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ETER WITT has delivered himSelf of/dibFoadside in
Seattle and presumably has hurried~baek to Cleve-
land. The principal thought that he left behind him in
Seattle was that co-operation must supplant dissension
in the conduct of the Seattle Municipal Railway. Mr.
Witt did not worry much about the past in Seattle. He
was concerned for the future. And well he might be.
With all due respect to Mayor Caldwell, the tendency
with him has been to charge the past with most of the
misfortunes which loom up in the future.

Mr. Witt has built or recommended for the future
from the sound basis that “the entire traction transac-
tion is and morally must by all honorable men be con-
sidered a closed incident.” His doctrine also is sound
that if the enterprise is to be made a success, the
principle of “pay as you go” will have to be established
and that the time for its establishment is now. Mr.
Witt has not been lenient with labor, either. The sug-
gestion which he made in this respect would not, if
carried out, promote the political fortunes of those who
applied them, but it surely would be wiser to reduce the
number of employees and make an annual saving of
$800,000 than to reduce wages and save only $100,000.
With the people of Seattle paying an 83-cent fare; with
a decrease of 3,054,669 in pay passengers in September,
1921, over September, 1919; with the necessity con-
fronting the city of spending $2,000,000 for trolley
improvements; with political dissension quite general,
the real need in Seattle is evident. It should be for
those in authority to give heed to the advice of the
diagnostician by following the rigid regimen prescribed
if they would escape the use of the knife by the surgeon
in a major operation in the not distant future.

Pittsburgh’s Traction

Problem Settlement Bright

ESIDENTS of Pittsburgh have a real reason to be

happy at the prospect for the new year. They may
confidently look forward toward improved transit and
the settlement of the thirteen-year controversy between
the city and the Pittsburgh Railways. The agreement
for the settlement has been duly signed, but two im-
portant steps remain to be taken before the plan can
become operative. The state Public Utilities Commission
must approve the agreement and the company must raise
$5,000,000 of additional capital for use as stipulated in
the new grant. There is every reason to believe that
it will be possible quickly to meet both of these re-
quirements.

The conduct of the negotiations certainly reflects great
credit on all who participated in them. The spirit of
live and let live was constantly in evidence. This was
particularly true of the entrance, at almost the last
minute, of Mayor-elect Magee into the negotiations. He
received a prompt audience, with the result that the
ordinance as slightly amended after passage on first

reading is understood to have his full approval. This is
particularly beneficial, for it will be during his admin-
istration of the affairs of the city that the new measure
will go into effect.

Mayor Babcock regards the action of the Council of
that city in approving the new traction ordinance as the
biggest thing accomplished by his administration. In
this he most certainly is correct. It is a real achieve-
ment. With the prospect almost certain that the new
grant will soon go into effect, it is sincerely to be hoped
that the administration of the measure by the city may
be carried out in the same broad way that has marked
the progress of the settlement negotiations.

Transfers Should Not Confer

Stop-Over Privileges

HE design of a transfer ticket, or whatever it is

termed locally, presents to practically all railways
an ever-present problem, due to attempts to prevent its
fraudulent use as fare collection methods are changed
or new types of equipment are introduced.

Since the day of its inception each railway has prob-
ably tried a large portion of the fifty-seven varieties of
transfer design and still there seems to be no universal
type. There are all sorts and sizes of transfers—small,
medium and large—with a multiplicity of schemes for
showing the time limit and the conditions under which
they can be used. And, strange as it may seen, each
operator believes his own design better than that of any
other. Perhaps the best advice that can be given to any
company planning to inaugurate a system of transfer is
that which Mr. Punch gave to persons contemplating
marriage, namely, Don’t!

Some companies apparently feel this way, for a study
of the situation brings to light that New Bedford and
Holyoke have abolished transfers as a part of their fare
schemes at present in effect. The Boston Elevated has
also adopted a similar rule in connection with the in-
auguration of the 5-cent fare lines. The abolition of
transfers is therefore one way by which a lower initial
fare may be granted. Not every company, however, is
able for one reason or another to rid itself of transfers.
In such circumstances the only course is to make them as
fraud proof as possible and at the same time eliminate
all possible delays in connection Wlth their issuance by
the conductor.

A distinguished salesman in an allied electrical field,
but not with practical transportation experience, advised
recently on the score of better public relations and sales-
manship that the time limit on transfer tickets should
be abolished. In other words, he saw no reason why
transfers should not permit stop-over privileges for
the whole day if a passenger was so disposed. However
admirable may have been the intentions of this gentle-
man, it is inconceivable that such a plan could be put
into effect in connection with any flat fare system with-
out great losses to the company. Railway operators
would view with askance any plan by which the morning
rush-hour passengers could get transfers and then swap
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them at their place of business for others from another
quarter of the city, thereby getting a round trip for
one fare each.

Where transfers must be issued there is every
reason that they should not carry any privilege that is
not allowed the passenger who crosses a junction point
without a change of car. Any other plan than having
tranfers good on the first car leaving that junction
would be discriminatory. But there is no good reason
why the transfer system should be so complicated that
it cannot be worked with a fair degree of speed to the
benefit of both the operator and the traveling public.
The scheme used in Davenport and deseribed in an
article elsewhere in this issue appears to accomplish
this result.

Improvements, Like One-Man Car,
Boost Wages

N A recent study on “price changes and business

prospects” Leonard E. Ayres, vice-president of the
Cleveland Trust Company, points out that while the
Napoleonic Wars and the American Civil War were
accompanied in this country by a series of very high
prices, these prices were followed, after a comparatively
short time, by a period of gradually falling prices, and
that there is much evidence to indicate that the general
trend of prices now, for the same reason, will be irregu-
larly downward for a period of years to come. Wages,
however, do not seem to have followed exactly the same
fluctuations. Statistics in this country are available
only since 1820, so that the records during and imme-
diately following the Napoleonic Wars or our own war
of 1812 are not available. However, during the Civil
War wages rose 50 per cent and then kept on rising
until 1869, when there came ten years of decline to
about the 1865 level. Here they kept for twenty years,
or until about 1900, when they rose for fifteen years
gradually, but increased rapidly during the World War.

An important reason often given for the fall of prices
following the Napoleonic Wars is the general introduc-
tion of machinery in factories during the early part of
this century, and Mr. Ayres points out that the Civil
War in turn brought the beginning of quantity pro-
duction and was followed by the general employment in
factories of automatic and semi-automatic machinery,
electricity and high-speed steel. To these economic ad-
vantages in production he attributes largely the fact
that wages did not decline with prices because the pro-
ductivity of the worker was greater. As to whether we
are to see wages shrink materially during the next few
years, he believes, is largely a question of what happens
to the efficiency and productivity of industry. If output
per worker does not come up, then wages cannot per-
manently retain the gains they have made.

Readers of history will remember the fight made by
the laborers against the introduction in textile and other
factories of machinery. The same arguments were used
against its use as are employed today against the one-
man car; that is to say, it reduces the number of oper-
ators required to do certain work and consequently is
a bad thing for the workmen, hence the use of these
machines must be stopped. Nevertheless, if we read
history aright, the one-man car and similar labor-saving
devices are the great hope for the payment of high
wages in the future. The position of the workingman
will be bettered, not lessened, by these improvements.

New York Is Thinking
Seriously of Staggered Hours b

T IS satisfactory to know that an effort is being made

in New York to secure some system of staggering
working hours and thus increase the capacity of the
transit systems. Admittedly the task of obtaining suf-
ficient support of the principle to produce any appre-
ciable effect will be a difficult one. This is not because
the difficulty of changing by an hour or so the habits
of a community as to the hours of commencing and dis-
continuing work is a serious one. This is done each
year when the daylight saving time goes into force and
again when it stops. The difficulty lies in changing the
habits of part of the community—often of part of a
family—but not of all. This introduces complications
in regard to hours of meals and social activities if the
span of time between industries is of any great length,
vet it must be if any material gain in transit facilities
is to be obtained. Thus Mr. Turner, consulting engi-
neer for the New York Transit Commission, estimates
that if it was possible by staggered hours to spread the
present rush period in New York so that the subways
would be utilized for two hours as they are at present
during the existing fifteen-minute rush period, it would
increase the capacity of these lines of travel 60 per cent.
Gain to the company from the double use of rolling
stock during rush hours, however, does not come unless
the spread is sufficient so that some of the cars can
make a round trip within the specified time.

Up to now the principle of staggered hours has been
applied in two ways. One is the plan described above
as being considered for New York and best exemplified
in the past perhaps by its use during the latter part of
the war in the city of Washington, and also during the
influenza epidemic in New York City in October, 1918.
In both there was a partial spread over two hours, and
a less crowded condition of the cars was secured. Both,
however, were brought about by a great exigency, and
the introduction of the plan in Washington was un-
doubtedly greatly facilitated by the fact that the work-
ing hours of a very large proportion of the population
could be determined by one employer—the government.
After the armistice, when the number of office workers
in the various government departments decreased, the
city reverted to its former working hours. The same
result followed in New York soon after the influenza
epidemic had begun to subside.

While there is not now in New York a crisis of war
or disease, there is a very serious lack of transit facili-
ties, and in no other way can the capacity of the sub-
way lines be increased for five years, even if new con-
struction was commenced tomorrow. Hence, it may be
that the situation can be brought home so clearly to all
concerned, employer and worker alike, that some degree
of relief will be obtained. If this is done, steps should
be taken to bring the schedules of the commuters’ lines
into accord with the proposed plan. This was not done
in the previous trial of staggered hours in New York.

A variation of the staggered hours plan which is pos-
sible when the more extended use of the principle is im-
practicable for one reason or another remains to be
considered. This is the limited staggering of hours of -
beginning and ending work at different factories located
on any particular railway line or of the various depart-
ments of a single large factory. This plan has been -
successfully carried out in Detroit in connection with
the largest Ford plant.
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Graphic Records Improve Line Maintenance

Methods Employed in Maintaining High-Tension, Trolley, Telephone and Signal Lines on Illinois Traction
System Are Successful and the Results Obtained Are Highly Satisfactory
—Graphic Records Form an Important Part of the Scheme

SEMAPHORE SIGNALS AND SIGNAL MAINTAINER AND EQUIPMENT PROVIDED FOR HIM ON THE ILLINOIS TRACTION SYSTEM

trolley, signal and telephone lines and miscella-

neous electrical equipment on the Illinois Trac-
tion System, which are under the direction of John
Leisenring, signal engineer, have been developed into a
highly successful system which is resulting in economy
and a substantial reduction in the number of interrup-
tions to service. A very important part of the scheme
is the keeping of graphic records in the office of the
department head which enable him to visualize readily
the trouble locations and maintenance work done, and
hence to direct expenditures for replacements in a way
that tends to minimize cases of trouble and keep the
property in the best possible operating condition for the
money allotted to the work. The work covered by these
methods comprises the maintenance of 475 miles of
33,000-volt power lines, the signal lines for 120 miles of
protected track, 306 signals, forty crossing bells, the
substations and the telephone lines for the system com-
prising 596 miles of interurban line.

For the high-tension line and trolley maintenance, the
system is divided into six divisions with a line foreman
in charge of each division. Similarly for the signals,
signal lines, crossing bells and telephone lines, the
system is divided into seven sections with a signal main-
tainer responsible for each section and with one extra
maintainer who is used to help out with heavy repairs
and to relieve any of the others if time off duty is
wanted. Each line foreman and each signal maintainer
sends in a daily report showing the work done the day
before, including each case of trouble that occurred and
how it was cleared. A daily report is also sent in by the
substation operators. The information from these
reports is then transferred to charts or reports covering
a period of one month or longer. On a large scale map
of the system, which hangs in the office of the signal
engineer, the cases of high-tension insulator failures are

METHODS of maintaining the high-tension,

indicated, as taken from the daily reports, by red-
headed pins placed approximately at the location of the
trouble; trolley breaks are similarly indicated by yellow-
headed pins and pole breaks by black-headed pins, each
black pin indicating one or more poles involved in a
single case of trouble. The pins on this map are not
removed as the trouble is cleared, but are allowed to
accumulate during a calendar year. This chart as it
appeared early in October is reproduced herewith. If
the number of cases of either high-tension or trolley
line trouble is abnormally high at any location, or over
any section of line, this immediately becomes apparent
from the accumulation of pins on the map. Before the
end of the year, then, when the time comes for making
up the budget for the next year’s expenditures, it
becomes apparent what sections of trolley and high-
tension line are causing undue maintenance costs and
therefore should be replaced. In other words, this
chart shows at all times very clearly where the weak
spots in the lines are, and the appropriations made can
then be used to eliminate them. The graphic record
also avoids the expenditure of money to replace sections
about which there may be an impression that the con-
dition is bad, if no records are kept, when in reality
the section in mind may be much better than some other
section of line. A case of this kind was brought to
light the first year the chart was kept on the Illinois
Traction System.

SOME DETAILS OF TROLLEY AND HIGH-TENSION
MAINTENANCE

Each month a summary of the cases of high-tension
and trolley troubles, taken from the daily reports of the
line foremen, is made and a copy is sent to each foreman.
Friendly rivalry between these foremen has thus been
created and the competition has resulted in unusually
good work and consequent lowering of the number of
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cases of trouble through the better inspection work
done. A report of this kind for the month of July,
1921, is reproduced herewith.

The comparison between divisions indicated in this
report is made on the basis of the length of line included
in the division and the car mileage operated, both
weighted. In the event that a case of trouble is directly
due to the fault of some one else it is not charged
against the line foreman provided he can produce irre-
futable evidence to that effect. It is put up to the
foreman to keep the trolley and high-tension line in
first-class condition through careful inspection and by
working out the spots known to be bad. In this inspec-
tion work, the trolley wire is not calipered, but depend-
ence is placed on its appearance as seen from the top
of the line car.

HIGH-TENSION MAINTENANCE WORK

None of the high-tension maintenance work is done
with the line hot. It is not considered worth the risk
and it has not been necessary on account of the for-

SPRINGFIELD, ILL., Aug. 20, 1921,

Line F.remen: - Following is report of high-tension and trolley trouble for the
month of July:

High Tension

l. Carson........... Cases of trouble in July, 0; since Jan. I.......... 1
2. Lewis.... .. Cases of trouble in July, 0 ; since Jan. l.7........ 3
3. Herbeck.. Cases of trouble in July, 2; since Jan. l.......... 8
4. Campbell +. Cases of trouble in July, 0, , since Jan. l......... -9
5. Elmore. oueae oo Cases of trouble in July, 0; sinceJan. I.......... 1
6. Green............ Cases of trouble in July, 3; since Jan. 1.......... 13
Trolley Trouble
1. Carson........... Cases of trouble in July 0 since Jan.
2, Lewis............ Cases of trouble in July, 0 ; since Jan.
3. Campbell......... Cases of troublei in July, 4; since Jan.
4. Green..i s nl Cases of trouble in July, 3 since Jan.
5. Elmore........... Cases of trouble in July, 2 ; since Jan.
6. Herbeck.......... Cases of trouble in July, 2; since Jan.

Yours truly,
JoHN LEISENRING, Signal Engineer.

with two-piece 45,000-volt insulators, Ohio Brass No.
11623, on which the traction company standardized and
has continued to use to date.

As the result of the renewals made, the number of
failures dropped from 181 in 1916 to 80 in 1917, and
the number had been higher than 181 in 1915. There-
after, with probably one-half of the old type insulators

T T1] TTTTTTTT T
I L] } ‘JI L‘L% i_i,»-mk . Decatur power house
171 — ﬁ i L / fotal L= I - L’ Isubstation
= | IESIE 4 I =+
B = t 1 T 1 t ,Y a ‘fjl"u 67 I rewounda armature
B I 273»/ ] { |
100 SUBSTATION HOURS TROUBLE bl !
e I T L1 [ 4] RES 175.5],
¢ 15 HA i VA
2 50— T 1 T\t t 2 '/\
=25 | el A
e 0 e
~+—. L L1126
/!
v T
v ] |
: || ,f.ﬁ/al%\ -
215 T 7\‘""“ ‘ P 102
© HIGH TENSlON i -y
120 -
A A / N\
N7 N
129,
=,
A
o
2 \/
2 \ \/\‘
& / A
> 8 3 £ § p = &
3 8 2 8 2 2 3 j‘»
1920-—===mmmsate-ans | /3 SIS

SIX-YEAR RECORD oF TROLLEY. HIGH-TENSION, TELEPHONE LIN® AND ROTARY CONVERTER FAILURES

tunate flexibility of the high-tension system. Because
of the location of power houses, it is possible to have
three and even four sections of the line at different
parts of the system dead at one time without shutting
down any substation or in any way affecting operation.

As the number of high-tension insulator failures was
becoming very high, the company began back in 1916
and 1917 a close inspection of insulators and replace-
ment of all those which were defective. Killing a section
at a time, the poles were climbed and the ties taken off
all insulators so that any mechanical or expansion cracks
resulting from aging could be seen. At this time all
of the insulators had been in service since the line was
built, twelve to fourteen years before. All of these old
88,000-volt insulators showing defects were replaced at
first with 45,000-volt three-piece insulators and later

still in service, the number of failures began to increase
again until 1919. The failures in every case were found
to be the old type insulators. Hence it was decided
early in 1920 to replace all the remaining old insulators,
whether or not they appeared to be defective, taking
the worst sections first as indicated by the failure chart
in Mr. Leisenring’s office. The maintenance forces
were used for this work and they replaced a carload of
insulators, 3,000, every two months. Some of the old
33,000-volt insulators taken down have been used on
some 11,000-volt lines and some disposed of to another
company. Not a single instance of failure has occurred
with any of the new type insulators. They have been
known to ‘“spill over” but none has been punctured
electrically.

The process of replacing the insulators with this new
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type is reflected in the downward trend of the high-ten-
sion curve in the graphic record of various troubles
taken over a period of several years, which is repro-
duced herewith.

About five years ago the high-tension line was com-
pletely rebuilt from Danville to Fithian, a distance of
approximately 15 miles. The year before, 20 miles
additional between Fithian and Champaign was com-
pletely rebuilt, the 45,000-volt three-piece insulators
having been used in both cases. For four and one-half
years on the former section and five and one-half years
on the latter, since the reconstruction, there was not a
single interruption of power from any cause.

The good records made by the replacement insulators
may be partly accounted for by the fact that the com-
pany tests and inspects all insulators at the factory
before accepting them. Every insulator is handled for
mechanical defects and given a part and assembled
flash-over test. Not one out of 100 will puncture under
this test, but from 100 to 125 insulators are rejected
out of a carload for slight mechanical defects, some of
which might not have any effect on the life of the
insulator, but the traction company does not take any
chance on a slightly warped or bubbled insulator result-

failure of transmission or lines too noisy to talk over
are recorded as failures and spotted on a chart. The
maintenance forces give less attention to the telephone
lines because they are less vital to the operation of the
road, but some improvement in the number of cases of
trouble has been made by keeping after the maintain-
ers and sending out monthly comparative reports to
them. The telephone lines of the Illinois Traction Sys-
tem have no protective apparatus or drainage coils,
insulating transformers, etec., and interference is taken
care of simply by transpositions. Ordinarily the lineg
are good and clear in spite of the fact that they are
carried on the same poles and only 30 ft. from the
33,000-volt transmission line. The principal sources
of trouble are from the trolley where a pull-off comes
loose and throws up over the telephone line, and from
the telephone line coming loose from an insulator and
falling down on the cross-arm.

A graphic record is also kept of the number of cases
of substation trouble, that is, instances involving a com-
plete shutdown of the rotary converters. The record is
divided between those cases where the machine is out
more than an hour and where it is out less than an hour,
A good many cases of potential trouble are caught by

j
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ing from high firing. Formerly, the inspector for the
traction company also gave each insulator a megger
high frequency and other tests, but since the results
obtained have been so good and the manufacturer on
his own account puts insulators to such rigid inspection,
all electrical tests except the flash-over have been dis-
pensed with.

No method of testing pin-type insulators while in
service has been found which is satisfactory on the
Illinois Traction System. Formerly a test was made
by the use of a telephone receiver connected to two
spikes, one driven into the pole high up and the other
‘down low, in order to hear the static discharge which
would result from a defective insulator. It was found,
however, that some defective insulators were missed
under this test, and also that it was very difficult to
pick out the defective one, even though the upper spike
were placed near each insulator to differentiate between
them by the sound in the receiver.

In the maintenance of the telephone lines, complete

the substation inspector who makes a thorough inspec-
tion of each substation every two months and makes a
report thereon. He leaves a copy of this report with
the attendant and forwards one copy to the substation
repair foreman, who takes action as soon as possible on
any recommendation made by this inspector. The lat-
ter goes over the equipment thoroughly, testing circuit
breakers for operation and setting and giving minute
attention to the converters and all other parts of the
electrical apparatus.

Practically all of the rotary converters on the Illinois
Traction System are of 300-kw. capacity, and three of
these are Stanley machines. The machine breakers of
the 300-kw. converters are set at 800 amp., or 70 per
cent overload, while the machines will take an instan-
taneous swing of 1,000 amp:

Three or four years ago, the slotting of the converter
commutators was started and new type brushes substi-
tuted. Since that time, also, the slots have been cleaned
out periodically with a small tool similar to a short
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hacksaw blade, which slots the commutator somewhat
as it cleans, The machines are then thoroughly slotted
whenever they are in the shop every two or three years.
This practice has made a big difference in the operation
of the machines, eliminating to a large extent the arec-
ing, avoiding flashovers and in helping to carry heavy
overloads.

HiGH RECORD IN SIGNAL MAINTENANCE

As already mentioned, the signals are kept in operat-
ing condition by eight maintainers, each of whom is
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2TEOUIS maintainers call in to the dispatcher

frequently and he gives them trouble
orders covering any signal failures. During the night
the dispatcher reaches these men at their homes. In
making his daily report of the general work done,
number and nature of signal movements, ete., each main-
tainer must account for every failure shown on the
system operating sheet, a copy of which is kept in the
office of the signal engineer as a check on the main-
tainers. The daily report of each maintainer also
shows the number of the signal involved in trouble,
the time the maintainer arrives at the signal, the time
the signal was cleared, how many trains were given
orders against this signal, the cause of the signal
failure, etc.
From these daily reports, a monthly graphic signal
failure chart is made up for each division, one of these

I. T. S. SIGNAL PERFORMANCE DATA FOR 192}

Signal

Total Due to Other Move-

Month Failures Bonds Causes ments
SENUALY . o ssvisesinnisn 71 28 43 593,360
BebINATY 5 ¢ v wv sie s 2 5o 33 19 14 572,759
B0 tacancarc 009t 75 40 35 617,372
APFill o oan s ase s smsans 70 26 44 590,118
Ch A 62 19 43 595,012
I TR G0 e e O E S 61 21 40 572,034
JUIYS o oo sl £ 5 h e 96 23 73 662,772
JANMPUBE . 4 icorrgniaiee 3 = 5 ot 80 24 56 569,247
September. ............ 53 13 40 486,268
601 213 388 5,258,942

Movements per total failure........... ... iiiiiiiia.. 8,750
Movements per failure, exclusive of bonds........................ 13,554

.

SPRINGFIELD, ILL., Sept. 10, 1921.

& Signal Maintainers; Following is report of signal operation for the month of

ugust:

~Accumulative since—
January 1, 1921

~—— For the Month ——

Dueto Due to
. Total Dueto Main- Total Dueto Main-
Maintainers Failures Bonds tenance Failures Bonds tenance
1: 12 5 5 129 74 y
2. 26 9 14 120 49 78
3. 7 0 7 130 50
4. 6 3 1 46 7 31
5. 8 0 5 28 4 17
6. 8 1 3 16 1 9
7. 3 0 3 23 8 14
Yours truly,

JoHN LEISENRING, Signal Engineer

being reproduced herewith. The signal numbers are
listed in a vertical column on the left and the days of
the month across the top. A signal failure is then
recorded on this chart by placing a dot opposite the
signal number and under the proper date. A line is
then drawn from each dot to the right-hand margin
where the cause of the failure is written in. In this
chart, the repeated failure of any one signal shows up
immediately and an investigation follows. For example,
in the monthly report reproduced herewith for Division
1 for April, 1921, signal No. 42 was shown to have failed”
eight times, the cause having been reported as a broken
bond for the first five times and a bad order impedance
bond for the three other cases. The signal maintainer
had found defective bonds and charged the failures to
that cause. A check-up on him, however, developed the
fact that in replanking a bridge, a spike had been driven
into an impedance bond hung underneath the bridge
and that this spike caused a spasmodic short circuit,
which was probably the cause of the signal failure each
time.

A monthly comparative statement of signal failures
by divisions is made for each signal maintainer and a
copy sent to each. This promotes a healthy rivalry as
in the case of the line foreman, though it is necessary
to make certain allowances for difference in track con-"
ditions and amount of traffic. A copy of one of these
reports, covering the month of August, 1921, is repro-
duced herewith.

All signals on the Illinois Traction System were sup-

- Cause of Failure
Bad bonds

7

Bad order relay !
Motor confact spring /
/

/

/

‘

]

NOpen wire in frz/nk/nq

[ J1Contact spring B.0.

[, Switch box out oF adjustment
~/nsulated joint

[~/mpedance bond B0, 3
Total 17

150’ i -
l3513|ll$|51|92132€2729
2468I0|ZI4I6I6202224262830

Days of Month

MONTHLY DivisioN CHART oF SIGNAL FAILURES

plied by the Union Switch & Signal Company, and
except for thirty-five light indication signals all of the
306 signals are of the semaphore type. They are sup-
plied with energy from a 2,300-volt line derived by
stepping up the 870 volts on the secondary side of the
main power transformers in the substation. These
signal transformers in the substations are 10-kva. and
15-kva. single-phase units. Each signal is equipped
with a transformer having one primfary and two sec-
ondary coils and stepping the 2,300-volt line current
down to 110 volts for operating the signal motor and
lights and 12 volts for the track circuit.

In the maintenance work, broken track bonds are
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temporarily repaired by the signal maintainer by drill-
ing #-in. holes in the rail and channel pinning a No. 6
copper wire around the joint. In some places it is
necessary to install two of these No. 6 copper wire
bonds to avoid having the return current burn up the
bond. Cases of broken rail resulting in apparent signal
failures are not recorded against the maintainers, as
this is a proper performance of the signal wherein it
makes a creditable stop indication.

On account of the high cost of the alternating-current
voltmeters required for testing the voltage at the relay
terminals, such meters are not supplied to the men to
aid them in adjusting the relays. As a substitute, each
maintainer is given a shunt of the maximum resistance
at which the relay should open. This is used as a
check test but does not give the maintainer the privi-
lege of changing the adjustment. The shunt is used
to bridge the rails or the relay leads and if the voltage

is not excessive the relay should open. If the shunt does
not serve to open the relay, the maintainer reports this
tendency of the relay to float or not open. Any adjust-
ments are then made by the signal supervisor, but such
cases are rare.

The records covering the signal operations on the
Illinois Traction System for several years and showing
the total number of movements and total number of fail-
ures bring out a performance record of a very high
number of movements per failure and a protective serv-
ice better than 99.9 per cent perfect. The performance
data for the current year to Oct. 1 is given in an accom-
panying table. Noticeably fewer failures have occurred
with the light indication signals, at least 25 per cent
of the failures with semaphore signals being due to
mechanical troubles, all of which are of course elimi-
nated with the light signal. Mr. Leisenring’s experi-
ence is that the light signal is better in every respect.

Selling the Employee on Salesmanship—II

Creating a Pleasant Environment, Forming Correct Habits in Car Operation and Developing Morale
Are the Subjects of Mr. Bigelow’s Remaining Three Talks to Employees on
Making Themselves Better Salesmen of Transportation

By B. R. BIGELOW

Sales Manager of Transportation, Department of Street Railways, Detroit, Mich.

IN THE first article Mr Bigelow briefly outlined the scope of
his duties as a sales manager of transportation. Two of the
series of five talks on salesmanship appeared in conjunction
with that article in the Dec. 24 issue of the ELECTRIC
RAILWAY JOURNAL.

Sales Talk III—Environment

NDUSTRIAL democracy bears the same relation to
Iour business life that home environment does to

our domestic life, When we think of home environ-
ment we think of many things, but what appeals to
us most is the congeniality of the place made possible
by loving companionship. When the home folks are
away we disecover how loudly the clock ticks, how
large the rooms are, and that the place we live in is
just a house after all. But when the folks come back
it is once more a home. Can’t you see that every one
of us has the privilege of creating that same environ-
ment here in our business life by making of ourselves
congenial companions to those around us?

A pleasant “good morning” costs nothing but the
effort of saying it. Those two words imply much more
than that it is a good morning. They imply becoming
personal interest in the welfare of the person greeted.
Every one of us is more than a stone in the street or
a brick in the walk, and our whole being revolts at
being passed as such by an associate. We make
memories by adhering to these every-day home-like
courtesies.

Did you ever think that we make memories every
day for our own use in the future? We should try to
make such memories to-day that we will enjoy having
them recalled on the morrow. It should be our aim
to make the kind we will be proud of, and not ashamed
of—memories that will bring comfort and not heart-
ache.

Keep in mind that the memories of to-morrow are
being made today. Monuments of granite or marble
bring to our minds the lives and deeds of the illus-

trious men to whose memory they have been erected,
but it is not possible for the great majority of us to
so inspire posterity that we will be so remembered. It
is possible, however, for every one of us by honest
deeds and considerate acts to erect for ourselves living
monuments in the hearts of our associates—living
monuments that will inspire right living and hones
labor.

We perhaps little realize in our daily lives how
many times a day we unconsciously give inspiration
to some person because of the efficient manner in
which we perform our own work., We, as railroad men,
are constantly serving the publie, and our opportuni-
ties to give inspiration are almost unlimited. It is
perfectly natural, at times, to feel as if our efforts are
wasted because we receive no visible response from
those we serve. Yet we would not stop seeding a
newly made lawn because we could not see the seeds
develop and grow. On that account we must be con-
stant in our courteous service to the public and the
visible response will surely appear.

We are mutually dependent beings; we must give
and take in this battle of life. Among ourselves we
must be socially magnanimous and, by so doing, we
will be able to find ourselves and help others to find
themselves. It must be plain to you that in close as-
sociation we can gain a degree of wisdom because of
one another’s experiences.

Simultaneous with the development of transporta-
tion service, we must strive to develop our serving
capacity in order that this railroad, as operated by us,
will just naturally be known as the “Courtesy Line.”

Sales Talk IV—Habit
Did you ever think of the force of habit? There is
an old and true saying that fire is a good servant but
a terrible master. The same could be truly said of
habits. Habits are good servants but terrible masters.
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Habits must be controlled and marshaled in true form.
They must be good habits because they are on dress
parade all the time. It is not my intention at this time
to moralize on the subject, but its behooves every one
of us, however, to form correct habits in all relations
of life.

Some one asks what has habit to do with car opera-
tion. When correct car operation becomes force of
habit, said operation is intuitively accomplished. In-
tuition, as you know, is that instinctive feeling which
gives immediate perception of that which is to be
accomplished.

By way of illustration; you are walking along a
cement walk with a friend engaged in earnest con-
versation. As you approach the curb your steps are
guided by intuition because you do not stumble or
fall at that point, but with unconscious perception
step off the curb gracefully. You are walking in the
country; the wind has caused a heavy branch from a
neighboring tree to be thrown across your path. You
unconsciously and intuitively step over the obstruec-
tion. You do not know or realize just how high you
lift your foot in the accomplishment of the act be-
cause the intuitive feeling which you possess gives
you just the proper perception which makes your action
almost involuntary.

MAKING HABIT A VALUABLE ASSET

It is so in car operation. After careful instruction
you will be possessed of that instinctive feeling which
will give you perception without process of thought.
Let me illustrate. You have a car under operation,
an automobile whirls in front of that car, you in-
stinctively throw off power and apply the brake.
Force of habit perfected by practice eliminates process
of thought, and the same becomes intuitive of accom-
plishment.

I wish just to touch on another phase of force o’
habit in order to prove conclusively that whatever
you do, day after day, over and over again, has a cer:
tain hold on you, which is just naturally called force
of habit.

By way of illustration, we will assume that in the
living room of your home hangs a mirror. Some mem
ber of the family decides that the light will strike
to better advantage in some other part of the room
You move the mirror, so you know it is moved; however,
you instinctively go to its old position on more than
one occasion, and it is with a mingled feeling of
humiliation and surprise that you gaze at the blank
wall. This is but one simple illustration of force of
habit.

I remember as a boy I came into the old farmhouse
kitchen one day and mother said to me, “When you
wash your face and hands empty the basin of water
into a pail as the waste pipe under the sink is broken ”
I presume I did a boy’s usual good job at performing
my ablutions, and force of habit won, because over
went the water into the sink and so onto the floor
It was a rule in our household that if any member

- of the family disturbed its tranquillity by careless or
thoughtless action he must pay the penalty by puttine
things to rights. In this case I ecarefully hand-mopped
the kitchen floor. Then I had to wash my hands agair
and over went the water again. You see what forcc
of habit will do.

Form correct habits in car operation if you woul"
be a successful operator.

Sales Talk V——Morz;le |

Morale is just as important to the railway man as it
is to a soldier. What is morale? Primarily, it means
courage in the face of danger. In reality it means
more than that. Along with courage it means convie-
tion of mastery or ability for success. Every railway
man is called upon many times to face an emergency
which is dangerous both to himself and to some care-
less or thoughtless person. I have known perfectly
normal men to be so paralyzed by the imminent pos-
sibilities of an emergency that they were, for the time
being, rendered helpless. Those men lacked morale.
Careful preparation for your work brings the nec-
essary confidence that makes morale possible.

Accidents do not often happen; they are caused.
Five principal causes of accidents are inattention,
thoughtlessness, undue haste, recklessness and care-
lessness.

It is much better to take pains in preventing acci-
dents than it is to suffer pains because of them.
Presence of mind insures safety. Whenever we are
confronted by imminent danger, if we can act with
vigilance, care and promptitude, we are distinctly on
the side of safety first.

There is an old and true saying that “Self-preserva-
tion is the first law of nature.” One reason why I am
a stanch champion of the Birney safety car is that
it is automatic in its operation. If an operator leaves
his post of duty the car will stop. However, we must
train ourselves to realize our full responsibility for the
safety of others by cultivating self-control, and not
depend upon automatic devices. As an illustration:
Just after a snowstorm last winter a Birney safety
car was being operated through the main street of a
neighboring city. A snowplow had preceded the car,
pushing the snow into a high ridge, with utter dis-
regard to adjacent driveways and walks. In order to
clear. the space in front of an express office snow had
been thrown back onto the tracks, and, with no evil
intent perhaps, a section of plank had been buried
beneath the snow at this point. The operator of the
car, thinking he would be able to speed through the
obstruction, put on full power. This carried the car
through the snow, but the plank came into contact
with the valve of the air tank, which was opened. There-
by the air brake and all automatic devices were made
useless. An interurban car was just crossing the
intersection beyond the express office as the Birney
car emerged from the snow obstruction. The operator
coolly reversed power, bringing the Birney to an abrupt
stop as the interurban speeded by. The operator,
possessed of morale, had averted a serious accident.:

I am extremely loath to finish this particular talk,
because no man can have too many of the qualities
that provide for morale. Remember that a plea of
ignorance of car operation will never take away your
responsibility in case of an accident. When caution
becomes a habit accidents will be few. In closing,
I wish to impress upon you that the best safety device
on any car is a careful operator.

For the investigation of the standards of practice
and methods of measurements of public utilities such
as gas, electric light, electric power, water, telephone,
central station heating, and electric railway service, the
Bureau of Standards is requesting a continuance during
the next fiscal year of the $85,000 appropriation with
which it has been carrying forward this work. \
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STEEL-BARRIER TYPE CROSSING GATE THROUGH WHICH AUTOMOBILES CANNOT DRIVE

Positive-Stop Crossing Gates
Unique Steel Cable Barrier Being Tried Out by Chicago

Elevated Railroads Will Stop Vehicles Striking It
Before They Reach Crossing

HE Chicago Elevated Railways has made one in-

stallation of a unique new type of crossing gate
where the Douglas Park line crosses Austin Avenue
at grade in Cicero, Ill. This new type of gate is built
with the idea that even though a careless driver may
run into a lowered gate, an occurrence which often
happens, the gate will not be broken but will function
as a mechanical means of stopping the car as well as
a warning to the driver.

The gate consists of a barrier formed by three 3-in.
steel cables attached to a mechanism in a fabricated
steel column erected at either side of the road. The
entire barrier is lifted vertically in a horizontal position
by means of a motor-driven chain mechanism in each
column. A plain sheet-metal strip on which alternate
black and white bars are painted is attached to the top
cable and serves as the usual warning when the barrier
is lowered. To lower the barrier, the operator simply
throws an electric switch which brings it down into the
stop position. Attached to the chain mechanism in

each column is a heavy counterweight which raises and
lowers with the barrier; that is, the weight is down
when the barrier is down. i

If an automobile fails to stop and strikes the barrier
the first pressure effected is taken up by the raising
of these heavy weights. A braking mechanism is con-
nected with the weights so that the higher theyv are
raised the more braking pressure is exerted. When the
weights get up to a certain predetermined height, which
is governed by the distance between the normal position
of the barrier and the track, the weights strike against
heavy coil springs which exert the last braking pressure
on the motion of the automobile. When these springs
are compressed, the automobile must have come to a
dead stop just before reaching the track. The cables
are claimed to be strong enough to stop any automobile
or truck striking the gate at any speed. Successful
test stops are pictured below.

The device was designed by the Strauss Yielding
Barrier Company, Chicago, J. B. Strauss being the
designer of the Strauss bascule bridge, and the in-
stallation on the Chicago Elevated Lines is the first
to be made. It is probable that several more of these
gates will be installed on the Garfield Park branch of
the elevated at important intersections, and the further

7,000-LB. TRUCK UNABLE To REACH THE RAILS WHEN DRIVEN
INTO BARRIER AT 15 M.P.H.

WHERE THE AUTOMOBILE WAS STOPPED AFTER BEING DRIVEN
INTO THE BARRIER AT 18 M.P.H.
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installations will be equipped with five cables instead
of three to give added height to the barrier. While
crossing protection of this kind is naturally very ex-
pensive, B. J. Fallon, general manager of the elevated
lines in Chicago, looks upon it as affording a high degree
of protection for which the expense is justified at im-
portant crossings, particularly where there may be an
influence working to force elevation, for draw-bridge
approaches, ete.

Attractive Elevated Stations

Pleasing Appearance of Stations Being Constructed on
Elevated Portions of Chicago & Northwestern Are
Helpful Toward Merchandising Service

HE accompanying pictures tell better than words
can describe the story of the type of stations which
are being built along the portion of the Chicago & North-
western Elevated Railroad between Wilson Avente and
Howard Avenue, the northern city limits. This part of
the road has been in the process of elevation during the
past few years by the Chicago, Milwaukee & St. Paul
Railroad, which owns the right-of-way. The construc-
tion is of the so-called noiseless type with concrete
retaining walls on either side and earth fill between.
The stations and facilities other than the actual right-
of-way are being built by the Northwestern.
The particular station pictured herewith is known as

Loyola and is located at an intersection of the line with
Sheridan Road. The appearance, construction and gen-
eral plan are typical of the stations that are being built
along the line. The ticket booth is on the ground floor
and one agent serves both directions of travel. Up on
the right-of-way, the loading platform is of the center
type located between tracks and with the roof supported
on center columns.

Temporary wood structures are being used at most
of the stations, but the permanent construction, as shown
in the illustrations, is being put in gradually at one sta-
tion after another as rapidly as finances permit. Simi-
larly, work of putting the track and overhead construc-
tion in permanent shape is being gradually pushed for-
ward. All of this extensive elevation work and the
accompanying building of temporary and permanent sta- -
tions have been done practically without a moment’s
delay to traffic or inconvenience to passengers. The fine
facilities and conveniences that are afforded with the
completion of these new stations are obvious and are a
matter of very favorable comment from patrons, and
undoubtedly have substantial merchandising value.

In one of the pictures it will be noted that the column
which stands in the road has been prominently painted
with black and white stripes and supplied with a night
light to avoid vehicles running into it. This practice
has been followed throughout the city as one of the
safety measures of the elevated lines.

Five VIEWS oF THE CONSTRUCTION AND FINISH OF THE LOYOLA STATION ON THE NORTHWESTERN ELEVATED RAILROAD, WHIGH ARE
TYPICAL OF THE NEW STATIONS BEING BUILT IN CONNECTION WITH THE ELEVATION OF THE LINE FROM WILSON
AVENUE, THE ORIGINAL TERMINUS, To HOWARD AVENUE, THE PRESENT CITY LIMITS

A\
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Two VIEWS OF ONE OF THE NEW LoOADING PLATFORMS AT INDIANAPOLIS

City of Indianapolis Builds Loading
' Platforms

HE city authorities of Indianapolis, Ind., have ap-

parently been convinced of the desirability and prac-
ticability of street loading paltforms for street car
patrons. As evidenced by the two illustrations shown
herewith the city is now building loading platforms at
locations of heaviest loading in the center of the city.

The platforms are arranged for double berthing of
the large double truck Indianapolis cars and are similar
in many ways to those in Washington, D. C. They aré
constructed directly on top of the street paving and are
made of concrete, with cement, or sidewalk, tops. A
curb is not set, as has been done in other places, but a
steel band is built into the edge of the platform and
bears the brunt of any blows which may be received
from passing vehicles.

It is planned to erect lighting standards at each end
of the loading platform.

Two loading platforms were placed in service on
Saturday, Dec. 3, and it is planned to build more of them
in the future. The interesting feature of the present
installation is that it is entirely a city inspired and city
financed undertaking. :

Tear Check Form of Transfer

The Use of a Special Cutter that Eliminates Hand Punching
of Transfers When Issued Proves a Time Saver
in Loading One-Man Prepayment Cars

\ NEW type of transfer and transfer cutter has re-

cently been developed and placed on all the cars of

the Tri-City Railway of Davenport, Iowa. This new

transfer was adopted to speed up the loading of the one-

man cars. It has proved a great time saver and has
overcome some of the many transfer abuses.

A separate and distinguishing color transfer is used
for each line. The date, the lines on which it is good for
fare and the condition under which it will be accepted
are printed on the transfer. Although the month has
to be punched by the operator, this can be done in large
quantities when the operator is at leisure.

For convenience in making fare collections each car
is equipped with a portable change box that has three
compartments. It can be carried from one end to the

other and is used to hold transfers received, tickets col-
lected, cash for making change, etec. On the top of this
box, as shown in the illustration, is placed a transfer
cutter, made of 3 x #-in. steel with one sharp edge, held
down by a 1 x 2-in. steel roller, and thereby always gives
uniform tension on the cutting edge. This cutter can
be made at a small cost.

How THE DEVICE WORKS

On leaving the ends of the line the operator sets his
pad of transfers, which have already been hand punched
to indicate the proper month, under the cutter for the
time of arrival at the transfer junction. All that is
then required is for the operator to tear off the transfer
and hand it to the passenger on request at the time fare
is paid.

Old or late transfers are very easily detected by the
receiving operator as the color shows the issuing line,
and the length of the transfer greatly helps to detect
one which is beyond the time limit. This obviously
makes it easy for an operator to detect a passenger
presenting a transfer in the afternoon that was issued
in the morning.

The wastage of unissued transfers is cut down by
having a daily supply issued with each car in the morn-
ing. The operator bringing in the car at night turns
in all unused transfers. This plan cuts in half the
number of partially used pads of transfers that no doubt
would usually be thrown away.

As a means of keeping an accurate record of the
transfers issued, special storage facilities were built

THREE COMPARTMENT CHANGE Box wITII STEEL CUTTER
MOUNTED ON Top



1148

ELECTRIC RAILWAY JOURNAL

Vol. 58, No. 27

with thirty-one shelves, one for each day of the month.
Each shelf then was divided so as to hold a deck of a
thousand transfers for each regular car run. These
decks were numerically arranged and the lowest num-
bers always issued, with the result that when transfers
are returned they can be placed on top of the deck
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SAMPLE ForM oF ROUTE TRANSFER SHOWING How TIME LiMmIT,
MoONTH AND DAY ARE INDICATED

from which they were taken and unless punched for the
month can be reissued to the same car the following
month. This plan makes the record keeping easy as the
transfer stock is always arranged in consecutive num-
bers.

This system has been used for some time and has been
found very economical.

Bringing Leads from Motor to Car Body

OTOR leads and their proper installation play a

very vital part in the successful operation cof the
car and in the reliability of the service rendered.
Improper installation or inadequate attention to these
details on many roads has caused much trouble, and
inspection of some cars discloses the fact that the motor
leads are lying on top of the motor shells in a disorderly
manner so that they are subjected to unnecessary wear
with every movement of the truck. Such wear soon
injures the insulation and sometimes exposes the bare
wire which results in a ground and failure, if not an
accident. The use of tape on leads is but a makeshift
for preventing failure and is not a satisfactory or safe
method of repair. On some types of trucks the motor
leads rub on the brake levers and truck rods. All these
classes of failure can be materially reduced by a little
attention to the method of bringing out the connections

CLEATING MoTor Leaps 10 CAR BODY

from the motor casing and in their arrangement as
they are brought up to the car body. A liberal use of
cleats will assist in this arrangement, and the leads
should be brought out as close to the center line of the
center plate as conditions will permit. This insures the
smallest movement of the leads due to the swiveling of
the truck on curves. The slack in the leads should be

just sufficient to take care of the expansion and com-
pression of the truck springs and provide for the move-
ment on the shortest radius curve of the system. When
this length has been determined the leads should be
cleated to the motor shell or truck transom with wooden
cleats supported on an iron bracket.

It has been found very desirable to have-all motor
leads of one standard length for all types. Some roads
use a patented connecting box for their motor lead
connections, but experience has shown that knuckle-
joint connectors covered with fiber or rubber tubing
give satisfactory results and they are much cheaper to
install. An accompanying illustration shows an arrange-
ment of motor leads and their method of cleating and
attaching to the car body as used by the International
Railway, Buffalo, operated by the Mitten Management
Incorporated. The knuckle-joint connectors are placed
between the two car-body cleats and are covered with
fiber or rubber tubing to prevent short circuit or ground-
ing from water or snow.

Handy Truck for Oxyacetylene Equlpment

HANDY truck for the

tanks and equipment
used in connection with an
oxyacetylene cutting torch is
shown in an accompanying
illustration. This was built
in the shops of the Portland
Railway, Light & Power
Company, Portland, Ore.
The truck is made entirely
of iron, the frame being of
light angle iron with the
ends forged round and bent
to shape for handles. The
tanks are held securely in
place by two screw clamps, a
flat iron strap extending
across the two tanks, while
the screw passes between the tanks and into the frame
of the truck. The equipment is balanced so that one
man can handle it very easily.

HANDY TRUCK MOUNTING FOR
MovING CUTTING TORCH

Injury and Damage Costs
DMOLLOWING is a tabulation of the recent costs in per
cent of gross income and per 1,000 passengers carried
for the item of street railway expense covering injuries
and damages as experienced by the companies operating

INJURY AND DAMAGE COSTS FORRVARIOUS COMPANIES.

Company Peroid Per cent  Cost per

of Gross _ 1,000
Income Passergers
Carried
Chicago Surface Lines........ Year ended 1-31-21 3.28 $1.343
Chieago Surface Lines. . .. 8 months ended 9-30-21 2.92  1.314
St. Louis.......... .. 10 months ended 10-31-21 6.00 2.72
Kansas City....... .. 10 months ended 10-31-21 3.34 1.705
Milwaukee (clty lines .. Year ended 12-31-21 5.52A 2 35
Milwaukee (city lines). .. .. 10 months ended 10-31-21 5.94A 2.60
Philadelphia .....c000. ... Yearended 12-31-21 3.47 1.50
Boston . ........... .. 10 months ended 10-31-21 2.17B 2.13C
Third Avenue (N.Y.) . Year ended 6-30-21 5.00 2.78
Twin, City. .. e .. Yearended 12-31-20 3.83 1.57
Buffalo .............. .. 10 months ended 10-31-21 6.22 3.45
Cleveland, . .cccommezcios-nne 10 months ended 10-31-21 7.14 3.08
New York Railways (S. L.). Year ended 6-30-21 6.50 3.04

A — Per cent of operatmg revenue.
B — 28 per cent rapid transit car mileage.
C — For revenue passengers only.

in ten of the larger cities. This is seen to vary for
the strictly surface line companies from a minimum of
2.92 per cent of the gross income to 7.14 per cent.
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Further Comments on the Bus and
“Bus Transportation”

N THE issue of Dec. 10 some remarks regarding

the extension of the service of ELECTRIC RAILWAY
JOURNAL by the issuing of BUs TRANSPORTATION were
‘given. It is believed that the following will also prove
of interest in this line.

C. D. Emmons, president United Railways & Electric
Company of Baltimore, Md., in discussing this question
says:

“I saw an advance copy of your new publication, BUs
TRANSPORTATION, and I then expressed my opinion that
there should be a large field for such a journal.

‘“Undoubtedly, the bus is going to prove very useful
in the question of transportation, and its economical
usefulness must undoubtedly be in the hands of those
operating the street railways themselves.

“It has been proved, I believe, in this country, and
certainly in the cities and towns of England, that in
order to have the best and most economical resultant
transportation for their communities it is necessary to
have them co-ordinated under one head, as the low rates
of fare required by the public cannot support two
systems, and thus ultimately the entire transportation
mediums of the community become demoralized.

“I wish you much success in your new venture.”

Edward Dana, general manager of the Boston
Elevated Railway, writes as follows:

“I wish you to know that personally I am heartily in
accord with your constructive step to create a forum, as
it were, for the discussion of bus transportation whether
by trackless trolley, gasoline motor, or however driven.
I feel that you will perform a real service for the trans-
portation industry. ’

“Personally I am glad that the association at this
time did not permit a large influx of bus operators or
interests into the association, as I do not think that the
time was ripe. I do regret, however, that unnecessary
feeling should have been aroused by this action, which
is a perfectly logical one and does not, to my mind,
indicate any lack of appreciation of the necessity for
giving the bus its place in the sun, but is a business-like
decision not to make a false move until more definite
knowledge is had as to just what that place in the sun
is. I can hardly conceive how any business interests
or street railway operators can ever feel that the
gasoline bus can take the place of the systems now
devoted to mass transportation. It has already shown
what it can do in smaller cities in the form of a guerrilla
warfare, but the future, it seems to me, demands of
us a conservative, intelligent study of all of the factors
and an amalgamation of that which is economical, effi-
cient and proper for bus service into a unified trans-
portation system in order that cities may have the best
possible transportation facilities. That information
we have not at the present time. The bus can never do
what the electric car did to the horse car, but there are
many opportunities, as I see it, to create traffic in order
that the load factor of traffic on existing trolley lines
may be improved and new traffic served quicker than

would be the case if it need wait for rail transportation.
I feel it a great mistake for railway operators to classify
the legitimate development of bus service in the same
category as the ruinous jitney which has flourished over
the past few years. The great need is to prevent false
development and waste and to work along intelligent,
comprehensive lines.

“If the bus has an economic field in conjunction with
the rail systems, talk cannot stop its performing this
function, and if it can only go so far in assisting local
transportation, talk cannot put it any further.”

James P. Barnes, president Louisville Railway, dis-
cusses the new publication as follows:

“I have carefully read the editorial in the ELECTRIC
RAILWAY JOURNAL of Oct. 29 and my understanding of
it is that the policy of publishing BUS TRANSPORTATION
has been definitely decided upon. Any discussion on
the publication of such a journal would therefore be
purely academic. I shall of course be very glad to look
over the new publication and to have it in our files for
the usefulness of its subject matter.

“I would be the last to attempt to minimize the im-
portance of the bus question to the transportation
industry. I believe there is a very definite field of
application for the motor bus, and perhaps for the
trolley bus, and I believe most firmly that when the
limits of that field are determined the existing trans-
portation companies should be the operating agencies
to take advantage of new facilities. All the information
we can get about bus operation we should have, but we
must not lose sight of the fact that the great bulk of
our mass transportation will continue to be handled
by the trolley car, rather than by the bus, as iong as
conditions continue substantially as at present. So
much is being said and published about bus transporta-
tion that I think there is a tendency to regard the bus
as a more far-reaching transportation agency than will
eventually be found to be the case. We must learn and
discuss all the features of bus operation and at the same
time avoid the hysteria of overdiscussion or overem-
phasis. I certainly feel that no agency in the ifield is
better able to hold its balance in those discussions than
the editorial staff of the ELECTRIC RAILWAY JOURNAL
and shall watch for the Bus TRANSPORTATION announce-
ment with great interest.”

From Cleveland, J. H. Alexander, vice-president the
Cleveland Railway, writes as follows:

“I am very glad indeed to note the possibility of the
new publication to which you refer in your letter. The
development of the bus is something in which just now
every one of us is keenly interested, and I am highly
in accord with your view that such a publication is
needed and will pay.”

Comments have also come from the consulting
engineers who are connected with the industry. T.
Fitzgerald, consulting electric railway engineer of
Pittsburgh, writes:

“I have enjoyed and gained a great deal of benefit
from your present method of handling trackless vehicle
material in the ELECTRIC RAILWAY JOURNAL.

“I have been wondering how you were going to cover
the trackless vehicle field and thought maybe you would
take the bull by the horns and change the name of the
ELECTRIC RAILWAY JOURNAL in some way as to include
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all of the matters vital to urban, suburban and inter-
urban passenger and light freight transportation.
Don’t ask me for suggestions as to the proper name for
such a journal.

“Your staff is undoubtedly the best equipped for
leadership in the sound economic development of trans-
portation methods in the field which has heretofore been
looked upon as the electric railway field. There is no
question in my mind about the necessity for including
the trackless vehicle as a vital factor in the proper
development of our electric railway systems.

“I react against the separation of these two fields,
but if the separation must take place in order to bring
about the co-ordinated development of both, it can best
be done by having your present staff supervise both
publications. Of course your activities in promoting
the sound development of the trackléss vehicle must be
profitable and this may require a separate paper. If
so, I am heartily in accord with the proposed plan.

“In our study of the freight situation here, bare pos-
gibilities of using trackless vehicles in conjunction with
freight haulage by electric railways have arisen. Would
you want to take into account such possibilities and
name your new magazine so as to include any develop-
ments through which the activities of trackless vehicles
and electric railways can be co-ordinated to provide
better and cheaper distribution of materials?”

Edward A. West, general superintendent the Denver
Tramway Company, writes:

“There is no doubt that bus transportation is here
to stay, and there is no doubt that the McGraw-Hill
Company, Incorporated, is eminently qualified, through
its highly trained and efficient news-gathering and
editorial staff, to prepare and publish a journal that will
compass the ground covered by the auto bus.

“The advent of the trolley bus into the urban trans-
portation field is due to there being a growing demand
for that form of transportation, and it is my impression
that a very rapid development of this type of transporta-
tion will be noted in the next few years. To my mind
this fact makes it necessary that a competent organi-
zation handle the matter in an unbiased and broad-
minded manner, and again I repeat that the McGraw-
Hill Company is better qualified to do this than any
other technical publishing house in the country.

“T could go on in this manner for an hour or so longer,
but from the foregoing you will gather what my ideas
are. In closing I can only say that if you people don’t
start handling this matter somebody else will, and as
you yourself have put it, others might not have the
interests of the electric railway people as much at heart
as you have and advocate the application of buses to
transportation business economically unsound.”

In a letter from B. J. Denman, president Tri-City
Railway & Light Companies, Davenport, Iowa, he says:

“With reference to the new publication Bus TRANS-
PORTATION, which you have announced, I will state that
I believe it much better for the McGraw-Hill Company
to start such a publication than to have it done by
interests identified with the automobile business, as in
that case the policy would be controlled from the com-
mereial standpoint, rather than from the standpoint of
the real economics of transportation. With the wide
interest of the McGraw-Hill Company in utility com-
panies in general, I feel quite sure that there would

not be a serious conflict of editorial policy between
Bus TRANSPORTATION and the ELECTRIC RAILWAY
JOURNAL, and, as stated, unless you do start such a
paper, some one else will surely do so. -

“I have no question but that there is a field for bus
transportation, supplementing existing transportation
agencies, but this must be a supplemental service, and
not a competitive service, unless the competition is put
on a fair basis. The railways in small and medium
sized communities cannot provide their track and pay
for the paving and continue service in competition with
buses which do not pay to the municipalities a compensa-
tion strictly comparable with that paid by the street
railway companies, including general, city and county
taxes, and paving taxes. The business must also be put
on the same basis with respect to service requirements,
and unless this is done the result will be the absolute
destruction of the street railway business without build-
ing up a system which is equally satisfactory and
reliable.

“The same thing is going to apply to the interurban
and steam road competition, so far as the use of our
improved highways is concerned. The present competi-
tion in some states is absolutely inequitable and unjust.

“From my knowledge of the policy of the McGraw-Hill
Company publications, I will welcome its entrance into
this new field.”

Daylight Color Light Signals Installed
in Liverpool

HE signal system of the Liverpool (England) Over-

head Railway, which was the first elevated railway
in the world to be worked electrically, has been re-
equipped so that it is now the largest installation of
daylight color light signals outside of this country.
The new equipment was described in a recent issue of
the Railway Engineer. At each station there is a home
signal with an overlap of about 300 ft., the latter ter-
minating just in the rear of the station. There is also
a starting signal immediately at the outlet of the sta-
tion and this also has an overlap of about the same
distance. Even in the brightest sunshine the signal can
be distinctly seen for 3,000 ft. The basis of the signal-
ing arrangement was to allow for a two-minute service,
although actually one of 100 seconds was provided for.
The speeds were taken at 20 m.p.h. with an acceleration
leaving the station at 0.75 miles per hour per second and
a deceleration approaching the station of 1.4 miles per
hour per second. Tests made showed that the overlap of
300 ft. was more than sufficient to stop a train in the
event of an automatic application of the brake should a
signal be over-run.

A Record of Sixty Years of Electrical
Progress by English Paper

HE Electrician of London, which first appeared on

Nov. 9, 1861, celebrated its diamond jubilee last
month. In its sixty years of life it has recorded many
epoch-making inventions and has seen the genesis of
electric traction, electric lighting and the telephone and
widespread adoption of the electric motor for industrial
purposes. Its “diamond jubilee issue” contains con-
gratulatory messages from Thomas A. Edison, Sir
Oliver Lodge, Senatore Marconi and others. It also
contains historical and technical accounts of the develop-
ment of telegraphic and other applications of electrical
energy to industry. 3
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The‘NeW Jersey Commuter in New York Subway*

The Commuter Traffic to New York Amounts to 359,000,000 DPassengers
Annually and Is Growing Rapidly—Steps to Develop
a Rapid Transit Plan Are Recommended

By DANIEL L. TURNER
Consulting Engineer to the Transit Commission of New York City

ON every working day during the
year 1920, from mnorth, east, south
and west, from as far away as 20 miles
or more, and in the morning hours,
nearly one and one-quarter million peo-
ple were delivered into lower Manhat-
tan by all of the rapid transit lines
in New York and by all methods of
commuter travel leading to the city.
More than 200,000 of this traveling mul-
titude were New Jersey commuters.
This number is 17 per cent of all the
travelers.

Although it is true that Manhattan
is an island, the waters surrounding
it have already been passed under by
thirty single-track passenger tunnels
and eighteen of these have been con-
structed by New York City. Therefore,
physical barriers are no longer an ob-
stacle to the realization of your aspira-
tions for a more convenient transporta-
tion service between your homes and
your work places in Manhattan. The
difficulties are entirely political.

In order properly to emphasize the
importance of dealing with our local
transportation problem as a metropoli-
tan rather than as a city problem, some
figures will be given with respect to
city transit and then with respect to
commuter traffic.

TaE ENORMOUS TRAFFIC INCREASES
IN NEw York CITY

In the past the traffic on the street
railway lines, subway, elevated and sur-
face, in New York City, has nearly
doubled every fifteen years. The aver-
age daily traffic on all lines is now more
than 6,500,000 passengers.

The total traffic carried during the
year of 1920 on all lines was approxi-
mately 2,365,000,000 passengers-—ap-
proximately double the number of pas-
sengers carried on all of the steam rail-
roads in the country. This was an in-
crease over 1919 of nearly 285,000,000
passengers. Reduced to months, this
means that during the average month
in 1920, 23,000,000 more passengers
were carried than during the average
month of 1919; or reduced to days, it
means that during the average day in
1920, 763,000 more passengers were
carried than during an average day in
1919. Expressed in another manner,
this means that on every day during
1920 nearly 4,200 more passengers were
carried than on the preceding day—or
it means that the equivalent of nearly
four additional ten-car express trains
must be added to the service every day
to carry the increase in traffic each day.

In 1913, the year the dual contracts
were signed, the rapid transit lines
alone in Manhattan, the Bronx and
Brooklyn—subway and elevated lines
together—carried 810,000,000 passen-
gers. In 1920 these same rapid transit
lines, together with the new lines which
had been placed in operation, carried
about 1,332,000,000 passengers during
the year. This means an increase of
64 per cent in seven years. It would
have been utterly impossible to ac-
commodate this enormous increase in

*Abstract of paper read at the Bi-State
Rapid Transit Conference under the aus-
pices of the City Plan Commission, held at
City Hall, Paterson, N. J., Dec. 15, 1921.

traffic had it not been for the large
additions to the transportation facilities
which were opened for operation during
the last two or three years. To keep
pace with this enormous traffic increase,
New York City must build more sub-
ways at once, and must formulate a
plan for continuous construction.

STEAM RAILROAD COMMUTERS

The steam railroad commuters are
assumed to include regular commuters,
trip-ticket passengers and other short
distance or suburban riders. In 1920,
the total commuter traffic in and out of
New York City was about 73 per cent
of the total passenger travel on all
steam railroads entering the city. It
amounted approximately to 153,000,000
passengers. This number included pas-
sengers using the Grand Central ter-
minal, the Long Island terminals and all
traffic via the New Jersey roads. The
total traffic or the commuter traffic and
regular through railroad traffic to-
gether was about 210,000,000 passen-
gers for the year. About 56 per cent
of the total steam railroad commuter
traffic, or about 87,000,000 in and out,
used the New Jersey roads.

Neither the-rapid transit traffic nor
the commuter traffic is distributed
evenly throughout the day. On the
rapid transit lines, approximately 21
per cent of the total twenty-four-hour
traffic in both directions is carried in
three hours in one direction past the
maximum load point. On the commuter
lines, about 30 per cent represents the
corresponding concentrated travel. The
three heaviest traffic hours are either
from 7 to 10 a.m. workward, or from
4 to 7 p.m. homeward. The real traffic
problem is to take care of the traffic
during these three hours morning and
night. The daily steam railroad com-
muter traffic from New Jersey is ap-
proximately 272,000 and the daily rapid
transit traffic approximately 4,162,000
passengers. Applying the preceding
percentages to the daily traffic figures
we find that the maximum daily traffie,
one way, during three hours, from 7 to
10 a.m. or from 4 to 7 p.m., on all of
the commuter lines together, amounts
to about 82,000 passengers; on the rapid
transit lines during the same three
hours, the traffic is about 874,000 pas-
sengers. The ratio between these two
figures is 1 to 10.7. In other words,
during the one-way three-hour periods
of greatest congestion, there is one
steam railroad commuter from New
Jersey for nearly every ten rapid transit
passengers carried on the rapid transit
lines.

ToTAL COMMUTER TRAVEL

The total commuter travel, including
(1) steam railroad, (2) tunnel and (3)
ferry coinmuters, aggregated approxi-
mately:

Passengers
For the year 1920............. 359,000,000
For the day, both ways

(478,000 + 115,000 4 528,000) 1,121,000
Far the maximum three hours in

one direction,

(143,000 - 35,000 -+ 158,000) . 336,000

Comparing this last figure with the
874,000 three-hour, one-direction, rapid-
transit traffic, we have the ratio of 1
to 2.6. This ratio means that during

the most congested three hours one
way, the rapid transit travel is only
a little more than two and one-half
times the total number of commuters of
all kinds coming into or going out of
New York City.

In the case of New Jersey separately,
there were 203,000 commuters during
the maximum three hours in one direc-
tion. This gives the ratio of 1 to 4.3, as
compared with the corresponding rapid
transit traffic, or expressed in another
way, during the maximum three hours
in one direction there are nearly one-
quarter times as many New Jersey
commuters as there are rapid transit
riders.

All of the foregoing figures are ap-
proximate, but they are sufficiently ac-
curate to present the picture I have
been endeavoring to portray, which is:
That the importance of the commuter
traffic with respect to the New York
City transit problem cannot be over-
estimated.

TuE COMMUTER TERMINALS
IN NEw YORK

Of all the commuters, 336,000 in the
maximum three hours in one direction,
10 per cent originate via the Hudson
tunnels, 47 per cent via the ferries
and 43 per cent over the steam rail-
roads. Nearly one-half, or 46 per cent,
of the steam railroad business passes
into or out of the city through the-
Grand Central and Pennsylvania ter-
minals in Manhattan and the Flatbush
terminal in Brooklyn. This business
amounts to approximately 66,000 pas-
sengers in three hours in one direction.
Thesé terminals also accommodate 120,-
000 through passengers in both direc-
tions daily. However, the through pas-
sengers are distributed throughout the
day and therefore do not impose a heavy
burden on the terminals. But from the
preceding figures it appears that there
must be taken care of through the three
terminals in three hours in one direc-
tion more than one-half as many com-
muters as there are through passengers
traveling in twenty-four hours in both
directions. The concentration of com-
muter traffic at the Grand Central,
Pennsylvania and Flatbush terminals,
therefore, is the real passenger prob-
lem which the railroads have to contend
with. This concentration of travel
amounted to 21,000 passengers at the
Grand Central Terminal, 22,000 at the
Pennsylvania, 23,000 at Flatbush and
35,000 at the Hudson & Manhattan ter-
minals.

Many of these people walked to and
from the terminals but a large propor-
tion of them used the subways. In the
morning the subway trains coming
workward are carrying their maximum
loads when they reach the terminals,
so that passengers have to struggle to
get aboard. This delays the trains and
reduces the capacity of the subways.
At night, returning passengers almost
have to fight their way out of the
trains. The introduction into the sub-
way 'of such a large volume of traffic
at already congested stations is dis-
astrous to service. It is most important
to eliminate such conditions wherever
possible.

But this is not the worst of the
situation. The commuter traffic at the
terminals is growing at a terrific rate.
During the last ten years it has in-
creased about 117 per cent at the Grand
Central. During nine years the Long
Island commuter traffic has increased
141 per cent at Flatbush and 275 ver
cent at the Pennsylvania Station. The
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capacity of the Flatbush terminal has
practically been reached.

The Pennsylvania Station has really
become a Long Island terminal, since
two-thirds of the business through it
is Long Island business, and also since
the Long Island Railroad used it for
40 per cent of its own business coming
into the city. The Long Island Railroad
is operating from the terminal under a
two-minute interval service during the
rush hours. At this time the terminal
has nearly reached its capacity to Long
Island. It is all due to commuter traf-
fic. Here we have a terminal only
eleven years old, and it has become so
seriously congested that steps are being
taken to determine what can be done to
relieve the situation.

The New Jersey commuter traffic has
increased also but not as rapidly as the
Long Island, Westchester and Connecti-
cut traffic. The commuters on the New
Jersey Central, Lackawanna and Erie
increased approximately 40 per cent
during the last ten years.

CONCLUSIONS

The foregoing figures are important
in that they all point in one direction.
They emphasize the fact that the com-
muter traffic has really become a very
great factor in our urban transit prob-
lem. They also emphasize the fact that
the commuter traffic is increasing at a
terrific rate. The growth of the traffic
is so stupendous that the consequences
will be very serious if immediate steps
are not taken to deal adequately with the
problem. The commuter service must be
transformed into a metropolitan rapid
transit service. The only difference now
between our city rapid transit and this
metropolitan rapid transit is that the
latter requires a longer haul and oper-
ates both inside and outside of the city
limits. The metropolitan service is
even now operated on an interval basis,
as instanced in the case of the Long
Island Railroad. All of which means
that a Metropolitan transit plan must
be developed.

Commuters, under the proposed new
order of things, should be brought into
and distributed through the business
center of the city as far as it is prac-
ticable to do so. At least they should
be brought to points where by easy
transfer from one line to another they
may reach almost any objective point
within the city. Commuters should
not be delivered to terminals. The com-
muter does not need a terminal any
more than a city rapid transit rider
does. He only buys a ticket once or
twice a month, he has no baggage to
check. He does not desire to wait for
trains. He expects frequent service
amounting almost to interval service
and times his movements so as to make
quick connections. So what the com-
muter requires is a frequent, quick,
regular and through service from his
home to his work and back again with
the mininlum amount of transferring
in transit.

The underlying principles of a suit-
able plan to accomplish this are briefly:
there must be a pooling of railroad in-
terests, an extension of electrification,
additional tubes must be constructed
under the Hudson and East Rivers, the
commuter lines themselves must be
articulated together so that a more con-
venient interchange of traffic between
them can be effected and the commuter
‘traffic must be carried into and dis-
tributed through the business center.

It has been suggested that the Port

Authority might be utilized as the
agency to develop such a plan, but I
do not believe the law is broad enough
to permit this. The functions of the
Port Authority are restricted to a
freight project. Similarly, the Transit
Commission in New York is without
power to deal with the question. Its
activities, by reason of the political
division of the Metropolitan area al-
ready alluded to, are restricted to the
territory east of the Hudson. Con-
sequently all of its efforts have been
directed toward developing rapid tran-
sit facilities for New York City ex-
clusively.

A new agency must be created, but
it is believed that another interstate
authority would be a mistake at this
time. It is suggested that the best
and quickest way of dealing with the
situation is to create a New Jersey
Transit Commission with all the neces-
sary authority to study the question of
interstate transportation of passengers
and to develop the necessary plans to
effectuate such a project. Such a New
Jersey commission would undoubtedly
receive the hearty co-operation of the

Transit Commission of New York to
the end that its plans might properly
conform to the city’s new transit plan.

In any Metropolitan transportation
project, either for freight or for pas-
sengers, in the interests of economy the
existing New Jersey and New York
railroad facilities must be utilized to
the greatest extent possible consistent
with the best development of a plan.
The same railroads are involved in
either case. Therefore the freight plans
and the passenger plans must both fit
in with the existing railroad condi-
tions, and also must fit in with
each other. Consequently, when the
construction of the project is to be
begun, it will be a great advantage to
carry out the work under the same
authority. Under such circumstances,
since it 1s already vested with power to
carry forward its freight project, the
Port Authority would seem to be the
natural agency to undertake the com-
bined project.

In the interim, while the New Jersey
Transit Commission is developing the
plans, the feasibility of the suggested
method of procedure can be resolved.

Mid-Year Conference Plans

Tentative Program Includes Discussion
of Matters of Interest—Notable
Speakers for the Dinner

HE committee on subjects of the
American Electric Railway Asso-
ciation, C. D. Emmons chairman, has
announced the following tentative pro-
gram for the Mid-Year Conference at
Indianapolis on Feb. 28. The meeting
and dinner will be held at the Claypool

Hotel.

PROPOSED PROGRAM
Morning Session. 10 a.m.

1. Opening Address of Welcome by Gov-
ernor McCray, of Indiana.

2. The Co-ordination of Trackless Trans-
portation in the Future Service of the
Electric Railway Industry.

This discussion will be started by
following four speakers:
(a) “City Service and IXnglish Condi-
tions,” C. D. Emmons.

“Co-ordination of Service, the Uni-

filed System,” E. B. Whitman.

(c) “The California Situation,” Paul
Shoup.

(d) “From the Interurban Viewpoint,”
Harry Reid.

Discussion.

3. Report of special committee on co-
operation of manufacturers in the in-
terest of electric railways. presented
by E. F. Wickwire.

Discussion.
Afternoon Session, 2 p.m.

4. Address by J. W. McCardle, chairman
Public Service Commission of Indiana.

5. Drill of the Chicago Elevated Safety
Team, preceded by explanation of the
purpose of the organization, by B. I.
Buad.

6. “Unfair Taxation Burdens on the Street
Car Riders and How They May Be

the

(b)

Eliminated,” by Fielder Sanders,
Street Railway Commissioner of
Cleveland.
Discussion.

Evening Dinner, 6:30 p.m.
q. Ingogélctory address of President R. I.
(o] .

8. Address on “Public Relations,”
Samuel Insull of Chicago.

9. Address on “Private vs. Public Owner-
ship of Public Utilities,” by Carl B.
Jackson of the Wisconsin Public
Utilities Commission and president of
the National Association of Railway
and Public TUtility Commissioners.*

by

10. Address, by President Harding.

Attractive entertainment features will be
interspersed with the above.

The Special Dinner Committee,
Harry Reid, chairman, has announced
the following chairmen of its sub-com-
mittees. The Regional Representatives
of the Transportation committee were
announced in last week’s issue.

Seating Arrangements — J. .
Barnes, president Louisville Railway,
Louisville, Ky.

Entertainment — Harry Reid, presi-
dent Interstate Public Service Company,
Indianapolis. Indiana.

Ladies’ Committee—Mryrs. R. 1. Todd.

Transportation—H. J. Kenfield, presi-
dent Electric Traction, Chicago, IIl.

Publicity — Myles B. Lambert, man-
ager railway department, Westinghouse
Electric & Manufacturing Company,
East Pittsburgh, Pa.

Reception — S. W. Greenland, vice-
president Indiana Service Corporation,
Ft. Wayne, Ind.

Christmas Cards to Committee
Members

RESIDENT L. H. PALMER of the

Transportation & Traffic Association
sent during the past week to each com-
mittee member of that association a
card bearing the following sentiment:
“The momentous conference in our
capital is striving to make real for all
the world the peace of Christmas. So
this year it is peculiarly fitting that
the president and the executive com-
mittee of the Transportation & Traffic
Association send you, with their hearty
Christmas and New Year’s greetings,
the earnest hope that you will do your
part in the work of our committees.
Thus will you help our industry to be
a factor in the return to normal busi-
ness relations to a world at peace.”
The -eard, so far as its mechanical fea-
tures are concerned, was got up by the
Collier Company. .

* Mr. Jackson has been invited, but his
acceptance has not yet been received.

-
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California Commission
Reports

San Francisco and Los Angeles Valua-
tions Among' Qutstanding Features
of Work of That Body

The peak in public utility rates has
definitely passed and a substantial de-
cline has set in, the State Railroad
Commission of California announced on
Dec. 12 in giving out a letter to Gov.
William D. Stephens, transmitting its
annual report for the year ended June
30, 1921. It pointed out that in the
year covered in the report material re-
ductions were made in gas and electric
rates, and the commission adds that
there is every reason to hope that the
trend of prices toward normal will make
further reductions possible.

The commission declares that the ad-
vance in utility rates during the war
and the reconstruction period was rela-
tively small as compared with soaring
commodity prices, and in this connection
says the contrast between regulated
and unregulated business is-illuminat-
ing and ‘‘of itself would be sufficient
justification, if justification were any
longer needed, for the enlightened
policy of state regulation.” It is shown
that if public utility rates had been ad-
vanced equally with commodity prices,
the people of the state last year alone
would have paid in the neighborhood
of $100,000,000 more than they did to
the public utilities.

REGULATION NoT A HINDRANCE

In discussing rate reductions and
rate investigations under way, the com-
mission informs the Governor that a
basis for rate adjustments will soon be
established for all the large power com-
panies of the State. This will mark
another definite advance in the pro-
gram of effective regulation, the letter
says.

The assertion that regulation tends
to hamper industry is declared by the
commission to be a fallacy, and it points
out that the public utilities under regu-
lation are keeping pace with the rapid
growth of the State. This is especially
true in the development by the power

companies of the hydro-electric re-
sources of California’s mountain
streams.

The letter reviews the legislative in-
vestigation of the commission, declaring
that the Inman committee performed
a valuable public service in cor-
recting certain popular misapprehen-
sions as to the procedure and rulings
of the commission. The two most wide-
spread errors, the commission declares,
were that it allowed returns on capi-
talization and that it was restricted in
its investigations by rigid court rules.
On the contrary, it is shown, the powers
conferred on the commission give it a
large latitude of initiative and inde-
pendent research.

The letter reviews in detail the work
of the commission, which has doubled
in the past two years, and discusses also
the financial status of the utilities.

In addition to the work in connection
with other departments, the engineer-
ing department of the commission com-

pleted two notable valuations—those of
the United Railroads, San Francisco,
and of the Pacific Electrie, Los An-
geles. The valuation of the United
Railroads was made in connection with
the application of the utility for ap-
proval of its reorganization plan. The
reproduction cost new, less depreciation
of the system was placed at $41,000,-
000. In this connection it may be
stated that the inventory prepared by
the engineering department was used
as a basis in the subsequent valuation
made by the city of San Francisco and,
an engineer from the commission as-
sisted by the City Engineer’s office in
the work. The results obtained closely
approximated each other.

The valuation of the Pacific Electric
Railway was the most extensive piece
of work of its kind ever undertaken by
the engineering department. Begun in
June, 1919, it was completed near the
close of the present year. Findings
were made of the historical reproduc-
tion cost new and the reproduction cost
new. With a condition per cent deter-
mined the cost less depreciation was
arrived at for each valuation. The his-
torical reproduction cost was found to
be $71,194,759, and less depreciation
$56,372,096.

Complementary to the valuation re-
port an exhaustive survey was made
of the service conditions obtaining on
the system, including an analysis line
by line of the entire system, with a dis-
cussion of revenues, expenses and op-
erating schedules. Containing many
suggestions designed to overcome pres-
ent financial difficulties, the report also
looked to the future and proposed
means of meeting in permanent fash-
ion growing problems of traffic conges-
tion. In this connection the recommen-
dations made in the terminals cases
were repeated and emphasized. Made
a part of the survey was a special
study of automobile transportation and
the suggestion offered that the choice
between trolley and motor transporta-
tion facilities must ultimately be made
by the people and the communities af-
fected.

Other service reports, including valu-
ations, were made on the Sacramento,
1;_he San José and the Peninsular electric
ines.

W. C. K. Alumni Association
Formed

One hundred and forty former em-
ployees of Westinghouse, Church, Kerr
& Company met on Nov. 30 and or-
ganized the “W. C. K. Alumni Asso-
ciation.” The object of the associa-
tion is the maintenance of the friend-
ships formed by the members dur-
ine many years of service with
Westinghouse, Church, Kerr & Com-
pany. The periods of this service
run anvwhere from three years to
twenty-five years, three years being the
minimum requirement for membership.

The secretary, A. H. Tummel, 131
Warwick Street, Brooklyn, N. Y., will
be glad to hear from any former em-
ployees who are desirous of joining
the association.

Bus Regulatory Ordinance
Passed

City and Railway at Des Moines Start
to Put Into Effect Provisions of
New Franchise Grant

The City Council of Des Moines, Ia.,
during the week ended Dec. 24 sounded
what is thought will be the death knell
of the buses when an ordinance was
passed setting out the routes which
buses must use if they are to continue
to operate. The ordinance practically
eliminates buses from streets where
electric railways operate and to a very
large extent from the loop district of
the business section.

BUSES MUST RESPECT ORDINANCE

Bus men who appeared before the City
Council protested that bus provisions
were not regulatory but meant complete
elimination. Arguments against the
routes were made by Charles W. Lyon,
attorney for the bus men, and B. Frank
Prunty, a suburban bankeri who has be-
come financially interested in one of the
larger bus companies. The City Council
refused to rescind its action and the
bus men are now holding almost daily
conferences to determine whether or not
they will attempt court procedure to
protect their rights. |

One of the provisions of the routing
against which the bus operators make
their chief complaints is Forcing them
off the Seventh Street viaduct for the
Ft. Des Moines and Sevastapol lines.
This was one of the conditions sought
by the Des Moines City Railway and
the business men’s committee which
advised the City Council. F. C. Cham-
bers, general manager of the Des
Moines City Railway, agreed to sta-
tion a flagman at the railroad cross-
ings which the bus men will be forced
to use in the event that they cannot
run over the viaduct.

Although the new ordinance has been
published and is, therefore, nominally
in effect no actual effort has been made
yet by the city to force the buses from
the routes they have been using, but
action looking toward this end is ex-
pected within the next few days. )

As a matter of fact the City Council
delayed for more than a week passing
the ordinance on the basis of the agree-
ment which it made some time ago that
the buses would be regulated as soon
as the Des Moines city railway had
placed thirty additional cars in service.
For nearly ten days the railway has
been operating ninety-two cars, which
is more than the number specified by
the Council.

APPEAL To BE HEARD JAN. 13

The Iowa Supreme Court has set
Jan. 13 as the date for hearing the
appeal made by the city on the decision
of Judge Hume of the Polk County
District Court, which granted the North
Des Moines Improvement League’s
petition for a temporary injunction re-
straining the franchise election. It is
now thought that the Supreme Court
will handle the appeal before Judge
Hume rules on making the injunction
permanent,
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Service-at-Cost Idea Sound"

Cleveland’s Street Railway Commissioner Reviews His Six Years in Office—
Says Franchise Has Proved Elastic Enough to Work
Under All Conditions

Fielder Sanders, street railway commissioner of Cleveland, Ohio, has re-
ported to the City Council an account of the accomplishments under service-at-

cost in that city. The report is dated Dec. 14.
during which Mr. Sanders has held office.

It covers the entire six years
The document is especially significant

because of the great interest in the service-at-cost plan in Cleveland, because of
the historical facts enumerated by Mr. Sanders, because of the recommendation
that the Cleveland Railway use buses and because of Mr. Sanders’ advice that
the company attempt to collect back income taxes which it has paid.

CCORDING to Mr. Sanders the

real outstanding development of
the last six years is the complete
demonstration of the soundness of the
underlying principles of the Tayler
grant. He says that the franchise has
proved elastic enough to work under
all sorts of conditions, has kept the
railway and its administration out of
political campaigns, has carried the
company successfully through unusual
adversities and has also protected the
public. Credit is given by Mr. Sanders
in these words:

Your honorable body is entitled to much
credit for the manner in which emergencies
have been met and for the readiness with
which you have raised the rate of fare and
granted the company relief when necessary.
The public of Cleveland is entitled to much
credit. The car riders have demonstrated
their confidence in the Tayler grant by
their continual co-operation by riding, by
paying increased rates without objection

and by their steady support of the company
and the city.

REMARKABLE CHANGES SINCE 1916

Mr. Sanders says that the years since
1916 have been marked by striking
events and remarkable changes. Dur-
ing that time the city of Cleveland has
increased in population from 700,000 to
850,000 and the Cleveland Railway
system has increased from 288.6 miles
of single track to 3038.6 miles. More
than 102 miles of track have been re-
moved, 281 new passenger cars have
been added and 167 old ones retired,
a net increase of 114 cars. The gross
income of the company has been
$83,435,960. It has spent for mainte-
nance, depreciation and removal of
track and equipments $17,330,378. In
the six years property to the value of
$3,839,924 has been retired on account
of obsolescence, the reproduction value
thereof paid for out of the earnings and
the proceeds thereof wused for the
acquisition of new property.

Particular attention is called by Mr.
Sanders to the fact that the operating
allowance of the Cleveland Railway
has been increased from 12.6 cents to
26 cents per car-mile; the maintenance
depreciation and renewal allowance
from an average of 4.9 cents to 12
cents per car-mile. Notation is also
made of the fact that the motormen
and conductors’ wages have been in-
creased from 29 cents an hour during
the first year and 32 cents an hour
thereafter, to the present rate of 55
cents an hour for the first three months,
B8 cents the next nine months and 60
cents an hour thereafter, reaching the
highest point of 70 cents, 73 cents and
756 cents an hour in the period between
May 1, 1920, and May 1, 1921. In
addition extra compensation for unusual
working conditions, and a six-hour
minimum day have been put into effect.
The rate of fare has increased from
5 cents with a 1-cent charge for

transfer to the present maximum rate
of the franchise, 6 cents cash fare,
nine tickets for 50 cents with 1 cent
for transfer, or from an average fare
of 8.417 cents in 1916 to 6.03 cents in
October, 1921.

POWER CONTRACT FORTUNATE

Mr. Sanders next reviews the trying
conditions imposed on the railway of
war-time operation and changed eco-
nomic conditions and says:

The Cleveland Railway, due to its care-
ful management, to the co-operation of
the city, the confidence of the people, and
the peculiar provisions of its franchise has
been enabled to operate successfully, render
adequate service to the public at as low a
rate of fare as there is in the United States
and maintain its property in such shape as
to place it now in a position to continue
its public duty successfully and this not-
withstanding that the period of high prices,
inflated values and heavy traffic during the
war has been followed in the year 1921
by a depression and falling off of traffic
such as to cause the gravest apprehension.

According to Mr. Sanders the rail-
way was particularly fortunate in con-
tracting with the Cleveland Electric
Illuminating Company for power, in
furtherance of which plan the largest
single piece of property of the com-
pany, the Cedar Avenue generating
station, producing power at an excessive
cost, of the value of $1,265,585 was
scrapped and written out of the capital
account. Mr. Sanders estimates the
total savings of the power scheme as
now in force as compared with the old
one in 1916, have been more than
$2,000,000 in the last four years in the
price of power alone, disregarding alto-
gether the saving in copper cables, the
gain in the transmission of power
short distances and the increased

operating efficiency of the cars through
high voltage.

MobpIFIED ZONE SYSTEM IN USE

Of the modified zone system put into
effect in the downtown district, July
10, 1921, lasting fifty days, with a
3-cent cash fare, two tickets for 5
cents, Mr. Sanders says that when the
experiment was made traffic was fall-
ing off decisively; there was no
pleasure riding of any kind and eco-
nomic conditions were such that the
unnecessary spending even 3 cents was
a matter of considerable importance to
a great number of the car riders. He
suggests that this matter be carefully
studied with a view to further trial
under more favorable conditions.

The tremendous growth in the
number of automobiles and other causes
have increased the amount of money
paid out as expense of operation in
payment of personal injury claims and
property damaged from $575,795 in
1915 to $1,320,179 in 1920 and $1,050,-
155 for the first ten months of 1921.
On Sept. 6, 1918, the commissioner

wrote the railway .suggesting that it
establish as a part of its organization
a department with its necessary per-
sonnel to have sole charge of the task
of preventing accidents. In response
to that letter, the railway first, through
its operating department, tightened up
its discipline with the idea of making
the men more careful. This not prov-
ing as successful as anticipated, the
railway then installed a complete and
scientific school for its new motormen
and conductors in which the men were
given a long course: of training, not
only in the operation of cars but in the
prevention of accidents before being
sent out on the road. Finally, in addi-
tion to these methods, the company has
now established, by way of an experi-
ment, a special department with a
separate department head who is
charged with the duty of doing all that
is humanly possible to prevent acci-
dents of all kinds on the system. As
a result of the co-operation of all the
interests concerned this department is
working out with a very great degree
of success.

On the matter of tax recovery Mr.
Sanders says:

The expense by way of taxation has been
assessed against and paid by the Cleveland
Railway in the last few years, which in
my judgment is wholly unjust. This is
the matter of the federal income tax. The
United States Government for some years
past, has collected an income tax of 10 per
2ent on net earnings of corporations. Ap-
plying this income tax law to the Cleveland
Railway, the return of whose stockholders
is limited, exacfly as to a corporation with
unlimited returns, the federal government
has collected from the Cleveland Railway
the sums of $344,337 for 1918 tax, $392,038
for 1919 tax, $74,000 for 1920 tax and
$255,400 for 1921 tax. These sums have
actually been paid by the car riders out of
their own money. That part of this money
upon which this tax has been levied, which
is in excess of the amount required for the
return to the stockholders, has been in no
sense an earning of the corporation. It
cannot keep it for itself or for its stock-
holders. Under the ordinance, it gets this
money only as a trustee for the car riders.

As the money accumulates it is the com-
pany’s obligation to hand it back to the
car riders, either in reduction of fares or
in increased service, The underlying idea
of the grant is service-at-cost. If service-
at-cost could be exactly, mathematically
carried out, so that the car rider pays the
exact cost of his ride on the day that he
rides, this tax could not be assessed because
there would be no surplus accumulated.
The fact that this is impossible, since there
must be from time to time a surplus in
the interest fund so as to regulate the fare
over periods of time, is seemingly no reason
why the patron, the ecar rider, should be
fined 10 per cent of his own money, trusteed
to the company for his benefit, under a law
which is intended to tax only the income
to the owners of the property.

As a result of his study of this
matter Mr. Sanders has recommended
to the Council that every effort should
be made to present this situation to
the federal authorities on behalf of the
city of Cleveland and its car riders to
secure relief for the future and if
possible a refunding of the sum paid
in the past.

The opinion of Mr. Sanders is that
the size of the city necessitates an im-
mediate attempt to supplant or supple-
ment the surface cars by some faster
form of transportation. He says:

Even if confined to transportation on the
ground, it is a fact that many people prefer
automobile or bus facilities to street cars.
Other cities, notably New York, Detroit
and Baltimore are recognizing that fact at
the present time. I am wholly of the
opinion that when these new forms of
transportation, bus, subway, elevated or
otherwise, are added that they should be
operated by the Cleveland Railway or its
succéssors, under the same close city con-
trol as at present, so that the car riders
may have a uniform transportation system,
which we can watch. I believe that within
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the very near future, the Cleveland Rail-
way, wWhenever it can increase its capital
stock, should recognize the preference of
the people and should establish at least
bus line transportation itself at such rates
as Council may permit.

In carrying out the city control of
the railroad service and of its expendi-
ture under direction of the Council
Mr. Sanders expended the following
amounts: -

Amount allowed

(1% of operating
Amount allowance, exclud-

Year Expended ing extensions) Surplus
1916 .$27,770 $44,927 $17,148
1917 . 30,181 51,94 21,761
1918 34,595 64,302 29,707
Hi91iY 48,045 76,770 34,725
1920 53,254 103,398 50,143
1921 55,110 95,868 40,757

" Mr. Sanders deplores the fact that
the very difficult task of securing new
money so as to enable the company to
carry out its public duty remains un-
solved. He regards this as the first
of the two great problems notv yet
settled, despite the efforts of the ad-
ministration to accomplish this settle-
ment. The second of these he sees as
the great need for rapid transit. For
this reason, beginning January, 1917,
and continuing until the present time,
Mr. Sanders has spent a great part
of his time outside of the routine duties
in an attempt to secure rapid transit.
He says:

A Rapid Transit Commission, of which I

was a member, aided by expert advice of
outside engineers, and the faithful work of
the assistants in this office, developed a
scheme of downtown terminal subways and
recommended to the Council and to the
people their building, at an expense of $15,-
000,000, by the city but to be operated by
the Cleveland Railway. The results of
three years’ study, submitted to the voters
of Cleveland in April, 1920, were not ap-
proved ; whether because of the financial
situation or otherwise, is not important to
discuss at this time. They would have re-
lieved the paralysis now increasingly ap-
parent in the operation of surface cars
through the congested district.
_ Efforts were continued, notwithstand-
ing, to improve the existing facilities.
Several lines were rerouted and more
cars turned away from the congested
district by new loops. A proposition
was also presented to the Council to
cut some of the long lines, but after
much discussion by the Council, it was
agreed that the action was too radical,
although it promised advantages.

.In conclusion Mr. Sanders says that
with better industrial conditions now
appearing probable for the immediate
future Council should take up these
two great problems—enable the railway
to finance—enable it to expand and
give the people the rapid transit so
essential to Cleveland.

New Wage Scale in Effect in
Fresno

A new pay schedule for trainmen of
the Fresno (Cal.) Traction Company
went into effect on Dec. 1.

Following are the new and old rates
of pay in cents an hour:

Old Rate New Rate
First year 51 47
Second year 52 48
Third year 53 49
Fourth year 53 plus 51

$5 per month—bonus

In addition to the above rates, the annual
twelve days vacation with full pay, which
is equivalent to approximately 2 cents an
hour, will be continued.

Four cents an hour in addition to the
above scale allowed for one-man car
operators.

The bonus payments will be discontinued.

Establishes Pension System

Eastern Massachusetts Street Railway
Will Provide for Employees Serving
Twenty Years or More

By the unanimous vote of its board
of public trustees the Eastern Massa-
chusetts Street Railway, Boston, Mass.,
has adopted a system of pension for its
employees, to go into operation on Jan.
1, 1922, under which employees who
already have reached the age of seventy
years will be retired on that date. The
employees will not be required to con-
tribute toward the plan. The terms of
the plan, as announced by the trustees,
are as follows:

Eligibility for a pension will be deter-
mined by the age of each employee and the
years of continuous service with this com-
pany or any of its predecessors.

Employees who have been in the service
of the company twenty-five years or more
who have reached the age of seventy will
be retired on Jan. 1, 1922, and become
entitled to a pension.

In order to take care of special cases, the
pension board may, in its discretion, retire
with pension any employee sixty-five or
more years old who has been in the service
of the company twenty years.

No provision has been made for disability
pension, but the public trustees recognize
that particular instances may arise meriting
consideration and action.

Payments will be based upon the follow-
ing schedule:

For twenty years .of service,
month or $420 a year.

For each additional year there will be
added $1 a month or $12 a year, so that
the pension will be, for example:

$35 per

Month Year
25 years continuous service, $40 $480
30 years continuous service. $45 $540
35 years continuous service. $50 $600
40 years continuous service. $55 $660
45 years continuous service. $60 $720
50 years continuous service. $65 $780

The pension board, appointed by the
rublic trustees, is composed of three
trainmen of the company, one general
foreman, one track foreman, one pub-
lic trustee, and R. B. Stearns, vice-
president and general manager of the
company.

$89,825 in Bonus Money
Awarded

Christmas bonus amounting to $89,-
825 was paid by the Los Angeles (Cal.)
Railway to 1977 trainmen on Dec. 15.
The payment was made under the
merit and bonus system operated by
railway since April 1, 1920. The full
bonus is $60 on a basis of $5 a month.
Records are kept from Dec. 1 so that
ratings may be checked up and bonus
awarded just before Christmas.

Special prizes were awarded seventy-
seven trainmen. The extra awards
ranged downward from double bonus
and were awarded the seven most effi-
cient conductors and motormen at each
of the company’s five divisions. From
the list of 105 safety car operators, the
seven most efficient men were selected
and received similar awards. In select-
ing the men for the special efficiency
awards the company took into con-
sideration not only the actual percent-
age ratings but such points as personal
appearance, promptness in reporting for
duty and making written reports where
necessary, uniform safety and courtesy
records and willingness to help new
men.

When a trainman has been in service

six months he is entitled to participate -

in the merit and bonus system. His
record starts with 100 per cent and he
is then subject to credits or demerits,
five points counting as 1 per cent.

Credits are given for acts of special
efficiency outside the usual line of duty.
Ten credits are given for a clear
courtesy record for a month and a like
award is made for a clear safety record.
Acts noted by supervisors, officials of
the company, by passengers who com-
municate with the main offices or by
trainmen themselves bring credits,

Demerits are given for such causes
as failure to make relief, dangerous
operation, discourtesy, inaccurate re-
ports, untidy appearance, etc. If a man
brings his efficiency rating below 75
per cent he is discharged automatically.

The railway considers that the bonus
awards are not mere Christmas pres-
ents, but represent payment for spe-
cially efficient service rendered the
company and the public.

Sault Ste. Marie Differences
Adjusted

The department of Labor of Ottawa,
Can., has received the unanimous re-
port of the Board of Conciliation, which
has adjusted differences between the
International ‘Transit Company, Sault
Ste. Marie, Ont., and some of its em-
ployees.

The document recommends the recog-
nition of the union, a nine-hour day
and a wage award of 40 cents an hour,
increasing at the rate of 1 cent an hour
each six months with 45 cents after
two years’ service.

Ten Per Cent Wage Cut on Boston
& Worcester Property

The board of arbitration recently
reduced the wages of the employegs
of the Boston & Worcester Street Rail-
way, Boston, Mass., 10 per cent, the
reduction being retroactive to Sept. 1.
The maximum rate for the blue uni-
form men was 60 cents an hour, and
therefore the maximum rate for these
men is now 54 cents. All other sched-
ules of wages were reduced 10 per
cent. The old and new rates of pay
in cents per hour for the blue uniform
men are as follows:

: 0ld Schedule New Scale
For first three months..50% 45%
For next nine months. .52 47
After first year. .. ... ... 60 54
The award recognizes that the com-
pany is entitled to a further reduction
next year, if the cost of living is not
increased. The company did not ask
for a cut of 10 cents an hour. It of-
fered to pay 53 cents for the maximum
blue uniform wage without arbitration.

Jamestown Wages Cut Nine Cents

The Jamestown (N.Y.) Street Rail-
way, on Nov. 16, put into effect an
approximate 9-cent reduction in the
wages of conductors and motormen. The
former and present wage scales in cents
per hour are as follows:

New Old
Seale Seale
First six months........ 36 45
Second six months...... 38 47
Second year............ 39 49
Third Year. - voesven s - 41 Two years
Five years and above.... 43 and above 50

Employees of the Chautauqua Trac-
tion Company and the Jamestown West-
field & Northwestern Railway are
included in the 9-cent wage cut. An-
nouncement of the reduction was made
by A. N. Broadhead, president of the
three lines.
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New York Commission Pre-
‘pares for Valuations

Bus Accident Data, Power Costs, Queens
County Lines and Municipal Opera-
tion in the Grist Last Week

Late during the week ended Dec. 24
the New York Transit Commission ad-
journed its hearings until after the first
of the year, when the chairman an-
nounced that valuations would be taken
up. A portion of the testimony on
Dec. 20 and that on Dec. 21 was pre-
sented too late to be reported in last
week’s issue of this paper. The greater
part of the late testimony on Dec. 20
related to statistics of bus accidents in
New York and repair maintenance by
the New York & Queens County Rail-
way.

COUNSEL SHEARN GIVES SOME FIGURES
ON JITNEY BUS ACCIDENTS

Following the presentation of the
proposed rerouting plan of Daniel L.
Turner, Counsel Shearn said that he
thought it would be desirable to gather
evidence on the number of accidents
which the jitney buses in New York had
had since they had been placed in
operation in November, 1919. The work
of gathering these data has been diffi-
cult, he said, because it has been the
policy of the Police Department, act-
ing under orders, to refuse all access to
the police blotter records which set
forth the troubles of the jitney buses.
Mr. Shearn said he had done as well as
he could, however, by having recourse
to newspaper reports of accidents and
reports turned in by the surface lines
of collisions with buses, etc. He then
first submitted what he called “an in-
complete and imperfect” record of jitney
bus accidents in Manhattan from Sept.
23, 1919, to June 26, 1920, made up
from records of collisions between
buses and cars of the New York Rail-
ways Company. These records showed
148 accidents, with personal injuries in
thirty-four and in all but one some
property damage. In addition he pre-
sented a tabulation made up from notes
published in the Brooklyn Daily Eagle,
from_NoV. 7, 1919, to Sept. 7, 1921,
showing a total of eight persons killed
and 298 injured in accidents to jitney
buses. He suggested that it would be
well for the commission to summon
the owmners or operators of these bus
lm_es and ascertain whether they have
paid anything to the injured persons,
what they have done in the way of
upkeep of their cars and similar data.

The Fifth Avenue Coach Company
then submitted statistics of its acei-
dents. These figures showed that dur-
ng the period from Jan. 1, 1919, to Deec.
18, 1921, there had been no one killed,
SIX persons were injured seriously and
1_:h11_'teen persons suffered minor in-
juries. From 1907 to date, or during
fourteen years, the company has
operated 64,000,000 miles and has had
only two turnovers.

_Reuben E. Fielder, mechanical en-
gineer of the Fifth Avenue Coach Com-
pany, was then questioned about the
design of the Fifth Avenue buses. This
testimony was introduced because of an
alleged statement by the Mayor that
the Fifth Avenue buses were unsafe.
Mr. Fielder testified that in the model
L bus the center of gravity, when the
bus is fully loaded, is about 52 in. above
the ground. In the model A, which is
an earlier design, the distance is 73 in.
The greater part of the equipment now

is model A, but model L buses are being
put on. When asked about a bus
operated by a different company in
another part of the city he said he
thought this bus had a center of gravity
about 100 in. above the ground.
Charles E. Chalmers, receiver of the
Second Avenue Railroad, was then re-
called to give information in regard to
the charges for power paid by that

company to the Interborough Rapid -

Transit Company and New York Rail-
ways. It developed that when the
Second Avenue Company was part of
the Metropolitan Street Railway system
it had contributed $750,000 to the con-
struction of the power station of that
company at Ninety-sixth Street, with
the understanding that thereafter it was
to get power at cost, but when the
Metropolitan system broke up the
property was foreclosed and the plant
shut down, hence this investment was
lost. Mr. Chalmers testified that he
was now purchasing power from the
Interborough Rapid Transit Company
through the New York Railways and is
now paying 2.6045 cents per kilowatt-
hour for it. The Interborough charged
the New York Railways 1.7012 cents
per kilowatt-hour for direct current,
claiming there was a 10 per cent profit
only in that charge. The witness esti-
mated that the profit of the New York
Railways in the sale of power was 53.1
per cent at this price. A memorandum
dated Jan. 14, 1920, giving the basis of
charges for power at that time was
submitted in evidence as follows:

Basis of charges per kilowatt-hour to
Second Avenue:

Cents  Cents
To cost. per kilowatt-hour fron
I.R.T.to New York Rys....... JERIE107
To Transmission Charges
Tolosses .. S o 2 e e 0.0205 ......
Operation and maintenance. ... ... 0.019 S
Fixed charges. .. ....... .. .. 0.2130 0.2532
To Ccnversion Charges
Losses < v e . 01110 .
Operation and maintenance. . 0.1110 e
Fixed charges.. .. ....... 0.3290 0.5510
1.9239
To profit at 18.7percent . ... ... ........ 0.3601
2.284

Statistics of the New York & Queens
County Railway, New York & Long
Island Traction Company and Long
Island Electric Railway were then pre-
sented, showing poor physical condi-
tion of the car equipment. It was
stated that some of the cars on the
New York & Queens County Railway
had operated over 150,000 miles without
overhauling and only eleven cars had
been overhauled since January, 1921.

DRr. WiLcox PRESENTS His VIEwS

At the proceedings on Wednesday,
Dec. 21, at which volunteers were to be
heard, the principal witness was Dr.
Delos F. Wilcox, who criticised various
provisions in the plan of the commission
and argued in favor of municipal own-
ership. He claimed that service at cost
as tried in Cleveland, Montreal, Boston
and Cincinnati had been unsatisfactory,
and he thought that “the power of the
‘traction trust,” so called, in past years
has been in some ways moderate in
comparison with the power that will be
exercised by the gigantic operating
monopoly which the commission sets
up as the goal of its endeavors.”

Other witnesses who testified on Dec.
21 were President George B. Cromwell
of the Borough of Richmond; Frederick
Van Z. Lane and Robart W. Higbie.

/ —
Railway Will Be Exempt
from 1922 Tax

To relieve the public from the neces-
sity of paying a higher rate of fare
for the first six months of 1922, the
city of Cincinnati (Ohio) has approved
a plan of William Jerome Kuertz,
Director of Street Railways, whereby
the Cincinnati Traction Company will
not pay its annual tax to the city of
$350,000 for 1922. With the recom-
mendation of Mr. Kuertz and the in-
dorsement of the city’s executives, it
is said the adoption of the plan by the
City Council is assured.

While the plan takes away from the
city $350,000 at a time when the city
government is in serious financial con-
dition, without a definite plan to raise
the $800,000 needed to complete its
appropriations in full, it is justified by
Mr. Kuertz and the city administration
on the following grounds:

1. That under the provisions of the
“service at cost” franchise, an annual tax
of $350,000 is made payable to the city only
when the revenues of the traction company
are sufficient to pay the operating expenses
and such other items as are made a prior
charge upon the gross receipts.

2. That other large cities of Ohio do not
charge their street railway companies such
a tax, and

3. That if the tax was charged for 1922
it would necessitate an increase in_fare,
which Mayor John Galvin and Mr. Kuertz
believe would be incompatible with the
present tendency toward lower prices every-
where manifested.

In regard to the street railway situa-
tion here, Mr. Kuertz said that there

were but two courses open to the city:

1. It may pass an ordinance similar to
the one passed last June with reference
to the ecity’s tax for the year 1920 and
1921, providing that the failure of the
present rate of far to produce revenue suffi-
cient to pay the city’s tax for -the year 1922
shall not operate to increase the rate of
fare now in effect, or X

2. Allow the provisions of the revision
ordinance to operate, wwhich will auto-
matically cause fares to be increased.

The advantages and disadvantages of
the two courses were explained by Mr.
Kuertz in a-report to Mayor Galvin.

City Names Expert to Examine
Transit Plan

Corporation Counsel John P. O’Brien
of New York City has appointed Wil-
liam A. DeFord a special assistant to
analyze for the city the plan of the
Transit Commission for the consolida-
tion of all the traction lines and their
transfer to municipal control. Mr.
O’Brien stated that the appointment in
no way affected “the soundness of the
contention by the city” that the act
creating the commission and vesting it
with its powers was unconstitutional,

Mr. O’Brien said:

I have retained Willlam A. DeFord as
my special assistant to make a compre-
hensive survey of the plan of readjustment
which you may finally adopt, to analyze
carefully the contracts and sther means
which it proposes to employ for the ex-
ecution of that plan, and to accumulate
such information as I deem essential to
enable the city authorities to consider it
intelligently. . J

The Transit Commission will greatly
facilitate the making of the proposed sur-
vey, and will expedite the formulation of
the views of the city authorities with
respect to the plan, if it will grant Mr.
DeFord access to all information and data
in its possession, inclusive of the reports
of its engineers, appraisers and account-
ants, which he may deem of value to his
inquiry. ¢ ) g

I deem it my duty (while having the
fullest confidence in the soundness of the
contention that the act is unconstitutional)
to take such steps as will enable the ecity
authorities, in any eventuality whatsoever,
to safeguard the city's interests.
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Proposed Electric Line in Upper
New York Under Consideration

Plans are under way for the con-
struction of an electric railway from
Buffalo to Wellsville, N. Y., over the
abandoned roadbed of the Buffalo &
Wellsville line owned by C. A. Finne-
gan, Buffalo. Representatives of the
cities and villages along the line have
held several conferences with Mr.
Finnegan and a group of Buffalo
bankers over ways and means of
financing the proposed electric freight
and passenger line. It is proposed to
finance the road with a bond issue of
about $1,000,000.

The proposed .line would cost close
to $1,100,000, according to estimates
given by electric railway interests. The

estimates for various . equipment are:
rails, $250,000; ties, $125,000; laying
track, $80,000; bridges, $150,000;
booster stations,

ten

$60,000; poles and

to be that many people objected to
any railway on the street, and also
that the owners objected to the paving
clause. In answering the attack on
the paving clause, R. F. Carley, man-
ager of the traction company, called
attention to the recent decision of the
Public Utilities Commission in the
Chicago street railway case, in which
the principle was laid down that the
city.of Chicago must hereafter pay for
paving to be done between the rails.
He stated that the Galesburg com-
pany was asking nothing that would
not soon be general practice in this
respect.

Cable Car Runs Wild

Fillmore Street in San Francisco,
Cal., has a combination cable and elec-
tric line, one of the very few in the
country. The line is a very short one
and for a distance of two blocks the
grades are as high as 24 per cent and

©lnternational Film Service

PoLE HALTS RUNAWAY CAR

wires, $200,000; equipment,
and incidentals, $60,000.

It has been suggested that arrange-
ments could be made to enter Buffalo
over the tracks of the Buffalo & Lake
Erie Traction Company, connecting near
Hamburg. Among the larger com-
munities along the proposed line are
Wellsville, Belmont, Centerville, Arcade
and Springville. The Buffalo & Wells-
ville line was abandoned during the
war and Mr. Finnegan sold all the
equipment to the French government.

The new company will probably be
known as the Buffalo, Arcade & Wells-
ville Electric Traction Company. The
promoters are represented by J. S.
.II\oncYe, 75 West Huron Street, Buffalo,

$125,000,

Galesburg Company Asks
for Franchise

The Galesburg Railway, Lighting &
Power Company has asked for a new
franchise in Galesburg, Ill., and accom-
panied the ordinance which it presented
to the Council with frontage petitions
gigned by a majority of property own-
ers on all streets except West Main
Street.

The difficulty in securing a majority
of West Main Street signers was said

25.4 per cent, respectively. Two cars
are operated on the line, connected by
an underground cable, so that one bal-
ances the other. The excess power re-
quired for operation is furnished by
electric motors on the cars so that the
system is a combined cable and electric
system.

On Nov. 16 the cable on this line
broke when one of the cars was near
the top of the hill and it sped furiously
down, finally leaving the track and
splinterinng an overhead pole. Six per-
sons were injured.

Estimate Moving Platform Cost

The provosed river to river moving
platform, intended to care for cross-
town traffic in New York city, would
carry approximately 32,000 persons an
hour, which would equal the capacity
of seventy-two ten-car subway trains.
Daniel L. Turner, chief consulting en-
gineer of the Transit Commission, pre-
sented these statistics to municipal en-
gineers recently. Estimates place the
cost of construction at $7,500,000 and
cost of equipment for operation at
$3,000,000. The operating cost on the
basis of 15,000,000 passengers a year
would be $500,000, with an additional
$25,000 for each extra million.

New York Denied Municipal
Trolley Line

The right to operate a municipal
trolley line as a shuttle over the Wil-
liamsburg Bridge without first obtaining
a certificate of convenience was denied
New York City in a decision of the Ap-
pellate Division of the Supreme Court,
Second Department, which reverses the
order of the lower court of last July.
That order allowed the city to operate
local service over the bridge in compe-
tition with the lines of the Brooklyn
Rapid Transit Company.

The matter of municipal operation of
a trolley line across the bridge has been
hanging fire for several months. Grover
Whalen, Commissioner of Plant and
Structures for the city, early in the
spring announced that service would be
started on March 1. He assembled ma-
terials for a carhouse to be built in
Brooklyn and for the tracks connecting
it with the bridge tracks. These would
cross the tracks of the Brooklyn Rapid
Transit, and that company immediately
got out an injunction against the city,
making the points that the proposed
crossing would become a source of dan-
ger; that the city had no constitutional
right to run cars over the bridge, and
that the city had no certificate of con-
venience.

At the same time the injunction was
sought the city asked that a board of
three commissioners be appointed to
condemn the transit company’s right-
of-way and chose the point of crossing
for the tracks. Both motions were
granted, but the commission appoint-
ment was delayed for so long that op-
eration of the municipal line had to be
postponed beyond April 1.

The Brooklyn Rapid Transit Com-
pany, which had announced that it
would discontinue its through service
over the bridge on that date, continued
its lines when the municipal service was
delayed. The threatened abolition of
the Rapid Transit Company’s service
would have thrown a great burden upon
the local bridge line, but Commissioner
Whalen promised that the city would
meet the situation.

It was estimated that the municipal
shuttle service over the bridge would
have been given to the public for 1
cent a ride.

Through Electric Interurban
Proposed

Negotiations are under way for
financing the construction of a bridge
across the International River connect-
ing Buffalo, N. Y., with Bridgeburg,
Ont. Private interests in the United
States and Canada are organizing a
syndicate to apply to the federal gov-
ernment in Washington and the Do-
minion authorities at Ottawa for per-
mission to bridge the river at this
point.

It is proposed to have the Canadian
hydro-radials in the Niagara frontier
district enter Buffalo via the proposed
structure. This would give a through
electric interurban line connecting
Buffalo with Toronto, Ont., by way of
Welland, St. Catharines and Hamilton.
This line also would conneet with the
proposed Canadian lake shore line to
Port Colborne, which has been under
consideration for several years. Towns
along the proposed raight-of-way al-
ready have given authority to con-
struct the line, which would serve the
north shore summer colony.
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Improvement Program
Being Arranged

Work has been started on the sched-
ule of improvements laid out recently
for the Dallas (Tex.) Railway. This
is in accordance with the agreement
between officials of the Dallas Railway
and the Supervisor of Public Utilities,
John W. Everman, that as soon as the
company elected a president to succeed
the late Col. J. F. Strickland both the
city and the officials of the company
would prepare a program of improve-
ments and betterments covering the
next few years.

Although the complete programs
have not been announced, Mr. Everman
says he will provide for the building of
the Lindsley Avenue extension to
Mount Auburn, as well as some addi-
tions to the Terrell interurban line
over which cars will be run to Park-
views
~ Much pressure is being brought to
bear on Mr. Everman to include the
proposed viaduet over the Trinity River
bottoms. Mr. Everman has explained
that such viaduet, if built, would have
to be built by the Northern Texas
Traction Company, which owns the Oak
Cliff lines and the Dallas-Fort Worth
Interurban line. Under the terms of
the franchise and the lease agreement
between the Dallas Railway and the
Northern Texas Traction Company, the
Dallas Railway would have to take over
the viaduct when built and pay the
Northern Texas Traction Company 7
per cent interest annually on the in-
vestment. Mr. Everman says it would
cost $500,000 to build the viaduet, and
that this would mean an interest charge
of $35,000 annually on the Dallas Rail-
way or about $100 a day. Such an
interest charge would make a 7-cent
fare necessary, Mr. Everman says, and
he is not in favor of such an increase
in fares.

The Dallas Railway now has approxi-
mately $100,000 in reserve to be spent
for street improvements, this amount
having been realized over and above
the authorized earnings of 7 per cent
during the last few months, during
which earnings have been around 8 per
cent.

It is expected to be a month or more
before the schedule of improvements is
completed and finally agreed on.

Agreement Reached in Fresno

Franchise conferences at Fresno,
Cal., have resulted in an agreement be-
tween officials of the Fresno Traction
Company and the City Council as to
the terms to be granted to the com-
pany. Under the proposed plan a fifty
year franchise will be allowed the com-
pany. The city will be given an option
on the purchase of the road at ten
year intervals, paying the railway the
value of the property at the time the
exercise of the option may be desired.
The proposed agreement provides that
the company will pave the street be-
tween the rails and a foot on each side
of the rails.

The Fresno Traction Company is con-
trolled by the Southern Pacific Com-
pany. Paul Shoup, vice-president of
the property, in commenting on the
conference, made the following state-
ments:

The Fresno Traction company- has not
been a paying investment due to develop-
ment of the automobile, but, with the
growth of the city and a lesser inclination
because of downtown congestion, to use

machines when a street car is available,
I believe it should be possible to demon-
strate that the public can be usefully
served by street car transportation without
loss to owners.

The city can help by relieving trans-
portation from unnecessary burdens, mak-
ing possible certain and prompt adjust-
ment of fares up and down to meet actual
needs under supervision of the State Rail-
road Commission and granting such fran-
chise tenure as will assure safety of
ifnvestment aside from the question of
ares.

New Company Incorporated
in Franchise Case

Initial steps in making two systems
of the Aurora, Elgin & Chicago Rail-
road were taken at Springfield, Ill., on
Dec. 13 when the Aurora, Elgin & Fox
River Electric Company, Aurora, was
incorporated to furnish electrie light
and power. The capital stock of the
new company is $20,000. It is held by
Joseph K. Choate, New York, receiver,
to the amount of $4,950; Benjamin F.
Alschuler, Aurora, $25, and Edwin C.
Faber, general manager for the re-
ceiver, $25.

The organization of the new com-
pany was necessary to carry out pro-
visions of an order, issued by Judge
Evan A. Evans, instructing the receiver
of the Aurora, Elgin & Chicago Rail-
road, to incorporate a new company and
take all the stock in his own name and
the name of his nominees for the pur-
pose of providing a company to take
out new franchises in the Fox River
valley. It is explained that under the
law a franchise for operating a public
utility can be issued only to a corpora-
tion, and not to a receiver. In other
words, the new organization came into
existence under the general incorpora-
tion act, to apply for franchises in its
own name and not in the name of the
Aurora, Elgin & Chicago railroad,
avoiding possibility of legal entangle-
ments.

Louisville Employee to
Be Director

A director for the Louisville (Ky.)
Railway is to be chosen from among
the ranks of the workers. Announce-
ment to this effect was made at a meet-
ing of the motormen and conductors
tendered them recently by J. P. Barnes,
president of the company. The dinner
was given the men of two carhouses
which were winners in a contest for
those carhouses having the smallest
number of accidents per milage.

Every man in the company’s employ,
to the number of approximately 1,500,
is to have a voice in the election of the
new director who will sit for the first
time at the annual meeting of the board
on Feb. 15. He will be elected at a date
in January to be set by the Co-operative
Welfare Association. The entire force
of the Louisville Railway employees for
two years past has been organized in a
Co-operative Welfare Association which
meets monthly to consider matters of
interest to employees. _

No date for the election can be set
until the Co-operative Welfare Asso-
ciation meets and formally receives and
accepts the company’s announcement.
The January meeting of the association
will be Jan. 9, but the election may be
held at the next monthly meeting, Feb.
12, in ample time for the successful
man to take his seat at the annual
election of the board of dirsetors three
days later. - . o

*
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News Notes

Will Vote on Franchise—A new
franchise for the Menominee & Mari-
nette Light & Traction Company,
Menominee, Mich., will be submitted to
a vote of the people at a special election
probably in January. This decision
was recently made by the City Council
at a meeting called to discuss terms
for the new franchise:

Picking Up Passengers Scored.—In
the symposium entitled “Truth,” pub-
lished daily by the Memphis (Tenn.)
Street Railway to educate the Memphis
public, the receivers, T. H. Tutwiler and
F. Elgin, say a word to the automobile
owners about picking up chance pas-
sengers and taking that much revenue
away from the company.

Health Rules to Be Published.—Be-
cause of numerous inquiries and com-
plaints about the ventilation of cars of
the Cincinnati (Ohio) Traction Com-
pany, William Jerome Kuertz, Street
Railway Director has announced that
after the Christmas rush the railway
will post in every ecar a copy of the
Board of Health Regulations govern-
ing the ventilation of cars.

Will Study Situation.—A committee
composed of Council representatives of
Wheeling, W. Va., and Ohio towns will
hold a conference on the passenger
transportation situation in the Wheeling
district. The matter has become acute
recently over the efforts of the Ultimate
Bus Company to secure a permit from
the city of Wheeling. The Wheeling
Traction Company has opposed the
grant. It is believed that a plan is
being worked out which will be aec-
ceptable to railway and buses.

Pacific Electric Out of Terminal Proj-
ect.—The Pacific Electric Railway,
Los Angeles, Cal., is not required to
join the steam roads, including the
Southern Pacific, the Salt Lake and the
Santa Fé, in building a union terminal
at the Plaza site. The order for the
construction of the union passenger
station is contained in a decision on
rehearing of the so-called Los Angeles
terminal cases and is a reaffirmation of
the commission’s former decision. The
commission held that there was not
sufficient justification for including the
Pacific Electric interurban lines in the
project. The company will be required
to solve certain grade crossing prob-
lems.

To Dismiss Employees, Railway’s
Right—An arbitration commission re-
cently handed down a decision uphold-
ing the right of a railway to_dismiss,
an employee. The Eastern Pennsyl-
vania Railways, Pottsville, Pa. dis-
missed a motorman, John Dormer, after
a wreck in which seventeen persons
were injured. The Amalgamated Asso-
ciation took up the complaint of the
motorman in question and claimed that
he should be re-employed. The railway
claimed that it had the right to dismiss
an employee, but agreed to submit the
matter to’an arbitration commission.
The commission’s opinion against Dor-
mer was unanimous and his complaint
was thrown out. = : :
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Financial Readjustment Proposed

A special meeting of shareholders
of the Federal Light & Traction Com-
pany, New York, N, Y., has been called
for Jan. 11 to conslder changing capi-
talization and readjustment of finances.
It is proposed:

To increase the capital stock by $10-
000,000 to $21,000,000, new stock being in
form of cumulative first preferred 8 per
cent stock, having priority over present
preferred and redeemable at any time at
$110 a share.

To amend certificate of incorporation to
permit issuance of 55,000 shares no par
common stock to be exchanged share for
share for present common.

To modify terms of company’s thirty
year first lien 5 per cent bonds to permit
from 5 per cent to not exceeding 73 per
cent interest rate on all or any part of
such bonds heretofore or hereafter issued ;
provide that such additional interest shall
be entitled to the benefit and security of
any future mortgage; that all or any part
of such bonds be made callable at price
above present call price as may be fixed
by directors; that company, at its option,
can spend for betterments of properties,
moneys accruing to sinking fund under
said mortgage.

To authorize issuance of preferred stocks
by subsidiaries without subjecting such
stocks to lien to said mortgage.

To authorize refunding Springfield Rail-
way & Light 5 per cent bonds and Central
Arkansas Railway & Light 5 per cent
bonds by issuance of Federal Light &
Traction Company 30-year 5 per cent bonds
(but bearing interest at not exceeding 7%
per cent of such increased interest on
such bonds be authorized as recommended),
and to authorize directors at their discre-
tion to do such action as may be necessary.

To authorize execution of = general and
refunding mortgage to secure bonds, notes
or debentures which may be issued from
time to time in series bearing interest not
exceeding 8 per cent.

$9,685,000 Railway Bonds
Mature in January
Public utility bonds maturing in
January, 1922, amount to $14,708,300.
The principal railway properties in-
cluded are the following:

Company Rate Amount
Columbus Railway Power &
Light Company, notes 8 $2,500,5600
Little Rock Rallway & Electric
Company, 1- 8 700,000
Springfield & Dastern Railway
Ist 5 330,000
Cent. Market Street Railway
Isi 5 325,000
Eastern Massuchusetts Street
Railway, ref. 6 300,000
New Bedford & Onset Railway
Ist 5 280,000
Virginia Railway & Power
Company, notes 6 250,000
Minn. Street Railway, joint
cons. 7 5,000,000
Total $9,685,000

Seeks Abandonment—
Blames Ford

The Interurban Railway & Terminal
Company, Cincinnati, Ohio, has peti-
tioned the State Public Utilities Com-
mission for permission to abandon its
two lines. One line runs from .Cincin-
nati to Lebanon and the other from
Cincinnati to New Richmond.

According to F. Dinsmore, counsel
for the company, who ascribes the
failure of the road to the Ford, it-would
be cheaper to sell the .road as junk
than to continue service

The deficit in 1918 was $18 000 1,919

$13, OOO
$18,0

The Teceiver of the road is Charles
M. Leslie.

1920, $20,000; 1921, so far

Toledo Outlook Improved

Company Hopes Soon to Put on
Fifty One-Man Cars to
Combat Autos

The increased patronage of the Com-
munity Traction Company, at Toledo,
Ohio, and the improvement of the phys-
ical condition of the property, together
with economies in management effected
since the operation of the service-at-
cost ordinance, will probably enable
the company to purchase fifty new
one-man cars in the near future. At
least, Wilfred E. Cann, street railway
commissioner has made some_tenta-
tive plans in that direction. He be-
lieves that the new equipment may be
a step toward better business and also
help to meet motor bus competition.

The report of the railway for Novem-
ber, made to the board of control at
its meeting during the week ended Dec.
17 indicates that the property is con-
tinuing to turn a surplus into the stab-
ilizing fund.

As for December, the commissioner’s
daily reports the first half of the month
show an increase of $7,036 in fare re-
ceipts as compared with the same
period last month.

After payment of all operating ex-
penses, interest charges and taxes in
November, $17,708 was placed in the
sinking fund, which goes toward the
purchase of the lines by the city, and
there was a balance of $8,200 applicable
to the fare stabilizing fund, bringing
it up to $63,544. It was expected that
the surplus for November would be
about $25,000, but the company was
forced to set aside $15,762 for half of
the state excise tax of 1% per cent on
gross earnings of public utilities. The
allotment for maintenance has also
been increased and cars are being over-
hauled at the shops at a rate of ten
a month instead of three as heretofore.

The total amount now in the sinking
fund, set aside for ultimate ownership
of the traction property by the city,
is $177,083. Part of this sum is in-
vested in bonds of the railway which
are participating in the earnings of the
property.

The operating expense has been de-
creased from 42.86 cents per car-mile
in February, the first month under the
present plan, to 36.50 cents per car-
mile last month. The average income
per car-mile in February was 44.5
cents. In July it fell to 38.1 cents,
but for November was 45.26 cents. The
ratio of operating expense to income
last February was 92.21 per cent. It
is now 72.82 per cent.

There was a small decrease in No-
vember in the number of passengers
carried as compared with October and
a corresponding decrease in car-mile-
age due to the difference of one day
between October and November, but the
daily car-mileage and the number of
passengers carrled were a little larger
than the previous month The total
of - revenue passengers in November
was 4,699,809, .

Cleveland Stock Not to Be
Sold at Discount

The directors of the Cleveland, Ohio,
Railway on Deec. 22, refused to accept
a resolution adopted by the City Coun-
cil authorizing the company to sell
$160,000 par value of its stock at $87
a share, for the purpose of building
a new extension along Broadview Road
in South Brooklyn.

The franchise under which the com-
pany operates in Cleveland ecalls for
the sale of the company’s stock at $87
because the company’s dividends are
held to 6 per cent annually and voters
of the city a year ago refused to
sanction an increase to 7 per cent.

John J. Stanley, president of the
company, said:

The main reason why the Council’s reso-
lution is not acceptable to the company is
because it is a makeshift financing scheme.
The intentions of the company’s franchise
is plain that stock must be sold at not
less than par and the city faces the problem
of putting our stock above par and keeping
it there not for one extension alone, but for
all the extensions and additions which the
continued growth of Cleveland demands.
Half-way measures and makeshift expedi-
ents are unsound economically, but are

'especially unwise financially for this sys-
em.

Successor Company Organizes

The Olean, Bradford & Salamanca
Railway, Olean, N. Y., the successor
company under foreclosure to the West-
ern New York & Pennsylvania Trac-
tion Company, has organized with of-
ficers as follows:

President, C. N. Mason; vice-presi-
dent, J. P. Qu1g1ey, secretary and treas-
urer, L. W. Osborne; auditor, D. S.
Nicholas; general manager, R. H.
Wheeler; general superintendent, I. W.
Miller; chief engineer, W. K. Page;
traffic manager, W. P. Bailey; master
mechanic, W. I. Berryman.

$28,935,655 Lost by New Haven
Railroad on Its Rhode Island
Trolleys

sustained by the “New
Haven” road through the forced sale
of the electric railways in Rhode
Island caused the steam railroad to
have a deficit of $31,824 in 1920, the
loss from the sale of the electrie rail-
ways alone aggregating $28,935,655,
according to the annual report which
the Connecticut Public Utilities Com-
mission. submitted to Governor Lake at
Hartford, Conn., on Dec. 17. During
the past year this loss has been charged
off to profit and loss, the commission
points out. The 1920 deficit of more
than $31,000,000 is contrasted with the
surplus of $2,078,352 which the “New
Haven’” road had in 1919.

A feature of the report is an increase
of $2,411,363 in the Connecticut Com-
pany’s investment in road and equip-
ment, which at the close of 1920 was
$55,457,931. The total investment, in-
cluding some other sources, was $55.-
529,430. The capital stock remains the
same, at $40,000,000.

According to the report on Nov. 30,
1921, the Connecticut Company had a
total deficit of $1,436,091. The total
operating revenue was $13,089,317,
showing an increase of $2,045, 512. Of
the increase $1,913,979 was . from
passenger transportation.

The total deficit of the Har’cford &
Springfield Street Railway Company,
smce it. went into receivership in 1919
is $118,958 according to the report..

Losses
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Cleveland’s Accumulated Deficit
Now Only $145,610

Business conditions in Cleveland,
Ohio. continue to improve, slightly it
is true, but nevertheless steadily. This
is shown in the November report of
the Cleveland Railway, received by the
directors at their meeting on Dec. 22.

The November report showed that
the deficit in the interest fund, the fare
barometer, had been reduced by $26,596
during the month. ‘This cuts the ac-
cumulated deficit to $145,610 in this
fund. The surplus balance in the com-
pany’s operating fund is so great that
if business conditions continue to im-
prove there is little doubt but that
there may be a reduction in fare by the
middle of next summer, as predicted by
Fielder Sanders, the city street railway
commissioner.

The number of car riders carried by
the Cleveland Railway in November
totaled 31,992,555, a decrease of 11.72
per cent over last year. This is a
marked improvement, as recently the
decrease in the number of riders, month
by month, had been running as high as
17 per cent.

The directors adopted a memorial ex-
tolling the late Henry J. Davies, who
up to his death on Dec. 8 last had been
secretary and treasurer of the company
for many years.

Cape Fear Railways Is Successor

The North State Power Company,
Raileigh, S. C., which on Aug. 16, 1921,
bought the Cumberland Railway &
Power Company when the receivership
of that company was terminated, sold
its railway holdings on Dec. 7 to the
Cape Fear Railways, Inc. This com-
pany is a new corporation, with its
home office in Fayetteville, but with
its general offices in Raleigh. The
capital stock is $50,000 an the exten-
sion of the present system to a total
length of 20 miles is immediately con-
templated. Previous sale of the Cum-
berland Railway & Power Company to
a company of bondholders was recorded
in the ELECTRIC RAILWAY JOURNAL for
July 30, 1921.

Receiver for Houghton Company

A federal receiver was appointed Nov.
29 for the Houghton County Traction
Company, Houghton, Mich. Samuel B.
Tuell is now in charge of the com-
pany’s interests.

Young Men’s Club Operates Cars

The company organized some time
ago at Brunswick, Ga., by the Young
Men’s Club of that city to operate the
electric railway system there took
formal possession of the properties on
Dec. 1 and is now running the cars.
The Brunswick property, known as the
City & Surburban Railway, failed some
time ago and abandonment of the
system followed.

The new company is known as the
Brunswick & Interurban Railway. The
present fare is 7 cents, but it is be-
lieved that as soon as the necessary
legal arrangements can be made the
fare will be reduced to 5 cents. Previ-
ous references have been made in the
ELECTRIC RAILWAY JOURNAL to the
activities of the Young Men’s Club in
tyg'mg to keep railway service in this
city.

Back Taxes.—The
Trenton & Mercer County Traction Cor-
poration, Trenton, N. J., is now paying
the city of Trenton back taxes for the
past four years, the sum of $150,000
having been paid into the city treasury

Railway Pays

thus far. The company was unable to
pay the back taxes until an 8-cent fare
was granted.

Receiver Authorized to Settle Claims.
—PFederal Judge John M. Killits at
Toledo, Ohio, has authorized B. J. Jones,
receiver for the Ohio Electric Railway,
to defend at his discretion all suits
against the bankrupt railway brought
before his appointment as receiver. He
authorized the receiver to settle claims
also in case they are for small amounts.
All claims must be brought before the
court for approval.

Part of Dividend Arrears Paid.—The
board of directors of the West Penn
Traction & Water Power Company,
Pittsburgh, Pa., has declared its regu-
lar quarterly dividend of 1% per cent
on its 6 per cent cumulative preferred
stock, payable on Feb. 15 to stock-
holders of record of Jan. 16, 1922, and
also a dividend of 1% per cent on ac-
count of dividends in arrears accumu-
lated upon its preferred stocks prior
to 1917.

Mexican Property Transferred.—The
Chihuahua Electric & Railway Com-

pany, Chihuahua, Mexico, has been
taken over by R. Lopez Negrete,
Durango, and his associates. The hold-

ings include the local electric light and
pewer plant and street railway system.
The new owners plan to install new
machinery and equipment and to re-
habilitate and extend the electric rail-
way lines. During the revolutionary
period in Mexico the property under-
went heavy losses.

Railway Patrons Seek Tax Reduction.
—CCitizens along the Defiance branch
of the Indiana, Columbus & Eastern
Traction Company, which the company
has petitioned to abandon, will soon
file a petition with the State Tax Com-
mission of Ohio asking for a reduction
in the valuation from approximately
$800,000 to about one-third that amount.
It is claimed that such a reduction
will mean a saving in taxes to the
Indiana, Columbus & Eastern Traction
Company of $10,000 and will so reduce
expenses that operation of the branch
may continue.

Court Authorizes Payment of Back
Interest.—The bondholders’ protective
committee of securities and corpora-
tions included in the Pittsburgh (Pa.)
Railways system announces that the
United States District Court for the
western district of Pennsylvania has
signed an order authorizing the re-
ceivers of the Pittsburgh Railways to
pay one year’s back interest on the
United Traction Company general
mortgage 5 per cent bonds. The two
instalments to be paid are July 1, 1919,
and Jan. 1, 1920.

Memphis Reports Proﬁt.—’_I‘he Mem-
phis (Tenn.) Street Railway in Novem-

ber made a profit of $5,276 over and
above the 6% per cent allowed by the
Public Utilities Commission. A report
of November operations shows a total
of 3,709,558 revenue passengers was
carried as compared to 4,147,553 in
November of last year. Gross income
was $261,514 against $287,844 for
November, 1920. Cost of service in
November, 1921, was only $256,238.
while in 1920 the cost was $314,507.
During the month of November, 1920,
the report shows there was a deficit
of $26,663.

Hudson & Manhattan Issue Author-
ized—The application for the issue
of $1,046,000 of first lien and refund-
ing mortgage bonds by the Hudson &
Manhattan Railroad, New York, N. Y.,
on or before June 30, 1922, has been
approved by the Public Utility Commis-
sion. The previous utility commission
issued on June 3, 1919, a certificate of
approval for this issue at face value of
the bonds payable on Feb. 1, 1957,
bearing interest at 5 per cent. The
object of the issue according to the re-
port, is to reimburse the company for
expenditures made for the construction,
completion, extension or improvement
of its facilities or for the discharge of
its obligations.

Hearing on Receivership Application
FPostponed.—Judge Julius M. Mayer in
the United States District Court on
Dec. 21 heard the postponed applica-
tion by Clarence Venner for the ap-
pointment of a receiver for the Inter-
borough Rapid Transit Company, New
York, N. Y. Judge Mayer set Jan. 30
as the time when arguments on the
application will be heard. He also set
Jan. 20 as the date when all answers
to bills must be filed and Jan. 26 when
reply affidavits should be served on
J. L. Quackenbush, attorney for the

Interborough. Mr. Quackenbush re-
ported to the court the following
conditions on Interborough notes:

$36,155,900 deposited for extensions,
$38,144,400 total, showing that 94.79
per cent have been deposited, leaving
$1,988,500 outstanding. He also stated
that since the hearing before the court.
on Oct. 27, $712,900 of notes have been
deposited and that $7,144,000 have been
deposited since the application for the
appointment of a receiver was first
made by Mr. Venner. |

$5,000,000 Columbus Issue Offered.—
Harris, Forbes & Company, New York,
N. Y., and Elston, Allyn & Company,
Chicago, 111, offered for subscription
on Dec. 22 $5,000,00 of refunding mort-
gage gold bonds, 6 per cent series, due
1941, of the Columbus Railway, Power
& Light Company, Columbus, Ohio.
The subscription price was 93% and in-
terest, yielding about 6.60 per cent.
The proceeds, it was announced, would
be used to take up floating debts and
to provide other funds. The bankers
explained that the gross earnings of
the company for the year ended Nov.
30, 1921, were more than $6,900,000,
and the net earnings more than three
times the annual interest charges on
funded debt with the public, including
this issue. More than 59 per cent of
the net earnings were derived from the
electric light and power business, and
such net earnings alone amounted to
more than three times the annual inter-
est charges on all first refunding and
extension bonds outstanding with the
public and this issue of refunding mort-
gage bonds.
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Improvements in Prospect

Detroit Mayor Suggests a Combination
Bus-Railway Service for Rapid Tran-
sit and to Relieve Congestion

With the joint use of certain of the
street car lines arranged between the
city of Detroit, Mich., and the Detroit

United Railway, and the universal
transfer effective between the com-
pany’s lines and the M. O. lines, Mayor
James Couzens announced some views
as to methods which he believes
will further improve Detroit’s street
car service. Among the further steps
advocated by the Mayor are the estab-
lishing of city bus lines and the turning
of interurban cars and interurban buses
at local terminals to be established at
the city limits.

The new idea is to combine buses
and street car service all under munici-
pal control. Electric railway lines are
to be maintained on the main thorough-
fares as at present. In between the
main lines would be bus lines taking
parallel streets, or zig-zagging along-
the same general direction. The latter,
it is cited, would serve more people
by covering more territory. The long
distance traffic would be handled by
street cars and the short by buses,
making fewer stops necessary for the
cars within a two-mile radius from the
city hall. This, it is believed, would
result in more rapid service and relieve
congestion.

If the city acquires a bus system, it
is planned to issue transfers from the
cars to the buses. The buses may also
be used during the rush hours to aug-
ment street car service on the main
arteries of traffic, branching out to the
parallel streets during other periods of
the day.

It is the Mayor’s belief that the bus
lines could be operated more economi-
cally by the city than by the private
companies, with both cars and buses
operated by the M. O. general operating
staff. He further believes that it will
be possible under the governing condi-
tions to reduce the bus fare from 10
cents to 7 or 8 cents.

Nothing Succeeds Like
Safety Contests

A plan started the early part of
this year for the purpose of reducing
accidents on the railway systems oper-
ated by the Southern Public Utilities
Company, in Greenville, S. C., and
Charlotte and Winston-Salem, N. C,,
has actually worked out very satis-
factorily in reducing accidents.

Early in 1921 the company announced
that prizes totaling $500 would be
awarded to members of various teams
among the electric railway employees
of the cities above named, the awards
to go to the teams with the best
records. The initial contest was to run
over a period of three months. Results
of this contest proved so satisfactory
that two other contests were then ar-
ranged, and results of the latter two
are all the more remarkable considering
the fact that no prizes were offered in
these contests.

Results are noted by the reduction in
accidents in the three cities during the
third contest, completed only recently,
as compared with the first contest held
early in the year. At Charlotte there
were ninety-six accidents during the
first contest and fifty during the third.
Thirty men came through with a per-
fect score during the first contest, and
fifty-one during the third. At Winston-
Salem there were 125 accidents during
the first contest and fifty-one during
the third; nineteen men came through
with a perfect score in the first con-
test, and thirty-four in the third. At
Greenville there were 184 accidents
during the first contest and only nine-
teen during the third; only four men
came through with a perfect score in
the first contest, while twenty-six had
a perfect score during the third.

All men having a perfect score in the
third contest were presented with rain-
coats by President E. C. Marshall, who
announced that results were so suc-
cessful that similar safety contests will
be held during 1922.

St. Paul Fare Rise Set Aside

Judge F. M. Catlin of Ramsey Dis-
trict Court in Minnesota on Dec. 27,
set aside the order of Aug. 30 by the
State Railroad & Warehouse Commis-
sion granting the St. Paul City Railway
an increase in fare to more than 6 cents.

After the St. Paul City Railway had
been granted an emergency rate of 7
cents by the Minnesota Railroad &
Warehouse Commission, Judge J. C.
Michael issued an order last September
restraining the company from collect-
ing the increased fare. The railway
appealed from this order, and argu-
ments were made on Nov. 27. This
decision temporarily blocks a renewal
of appeal to the Federal Court for an
injunction to prevent the city from
stopping collection of the higher rate.
Another hearing will be held on Jan.
14. The judge held that the commission
had no facts on which to base the order.

The city contended that the commis-
sion had made no effort to learn whether
the costs and expenses mentioned in
the application by the company were
reasonable. The rate of fare has been
6 cents. Details of the case were given
in the ELECTRIC RAILWAY JOURNAL for
Nov. 12, page 883.

Interurban Belt Railway Urged

The construction of an interurban
belt railway around Indianapolis, Ind.,
is being urged by prominent financiers
in the vicinity. It is believed that such
a line would mean a bigger future for
the city for it would provide a better
distribution of the freight business
handled by the railway and would save
millions of dollars to the interurbans
and ultimately to the people of Indian-
apolis. Especially interested in this
proposal is G. J. Marott, who claims the
financing of the project would be simple
if the city backed the bonds. In out-
lining the plan Mr. Marott said in part:

My plan would be first to construct an
interurban belt that would connect with
all traction lines entering the city. All
interburban freight would be distributed
over this raillroad, say to four stations
situated at points on the belt of easy

gccessibility. This belt would be operated
by the present street car company, under
direct supervision of the city government,

It would be my plan to establish a
freight station at a certain point where
country produce, such as potatoes, cab-
bage, poultry, eggs and perishables could
be received and sold direct to our retailers
and grocers. This station would be in
charge of some one appointed by the city
who would have authority to represent the
consignor and sell at the best market price.
Or the consignor himself could accom-
pany his shipment and sell his own goods.

Low Fare Measure Lost

Fitz-
for a

Seattle Councilmen Desert Mr.
gerald in His Plea
Five-Cent Fare

By a vote of six to two, the City
Council of Seattle, Wash., has rejected
the proposed ordinance prescribing a
5-cent fare for the Municipal Railway.
The ordinance was proposed by C. B.
Fitzgerald, chairman of the finance
committee of the Council, The vote of
the Council revealed the fact that the
only supporter of the measure was
Councilman Fitzgerald himself. Coun-
cilman Moore voted with Mr. Fitzgerald
against indefinitely postponing the
measure, but announced he would not
cast a ballot for the ordinance, but
would favor referring it to the voters
at the spring election.

Mr. Fitzgerald, in explaining his
ordinance, stated that the only change
it provided from the existing fare rate
was a reduction from 83 to 5 cents,
with an addition of a transfer charge
of 2 cents. Under the proposed meas-
ure, however, only trainmen in uniform
would be carried free instead of all
employees of the utilities department.

Mr. Fitzgerald said:

I should like to see the fare effective
now and I think it was a mistake ever to
increase the fare. I know there is considér-
able difference of opinion on the matter in
the city. I believe the 83-cent is more than
the traffic will stand.

The reduction in fare would result in
a deficit estimated by Peter Witt at
$1,500,000. Mr. Witt also stated that
with an expenditure of approximately
$2,000,000 for new cars, tracks and im-
provements to the municipal railway
system, a permanent saving of $1,700,-
000 could be effected.

D. W. Henderson superintendent of
the Municipal Railway, agreed that
such improvements are necessary to
the system, but in connection with a
reduction in fare, pointed out that if
the money was available for purchase
of such new cars, it would take at least
a year to obtain these cars and put
them in operation. Mr. Henderson
favors the use of lighter cars than the
ones now in use, and does not favor
converting the present heavy cars into
one-man cars.

Before the 5-cent fare ordinance was
acted upon, leading lawyers through-
out the city were consulted in regard
to the legal aspects of such a move.
Representatives of the firms questioned
concurred in the opinion of Corporation
Counsel Walter F. Meier that an in-
adequate fare on the railway would
make the city liable to damages which
would place the general fund of the
city behind the $15,000,000 of bonds
given to Stone & Webster for the car
system. This would bring the securi-
ties up to par value, and result in a loss
estimated at $7,500,000 to the people
of Seattle. Counsel Meier’s opinion is
also concurred in by Mayor Hugh M.
Caldwell. who has strongly opposed the
reduction in fare, with concurrent dan-
ger of invading the general fund.
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Disapproves of Overlap System

The Department of Public Utilities
has dismissed the petition of the Board
of Aldermen of Chicopee, Mass., for
a rearrangement of the fare zones on
the lines of the Holyoke Street Railway.
The petitioners sought overlaps between
the towns of Chicopee Falls and
Chicopee Center.

It was also suggested that the fare
limit on the Fairview line from Hart-
ford Street, at the town line between
South Hadley Falls and Chicopee, be
moved to Montecalm Street in Chicopee,
permitting a ride from Holyoke city
hall of about one mile farther than
at present afforded.

In dismissing the petition the de-
partment said in part:

We have made a careful study of the
situation in Chicopee as related to the entire
area served by the street railway, and we
think it inadvisable to establish a system
of overlaps. The establishment of such
overlaps necessarily would call for like
treatment in other parts of the system and
would postpone the time when the street
railway company would be able to reduce
its fares applicable to its fare limits from
6 to 5 cents. As to the situation on the
Fairview line, while it is_true that the fare
limit from the city hall to the line be-
tween South Hadley Falls and Chicopee is
somewhat short, nevertheless it is no shorter
than in two other instances within the city
of Holyoke.

Ten-Cent Rate Authorized

The Montana Public Service Com-
mission has authorized the Missoula
Street Railway to put a 10-cent cash
fare into effect on Jan. 1. The decision
also provides for the sale of tickets at
6% cents.

The present rate is 8 cents cash and
a T-cent ticket charge. This schedule
the company claimed was inadequate.
The new 10-cent fare is the same in
effect in Helena and Butte.

Public Service Asks Rehearing
in Jitney Case

The Public Service Railway, Newark,
N. J., has asked the Court of Errors
and Appeals to rehear the jitney case
in which the Chancery Court was prac-
tically sustained in a decision that the
railway had no right in court in seek-
ing an injunction to prevent the
alleged illegal operation of jitneys.

Because the court was equally di-
vided in its vote on the appeal from
the Chancery Court ruling, Robert H.
MecCarter, counsel for the company,
held before the Court of Errors on
Dec. 22 that “a constitutional question
of great importance and affecting the
right of the railway company to defend
in the courts its franchise rights and
privileges against illegal. encroach-
ment” has gone unanswered. Mr.
McCarter said:

By reason of the even division of the
court, there is no authoritative declaration
of the law, and it remains unsettled in
this court where a matter of this impor-
tance should be settled, and your petitioner
submits that the matter is of such great
importance that there ought to be a de-
cision in the cases that will be binding.

In his petition for rehearing Mr.
McCarter pointed out that the cases
were argued in the highest court dur-
ing the March term and that mem-
oranda were filed on Déc. 5 last Wwhich
virtually affirmed the decree of the
Court of Chancery because of the'equal
division. He declares, howéver, that
one of the present judges of the court,
the one that could break the tie one
way or the other, was not a ' member

of the court when argument was made
and took no part in the decision.

The form Mr. McCarter took in get-
ting the case before the court was to
ask for the retention of the records in
the case in the court, pending the re-
hearing. This was allowed upon mo-
tion of Justice Swayne. Mr. McCarter
informed the court that he had filed
with the sergeant-at-arms a petition for
rehearing.

Separate Seniority for Safety
Operators

A recent survey made by the Los
Angeles (Cal.) Railway showed that
in 62 per cent of a week’s accidents
involving safety cars the operator had
worked a two-man car within a week.
Twenty-nine per cent of the accidents
were with cars in charge of operators
who had worked on another type within
twenty-four hours.

As a result of this research, all
safety cars will be operated out of one
division and a separate seniority list
will be maintained for safety-car oper-
ators, enabling them to work on this
type of car exclusively. Heretofore
the safety cars have been operated out
of four of the company's five car-
houses.

Another step toward greater safety
is being made by the Los Angeles
Railway by eliminating the quarterly
general choice of runs and introducing
the “bid” system. The choice of runs
was made according to seniority of
service of trainmen, and figures of the
safety bureau showed that after each
choice there was an average increase
of 14 per cent in accidents. This is
ascribed to the faet that trainmen
moved from one line to another just at
the time when they were becoming
familiar with the danger points and
traffic conditions.

Motormen, conductors and safety-car
operators made the last general choice
of runs before July 1, when the “bid”
system was introduced. The trainmen
will hold the runs they select until a
run becomes open by promotion or
resignation of an employee. Then any
one who wants the run may bid for it,
and the man with the highest seniority
will get it.

Suburban Fares Go Down
in Kentucky

The Kentucky Traction & Terminal
Company, Lexington, Ky., reduced fares
on its suburban lines on Dec. 1. All
cash fares were cut from 3.60 cents to
3.25 cents per mile, regular cash fares
reduced from 3.60 cents to 3 cents per
mile, and all special car rates, school
tickets and commutation rates also re-
duced proportionately.

The new rates, given in cents, are as
follows:

Cash Ticket
TLexington & Frankfort............. 90 84
Lexington & Paris....... 30 i 60 54
Lexington & Versailles . 45 “ 40
Lexington & Genrgetown 40 35
Lexington & Nicholasville.. .. 40 35
Versailles & Frankfort.............. 50 45

The following rates were in effect
prior to Dec 1, 1921

. Cash Tax
Lemgton & Frankfort............. $1.01 « 8
Texington & Paris. ...: o 0565 5
Lexington & Versailles. .. 0.50 4
Lexington & Georgetown. .. 0.47. . 4
Lexington & Nicholasville. . o 0,47 4
Versailles & Frankfort.............. 0.54 4

Transportatlon
N ews Notes

Tokens
Public Service Company, Durham, N.
C., will put into effect the token system

in Durham.—The Durham

of fare collection. This change is for
the convenience of the patrons and for
increasing the service and speed of cars.

Rehearing Scheduled.—A rehearing
on the complaint of the city of Read-
ing, Pa., against the increased fares
on the lines of the Reading Transit &
Light Company will be held on Jan. 3
according to a recent ruling of the
Public Service Commission. In its
ruling the commission has postponed
%hgb egfectlve date of the new rates until

e

New Schedules Deferred.—The Inter-
state Commerce Commission has sus-
pended until Feb. 12 the operation of
certain schedules published by the Chi-
cago, Rock Island & Pacific Railroad
and the St. Louis-San Francisco Rail-
road, which proposed to cancel rules
providing for the absorption of switch-
ing charges assessed by the Kansas City
Railways.

Wants Higher Fare.—The Sault Ste.
Marie Traction Company, Saulte Ste.
Marie, Mich., has petitioned the State
Public Utilities Commission for a
straight 7-cent fare or better. Last
April the commission authorized the
7-cent fare with twenty tickets for $1.
On this rate the company claims it is
unable to meet expenses. It also claims
a great slump in patronage.

Rehearing Granted.—The Tennessee
Railroad & Public Utilities Commission
has granted to the Nashville Interurban
Railway a rehearing of its case, which
will be heard at Nashville. The com-
pany recently filed a petition for a
rehearing of its case, in which the
commission ordered changes of rates
and additional cars for its lines. It
operates an interurban from Nashville
to Franklin, Tenn., a distance of 19
miles. .

Higher Fare Upheld.—The court has
upheld the decision of the Public Utili-
ties Commission in permitting the Boise
Valley Traction Company, Boise, Idaho,
to increase its rates on the Hill Crest
loop and the Cole school line from 5
cents to 10 cents. The ruling was ap-
pealed by residents of the localities
affected. Judge Reddock in his finding
defended the right of the state com-
mission to regulate and control rates.
The case has been under consideration
for several weeks.

Commission Reduces Special Service
Rate.—In a report of the Pennsylvama
Public Service Commission concerning
rates charged by the Philadelphia Rapid
Transit Company for operating a spe-
cial funeral car, the commission holds
that the charge of $25 for 4 or 5 miles
is not reasonable, in comparison, with a
base charge of $35 for operating the
same car 25 or 30 miles. In accordance
with its finding, the commission ordered
on Feb. 21, 1921 (report 940 just pub-
lished), that . the Philadelphia Rapid
Transit Company reduce its rates to $45
from $60 for the service to Hillside
cemetery from Philadelphia.

’
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CoURT—F'ederal

FEDERAL  DISTRICT
Court Authorized to Issue Tem-
porary Injunction Against En-

forcement
Commission.

An uncontradicted showing that an
interurban railway was losing money,
though it was charging a higher rate
in its interstate traffic and traffic in
another state than was permitted by a
state Public Service Commission’s or-
der, is sufficient, in the absence of a
satisfactory explanation why the busi-
ness within that state should be more
profitable than the other business, to
authorize a temporary injunction
against the enforcement of the order
preseribing the rate. The purpose
of such an injunction is to maintain
the status quo pending a final hearing,
where the questions of law and fact
are intricate and difficult and where
the rights of all parties can be easily
safeguarded if the injunction is wrong-
fully issued, while the injury to com-
plainant would be irreparable if the
injunction were wrongfully denied.
[Joplin & P. Ry. Co. vs. Public Service
Commission of Missouri, et al, 267 Fed-
eral Rep., 584.]

FEDERAL DISTRICT COURT — Federal
Court Cannot Fix Rate in Suit
Attacking Rates Established by
State Commission. Valuation on
Pre-war Basis is Erroneous.

In a2 suit in the federal court attack-
ing as confiscatory rates of a public
utility fixed by a state commission, the
court has no rate-making power but
is limited to an adjudication of the
reasonableness or unreasonableness of
the rate ordered. A valuation by a
state public service commission of a
public utility’s investment, based on the
original cost where that was ascertain-
able, and otherwise upon prices during
the pre-war period, is not a reasonable
method of fixing the valuation in view
of the greatly increased costs since the
war and of the greater rate of returns
earned by other enterprises. [St.
Joseph Railway, Light, Heat & Power
Co. vs. Public Service Commission of
State of Missouri et al, 268 Federal
Rep., 267.]

INDIANA—Last Clear Chance Doctrine
Inapplicable to Passenger Standing
Too Near the Track.

An intending passenger, who took a
position so near the track that he was
liable to be injured and had knowledge
of the approach of the car and could
have retired from his dangerous posi-
tion at any time before being struck,
cannot recover under the doctrine of
last clear chance, as the opportunity of
the motorman to prevent the accident
was not later in point of time than that
of the. intending passenger. [Union
Traction Co. of Indiana vs. Smith, 127
Northeastern Rep., 308.]

of Rate by State

MicHIGAN—A Passenger on an Interur-
. ban Line May Assume that Tracks
Intervening Between a Car and the
Station Will Be Kept Safe While

He Is Crossing.

While a passenger must exercise due
care for his own safety, he has a right
to"assume that the tracks intervening
between the place where he alights from
a car and the station will be kept safe
while he is crossing. The mere fact
that he fails to look and listen before
attempting to cross does not as a mat-
ter of law constitute contributory negli-
gence. [Terrill vs. Michigan United
Traction Co., 183 Northwestern Rep.,
46.]

NEw YOrRK—Admission of Photograph
of Mangled Body of Deceased in
Death Action Manifestly Preju-
dicial Error.

To admit in evidence in an action
for wrongful death the photograph of
the deceased lying dead in a mangled
condition is error manifestly prejudi-
cial. [Mormille vs. Brooklyn Heights
Ry. Co., 183 N. Y. Supp., 87.]

NEwW YORK—Petition for Mandamus to
Require Mayor to Act Need Not
Show Relator Has Private Interest.
Inadequacy of Car Service No Ex-
cuse for Not Enforcing Law Re-
quiring Bus Line to Have Consent
of Local Authorities.

Petition for mandamus to compel the
mayor of a city to enforce the transpor-
tation corporations law, sec. 26, so far
as prohibiting bus lines operating on
streets without obtaining consent of
local authorities, need not show that the
relator has any special interest, except
that of the general public; the primary
purpose of the section being protection
of the streets and the local public. The
operation of bus lines without the con-
sent of the local authorities is a mis-
demeanor. It is no excuse for the
mayor not to enforce the law mentioned
that a street car company does not fur-
nish adequate service. [People ex rel.
Weatherwax vs. Wath, Mayor, 188 New
York Supp., 559.]

PENNSYLVANIA—A Motorman May As-
sume  Pedestrian Will Awoid
Danger.

A motorman on a street car is not
expected to anticipate that a pedestrian
crossing the street between crossings
will suddenly place himself on the
track. He has also a right to believe
that pedestrian will recognize superior
right of travel in the car. [Gavin vs.
Philadelphia Rapid Transit Co., 113
Atlantic Rep., 832.]

‘WiscoNSIN—F'ranchise Held to Permit
Carriage of Freight Within City
Limits.

Where a carrier had a franchise for
carrying freight to a certain street,
which was the city limits, .it had the
right to continue carrying freight to
the same street after the city limits
were extended. [City of Milwaukee

vs. Milwaukee Electric Railway &
Light Company, 181 . Northwestern
Rep., 821.]

Fire Brigades and Industrial Ventilation

Nos. 36 and 37 in the_series of ‘Safe
Practices” pamphlets issued by the National
Safety Council, Chicago, Ill.

Stabilization of the Bituminous Coal
Industry

Extracts from the award and recom-
mendations of the United States Bitumi-
nous Coal Commission. 1920. 16 pp. Dis-
tributed by the Bureau of Mines in co-
operation with the Council of National De-
fense. United States Bureau of Mines,
‘Washington, D. C.

The Federal Water Power Act

‘With a history of water power legislation
and a topical synopsis. Presented by Black,
é\ch%nney & Stewart, engineers, Washing-

on,

In this pamphlet is printed an ab-
stract from H. R. Report No. 61, 66th
Congress, first session, committee on
water power; a topical synopsis of the
federal water power act arranged for
convenient reference and the act itself.

Underground Conditions in Oil Fields

By A. W. Ambrose. Bulletin 195, Petro-
leum Technology 62, United States Bureau
of Mines, Washington, D. C

This compilation wili be of interest
to electric railway men who are de-
pendent entirely or in part upon oil as
a fuel supply, especially if they desire
to be familiar with the conditions sur-
rounding the business of oil production.

Proceedings Canadian Railway Club

Meeting of February, 1921, Montreal,
Canada.

These official proceedings include the
full text of the paper by D. E. Blair,
superintendent of rolling stock Mont-
real Tramways, abstracted in the issue
of the ELECTRIC RAILWAY JOURNAL
for Feb. 26, entitled “Some Engineering
Features of Tramway Operation,” to-
gether with the discussion thereon.

Structure in Paleozoic Bituminous
Coals

By Reinhardt Thiessen. Bulletin 117,
Pl‘llt(i()i %tates Bureau of Mines, Washing-
on, D. C.

This 296-page illustrated treatise on
the physical characteristics of soft coal
will be of interest to all coal users
who wish to be informed as to the
fundamental principles underlying the
subject. While it is scientific in char-
acter the bulletin contains much in-
formation of a practical bearing.

Heat Transmission, Corkboard and
Air Spaces

Bulletin No. 30. APennsylvania State Col-
lege, Harrisburg, Pa. 140 pages.

This bulletin is a report of work com-
pleted during the past year and a half
at the thermal testing plant of the
Pennsylvania State College. It includes
a statement of the problem of heat
transmission as applied to insulating
and -building materials. An extended
bibliography is a part of this-bulletin.
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Joins Mexico Road

C. K. Bowen, Engineer of the Pacific
Electric, Enters the Service of
Southern Pacific of Mexico

Charles K. Bowen, assistant engineer
of the Pacific Electric Railway, Los
Angeles, Cal., has been appointed spe-
cial engineer of the Southern Pacific of
Mexico, as was announced in the ELEC-
TRIC RAILWAY JOURNAL for Dec. 10.
Only recently H. B. Titcomb, former
vice-president of Pacific Electric Rail-
way, was made president of the South-
ern Pacific of Mexico.

Mr. Bowen will have charge of all
reconstruction and new construction of
Southern Pacific lines in the Southern
Republic, on which work, it is under-
stood, several million dollars will be
spent almost immediately.

Mr. Bowen started service with the
Pacific Electric Railway in 1903 as a
draftsman. Prior to that he was
with the Santa Fé Railroad.

He graduated from the Agricultural
and Mechanical College of Texas as a
civil engineer in 1899. Entering the
Santa Fé service, he worked his way
up until in 1902 he was assistant engi-
neer in charge of construction.

In 1903 he joined the engineering
staff of the Pacific Electric Railway as
draftsman. From 1906 to 1908 he was
chief draftsman. From 1908 to 1913
he was field engineer on location and
construction. In 1913 and 1914, as act-

. ing chief engineer, he had charge of the
construction of the Riverside-Colton-San
Bernardino line, Riverside-Corona line,
and other extension work, which cost in
the aggregate several million dollars.

Several years later he was trans-
ferred to the maintenance of way de-
partment, in charge of general engi-
neering matters.

In 1918 he was commissioned captain
of engineers, U. S. Army, and at-
tended officers’ training school at Camp
Humphries, Virginia. When the armis-
tice was signed Captain Bowen was
commanding officer of Company D. 81st
Engineers, at Fort Benjamin Harri-
son. Mustered out, he resumed his con-
nections with the Pacific Electric Rail-
way, from which he now is going up a
notch in the railroad ladder, following
his former chief, H. B. Titcomb.

A1\_/Ir. Bowen will be located at Tucson,
riz.

New President of Kentucky
Utilities Association

L. B. Herrington, the newly elected
president of the Kentucky Association
of Public Utilities, enters that posi-
tion with much experience in the prob-
lems of the utilities. After serving as
president of the Richmond Electric &
Power Company, Richmond, Ky., Mr.
Herrington joined the Kentucky Utili-
ties Company, Louisville, Ky. He has
twice represented Madison County in
the Kentucky Legislature and was
presidential elector from the Eighth
Congressional Distriet in 1916. Mr.
Herrington is now president of the
Electric Transmission Company of
Virginia, operating extensively in the

coal fields of Lee and Wise Counties;
president of the Kentucky Light &
Power Company, which operates five
utilities in western Kentucky, and also
vice-president in charge of operations
of the Kentucky Utilities Company,
which serves thirty-seven cities and
towns in Kentucky and the coal fields
of the southeastern and western part
of the state.

John Stoll, Lexington, is the new first
vice- preSIdent and W. H. Harton, gen-
eral manager of Cincinnati, Newport &
Covington Railway, Newport, Ky., was
elected second vice-president.

Elected to Vice-Presidency

FFrank Karr, Chief Counsel of Pacific
Electric Railway, Was Also
Made a Director

Frank Karr, who for the past seven
years has been chief counsel of the
Pacific Electric Railway, Los Angeles,
Cal., was elected a director and second
vice-president of the company at a
meeting of its board of directors on

FRANK KARR

Dec. 13. Mr. Karr has been in the
service of the company for many years,
having been actively identified with
the consolidation of the predecessor
electric lines into the Pacific Electric
Railway in 1911. He also handled the
legal questions growing out of the
period of construction immediately
following the consolidation.

Since his appointment as chief coun-
sel, he has had control of the very
involved and extensive litigation that
necessarily falls to the lot of a public
utility company, and it is generally
known in railroad circles that his un-
usual fairness in handling these matters
has increased the railway’s circle of
friends and had a great deal to do with
his selection for the new office.

Mr. Karr was born and reared at
Hayworth, Ill. After completing his
preliminary education in the Illinois
State Normal School, he taught school
in Illinois for four years. He came to
California in 1898 and studied law at
Stanford University for three years.
He was admitted to the bar of Califor-
nia in 1901 and late that year located
at San Pedro, where he was city at-
torney from May, 1902, until May, 1906.

Albany Operators Promoted

Ernest Murphy Becomes Assistant
General Manager and R. A. Nash
Superintendent of Equipment

Albert E. Reynolds, general manager
of the United Traction Company, Al-
bany, N. Y., on Dec. 7 announced the
appointment of Ernest A. Murphy to
the newly created position of assistant
general manager in charge of the
mechanical, electrical and roadway de-
partments. Mr. Murphy has been su-
perintendent of equipment for the com-
pany since 1917.

Mr. Reynolds also announced the
promotion of Robert A. Nash, superin-
tendent of shops, to succeed Mr. Mur-
phy as superintendent of equipment. In
creating the new position which Mr.
Murphy will fill, Mr. Reynolds pointed
out that the extensive territory of the
traction company necessitates a vast
amount of engineering work of highly
technical character and the appoint-
ment of Mr. Murphy will co-ordinate
the work under one head.

Mr. Murphy is well known in railroad
and engineering circles and has had ex-
tensive experience. He is a graduate
of Manchester Institute, England, from
which he obtained degrees of electrical
and mechanical engineering. He began
his career with the London Metropoli-
tan Railway and figured prominently in
the electrification of the London tram-
ways.

His first position in this country was
with the Chicago Elevated Railroad,
where he specialized in automatic tram
control and installed that system on
the “L” trains. This work completed,
Mr. Murphy became a member of the
englneermg staff of the Illinois Trac-
tion System and later assisted in
equ1ppmg the Pittsburg, Harmony, But-
ler & New Castle Railway, Pittsburgh,
Pa. Mr. Murphy was appointed super-
intendent of the electrical department
of the Interborough Rapid Transit
Company, New York, in 1913, from
which position he came to Albany As
head of the equipment department of
the United Traction Company, Mr.
Murphy organized a car building plant
which constructed a number of cars
now in service on various lines. He
also introduced many improvements in
shop methods.

Robert A. Nash, Mr. Murphy’s suc-
cessor as superlntendent of equipment,
has been with the United Traction
Company since his graduation as a
mechanical engineer from Rutgers col-
lege in 1916. He has held the positions
of chief inspector of equipment and
superintendent of shops. During the
war Mr. Nash served in the navy, grad-
uating from the Naval School of Steam
Engineering with the rank of ensign,
later being assigned to the U. S. S.
Cuyama as engineering officer. Mr.
Nash is nationally known as a football
player. As a member of Rutgers team
he was Walter Camp’s selection for
all-American tackle for two seasons.

W. F. Finley, Jr., vice-president of
the American Water Works & Electric
Company, New York, was elected a
manager of the American Society of
Mechanical Engineers at its annual
meeting held in New York in December.
Mr. Finley was formerly connected
with the Interborough Rapid Transit
Company, New York, entering the
service of the company soon after his
graduation with the degree of mechani-
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cal engineer from Cornell University'

in 1904. His first work with the In-
terborough was in connection with the
construction of the Fifty-ninth Street
power station. He later assisted in
experimental and research work in con-
nection with schemes for the develop-
ment of that station and the promotion
of its efficiency. In 1909 Mr. Finley
left the Interborough to go into en-
gineering work with the New England
Engineering Company, and subsequently
became associated with his father in
commercial work, returning to the
Interborough company in 1915 to take
charge of the installation of turbines
and of auxiliary mechanical equipment
necessitated by the extensions to the
subway and elevated systems. He was
subsequently appointed superintendent
of motor power of this company, and
in addition to supervising operation of
its power-generating system he had
charge of the englneerlng and construe-
tion work coming within the scope and
control of the department. In 1920 he
resigned from the Interborough to be-
come vice-president of the American
Water Works & Electric Company.

Thomas L. Childs, the sole promoter
of the Canton-Akron Railway, Akron,

Ohio, died recently in Akron. He was
bern in Leeds, England, in 1850, but
came to the United States in 1864. The
electric railway which he promoted is
one of those which were later consoli-
dated into the Northern Ohio Light &
Traction Company.

Edward W. Fitzgerald, sixty-five
years old, for many years associated
with the claims department of the
South Covington & Cincinnati Street
Railway, Covington, Ky., died at his
home in Covington, Ky., after a pro-
longed illness. He retired from busi-
ness life last August, just about the
time he was to receive an appointment
in the internal revenue department in
Kentucky.

John Wheeler Duntley, fifty-five years
old, founder of the Chicago Pneumatic
Tool Company, was killed in Chicago
on Dec. 15 by an automobile truck. Mr.
Duntley was one of the first men to
bring pneumatic tools into use, work-
ing with Charles M. Schwab to place
them on the market. He established
the Chicago Pneumatic Tool Company
in 1884 and was president of the com-
pany until 1909.

George Herpick, age sixty-nine, a
former Indianapolis resident and for
thirteen years superintendent of the
old Citizens’ Street Railway, died re-
cently at his home in Miami, Fla. Mr.
Herpick was born in Cumberland, Md.,
May 8, 1852, and spent most of his
early life in that city. He moved to
Indianapolis in 1878 to accept the posi-
tion of superintendent of the Citizens’
Street Railway. Later he was ap-
Ppointed Street Commissioner by Thomas
Taggart, Mayor of Indlanapohs, and
he served in that capacity during Mr.
Taggart’s administration. Following
that he became engaged in a general
contracting business which he had
founded, and later was connected with
Myers & Herpick, a coal company.
About a year ago he moved to Miami.

Manufactures and the Markets

DISCUSSIONS OF MARKET AND TRADE CONDITIONS FOR THE
MANUFACTURER, SALESMAN AND PURCHASING AGENT

ROLLING STOCK PURCHASES

BUSINESS ANNOUNCEMENTS

Large Copper Merger Planned

Plans for what is thought to be one
of the most important mergers affect-
ing the electrical industry in some
years were announced recently when
large stockholding interests of the
Anaconda Copper Mining Company and
the American Brass Company met in
New York to discuss a merger of the
latter company with the Anaconda com-
pany. This will be accomplished, ac-
cording to John A. Coe, president of
the brass concern, through the offering
to American Brass shareholders of an
opportunity to obtain in the near future
an option to dispose of their holdings
to the Anaconda company at $150 cash
per share and three shares of Ana-
conda. Figuring each share of Ana-
conda worth $50, the transaction will
involve a total payment to American
Brass shareholders of $45,000,000.

This offer, it was stated, will be con-
ditional upon the deposit of at least 51
per cent of the outstanding American
Brass capital stock. The period in
which these shareholders may signify
their assent to the deal will probably
last through January.

Representatives of the stockholders
unanimously approved the merger plan,
subject to working out of the details.
If and when the consolidation is com-
pleted. the American Brass working or-
ganization will continue as at present.

The American Brass Company, it was
stated by John D. Ryan, chairman of
the board of the Anaconda company, is
the largest single consumer of copper
and zince in the world, while the Ana-
conda is the largest single producer.
American Brass in its peak year
turned out 600,000,000 1b. of the metal,
or 40 per cent of the country’s entire
output. Negotiations for the acquisi-
tion of the brass company have been
going on for the past six months, he
said, and a letter will soon be sent out
to Anaconda stockholders, asking them
to approve the transaction.

Would Settle Reparations with
Electrification Material

Reports forwarded by Assistant
Commercial Attaché Osborne of Rome
indicate that the Director-General of
the Italian State Railways is suggest-
ing that the government have the
1eparatlons account settled in part by
requiring the Germans to hand over the
material which could be used in electri-
fying the government railways. The
office of the auditor-general is said to
oppose this means of settlement and
to consider it preferable to have the
adjustment of reparations made on a
strictly money basis. Plans, according
to the report, have been completed for
the electrification of the Bologna-Ver-
ona-Brenner, the Pisa-Leghorn and the
Venezia-Giulia lines, as well as for a
shortened route between Rome and
Naples. Studies are being made for the
possible electrification of the Naples-
Reggio, Calabria and Paola-Cosenza
lines. The director of railways is nego-
tiating with the minlistry of the treasury
to obtain necessary funds to carry out
this extensive program. According to

a report received from Commercial
Attaché H. C. MacLean of Rome, the
Official Gazette of Oct. 1 published law
decree No. 1,298, whereby the State
Railway administration is authorized
to expend the sum of 160,000,000 lire
(about $6,400,000 at present exchange)
for the purchase of 120 electric loco-
motives.

Friction Tape Market Outlook
Brighter

Signs of increasing confidence in the
friction tape market are apparent and
the outlook for next year is very prom-
ising. Business began to pick up well
in September and with some fluctua-
tions has continued to hold good gains
since. Buying is somewhat more free.
Some manufacturmg‘ is being done for
factory stocks in order to make prompt
shlpments Orders from abroad are
gaining somewhat, Australia and other .
points having made commitments re-
gardless of the exchange situation.
Raw materials are more costly than
earlier in the year, and some stiffening
in prices is not unexpected.

Large Increase in Number
of Idle Cars

Reports just received by the car
service division of the American Rail-
way Association showed that 531,337
freight cars were idle because of bu51-
ness conditions on Dec. 15. This was
an increase of 31,689 cars within a
week. .

Of the total, 371,221 were surplus
freight cars, cars in good repair which
would be placed in immediate service
if necessary, compared with 339,532 on
Dec. 8, while the remaining 160,116
were idle cars which are in bad order.

Surplus box cars totaled 130,214, an
increase of 8.219 compared with the
total on Dec. 8 while surplus coal cars
numbered 186,508, an increase of 20,-
445 within the same period.

Street Railway Improvements
in Lyon, France

Enlargements and betterments of the
trolley system of Lyon have been pro-
posed to the Municipal Council by the
Compagnie des Omnibus et Tramways
de Lyon, according to an announcement
in Commerce Reports. The estimated
cost is from 35,000,000 to 40,000,000
franes. It is planned to guarantee the
loan of the necessary capital by the

. imposition of a tax of 5 centimes on

each car fare, and it is estimated the
tax will bring returns of from 6,000,000
to 7,000,000 francs annually.

Railway Electrification in
South Africa to Proceed

Cable advice from Trade Commis-
sioner P. J. Stevenson, Johannesburg,
South Africa, according to Commerce
Reports, states that the railway board
has decided to go ahead with the elec-
trification of the Durban-Glencoe line
at a cost of £5,000,000 ($24,332,500).

\
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Rolling Stock

Community Traction Company, Toledo,
Ohio, now has under way tentative negotia-
tions for the purchase of fifty one-man
safety cars, according to a report made on
Dec. 15 by ‘Commissioner Cann to the board
of control.

Cincinnati & Dayton Traction Company,
Hainilton, Ohio, has in prospect the pur-
chase of twenty new one-man cars follow-
ing the application of George P. Sohngen,
receiver, in the Court of Appeals for the
necessary authority to buy the new rolling
stock.

Georgia Railway & Power Company,
Atlanta, Ga., has furnished the following
equipment details of four double-truck in-
terurban motor cars which were ordered
last year but were not delivercd until
several months ago:

Number of cars ordered 3 s s s
Name of road..Georgia Railway & Power

(,ompany
Date order was placed ..... Feb. 17, 1920
Date of delivery ......... .May, 1821
Builders of car body ...... Cm(mn,xtl Car
Company
Type of Car :o: s Double-truck interurban
motor car
Seating capacity .............c0c0cu... o
Weight:
Car DoOY snseserassssmssiwsns
IUCICS | e o etoher o0 g oss = o0 5 okt 4 155 90 80055 :
Equipment ................... -
Miscellaneous ................ b
Motall v w0 sws s b
Bolster centers, length X v
Length over all ... .. ...... 50 ft. 0 in.
Truck wheelbase .............. 6 ft. 6 in.
Width over @ll ..suwswesmssss s ft. 2% in.
Height, rail to thllPV ha\e swll fl 4 in
Interior trim............... N:tural cherry
o P 5 . Steel
Headlining ....................Nevasplit
ROOf ittt ittt iie e, Arch
Equipment :
Alr brakes :.ivies Westingliouse Traction

Brake AMM

Sleeve
-in. wheel fit
W €~t1nghouse 8§ T

Armature bearings ..
Axles M.
Car signal system

pneumatlc
Car Trimming ...Dayton Mfg. Co.—Bronze,
oxidized
Center and side bearings........ Symington
Conduit & junction boxes ....\Westinghouse
Bontrol  usessismnieeag . Westinghouse HIL
CONDIOYS: o 0iwio = 5w 4205 w05 00 &0 55505 8 Van Dorn
Curtain fixtures .Curtain Supply Co.,
No. 89
Suptain material «.sscwisimin. s Fabrikoid
Destination signs e e R e A Keystone
Door operating mechanism .........D None
HAFE DOXEE wonoiiniammmamsmsnsan ...None

Fenders or wheel guards ........ Pilot,
Cincinnati Car Co.
.. Westinghouse
.Dayton door handle
Heater equipment ...... Consolidated Car
Co., Thermostat
Head lights ............ Ohio Brass Arc
Journal bearings .. :coseseieis ot M. C
Journal boxes ................ J: G Bull
Lightning arresters ......... Westinghouse
Motors, type and number W estinghous‘a

Gears and pinions
Hand brakes

548-C-B-8, 100- hp 4 per car
Motors, outside or inside hmw ..... Inside
Paint, varnish and enamel ...... 0il and
varnish
ERE ] SEETIS NN . o s o 5 Olimer
S A TS e = Oth Brass Co.

Sash flxtures O. M. Edwards, Locas

SEACS e ooy wwie Hale & Kilhurn, 400 AWD
Seating material ................. Rattan
Slack Adjusters ................. Anderson
SPEINZSE © ov s O G. Brill
Step treads ..e v e v s ol ason qafetv treads
Trolley catchers or retrievers .Knutson
Retriever
Trolley DaSES i sicwswmniwiniss Ohio Brass
Trolley wheels ............. Sleeve wheels
Trucks ..oovvvvnnnnnn.. Brill 27 M. C. B.
Mentilation’ &z o ioiiv: oa s i ahe e ele ol Utility
Wheels. . oo type or ‘size 33 in steel tire

Georma R.uh\av & Power Companv At-
lanta, Ga., has given out the following data
on eight double- truck city prepayment cars
which’ were received during 1921 :

Number of cars ordered................. 8
Name of road.. ... v 04 Georgia Railway &
Power Co.
Date order was placed .... .Feb, 1920
Date of delivery.............. Durmg 1921
Builder of car body...... Cineinnati Car Co

Type of car..Double-truck, double-end city
prepayment

Seatmc-‘ capacity

Weight
Car body .................... 16,000 1b
EETICISE P R P S e 13,000 1b
Equipment ................ oo 011,000 1b
BROEAT 15 o0 506055586 5 o om0 5 0 40,000 1b.

~/

Bolster centers, length.......20 ft. 6 in.
Length over all.....ee.v....44 ft. 6 in,
Truck wheelbase ..... . 4 ft. 10 in.
Width over all...... 8 ft. 1 in.
Height, rail to trolley b-ase .11 ft. 6% in.
Body, wood semi-steel, or all steel. .. .Steel
INCETIOr tIM «v' v vrosvnnss Natural cherry
Headlining ......... ceseee.. . Nevasplit
R00f, arch OF MONItOT. ... +sssssss.s..Arch
Equipment:

Air brakes....Westinghouse Traction Brake

Company
Armature bearings (if ball or roller) . Sleeve

Axles. 00000 o Brill
Car 51gna1 system ............... Farraday
Car trimmings..... Dayton Mfg Co.,Bronze
Center and side bearings. . .Symington
Conduits and junction boxes. . ....Flexiduct

Control. .K-35 and K-6 with line switch
Couplers .................... Van Dorn 21
Curtain fixtures........ Curtain Supply Co.
Curtain material .O’Bannon
Designation signs ....... .Keystone Hunter

Door Operating mechanism...... Cincinnati
Car Co.

Tare boxXes ... e o s 55 e None

Fenders or wheelguards. . .H. B. life guards

Gears and pinions...........Westinghouse

Hand brakes ............... Door handle

Heater equipment ........ Consolidated 1.-5
Thermostat

Headlights. . ..Electric Service Supply Com-

pany, SR—S); Golden Glow
Journal bearings ....
Journal boxes

Lightning arresters.

“ estmgrious'e MP

Motors, type and number. . Westinghouse
.14—C, 40-hp.
4 per car

Motors, outside or inside hung..... Outside
ung

Paint, varnish or enamel.Flat color and Ry.
finish varnish

BERISUErS it scnsieh@ e 6o iy

Sanders

Sash fixtures....... I. Xdwards, Bronze
Seals :swiwiwin Iale & Kilburn, 400-A-O-W
Seating material.. Wood frame, rattan panel

seat

Slack adjuster ......o.eneeeunn,. Anderson
SPPINES. o v vv s nvios s uenininissns J. G. Brill
Srep tmeaa s s L s st s i s . Mason
Trolley catchers or retr:evem ..... Keystone

Trolley base........... .Ohio brass

Trolley wheels or shoes. . Wheels
TrUuckSs (v ois o memnmnems Brill 76 F.E.&L.
Ventilators. .... .. Railway Utllltv Company

Wheels (type and size) .Cast iron, 33 in.

Track and Roadway

Hydro-Electrie Commmission, Out., Canada,
will remove tracks on Y’Vellmgton Avenue,
Windsor to the center of the street and will
repair the tracks on East Sandwich Street.

Pacific Electric Railway, Los Angeles,
Cal., has been granted a permit to construct
and operate certain railroad spur tracks
across Mission Road and Elliott Street in
Los Angeles.

Cincinnati & Dayton Traction Company,
Hamilton, Ohio, is seeking authority
through its receiver, George P. Sohngen, to

\pend $9,300 for repairs to track and
equipment
New Orleans Railway & Light Company,

New Orleans, La,, will relay the Carondelet
tracks from Canal Street to Howard
Avenue. The work will start immediately
after the holiday season and will cost ap-
proximately $78,000.

Indiana Service Corporation Fort Way ne,
Ind., has started extensive repairs on its
Pontiac Street line in Fort Wayne. Only
temporary repairs will be made this winter
as the line will probably be moved in the
spring.

Los Angeles (Cal.)) Railway is installing
a new intersection at Twelfth and Maple
Streets. The Melrose track from Helio-
trope to the end of the line is being rebuilt
with new ties and ballast, and similar work
is being done on Ascot Avenue between
Vernon Avenue and Forty-eighth Street.

Municipal Railway of San Francisco, Cal,,
is to proceed with the construction of the
Taraval and Masonic Avenue extensions of
its system. The engineering department
has drawn up specifications and bids are
to be called for very shortly on ties, rails
and other track material.

Indianapolis & Cincinnati Traection Com-
pany, Indianapolis, Ind., will build an ex-
tension from Rushville, Ind., as soon as
business conditions warrant. The Rapid
Transit Commission has for some time had
assurance from C. L. Henry, president of
the company, that a connection would be
built into Cincinnati as soon as the rapid
transit loop was completed. The Henry
plan is to utilize the old Cincinnati &
Westwood Railway in making the connec-
tion with the loop near Brighton, a suburb
of Cincinnati.

Power Houses, Shops
and Buildings

Miami Beach Electric Railway, Mlaml,/
Fla,, will build “courtesy statlons” 20 ft.
wide and 10 ft. deep, provided with seats,
where there will be comfort and shelter for
patrons.

Westinghouse Electric & Manufacturing
Company, East Pittsburgh, Pa., has an-
nounced that it has received a contract
from the city of Philadelphia, Pa., amount~
ing to approximately $100,000 for the fur-
nishing and installing of rotary converters
and transformers for two substations on
the line of the Frankfort Elevated. This
equipment will be built at the East Pitts-
burgh works.

Professional Notes

Leo Hudson and John P, Myron have
formed a partnership for the practice of
engineering under the firm name of Hudson
& Myron, Engineers, with offices at 808-
810 Wabash Building, Pittsburgh, Pa. Mr.
Hudson has been in private practice for the
last fifteen years, principally on waterworks,
sewerage, power plants, valuations and
rates. Mr. Myron, until recently, was, for
a period of over seventeen years, connécted
with the Pittsburgh Filter & Engineering
Company as secretary and engineer. /

Albert W, Smith, formerly dean of Sibley
College, Cornell University, is now con-
nected as _consulting engineer with the firm
of Henry R. Kent & Company, engineers and
constructors, of New York and Boston. Dean
Smith's work will be particularly in consult-
ing on thermodynamics and mechanical en-
gineer of chemical plants, He was for twelve
years_ professor of mechanical engineering
i Leland Stanford, Jr., University in Cali-
fornia, leaving there in 1904 when he was
called to Cornell as dean of Sibley College.
During the interval between the resignation
of President Schurman and the recent in-
auguration of President Farraud, about a
year and a half, Dean Smith was acting
president of Cornell.

Trade Notes

Combustion Engineering Corporation, New
York, has opened a new branch office at
8§06 First National Bank Building, Pitts-
burgh, Pa. This office will be in charge of
W. C. Stripe, formerly manager of the
Philadelphia office of the company.

Wilson Welder & Metals Company has
moved its general offices and Bush Ter-
minal factory to 132 King Street, New York,
Improved special equipment has been in-
stalled in the new location to enable the
company to handle its arc-welding metals
more efficiently. Also a room has been
equipped for demonstration purposes.

Okonite Company, Passaie, N. J., manu-
facturers of insulated wires and cables,
tape and loom, has opened a branch office
at 1513 Candler Building, Atlanta, Ga. The
branch is to be in charge of John L.
Phillips, while E. A. Thornwell will be
Southeastern sales representative. The ter-
ritory served by this office includes North
and South Carolina, Georgia, Tennessee,
Alabama, Florida and the city of New Or-
leans.

New Advertising Literature

Pawling & Harnischifeger Company, Mil-
waukee, Wis., has just issued Bulletin No.
4F, describing its new horizontal boring,
drilling and milling machine, which was
recently described in detail in this pub-
lication.

Westinghouse Electric & Manufacturing
Company, East Pittsburgh, Pa., is now dis-
tributing Catalogue 12-A, the subject of
which is ‘“Safety Switches and Panel
Boards.” This catalogue is illustrated with
views of installations of safety switches
in the shop, in the office and in the home.
Some of the subjects that are discussed are
the railway type safety panel boards, the

safety-car lighting panels, the auto-lock
control panels, the dead-front and dead-
rear safety switchboards, the Ilive-front

knife switches and many other devices.





