely sought, and 
he gave largely of his energy in con
structive thought on this legisla tion. 
Then and since, as chairman of the 
water-power development commit t ee of 
the National Electric Light Association, 
he has unt iring ly worked to bring about 
far-sighted interpretations of these 
laws with workable rules and regula
tions so t hat the most beneficia l r esults 
shall be gained. 

H. C. Abell, who was re-elected 
treasurer of the N. E . L. A ., is the 
chief engineer for the American Light 
& Traction Company, which is the hold
ing company of the Muskegon (Mich.) 
Tract ion & Lighting Company, the San 
Antonio (Tex.) Public Service Com
pany and t'nany light and gas proper
t ies. 

gressman from Texas, and for the last 
six years one of the general attorneys 
for the Texas Electric Railway and 
other inter ests of the late Col. J. F. 
Strickland, has been elected president 
of the Texas Electric Railway to suc
ceed Colonel Strickland at the meeting 
of t he board of directors in Dallas on 
Monday, J une 6. At the same time the 
board creat ed a new position, that of 
chairman of the board, and elected to 
t his p ost N . A. McMillan, St. Louis, 
executive manager of the First 
National Bank of that city and head of 
the St. Louis Union Trust Company. 
Mr. McMillan has been closely a ssociated 
with Colonel St r ickland in financing the 
building of the interurban lines and 
a lso in h is other enterprises. Two 
vacancies on t he board of directors 
were fi ll ed by the election of C. G. 

JACK BEAL L 

Comegys, of the city of McKinney, and 
Burr Mart in, Dallas. 

Mr. Beall took over his duties as 
president of the Texas Electric Rail
way immediately after his election. He 
has announced that he would carry out 
t he same general policy that Colonel 
Strickland had followed, and asked the 
co-operation of all employees of the 
company. The first important work 
left unfinished by Colonel Strickland to 
be t aken up by Mr. Beall is the build
ing of the interurban line to Terrell. 
W ork on g r ading for this line has al
ready begun, a nd Mr. Beall says work 
will be rushed and the line completed 
as soon as possible. 

Mr. Beall is a native Texan, having 
been born a few miles west of W axa
hachie on Oct. 25, 1866. He was edu
cated in the country schools of that dis
t rict and later taught school for sev
eral years before he entered the Uni
versity of Texas in 1886. He was 
graduated from the University of Texas 
in 1890, taking his degree in law. He 
then entered the practice of law at 
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Waxahachie and was elected to the 
Texas Legislature in 1892 and to the 
State Senate in 1894. Mr. Beall was 
elected to Congress in 1902 and served 
continuously ;s representative of the 
Dallas district until March 4, 1915, 
when he resigned to take over his 
duties in the legal department of the 
Texas Electric Railway. 

Appreciation of Mr. Brooks Shown 
at Testimonial Dinner 

Frank W. Brooks, retired president 
d the Detroit United Railwa y, was 
given a testimonial dinner at the De
troit Athletic Club on the evening of 
June 8. About 600 officers and em
ployees of the company, amon g whom 
were present several who have been 
with the company over thirty years , 
expressed their appreciation of Mr. 
Brooks. As tangible remembrances, 
the employees presented their resig ning 
leader with a grandfather's clock, a 
diamond ring and an engraved testi
monial, which recites Mr. Brooks' per
sonal merit and his efforts in behalf of 
the company. 

Besides selected guests, Elliott G. 
Stevenson, counsel for th e D. U. R. ; 
Alex Dow and John C. Donnelly, di
rectors; Allen F. Edwards, a cting pres i
dent; J. C. Hutchins, chairman of the 
board, and E. J. Burdick, assistant gen
eral manag er, were seated with Mr. 
Brooks. 

F. W. Miller has been appointed su
perintendent of the Hartford Division 
of the Connecticut Company, the place 
made vacant recently by Nathaniel J. 
Scott when he succeeded the late War
ren P. Bristol as manager. Mr. Miller 
has been with the company thirty years 
and has worked his way up to his pres
ent position. John A. Kiely, who be
gan twenty-five years ago as a motor
man and was successively inspector 
and chief dispatcher, has been ap
pointed assistant superintendent. Will
iam W. Melaven has been made gen
eral barn foreman. These are the ap
pointments of Manager Scott. 

Edward C. Connor, who has been 
chief engineer to the supervisor of pub
lic utilities of the city of Dallas, Tex., 
t endered his r esignation on May 1. The 
r esignation was accepted by John W . 
Everman, supervisor, but an appoint
ment to the vacancy has not been an
nounced. Mr. Connor is one of the best 
known civil engineers in Dallas and his 
work as chief engineer to the super
visor of public utilities has covered 
valuation of the traction company's 
lines in connection with the company's 
application for a fare increase, nego
tiations looking toward the drafting of 
a new franchise for the Dallas Railway 
and the carrying out of the commit
ment of the traction company in con
nection with the building of another 
interurban line into Dallas, which was 
recently begun and which will extend 
to Terrell. It is rumored that W. J. 
Powell, former city engineer, will be 
t endered the place. 

W. 0. Wood President I 

Queens County Railway Official Elected I Ob II 
at New York Meeting Las t Week- ituary 

Eighteen Years in New York 
At its annual meeting a t Lake George 

en June 11 the New York Electric L=================.l 
Railway Association elected a s presi
dent one of the best-known railway 
men in the country. This is William 
0. Wood, whose fund of humor is 
equally well r :c>cognized with his ability 
as a railway operator. Mr. Wood is 
president of the New York & Queens 
County Railway, a pos it ion which he 
has held since 1908. He is a lso vice
president and general ma nager of the 
Long Island Electric Railway a nd the 
New York & Long Island Traction Com
pany. All of these pr operties are af 
filiated with the Interboroug h g roup in 
New York. 

Mr. Wood eucceeds T. C. Cher r y, 
vice-president and general ma nager of 
the Rochester & Syracuse Railroad, a s 
head of the association. Mr. W ood has 
Ieng taken an active and forward par
ticipation in the work of the state body 

W. 0. W OOD 

a nd his election to the office of presi
cient is a recognition of his services and 
interest in behalf of the organiza tion. 
During the past year he served as first 
vice-president of the New York Asso
ciation. 

Mr. Wood began his electric railway 
experience in 1900 when he was ap
pointed general superintendent of the 
Rapid Railway in Detroit. From that 
city he went in 1903 t o Brooklyn , wher e 
he became superintendent of the ele
vated lines of the Brooklyn Rapid Tra n
sit Company. The foll owing year he 
was appointed assistant gener a l super
ir:tendent of the company. In 1907 h e 
r esigned to become a ssocia ted with the 
Interborough Rapid Tra ns it Compan y 
and for a year was engaged in specia l 
work, reporting to President Shonts. 

Mr. Wood was born in Evan sville, 
Ind., and prior to being connect ed with 
the electric railway industry was for 
a time with the Louisville & Nashville 
Railroad, then with the F lagler lines in 
Florida and later with t he Illinois Cen
tral Railroad. 

Judge Ira B. Mills , chairman of the 
Sta te Railroad & Warehouse Commis
sion of Minnesota, and a former presi
dent of the Nationa l Association of 
Ra ilroad & Public Utility Commis
s ioners, died in St. Paul on May 4 at 
the age of seventy. Judge Mills was 
the oldest public utility commissioner 
in the United States in point of ser v
ice, having been in office s ince 1893. 

James 0. Ellis, m anager of the Chel
sea Division of t he E astern Massachu
sett s Street Ra ilway, died on J une 9. 
H e was 51 years old. He was born in 
Brooks, Me., Aug. 19, 1869, a nd began 
rnilroading as a driver of hor se cars 
on the Lowell divis ion of t he Lynn & 
Boston, the for mer n ame of t he East
ern Massachusetts Street Railway. H e 
became an inspector a nd fina lly rose to 
t he position of super intendent of the 
Reading Division. N ine years ago he 
was m ade super intendent of th e Chelsea 
Division , succeedin g George H . Gray, 
who was made genera l superintendent. 
Th e Chelsea Divis ion includes lines in 
Rever e, Chelsea, Malden and Melrose. 

William W. Magoon, formerly gen
eral manager of the Ohio Valley Elec
tric Railway , Huntington, W. Va., and 
one of Huntington's most prominen t 
citizens, died recently in Kenova. Mr. 
Magoon went to Huntington about 
thirty years ago from Vanceburg, Ky. , 
to build an excelsior plant, but la t er 
becam e identified with the Camden In
t er state Railway. He was genera l man
ager of the Ohio Valley Electric until 
about five years ago, when he r esigned 
because of ill health. He was a lso sec
retary and treasurer of the Blue Jay 
Manufacturing Company, which is one 
of the largest overall manufactur ing 
concerns in the world. He was also 
secretary of the Huntington Credit 
Men's Association. He was one of 
Huntington's most active workers and 
boosters, and he devoted much of his 
lffe along those lines. 

Edgar M. Graham, consulting engi
neer in Muskogee, Okla., wa s killed 
May 14 in an automobile accident. F or 
more than t en years Mr. Graha m was 
chief eng ineer of the Muskogee Electr ic 
Traction Company. He built during 
t his t ime about 10 miles of t he 
W ebbers Falls Railway. In 1900 he 
became assist :mt t o Guthrie & Diehl , 
con sulting eng ineers, Buffa lo, N. Y. 
The following year he went wit h the 
Ntw Yor k Central Ra ilroad and then 
was with the Lackawanna Steel Com
pa ny for two years. In 1905 he became 
chief draftsman for the Buffa lo & Sus
quehanna Railway, a nd in 1907 was 
ma de a ssistant chief eng ineer. He 
en tered private prac t ice in Buffalo in 
1908. Mr. Graha m was forty yea rs old. 
He had long been ac tive in eng ineering 
soc iety affa irs. 
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Crossarm Buying Shows 
Some Increase 

Greater Demand May Be Due to Lower 
P rices- Cut of 10 per Cent 

This Month 

Whether it is due to recent price 
decreases or not is uncertain but pro
ducers report t hat buying of crossarms 
shows quite an increase of late. This 
increase in demand is not noted in the 
electric 1·ailway field, however, as it 
centers around central station buying. 
Demand is still far from normal but 
producers are Pncouraged that it should 
show up as well as it does. 

There may be some connection be
tween current buying and the price 
situation for on the first of this month 
a general cut on longleaf yellow pine 
crossarms was made amounting to 
about 10 per cent. Fir crossarms were 
not affected by the drop. This is not 
the first price decrease on crossarms 
this year as a cut amounting to 15 per 
cent was made on Feb. 1 and another 
varying from 9 to 15 per cent on March 
1. These covered both fir and pine 
arms. 

Stocks are reported to be good with 
immediate shipments prevailing. Pro
ducers are optimistic that the market 
will open up considerably more during 
the latter months of the year. 

Stocks of Waste Are Not 
Extra Large 

Textile l\lill Shutdown Has Curtailed 
Suppl~Prices Are Down, but · Buy

ing Shows Little Improvement 

W,ith textile mills either shut down 
or very nearly so for several months 
past it is doubtful if there is a very 
great surplus of waste in the country. 
The raw matnial of waste is a by
product of these mills and, furthermore, 
waste manufacturers have held their 
stocks down in line with current busi
ness conditions. At the present time 
deliveries are immediate but only be
cause demand is low and orders too 
small to push shipments. There has 
been a slight improvement reported in 
the textile situation in New England 
recently but operation there is still very 
spasmodic, and it is a question whether 
or not an increase in demand would 
not push deliveries on waste. 

It seems uniikely that any such in
crease in buying will materialize for 
some time, however; not before the 
last quarter, producers think. The gen
eral market situation is quiet with 
railways buying from hand to mouth 
and industrial demand, which is usually 
very considerable, flat. One producer 
at least report s slight signs of in-

creased activity but others do not con
firm this. 

Competition is very keen and prices 
are down accm:dingly. Within the past 
month quotations have been lowered one 
cent per pound at least. Current quo
tations from sever al wast e manufac
turers in lots of 100-lb. bales show on 
white cotton waste a range of 7 to 12 
cents per pound; on color ed a range 
of 5~ to 10~ cents, and on wool waste 
the price varies from 8 to 17 cents. 

Recent Price Cut on Pole Line 
Hardware Not General 

Buying Shows No React ion, Although 
Three Reductions Have Been Made 

This Year-Deliveries Are 
Immediate 

Although one producer of pole-line 
hardware has just made a 5 per cen t 
price reduction effective June 16, and a 
large manufacturer's distributer re
duced the price 5 per cent about a week 
ago, there has been no general recent 
decrease so far as can be learned. 
Manufacturers in this line have ap
parently reached the conclusion t hat 
price cuts will provide absolutely no 
stimulus to buying, consequently reduc
tions represent lower costs a nd not h
ing more. Three general price cuts 
have been made since the first of the 
year and buying has shown little or 
no reaction. The first cut of 5 to 15 
per cent was made in late December 
and early January, the second of 5 to 
n per cent on Feb. 15 and t he third 
from H to 10 per cent occurred on 
April 11. 

At the present time there are a few 
orders and inquiries coming in from 
central stations but none from electric 
railways. Stocks have been reduced, 
cne producer who had $500,000 worth 
cf goods on hand earlier this year hav
ing cut this down by one-third now, but 
deliveries are mostly immediate and 
not longer than one week at the most. 

150 More Cars for Detroit 
In line with the tremendous const ruc

tion program under way on the munic
ipal railway s yst em of Detroit, Mich. , 
the city has advertised for bids on 100 
safety car s and fif t y double-truck Peter 
Witt cars. Bids are to close on June 
28, the company advises. On Nov. 16, 
1920, the railway ordered twent y-five 
saf ety cars from the Osgood-Bradley 
Car Company and on April 15, 1921, 
purchased twenty-five additional safety 
cars from the same concern. An order 
for r ails and kindred material which 
t he city placed last m onth, totaling 
about $800,000, was mentioned in the 
May 21 issue. 

Bituminous Coal Production 
Holds Up Well 

Current Average of 8,000,000 Tons 
Weekly More Than Present Light 

Demand Can Absorb 

Possibility of a shortage of bitu
minous coal materializing this fall seems 
more remote in view of the consistent 
maintenance of current output. For the 
past four weeks production has pro
ceeded at the rate of 8,000,000 tons per 
week according to the Geological Sur
vey, or about 2,000,000 tons above the 
low point reached early in April. In
cidentally this rate of output, Coal Age 
states, is considerably more than can 
be absorbed under present industrial 
conditions. 

Buying has been restricted to the 
barest needs, though some forward con-• 
tract s have been closed. Consumers 
are still holding off under hopes of 
lower freight rates and reductions in 
the price of coal, and this policy is 
encouraged by the facility with which 
needs can be filled. It is stated that 
there w ill be no general reduction on 
coal freight rates this year, however. 
The Secr etary of Commerce this week 
gave it a s his opinion that nothing will 
come of the negotiations between the 
administration and the railroads look
ing t o a r eduction of freight rates on 
coal. There may be local changes, of 
course, but they will be made only by 
rate hearings a nd after considerable 
delay. 

E XPORT BUYING LIGHT, WITH END OF 
BRITISH STRIKE NEAR 

The export market is dull at the pres
ent time as purchasing on British 
account has slumped in anticipation of 
a n end of the coal strike in Great 
Brit ain next week. As a result of the 
weak condition of the steam coal 
market prices have further eased off 
recently. The index of spot coal prices 
of Coal A ge declined to 95 on June 14, 
the low est figure touched this year. 
This number represents all prices re
duced to one figure and compared with 
the average government price of 1918 
which is taken as 100. The first of the 
year this index number ranged around 
130 but since February it has remained 
in the neighborhood of 100. 

Labor costs at the mines are as yet 
undiminished. All efforts to open dis
cussion with the United Mine Workers 
for wage reductions have thus far 
failed and no prospect of a cut in union 
wages can be seen this summer. 
Further than that, of course, the situa
tion is uncertain. Meanwhile, non
union coal produced at lower wages 
continues to offer keen competition to 
union coal in the eastern market. 
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New and Scrap Steel Market 
on Lower Level 

Price Reductions of from $3 to $5 on 
New Steel Products Fait to Move 

Much Material 
It is felt that the iron and steel 

trade is operating on a level that is 
about as low as it can go. A figure 
of 25 per cent will just about indicate 
the rate of operation of Corporation 
and independents together, a figure 5 
points lower than it was a week or two 
ago. With a generally lower volume 
of business this past week the general 
tone of the market is softer and some 
definite price reductions in certain steel 
lines have been noted. 

Iron bars are off 13 cents a hundred 
pounds to $2.25 and in New York the 
reduction is 15 to 20 cents to $2.23 to 
$2.28. Steel bars at Pittsburgh are 
holding at 2.10. In the sheets black, 
Pittsburgh, is down $3 a ton to 3.85 
and blue annealed is down $4 to 2.90. 
On plain wire quotations are now 2.75 
and on galvanized barbed 3.85 cents, $5 
a ton lower than recent prices. Mal
leable at Chicago is 50 cents lower at 
$22.20 per gross ton while Pittsburgh 
bessemer is $1 lower at $24.96. Prices 
are being shaded on track spikes, quo
tations on which are $3.40 base, Pitts
burgh. Base on track bolts is $4.35, 
and here too is some shading, probably 
of $3 per ton. 

Since June 7 the scrap iron and steel 
market has dropped from 50 cents to 
$1. Old steel axles are $1 lower to 
$13.50-14.00 and No. 1 cast is $1 
lower to $13.00-13.50, all in net tons, 
Chicago. Old iron axles are steady at 
$24-25. In gross ton lots, Chicago, 
50-cent reductions have been applied to 
car wheels, bringing them to $13.50-14; 
R.R. malleable, which is now $13.50-14; 
frogs, switches and guards, which stand 
at $11-11.50; old steel rails, short, which 
are quoted at $12.50-13, and rerollin~ 
steel rails, $13-13.50. Buying· in this 
market is extremely quiet. 

Insulation Makers Optimistic 
Despite Light Buying 

Good Price Declines of the Past Week 
Bring Total Decline Since First 

of Year to Large Figure 
Quietness is still the prevailing fea

ture of the electrical insulation market. 
Repair shops are buying hand to mouth, 
for most of them are not busy. Indus
trials are operating at reduced capacity, 
and furthermore they ordered ahead 
when deliveries were long so that little 
buying is being done in that quarter. 
Electric railways are endeavoring to 
g et along on such insulating material 
as they have and buy only for im
mediate needs, and as the appliance 
industry has been slack for a long time, 
small motor manufacturers are not ac
tive. One of the latter, for instance, 
recently bought 15 lb. of mica where 
a normal order formerly totaled 100 lb. 

The general outlook is held to be far 
from discouraging, however. The very 
fact that motor manufacturers, electric 

railways, etc., are not stocking insula
tion means all the more potential busi
ness yet to be placed, and as it seems 
there is not a great volume of r epair 
work being done insulation needs along 
that line are piling up. Just when this 
business will break is, of course, a ques
t.on, but the majority of producers are 
not expecting anything much to develop 
in the way of increased business before 
the first of September. 

Buyers apparently do not yet have 
confidence in present prices despite the 
radical reductions which the latter have 
undergone. Prices are still declining, 
it is true, but it is possible this is 
largely a result of conditions of keen 
competition. Since the first of this 
year, according to one of the large 
producers, cot ton tapes, webbings and 
sleevings have declined 70 per cent, 25 
per cent of this drop occurring just this 
,veek; varnished cloths have declined 
about 28 to 35 per cent, one-fourth of 
which decrease also was made this 
week; cotton armature twines, except 
linen, are down 33! per cent and in
sulating varnish about 20 per cent. 
India mica up to the present is un
diminished in cost as the price at the 
mines has not been reduced, but the 
South American product is now some
what lower. 

Conditions of stock vary considerably, 
though all producers are pursuing a 
policy of keeping down inventories and 
only producing on order. Deliveries of 
standard material for the most part 
are immediate, as in general stocks are 
too large rather than too small under 
present buying. 

Schedule Material Prices Marked 
Lower Last Week 

From about the ninth to the thirteenth 
of June the various manufacturers of 
schedule materials increased some of 
their discounts and lowered certain list 
prices so that the general result was a 
decrease in prices averaging around 10 
per cent in standard-package quantities. 
With this general easier price, how
ever, it can hardly be expected that any 
great amount of business will be stimu
lated, for the building construction 
outlet is not yet in a condition to ab
sorb any large amount of schedule ma
terial and wiring devices. 

Fuse Prices Down 11 to 17 per 
Cent the Past Month 

With the recent price reductions an
nounced on non-renewable fuses by 
several manufacturer s, quotations on 
both this type and on renewable fuses 
are now clown. Effective the middle of 
May, leading manufacturers reduced 
prices on renewable fuses approximately 
17 per cent by increasing the discount 
allowed to distributers 10 points. 

Non-renewable fuses were not af
fected by this drop, however, but the 
first · of this month reductions were 
made by a couple of manufacturers. 
Other producers have since then taken 
similar action, until with further de
creases that did not come through until 

last week non-renewable fu ses may be 
said to have been generally reduced 
from 11 to 16 per cent this month. 

Hydro-Electric Development Pro
posed for Jamaica 

Plans are under consideration at 
present for the construction of a hydro
electric plant in Jamaica, to cost about 
£614,740. The present plans provide for 
a 6,000-kw. development, to include 
the erection of three power stations 
equipped with a water turbine directly 
connected to a three-phase alternating
current generator. Transmission will 
be both by underground cable in one 
section and by overhead lines to a main 
line along the railway. The project 
also includes the electrification of the 
railways on the island. 

Franchises 

Gatesburg Railway, Lighting & 
Power Company, Galesburg, IIL--The 
Galesburg Railway, Lighting & Power 
Company has been granted a franchise 
to construct, maintain and operate a 
street railway on South Henderson 
Street from Knox Street to Monmouth 
Boulevard. The new franchise will 
help the company to connect its inter
urban lines. Work on the new exten
sion has already been started. 

Track and Road way 

Tri-City Railway, Rock Island, Ill.
The Moline City Council has instructed 
City Attorney James M. Johnston to 
petition the Illinois Public Utilities 
commission to issue an order compelling 
the Tri-City Railway to put in new 
tracks on Fifteenth Street from Eighth 
to Twenty-fourth Avenues, so that the 
city may advertise for bids for the 
paving of the street with brick, with 
the assurance that the railway will not 
hold up the work, by refusing to put in 
new rails. 

Southern Indiana Gas & Electric 
Company, Evansville, Ind.-An agree
ment has been reached by the South
ern Indiana Gas & Electric Company 
at Evansville, Ind. , with the city 
whereby the company will improve 
three streets in that city, according to 
a recent announcement of Mayor Ben
jamin Bosse, of Evansville. 

Interstate Public Service Company, 
Indianapolis, Ind.-The Indiana Public 
Service Commission has refused to de
clare unreasonable an ordinance passed 
by the city council of Shelbyville or
dering the Interstate Public Service 
Company, Indianapolis, Ind., to make 
improvements a nd extensions. The 
company has appealed to the commis
sion to disapprove the ordinance. 

Public Service Railway, Newark, N. J. 
- The Public Service Railway has 
been asked by the City of Burlington, 
N. J., to lower its tracks through the 
entire city in order that street paving 
might be started. The work of lower
ing the tracks will require some time. 
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Inter boroug h Rapid Trans it Company, 
I'liew York, N. Y.-The new Rapid Tran
sit Commission, New York, N . Y. , is 
preparing plans fo r the extension of 
the Queensboro subway from Gilroy 
Avenue and the Willet s P oint Boule
vard, Corona to Ma in Street, F lushing . 
The Board of Es t ima t e has a lready 
authorized the extension of the Corona 
line from t he present station at Al
burtus A venue, Corona, to the new 
storage yards. 

Columbus, Delaware & Marion Elec
tric Company, Columbus, Ohio.-The 
Columbus, Delaware & Marion E lectric 
Company has secured permission from 
a majority of property owners in 
Indianola Avenue to lay double tracks 
for a distance of 800 ft. t o Oleantangy 
Street. The Council is expect ed to act 
on a 20-year franchi se ordinance per
mitting the work. 

Johns town & Somerset Railway, 
Somerset, Pa.-Work will be resum ed 
on the construction of the Johnstown 
& Somerset Railway which was sus
pended during the war though s ix miles 
Lad been complet ed. The line has been 
operating for a year. In view of the 
red uced cost of material and labor the 
board of directors has decided to push 
the projec t through. Four mi les from 
Holsopple to Jerome will be fini shed 
wi thin 90 days. Engineers a re busy 
now on the line from J erome to the 
Lincoln highway via Boswell. 

Montreal (Que.) Tramways. - The 
Kell y Street ext ension of the Mont
real Tramway service will be completed 
shortly, and the new service from 
Ahuntsic station to the Canadian Pacific 
Ra ilroad at Bordeaux will be com
menced early in June. 

Tacoma Jiailway & Power Company, 
Tacoma, Wash.-Frank R. Spinning, 
ation earning basis, and that the city 
State Department of Public Works, has 
announced that he will do all within 
hi s power to see t hat the College of 
Puget Sound is provided with street 
car service, urging that the line be ob
t a ined by fri endly and co-oper ative 
n ·eans. The Tacoma Railway & Power 
C0mpany, through Manager Richard T 
Sullivan, proposed that the company 
will build the ext ension, if the city will 
rf mit g ross earning's tax to the amount 
of any deficit that occurs in the oper
ation of the line, figured on an 8 per 
cent earning basis; and that the city 
relieve the company of its paving obli
ra tions on Portland Avenue when that 
street is paved. Mayor C. M. Riddell 
pointed out that the city charter abso
lutely prohibited the Council from 
agreeing to any such proposition. 

Power Houses, Shops 
and Buildings 

Terre Haute (Ind.) Tract ion Qom
pan y.- The Terre Haute Traction Com
pany is preparing to ask the Public 
Service Commission for permission t o 
finance a $500,000 enlargement and ex
tension of the Water Street power 
house. The r eport adds that an im-

posing $200,000 traction terminal for 
Terre Haute is also in mind, for which 
plans have been prepar ed some time. 
Under a recent grant of increased ra t es 
the company contract ed to spend all 
of the additional income provided in 
betterments. The new power genera t
ing machiner y here will be the fi r st 
step t oward complying with this con
tract, and the t erminal s tation will 
come a long soon af ter. 

New York, Westchester & Boston 
Railway, N ew York, N. Y.-Plans ar e 
expected t o be fil ed wit h the Public 
Service Commission of New York by 
the New York , Westchest er & Bost on 
Railway providing for establishment of 
a new terminal at 129th Street and 
Third Avenue, which will cut 15 min
utes off the running time bet ween Wes t 
chester villages and downt own New 
York. A t hrough express service t o 
lower Manhattan will be ava ilable un
der the plan by connection with the 
Third Avenue L at 129th Street. 

Trade Notes 

The Cla rk-Hunter Compan y, Inc., 161 
Summer Street, Boston, is now manu
facturing the Duwell motor-driven 
bench grinders at its Worcester factory. 

The American Metal Molding Com
pany, Newark, N. J., is now producing 
a full line of ronduit elbows in addition 
to its flexibl e a rm ored conductor and 
metallic flexibie conduit. Sufficient fac
tory capacity also is ava ilable to turn 
out special press work for the commer
cial trade. 

The Schiefer Electric Company, 614 
City Rank Building, Syracuse, N. Y., 
has been appointed to represent the 
Condit Electrical Mfg. Company, Bos
ton, Mass., handling its complete line 
in the vicinity of Syracuse and the 
eastern part of New York State ex
clusive of New York City. 

Power Specia lty Company, 11 1 Broad
way, :New York City, manufacturer of 
Foster superheaters, economizers, and 
oil stills announces that it is just com
pleting the expenditure of about one
half million dollars in the enlarging 
of its wor ks, including new steam 
power plant and new forge shop . 

The Wes tinghouse Electric & Manu
factur ing Company has announced the 
opening of its service department and 
repair shop at 1535 Sixth Street , De
troit. It is a fi ve-story building and 
similar to the sixteen buildings erected 
in the principal industrial centers of the 
United States for r epair purposes. The 
new repair shop is equipped to handle 
the designing and manufacture of all 
types of switchboards in the same way 
as they would be handled at the main 
works, and in addit ion dipping tanks 
and baking ovens are available. Stocks 
of repair parts are carried. The com
pany's engineering organization, it is 
stated, is prepared to install or repair 
electrical or steam apparatus on the 
owner's premises. 

Ohmer Fare Register Company, Day
ton, Ohio, states that there is a con-

tinuously increasing demand for Ohmer 
register service on city lines. Among 
recent large contracts placed with the 
company is an order from the Georgia 
Railway & Power Company, of At
lanta, Ga., for equipping its entire city 
property with 418 Ohmer No. 3 type, 
time-feature, totalizing registers and 
rapid transit operating equipment. This 
corporation has also given to the Ohmer 
Company other contracts for equip
ping its interurban divisions with reg
ist ers. The Shreveport (La.) Railways 
Company has likewise placed a long
t erm contract for the installation of 44 
No. 3 type, time-feature, totalizing 
r egisters with rapid transit operating 
equipment for use on all of its city 
lines. 

New Advertising Literature 

Steam Separator. - The Griscom
Russell Compan y, 90 West St., N. Y. 
Cit y, has issued bulletin N o. 1140 de
scribing its " Stratton" steam separator. 

Damper Regulator.-The Atlas Valve 
Company, 282 South Street , Newark, 
N. J ., has issued bulletin No . 5, de
scr ibing its Victor damper regulator 
No. 3, hig h-pressure. 

Headlights.- The Electric Service 
Supplies Co., P hiladelphia, Pa., has is
sued a limi ted number of copies of its 
new engineering report, No. 351, on 
g lass reflector s for headlights. 

E lectric Drill.-The Louisville Elec
tric Manufactur ing Company, Louis
ville, is dist ributing a circular covering 
its No . 3, two -i:;peed, and No . 2, single
speed "Universa l" elect r ic drills. 

A rc W elding.-"Elect r ic Arc Cutting 
and Welding by Alterna ting Current" 
is t he ti tle of a new fifty-two-page pub
lication of t he Elect ric Arc Cutting & 
Welding Company, Newark , N. J. 

Belt Conveyor Idler.-C. W. Hunt 
E ng ineering Corpora tion, 143 Liberty 
St ., N. Y. City, has issued a folder de
scribing its new self-aligning, all-steel, 
t r oughing, belt conveyor idler. 

Bench Grinder.-The Clark-Hunter 
Company, Inc., 161 Summer Street, 
Bost on , is distributing a four-page leaf
let descr ibing the "Duwell" motor
driven bench grinder. 

Electric Welders.-Bulletin No. 1 is
sued by the Amer ican Electric Fusion 
Corporation, 1906 North Halsted Street, 
Chicago, describes its type "VW" verti
cal welders. 

Multi-Phase Renewable Fuse. - The 
F ederal Electric Company, Chicago, has 
developed a multi-phase time-limit re
newable cartridge fuse designed to pre
vent polyphase motors running single
phase. 

Electric Hoists.-The Electric Hoist 
Manufacturers' Association, 165 Broad
way, N. Y. City, has issued an illus
trated bulletin on "Approved Applica
tions of Electric Hoists," with a sepa
r ate bulletin inclosed entitled: "Mono
ra il Runway Construction." 


