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Atlas Rail Grinder

A Labor-Saving Lesson

These times of stress have served one good purpase tho
ratlwny companies have felt compelled to cat nnd alimost
entirely eliminate traek nmalntenance. They have taught
the value of lnbor saving devices for trackwurk, Peobably
nothing else so clently would have shown the fact that
conty can be lessened by the use of lnhor-saving machines
and tools,

This bor-suving lesson learned, it should be the plan to
continue the nse nf such deviees and to apply the iden with
even greater intensity,

We offer complete onttlts for eflicient and econamical wnrk
In track welding und grinding—proven applinnees In ase by
139 companies In every NState nnd nearly every country In
the workd,

Write for details and present prives

Railway Track-work Company
3132-499 E. Thompson St,
Philadelphia, Pu.
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Finance

Joe,” said the Vice-President, “our problems of financing this
business of ours includes every phase of our activity. Your Operating
Department is just as much involved as the Transportation, the
Publicity, the Treasury and the Executive Departments. The
physical worth and effectiveness of our rolling stock, our maintenance
and our right-of-way equipment not only havea very definite influence
upon our earnings, but they have a very important bearing on the
public opinion of our enterprise and, therefore, on our prospects of
securing local investors to buy our securities. With improving
conditions of our industry, we must provide good attractive service
to the public and the community. Your plan to order fifty light-
weight double-truck cars for train operation during rush hours, with
Westinghouse HL. control, was approved unanimously by the Board
yesterday.”’

‘Fine, Boss,” replied Joe; “l am glad our Board clearly appre-
ciates the value of putting our equipment in bang-up shape. They are
absolutely right about the effect this has on public good will.”

“All right, Joe, go right ahead and make your plans for the
future with this idea in mind.” N

Westinghouse
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You Are Interested—

The Second-Class Postal Bill
Should Pass

N 1918 the federal government collected from

the publishers in second-class postal rates
$11,712,068, and in the last fiscal year this has
grown to $25,496,719. As a result of these high
postal charges, publishers have had to increase
their subscription rates, and many have ceased
soliciting subscriptions from sections of the coun-
try where the high postal rate would make it
unprofitable. Many papers have fallen by the
wayside.

The publishers believe that a reduction in
second-class postal rates would greatly increase
the business done by the post office department,
not only in second-class mail matter, but in postal
matter in other classes. Every advertisement
printed in their pages leads to considerable cor-
respondence by mail before the order is placed
and often the article purchased is sent by parcel

post.

The publishers are not asking Congress to put
postal charges back to the rate charged before
the war. They ask simply the repeal of the last
two increases, or those which went into effect in
1920 and 1921. The rates would then be 175
per cent more than the pre-war rate, and the
publishing industry would continue to pay the
federal taxes now paid by other industries.

Is it fair that the publishing industry, of all
industries, should be singled out as the sole ex-
ception and compelled to struggle along under
special war taxes? The reader, the ultimate con-
sumer, is the one who suffers most from the re-
duced service which the publisher is forced to
give. Especially, is this increase wise when the
tax is being laid upon a means for bringing other
revenues to the government and to individuals
and for helping industry generally?

ation of this Issue, 6,000

Advertising Index—Alphabetical, 44; Classified, 40, 42; Searchlight Section, 39

Pages 701-738
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Westinghouse
Shurvent Renewable Fuses

Ferrule Type
Shurvent Renewable Fuse

In the history of fuse protection there
are three mile stones of progress

First: The introduction of the non-renewable Third: The introduction of the Westinghousz
cartridge enclosed fuse. “Shurvent” Renewable Cartridge Enclosed Fuse

: having a scientifically designed and positive path
Second: The development of a renewable cartridge for the venting and cooling of the hot gases.
enclosed fuse with no scientific method of remov- Folder 4472 describes in detail the various stages
ing the hot gases from the fuse casing. . of this development.

Westinghouse Electric & Manufacturing Company
East Pittsburgh, Pa.

Knife-Blade Tyge

Shurvent Renewable Fuse
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ELECTRO-PNEUMATIC
BRAKES

‘ The new Philadelphia cars are also
equipped with Westinghouse Electro-

-

. Pneumatic brakes, which are. recog-’

nized as an essential factor in the
successful operation of all highly de-
veloped elevated or subway lines
where short, smooth stops are impera-
tive in the interests of train frequency
and time economy.

April 29, 1922 ELECTRIv RAILWAY JOURNAL 5

D-2-F
Compressors

The Westinghouse D-2-F Air Compressor,
with 25 cu.ft. displacement, is designed for
medium-weight elevated and interurban
train service. This is a rugged, simplified
machine which has successfully met every re-
quirement with respect to efficiency, durabil-
ity and economy. The 50 new, modern, all-
steel elevated cars for Philadelphia are
equipped with D-2-F’s.

CONSULT OUR ENGINEERS

Qur engineering experts are alacays available
for analyses of operating conditions and to
render such other assistance as may be re-
quired to determine the best form of traction
brake for any class of serwice.

Westinghouse Traction Brake Corﬁpany
General Offices and Works: Wilmerding, Pa.

OFFICES:
Boston, Maas " Los Angeles New York
Chicago, 111. Moxico City Pittsburgh
Columbus, Ohio St. Paul, Minn. Washington \\ /]
Denver, Colo. St. Louis, Mo. Seattle 2
Houston, Tex. San Francisco

WestinatousE TRACTIONBRAKES
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Speed Up
Passenger
Interchange

With the new SeLEcTorR VALVE

HE use of double passageways on Safety

Cars to facilitate passenger interchange
is made thoroughly safe and practical by the
new Selector Valve.

The Selector Valve, functioning in connec-
tion with the standard M-28 Safety Car brake
valve, makes it a simple matter to open or
close either door independently, or both
together, as occasion demands.

The operator is enabled to regulate the
entrance or exit of passengers to meet the

SAFETY CAR DEVICES CO

Postal and Telegraphic Address:

WILMERDING, PA.

CHICAGO SAN FRANCISCO NEW YORK WASHINGTON PITTSBURGH

April 29, 1

I

highest requirements of speed and safety u
all conditions. Thus the many recogniz
advantages of the double passageway a
utilized to the utmost with every assurance
ease and security.

The illustration gives you a picture of effic
passenger interchange as effected with the ne
Selector Valve.

No time lost loading and unloading p
sengers. Greater car mileage. Increa
revenue,

OF ST.Louils, Mo.
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O-B Trolley Catcher
Patented

On the instant when the
wheel leaves the wire
O-B Catcher stops the
rope and holds it.

It is rugged. All parts
are interchangeable.

What users think of
O-B Trolley Catchers

“All the Master Mechanics on a large system in the East gathered
to discuss common problems. The question of standardizing on one
particular trolley catcher came up. Out of the combined experience
of its members, the meeting decided easily on O-B Catchers.

An O-B Salesman called on a Canadian property the other day and
interviewed the Master Mechanic about his O-B Catchers. The
railway man reported perfect satisfaction—said that he had picked
the O-B Catcher after trying several other kinds.

A southwestern property is pleased with some O-B Catchers which
have served without a sign of trouble for about two years so far—
a great deal longer than this road had been getting from other types.
May we tell you some of the reasons why the O-B Catcher is so
satisfactory?

me Ohio (R) Brass co

Mansfield, Ohio,USA.

ew York Philadelphia Pittsburgh Charleston,W.Va. Chicago Los Angeles San Francisco Paris, France
cts: Trolley Material, Rail Bonds, Electric Railway Car Equipment, High Tension Porcelain Insulators, Third Rail Insulators
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Jnsurance plis

]{d/‘&é S M ennan ervic

Representatives |

Representatives of Marsh & Mcl.ennan act as
your confidential insurance advisers. They are
men who have the confidence and the standing
among insurance companies to plead vour case,
whenever they are satisfied that your rates are
not a true measurement of relative fire hazard.

The service which Marsh & McLennan can
render you is consistent with the service your
legal advisers render. Do you place your in-
surance with the same care?

"MARSH & MELENNAN
175 W.Jachkson Blvd: Chicasgo,I1l.

Minneapolis ‘Denver San Francisco Winnipeg
New York : Duluth Seattle Montre
Detfoifld e “Columbus Cleveland London
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Thirty per cent fewer rail
fastenings with Steel Twin
Tie Track. It has bcen
assembled, aligned and sur-
faced for 12 cents a foot.

r

Check Steel Tie construction with
these essentials of good paved track—

not affected by water, temperature vari-
ations or rot.

A ____The efficient design
Bearlﬂg of Steel Twin Ties
provides 156 square inches of effective
bearing per track foot at the lowest cost
per unit of bearing — and, where it fs

Steel Tie Track

most needed, 468 sq. in. of bearing under
each joint.

Permanent Materials

— In Steel Twin Tie construction, the
tie structure embeddsd in concrete 1is

ECO”O my minimizes excava-

tion, concrete and track labor. Tt costs
no more than wood ties in rock ballast
and its longer life increases the cost per
track-foot per year,

For estimating get the 1922 prices at your
delivery point.

THE INTERNATIONAL STEEL TIE CO.,, CLEVELAND

Steel TwinTie Track
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' TIE SERVICI

'\
=S il D L

—

(Recent photograph shesciwg cressoted pinme ties supplied by this company
in track, Nesc Orleans Street Ry. sizce 1899)

International Creosoted Ties still in t
after twenty-three years’ continuous servic
and good for many years more.

Quick shipments from seasoned ties in stock

CREOSOTED

POLES PILING TIES TIMBERS

INTERNATIONAL CREOSOTING axp CONSTRU

General Office: Galveston, Texas
Plants—Texarkana—Beaumont—Galveston, Texas
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SafetviE;
Lighting (B Guires

Announcing a new Safety Fixture for
cars where headroom is restricted
(illustrated at right)

The flexibility of metal fiogers pro-

vides for expansion and contraction P

of the reflector, and also cushions the

glass against any severe jolt of the ¥

car. Notwithstanding this flexible grip, .

it is impossible for the reflector to fall ﬂ
w—

| .

or rattle in the holder.

The use of Safety Car Lighting Fixtures in yvour cars will elimi-
nate broken glassware and decrease installation and lamp renewal
costs, These fixtures when used in combination with proper
reflectors and Mazda lamps reduce the number of lighting units
required to properly illuminate the car. Thus a saving in current

{EYSTONE

lar Specialties

Air Sanders
Air Valves
| Golden Glow Headlights
lluminated Destination Signs
Steel Gear Cases
Safety Car Lighting Fixtures
Motormen’s Seats
Faraday Car Signals
Trolley Catchers
Shelby Trolley Poles
Samson Cordage
International Fare Registers
Fare Register Fittings
Cord Connectors
Rotary Gongs
Standard Trolley Harps
| Standard Trolley Wheels
~ Automatic Door Signals
i Trailer Connectors

consumption over bare lamps is also effected. And they enhance
the interior attractiveness of your cars, and your passengers are
afforded greater eye comfort.

Safety fixtures fit all types of cars. being made in straight pend-
ant form with round or square bases (illustrated); in angle
base pendant form and in bracket form. Made in various sizes
to use with standard 23, 36, 46. 56, 72 and 94 watt Mazda series

lamps. .

ELEcTRIC SERVICE SUuPPLIES CoO.

Manuafacturer of Railwoy Material ond Electrical Supplies
PHILADELPHIA NEW YORK CHICAGO
17th and Cambria Streets 50 Church Street Monadnock Bldg.
Broench Offices: Boston, Scranton, Pittsburgh
Canedion Distribulors:

Lyman Tube & Supply Co., Ltd., Montreal, Torooto, Winnepeg, Vancouver

FonE— - -
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Modernize! ! Pneumatize

That “flying-leap” passenger!

You can’t get rid of him.
Nor do you want to!

Because his objects are truly worthy ones—namely—to save a
few seconds time for himself and deliver to you an extra fare!

But—you can make your car safe for him—so safe that there
will be no possibility of trapping him in doors or steps.

—and at the same time you can do this without putting any
burden of watchfulness upon your conductor or in any way
distracting his attention from the main issue of getting all
the fares—when you equip your cars with the

National Pneumatic “Rushour” Line

Door and Step Control Door and Step Operating Mechanisms
Motorman’s Signal Lights Safety Interlocking Door Control
Muliiple Unit Door Control

In such cars, the entire control of
doors and steps and go ahead sig-
nals are vested in the mere turn of
a lever-handle or the pressing of
a button. From the lone “flying-
leaper” to the massed formation of

the rush-hour you can eliminate
accidents and secure the utmost in
revenue, on cars that are modern-
ized — pneumatized. Think it
over.

Manufactured in Canada by National Pneumatic Company, Inc.
Dominion Wheel & Foundries, Ltd.
Toronto, Ont. 50 Church St., New York Edison Bldg., Chicago
Works; Rahway, N. J.
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Bates Pole Lines Earn Good Will

Offset agitation for the removal of pole lines from streets
by installing Bates Expanded Steel Poles.

Demands by citizens that heavily
loaded pole lines be removed from the
streets are becoming more frequent.
The pole lines are visible evidence of
the utility company, and unsightly
lines are a shining mark for the indig-
nant citizen and his alderman.

In one large city demands for the re-
moval of wood pole lines have been met
by the installation of trim, sightly Bates
Steel Poles. These Poles are set for
greater spans, cost the utility less,
please the citizens, and avoid in this
case the expense of underground cables.

This particular utility is installing
Bates Poles wherever replacement is
needed from time to time—fore-stall-
ing complaint and saving money. Many
of these lines carry ornamental lighting
and transmission lines as well as trolley
spans and feeders. This practice of
replacement pole by pole as the occa-
sion requires will soon result in a com-
plete steel line with all its advantages,
and at less expense than if wood poles
were used.

Ask us for prices on Bates Poles and
data on their life and strength.

The Bates Steel Pole Treatise will be sent on request.

v ”—-_JJ .
EJ alesEandeﬁteel russ (8,

208 So. La Salle St., Chicago, Ill.
District Offices in all Principal Cities

ONE PIECE

SB[ TS

" STEEL 1

13



14 ELECTRIC RAILWAY JOURNAL April 29, 1922

RICAN COPPER PRODUCTS
4™ CORPORATION
200 BROADWAY NEWYORK
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HILE professional theorists and agitators are
still arguing over the best means for starting a
big building movement, builders themselves are
rushing into the greatest wave of construction ever
witnessed in this country.

“Projects announced and started in the metropolitan
district are breaking all records for volume and cost.
They are running above $20,000,000 a week. The
rest of the country is reporting a similar condition.”

The above statement, made by a publication of un-
questioned authority, would seem to indicate that
electric railways are facing tremendous demands for
service. More building means more travel and this
means a logical increase of equlpment on a profitable
basis.

Every need for trolley wire—round or shaped—can
be supplied at once from our mills at Bayway, N. J.,
with a specialized understanding of the problems and '
requirements of public service corporations, and with Ay
economy as well as speed in delivery. '

'
If you are in the market for @ strong, tough trolley wire, “‘é
uniform in size, of known conductivity, and right as :
to price, we strongly urge you not to place your order
without sending us an inquiry. And this applies to ,
all your wire needs, whether they be for bare or Alr
weatherproof.

L . COPPER PRODUCTS

_— Round Bare Wire Slow-burning Wire and Strand
; e - Bar;, Str}?/nd s gm Bars 9
e A Trolley Wire—Round an ape. opper in Rolls
BRASS AND BRONZE PRODUCTS Flat and Square Bare Wire Rolled Rods
55 and Bronze Sheets Brass and Bronze Round Wire Tinned Wire and Strand Drawn Rods— Round, Square and
Brass and Bronze Flat and Square Wire Weatherproof Wire and Strand Rectangular

LRICAN COPPER PRODUCTS

CORPORATION
200 BROADWAY NEWYORK
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ourselves—

Electric Railwa;
New Yo

u Streel Bailwal

%Yr‘i //)M/‘QZ‘Z/—
N. H-

BERLIN.

Journal >
RailweY
yric v

lec 1iway
E 8 5

L1 it
e, o lecirie 2o5)
srticles

s h on pporte, 8l
Gentlemen-YO“r; of U s%%ge are Lhe

In L0® an 8
11t up
sournal Pe¥yatnt 29 °
zit‘\a\a 1 wanb-

Always—
electric railway men read
Electric Railway Journal
text and ads

L2520 § 1 AY Jouaxatl

uT he approaching question.:
“What shall I do with this trac

Reduced from double page spread
in Electric Railway Journal.
Good ads produce results.

Feorvury 4. 1922 February 4, 1922 ELEcralic Ratiway Jovanat

1 have 1t!

I'll use those Dayton Resilient Joint Boost-
ers. They allow the use of concrete under
the Booster, and provide for a shock absorber tn
the Booster itself, which saves the concrete from
breaking up under the hammer blows: more-
over, they can be installed without any interrup-
tion to traffic. The price of $450 for a
“Booster” is a mere nothing because the chief
expense of repairing a bad joint is the tearing
out of the old paving and replacing it, whereas
if I add the Booster to the job I can forget about
the repairs for several years. The old saying,

‘The maintenance on this 1rack by using shims rent, H L could find a cure for this enndition

bas beca enormous and iy only short lived at ot 100 great a cost, I believe | could post- “Opportunity only knocks at your door once is.
“The rails appear to be good, but the joines i b " " I will ‘thesaidiharl sed

v balicad loniticn dnahii s thstire Tam: pone rehuilding :h_.. mc.k for s or seven true," so I will ot Tet it be said chat I passed up
meriog over them iy ruinous 1o the rolling  years, and By that time this Company may be an opportunity, but will order the Joint Boosters.

stock, not to say a word about the lost cur- in better Anancial condition.
y 1 ncial ition 4t once,

e ]
DAYTON i i

JOINT BOOSTER e cnnetil b
ORAES  ———

'3
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Riding on Oil

How many realize that in all railroad travel, either steam or electric, we are
literally riding on a film of oil—a thin spread film composed of tiny globules that
act as roller bearings between the sliding surfaces of metal.

The life or durability of oil film 1s proportionate to the vitalit; of the tiny
globules that build it—their guality. And this is dependent upon their origin—
the basic crudes which forms them.

Galena Oils possess not only the natural body and stamina peculiar to highest
quality in basic constituents, but are still further reinforced and strengthened by
Galena process in compounding. This extra strength means longer life—greater
mileage. It enables them to resist the strains of weight and speed without breaking
down. Their superior ¥body” protects and preserves the bearings. In other
words, they give a lubricating service that has never been equalled by other oils.

“Galena Quality Is Our Bond
and Your Securityl”

| ! | I
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I
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Price basis versus |
performance basis
in the selection of lubricants

|
¥

| EASONS for the use of Tulc as a lubricant
m, for electric railway service embrace both

the price consideration and the perform-
ance consideration.

(By price consideration we do not mean cost
per pound, but cost of lubrication per car mile or
per month, or some similar equitable reckoning.)

If the lubricant used enables the car or machine
to develop a high degree of efficiency with least
expense for power; at the same time reducing de-
preciation to a minimum; reducing labor and
maintenance attention;—and if this lubricant does
all this in the way of performance on a quantity
one-third to one-half that formerly required, there
you have both cost and performance consideration
in 1ts favor.

With Tulc, this true lubrication economy is

] L0 TP T
Overall Specialists a5SHEE.

The service men who work with you . .
on your lubrul:]atm_g prol‘)_:llst;ns are not Proven records on many electric railways show
“experts on theories.” ey put oun 1 1 i-
overslls and get right down 10 bras thatlTlll)lC nlc;t only éeduce§ costdofhlubélcatlorfu di
tacks—pack your cars—show you how rect ut that i1t ends repairs and shut-downs from
and why Tulc should be used. They fail ) f lubri t I()i i lab d
get resultg—real money-saving re- auure o ubricant, an saves tlme’ SROT, Sl
;ultz—?}:lm.es outhof a hundred. The overhead expense,
undredth time there ‘is no charge
for th ice. 2 H 1
s scrvice A trial on your property will be arranged if

you will write us.

The Universal Lubricating Co.

Offices: Schofield Bldg. Works: Sweeney Ave.
Cleveland, Ohio

— scientifically and ‘
accurately compounded to
reduce lubricating costs



E
1)
Il

[
%ﬂl 29, 1922 - ELECTRIC RAILWAY JOURNAL 19

DB-166 Cantactor GE-69-C Railway Matar ) Type C Master Controller

Railway officials who attended the Mid-Winter
a Convention of the A. E. R. A. at Indianapolis were
ff favorably impressed with the electric train exhibited
by the Illinois Traction System.

This train, which represents some of the best develop-
ments in electric traction, is hauled by a locomotive
equipped with GE-69 motors and G-E type M
control.

This and other .locomotives similarly equipped have
been in service for many years and have operated
with a minimum of electrical or mechanical failures.

General@Electric

General Office C : ‘Sales Offices in
Schenectady, N.Y. O m p a n y all large cities _
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Remote-controlled Line Breakers Protect

Confrol Switchand Fuse

Ground Connection
on first posttion only

Rafchet Switch

To Motors
and Resistors

Line Breaker under the Car
Consists of Overload Relay and Confactor
with powerfhl magnetlc Blowout

When the motorman ‘‘notches up” or
“shuts off’”’, a drum controller arcs
excessively. It’s because the controller
is opening and closing the motor
circuit, although designed primarily
for adjusting speeds. G-E line break-
ers are designed to break the heavy
currents ‘and protect the motors from
improper acceleration.

On the first point of the controller, a
ratchet switch closes the motor circuit
through the line breaker. The least
backward motion of the controller

{:«“&

General Office
Schenectady, NY.

and Save Your Equipment

Under the Car
Out of the Way

handle opens the ratchet switch and,
in turn, the line breaker contacts.
Then the circuit can be closed again
only by starting from the ‘“off”
position.

G-E line breaker equipment replaces
the hand-operated breaker and puts
the flash and noise under the car. It
cuts controller maintenance costs,
especially for companies with over-
loaded conditions.

Let the nearest G-E Sales Office ex-
plain further.

Sales Offices in

all large cities  wa
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Number 17

upreme Court Decides
~ Galveston Rate Case

E decision of the United States Supreme Court in
the Galveston case, rendered April 10, differs in a
umber of important respects from those in other rate
es. The city was willing to permit an 8 per cent
rn and the experts on both sides were agreed as to
e cost of reproduction of the property on a historical
asis and the amount of gross revenue and operating
enses. The main differences between the city and
e company arose over various items in development
st, allowances for depreciation, maintenance and
es, and the future trend of prices. The last-named
stion entered because the city maintained that prices
were coming down and the company would soon be able
to earn its 8 per cent, if it was not yet doing so, while
e company wanted something more tangible than long-
eferred hopes. In upholding the decision of the lower
urt, the Supreme Court declared it believed the city
ould probably “give full and fair consideration to a
oposed change in rate if application were now made
to it.” If not, the court intimated that it was prepared
to extend relief.
Some of the' conclusions reached in its decision by
the Supreme Court relating to going value are particu-
rly interesting, especially those relating to the extent
which past losses and brokerage fees should be in-
cluded in valuation. The consideration of the extent to
hich taxes may be deducted from income to determine
what is a fair return will also attract attention.

Next Thursday

Is Electric Railway Day

J AST year a number of electric railway companies
A s celebrated May 4, the thirty-third anniversary of the
completion in 1888 of the Richmond electric road, the
st large electric railway in the world. At least five com-
ies succeeded in resurrecting old horse cars, which
re drawn about the streets of their respective cities
show what progress had been made in street railway
transportation during the previous three decades. In
ree of these cases the car was driven by one of the
rse-car drivers of the early days who was still con-
nected with the company. The report of these celebra-
lions in the issue of this paper for May 21, 1921, showed
that they were witnessed by large crowds of interested
eople. Many of these had probably never seen a horse
r before, and the comparison between this primitive
conveyance and the comfortable and commodious electric
car of modern type which accompanied it in several of
the processions must have been impressive.

Certain other electric railway companies in the cele-
b ations last year offered prizes for the best essays or
historical reviews of the development of the local system.
[n one city the prize was limited to school children.
Many electric railway companies referred to the an-
liversary in their advertisements in the daily papers.

Most of the larger newspapers carried articles and
editorials about the improvements in city transportation
which had been effected during the past three decades.

Occasions and events of this kind are undoubtedly
helpful to electric railway companies. Too many people
take things for granted. They see electric cars running
through the streets, but do not realize the long and
expensive experiments which led up to the nse of the
present style of car, Still fewer probably understand
that the cost of all of these expensive changes had to
be defrayed by the electric railway companies.

For this reason an object lesson of the new and the
old in transit is a good thing, and where the actual cars
typical of the development are shown, it is more im-
pressive than if the idea has to be conveyed by a printed
statement. ‘“Electric Railway Day” can well be cele-
brated each year, not necessarily in the same way, but
in some way, for the benefit of the lesson that it carries.

Cross-Trench Nuisance
Can Be Controlled

HE best possible foundation for a structure such as

an electric railway track is solidly packed natural
soil. Time is an important factor in the compacting
process, and every disturbance interferes with the
solidity of the soil. An electric railway which has a
franchise for a track, even if it does not own the
strip on which the track is built, should therefore have
something to say regarding excavations throngh the
franchise width of street area. Only thus can proper
back-filling and pavement maintenance be assured.

Just how the electric railway’s rights in this direction
shall be safeguarded is a problem for local solution in
each case. But the fundamental principle should be
recognized that once the soil under a piece of track has
been disturbed the track has a very uncertain support
over the disturbed area until the soil is brought back to
its original condition. Unless this is done the track
must bridge the gap from solid soil to solid soil, with
consequent effect on track and pavement. Photographs
are reproduced elsewhere in this issue to illustrate the
situation which actually develops, and an explanation is
given of the way in which the results of these excava-
tions are controlled in Montreal.

In the article referred to, the author outlines in
humorous fashion the operations in an attack upon the
integrity of a track foundation. The story which he
tells will recall to the minds of the readers many
experiences of the same nature if not of the same
degree. The story enforces the logic of the whole mat-
ter, showing how ridiculous it is for a community to
expect a railway to keep in condition its track, and
oftentimes the inclosed and adjacent paving, and for the
community at the same time not to furnish protection
against damage to the track foundation. Followed as
it is by an account of actual success in securing such
protection, the story will do more than cause a smile,
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Anotheererm "Needed
in Valuation Nomenclature

AST week mention was made in these columns of an
interesting byproduct of recent hearings before the
New York Transit Commission, namely, the enrichment
of the electric railway vocabulary by the term “rotating
standee.”” The same series of hearings has also dis-
closed the need for a further addition to the terms used
in railway valuation procedure, or at least this need has
become apparent through conclusions which have been
drawn in public print from some of the testimony pre-
sented to the commission by members of its own staff.

It will be remembered that in the act creating the
present cecmmission it was instructed to make a valua-
tion of the property, other than franchise or going
value, necessarily used in railway service in New York
City. Wisely the commission concluded as a prelimi-
nary to make estimates on several bases, of which four
have been concluded. These were reported in the issue
of this paper of Feb. 25, page 333.

The Valuation Bureau of the commission recom-
mended one of these as the correct measure of present
fair value and termed this one the “actual or estimated
original cost less an amount necessary to restore the
property to first-class operating condition.” We pointed
out then, however, that as defined in the accompanying
report this term was a misnomer and it would probably
be misinterpreted by the public to mean legitimate in-
vestment rather than what the figures actually represent.
That this is so is increasingly evident. In wvaluation
nomenclature legitimate investment has supposedly been
indicated by “historical cost,” a term quite generally
used. Briefly, the “historical cost” is the aggregate of the
sums actually and legitimately expended in producing
the property, and if applied to the physical property it
includes the cost of all experimental work necessarily
conducted to determine the system finally to be used, the
reconstruction costs to produce more modern plant, ete.

The “original cost” valuation of the New York Tran-
sit Commission does not aim to give this figure, at least
for the street surface lines and for the original elevated
railway line. Instead, it represents the expenditure
which would be required to reproduce the property in
its physical condition as of the date of inventory, but
with the cost for the several classes of work and mate-
rial taken not at the prices of today but at those prev-
alent in the year corresponding to the construction, as
nearly as may be estimated.

In the way in which these figures are used they form
a perfectly legitimate basis to show what they intend
to convey. But they are not and cannot be the same
as “historical cost” or “legitimate investment,” any
more than the value of any of the great inventions when
perfected is represented by the worth of the material
used to construct the first successful models and valued
at the time the material was bought. One might as
well base the present value of the real estate on Man-
hattan Island at the twenty-four Dutch dollars paid for
it by the early settlers to the guileless red men.

In the Galveston Electric Company case, reported this
week, the Supreme Court speaks of the estimated cost
of reproduction on the historical basis; that is, what
the property ought to have cost on the basis of prices
prevailing at the time the system and its various units
were constructed.” This is apparently similar to what
the New York Valuation Bureau ascertained; except
that we know that the New York figure does not include
the development costs of changing from system to sys-

.

tem as well as those caused by other obsolescence.
Galveston figure may; it is not clear.

Just how extensive the use of such a term would be*
is another question. It is not difficult to have a concept -
of the reproduction cost of a property at present prices,
because that-represents, at least theoretically, the ex-
pense of building a similar property at the present time.
Nor is it hard to understand what is meant by repro- =
duction cost at 1914 prices, because that would mean -
that the expense of reproduction is reduced to 1914 uni
prices, which some people profess to consider “norm:
at the present time. In the same way, the expressi
“historical cost” or “investment” conveys the defin
meaning of the actual expenditure on the property.

But it is impossible to imagine either an electrie rail-
way property built today at prices of 1880 or 1890, or
one built in 1880 or 1890, which would not have required
some expenditures since that time for experimental de-
velopment. In other words, there is no precedent, eith
in heaven above or in the earth beneath or in the wate:
under the earth, for such a manner of construction.
It is neither like a property built today without experi-
mental cost but at 1922 prices, nor is it like an
property built at the lower prices of two or three
cades ago but with the burden in a new art of havi
been built at a time when the experience and knowledg:
of succeeding years were not available.

The facts here related make it clear how important
it is that the nomenclature of the valuation business b
cleared up—that there be a concise and descriptive
pression for the basis of valuation used in New York,
lest other mistakes be made in the future by con-
tributors to journals of public opinion.

The

Maintenance Costs Should Be Kept
on a Comparable Basis

LL electric railway engineers are fond of making
cost comparisons, and in fact they are quite neces
sary if the economies resulting from attention to detail
in the various classes of work are to be evaluated. Com-
pilation and comparison of costs furnish a powerful in-
centive toward increased efficiency. but in order for
these to be of value they must include the same items.
An example of a variation in practice occurs in the use
of the item of carhouse maintenance. Some rail
include this item in their rolling stock maintenas
costs; others do not. Manifestly this leads to a var
tion that should be faken into consideratien in makin
comparisons.
The problem of keeping a record of the cost and 1
of various wearing parts has received considerable
tention from equipment engineers. A few roads h
reported excellent results from the use of letters or
symbols in the accountants’ ledgers to designate the
several parts of the equipment. The auditor is then i
a position to draw off a statement of the quantity use
and the cost of any particular part without g
trouble. The men responsible for equipment main
nance require such records in order to conduct th
work efficiently and the auditing departments are usu
ready to co-operate as far as they can. By deciding on
a few parts of which individual records are of advan:
tage and then using a system so that these can be ¢
veniently located, accurate cost records can be produ
with considerably less work than by keeping individ
car records in the maintenance department., If diff
ent roads follow the same practice in this particu
their cost figures can readily be compared.
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Controlling Excavations

T N MANY cities and towns of the United States and
§ Canada electric railways suffer from the actions
A of individuals who seem to delight in wrecking their
dbed by digging holes and excavations in the right-
.-way, varying in depth from 1 ft. to 30 ft., of various
ths, and of shapes geometrically indescribable.

For many years the Montreal Tramways had difficulty
| collecting the cost of repairs made to tracks rendered
essary by openings and cuts of all kinds and dimen-
s made by the city of Montreal road, sewer and
ater works departments, by utility companies, by con-
actors and by private individuals. Many such open-
ings were made. within a few hours, and often late at
ht. While the company’s inspectors were surveying
s in one part of the city, a contractor’s forces would
e penetrating the right-of-way in another part, and
he opening would be refilled before the inspectors could
h the location and obtain the necessary information.
Liability for payment was denied in a large per-
tage of cases by the parties responsible for the
excavations in the first instance, and prolonged con-
troversies arose between the city departments and
‘contractors as to the responsibility for the damage.

" TRACK SUFFERS FROM E CAVATING BY IRRESPONSIBLE
PERSONS

According to the city regulations, a contractor or
individual, wishing to make a drain pipe connection
a sewer, applied to the city permit department for
itten authority to open up the pavement in the road-
The procedure was somewhat as follows: John
& Company, house builders and apartment-house
ectors, find that they must reach the city sewer in
er properly to drain the building under construction.
he sewer is located in the middle of the street, directly
eneath the devil strip of the tramways’ tracks. A call
s sent out for expert representatives of the hole-dig-
g fraternity, who have specialized for many years
in the business of track wrecking. The services of
Messrs. Hammeri & Bango are obtained. A form of
ontract is drawn up, in which it is stipulated that for
e lump sum mentioned therein, Hammeri & Bango
gree to deposit with the city of Montreal funds to cover
cost of disturbing the city paving in the vehicular
dway, and to accept all responsibility therefor. But
1 so far as the paving area within the boundaries of the
ramways’ tracks is concerned, no questions are asked.

THE JoB UNDER WAY

The excavation is started at the sidewalk curb. When
2 contractors reach the brow, or a point 18 in. from
outside rail, which is the boundary between the
npany’s right-of-way and the vehicular roadway, the
avation is sloped at an angle of 45 deg. and a tunnel
is commenced. A few‘ cubic feet of concrete slab -
foundation is knocked off by way of testing its strength.

~An underground telephone line is encountered, and

Through Right-of-Way

Montreal (Quebec) Tramways Has Worked Successful Plan of Co-operation with City Under Which
Railway Sanctions Digging Operations Affecting Its Track and Is Compensated for
Expense Connected Therewith—Plan Has Been in Use for Nineteen Months

0y

By R. B. GENEST
Chief Clerk Engineering Department, Montreal Tramways

unfortunately a pick point penetrates a conduit. A few
feet lower down a water main appears. There seems to
be a leaky joint, as the substratum is quite heavy with
moisture, and a small stream of water is running down
the pipe. However, that is not the affair of Hammeri &
Bango.

Excavation is now down 17 ft. The sewer (so the
excavators were informed) is 20 ft. below the surface.
Street cars roll by overhead; an occasional motor truck
bumps across the rails. The sides of the excavation
show signs of a cave-in. The diggers decide to go
through the surface between the rails in one track and

THE Four TYPES OF EXCAVATION SPECIFIED IN THE
MONTREAL AOREEMENT

in the devil strip. The paving block is pried up, the sand
cushion is swept aside, and the concrete ballast is ham-
mered loose with drills and sledges. A tie rod is in the
way, but this can be easily bent to one side with a
hammer blow and knocked back into position by the
same method, damaged a little but still there.

The concrete slab is a little more difficult, but longer
and sharper drills are used and the foundation is soon
removed. A little more digging and pounding with
bars, and the roof of the tunnmel falls in; the worst is
over. The roadbed is now well broken up, and 7 ft. or
8 ft. of skeleton track is exposed to view, the rails
acting as steel stringers and the ties held to the rail by
the spikes. A few lengths of 2-in. plank are inserted
vertically against the sides of the excavation, blocked
here and there with horizontal braces and forming a
rough cofferdam. The danger of a cave-in is now
eliminated, and the contractors descend into the hole
and remove the balance of the loose material, reach the
sewer, lay their pipe and make the connection. The
excavated material is then loosely back-filled, and the
broken-up paving block set on the surface. The job is
completed according to tradition. Messrs. Hammeri &
Bango hie themselves to the offices of John Doe & Com-
pany, collect their money and are ready to tackle the
next wrecking job.
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TYPICAL CLASS "A" OPENINGS THROUGH
No. 2—Rails suspended in midair.

No. 1—He left the paving base, anyway.

Next morning the telephone company experiences
line trouble in the. immediate vicinity in which the
wreckers were busy. Diagrams indicate the presence
of a conduit in exactly the same location where the
drain-connecting contractors were working. The loosely
back-filled material is removed, the broken conduit is
discovered and repaired and a bill is forwarded to the
tramways company. A few days later a digging.squad
from the gas company appears, to lay a sewer service
for the new building and make connections to the gas
main, located across the street. The same hole is used,
but it is necessary to undermine the remaining track
by tunneling in order to reach the main. The now
well-loosened excavated material is again thrown back
into the hole and the surface is lightly tamped. Both
tracks and the devil strip have been broken up and
undermined.

About ten days later water begins to spout up
through the surface here and there, and a small lake
forms. A battalion from the city water works depart-
ment arrives, accompanied by foreman and sub-foreman,
and bringing pumps, jacks, block and tackle and truck-
loads of sundry material. A citizen who lives in the
immediate vicinity regards the operations with dis-
approval, not knowing whether the workers are em-
ployed by the tramways company or the city. The
workers seem to be making several holes right between
the tracks, and they are also opening up where a hole
has already been made. Why, in the name of common
sense, the tramways company cannot leave well enough
alone is beyond his understanding. It is not a month
since the company disturbed the whole district putting
down a brand new track and foundation. Inquiry dis-

closes that the city is trying to locate a break in the
water main. The break is finally located in the original
excavation made by the drain-connecting experts. In

EXAMPLES OF CLASS “B” OPENINGS THROUGH RIGHT-OF-WAY

No. 4—Combination of “A" and “B"” openlng, concrete slab and ballast being completely knocked away on outer edge, exposing
No. 6-——WIIl this trench be properly back-filled?

No. 5—A typlcal case in this class.

RIGHT-OF-WAY IN MONTREAL
No. 3—Work of demolition begins,

the course of a week or so the pipe is made waterti
all holes are refilled and the track is left to settle
sink unmolested.

In the meantime the tramways’ excavation inspe
has been carefully viewing all operations, taking n
and measurements, and record of dates, names
addresses of all concerned, and further increasing
value of his information by several photographs.

MAKING GOOD THE DAMAGE

Finally the tramways’ division roadmaster deci
to repair the damage done to the track, as there appea
to be no danger of further hole digging. A surve:
the damaged roadway shows that six different exe
tions are located in a stretch of 60 ft. The condit:
found are: Broken-up paving surface, broken
cupped joints, loose bolts and spikes, bent tie ro
sagged and twisted rail, shortened and cut-off ties, :
ballast and foundations reduced to mud. A birdsey
view of the track taken from the sidewalk sho
series of short vertical curves, resembling in app
ance the general contour of a scenic railway.

The soggy mass now comprising the back-filled m:
rial is removed. The sides of the excavation
trimmed and the holes are filled with wet sand, p:
and hard tamped. A new concrete slab is laid, j
are repaired, track is relined, concrete ballast is fi
in, track is surfaced and new granite paving blo
reset and grouted. The roadbed is again in opera
condition.

A careful record of the cost of rehabilitating
track is made out by a construction timekeeper
ing labor and material in detail. The question
arises as to whom the bills should be sent, and,
is to be divided among the four parties come
the wrecking job, what proportion of the bill sl
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ch party pay? Finally the account is forwarded to
tramways’ accounting office for distribution and
emendous amount of correspondence accumulates,
ving the engineering, claims, accounting and legal
rtments, and also the utility companies, the con-
tors and the city departments.

1920 two Belgian roadbed wreckers undertook
ig a hole in a single track, which had to be repaired
the company immediately, as the track showed signs
depression shortly after the excavation was filled in.
cost of repairs in this instance amounted to $155.
Belgians, however, disappeared and the city author-
denied all responsibility for the bill.

CO-OPERATION REPLACES CHAOS

ccording to the operating contract between the
v of Montreal and the Montreal Tramways, the com-
ny is responsible for the maintenance of the paving
face in the track area but, at the same time, the
pany has no right or authority to prevent any one
breaking up the paving area.

r many years the Montreal Tramways desired to
ing about the institution of regulations to overcome
many difficulties. After several conferences with
e city authorities and the Montreal Tramways Com-
ion an agreement was finally drawn up. It was put
to force on Sept. 13, 1920, Thus the company suc-
eded in obtaining some protection. The agreement is
follows: -

. . . Before the city of Montreal will issue a permit
a corporation or contractor to make openings for the
rposes of installing pipes or sewer connections, etc., in

treets on which there are car tracks, and where it is
ary to go under the car tracks to reach utilities,

of Montreal will require the applicant to show re-
rom the Montreal Tramways Company, indicating
such applicant has made a deposit to the company

No. 10—This kind of work requires a large deposit. N
done. N

SOME DEVIL-STRIP, OR CLASS “C" OPENINGS

No. 7—This one wiii not disturb the track, No. 8—An operation which will require carefui back-filling.
No. 9—Close work in this devil strip. & ",L - &

covering its expense to make any repairs to the track and
roadbed, made necessary on account of the operations of the
corporation or contractor. The schedule of prices for doing
this work and for the various types of openings shown on
blueprint of our drawing No. 586 J.B. will be as follows:
Type “A,” $60; Type “B,” $100; Type “C,” $100; Type “D,”
$155. It being understood that after such deposit is made
the Montreal Tramways Company will assume all lia-
bility for damage to its property; the applicant, corpora-
tion or contractor will, however, temporarily back-fill the
opening to make it safe for the passage of the vehicular
and pedestrian traffic in the streets. It is further under-
stood that no rebate will be given fo the applicant, corpora-
tion or contractor, in the event that the cost is less for re-
pairing the damage to such excavations than as stated
ahove, as it is understood that the prices quoted will about
even up at the end of the year. The standard form of re-
ceipt will be given applicants for permits, which can be
exhibited to your permit clerk, at the time of issuing city
permit. The company reserves the right to increase or de-
crease the figures given as conditions may warrant.

This agreement has now been in force approximately
one year and seven months, and, outside of a certain
amount of difficulty experienced during the first six
weeks or two months of its enactment, has proved satis-
factory. During the preliminary stages a certain
amount of tact was required in dealing with applicants
for permits because they were not inclined to look with
favor upon such a revolutionary change in the routine.
Sporadic attempts were made to evade the regulations
but, by exercise of care to detect infringement of the
ordinance, the company was able to reduce the num-
ber of deposit evaders to a minimum. Instructions
were issued to roadmasters, section foremen, and con-
struction timekeepers to notify the head office imme-
diately on discovery that an opening is being made in
the company’s right-of-way. This information is given
to the excavation inspectors, who, between their rounds,
report at stated hours to the head office and are, there-
fore, in constant communication with the construction

MISCELLANEOUS EXCAVATIONS KNOWN AS CLASS “D"
0. 11—The shoring here shows that troubies wiii rcsuit if carefui work is not
No. 12—This man trusts the concreting done by the raiiway.
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forces. Also, the local police have instructions to pre-
vent penetration of the track area by any one unable
to show a company permit.

HEere Is How THE AGREEMENT WORKS

Now, if a corporation or individual desires to make
an excavation or opening through the right-of-way of
the Montreal Tramways he applies to the city of
Montreal permit department for a written authoriza-
tion to open the city streets. He must explain satis-
factorily the purpose of the opening. The ecity

request from the engineering department (Fo
which is made out in duplicate, a carbon cop;
in the engineering department. The appli
proceeds to the accounting office, where a di
made according to the classification mentioned
E-54, and he is given two copies of Form A.l
then in possession of the necessary authority to
a permit from the city of Montreal. The com
immediately forwards two carbon copies of F
to the engineering department, one of which is
and attached to the file. The other is forwarde

B ave T Form &1 B Bs Y

MONTREAL TRAMWAYS COMPANY
ENGINEEAING ORFARTMENT

Report of Exca\;ation Repaired

MONTREAL TRAMWAYS COMPANY
ENGINELRING DEPARTMENT
e e

Report of Excavation

xn
Porm a1

MONTREAL TRAMWAYS COMPANY
COMPTROLLER'S OFFICE I

N AL, S Sy Ne. 4711~ 192 MONTREAL,
Whers Repaired Whers Opened To Tha lm-cuo: of Publie VWarks,
wear. Permit Depariment
Af
it - City Hall, Montresl.
Made by. Por what purpose
Poremas Hr. ot I Daar Sir:i-
Labor - = 1 By whom
Labor LI l Address...
Watehl L) Owper of Property. Addrese
Yeaming " Address hae depoaited with this pany, $.
Material Foreman
aecd Netice I (I to raisbursa oa for rapaira to tracks and pavi
Pavement Rem'd Slae t{on shieh :;.,
g n_“"‘“"’"""’" e - sake under aar trecks and paring for ths parpose
| F
1 Tuunel under s-of-w-Bjse...
outside r-of-w and Bored through at
Negutise & g Wepal o vy e ol Tha applicant sgrsas to tesporarily bagk f£i11
Foreman Hr. at ¥ at ation to maka it safo for tha passage of veohia
dabor I Labar. e padestrian trsffio in tha strests.
Teast “ ow . e .
Materlal Matesisl
MONTREAL TRAMWAYS COMPANT,
Work Done Work Dose
] Remarks: SIGNED Compt
i i Appligsnt.

MONTREAL TRAMWAYS COMPANY
ENGINEEAING DEPARTMENT

VoA e Ly e e N? 217 A STREET OPENING PERMIT REQUEST
) (ComcaaT)  (Barsaer) I 2 2 L Comencre)  MaskasT) hnte,
; f s L ol B
4 Lo 7 @) (] -
: . Col i s )
o1 e
o Y e
£ LN L] 3 7
" ) ) .
7] 10 )
i 1 1 ‘,J,L“
1 12 12 T
Section Loonime{ BT 5 SacTion Loowme [ o™ : £ “;';‘-‘“""\'1"“ :
! . and youn wilh plense peqriont n dopait Bfouuocareincasemennes e esaianas .
X = Yours tely.
Fororrasn. Puremen,

FORMS USED IN CONNECTION WITH EXCAVATION UNDER TRACK IN MONTREAL

At left—Form E-18, which tells the story of the job. Top, right—Form A-1, used in notifying eity
Bottom, right—The originating document, E-34.

of pavement opening authorizatlon.

departments have drawings showing all streets upon
which the Montreal Tramways’ lines are operated, and
they also know the location of the sewers and water
mains. If the applicant plans to penetrate the com-
pany’s right-of-way, the city withholds the permit until
the tramways, in writing, sanctions the application,
which is done only when a deposit has been made under
the classification indicated on a reduction of the draw-
ing Ne. 586 J. B. reproduced on page 703, and accord-
ing to the classification as shown in the agreement
above mentioned. The applicant obtains the permit

excavation inspector, who then knows that
or individuals opening up the street have
necessary sum of money to cover the cost of
to be made.

Next, the excavation inspector, having in hi
sion a copy each of Forms E-54 and A.1., proc
loeation mentioned as soon as convenient
Form E-18, retaining a carbon copy and forw
original to the engineering department he:
Copies of all three forms are then clipped to
placed in an envelope or folder bearing the
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jicated on Form E-18 and filed in rotation of num-
All excavations or street openings are referred
y the number indicated on the inspector’s reports.
addition to other records photographs furnish irre-
ble evidence in litigation in connection with the pay-
t of a repair bill for a street opening. On the
ontreal Tramways photographs are made of ail open-
s through the right-of-way, the photographer work-
r in co-operation with the excavation inspector. On
a back of each photographic print are noted the num-
of the excavation appearing on the inspector’s
rt, the date, the location, and the inspector’s and
otographer’s signatures. These men, if called into
to give evidence, are then in a position to supply
rmation of value.

ypical photographs are reproduced to show the dif-
rent types of opening, as indicated in the captions.

SCHEDULE OF CHARGES PROVES EQUITABLE

As a check on the fairness of the amounts stipulated
| the agreement, forty-five different excavation records
| were picked at random from the file cases and compared.

|

'DEPRESSION OCCURRING IN PAVING SURFACE AS A RESULT OF
TUNNELING UNDER ROADBED

he difference between the actual cost of repair work
the sum of money deposited by applicants was
d to amount to but $10 on the average.

‘In some instances it has been necessary to make
xceptions from the schedule, for instance, in a case
here the same opening might be used by two different
ity departments, or where a Class “A” opening has
een extended to a Class “B” opening, or where the

uld not then be reasonable to exact the full payment

ing to the agreement. The exceptions, however,

not caused any great difficulty, and, generally

ing, the operation of this agreement has been a
SS.

Technologic Papers of Bureau of
Standards to Be Indexed

EGINNING with No. 203, the pages of the Techno-
logic Papers of the United States Bureau of Stand-
s will be consecutively numbered to facilitate binding
umes. Papers in the series will be paged consecu
ly until 750 pages are reached. The title page and
ex (issued separately) will be transmitted with the
technologic paper of each volume to subscribers who
eive the complete series.

A descriptive list of all Bureau of Standards publica-
jons issued since the establishment of the bureau has

pplication to the Bureau of Standards, Department of
Commerce, Washington, D. C.

amways was about to renew its track foundations. It -

n issued. This “Circular No. 24” may be had free on -

New York State Railways
Organized for Safety

Superimposed on a Continnous Accident-Reduction Campaign
Covering Several Years, a Special Organization Made
Effective This Year Is Already Producing
Remarkable Results

By A. W. KOEHLER
Director of Safety, New York State Rallways, Rochester, N. Y.

ELIEVING that through organized accident preven-

tion the burden imposed upon the company by need-
less accidents might be considerably lightened, the New
York State Railways on Jan. 1, 1922, created an accident
prevention department. The efforts of this department
are being guided by a program which has been designed
to embrace in its ramifications all of those features
which have proved successful in the elimination of pre-
ventable accidents in industry.

The underlying conviction in this work has been that,
to be successful, any movement which has for its pur-
pose the reduction of accidents must be a co-operative
one; motorist, pedestrian and trainmen must each sub-
ordinate his own immediate convenience and desire to
the best interests and safety of the public. In addition
to being co-operative, it must be continuous and follow
some well-conceived plan as opposed to spasmodic or
sporadic campaigns, characterized by hysterical display
or propaganda of doubtful value.

Although in operation only a few months, the pre-
ventive measures employed by the State Railways
already give promise of satisfactory results. Accidents
from all recorded sources show a perceptible decrease.
It may be fair to assume that this decrease is not due
entirely to a favorable combination of events, but has
resulted at least in a measure from methods adopted
toward that end.

The creation of an accident prevention department by
this company does not mark its entry into a new field.
R. E. McDougall, formerly claim agent of the company
and now general manager of the New York & Harlem
Traction Lines, New York City, while in Rochester
devoted a considerable portion of his time to safety.
He stimulated an interest in accident prevention on the
part of employees of the company through friendly com-
petition. A silver loving cup offered to the station
having fewest accidents during a given period was
spiritedly contested for, and its possession was a matter
of pride to the winner.

The results that attended these earlier efforts and the
growing conviction on the part of officials of the com-
pany that accident prevention might further benefit the
company and the community led to the formation of
this new department which is devoting its entire energy
to the work of safety.

FIGURES SHOWING REDUCTIONS IN ACCIDENTS
OoF VARIOUS KINDS

A comparison of accident records for the month of
February with those of January of this year, as well as
with February of last year, shows a reduction that is
not confined to any one class of accidents but is evident
in every recorded classification. The reduction over
February, 1921, is 11.3 per cent, and over January of
this year is 24 per cent. Comparing the records of
January and February of this year, we have the follow-
ing classifications and their corresponding reductions:
Collisions with motor vehicles, 28 per cent; collisions
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other than motor, 20 per cent; collisions with pedestrians,
621 per cent; collisions with cars, 7.69 per cent; derail-
ments, 35.48 per cent; employees injured, 57.14 per cent;
alighting from cars, 7.14 per cent; boarding cars, 27.87
per cent; injured on cars, 8.51 per cent; damage to com-
pany’s property, 22.76 per cent; miscellaneous, 13.33 per
cent.

These results have been secured because eight to
nine hundred men are alert and keenly cbservant of con-
ditions or practices that make for accidents. Each day’s
reports bring to the accident prevention department a
fund of information that makes it possible to deal in-
telligently with the accident situation.

THE TRAINMEN'S TRAFFIC REPORT

Records of violations of traffic ordinances on the
part of motorists are most numerous. Of these the most
frequent is the pass-
ing of a standing
street car while the
latter is taking on or
discharging passen-
gers. Since the ad-
vent of the “train-
men’s traffic report,”
a sample of which is
reproduced, viola-
tions of this sort
have shown a marked
decrease. “Stunts”
by boys, such as
stealing rides, hang-
ing onto the sides of
cars while riding bi-
cycles, riding on the

romM s

New York State Railways

Safety Department

Trainmen’s Traffic Report

Reported by o . 3
Metorman No. /\’ 6‘6 ST e oo

ductor No.../ IS, SN
o Coidial ()"MA /{ fender and similar
Car No.... & 7 i dangerous practices,

have also been re-
ported and steps have
been taken to dis-
courage such acts of
recklessness. In this
work the schools are
co-operating to a commendable degree. Motormen and
conductors, inspectors, division superintendents and all
of the various departments are co-operating to achieve
the greatest possible reduction of accidents.

Safety committees have been appointed and are
functioning in excellent fashion.

Points of contact are being established with all of the
various agencies which might be instrumental in con-
tributing to the success of the efforts as a whole. Of
these, favorable meution is due the police department,
whose active co-operation is a large factor in eliminat-
ing the hazard created by the reckless motorist, who
passes at a greater speed than is compatible with safety
a car which has stopped to discharge and take on pas-
sengers, or who otherwise endangers the lives of street
car patrons.

The medium through which the information concern-
ing the violation just mentioned is conveyed to the
police is the trainmen’s traffic report, already mentioned.
Motormen and conductors are supplied with blank forms
for these reports and on them notify the accident pre-
vention department of any hazardous conditions or prac-
tices observed by them while operating cars over their
different routes.

Another feature, the efficacy of which is making itself

Car Golag ...

Vee Other Side for Additieael leformetion

A SimPLE FerM OF REPORT WHICH IS
ACCOMPLISHING MUCH IN ROCHESTER

violated a traffic ordinance. This letter advises
owner of the particular offense of which his driver
been guilty, the possible consequences are called tg
mind and his co-operation to prevent a recurre
sought. In every instance the reply to such a lette;
brought assurance of the desire of the recipient t
operate with us and his thanks for apprising
dangerous practices indulged in by his drivers
formation regarding such practices is conveyed
accident prevention ‘department, also through
medium of the trainmen’s traffic report.
Safety messages to the car riding public ¥
carried each week on cards in the car. These cards
bear the heading “Trolley Flashes” and will co
different message each week. In addition, from
to forty thousand employees of industry will be ri
through safety talks at their respective plants
articles published in the house organs of their
ployers.
The schools too are co-operating actively by provid
opportunity for safety talks to the pupils. These
emphasize the ways in which school children can do
parts in assisting in our accident prevention m
From time to time the newspapers will be
articles dealing with the progress of our efforts,
the subject will be kept constantly before the pul
Through these sources, and such other aven
approach as may be opened to us, “Safety” 5
brought to every man, woman and child in the
munity, and thus, in due time, marked reducti
accidents are inevitable.

Large Layout of Chrome Nickel Ste
Special Trackwork

HE Milwaukee (Wis.) Electric Railway &

Company is installing its first general layou
special trackwork made of chrome nickel steel ha
originated the idea of the use of this metal in
tion with steam road crossings in 1920. The :
ticulars about this type of special trackwork we!’g
lished in ELECTRIC RAILWAY JOURNAL, Vol. 55, pag:

NickEL CHROME STEEL LAYOUT GOING IN AT EAST WA
MICHIGAN STREETS, MILWAUKEE

The Philadelphia Rapid Transit Company and
two other street railway companies have since in
a number of chrome nickel steel layouts. Most of
and the one pictured herewith were manufactu
the Lorain Steel Company.
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E Birmingham Railway, Light & Power Com-
ny has been in the hands of a receiver since
n. 23, 1919, but the property has been well
ned under the receiver and considerable recon-
of cars and tracks has been done. With the
of the steel indnstry, on which the city of
ham and neighboring communities largely de-
r their prosperity, the benefits of this rehabilita-
] become apparent. The Birmingham Railway,
Power Company is one of the group of Amer-
ies Company properties now being reorganized.
154 miles of track and several long interurban
ns.

ingham is a city of recent growth, so that the
reets are wide and there is not the same street
jon as in many other cities in the South. From
'way point of view the wide streets have the
ntage that they provide ample parking space
omobiles, and the competition from this source
derable. Since 1915 there has also been some
ompetition, due largely, it is probable, to the
loyment situation in the steel industry. The
number about fifty or sixty and charge various
nging from 10 cents to 7 cents, against 8 cents
ne trolley, but they do some business, because of
higher speed.

> step being taken by the company to meet this
tion of jitney and private automobile is to pro-
more units by reducing the number of trailers and
ating more motor cars. By this means also the
speed is increased. A number of one-man cars
so been put in service. One hundred per cent
n operation is not contemplated, but the company
that it can use still more one-man cars to
ge.

one bus line has been started in Birmingham.
promoted by the owners of a real estate devel-
n the northern part of the city and was con-
r about six years. It proved a losing venture,
| angement has been made within the last year
n the land company and the trolley company by
the latter agreed to extend its tracks into the
ient and supply the necessary service. The
re then withdrawn.

h a few other companies, transfers are punched
point of origin rather than the line to which
nger wishes to transfer. The principal advan-
med for this plan is that it saves the time of
ductor and passenger and avoids any dispute
misunderstanding between the two. The com-
protected against looping by a provision printed
back of the transfer that a passenger is not
itted to return on the transfer to a point near that
hich he started.

paign directed against accident reduction was
last year through an offer to the employees to
among them 50 per cent of all the saving in the
t account over the average of the three previous
Under this plan, during January, 1922, each

Notes from Southern Cities

ays in South Active in Improving Properties Along Modern Lines—Chief Handicaps Are Jitney
Competition and the Present Industrial Situation, Brought About Because of the Low Prices
Being Obtained for the Principal Agricultural Products of the South

man got $4.07. Shop men share in the division as well
as trainmen, as they are held to have as much to do
with the safety record as the trainmen. The latter are
warned that the claim department requires complete
reports of all accidents to assist in keeping down the
cost of accidents. The result of this policy has been
shown in the quality of the reports rendered of all
accidents.

In new track and in track reconstruction in paved
streets the company is using a 7-in. 105-1b. girder rail,

10"% g’xi’ba.fl p/afe‘ ll round tie rods,
E \5'long , 6'apart
Asphalt laid %" e cenfcr:
above rail hzad '- fjand— cement s

".‘ | plaster.

6 xB 8! creosor‘ed ine_fies, 6" o ?'J;Oht {7 Cinders
spaced 24" g focC. ballast (§*10lf) B'V’f"’;": daig
29" Abbott base plates and screw spikes at joints

STANDARD GIRDER TRACK CONSTRUCTION ON PAVED STREET
IN MEMPHIS

,7/
} . 10 'frack centers -——-———->4 =
loxa’z‘w basé P/afes Tl 1.5 section 105481 &
?J/‘ -_t T v‘\ww 1,-pi§\+,\ R T
688 crcosofcd tres! Ry /0 "concrete b

spaced 2-6"C.foC.

2"slag screenings’
SPECIAL SHALLOW CONSTRUCTION IN MEMPHIS USED oN VIADUCT

or a 7-in. 101-lb. T-rail. Under special work the prac-
tice is to employ an 8-in. x 10-in. oak tie, but elsewhere
to use creosoted pine ties. With a 7-in. T-rail a six-
bolt 34-in. angle plate is used, welded top and bottom
except at the extreme ends. Some work has been done
during the past year in taking out left-handed turns
in the downtown streets. Owing to the practice of the
company to collect fares pay-enter inbound and pay-
leave outbound loop operation in distinction from
through operation is favored.

MEMPHI1S

The Memphis Street Railway has constructed abont
4.2 miles of track during the past year. Crcosoted pine
ties have been used in all new work. Although these
cost $1.10 each at present as compared with 70 cents
for untreated oak ties, the additional life of the ereo-
soted ties is considered to warrant this additional
expense. The Lowry process or creosoting is used. In
some old track, which had been down thirty years and
was recently taken up, certain of the creosoted ties
were found in such good condition that they were used
over again.

The standard track construction in Memphis in paved
streets is shown in the accompanying section. The tie
rests on 6 and 7 in. of stone ballast with concrete around
the ties and under the rail. The joint is made with
an eight-hole joint plate and an Abbott base plate, The
former is electrically welded to the rail and the latter
is screw-spiked to the tie and also electrically welded
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to the base of the rail. No bonds are used except in
special work. Screw spikes are used at joints and nail
spikes elsewhere. The standard paving is asphalt with
no headers or stretchers against the rail.

The principal matter of electric railway interest in’

Memphis is, of course, the operation of the property
under the service-at-cost plan inaugurated in 1921, but
‘this subject will be treated in a separate article.
Through co-operation with the city considerable re-
duction has been made in street congestion. Part of
this was accomplished by rerouting and part by stricter
enforcement of traffic ordinances. In consequence it
has been possible to increase the scheduled speed of
cars to 10.1 m.p.h.,, which is the basis on which all
schedules are figured for the entire system. On Main
Street, the prineipal business street, the scheduled speed
has been increased from about 5 m.p.h. to more than
8 m.p.h. Under the new ordinance traffic checks are
made frequently to deter-

practice has been helpful. A force of four inspe
is employed, mostly in the center of the city, to
the passing time of the cars against the scheduled
and the superintendent and assistant superinten
also do consgiderable checking.

The cash fare in Augusta is 10 cents, with tol
sold five for 40 cents. On the Augusta-Aiken di
sion, 24 miles, there are eight 8-cent zones.

CHARLESTON

In Charleston there is a variéty of fares. The
fare is 7 cents, with a cash fare of 3 cents for child
up to ten years of age. Tickets are sold four
cents. There are two kinds of employees’ ticke
for people employed in the offices of the company
these tickets are stamped with their names.
is also a form ticket for workmen used around the p
plant and repair shop and on construction work
addition, the compa

mine the demand for trans-

a form ticket used of

portation. Motormen and

PLEASE HAYE EXACT FARE READY ON BOARDING CAES

through cars to

conductors are used for this
purpose. Their figures are
sent to the office and tabu-
lated and charted.

AUGUSTA

SMILE A WHILE

Lifs iz hke s street car—there Is
slways reom up ip front J
———3f OUT PARTNER——

GIVE EM MORE AIR?

The streel car conductor esamined
the transfer theughtfully, and vaid
sparekly:  “This trensfer zapired an
hour sxa, lady." The lsdy digging in
her parse afier a coin, rephed: “No
wonder, with net a sng'e ventilstor
avea in the whole car -

WORK TOOETNER—w

A STEEET CAR AUCIBENT.

Dhd you hear sbeat the mocient in
. steeet cor todav? A lady had her
Tye ©3 & seat, & & man sal oe i

—Euehange
———BUY TAR TICKETE——

Augusta has been under-
going a discontinuance of
service, owing to jitney com-
petition, which has been

Tomobilex.
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described in the news columns of this paper. For some
time the Augusta railway, like some other railways in
neighboring cities, has suffered from loss of traffic due
to both private automobile and jitney. In the South-
ern States as a rule the country roads are poor, but
for a short distance out from interurban centers they
are generally in good condition and the absence of snow
in winter encourages automobile driving for twelve
months in the year. Residents in the Southern States
are proverbially hospitable, and many a potential pas-
senger on an electric railway is “given a lift” by a
friend or even a stranger who is passing his way in a
private automobile. On the other hand, the color line
is drawn ag strictly by jitneys as on the street cars
or steam railroads. The résult is that in most cities
a jitney has to be either a “white” jitney or a “colored”
jitney. This hampers their development to some extent.
" The company has tried various methods of increasing
traffic. One is to post at important boarding points
time cards showing when cars pass that place. As a
“fifteen-minute service is run on many of the lines, this

~ SAFETY-FIRST

10,000 AUTOMOBILE VICTIMS
Think of 1t—10000 victima were

clnimed by the antamibi's in ene yesr

. and 2 per cenf

el
safely apon the part of drivers of au-

evidencerof this
day in the Kumber of sutomobiies that
run (nto the rear end

eirect tars. A sireel cor steps L0 fel

pussengura,
abeen)-qunded suts dnrer wha

TAGES FROM “TRI-SERVICE.” ISSUED SEMI-MONTHLY BY THE
CHARLESTON CONSOLIDATED RAILWAY & LIGHTING COMPANY

Charleston. This ro

two zones, and beside
tickets already mentio
special rate is availab
this line of 20 cents
round trip (instead
cents) if the ticket is
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and 4:20 and 6 p.m. 1
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of six round-trip tickets for $1.20. Thirty per
the business of the company is done for cash an
rest in tickets. Two registers are employed, o
tickets and one for cash. The transfers for Ja
1922, were 7.36 per cent of the revenue passenge:
present paper is being used for all of the tickets,
one of the problems before the company now is wh
to substitute metal tokens for paper and how to col
both cash fare and tickets. Each plan is consider
possess certain advantages.

There is considerable jitney competition with
Charleston railway, but at present this comes en
from individuals. Some time ago a regular bu
pany was organized to operate twenty cars, each se;
ten persons, but this company has gone out of bu
The railway company has about thirty-three on
cars and is converting some others to one-man Op
tion. Like other of the older cities, Charleston s
because those who laid out its main streets di
realize the demands for street space which the tw
century would bring: King Street, Charleston’s p
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“Chats with the Consolidated”

“The Effect of Automobiles
on Street Car Travel”

_Has it ever occurred to you that automobiles have con-
ributed largely to the position in which the street railway
resent finds Itself? Well, It is a fact that they have.
only have we lost the fares formerly pald by the auto
ers and members of their famillies, but thousands of
es are lost through anto owners “plcking up” friends
g to and from work in the mornings and afternoons.
ow often have you stood on a street corner waiting
a street car, perhaps with several other folks, when
before the street car arrived an auto drove up and the
Id-be street car riders were invited to ride “as far as
?'* Each passenger thus lost reduces our revenue, and
a direct bearing upon the service we render.

Ve appeal to the auto owners to assist us in rendering a

tinnlng this practice and thereby dlrect these fares
the proper channel. A prosperous street rallway ren-
ng an essential service is of greater value to the com-
)ity than are the few cents to the Individuals who are
isionally “plcked up.” Please allow those who would
0 patronize the street cars.

Your Co-operation Is Requested
and Will Be Appreciated

CHARLESTON CONSOLIDATED RAILWAY
& LIGHTING COMPANY

] buginess street, for example, is only about 35 ft.
from curb to curb. The company is doing what
n to relieve this situation by speeding up cars,
out unnecessary stops and in other ways. The
vay on most lines is ten minutes in winter and a
er time in summer.
n Charleston the railway, electric lighting and gas
ces are all owned by the same company, and pub-
is conducted through a regular department serving
ree departments. Newspaper space and car fold-
e used. i
eature of the newspaper space is a series of
dly talks, called ‘“‘Chats,” carried in each of the
papers in Charleston on Tuesday, Thursday and
urday. This series was begun July, 1921, and the
ce taken is usually one column wide and 8 in. deep,
this space is varied. Typical “Chats” on the
ay system are reproduced on this page. Three
g, all in car tickets, of $50, $30 and $20 were
d for the first, second and third prizes on May 4,
1, “Electric Railway Day,” for an essay on the ad-
intages of electric railway cars as applied to Charles-

“Chats with the Consolidated”
BACK TO NORMALCY—

Use Your Street Cars More

Saving is at the bottom of it. Our savings must
repair the waste of war in addition to performing the
usual job of developing our resources.

The man who rides the street car instead of using
more expensive transportation is to be congratulated.
He is helping the country by adding to the heaps and
savings that will bring us back to normaley.

He is helping himself by increasing his stake in the
country through saving. He is helping the community
to maintain a service that is vital to it.

The service he buys when he rides a street car is
second to none in the country. The price he pays is
reasonable. We repeat—he is to be congratulated.

“Patronize Your Street Cars”

CHARLESTON CONSOLIDATED RAILWAY
& LIGHTING COMPANY

ton. The paper which received first prize was a well
prepared article which gives in detail the advantages
to real estate owners, to school children, for social
and recreational purpocses, ete.

The car folder is entitled “Tri-Service,” -and the
pages of a few recent issues are reproduced. Three
departments are carried, named respectively “Smile-a-
While,” “Safety First” and “Happenings in Cardom.”

S

CHARLESTON-ISLE OF PALMS

The Charleston-Isle of Palms Traction Company’s
line is right across the bay from Charleston, with which
it has connection by ferry owned by the company. The
principal business is in summer, when all of the forty-
two cars of the property are operated.

The usual method of operation is to send out a motor
car with trailer followed by a motor car, as the line
does not have loops at its terminals. On the arrival
of the two-car train at the end of the line, the following
motor car couples up to the trailer, which is uncoupled
from the first motor car.

This line has the distinction of having raised fares
during the last five years from 30 cents to $1.30 for the
round trip.

Getting a British Franchise

HE procedure of getting authority to build a street

railway of any kind in Great Britain is quite com-
plicated. Many of the British tramway properties are
municipal, but even a city cannot build a trolley line
within . its boundaries without getting a special bill
through Parliament authorizing it to do so. If the
undertaking is a private one, Parliament will not even
consider the application unless the local authority, town
or county council, approves. In London a somewhat dif-
ferent condition prevails. There the County Council is
the tramway authority, but the local borough councils in
London are the road authorities, and in most cases they
possess power of veto and often exercise it.

Buses are on a different basis. If the local authorities=
wish to go into the bus business, they must get Parlia-
mentary powers in which the routes are specified. If a
private company wants to start a service, all it needs is
to get the consent of the local authorities and licenses
for the buses. If the proposed bus routes are likely to
compete with the municipal tramway routes, the licenses
probably will be refused. For interurban service where
no such competition question arises, licenses apparently
are secured for the asking. In London here also the
condition is different. Neither the London County
Council nor the metropolitan borough councils seem to
have any say about buses. They are licensed by the
Metropolitan police authorities, and their routes are
regulated by them and by the Ministry of Transport.

One great reason for the great development of buses
in London is that tramways are excluded from a con-
siderable part of its area, including the downtown busi-
ness and financial section known as “The City,” and also
from the fashionable West End.

After experimenting with double helical gears for the
2,500-hp. electric locomotives for the Gothard section,
the Swiss Federal Railways has adopted the Maag spur
gearing with case-hardened and ground pinion teeth.
The wheel teeth are of unhardened steel. For the State
Railways the pinion will be made of case-hardened
chrome-steel and the wheel rim of forged steel.
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Electric Railway Bridge Built in Eleven Hours

Holyoke Street Railway Faced the Problem of Pro-
viding a Temporary Canal Crossing Instanter or Dis-
continuing Important Service for an Indefinite Period

ment of the Holyoke (Mass.) Street Railway, canal beginning soon after midnight. A total of b
under the direction of George E. Pellissier, assist- fifteen hours was available from the time the first w
ant general manager, did a remarkably quick piece of could be done until the job was completed and all m:
temporary bridge construction under circumstances rials, tools, ete., had been removed by the company
which made this work espeially difficult. the canal bed.
" This emergency job was necessary on account of a The importance of this railway connection can
misunderstanding as to temporary diversion of electric appreciated from the fact that about 300 cars cros
railway traffic during the construction of the new trestle each day and the entire community of S@

g

I :ARLY in December, 1921, the engineering depart- ing, it was necessary to let the water back into th

dl

BUILDING A BRIDGE IN ELEVEN HOURS AT HOLYOKE, MASS.

“Valley Bridge” over the second level canal in Holyoke. Hadley and Amherst would have been cut off from ti
The railway company was not informed that no provi- ley connection with Holyoke unless the temporary bri
sion for this had been made until it was almost too late had been built.

to draw down the water in the canal to permit the The technical details of the construction are more
erection of cribwork in its muddy bottom to support less standard and can be comprehended from the
horses or bents for a trestle, However, with only five ing reproduced. Soundings made before the water
days available to secure the material necessary for the drawn out showed that the canal bottom was soft
trestle, to fabricate it and to deliver it at the bridge Provision was made, therefore, for building eri
site, and only one day available to erect the structure, on the bottom and timbers were framed to ma
the railway undertook the work. In explanation of seven supporting horses. The horses were framed
the shortness of these periods, it should be said that by and slid into place by means of rollers and a d
on account of the ice it is impossible to draw the water engine. The steel I-beams were lifted into place
out of the canals during the winter, and in the present means cf the rigging shown in the accompanying dra
case the water had been drawn out of this canal, ing, in the following manner:

presumably for the last time, two weeks prior to the These horses were framed on the banks of the ¢a
day when the bridge was scheduled to be put in, namely, while the steel beams were being assembled and hol
Sunday, Dec. 11. Fortunately weather conditions early together in three sections,-each 50 ft. long. Omn '
in December were favorable, and it was possible, sections of steel work, one on either side of the
through the courtesy of the Holyoke Water Power Com- two complete horses were placed and the steel secti
pany, to draw the water out of the canal once more. with their horses were mounted on rollers on the

It required until 11 a.m. Sunday to do this, however, of the canal. While the water was being drawn ou
and as the paper mills which draw water from this the canal these steel sections were hauled out over
canal all had to resume operations early Monday morn- canal by means of a donkey engine (the only po¥
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STEPS IN PROGRESS OF ERECTING BRIDGE WITH LITTLE MACHINERY AT HOLYOKE

pment available for the job) until the sections were
tically balanced on the edge of the wall.
. soon as the water was out of the canal a crib
made of ties on the bed of the canal under the
f the projecting steel beams just high enough so
hen the steel beams were tipped down they would
a roll on top of the crib and slide right into
with one end of the beam resting on the bed of
lal. The two horses on these beams were thus
ted practically in their proper position and, being
incline, very little effort was necessary to pull
ito upright position and bolt them together to
1e double horses or piers which are shown in the
panying elevations.
intermediate horses were then dropped over the
' the canal and placed under the steel beams rest-
at on the bottom but with their bases in their
osition. A couple of stakes were driven to keep
bents from sliding and a line from the donkey
e to the top of the bents pulled them into an
ht position. As they came up they lifted with
the two steel beams, which of course would then
1 their final resting place. One of the sections
then used for a run to roll out the middle section
of the trestle, using the donkey engine for motive
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Thermal Relay for Apparatus Protection

LINE of thermal relays has been developed by the

Westinghouse Electric & Manufacturing Company,
which permits control of the circuit in such a way as to
open it approximately when a piece of apparatus to be
protected has reached a predetermined temperature.
This is accomplished by providing in the relay a certain
amount of resistance and of thermal capacity so that its
temperature rises substantially with that of the appa-
ratus to be protected. By adjustment of the relay the
temperature at which it will open the circuit can be
predetermined.

The operating mechanism of the relay consists of a
number of sheets of thermostatic metal arranged in
series or in parallel and with varying resistance, accord-
ing to the desired current-carrying capacity. A contact
is attached to one of the elements and is normally held
with an initial tension against a stationary contact. At
the proper temperature the bending of the thermostatic
metal takes up this initial tension and the contact opens,
thus opening the holding coil of a small circuit breaker
to open the main circuit.

The relay may be provided with a pointer to indicate
its temperature and thus furnish a guide to the temper-
ature of the machine which it protects.
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DETAILS OF EMERGENCY ELEC-
TRIC RAILWAY BRIDGE. HOLYOKE,
Mass.. BuiLT BETWEEN NOON AND
MIDNIGHT SUNDAY, DEC. 11,1921
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When Preservative Treatment of Wood
Is an Economy

LTHOUGH any set of timbers may be made more

resistant to decay by preservative treatment, such
treatment may not always be economical, even though
the timbers are to be exposed to the most severe fungus
attack. If the timbers are to be in service for a short
time only, durability is unimportant, and any kind of
preservative treatment would obvicusly be a waste of
money. If, on the other hand, the wood is naturally
of low durability and is to be used in a permanent
location, it is easy for preservative treatment to show
great savings. Between these two extremes there are
any number of instances in which it is a more difficult
problem to determine whether or not preservative treat-
ment will pay. The United States Forest Products
Laboratory has compiled some valuable information
along this line, which is abstracted below.

If a timber user knows the average life that treated
and untreated timbers are giving and the cost of each
in place, he can easily compute, with the use of the
accompanying table, the relative annual costs of main-
taining the two. Assume as an extreme case, for
example, that untreated timbers are giving an average
life off two years and that their cost in place is $6
per set. ~ Assuming an interest rate of 7 per cent, the
table shows that timbers which need replacement every
two years cost annually $0.553 on every dollar of their
cost in place. For the $6 set, then, the annual main-
tenance cost would be 6 times $0.553, or $3.32, Treated
timbers, the user may find, give an average life of four-
teen years and cost $7.50 per set in place. The annual
charge ou timbers with a fourteen-year life is found in
the table to be $0.116 on each dollar of their cost in
place. The annual cost of maintaining the $7.50 treated
set, therefore, would be 7.5 times $0.116 or $0.87. Pre-
servative treatment, then, would save this user annually
$2.45 per set.

If a timber user knows the cost of treated and
untreated timber and the average life of the untreated
timber only, he can estimate how long treated timber
would have to last to be as cheap as untreated timber.
In the case discussed above, the untreated timber cost
$6 in place; the treated, $7.50; and the untreated tim-
ber was lasting two years. The annual charge on the
untreated set was found to be $3.32, and since the
annual charge on the $7.50 treated set is to equal this,
we may set up the equation, 7.5 X y = $3.32; then ¥
(the annual charge on $1 expenditure) — $3.32 = 7.5,
or $0.443. Referring again to the table and looking
along the 7 per cent interest rate now, we find that an
annual charge of $0.443 on the dollar falls between the
two-year and three-year columns and evidently at a

point equivalent to about a 2%-year life. It can readi
be seen from this that if treatment adds only thi
quarters of a year to the life of the timbers, it w
pay for itself, and the user could be sure from {l
experience of others that it would add much more th
this and would therefore be profitable.

Advertising on Berlin Transfers

N BERLIN, owing to the high cost of railway op
tion, advertising is being printed on both the £
and back of transfer tickets and fare receipts. Somi
this advertising is artistic, as shown by the advert:

yFahrschein Die' billige
wud Quite N\
c.uu?:“iuf"ii.,lifg | Kaufgelegenheit

A P e A
= — stellt
sich ein

16563

M 534

Berliner StraBienbahn
W 9, Lelgzger Plalz 14

Ausweie fur die-
jenige Person und

0 Fahrt, £.die galost.
Fahrschein

T2
b M.

Ghultlg fur die esnze Fahrl
-poter dev im Wagen aui-
hhngenden Beférd. - Beding.

85014

V636

i Berfiner Strassenbabn
W8, Leipziger Plarz 14.

Ausweis fiir die-
+ jenige Persen und
o ehrt.f. dia geltat.

BERLIN TRAMWAY TICKETS CARRY ADVERTISING ON
FRONT AND BACK

Wanderer, dem Frishling geht’s entgegen
Mit bellem Sang auf Weg uad Stegen,

(Wendea)

ment of the dealers in musical instruments on or
the tickets reproduced. In this case a verse of po
is begun on the front of the ticket, and if the re
wishes to see the rest of it he has to turn to the ba
of the ticket, which carries the full advertisement of
dealers. The shoe dealer on the front of the tran
says simply that “the greatest bargain sale is at,”
ating curiosity on the part of the reader to see w
the sale is taking place.

The charge for a single fare on the surface li
Berlin is now 2 marks, and it is stated that th
will probably be increased to 5 marks in the early £
Before the war a mark was worth 24 cents.

ANNUAL CHARGES ON EACH DOLLAR OF COST OF TIMBERS IN PLACE

2

%g Life in years hefore replacement

By

.5°*l|2]3|4 5|6|7|8[9|lo II|I2|I3|I4|16|IB 20|22|24|26|
4 11.04[0.530/0.362]|0.275] 0.225| 0.191| 0.166| 0.148] 0.132| 0.123] 0.114| 0.106] 0.100 0.094| 0.086] 0.079| 0.073| 0.069| 0.065{ 0.062
5 11.05/0.538/0.367|0.282| v.231{ 0.197[ 0.173} 0,155/ 0.140{ 0.129] 0.120{ 0.112| 0.106 0.101| 0,092 0.085| 0.080 0.076; 0.072| 0.069
6 [1.06/0.545/0.374]|0.2p . 237 0.203) 0.179[ 0.161| 0.148] 0.135] 0.126f 0.119| 0.(12] 0.107{ 0.098] 0.092{ 0.087| 0.083f 0.079| 0.076
7 |1.07}0.553]/0.381/0,2% 8.243 0.209] 0.185 0.167{ 0.153] 0.142{ 0.133| 0.128 0.1211 0.116{ 0.109] 0.103] 0.097| 0.092f 0.088| 0.086
8 [1.08{0.561(0.388/0.302{ 0.250] 0.216| 0.192| 0.174] 0.160| 0.149] 0.14D] 0.133} 0 127 0.121] 0.113] 0.107| 0.102 0.098] 0.095] 0.093
9 11.09[0.568/0.395[0.309| 0.257| 0,223 0.199 0.181| 0.167| 0.156| 0.147| 0,140 0.134| 0.128| 0.120( 0.114| 0.110 0.106| 0.103} 0.101
10 11.1010.57610.402|0.315] 0.263] 0.227] 0.205| 0.187| 0.173} 0.162] 0,153 0.146| 0.140| 0.135 0.128 0.121| 0.117] 0.114] 0.110/ 0.109

P(1+ r)%r  in which A = annual charge,

Based on the formula, A =
(1 +r)n-1,

P = amount of initial investment. v .
n = number of years in the recurring period (the average life of the timber).
r = therate of interest expressed decimally.
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Arc Welding fo Rail Webs

PUBLIC SERVICE RAILWAY
NEWARK, N. J., April 19, 1922,

o the Editors:
In the Engineering News-Record of March 30, page
appeared an article describing the effect on some
tee-rails of applying rail bonds to the rail web
eans of the electric arc, as determined by a series
s made by the Pittsburgh Testing Laboratory for
e Canadian Engineering Agency, Inc., New York.

‘ tests were made under the standard drop-test
e specifications of the American Railway Engi-
ng Association, 2,000-lb. weight with 15-ft. fall,
 of the rails having bonds applied to their webs
others without the bonds. The bonded rails all

RS
S TaRe

anay:

z///////,///// 3
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o R TR
STRENGTH OF JOINT
e on the first blow while the unbonded rails required
three to five blows before fracture occurred. In
cond series of tests wherein the height of the drop
reduced to 10 ft., the bonded rails all broke on
first or second blow, whereas the unbonded rails
ired from four to five blows before failure occurred.
hile the article did not state the type of electric
ed, whether carbon or metallic electrode was em-
, the results obtained are nothing more than could
onably have been expected. While no definite con-
jons can be drawn as to the results which would
been obtained under actual service conditions, it
uite generally conceded that the web of a rail is
the best place in which to install a welded bond.
metal has quite a thin section at this portion of
rail and is that portion in which a considerable part
internal stress due to unequal rate of cooling
g rolling has developed. The intense heat of the
sctric are, especially in the case of the carbon elec-
ode or the resistance type of welders, would naturally
the web more, because the heat is not conducted
\ from the weld and distributed through a large
ss of metal as would be the case if the weld had been
ade on the head or base of the rail. Welding of
ates to rail webs by such methods as that employed
| making the Lorain bar weld has a materially dif-
nt effect, because the temperature rise at the weld
ccomplished much more gradually and the effect is
localized to the same extent as in the case of the arc
, where the metal is suddenly changed from a solid
molten state and suddenly solidified again. This
n change would certainly increase brittleness of
stecl at the point of weld and would cause the results
e test produced. HowArD H. GEORGE,
Engineer of Maintenance of Way.
ED1ToRS’ NOTE—The article in the Engineering News-
ecord to which Mr. George refers was entitled “Steel

Rails Embrittled by Welding Bonds.” It describes tests
which were made in connection with the development of
a theft-proof rail bond for the Mexico City street rail-
way system. The bond was of the form shown in the
accompanying illustration, comprising two strands of
No. 0 copper cable connected at the end by spear-shaped
cast-copper terminals faced along the outer edge with
¢ in. of steel. The bond was designed to fit under the
standard splice bar, passing around the bolt, and was
to be attached to the rail web by means of electric arc
welding of the steel facing to the rail metal. '

Bonds were attached to about half the number of test
pieces, in some cases with one of the terminals at mid-
length of the specimen, in other cases with the two
terminals symmetrically placed with respect to the mid-
length of the rail. No more welding material was used
than would be considered good practice, the test report
states, and the welding process did not heat the rail to a
noticeable degree.

In addition to the information which is quoted by
Mr. George, the report states that quite abmnormal
shapes of fracture resulted in the case of the bonded
specimens. )

It was concluded from these tests that “serious injury
is done to a rail by the welding process applied to its
web,” and the welded bonds therefore were not adopted
for use. A form of bond passing under the splice
and then attached to the head or base of the rail by
welding may be adopted, however, as welding to the
more massive parts of the section is not believed to
injure the rail.

“The ‘Ruthless’ Trackless Trolley. It Is
Destroying the Roads."”

NEw York CiTY, April 22, 1922.
To the Editors:

The above is a newspaper headline to an article on the
effect of the trackless trolley on the cost of highway
maintenance in the Borough of Richmond (Staten
Island), where the city of New York is operating a
trackless trolley system. This system was described in
the issue of the ELECTRIC RAILWAY JOURNAL for Oct.
15, 1921. It appears that the authorities in charge of the
maintenance of the highways have petitioned the Board
of Estimate for $281,600 for repaving two streets whose
maintenance has become necessary becamse of the dam-
age caused by the trackless trolley. The Borough Presi-
dent, in his request for funds for repairs, says: “As
the present pavement is being destroyed by the trackless
trolley operated by the city,” etc. It further appears
that 5,600,082 nickels will be needed to pay for the
pavement.

The city is finding out that there is some virtue in
trolley tracks with pavement maintained by the railways
through the aid of the fare payers, thus again proving
that the car rider is being taxed for pavement main-
tenance. Meanwhile, the Richmond authorities are at-
tempting to have the pavement repaired at the expense
of the Greater City at large in order to relieve the local
taxpayers and property owners fronting on the streets
to be repaved. Thus the entire city is asked to sub-
sidize a supposedly cheap form of transportation which
is not so cheap when road damage is considered, es-
pecially where the trackless trolley fare does not
amortize maintenance costs.

This should serve as a warning to those railway com-
panies which may be considering the trackless trolley
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or even the motor bus to beware of any new entangling
alliances with franchises which may require pavement
maintenance. It also indicates the timeliness of the
American Association’s recently expressed desire for
information on the cost of construction and maintenance
of the public highways.

The writer considers that the situation found in Rich-
mond Borough practically confirms some of the state-
ments made in his letter to you dated Jan. 31, 1921,
which appeared in the issue of the JOURNAL for Feb. 5,
1921. It was there noted that it will be necessary to
build good roads for trackless trolleys, and that good
roads cost about as much as good tracks. The experi-
ment in Richmond Borough seems to prove also that it
costs a lot of money to maintain roads for bus operation.
What would happen to the streets in New York if their
operation were to be multiplied many hundred-fold as
desired by the Hylan bus or bus transit policy? !

“EXNGINEER.”

Psychological Tests Must Be Based on Facts*

NEW York, N. Y., April 20, 1922.
To the Editors:

The steps being taken by the American Electric Rail-
way Transportation & Traffic Association, through its
committee on personnel and training, to apply scientific
methods in the selection and development of trainmen
have been of great interest to me. It is especially
gratifying to see the clear conception, on the part of the
committee, of the value of utilizing in the solution of
this important problem the accumulated scientific
knowledge in the field of selection. The benefits to be
derived from improving the personnel of platform men
have been set forth in the reports of the committee and
in the article by Dr. John Leeming in the March 11 issue
of the ELECTRIC RAILWAY JOURNAL. Certainly no one
will fail to see the practical results and actual savings in
dollars and cents to be obtained through increased good
will, the cutting down of operating costs and the reduc-
tion of accident claims, made possible by the adoption of
sound principles of dealing with human relations. On
the one item of the reduction of accident claims alone a
large annual saving can be made.

The committee has made definite recommendations
that psychological tests be used in the employment pro-
cedure and expects, I understand, to suggest concrete
tests for use of the membership. It seems especially
fitting at this juncture in the program, before definite
tests or methods are tried out or adopted, for the
JOURNAL through its columns to discuss the procedure
which should be fellowed in order to avoid unnecessary
pitfalls and obtain sound and permanent results.

While the use of tests is closely interwoven with the
employment procedure and cannot be separated from it,
my remarks will largely be confined to the requirements
in the preparation and adoption of a testing program.
To those who have been directly interested in the de-
velopment and application of psychological tests to
industry, it has been proved over and over again that
getting the right start and adhering to a definite
technique is of paramount importance. Probably the
best thing I can do at this time is to point out just what
a psycholagical test is, and second, to indicate the steps
necessary in their preparation and application.

*The author of this letter has been engaged for years in the
subject of practical! psychology as applled to the personnel in
different branches of industry.

" which causes a tendency to feel that they are easily p

Vol. 59, No. 1

What is a psychological test? To one it means g
so-called character analysis; to another it means a seris
of information questions, similar to the “famao
Edison questionnaire; and to yet another it is simpl
sort of examination or interview. This general misco;
ception, coupled with the widespread exploitation on tk
part of the charlatan, is a matter of deep concern to
true psychologist. The long-headed business man, 3
would not think of turning over a technical piece
engineering to any but a trained engineer, or of turn
over his books for an audit by any but a trained accou
ant, will in many cases, when it comes to applying
listen to almost any scheme put up to him. There
to be two reasons for this attitude: First, each o
us is vitally interested in the human problem inve
second, the tests themselves seem to be quite si

psychological test is not an exercise, nor a pr
per se, but a standardized task or series of tasks
asg an instrument or tool to measure a particular trai
ability. The performance of the task is simply a
of taking a “sampling” of the ability, and is not a
plete measure of it. In this manner, an oppor
for expression of the trait is given, and on the bas
this “sampling” it is possible to predict or estima
total ability., The reliability of the test depends la
upon the task selected making a fair sampling.
principle is the same as that involved in testing st
testing chemicals, or in any kind of scientific test
each case an analysis is made and what is to be
for determined. Then standards are set up
samplings taken, and on the basis of what the sampli
show an estimate of the whole is made.

Obviously, then, psychological tests for use in s
ing men for definite types of work cannot be pre
by simply taking tests which have been used f
entirely different purpose or a different type o
This error is probably the most common one made
the uninitiated. It is possible to get together a good
lection of tests; but a test in itself means nothing.
is the interpretation which gives results, and in
get the proper interpretation a definite procedur
technique must be followed in the preparation
results of a good test may be entirely vitiated
conceived ideas which lead to erroneous_concl
One of the most common mistakes made is the .
tion that the most intelligent man will be the
a particular type of work. It has been conc
proved that there is a range of intelligence whi
for each type of work; that there is an upper
well as a lower limit which should be adhered f
the factors entering into efficiency and contentn
to be recognized. This principle is closely rela
problem of training and promotion, and in
affects the policies and organization of each com:
opportunities for promotion are present, a hi;
of ability may be secured and the range made w:
if the selection is made with the intention of kee]
man on the one job.

Experience has shown that the steps to be
preparing tests are: (1) A careful analysis of:
for which the tests are to be used, to determ
essential human qualities involved in efficient p
ance, (2) The preparation of tests for these q
tests which are simple and easily administered.
standardization of the tests through tryout on
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own ability. (4) Revision of the tests in light of the
dings, and setting up of standards for use in the
lection of new men.
Applying this procedure to the problem-before the
association, what does it mean? In the first place, there
e no tests in existence, other than some mechaniecal
vices such as are described in Dr. Gradenwitz’s
ticle in the JOURNAL of Jan. 28, which are directly
plicable in the selection of motormen and conductors.
will be necessary, therefore, that a series of tests for
s purpose be prepared. The first thing to do will be
) make a careful and complete job analysis. Sitting in
) armehair and guessing at the qualities involved will
be sufficient, even though one feels 'that he is
imiliar with the job. Until a systematic study is made
he duties of trainmen, there is very little basis upon
ch to proceed. At best, there will’bf necessity be a
eat many changes before the exact qualities will be
und. When the qualities have been determined, prac-
] tests may be devised. As a result of experience in
e army and in industry during the last few years, great
rogress has been made in simplifying tests and methods
' giving them. This experience should be drawn on by
e association, for success largely depends upon the
icability of the tests themselves. In carrying out
the third step, that of standardization of the tests,
representative group of at least five hundred men of
own ability should be selected, preferably from a
anumber of different companies, and the tests given to
m, the results being checked against their efficiency
| the job. A test is not ready for use until it has
idergone such a tryout. Even then, only tentative
andards will have been set. Before adequate standards
be determined, a great many revisions of the tests
in all probability have to be made, based on expe-
ences in different companies as indicated by careful
rds. Standardization will be greatly facilitated in
1e program of the association by the comparisons which
n readily be made, because the almost identical nature

of the work in the different companies will permit the
same fests to be used and standard procedure to be
followed. Unless provision is made in the program of
the association for keeping records of the results
obtained in the various companies, adequate standardiza-
tion will never be possible.

In my estimation, and I want to emphasize this in
conclusion, it is better not to start the use of tests at
all than to “get off on the wrong foot” by attempting to
do in a hurry what requires time and patience as well
as expert counsel to do. Testing is not something
mysterious; but the utilization of the knowledge already
obtained in the field is essential if results are to be
permanent and satisfactory. N. L. HOOPINGARNER.

Single and Double-Door Safety Cars
HyDpRroO-ELECTRIC POWER COMMISSION OF ONTARIO

TorRONTO, ONT., March 15, 1922.
To the Editors:

We have followed the various communications that
have appeared in your journal on the above subject with
very great interest, and after careful study have reached
the same conclusions as expressed by Mr. Flowers in his
letter of March 6, appearing in your issue of March 11.

About three months ago we placed an order with a
local car company for twenty-five cars of the safety type
and specified our own design rather than the standard,
as we are absolutely convinced that satisfactory service
cannot be given with the narrow aisles and single doors
provided on the so-called standard car. The double
doors on our car will be separately operated, and we
have also deviated from the old standard by increasing
the motor capacity to two 40-hp. motors.

We are thoroughly convinced that the wide aisles and
separate entrances must be provided before a satisfac-
tory car of this type can be produced.

FREDERICK A. GABY,
Chief Engineer.

One of the Busiest Traffic Streets in the_ World

THis VIEW SHOWS THE Four LINES OF CARS ON LOWER MARKET STREET, SAN FRANCISCO.
SOUTHWEST ON MARKET STREET FROM FRONT STREET

THE SPECTATOR 18 LOOKING
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Lower Court Is Upheld in Galveston Fare Case

United States Supreme Court Indicates Galveston Company May
Reappeal to City for Relief from Five-Cent Fare Order Under
Changed Economic Status if Court’s Prophecy Has Proved Wrong

Action of the City Commission' of Galveston, Tex., in fixing 5 cents as the

fare to be charged there has been uphe

1d by the United States Supreme Court.

This marks an end to fare litigation that has been waged for several years.

The opinion, delivered by Justice Bran

deis, sustained the action of the United

States District Court at Houston in dismissing without prejudice the applica-

tion for an injunction on the part of t

The Opinion of the Court

HE street railway system of Galves-

ton was started as a horse-car line
in 1881. It was electrified about 1890
and after the hurricane of 1900 was
largely rebuilt. Upon sale on fore-
closure the railway passed in 1901 to a
new company, and in 1905 it was pur-
chased by the Galveston Electric Com-
pany, which supplies to the inhabitants
of that city also electric light and
power. At no time has the full fare on
the railway been more than 5 cents—
except during the period of eight
months, from Oct. 1, 1918, to June 5,
1919, when 6 cents was charged. This
higher fare was authorized by ordinance
of the municipal Board of Commission-
crs, which possesses regulatory powers,
and on June 5, 1919, the same board re-
duced the maximum fare to 5 cents.
The latter ordinance was passed after a
hearing and a finding by the board that
with the reduced rate the company
would continue to earn a fair return.
Under the 1919 ordinance the company
operated for eleven months. Then it
brought this suit, in the federal court
for southern Texas, to enjoin its en-
forcement. The company contends that
the fare prescribed is confiscatory in
violation of the Fourteenth Amend-
ment; the city that it is sufficient to
yield a return of 8 per cent on the value
of the property used in the public
service.

A temporary injunction having been
denied, the court appointed a master to
take the evidence and make advisory
findings. There was substantially no
dispute concerning the facts past or
present. It was assumed, in view of
then prevailing money rates, that 8 per
cent was a fair return upon money in-
vested in the business. The experts
agreed on what they called the esti-
mated undepreciated cost of production
on the historical basis; that is, what the
property ought to have cost on the
basis of prices prevailing at the time
the system and its various units were
constructed. They agreed also on the
amount of gross revenue, and on the
expenditures made in operation and for
taxes, except as hereinafter stated.
The differences between the parties re-
sulted, mainly, either from differences
in prophecy as to the future trend of
prices or from differences in legal
opinion as to the elements to be con-

he Galveston Electric Company.

sidered in”determining whether a fair
return would be earned. These differ-
ences affected both the base value and
the amount to be deemed net revenues.
The master, who heard the case in Octo-
ber, 1920, and filed his report in Novem-
ber, made findings on which he advised
that the fare was confiscatory. The
District Judge, who heard the case in
January, 1921, found a much smaller
base value and much larger net rev-
enues, stated that he d.d not deem it
necessary to determine whether the
ordinance “will produce exactly 8 per
cent or a little more or a little short of
it,” Ceclared that he was “not satisfied
that the ordinance produces a return ‘so
plainly inadequate as to justify this
court in interfering with the action of
the municipality in the exercise of its
rate-making function” and in March,
1921, entered a decree dismissing the
bill without prejudice. In April he
denied a petition for rehearing, 272
Fed. 147. The case comes here on ap-
peal under Sec. 238 of the Judicial Code.

The undepreciated reproduction cost
on the historical basis’—which seems to
be substantially equivalent to what is
often termed the prudent investment’—
was agreed to be $1,715825. The
parties failed to agree in their estimates
of the depreciation accrued up to 1921.
The master estimated that, based on
the 1913 price level, it was $390,000,
and this estimate the court accepted.
Thus measured, the value of the prop-
crty, less depreciation, was $1,325,825.
The court found that the net earnings
under the 5-cent fare for the year ended
June 30, 1920, had been $90,159 and for
the year ended Dec. 31, 1920, $109,286,
and estimated that for the year ended
June 30, 1921, it would be at least $111,-
285. The return so found for the year
ended June 30, 1920, is 6.8 per cent of
$1,325,825; for the calendar year 1920,
82 per cent and for the year ended

That is *“the estimated undepreciated
cost of reproductlen ef rallway property of
the company on the hlsterical Dbasis, ex-
clusive ef franchise value, going cencern
value, bond discount and brokerage fee,”
but with land and right of way which cost
about $15,000 estlmated at thelr present
value of $58,836. It was alse agreed, fer
the purpose of dlviding jeint items, that
one-fifth of the property of the company
was deveted to Its llght and pewer busl-

ness,

2See Rlchberg, 31 Yale Law Journal, 263,
266, 279 : Hale, 30 Yale Law Journal, 710,
720 : Hendersen, 33 Harvard Law Revlew,
902 and 1031; Friday, 36 Quarterly Jour-
nal of Economics, 197, 211.

June 30, 1921, 8.4 per cent. The ma
made calculations only for the

ended June 30, 1920, and, mainly’
cause he allowed an amount for m
tenance and depreciation equal to n
18 per cent of the prudent inves
for the depreciable property (les
crued depreciation), found the net
ings to be only 350,249.60. This
3.8 per cent on the prudent inv
value, less depreciation. But
the District Judge nor the n
reached his conclusion as to net re
by a calculation as simple as tha
dicated above.

DETERMINATION OF VALUE

First—As the base value of the |
erty, master and court took—in
of the prudent investment value-
est.mated cost of reproduction
later time, less depreciation;
estimating reproduction cost bo
fused to use as a basis the
actvally prevailing at the time
hearings. These had risen to
cent above those of 1913. The b:
calculating reproduction cost
by all was prophecy as to the
general price level of commodities,
and money. This predicted level, w
they assumed would be stable fe
indefinite period, they called t
plateau of prices. As to the he
this prophesied plateau there
naturally wide divergence of opir
The company’s expert prophesied
the level would be 60 to 70 3
above 1913 prices; the master
increase of 33% per cent woul
fair, and the court accepted the n
prophecy of 33% per cent.'
master and court assumed a re
tion cost, after deducting acerued
ciation, of about $1,625,000.
sum the net earnings found by
yielded—after deducting a 4 p
depreciation annuity on prope
ject to depreciation, a mai
charge, and a charge for taxe
than the federal income tax—a n
turn of 5% per cent for the fi
ended June 30, 1920; of 6.7 pe
the calendar year 1920, and the
of more for the fiscal year end

sHe allowed also on account o
income taxes a sum of $8,008, w
court disallowed.

‘Frem the agreed wvaluatien of
825, the court deducted $425,117
erty not subject to this apprecial
already given its market valu
acquired recently (all acqulsi
Jan. 1, 19815, benf assumed to h
at the 1913 price level, all since
at the new level). The balanc
preciated & ; the $425,117 was ad
and accrued depreclation, likew
ated &, was subtracted. e
ebtained a base value of $1.626
master's figure was slightly smallel
for hls incluslon of development
brekerage) for he excepted meore
from this 334 per cent appreciation.




oril 29, 1922

ELECTRIC RAILWAY JOURNAL

719

1921. But to fix base value the
r added, and the court disallowed,
aggregating nearly $600,000,
must now be considered.

he most important of these items is
0,000 for “development cost.” The
| is called by the master also “going
oncern value or value of plant in
essful operation.” He could not
e meant by this to cover the cost of
ishing the system as a physically
concern, for the cost of convert-
the inert railway plant into an
ting system is covered in the
historical value hy'iteﬁs' aggre-
g $202,000. These included, be-
engineering, supervision, interest,
law expenses, injuries and dam-
during construction, the sum of
281 for the expenses of organiza-
and business management. The
concern value for which the
makes allowance is the cost of
oping the operating railway sys-
into a financially successful con-
. The only evidence offered, or
upon, to support his finding.is a
zation of the net balance of
d past deficits in accordance with
was said to be the Wisconsin
The experts caleculated this sum
arious ways. One estimate placed the
pment cost at $2,000,000; a more
erate estimate by the company’s ex-
was $575,300, and the city's expert
e a calculation by which he esti-
this so-called cost at $212,452.

INTERPRETATION OF “DEVELOP-
MENT CoSsT”

the rnle were that a prescribed
is to be held confiscatory in case
earnings are not sufficient to yield
er cent on the amount prudently in-
bed in the business, there might be
priety in counting as part of the in-
stment such amount, if any, as was
sarily expended at the start in
coming initial difficulties incident to
ration and in securing patronage.
no evidence of any such expenditure
introduced; and the claim of the
pany does not proceed upon that
1sis. What was presented by the wit-
es are studies, on various theories,
what past deficiencics in net income
ould aggregate. if 4 per cent were
lowed as a depreciation annually on
value of the property used. These
ulations covered, on one basis, the
iod of thirty-nine years since the
inal horse-car line was built; on
ther, the period of fifteen years
the appellant purchased the prop-
as a going concern. If net deficits
0 estimated were made a factor in the
base, recognition of 8 per cent as
return on the continuing invest-
would imply substantially a guar-
ge by the community that the
vestor will net on his investment

1 vs. Antigo Water Company, 3 Wis.
Com. Reports, 623, 705-723. But see
ningham vs, éhlppewa Falls Water
anp)% 5 Wis. R, R. Com. Reports, 302,
Appleton vs. Appleton Water Works
pany, 5 Wis. R. R, Com. Reports, 215,
7; In re Purchase Racine Water \Works
nt, 19 Wis. R. R. Com. Reports, 83. 140,

ultimately a return of 8 per cent yearly,
with interest compounded on deferred
payments; provided only that the traffic
will in course of*time bear a rate high
enough to produce that amount.’

The fact that a utility may reach fi-
nancial success only in time or not at all
is a reason for allowing a liberal return
on the money invested in-the enter-
prise, but it does not make past losses
an element to be considered in deciding
what the base value is and whether the

rate is confiscatory. A company which

has failed to secure from year to year
sufficient earnings to keep the invest-
ment lunimpaired and to pay & fair
return, whether its failure was the
result of imprudence in engaging in the
enterprise, or of errors in mapagement,
or of omission to exact praper prices for
its output, cannot erect, out, of past
deficits a legal basis for holding confis-
catory for the future rates which would,
on the hasis of present reproduction
value, otherwise be compensatory.
Knoxville: vs. Knoxville Water Com-
pany, 212 U. S. 1, 14.

Nor is there evidence in the record to
justify the master’s finding that a
business brought to successful opera-
tion “should have a going concern value
at least equal to one-third of i%s physi-
cal properties.” Past losses obvionsly
do not tend to prove present values.
The fact that a sometime losing busi-
ness becomes profitable eventually
through growth of the community or
more efficient management, tends to
prove merely that the adventure was
not wholly misconceived. It is doubt-
less true, as the master indicated, that
a prospective purchaser of the Galves-
ton system would be willing to pay
more for it with a record of annual
losses overcome than he would if the
losses had continued. But would not
the property be, at least, as valuable if
the past had presented a record of con-
tinuous successes? And shall the base
value be deemed less in law if there
was no development cost, because suc-
cess was instant and continuous? Or,
if the success had been so great that,
besides paying an annual 1eturn at the
rate of 8 per cent, a large surplus had
been accumulated, could the city insist
that the base value be reduced by the
amount of the surplus? Compare New-
ton vs. Consolidated Gas Company, de-
cided March 6, 1922.

.. In determining the value of a business
as between buyer and seller, the good
will and earning power due to effective
crganization are often more important
elements than tangible property. Where
the public acquires the business, com-
pensation must be made for these, at
least under some circumstances. Omaha
vs. Omaha Water Company, 218 U. S.

s0n the other hand, if what Is to be con-
gldered In determining the net deficit Is not
the result of operations from the beginning
of the enterprise, but the result of opera-
tions since the present owner acquired 1t—
In other words, the return on lts invest-
ment—we are left withont the data neces-
sary to determlne the fact. For the record
does not disclose what the present com-
pany paid when it purchased the property
in 1905 as a going concern. For aught
that appears, appellant has recelved full 8
per cent annually on that amount and later
additions to capital.

180, 202, 203; National Waterworks
Company vs. Kansas City,, 62 Fed. 853,
865. And they, like past losses, should
be considered in determining whether a
rate charged by a public utility is
reasonable. Compare Venner vs. Ur-
bana Waterworks, 174 Fed. 348,352,
But in determining whether a rate is
confiscatory, good will and franchise
value were excluded from the base value
in Cedar Rapids Gas Company vs. Cedar
Rapids, 223 U. 8. 656, 669, and Des
Moines Gas Company vs. Des Moines,
238 U. S. 153, 169; and the expressions
in Denver vs. Denver Union Water
Company, 246 U. S. 178, 184, 191, and
in Lincoln Gas Company, vs. Lincoln,
250 U. S. 256, 267, are not to be taken
as modifying in any respect the rule
there declared. Going concern value
and development cost, in the sense in
which the master used these terms, are
not to be included in the base value for
the purpose of determining whether a
rate is confiscatory.

HYPOTHETICAL BROKERAGE FEES
DISALLOWED

The other item included by the master
in determining base value, but disal-
lowed by the court, is $67,078 for
brokerage fees. There is no evidence
that any sum was in fact paid as
brokerage, and there was included, as
above shown, the sum of $73,281 for
organization and business management
in calculating the historical reproduc-
tion cost. The finding of the master
rests upon testimony that bankers cus-
tomarily get, in some form, compensa-
tion eqnal to 4 per cent on the money
procured by them for such enterprises.’
But compensation for bankers’ services
is often paid in the lessened price at
which they take the company’s securi-
ties, and is thus represented in the
higher rate of interest or dividend paid
on the money actually received by the
company as capital. The reason given
by the master for including the allow-
ance for an assumed brokerage fee is
that a brokerage fee is “a normal inci-
dent of large industrial investments and
has not been amortized,” since “the
record shows that the plant has been
operated at a loss.” If base value were
to be fixed by the money expended,
brokerage fees actually paid might
with propriety be included, as are taxes
paid pending construction. But as the
base value considered is the present
value, that value must be measurcd by
money; and the customary cost of ob-
taining the money is immaterial. We
cannot say that the court erred in re-
fusing to include in base value an allow-
ance for hypothetical broker’s fees.

The appellants insisted also that the
base value should be raised by assuming
that the future plateau of prices would
be 60 to 70 per cent above the historical
reproduction value instead of 3334 per
cent as the master and the court as-
sumed. The appellees insisted, on the
other hand, that an item of $142,281 for

"The record cost of the property was
orlginally used as the base for this calcu-
lation. But the figure $67,076 was tacitly
agreed by both partles 1o be the amount,

it any, that should be allowed for broker-
age,
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grade raising included by master and
court in the historical cost should be
eliminated. We cannot say there was
error in over-ruling these contentions.

DEPRECIATION, MAINTENANCE, TAXES

Second—Concerning deductions to be
made from gross revenue in order to de-
termine net earnings, the court differed
from the master in regard both to the
yearly charge for maintenance and to
the depreciation annuity. It appeared
that in the fifteen years since appellant
acquired the system in 1905, the aver-
age annual expenditure for mainte-
nance had been $42,771; that during the
war the property had been admittedly
undermaintained; that the expenditure
was $64,108 in the calendar year 1919;
$80,322 in the fiscal year ended June
30, 1920, and $90,861.28 in the calendar
year 1920. The court estimated the
proper charge for current maintenance
at $70,000, and allowed, in addition, a
depreciation annuity of $45,245 (that is,
4 per cent on property subject to depre-
ciation) to provide a fund out of which
annual replacements and renewals could
be made. Thus the court allowed for
the year’s depreciation and maintenance
$115,245, which is nearly 14 per cent of
the historical reproduction value, and
about 10 per cent of the assumed repro-
duction cost, of the depreciable part of
the system. The master allowed $147,-
146.40 for maintenance and depreciation
during the year ended June 30, 1920.
This larger figure was arrived at,
partly by charging as cost of mainte-
nance the full $80,322 expended during
that year, and partly by including as
depreciable property expenditures for
overhead items which the court ex-
cluded. The proper annual charge for
maintenance is the amount normally
required for that purpose during the
period; it is not necessarily the amount
actually expended within the year.
Many items included in the overhead
cost of original construction may prop-
erly be excluded in calculating the
amount of the depreciation annuity.
We cannot say that the court erred in
limiting the year’s maintenance and de-
preciation allowances to $115,245.

The company asked to have allowed
as a further charge $29,500 a year on
account of what it called deferred main-
tenance. The contention is that dur-
ing the war and two years following,
the company had deferred maintenance,
pursuant to a policy established at the
express request of the Government to
the end that material and labor might
be released for war purposes; that to
make good this deferred maintenance
would cost $197,000, and that in order to
amortize this amount an annual allow-
ance from earnings of $29,500 should
be made for five years. This is an
attempt, in another form, to capitalize
alleged past losses, and the request was
properly refused.

Third—The remaining item as to
which the master and the court differed
relates to the income tax. The com-
pany assigns. 4§ error that the master
allowed, but the court disallowed, as
a part of the operating expenses for
the year ended June 30, 1920, the sum

of $16,254 paid by the company during
that year for federal income taxes. The
tax referred to is presumably that im-
posed by the act of Feb. 24, 1919, c. 18,
Secs. 230-238, 40 Stat. 1057, 1075-1080,
which for any year after 1918 is 10 per
cent of the net income. In calculating
whether the b5-cent fare will yield a
proper return, it is necessary to deduct
from gross revenue the expenses and
charges, and all taxes which would be
payable if a fair return were earned
are appropr.ate deductions. There is no
difference in this respect between state
and federal taxes or between income
taxes and others. But the fact that it
is the federal corporate income tax for
which deduction is made must be taken
into consideration in determining what
rate of return shall be deemed fair. For
under Section 216 the stockholder does
not include in the income on which the
normal federal tax is payable dividends
received from the corporation. This tax
exemption is therefore, in effect, part of
the return on the investment®.

1922 EARNINGS MAy BE 8 PeEr CENT

It is thus clear that both in the year
ended June 30, 1920, and in the calendar
year 1920 the net earnings of the system
were less than 8 per cent of its value,
whether the value be estimated on the
basis of prudent investment or on the
basis of the reproduction cost actually
adopted. When the court rendered its
decision the ordinance had been tested
for more than a year and a half—a
period ample in ordinary times to test
the current effect of the rate prescribed
and to indicate its probable effect in the
near future. The times here involved
were, however, in a high degree abnor-
mal. It did not follow that, because
the system had earned less than 8 per
cent in 1919 and in 1920, it would
earn less than 8 per cent in 1921. A
rate ordinance invalid when adopted
may later become valid, just as an or-
dinance valid when made may become
invalid by change in conditions. Munic-
ipal Gas Company vs. Commission, 225
N. Y. 89, 96. Compare Willcox vs. Con-
solidated Gas Company, 212 U. S. 19;
Newton vs. Consolidated Gas Company,
decided March 6, 1922.

The District Judge was obliged to
form an opinion as to the probable net
earnings in the future. All relevant
facts, except as stated, and all appli-

51t is difficult to see how, on the facts
presented, so large w sum as $16,254 could
have been paid on account of the year's
operation. Indeed the court, in disallowing
the item of federal income tax, deducted
not $16,254, but $8,008. KEven this seems
too iarge, for the net earnings, without de-
duction of the $16,254 attributed to income
tax, for the year ended June 30, 1920, as
found by the master, were $66,503.60.
From this, interest paid or accrued on in-
debtedness is to be deducted before com-
puting the net income on which the tax is
payabie. A iarge part of the capital of
utility companies is ordinariiy represented
by interest-bearing bonds and notes, and
there is evidence that such indebtedness of
the appeilant was “in the ne‘ghborhood of
$1,400,000.” The interest on this debt
chargeable to the railway system would be
at least $50,000. There iz further an ex-
emption from tax of $2,000 of the net in-
come. So a 10°per cent tax on the balance
would amount to iess than $1,500.

In the record and briefs elsewhere the
income tax is reckoned at betweén $8,000
and $10,000, which is a proper figure if
there be an 8 per cent return on $1,626.061.

cable arguments were fully and clear]
presented by the parties and
carefully considered by the co
Although the District Judge treated
master’s report as advisory merely,
passed upon the numerous excep
taken to the master’s findings in ord
to indicate his view on the pr
points raised. He allowed some ex
tions and disallowed others. Upon
tition for rehearing further careful
sideration was given to the case.
expressed in the first opinion on
matters were modified; but
changes did not' call for any cha
the decree. The District Judge h
fore him some evidence not before
master; for the company’s expe
recalled and testified both to the
of operations of later months in
there was a large increase in travel aj
to the heavy decline in prices
occurred after October. Conc
actual facts there was substantia
controversy. On the elements
considered in determining whether t
rate would be confiscatory no
was . made which could substant
affect the result. His determi
whether the prescribed rate wo
confiscatory was necessarily
largely on a prophecy, for normal
ditions had not been restored.
found that gross revenues were steadi
increasing; and that they were la
under the 5-cent fare than they
been during the preceding year ¥
the 6-cent rate was in effect. He
convinced that operating costs w
decrease largely during the year.
two opinions show that every ele
upon which his prophecy should
based received careful considera
We cannot say that the evidence
pelled a conviction that the rate wou
prove inadequate. Compare San D
Land & Town Company vs. ;
City, 174 U. S. 739, 754.
Land & Town Company vs. Jasper,
U. 8. 439; Knoxville vs. Knox
Water Company, 212 U. S. 1, 17.
The occasion for the suit was s
the extraordinary rise in prices inci
to the war. There was no sugge
that action of the board evidenced hi
tility to the utility, or that the b
was arbitrary or hasty. It had
theretofore considerate of the
pany’s rights and needs. When p
rose rapidly in 1918, it raised the
limit to 6 cents, although the fran
ordinance prescribed the 5-cent
And this was before our decision in
Antonio vs. San Antonio Public Se
Company, 255 U. S. 547, Its redu
of the fare by ordinance of Jun
1919, was made after hearing, an
doubtless due to the conviction, s!
by many, that, with the cessation of
tilities and the negotiation of the
treaty, prices and operating cost
fall abruptly. This prophecy, if
there was, proved false. But
three years have elapsed since the k
adopted the ordinance; and more
a year since entry of the decre
We know judicially that the peri
in general, been one of continuou
recession, and that the current r.
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urn on capital are much lower than
then were’. But we cannot know
hat extent the important changes
ing have affected either gross
ues or the net return. There is no
to believe that the board would
ive full and fair consideration to
jposed change in rate if application
now made to it.- And the District
dge stated in his opinion (272 Fed.
7) that the decree to be entered would
acated or amended in case it shounld
appear that the regulating board
ned such adjustment of rates as
actual experience of the utility
show it entitled to; and the de-
was thereupon entered without
dice.
e Distriect Judge refused a tempo-
y injunction and did not exact a bond.
the only relief we can grant is
as operates in futuro. Compare
ex Printing Press Company vs.
ing, 254 U. S. 443, 464. An in-
ion should not issue now, unless
ons are such that the prescribed
s confiscatory. As by the reserva-
in the decree appellant may secure
ction against the ordinance if
existing conditions the 5-cent rate
pears to be inadequate, the decree
d be affirmed. Compare Lincoln
& Electric Company vs. Lincoln,
IS, 266, 268; 267 U. S.

tion by Galveston Company

anticipation of a decision that
d not restore the 6-cent fare but
d authorize the company to seek
through application to the con-
ted authorities, the Galveston
tric Company has made application
e City Commission for authority to
ase its fares to 6 cents. In this con-
on the company petitioned the City
mission to order an audit of its
ks to the end that the real conditions
egard to profits or losses of the com-
might be determined. The City
nmission granted this petition and
a meeting just two days before the
reme Court decided the fare case
irected that the books of the Galveston
ctric Company be audited.
discussing the petition for an
it, City Attorney Frank S. Anderson
the commission that without an
it of the traction company’s books
ich would show whether the figures
nted by the company were cor-
it would be impossible to deter-
if the profits under a 5-cent fare
e inadequate.
n being advised of the decision by
Supreme Court, R. G. Carroll, gen-
1 manager of the Galveston Electric
pany, said:

en the district federal court rendered
eclslon it found that the return, as re-
ed by the records, was undoubtedly iess
the law regards as fair.
he court, however, felt that the future
Ings of the company would be sufficlent
permit the company to earn a fair re-
, and issued its Injunction as foliows:
e injunctlon prayed for wlill be denied
a decree so drawn as to permit the
ainant to again apply as it may be

Federal Reserve Bulletin, January,
. bages 5, 79, 113; February, 1922,
rg, 156-157. -

advised, should the actual experlence of the
future prove the prophecy faise.”

Unfortunately, the earnings of the com-
pany have declined, rather than increased,
80 that the present moment finds the com-
pany in a strained financial position and
not earning a return that the law regards
as_falir.

In view of the above conditions, the com-
pany has presented its conditlon to the city
commission of Galveston for further con-
slderation.

William E. Tucker, Boston, Mass.,
who represented Stone & Webster in
the trial of the case just decided, ex-
pressed the opinion that the most sig-
nificant thing about the court’s decision
is the “indirect reaffirmation by the Su-
preme Court of the United States of the
now well-established principle that in
Texas a 5-cent fare provision written
into a franchise is not a contract be-
tween a city and a, railway system, but
is in fact no more than the exercise of

the rate-making power of the city, and
as such is subject to the provision
against confiscation contained
Fourteenth Amendment to the Consti-
tution.” -

Mr. Tucker explains that the new ap-
peal of the company for relief is based
on the ground that under the present
operative conditions a fair return’on its
property is not being earned. He says
that while the Supreme Court held that
the District Court did not err in its
early conclusion, the prophecy of the
court in that case with respect to the
probable future earnings of the com-
pany was wrong, and that the right ad-
heres to the company under the existing
circumstances to seek relief either from
the City Commission or the District
Court.

,. All,Electric Power Signaling on London
Metropolitan Railway

Progressive British Road Has Adopted Signal Improvements as These Became
Available, and Is Still Experimenting with a View to
Utilizing Latest Inventions.

OME interesting particulars of the

all-electric automatic power signal-
ing on the Metropolitan Railway (Lon-
don) have just been given to the
Institution of Civil Engineers by
William Willeox, M. A. M. Inst. C. E.
In 1905, when electric service was in-
augurated on the Metropolitan Railway,
the signaling was mechanically con-
trolled by the Spagnoletti lock and
block. The number of trains between
Praed Street junction and Aldgate, a
distance of about 5 miles, was then 621
per day on both roads, and the number
of signal sections was forty-nine. As
the number of trains was increased,
it was found necessary to introduce
automatic signaling controlled by track
circuits. The system chosen was all-
electric, the work was undertaken in
1908 and this section was completed in
the following year. Two power frames
were installed, one at Praed Street

= and one at Aldgate, to handle the traffic

at these places; but the existing
mechanical boxes were retained at the
intervening stations for shunting pur-
poses, with the addition of the safe-
guards provided by track control. The
number of trains in 1913 at Praed
Street was 863, and from Baker Street
to Aldgate 983, with ninety-one signal
sections.

There are about twenty hours daily
of continuous passenger traffic, but
from 7.30 to 10 a. m. and from 4.30 to
7.30 p. m., the traffic is so dense as
to necess:tate forty trains each to and
from the city per hour. The antomatic
signaling dealt with these satisfactorily.
Similar signaling was therefore in-
stalled between Baker Street and Neas-
den in 1911, the number of -signaling

sections being increased from twenty-

four to fifty-one.

_ At this -date there was only one
through line -at Baker- Street handled
by two signal boxes, one at the north
end of the station and one at the Circle

end. This through line was track-
circuited, and full protection was
afforded to train movements, allowing
forty-eight through passenger trains to
be run to and from the city. All the
current used in these installations was
continuous.

In 1913 the new Baker Street station
was completed, and automatic signaling
was installed between the Circle lines
and the north end of the station. For
this purpose a small signal box was
constructed on a retaining wall so as
to be out of the way, and in it a power
frame of thirty-six levers (6 spare)
was erected. This power frame handles
more than 1,500 trains a day, and the
signalman has no view of the trains
except those within station limits im-
mediately in front of his box. Through
the station all signals and points are
controlled by direct current, but the
track circuits are alternating current.

In 1913, also, two new fast lines were
constructed alongside the old or local
lines from Finchley Road to Wembley
Park, a distance of 5 miles. Through
the junction at Finchley Road and on
to Wembley Park alternating current
track circuits were installed, but the
signals are worked by direct current
as far as Neasden power house. From
this point to Harrow-on-the-Hill alter-
nating current is used for the signals
as well as for the tracks, and from the
same point alternating current is used
for both tracks and signals on the local
lines to the junction north of Wembley
Park station where the fast and local
lines converge. From Baker Street to
Harrow-on-the-Hill, before automatic
signaling, there were thirty-nine signal-
ing sections. Now there are sixty-nine
and on the through fast lines there are

-twenty -scctions,

-In 1919 the. sxgnalmg from Praed
Street station to South Kensington,
which was an automatic bar-and-treadle
system controlled by direct current, was

in the -
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track circuited with alternating current,
but the signals continue to be controlled
" by direct current.

Current for the supply of power to
operate the power frame at Praed
Street junction and at Baker Street is
obtained from two 130-volt, &5-kw.
motor-generators  through  suitable
cables. These supply power for the
operation of the points, the signal
lamps and train stops, the electro:
magnets for back-locks and for the con-
stant indication of power-worked points
at Praed Street junmction, and also for
working the power frame at Baker
Street, the total required for both boxes
being 2.08 kw.

PoweR CONSUMPTION IS SMALL

For operating the track -circuits,
automatic and semi-automatic signals
and train stops, between Praed Street,
Bishop’s Road and Edgware Road sta-
tions, and also between Edgware Road,
Great Portland Street and Marlbor-
ough Road, and for four large illumi-
nated train indicators at Baker Street,
power is obtained from one 15-kw. and
two 12-kw., 70-volt motor-generators in
Baker Street substation, and the max-
imum power taken is 14-kw. The me-
chanical locking in the power frames
is ordinary miniature tappet-locking
controlled by levers in the ordinary
way, the electric locking frame being
behind the levers. Illuminated continu-
ous diagrams are placed behind the
frames lighted by 75-volt 5-cp. lamps.

All signals at junctions are elec-
trically back-locked, an important
safety device which in the further de-
velopment of electric signaling has
enabled point-locking bars to be dis-
pensed with. At all running-stop
signals there are train stops which are
not connected to the signals mechani-
cally, but electrically, and are con-
trolled by the track circuits in the same
manner as the signals, coming to clear
and going to danger with the signal.
They are also controlled by the track
circuit independently of the signal, so
that, if a signal failed to go to danger,
the arm of the train stop would still
go to the danger position.

All electric signals are either auto-
matic or semi-automatie, the former con-
trolled through the track circuits by
the possage of the trains themselves,
the latter controlled from a signal box
when this is in use, but becoming auto-
matic when not so controlled. Inside
tunnels the signals are lamp signals,
outside they are upper-quadrant sema-
phores worked by electric motors
Signals are held normally in the clear
position by electric power, going to
danger by gravity.

All signals are lighted elecirically,
and station masters light the signals
half-way to the next station on either
side, by means of a switch at their sta-
tion. A hundred yards behind each
stop signal in the open, fog repeater
signals have been erected, the lights of
which are placed at the level of the
driver’s eyes and as near as possible
to the running line. By this means
an indication is given to the driver

whether the stop signal ahead is at
clear or at danger, and if it is at
danger he can slow up and avoid be-
ing tripped suddenly. The signalmen
have fog repeater switches in the signal
box by means of which they can light
the fog repeater lamps when necessary.

Between junctions it is possible
to have a number of trains, e. g.,
between Finchley Road and Baker
Street it is possible to have ten trains.
For this reason Mackenzie Holland and
Westinghouse train describers were in-
stalled, by which the signalman at
Finchley Road is enabled to indicate to
the Baker Street signalman whether
the train terminates there, or is a
through train to the city. All points
where there are power frames are
worked by the Mackenzie Holland and-
Westinghouse' all-electric point ma-
chines. These machines are enclosed
in a water-tight cast-iron case divided
into three compartments. At one end
is the motor, in the center are the
gear wheels and motor switches, and in
the other end is the worm drum that
operates the points and the bolt that
licks them both ways. Both point
blades as well as the bolt lock are in-
dividually detected through an electric
detector fixed in the 4-ft. way before
the signalman can get his signal for a
train to pass over that route. These
point machines, says Mr. Wilcox, are
most successful.

The track relays at Baker Street are
of the single element vane type, the
shunt by a train averaging 0.9 ohm.
The relays used on the direct current
system are of the three-coil polarized
type, the shunt of which by a train-
averages 0.15 ohm. The most recent
type of relay used is a two-element vane
relay, the shunt of which by a train
averages 3.4 ohms. The maintenance
cost of this type of signaling is not
excessive.

AUTOMATIC SIGNALING CuTs COSTS

Before automatic signaling was in-
stalled there was 645 levers in use,
whereas at present only 311 levers are
employed, while the number of signal-
men was reduced from eighty-six to
twenty-seven and one-half. This meant
in 1908 a saving of £127 (about $615
at then rate of exchange) per week on
signalmen’s wages, which at the pres-
ent rate would be around £325 (about
$1,483 at current rate of exchange).
During 1920 the whole cost of mainte-
nance—wages and materials—of the
signaling of the electrified lines
amounted to £128 per route-mile.

Charts have been kept from the be-
ginning of automatic signaling in order
to ascertain the number of delays to
trains as compared with delays to trains
with- ordinary signaling, and the com-
parison works out very favorably for
automatic signaling.

Tests have also been made with a
three-position light signal as used on
the Pennsylvania Railroad. The cost
of maintenance is about the same as
with two position semaphores, but the
light signal appears to possess advan-
tages in some respects, e. g., in the

entire absence of mechanical parts, and
in the power of penetration of the light
rays both in sunshine and in fog.

Power Test Codes to Be Discusse
at Public Hearing

N MAY 9, during the spring

ing of the American Society
Mechanical Engineers at Atlanta, G
a public hearing will be held for
discussion of the three additional p
test codes which have reached this s
in their development during the
yvear. Last May at Chicago this
mittee, of which Fred R. Low, e
of Power, is chairman, presented ¢
on general instructions, steam eng
and evaporating apparatus. It
presents codes on definitions and va
displacement compressors and bloe
and hydraulic power plants, all t
of which have appeared in Mecha
Engineering.

Although these codes have pas:
throungh six successive revisions
reaching their present form, the co
mittee will welcome a full and f:
discussion by the members of the
ciety and others interested in t
three subjects. Persons not plan
te attend the spring meeting are i
to prepare written discussions.

Reprints of all three codes re:
to date have been prepared by
comniittee and may be obtained
addressing C. B. LePage, secretary
the committee, at the society’s he
quarters, 29 West Thirty-ninth Str
New York, N. Y.

In 1918 the power test codes ¢
mittee of the A.S.M.E. was reorg:
ized to revise and en'arge the po
test codes of the society, published
1915. The committee is a large o
consisting of a main committee
twenty-five, under the chairmanship
Mr. Low, and nineteen individual e
mittees of specialists who are draft
codes for the different c'asses of ap
ratus comprised in power-plant equip:
ment.

Automotive Engineers Travel
in Rail Car '

HAT was heralded as the

trip in history in which a se

tific body has traveled any distance
a standard railroad in a motor rail
was made April 21 by New York m
bers of the Society of Automotive E
neers, who traveled to New Haven
hear Prof. E. H. Lockwood of Shefl
Scientific School discuss power lo
in motor-vehicle chassis. Some si
odd members traveled in the two M
A.C. rail cars now in operation on
New York, New Haven & Hartf
Railroad. Throngh the courtesy of
New Haven these cars were taken
their regular lines for the trip.
The average operating speed betw
the Harlem terminal and New Ha
was 27 m.p.h., the speed varying ac
ing to traffic conditions. For ins
the average speed in the 16.5-
stretch between New Rochelle and
ford was only 20.2 m.p.h.,, wh
in the next stretch, Stamford to
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orwalk, one of the cars made 36.4
L.p.-h. The maximum speed was about
! m.p.h., but at the higher speeds there
s considerable vibration.

‘The two ra.l cars were placed in
venue service on Jan. 30, 1922, one
ing an 1l-mile route from New
n to Derby and a 44.8-mile route to
Hartford. The second car runs from
chfield to Waterbury, a distance of
miles. So far the two have
vered about 23,000 miles in the serv-
2 of the New York, New Haven &
artford Railroad. Each car has seats
r thirty-six passengers, with a9 x 6-
baggage compartment ‘located at the

ndustrial Engineers’ Convention

\HE Society of Industrial Engineers
. held its spring convention at Hotel
atler, Detroit, Mich.,, April 26 to
interest to electric railway
n especially were the papers and
jcussions on conservation of material,
ants and equipment, and labor and
e workman. A

Chamber of Commerce of the
United States
T THE tenth annual meeting of
A the Chamber of Commerce of the
rited States, to be held in Washing-
n May 16 to 18, “European Conditions
nd Their Effect on American Busi-
ss” will be the main topic. This
inouncement was made by the Cham-
r on April 24, when it made public
tentative program for the meeting.
use of the interest of business men
iroughout the country in the general
ibject it is predicted that the conven-
n will be one of the largest ever
by the Chamber.
\s in previous years the work of the
nvention will be done largely in
roup sessions. Groups representing
e major divisions of business will
ke up the questions before the meet-
g in their relation to the particular
iterests or industries comprised within
e group.

International Chamber of
Commerce 10 Meet

[ ‘HE American section of the Inter-
L national Chamber of Commerce has
it announced that the next general
eting of the International Chamber
11 be held in Rome, Italy, the week
f March 19, 1923. Before this meet-
g the International Chamber commit-
es will be able to consider the results
' the Genoa Conference in so far as
ey affect industry and commerce.
on the views of these committees,
tructive plans will be made as to
ch further steps as should be taken
 restore the trade of the world.
The next meeting of the executive
ymmittee of the International Cham-
er will be held in Paris on May 26,
id will be followed by a meeting of the
oard of directors on July 10. At that
me plans will be made for the general

International Railway Congress

HE ninth congress of the Interna-

tional Railway Association is in
session in Rome, Italy; the period cov-
ered by the congress being April 18
to 30. Abstracts of the reports to the
congress on heavy electric traction in
a number of important countries have
appeared in the following recent issues
of this paper: Dec. 3, 1921, page 988;
Jan. 28, 1922, page 147; Feb. 25, 1922,
page 322.

Canadian Association
Convention Plans

HE program for the annual con-
vention of the Canadian Electric
Railway Association is complete except
for a few details. It will be held at
Quebee, June 1 to 3. An abstract of

the program follows:
JUNE 1
9:00 a.m. Registration.

Address of welcome.

Business session, including address
of president and reports of com-
mittees.

Inspection of exhibits.

1:00 p.m. Get-together luncheon.

2:30 p.m. Paper by member.
2:45 p.m. Sightseeing around Quebec
by trolley (ladies).

4:00 p.m. Paper by associate member.
5:00 p.m. Inspection of exhibits.
7:30 p.m. Association banquet.
10:00 p.m. Dancing.
JUNE 2

9:00 a.m. Inspection of exhibits.
10:00 a.m. Paper by member.
11:30 a.m. Trip to Quebec Bridge by

boat.

Informal buffet luncheon on board.
2:30 p.m. Paper by associate member.
4:00 p.m. Unfinished business.

Election of officers.

4:30 p.m. Inspection of exhibits.
9:00 p.m. Annual reception and ball,
Chateau Frontenac.

JUNE 3
~ Inspection of exhibits, and trips to
Montmorency Falls and to Sague-
nay River.

A. E. S. C. Activities

INETEEN standards have now
been approved by the American
Engineering Standards Committee, of
which four have been approved as
“American Standard,” fourteen as
“Tentative American Standard” and one
as “Recommended American Practice.”
This number includes the specifica-
tions and tests for portland cement, for
Zwhich the A.S.T.M. is sponsor, which
have been advanced to the full status
“American Standard.” In the list also
as “Tentative American Standard” are
the specifications for drain tiles of the
same society.

The A.S.T.M. has submitted to the
standards committee its specifications
for purity of raw linseed oil from
North American seed and for purity
of boiler linseed oil from North Ameri-

can seed, as well as its standard
methods for chemical analysis of lead,
tin, antimony and copper. Approval as
“Tentative American Standard” is asked
for these specifications.

French Street Railway
Association
N EXTENDED account of the
meeting Oct. 20-23, 1921, of the
Street Railway & Automobile Associa-
tion of France (Union des Voies Fer-
rées d’Intéret Local de France et des

Transports Publics Automobiles de
France) appears in L’Industrie des
Tramways. The papers presented in-

cluded reports on track construction,
car design, power generation and dis-
tribution, trackless trolleys, the finan-
cial condition of interurban lines, the
reorganization of the Paris tramway
and bus system, airplane lines, the en-
gineering status of the bus and rail-
way electrification.

American

Association News

Camden Section Boasts
283 Active Members

T THE April 20 meeting of the

Public Service Camden Section
President C. V. Wallacc announced that
the section is now the largest, having
283 active members.

The principal speaker at this meeting
was former Judge John B. Kates. His
principal point was the dependence of
one man on another in the present
social order. He pointed out that it is
utterly impossible for any one to stand
alone, whether he occupies the smallest
job or one of the greatest responsibility.
An employee is practically a nonentity
when isolated. The electric railway em-
ployee has a definite niche to fill, and
if he does his duty effectively, pleasing
the people who depend upon him, he
will be rewarded in proportion to the
extent to which he discharges his obli-
gations. This reward may be repre-
sented in ways other than the pay
envelope.

H. T. Stevenson. assistant to the
president of the Public Service Railway,
spoke on salesmanship. He explained
that while an officer of the company may
see not over ten men a day, a trainman
often comes in contact with 500 or more.
In the long run public opinion is molded
by the platform men. He told of an
experience of a Public Service conductor
who made a warm friend for the com-
pany of a newspaper editor by the
simple act of offering him a fare when
the editor had left his money at home.
Afterward, by way of appreciation, the
editor sent the conductor a gift.

At the close of the meeting the enter-
tainment committee announced that the
next meeting would be “radio night.”
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Home Rule Fight Staged

Campaign Started in Alabama to Have
Regulatory Powers Returned
to Cities

Preparations have been started for a
fight at the next session of the Legisla-
ture to regain for the municipalities of
Alabama the right to regulate the rates
and service of their local utilities.

William L. Harrison, Commissioner
of Public Utilities of the city of Bir-
mingham, has taken the lead. On April
18 the City Commission adopted reso-
lutions calling upon the'Legislature to
restore to the city its control over the
rates and service of the Birmingham
Railway, Light & Power Company, the
Southern Bell Telephone Company and
the Birmingham Water Works Com-
pany.

Steps for the formation of the state-
wide organization have already been
taken. Letters are being sent out to
every Mayor of cities or towns of Ala-
bama which have public utilities of any
kind. With these letters are being sent
copies of the resolutions adopted by the
Birmingham City Commission and the
Mayors are being asked to have their
Boards of Aldermen or the City Coun-
cils adopt similar resolutions. It is
planned to call a meeting of represent-
atives of all of the municipalities later.

Similar resolutions to those adopted
in Birmingham have been presented to
the City Commissions of Montgomery
and Mobile. Commissioner Harrison
and W. J. Wynn, City Attorney, made
a trip to the two cities, where confer-
ences were held with the commissions
and assurances were given that Bir-
mingham, DMontgomery, and Mobile
would act in concert and take the lead
in the proposed fight to be waged before
the Legislature at its coming session.

At the last session of the Alabama
Legislature the public utility act was
amended and all power to control or
regulate either rates or service of local
utilities was taken from the munici-
palities of the State and was vested in
the Alabama Public Service Commis-
sion. This body was authorized to fix
rates for all local utilities of the State
and to prescribe the service regulations.
It was also authorized to set aside con-
tracts which had been made by the
municipalities with the utilities.

The repeal of this amendment and the
return of the right to regulate rates and
service to the municipalities will be
sought at the hands of the next Legis-
lature, according to the plans now be-
ing worked out.

Commissioner Harrison stated that it
is not the purpose of the city of Bir-
mingham to open a fight on its utilities
or on the Alabama Public Service Com-

PERSONAL MENTION

mission, but to regain some of the
authority it has lost.

The city of Birmingham is now prose-
cuting a suit against the Birmingham
Railway, Light & Power Company seek-
ing to cancel its franchise because of
increase in fare from 5 cents, as pro-
vided.in its franchise, to 8 cents. The
increase was granted by the .Public
Service Commission some time ago. The
city is attacking the validity of the
public utilities act on several grounds.

Democratic primary elections are to
be held early in August and the general
elections will be held in November. The
meeting of the Legislature will take
place some time later. Candidates run-
ning in the primary are in many in-
stances making an issue of the Public
Service Commission. Many have an-
nounced themselves in favor of curtail-
ing its powers.

Asks Removal of One-Man
Car Restrictions

The Jacksonville (Fla.) Traction
Company, a Stone & Webster sub-
sidiary, and now in receivership, has
requested the city to eliminate the
section of the ordinance regulating
electric railway traffic which requires
that a car crew shall consist of a con-
ductor and a motorman. The company
proposes to utilize one-man cars. Peter
0. Knight, Stone & Webster counsel for
the southeast, vice-president of the
Tampa Electric Company, and General
Manager T. J. Hanlon, Jr., have stated
that the one-man car has been the
major means of maintaining a nickel
fare in Tampa.

Asks Winnipeg to Postpone
Option

A. W. McLimont, vice-president of the
Winnipeg (Man.), Electric Railway, has
asked the City Council to postpone its
option to purchase the railway from
1927 until 1987. In his letter to the
Council Mr. McLimont stated that this
would enable the company to float a
satisfactory security and to care for
the payment of all outstanding taxes,
paving charges and damages caused by
electrolysis; to complete the work of
removing span wire poles, put wires
underground and to make certain other
recommended changes. The company,
Mr. MecLimont stated in this letter,
will agree to extend its Talbot Avenue
line from the present terminal to Panet
Road and to make extensions on the
Notre Dame and Academy Road lines,
Notre Dame Avenue West Line,
McGregor Street and Sargent Avenue
lines, to enlarge the St. James sub-
way for double tracking and to install
bus service where necessary.

O O T G T Tesbiivas evritaani T T TruaTeTII T OO EIT T

Detroit Preparing the Wayj

Forces Being Lined Up for Municipal
to Take Over All Detroit
Traction Lines

Initial steps are being tak
Detroit preparatory to the taking
of the Detroit United Railway
lines by the municipal street r:
organization. The purchase agre
was ratified on April 17 and a
issue voted to finance the initial
ment and the purchase of suppli
miscellaneous equipment not in
in the purchase plan but necessary i
efficient operation by the -city.
appraisal has been begun and :
ventory is being made, including
struction materials such as rails,
cement and miscellaneous mater:

It is the endeavor of the city of
to complete the inventory before
15, the date set for the transfer.
cials of the municipal organi
plan on taking over the lines w
little interruption of service as po!
Every effort will be put forth to .
efficient operation from the ve
ginning and to improve the servi

It has been announced by the
nicipal officials that as many of
present Detroit United Railway e
ployees will be retained as can be u
by the city and that preference
be given to employees who are ineli
to work along the lines followed
employees of the present munic
lines and in accordance with the
of the officials of these lines.
first and most important aim
to give courteous and efficient ser

It is planned to have a large n
of uniformed municipal ownershi
ployees stationed in the congested do
town districts at the most impi
points to aid in directing traffic.

An increase in the efficiency of i
present Detroit United Railway
ployees has already been noticed s
the city voted to take over the D
United Railway lines. No furth
velopments have been reached |
gard to the wage cut proposed
Detroit United Railway earlier
month, and it now appears un
that the wage question will be
before the transfer is made a
lines are being operated by the
The present plan is not to reduce v

Figures as to operating revenue
the Detroit United Railway for
first three months of the year
been submitted to the city by the
pany. This is the first report of t
nature received by the city ani
figures will be used as a basis
ing up the budget for the
municipal system combined w
present Detroit United Railway s
for the coming year.
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Elevated Lease Reported
Negotiated

a conference at the Mayor’s office
pril 27 attended by Mayor Moore,
E. Mitten, president of the
delphia Rapid Transit Company,
chard Weglein, president of the
Council, an agreement is said to
been reached by which the Phila-
phia Rapid Transit Company will
te the Frankford elevated line for
city. The rental terms which the-
any will share are 1 per cent in
2 per cent in 1924; 3 per cent in
per cent in 1926; 5 per cent in
The operation of the road will
Nov. 5 of this year.

r Moore announced after the
ord “L’” conference that the
greement would terminate at the
five years unless the city gives
at it wishes the lease continued.
statement the Mayor said Presi-
itten asked for co-operation of
Iministration and councilmanic
of the city government in tran-
ters, and while assured of such
ion it was pointed out that the
uld reserve its rights under the
greement, the valuation proceed-
d others of a legal nature.

s also stated that the matter of
ons was discussed and it was
ced that now that the Frankford
se was out of the way, efforts
d be made to extend the Philadel-
Rapid Transit System into sec-
of the city not now provided with

ymmission Reiterates Its Rate
Deflation Policy

a summary of its decisions issued
pril 24 by the Public Service Com-
of New York, it is shown that
ectric light, telephone and elec-
lway rates throughout the State
been materially reduced since the
nission was appointed to office last
| by Governor Miller. Further-
the policy of the commission, as
sed in the reduction orders, in-
that the commission intends to
e the rate reducing process as
sts of labor and materials de-

his connection the statement of
mmiss.on refers to an opinion
ed last fall by Chairman William
ndergast refusing an increase in
in Utica, and concurred in by
issioners Pooley, Van Voorhis,
e and Blakeslee, In that decision,
wed at length in the ELECTRIC
AY JOURNAL at the time, the at-
of the commission regarding all
utility rates was set forth as

blic utilities, just as other depart-
8 of business, must expect to cope
periods of depression and short earn-
ust as at other times they enjoy
. of prosperity and full dividends.
public is expected to make up every
cy In order to give a utllity a good
rate of earning power, then the
is entitled to the benefit of the sur-
ver the agreed upon earning-rate in
f prosperity.

‘must be borne In mind that we are not

dealing with the conditions of 1920, nor
with the previous abnormal years, but with
the present period, which is one of pro-
found economic readjustment, It 1s with
this pregnant , fact.before us that a deci-
sion in this and simiiar cases must be made.
The commission, up to date, has put
into effect about forty orders calling
for reduction in rates or suspending
proposed increased rates asked for by
public utilities. In only seven cases
have increases been permitted, and
these of a very slight nature to gas and
electric light companies in up-state
communities where the cost of service
is larger than in ecrowded sections be-
cause of the scattered population.’
All of the reductions so far ordered
are temporary and were made by the
commission before the investigations
into the various companies were com-
pleted. A further revision of these
temporary rates will be made at the
conclusion of the varions hearings. *

Learn Abont Dallas.—A special
Dallas edition of “Partners,” the offi-
cial paper of the Dallas (Tex.) Rail-
way, was issued under date of April 5,
1922, It contains some interesting facts
and all possible information on the city
of Dallas, compiled by the Dallas Cham-
ber of Commerce. With its historical
résumé and fine views this copy of
“Partners” is something to keep for fu-
ture use and reference. The pamphlet
says that the effective sale of trans-
portation must be based on knowledge
of the city. If the Dallas trainmen as-
similate one-half of the story they will
certainly be living up to their reputa-
tion, namely, the best informed group
of men in Dallas when it comes to giv-
ing information about Dallas.

Suits to Demand Electrification

Snit will be instituted by the mu-
nicipal anthorities of Buffalo, N. Y.,
against the seventeen railroad lines
entering the city to force the com-
panies to file plans for the electrifica-
tien of their lines. Last November the
City Council adopted an ordinance call-
ing for electrification of the railroads
by Jan. 1, 1923, and the filing of such
plang with the city by Jan. 1, 1922,
The failure of the lines to file the plans
will prompt the suits. The railroads
against which suits are threatened by
the City Council are the New York
Central, Pennsylvania, Delaware, Lack-
awanna & Western, and ten others.

Maurice C. Spratt, attorney for the
New York Central, says the railroads
have no intention of complying with
the resolution of the Council, first be-
cause of the excessive cost and second
because the city has no legal authority
to compel the roads to expend such a
large sum of money. Railroad engi-
neers have estimated that it would cost
the seventeen railroads entering Buffalo
about $116,000,000 to comply with the
ordinance. - The Erie Railroad’s share
alone would exceed $22,000,000, a sum
it could not possibly raise, Erie offi-
cials say.

Hearing Held on Bacharach Bill

Another hearing was held in Wash-
ington before the House judiciary com-
mittee on April 25 to consider the
Bacharach bill, which wounld limit the
jurisdiction of federal courts as to in-
junctions in matters pertaining to state
public utility orders. The hearing was
held before the whole committee, the
time being given to the advocates of the
measure. Another hearing will be held
May 23. Mayor Hylan of New York,
Ledyard P. Hale, counsel for the New
York State Public Service Commission;
John P. O’Brien, Corporation Counsel
of New York, and John E. Benton, rep-
resenting the National Association of
Railway & Utilities Commissioners,
were among those who appeared before
the committee. Among those who
listened to the testimony in oppesition
to the bill were E. A. Harriman, member
of the legislative committee of the
American Bar Association, and Senator
Charles S. Thomas of the Bar Asso-
ciation of Colorado.

The witnesses in behalf of the bill
voiced the complaint that state com-
missions are interfered with by the
federal courts. They claimed that as
exact justice can be had from the state
administrative bodies and the state
courts as from the federal courts. The
indicated answer to this contention is
that, while it is doubtless true in loecal
matters, investors who are not resi-
dents of the state naturally look to the
federal courts for protection.

Mayor Thompson of Chicago is to be
heard on May 23, when the hearings
on the measure will probably be con-
cluded. The committee has given a
-great deal of time to the bill and has
had a full explanation of its object.
It was evident at the hearing that the

* opposition to the bill is very strong,
especially in states where money is
wanted for the extension of railroads
and the development of natural re-
sources. It was announced at the hear-
ing that the committee had received
telegrams from a number of state com-
missions opposing the bill on the
ground that it would have a tendency,
if enacted into law, to exclude capital
from public utility enterprises.

Kinsella Mayor of Hartford

Richard J. Kinsella was elected
Mayor of Hartford, Conn., April 4,
after a campaign in which reduction of
car fares was an important issue.
Reduction of fares on the lines in Hart-
ford of the Connecticut Company, isola-
tion of the Hartford Division from the
state system and curtailment of sub-
urban trolley service during non-rush
hours, which he announced as part of
his traction plank for the campaign,
met with disapproval among business
men and taxpayers. They declared that
this plan would increase unemployment,
inconvenience the public and turn away
shoppers from the city. Mr. Kinsella
was elected Mayor four years ago, but

was defeated at the next electinn.
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Right to Permit an Abandonment
a Commission Function

* The Montana Public Service Com-
mission was granted final authority
over the electric railways of the State
in a decision delivered recently by
Associate Justice Holloway in the Su-
preme Court. Judge Holloway reversed
action of the Lewis and Clark County
Distriet Court in refusing the city of
Helena an injunction against the
Helena Light & Railway Company.

The railway had announced its inten-
tion of abandoning the Kenwood branch
on the west side of the city. ' The city
askéd an injunction on the ground that
the company was violating its fran-
chise. The lower - court refused to
enjoin the company. The city appealed.

In its decision thé higher court held
that the Public Service Commission had
the power to decide whether the rail-
way had the right to dbandon any of
its lines on account of heavy losses
sustained by insufficient business. Until
the state body has acted, it was held,
the company must discharge its obli-
gation under its franchise.

Seattle Must Say Yes or No

The question facing residents of
Seattle, Wash., at the election on May
2 is this: Shall they accept the pro-
posal to support the municipal street
railway by taxation, or shall they
refuse it? If they accept it, fares
will be reduced from the present 8%
cents to approximately 3 cents. If
they refuse it, fares will stay where
they are.

Advocates of the proposal for tax-
ation maintenance say that the in-
creased taxation will be more than off-
set by the reduction of fares. Oppo-
nents insist that increased taxes will
drive away business. It has been esti-
mated that the new plan would involve
an increase in taxes varying in amount
from $5,500,000 to $6,000,000, or be-
tween 20 and 22 mills. The total tax
rate would approximate 85 mills. The
proposal was brought to vote by an ini-
tiative petition. The plan was reviewed
in the ELECTRIC RAILWAY JOURNAL for
March 25, page 534.

Mayor Wants a New Deal

Mayor Hosey of Fort Wayme, Ind.,
has indicated that the Indiana Service
Corporation, Fort Wayne, Ind., will be
asked to enter into a new agreement
with the city similar to the one sur-
rendered when the company’s operation
passed completely under the super-
vi?,iop of the State Public Service Com-
missgion.

Two petitions of franchises to im-
prove the city lines have been presented
to the Board of Works by the com-
pany, one for the proposed double
tracking of Pontiac Street and the other
for the double tracking of South Wayne
Avenue. Neither petition has been
acted upon, although they have been on
file several weeks. Mayor Hosey indi-
cated that permission to carry on the

work will not be granted until the
company enters into a new agreement
or franchise with the city.

In an effort to seftle”the Pontiac
Street  double-tracking proposition,
which has been opposed by the resi-
dents of Pontiac Street, the railway
called a mass meeting of the citizens
in that section of the city at the
neighborhood school, where it presented
its side of the case. The company holds
that the Pontiac line carries more
traffic than any other line in the city,
that new tracks are absolutely neces-
sary and that the amount of traffic on
the line will be greatly increased when
the International Harvester Company’s
plant in the eastern end of the city is
completed. The meeting was adver-
tised in the loecal papers snd the pur-
pose of the meeting frankly stated in
these advertisements. ..

Publicity Activities Approved
by Commission

During various cases before the Cali-
fornia State Railroad Commission in
recent months in which public utilities
have sought inereases in rates, several
contestants against the commission
granting an increase have objected to
the expenses for publicity contained in
the operating expense exhibits offered
to the commission by the utility com-
panies. The contention has been ad-
vanced that utilities are not entitled
to charge to their operating expenses
the cost of advertising and expect the
public to pay for it in the manner of
increased rates.

To set the public right on this par-
ticular issue President Harley W.
Brundige of the California State Rail-
road Commission has given his un-
qualified approval to the reasonable
use of newspaper space by power and
other public utilities of the State to
promote and extend their business.

Franklin Hichborn of San Francisco
questioned the commission as to the
right of public utilities to charge ad-
vertising to operative account, espe-
cially in territory where competition is
not a factor. Mr. Brundige has an-
swered this gentleman by letter and
has described newspaper advertising by
public utilities as the most effective and
cheapest form of salesmanship.

The protest to the commission fol-
lowed the insertion of an advertisement
by the Pacific Gas & Electric Company
of San Francisco in a Santa Clara
County publication, a region where the
corporation holds a monopoly.

That utilities in certain fields do not
have serious competition does not affect
the proper use of advertising, Mr.
Brundige contended, and he further
pointed out that modern advertising
seeks to create mnew business rather
than to take business away from a
competitor.

Mr. Brundige held that when adver-
tising is reasonably and wisely used,
measured by results obtained, and is not
of the political propaganda type, it is
a legitimate operating expense.

Reviews Boston Elevated
Situation

James F. Jackson, chairman of the
board of trustees of the Boston (Mas
Elevated Railway, in a letter to Wal
R. Mein, president of the United I
provement Association, recently stated
that the present 10-cent fare could
be lowered until towns upon which f
deficit of 1919 was assessed were pa
back the money loaned by them. TI
amounts to $4,980,151.

Mr. Jackson’s letter is a reply to
questions and suggestions presented
a conférence: between the Boston ElI
vated Railway and the United Improy
ment Association on Jan. 30.

To replace the worn-out equipmen
of the railway with new and mode
material and to bring the service t
efficient point would cost about $6,
000, according to Mr. Jackson. In
years the annual reserve for dep
tion would care for the expend
which normally should be cared fo
current revenue.

The reserve for depreciation, said
Jackson in his letter, is not being
aside as a capital asset. It is, inst
the fund which is being used by
trustees to replace deteriorated eg
ment. With it were purchased the
jority of the 300 new center-en
cars and eighty one-man cars, sixty-
elevated cars and forty Cambridge sul
way cars.

The 5-cent fare areas established
tween each of the long-distance t
lines is, according to Mr. Jackson,
of the company’s theory of develop
a local service at a low fare wh
“consistent with the flat fare that
tributes population from congested
ters to outlying districts and that
be made lower as relief from burde
and lessening costs permit.”

Transportation Department for
City in Prospect

The abolishment of the Depart
of Public Utilties, and the creatio
a Transportation Department, ma
the Seattle (Wash.) Municipal Rai
a separate branch of the city go
ment, is proposed in an ordin:
passed by the City Council, which
be submitted to the voters at the
2 election as a charter amendn
Councilman Oliver T. Erickson,
of the amendment, claimed that
State under recent legislation has tz
over most of the work performed &
this branch of the city governm
The Council was in favor, as a
for the charter amendment constitt
the city’s railway and bus syste
separate and distinct department of
city government, and its executive
a member of the board of public wo
As approved, the amendment ¢
the Department of Transportation,
a superintendent of transportation
its head, this official to be appointed :
a three-year term by the Mayor, s
to confirmation by a majority v
the Council.
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Interborough Asks
$400,000,000

is Value Is Placed on Rapid Transit
Lines as Company’s Price for
Entering Transit Plan

es L. Quackenbush, counsel for
nterborough Rapid, Transit Com-
New York, N. Y.. served notice on
ansit Commission on April 21
t could not hope to take over the
borough at the figure of $174,-
6 recommended by the commis-
valuation bureau. He put in a
iny value of $399,873,697 and in-
d that somewhere between these
gures there might be a chance of
ing together on a price to be paid
rning the property over to the
for operation in connection with
proposed city-wide traction reor-
ion plan.

statement was made at the open-
the valuation hearing which was
on April 21 before the commis-
Interborough figures were taken
st and there was a sharp clash be-
Clarence J. Shearn, special
el to the Transit Commission, and
terborough counsel. Mr. Quack-
h threatened to walk out of the
g unless he was allowed to
ent the 1. R.T. case as he saw fit
without what he termed “un-
lemanly interruptions.” Chairman
eny poured oil on the troubled
ors and the matter was smoothed

Quackenbush wanted the commis-

i

Financial and Corporate

........... G G T T T T O T T U T A L O T

I e O T O T T

I IOy

..... I O o L L A T T T

sion to adopt a plan of arbitration to
consider the figures of the chief engineer
of the Transit Commission upon which
the valuations were based. He claimed
that the Transit Commission had this
right under the dual subway contract.
William A. De Ford objected and said
that the Transit Commission should
not be ‘bound by any such arbitration.

It was decided that it might be
feasible to go over the engineer’s
figures, which were the basge figures
upon which the valuations were built,
in an arbitration with the city, the
Transit Commission and the company
represented. The commission, however,
insisted upon the company bringing out
its arguments against the Transit
Bureau values at the opening hearing,
and this proceeding was followed. The
first witness was the Interborough
Rapid Transit Company auditor, Edward
F. J. Gaynor, who testified on the com-
pany figures.

Mr. Quackenbush said that, whereas
the commission’s valnation burean had
arrived at its figures by taking the cost
to produce the property and deducting
from it the cost of depreciation or the
sum necessary to put it in first-class
order, the company held that since the
case was not a rate case, but one in
which the commission sought to take
the property away from the company,
it must use a different method of fixing
value. A rate fixed on the basis fol-
Jlowed by the valuation bureau, Mr.
Quackenbush held, could be changed if
found unsatisfactory, but in this case

iattan power plant improveme

AL .
Dmtocouipnnylines,..........

ue for purpose of sale or exchange..............

onald'a one-quarter interest in aubway lease.

] APITULATION OF BOOK COST OF INTERBOROUGH RAPID TRANSIT COMPANY PROP-

ERTY DEVOTED TO THE PUBLIC SERVICE TOGETHER WITH VALUE OF SUCH
PROPERTY FOUND BY REVISING BOOK COST TO CONFORM

TO PRICES PREVAILING IN MARCH, 1922

Charges Revised to

* Auditar'a March, 1922,
Charges Prices
$51,832,542(a) $91,392,741
108,079,433 174,113,997
9,068,329 5,895,174(b)
1,769,647(d) 1,769,647
1,788,206(¢) 1,788,206
$172,538,157 $274,959,765
$22,033,751 $29,146,933
13,818,096 18,101,536
6,035,645 9,023,048
341,350(c) 341,350
94,381(f) 94,381
80,684(g) 80,684
$42,403,907 $56,787,932
214,942,064 331,747,697
68,126,000 68,126,000
$283,068,064 $399,873,697

oca not include amounts paid in atock or cash to acquire Subway Construction Company asscts and

These figures represent aunditor's charges with revised interest and taxes based upon a reasonable con-
on period, Cost of Belmont Tunnel (except the $3,000,000 allowance) not brought up to 1922 prices.

otpz?e\'iaed to 1922 prices.

ng capital.
| Supplies on account of elevated extensionsa.

e figurea [or operating supj
e cash part of working capital

Thia represents 60 per cent of total operating supplies carried [or entire aubway and Manhattan aystem.
This sum represents one month’a operating expenses and is a fair and reasonable allowance for cash

nses of elevated extensions as cash working capital.
2 Belmont Tunncl are based upon auditor’a records of Dec. 31, 1921, and as

d ificates th based n auditor'a records of Jan. 31, 1922.
e e efi;r:re bascgp:pon the book cost of the aupplies in hand Feb. 28, 1922, and

upon operating expenses for the month of January, 1922.

there was no chance for correction. His
company, he contended, should be
allowed a price equal to the value of the
property as of today, with the company
allowed all the advantages of increase
in values due to advance in market
costs.

He said that as the commission had
presented the “minimum value” it was
the duty of the company to show the
maximum. “That does not mean,” he
said, “that some lower figure might not
ultimately be accepted. Somewhere be-
tween may be the figure that may be
arrived at between the parties, as fre-
quently is the case in all negetiations.”

Mr. Quackenbush declared that noth-
ing he said must be taken as an ulti-
matum that the company would not
eventually reach an agreement with
the commission. He declared, however,
that “the method adopted by the valua-
tion bureau in reporting the lowest
possible value could not be adopted by
the commission with any hope of suc-
cess.”

“However,” he said, “I cannot imagine
that the commission ecan hope or ex-
pect that the thousands upon thousands
of security holders who have purchased
notes and bonds to the extent of $200,-
000,000 will consent to accept anything
less than the face value of those secu-
rities.”

In discussing the conferences in 1919
he declared that the inquiry into the af-
fairs of the I.R.T. begnn by Mayor
Hylan had “blanketed at that time any
chance of bringing about a reorganiza-
tion of the traction companies.”

The values for the I. R.T. property,
according to the auditor’s charges, and
on the basis of prices of March, 1922,
are shown in the accompanying table.

Short Abandonment Apﬁroved

Approval of the application of the
Public Service Railway, Newark, N. J.,
to abandon its tracks and service on
Main Street, Metuchen, between Ben-
ner’s Corner and Amboy Avenue, has
been received by the company from the
Board of Public Utility Commissioners.
At the same time the board dismissed
the application of the Borough of
Metuchen for discontinuance of a trans-
fer charge on this same line.

The annual revenue for the line for
1921 was $1,807 and the cost of opera-
tion was $21,020. When the Public
Service Railway took over the lines of
the Brunswick ‘Traction Company and
the Raritan Traction Company, con-
solidating them into the Middlesex
line, operating between New Brunswick
and Perth Amboy, the shuttle servicz
was started to carry out the franchise
requirement. The distance was less
than a mile.

It is probable that the company will
ask the commission for permission to
abandon its extension on Burnet Street,
New Brunswick, N. J. The company
is anxious to abandon the line because
it is being operated at a loss and be-
cause of the cost it would have to bear
when the street is repaved.



728

ELECTRIC RAILWAY JOURNAL

Vol. 59,

TABLE I—COMBINED INCOME STATEMENT OF 180 URBAN AND
INTERURBAN RAILWAYS FOR 1921 COMPARED WITH 1920

Per Cent
1921 1920 Increase  Increase
Railway operating revenue $437,493,853 $434 888 834 $2,605,019 0.6
Railway operating expensca 329,178,121 ’180 11,794,059 385
Net operating {cvcnue $108,315,732 393,9!6,654 14,399,078 15.5
Net. oper-
itf:::?‘f% .a.u.x.l.l?.r!.’. p .. 16,787,600 15,002,354 1,785,246 12.0
' L 30,024,892 27,483,316 2,541,576 9.2
Operating iricome. .. ... $95,078,440 381,435,692 113,642,748 16.7
Non-operating income. 7,092 219 736,873 8.1
Gross ingome. . ........ $104,865,532 390,485,911 14,379,621 15.9
Income deductions........ 82,842,810 82,776,650 6,160 0.08
Net income,........... $22,022,722 $7,709,261 14,313,461 186.0
Operating ratio (per cent). 75.2 78.4 8.2 k.
Ratio: Net income to oper-
ating revenue (per cent) 5.0 1577 3.33 188.0

Note—Italics denote decrease.

TABLE II—COMBINED INCOME STATEMENT OF (03
RAILWAYS FOR 1921 COMPARED WITH 1920

1921 1920 Increase
Railway operating revenue $360,001,980 $353,621,533  $6,380.447
Railway operating expenses 268, 067,041 277,092,799 9,025,758
Net operating revenuc... $91,934,939  $76,528,734 15,406,205
Net revenue auxlhary oper-
PUTO TR A 12,123,253 10,816,576 1,306,677
THEOR. i yisis messlinat ... 25,524,058 23,303,911 2,220,147
Operating income....... $78,534,134  $64,041,399 H 492 735
Non-operating income. . .. 8,480,341 7,442,505 8 36
Gross income. . ........ $87,014,475  $71,483,904 l5,530,57l
Income deductions........ 65,094,550 65, 244 583 150,088
Net income...cccu-e .- $21,919,925 $6,239,321 15,680,604
Operating ratio (per cent).. . 74.4 78.2 3.8
tin: Net income to opei- |
ating revenue (per cent). 6.1 1.0 b

Note—Italics denote decrease.

TABLE I1I—COMBINED INCOME STATEMEN T OF 77 INTERURBAN
RAILWAYS FOR YEAR 1921 COMPARED WITH 1920 :

Per Cent
1921 1920 Increase Increase
Railway operating revenue $77,491,873  $81,267,301 83,775,428 4.65
Railway operating cxpenses 61,111,080 63,879,381 2,768,301 3.33
Nut operating revenue.. $16,380,793  $17,382,920 1,007,127 5.80
Net vevenue auxiliary nper- .
AHONE .5 vciae o v vvieie 4,664,347 4,185,778 478,569 11.43
AREOBI . . Saie s vereie maieite 4,500,834 4,179,405 321,429 7.68
Operating income. . .... 316,544,306 $17,394,293 849,987 4.88
Non-operating income. . 1,306,751 1,607,714 800,963 18.72
Gross income. ......... $17,851,057  $19,002,007 1,150,950 6.06
Income deductions. . 17,748,260 17,532,067 216,193 12,33
Net lhcome ........... $102,797 $1,469,940 1,367,143 93.01
Operating ratio (per cent). 78.86 78.60 0.26 0.33
Ratio: Net income to oper-
ating revenue (per cent) 0.13 1.81 1.68 92.8

Note—Italics denote decrease.

TABLE IV—COMBINED EXPENSE STATEMENT OF 180 UR
INTERURBAN RAILWAYS FOR 1921 COMPARED WIT

1921 1920 Increase
Way and atructure....... $46,890.514 343 750,874  $3,139,640
Equipment... o v o T AR 41,259,495 ,080,19! 2,820,700
.................. 47,874,219 Sl 881.539 4,007,320
Conductmg transportation 143 153,943 ISD 05 7 496 8.908.658
................. 94 7 415 ,189,38 41,968
General and miscelianeous 42, 645 116 43,950,163 1,805,008
Tunaportstxon [or Invest- *
ment credit.......... 94,723 89,221 5,502

Total operating expenses $329,178,121* $340,972,1801 $11,794,059%

Npte—Italies denpte decrease.
* Includes $6,502,142 miscellaneous expenses.
1 Includes $6,151,751 miscellaneoua expenses.

TABLE V—COMBINED INCOME STATEMENT ON A CAR-MILE BASIS (IN CENTS) OF 103 URBAN, 77 INTERURBAN AND THE C
TOTAL OF 180 URBAN AND INTERURBAN RAILWAYS FOR 1921 COMPARED WITH 1920

103 Urban

1921 1920

Railway operating revenue. .. .........coovieeninianes 46.5 44.7
Railway operating expenses. . 34.6 34.9
Nt ODErAtiNEYOVANUC: < . .. « coems o iiminis o o aie SitRI 11.9 9.8
Netrevenue auxiliaryoperations.........c.ooveeennn.n 1.6 1.4
g5 O TR A e 3.3 2.9
Oparating INCOMe..c..« - deiis o viokia = aion s ouiesi s SRR 10.2 8.3
Non-operating income.......c.cooveeuvsniionssionios 1.1 0.9
(RROBR ANBOIRL cos ¢ o sitaliinins « ¢ v maatn 1 6 Saimnla e 11.3 9.2
Incoma dedUetioNs. . . o e cnmis o o simine + mossos o sty I T 8.4 8.3
IR RO chimmrsssivn o gmin  swibd s 8 asihd sl R 2.9 0.9

Note—TItalies denote decrease.

Rys. ~—— 77 Interurban R;s—-— 180 Urban and Inter
Per Cent r Cen!

Increase 1921 1920 Increase 1921 1920
4.0 47.5 49.5 4.0 46.7 45.5
0.9 375 39.0 3.9 35.1 35.7

21.5 10.0 10.5 4.8 1.6 9.8
14.3 2.9 2.6 11.5 ). 7 1.6
13.8 2.8 2.6 7.7 392 2.9
22.9 10.1 10.5 3.8 10. 1 8.5
222 0.8 0.9 11.1 1.0 0.9
22.8 10.9 11.4 4.4 1.1 9.5

o 10.8 10.7 0.9 8.8 8.7
21220 0.1 0.7 85.8 2.3 0.8

TABLE VI—COMBINED EXPENSE STATEMENT OF 103 URBAN
RAILWAYS FOR 1921 COMPARED WITH 1920

Per Cent

1921 1920 Increase Increase
Way and atructures....... $35,899,696 $33,565,078 $2,334,618 6.9
Eqmpment .......... 32,579,011 34, 877 3 2,298,421 8.6
................... 38, |68 508 41, l74 482 3,005,974 7.3
Conductmg transportation, I20 672 081 126 412 887 5,740,806 4.6
.................. '444,168 716,407 72, 38.0
General and miscellaneous. 33,928, |55 34,332,713 404,568 iy

Transportation for inveat-

ment—credit. . ........ 42,634 27,667 14,967 54.2
Total operating expenses $268,067,041* $277,092,7991 $9,025,258 3.3

Note—Italics denote decrease.
* Includes $6,418,056 miacellaneous expenses,
1 Includes $6, 04I 467 misccllaneous expenses.

TABLE VII—COMBINED EXPENSE STATEMENT OF 77 INTE
RAILWAYS FOR 1921 COMPARED WITH 1920

¥

1921 1920 Increase

Way and atructures. ..... $10,990,818 $10,185,796  $805,022
Equipment............. 80,484 9,202,763 522,279
Power. . .oiiionnhcon s 9 705 711 10,707,057 1,001,346
Conducting transportaunn 22 43] ,862 23,2;;,392 1,162,747
Gencral and miscellaneons 8,716, e 9,617,450 900,439
Transportation {or invest- N

ment~credit,......c... 52,089 61,554 9,465

Total operating expeuses  $61,111,080% $63,879,3811 $2,768,301

Note—Italies denote decrease.
* Includes $84,086 miscellaneons expenses.
1 Includea $110,284 miscellaneous expenaes.

TABLE VIII—COMBINED EXPENSE STATEMENT ON A CAR-MILE BASIS (IN CENTS) OF 103 URBAN, 77 INTERURBAN AND A
TOTAL OF 180 URBAN AND INTERURBAN RAILWAYS FOR 1921 COMPARED WITH 1920

103 Urban Rys. 77 Interurban Rys. 180 Urban and Int
oy ent
1921 1920 Increase 1921 1920 Increase 1921
Way and atructurea 4.6 4. 9.5 6.7 6.2 8.1 5.0
4.2 4.4 4.6 5.3 5.6 5.4 4.4
4.9 5.2 5.8 5.9 6.5 9.2 5.1
15.6 15.9 1.9 13.9 14.5 4.2 15.3
0.06 0.09 33.3 0.3 0.3 0.1
4.4 4.3 2.3 5.4 5.9 8.8 4.6
0.006 0.004 50.0 0.03 0.04 £5.0 0.01
Total operating expenses. ..o.uveeeee e ivveneronnniens *34_6c 134.9c. 0.9 (a)37.5¢. (b)39.00. 8.9 (©)35.1c. (d)35

Note—Italica denote decrease,
Includes 0.8 cent miacellaneons expensea.
0.07 cent miscellaneous expenses. (¢) Includes 0.07 cent miscellaneous expenses.

1 Includes 0.8 cent miscellaneous e

enses. (a) Includes 0.05 cent miscellanecus expenses.
(d) Includes 0.06 cent miscellanenus expenses.
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Conditions Improved

ey for 1921 Shows Greatest Im-

yvement on City Lines—Better

Business Conditions Will Help
Interurbans.

The financial condition of city electric
is steadily improving, but this
ovement has not yet reached the
rban lines. This is the outstand-
fact revealed in the review of con-
s in the industry based on official
operating returns from 180
nies representing more than 50
r cent of the total industry in the
nited States for the year 1921 and
juent supplemental reports.

these lines 108 are city lines and
y-seven interurban. Their total
ing revenue for 1921 was
493,853, as compared with $650,-
for the entire industry as

ation sees if, however, the figures are
merely indicative of the great under-
lying strength of the industry, the real
necessity for the service which it ren-
dered and its ability to withstand
serious industrial disturbances.
Traffic on these 180 properties fell
from 7,606,190,270 in 1920 to 7,144,
332,920 in 1921, a decrease of 6.1 per
cent. The total operating expenses of
these 180 companies decreased from
$340,972,180 in 1920 to $327,178,121 in
1921, a drop of 3.5 per cent. The
operating ratio dropped from 78.4 per
cent in 1920 to 75.2 per cent in 1921,
The net operating revenue as a result
of increased revenues and lowered
operating expenses increased from
393,916,654 to $108,315,732, or 15.5 per
cent. Net revenues from auxiliary
resources increased $1,785,246. The
surplus created by this increase was

the cost of labor and materials. The
cost of conducting transportation of
these 180 companies, the principal item
in which is wages of trainmen, was
$6,903,353, or 4.6 per cent less than in
1920. The companies ran 18,653,967
fewer car-miles than in 1920. Power
costs showed the largest decrease of
all the items making up operating
expenses.

One-fourth of all passengers riding
used transfers, a slight increase over
the number using transfers for 1920.

The figures in detail on which the
foregoing statements are based are con-
tained in the accompanying tables.

District Merger Agitated Again

The Public Utilities Commission of
the District of Columbia is looking into
its organic act to determine if it can
authorize a merger of the Washington

Note—Italics denote decrease
Car-hours were reported by only ninety-eight ci

Per Cent

1921 1920 Increase 1921 1920
Car-m]les {revenue)........ 773,852,686 791,817,382 2.3 163,077,867 163,767,138
hours (revenue) (a) ..... 79,988,260 82,166,716 2.9 10,349,271 10,589,509
'l.’%gl 1 passengers. . 6,467,009,091 6, 860 771,966 5.8 677,323,829 745,418,304
j enue passengers 5,075,480,639 5,437,465,186 6.7 597,445,113 661,064,968
nsfer passengers 1, 336 302,729 1, 386 635 325 3.6 67,672,399 71,943,167

iles of single track. . ol | .300 |2.296.3 0.03 6,972.6 6,960.4

Cars operated 8,142 ; 3.1 1,787 1,803

Passengerrevenue.......... 349,685,974 342,180,810 2,2 63,355,620 66,836,868

ity companies and aixty interurban companies.

ILE IX—COMBINED STATEMENT OF TRAFFIC STATISTICS FOR 103 URBAN, 78 INTERURBAN AND THE COMBINED TOTAL OF
181 URBAN AND INTERURBAN RAILWAYS FOR 1921 COMPARED WITH 1920

~———103 Urban Electric Railways——— ~—77 Interurban Electric Railw ays——

180 Interurban and Urban Electric Rys.

r Cent Per Cent
Increase 1921 1920 Increase
0.4 936,930,553 955,584,520 2.0
2.3 90,337,531 92,756,225 £.6
9.1 7,144,332,920 7,606,190,270 6.1
8.6 5,672,925,752 6,098,530,154 7.0
5.9 1,403,975,128 1,458,578,492 3.8
0.2 19,272.6 9,256.7 0.08
0.9 19,929 20,518 2.9
5.2 413,041,595 409,017,678 0.9

b) Cars operated (average maximum number in acrvice daily) were reported by only ninety city compames and fifty-five interurban companies.

ed by the United States Census

e actual volume of business shows

a slight decrease over 1920, but im-

ed operating conditions have helped
es.
combined reports as made public by

h $7,709,261 in 1920.
the unusual business depression in
with unemployment at

red remarkable.

The outstanding feature of

information bureaun of the American
ric Raxlway Association is the in-
se in net income affer the payment
1 expenses and charges. In 1921 this
unted to $22,022,722, as compared
In the face

the
mum, this net income figure is
As the associ-

cut down slight]y by an increase of
$2,541,676 in taxes.

The net income of $22, 022 722 earned
in 1921 amounted to 5 per cent of the
total operating revenue, whereas in
1920 it amounted to only 1.8 per cent.

As for the interurban field, a hopeful
sign is the decrease in the operating
expenses of these companies, which is
relatively greater than that of the city
companies.

Expenditures for maintenance of way
and structures of 180 companies, both
city and interurban, were 7 per cent
greater in 1921 than in 1920, while
expenditures in other departments show
substantial decreases, due probably to

Railway & Electric Company and the
Capital Traction Company in Wash-
ington. The merger question has been
agitated for some time on the ground
that it is the only solution for the exist-
ing traction difficulties—one company
requiring a higher rate of fare than
the other, although the commission has
prescribed a uniform fare, which yields
a greater return to one company than
the other. Merger legislation has been
proposed in Congress, but no action has
been taken owing to conflicting views.
The commission has requested the Cor-
poration Counsel of the District for an
opinion as to whether its organic act
empowers it to merge the two lines.

TABLE X—SOME SIGNIFICANT RATIOS DERIVED FROM THE FIGURES SHOWN IN TABLES I TO IX.
~—-—103 Urban Electric Railways—— ~——77 Interurban Electric Rys.——

180 Urban & Interurban Elee, Rys.

er Cent nt Per Cent
1921 1920 Ine. 1921 1920 Ine. 1921 1920 Inc.

B $29,269 $28759 1.8 $ILIM4  SUIL6T6 4.8 $22,700 $22,584 7
......... 69 6.3¢. 9.5 |0 6c 10. le. 5.0 7.3c. 6.7c. 9.0
e N s ) 8.0 9.0 15 5.8 504 7.4
r mile of aingle track 3285 4230 $2§ ,828 %g 39 086 $9 602 i; 3%;.46302 3%!2.2840 :g

rear-mile....c.o000 . e v . . .8¢. i
.................... 17,522(a) $16, 548(0) 5.9 522 530 b) 324 539(6) 8.2 $17,971(c) $17,250(c) 42
::;ggﬁx:!‘:e'd‘ dally ...... 4 $4. g(f}) $3.94(d) 5.1 §¢) $4.72(¢) 5.7 $4.18(1) $4.03(/) 3.7
ﬂue]};s:fsi?gég'tmck 4|2 641 442,203 ﬁi 85,684 94,975 1%5; 294,352 3!2 697 z.o
Gy L D C I IS S T Y . . 7
far SELiaae'a daily. zsz 509(:1) 260, 03(4((1) 2.0 226, 9|89(b) 258 932(b) 1.3 230 221(.:) zsg 933(6) 37
BEBTEROUT o v s bwviaios o v o 59. . . 4.8
..... 525, 773 557,954 5.8 97 141 |07 094 9.8 370 69‘) 394, 98 6.2
?'c"a':fx&feaf'.'?f?.'.'.“ﬁk ..................... 83 8.6 35 N 2.9 7.6 8.0 5.6

8 D"
nn]sfer passengers to revenue passengers. . 26.4% 25.6% 3.2 11.3% 10.9% 3.7 24.70 2400 2.9
miles:

r mile of single track 62,914 64,394 2.3 23,388 23,528 0.6 48,615 49,623 £.0
: 8.550 38071(a) 1.3 56.856(6)  S7.211(6) 0.6 40,191¢)  39.753(c) 9
el R 9.0 11 11.00) 18 0,02 9.4() 9.3/ i
) ouua‘:i)pemted T e e R 4,204(g) $4,182(g) 0.5 4,933(R) 5,004(k) 1.4 4,268(h) 4.252(0) 4.0
1 ote—Italics denote decrease, (a) Ninety companies. — (b) Fifty-five companics. (¢) One hundred and forty-five companies. (d) Ninety-eight companies:

) Sixty companies. (f) One hundred and fifty-eight

companics. (g) Eighty-eight companies.

(k) Fifty-five compsnies.

(1) One hundred and forty-three companies.
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Receivers for Queens Lines

Justice Stephen Callaghan, in the Su-
preme Court at Long Island City on
April 28, handed down a decisicn ap-
pointing S. W. Huff, president of the
Third Avenue Railway, and Robert C.
Lee, an insurance broker, as receivers
for the New York & Queens County
Railway. The appointment was made
on the application of the Guaranty
Trust Company, New York, N. Y., as
trustee under the first mortgage of the
Steinway Railway of Long Island City,
dated 1892. In its application for a re-
ceiver the Guaranty Trust Company de-
clared that the company defaulted on
Jan. 1 in the payment of $45,000 inter-
est due on the mortgage of $1,500,000.

New York Bankers Acquire
Power Company Control

A. E. Fitkin & Company, New York,
N. Y., have acquired control of _the
Tide Water Power Company, Wilm)_ng-
ton, N. C., a city of 35,000 population,
it was announced on April 27. The
properties taken over in the deal include
an electric light and power plant, a gas
p'ant and electric railway systems serv-
ing the North Carolina city and inter-
urban territory. The interurban line
runs 12 miles to Wrightsville Beach on
the ocean, where the company has an
amusement pier, a casino and a large
auditorium for convention purposes.

Discuss Purchase of Market
Street Railway by City
of San Francisco

The question of the best methods of
procedure in the acquisition of the
Market Street Railway by the city of
San Francisco has been the subject of
recent conferences between city and
company officials, The city has been
represented by George Lull, city at-
torney, and the company by William
Von Phul, president, and William N.
Abbott, chief counsel.

The plan of purchase now being dis-
cussed is based upon the method pro-
vided for in charter amendment No.
30 passed by the voters on Nov. 2, 1920.
A $14,000,000 bond issue would have to
be passed to pay off the company’s in-
debtedness that falls due in 1924 and the
remainder of the purchase price would
be paid out of the earnings of the sys-
tem on the pay-as-you-go basis, the
city to contract to pay a guaranteed
amount each year.

The $14,000,000 bond issue would re-
quire a two-thirds vote. The bonds
could be made to cover a period of
years ample for the city to redeem
them. It would also be necessary to
amend the city charter to allow the
city to operate the San Mateo branch
of the company which goes outside city
limits.

The price has not been decided, but
it is expected to be in the neighbor-
hood of $40,000,000. This is the value
of the property as estimated by M.
M. O’Shaughnessy, city engineer. If
that were to be the agreed price the
city would pay $14,000,000 in bonds in

1924 and the remaining $26,000,000 out
of earnings of the utility. Mr. Lull
states that this would be the most ad-
vantageous method of procedure for the
city and would be well within the city’s
limit of bonded indebtedness.

Joliet & Eastern Traction
Stops Service

The Joliet & Eastern Traction Com-
pany, Joliet, Ill.,, operating a 23-mile
interurban line between Joliet and Chi-
cago Heights, discontinued service on
April 15. Permission to cease opera-
tion and junk the property was given
by the Illinois Commerce Commission
when it was shown that the rcad was
no longer financially able to continue
business. The petition for discontinu-
ance was filed with the commission by
Receiver Eckmann several months ago.
The road will be dismantled in the near
future.

The action on the part of the rail-
way was brought about by the coineci-
dent necessity for the expenditure of a
considerable sum of money for changes
in its property that in no way would
benefit the railway or increase the
value of its service. The largest ex-
penditure impending was at Matteson,
where the railway would have been
obliged to remove its overhead con-
struction to allow the elevation of the
tracks of the Illinois Central Railroad.
Other obligations, such as paving
charges, track changes, etc., caused by
city improvement, have come also at
this time. Tha railway exhausted its
reserve some time ago and has been
operated at a loss, though every means
of increasing the revenue has been
tried. Besides its passenger service,
the railway was giving a freight and
package service and carrying the mails.

The underlying reason for discon-
tinuing operation, however, as stated
by E. H. Stearns, secretary of the com-
pany, was the increased use of private
automobiles. Their popularity and
number have rapidly been increasing
and the completion soon of a cement
highway paralleling the railway’s
right-of-way will make electric interur-
ban service still more impracticable.
The railway has also had to operate in
competition with the Michigan Central
Railroad and the Elgin, Joliet & East-
ern Railroad between Joliet and Chi-
cago Heights,

The company’s property consists of
25 miles of single track, five motor
passenger cars, three motor freight
cars and two other cars. The com-
pany purchased energy from the Public
Service Company of Northern Illinois.
The repair shops were located at
Frankfort.

The company was incorporated in
Illinois in 1914. It represents the re-
organized portion of the Joliet & South-
ern Traction Company, operating be-
tween Joliet and Chicago Heights. The
property was appraised by the Illinois
Commission, which authorized stock to
be issued to the amount of $269,000 and
additional $31,000 for cash received.
There is outstanding $300,000 capital
stock, but no bonds.

Resumes Partial Payment

The Third Avenue Railway, |
York, N. Y., resumed partial pay:
of interest on the adjustment 5
cent bonds this month, with the p
ment of 11 per cent. There sti
mains 223 per cent interest on
bonds in arrears, which must be |
before there can be any return t
stockholders. However, the
stage of the affairs of the com
past. These facts were contained
letter to a stockholder who su
that a protective committee of f
be organized. S. W. Huff, th
dent, stated that since the com
not in the hands of receive
directors are in fact the stock
committee. The company also h
tested against the valuations pl:
the properties of the Transit C
sion in a letter by Mr. Huff
commission. Mr. Huff makes th
ment that the cost to repro
property even with allowances
preciation would be more than t
amount recommended by the en
for the commission.

Toledo $87,000 Ahead for
1922, Over Similar Mon
in 1921

As a result of March opera ;
the Community Traction Companj
ledo, Ohio, there has been added |
fare stabilizing fund $13,549,
crease over the credit for Feb
$8,619. Gross revenue for the :
amounted to $307,827 as compar
gross revenue for February of $
the increase in this instance be
tirely due to the greater nu
days in March.

The ratio of operating expen
gross income of 69.405 per cent
slight decrease from the operating
for the month of February.

During the month there were ¢
ated 639,656 car miles as compared
574,221 for the previous month.
nue passengers per car mile of
represents a decrease of 0.15 pa
per car mile as compared with F
ary.

During the month there were
ried 4,965,140 revenue passengers
for the same month last year
were carried 5,710,010, a dec!
744,879. By reason of operating «
mies and despite the decrease in
it was possible to show a su
more than $13,000 for March t
as compared with a deficit of §
for the sama month last year.

Ordinance requirements as to ¢
to the various funds and reserv
been complied with, and, in addi
terest earned on bonds retired .
ing to $745 for the month
added to the sinking fund.

Seeks Termination of
Receivership ;

The Binghamten (N. Y.) Ra
has announced its intention of a

for the sale of the property .
discharge of the receiver.
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ares Discussed in Dallas

Contends Company Has Not Lived
Up to the Terms of Temporary
Fare Inerease

rings are now being conducted in
, Tex., before the City Commis-
n a proposal to order the Dallas
y to restore the 5-cent fare as
ed in the franchise granted in
The hearing was opened by the
vhen it was disclosed that the
Railway had used $500000 of
ings under the 6-cent fare over
ove the 7 per cent authorized re-
under its franchise, in payment of
ue dividends.

company claimed that the fran-
2 guaranteed a return of 7 per cent
investment, and that all unpaid
ds should be paid out of excess
ings before any' of such earnings
used in improvements, betterments
any other purpose.

city in turn claimed that the 6-
fare was granted in 1920 under the
ss provision that the earnings thus
possible would be used in street
Fing and other improvements ordered
the city and claimed by the company
be impossible because of inadequate
s,

the opening of the hearing, Attor-
A. Worsham, representing the
v, filed a lengthy statement set-
forth the position of the company.
e statement was appended a table
ing receipts and disbursements for

he statement, as read by Mr. Wor-
, attacked the fairness of the 1917
hise given the company by the
on the grounds that its provisions
ot afford a sufficient maintenance
d depreciation fund. The statement
sed the point that under the 6-cent
a maintenance fund of only $9,000
hand, when the company claims a
n of $1,000,000 should be afforded.
. Worsham said:

has been proved that the authorized
of 7 per cent that the company re-
‘under the terms of the franchise now
‘ce is inadequate, and that 8 per cent
be a fairer rate. The company can
subsist on the present schedule, and
eduction of the fare to 5 cents will
to bankruptcy for the company and
loss to its stockholders.

property value stated in the fran-
is $9,333,000, while the actual prop-
' value 1s closer to $13.000,000. The
thing {s simply a matter of calcula-
The amount of return necessary to
te thils business successfully s a
la that can be deduced from a con-
tion of the property value involved,
celpts, the disbursements and the de-
ition that must be allowed for.
question of fare is not contractual.
haintain that Instead of a 7 per cent
8 per cent would be falrer, and that
t 4 per cent should be allowed for
tion to prop ‘and 2. per cent for
fatlon of buildings.

eresting testimony regarding the
dition of the Dallas Railway’s prop-
s was given by Richard Meri-
er, vice-president and general

Mr.
when the Dallas Railway was first re-
quested in the fall of 1920 to assist the
city in the paving of certain streets
on which it had tracks, it was unable to
do so because it had no funds and no

manager. Meriwether said that

credit. It will be able to help now to
the extent of $101,000, Mr. Meriwether
said, because it will be able to borrow
this sum from its stockholders.

In summing up the situation confront-
ing the ecompany Mr. Meriwether said:

The company is in an embarrassing
financial positlon now, and unless relieved
within the next two years, in some man-
ner, the situation will become gravely em-
barrassing. There is $60,000 dpe on
Lamar Street improvements now, for
example, and only $9.000 available, unless
we are permitted to borrow from the
stockholders.

The 18 per cent reserve that has been set
aside under the terms of the 1917 franchise
iz not enough to care for the actual repairs
to rolling stock and tracks.

Two of the leading lines in the city, the
Ervay line and the Bryan line out Live Oak,
are In bad condition. They must be re-
paired. They each make about $21,000 a
month. The Bryan line situation couid be
taken care of by routing the cars across
Cantegral and down Swiss, but there Is no
way to meet the Ervay Street emergency.
These are two of the heaviest traveled
routes in the city.

All the officers have discussed the fact
that the property is wearing out and that
there are no funds available to replace it.
The stockholders know that the company
is skatiniz on very thin ice. The rate payer
of the past hasn’t been made to do his
part. A collapse of the company will not
only be a calamity to the stockholders but
to the public as welj.

The money dlsbursed to the stockholders
belonged to them under the terms of the
franchise. The fund that It was applied on
is still $558,000 in arrears.

Some of the double-truck cars in the city
now have been In service for eighteen or
twenyy years. The company owns 138
double-truck carg and sixty-eight single-
truck. Tt leases fifty big double-truck cars
from the old Northern Texas Traction Com-
pany. These latter cost probably $6,500
apiece, The others about $5,000. The life
of the average car is twenty years, and
about 25 per cent of those now in operation
here shonld be replaced.

Right to Examine Books
~ Established

Through an order by Judge H. D.
Dickinson of the district court on April
21, the city attorney will have only one
day to examine the books of the Twin
City Rapid Transit Company, Minne-
apolis, in case they are produced, before
the hearing on an alternative writ of
mandamus petition. The proceedings
have been established to disclose the
relationship between- the Minneapolis
Street Railway -and the Twin City Com-
pany. The judge on April 21 continued
the time for the company to answer a
motion to show why the books should
not be produced to April 24. The other
hearing had been set for April 25, the
day following., The city wants to in-
spect these books and records to pre-
pare its case for the mandamus suit
hearing. The company alleges these
books have nothing to do with the
Minneapolis Street Railway case. The
extension of time was given on request
of counsel for the railway.

Commutation Rate Fixed

New Jersey Board Authorizes Monthly
Ticket Based on Modification of
Muscatine Plan

As an experiment in evolving a satis-
factory plan of providing necessary
revenues, the Board of Public Utility
Commissioners of New Jersey has
granted permission to the New Jersey
Central Traction Company to establish
a base rate of 10 cents in each of its
seven fare zones with a form of com-
mutation ticket under which lower rates
may be obtained by more frequent
riders. The new plan is to be put into
operation within four weeks and is to
receive a six months trial.

The plan authorized by the board is
that riders desiring to do so may pur-
chase a commutation ticket, paying $1
for each zone in which they desire
transportation. The commutation ticket
so issued is to be good for one calendar
month and is to entitle the holder to
transportation for not more than 100
rides a month at the rate of 5 cents per
ride. Any passenger traveling beyond
the zone covered by his commutation
ticket will be required to pay the base
rate of 10 cents. Under the plan a per-
son holding a commutation ticket for
one zone, for which he pays the monthly
flat rate of $1, will pay a total of $6 if
he takes 100 rides a month, or a 6-
cent fare.

The commutation rate would increase
in proportion to the diminishing num-
ber of rides, so that a person riding
only twenty times a month would pay
the base rate of 10 cents. The com-
mutat'on plan suggested by the com-
pany as a substitute for a flat increase
in fare contemplated the purchase of
commutation tickets for $1.50 in each
zone. This plan would have resulted
in a minimum fare of 63 cents, instead
of 6, and the base rate of 10 cents would
be reached by the passenger riding
thirty times a month instead of twenty
times, as under the $1 rate fixed by the
commission.

In behalf of the objecting munici-
palities it was contended that the pro-
posal to charge $1.50 a zone was too
high and would discourage the pur-
pose of the entire plan. In this estimate
the board assumed that 22 per cent of
the total cash fares would become com-
mutation fares. It also assumed that
holders of commutation tickets would
ride more frequently, causing an in-
crease of 20 per cent among such riders.
Of the remaining 78 per cent not hold-
ing commutation tickets the commission
assumed that 10 per cent would cease
riding due to increase in fare. The net
result of this computation would give
the company a total annual revenue of
$389,752, instead of a revenue of $311,-
694 for the past year,

The company asked for a rate yield-
ing a total revenue of $400,000 a year.
The commission believed, however, that
the rate established may reasonably be
expected to provide the full amount
which the company deems necessary for
its continued successful operation.
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Weekly Pass Suggested for Use

in Fort Smith

By a vote of two to one the City
Council of Fort Smith, Ark., has
ordered the Fort Smith Light & Trac-
tion Company to attend a hearing on
rates to be held on May 13. The
company’s proposal for a three months
tryout of the weekly pass plan was
disregarded by the commissioners.

At the hearing on rates a return to
a 6-cent fare was proposed, but the
order was changed to a formal notice to
the company to appear in a hearing
on rates, when the city attorney told
the commission that it could not change
the rate without a three days notice
and a formal hearing.

D. C. Green, manager of the company,
and Judge Joseph M. Hill, its attorney,
indicated that the company will contest
through the courts any change in its
schedule which results in a reduction in
revenue.

Mayor Fagan Bourland voted against
the motion to bring about a reduction
in fare, stating that if the company
was making money he would be the
first one to vote for a reduction. He
called attention to the fact that figures
had been presented and sworn to by the
company’s auditor showing that the
company is not making a fair return
on its investment.

The hearing was occasioned by a
petition for a return to the 5-cent fare.

Manager Green proposed to issne a
weekly pass for $1.25.

Steady and continuous reduction in
revenue was shown by figures present-
ed by Mr. Green and sworn to by the
company’s auditor.

Railway Criticised for Not
“Selling” Its Rides

Walter Jackson argues for the reten-
tion of the 5-cent radial fare and the
use of the weekly pass in Bridgeport in
three articles written for the Bridge-
port Post at the solicitation of
the editor of that paper and con-
tributed to the issues of April 21,
22 and 24. He considers the present
fare plan, with ameliorations here and
there, to be excellent for traffic stimu-
lation, but thinks that it lacks the ad-
vantages of the pass in this respect and
that the Connecticut Company has been
lax in advertising the existing service.

Praise for Ed Walker

The Terre Haute Tribune said some
mighty nice things about the local trac-
tion line, in charge of E. M. Walker, in
a recent issue. The occasion for this
comment was the announcement by the
Terre Haute Traction & Light Com-
pany of its decision to install the
weekly pass. A considerable part of
the editorial was devoted to telling
about the pass itself and how it would
benefit the public. Some of the more
complimentary things in the editorial
are contained in the following extract:

. While many traction lines are asking for
increased rates, the Terre Haute lines,
which, by the way, have never advanced

the fare over § cents, are striking out for
more business at the 5-cent fare or less.
In other words, the traction company de-
sires a more general use of the cars.

1t is Interesting to know that the local
traction iines are in a position to offer this
mutually advantageous proposition. Many
such concerns are going the other way, de-
manding higher rates and resorting to other
such extremities to keep out of receivership.
It is certain the public here wiii not only
meet the idea half way, but wiil be ap-
preciative of this unusual manifestation of
mutual interest by a pubiic utiiity.

Injunction Against Jitneys
-*  Made Permanent

Kansas City, Mo., ordinances regu-
lating jitneys on the streets of the city
have again been upheld by the local
courts. On April 17 Judge Nelson E.
Johnson of the Circuit Court made per-
manent“a temporary injunction issued
by him on Nov. 10, 1921, restraining
operators from violating the two jitney
ordinances and from conducting busi-
ness as jitneys on the streets contrary
to the provisions of the ordinances.
The order is especially significant on
the point of violating “by mere subter-
fuge, shift or device, including, among
others, the subterfuge of accepting as
a ‘gift,’ ‘gratuity’ or otherwise compen-
sation for carrying persons in their
cars.”

Jitney operators have been running
since Nov. 10 without ostensibly charg-
ing for their service. The court makes
it very clear that the intent is to regu-
late the “jitney business” and that the
operation of jitneys is obviously a busi-
ness transacted on the public streets.
The decision is made against the jit-
neys on the basis of the right of the
city to regulate the use of its streets.

City and Company Argue
Abandonment

The City Council of Carlisle, Pa.,
answered the threat of the Valley
Railways, Lemoyne, Pa., to discontinue
its service within the city of Carlisle,
by telling the eompany it must do one
of two things: discontinue service on all
lines in Carlisle and as far east as
Boiling Springs, or continue the present
service unchanged.

The Council says that the charter of
the Cumberland Valley Electric Pas-
senger Railway, which the Valley Rail-
ways is operating, calls for service
from Boiling Springs to Carlisle and in
Carlisle. The charter also states that
the company must pay for paving re-
quired between the company’s tracks.
Recent bills of the Council call for pav-
ing which would cost the company $11,-
000. This amount the company said it
could not pay, and would withdraw its
service to the borough limits. The
franchise, however, requires the com-
pany to restore the streets to their
original condition after tearing up the
tracks and poles and taking down the
wires. This, according to the Council,
would cost the company $44,000. ~

It would abandon the Cave Hill line,
which gives a local service, from the
interurban line within the Carlisle city
limits, according to its present plans.
The interurban operates from Fort
Washington to Carlisle.

Fare Injunction Case
Being Argued

Application of the Chicago Sur
Lines for an injunction against
6-cent fare order was argued in
United States District Court on A
24 before Judges Evans, Page
Geiger. The hearing was to be
cluded later in the week, as the
tive date of the order was set origin
as May 1.

This is the order entered by t
Illinois Commerce Commission on
8 which proposed to limit the =
of *the  surface lines to 5 per cent |
to cut out certain operating ex
so as to make the charging of a
fare possible.

The companies’ attorneys
that such a rate would be confi
They also attacked the conclusio
the commission that the lower
would attract 50,000,000 additiona
sengers and that no allowance |
been made for the expense of th
burden. Counsel for the city a
that the new rate should be triei
if it resulted in a loss the com
could be compensated.

Mayor Thompson of Chicage
announced that he and members
cabinet will visit New York C
the near future as guests of I
Hylan in the study of local tra
tion facilities and how they are ha
or. a 5-cent fare. 3

300 New Cars Needed, Accordi
to Commission Expert

Need for 311 more steel cars o
Brooklyn Rapid Transit Com]
subway and elevated lines wa
pressed on April 24 by Wall
Edgerton, assistant supervising
spector for the New York T
Commission at the commissien’s
ing into the adequacy of the s
now being furnished by the compa
These are needed, Mr. Edgert
in addition to the 900 cars wh
company says it will have in
within thirty days, and the total s
not include cars that are laid
repairs but the number that are aci
in daily use on the tracks.

Mr. Edgerton also pointed out
ances in the service of the B
Rapid Transit. He said that on
days there might be a fair servi
handling the rush hour crowds |
hattan in the morning, while the
ice in the evening would be en
inadequate.

Mayor Hylan also toock occa
step into Brooklyn Rapid Tran
ters on April 24 when he wri
John P. O’Brien, Corporation
suggesting an investigation i
expenses incurred by the rece
the company. His suggestion
the suit instituted a few days

out its part of the contract under
the rapid transit lines are
under lease from the city.
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ne most talked of man in Montreal
e days is E. A. Robert, president of
ontreal Tramways, who was re-
elected president of the:yuebec
y, Light, Heat & Power Com-
His prominence in the business
nancial world comes from the fact
he has developed the Montreal
ays into an organization unique
s continent. While most public
companies have during the past
ars found themselves in rather
ned financial circumstances, from
mbination of causes, and while in
7 cities a state of public opinion
own up which is inimical to the
of such enterprises, Mr. Robert
not only emerged from the war
d with his company in splendid
al shape, but public opinion
the sphere of the company's
ions is such that residents of
eal openly boast of the service
ided.
en the war broke out the company
s face to face with the greatest
lem in its history—the problem of
ning a new franchise. For some
agitators had been at work in
real, as in many cities in the
States, trying to stir the public
blocking the legitimate demands
the company and to favoring the
nicipalization of the system. But
agitators found two obstacles in
way: First, the inherent distrust
he people of Quebeec Province to
c ownership, with all its attendant
ency and heavy taxation; sec-
, the fact that the Montreal
amways system had, unaer the
régime. been run with such
id operating efficiency and such
d for the comfort of its patrons
t the publie felt it would be nothing
rt of disastrous to take the system
. of its hands and turn it over to
erienced operators.
fore the comprehensive plan could
idopted that had been worked out
‘keeping the facilities of the com-
y abreast of the growth of the city, it
necessary that the company should
sured as to the terms under which
ld operate in the future, and until
ew franchise was made this matter
d remain in doubt. Therefore only
h routes were decided upon for con-
uction as were imperative. The main
L of the company was directed to
ing the operating capacity of the
ting lmes, and this was done by a
essive rearrangement of running
ules and by enlarging the capacity
e cars themselves, but the changes
re made only after a comprehensive
dy had been made by officials of the
npany of practices in cit’es elsewhere.

.......................................................................................................

More Honors for E. A. Robert

pular and Efficient Leader of Many Montreal Utlhty Companies Is Elected
President of Quebec Railway, Light, Heat & Power Company

About seven years ago Montreal civie
officials were approached regarding the
grantmg of a new franchise to the
company. There was some opposition
to the granting of a new one until the
expiration of the old one in 1922.
After considerable controversy, with-
out any result, it was decided to refer
the matter to the Quebec Legislature,
which body, after being assured of the

E. A. ROBERT

support of both, business and labor
organizations in Montreal, appointed a
special commission to draw up the
terms on which to base a new fran-
chise. The commission took the best
part of a year to study the whole
situation, with the help of the leading
authorities on the subject, and after
preparing the terms of the contract it
was submitted to the Provincial Govern-
ment. The proposals were adopted,
with some minor amendments. The

‘franchise is recognized as a model one

in every respect, as it provides ample
protection both for the city and the
company. This franchise was adopted
in 1918 and is working out to the
thorough satisfaction of all concerned.

Every year for a long time past
experts from all over the country have
come to Montreal to inspect the system,
and it is the general verdict that for
comfort and efficiency the Montreal
Tramways is in the first rank. 'The
cars are clean, roomy, airy, splendidly
lighted and comfortably heated in cold
weather. In winter snowstorms, for
which Montreal is noted, they run on
schedule just as in summer, for the
snowfighting equipment of the company
is the last word in efficiency.

While Mr. Robert has made a success
of the Montreal Tramways hé has not
confined his activities to this phase of
business life. He first attracted public
attention some sixteen years ago, when
he undertook to enter the power field
in Montreal by developing the water
power of the Beauharnois Canal and
distributing it in the vicinity of Mont-
real. His efforts at first were not taken
very seriously, as there were powerful
corporations occupying the field he pro-
posed to enter. However, he soon
demonstrated that he meant business,
and from time to time in the face of
strenuous opposition he moved from
one success to another until to-day he
heads a group of power companies that
is rapidly becoming a factor not only
in the city of Montreal but throughout
many portions of the province. With
the acquisition recently of the huge
Carillon power, some 40 miles from
Montreal, from which can be developed
250,000 hp., Mr. Robert becomes an
outstanding figure in the hydro-electric
power situation in Canada, especially
as he proposes immediately to proceed
with the consolidation of all the power
plants under his presidency and the
development of the Carillon plant.

About ten years ago Mr. Robert
interested himself with the tramway
and power situation in Halifax, N. S.,
and in 1917 formed the Nova Scotia
Tramways & Power Company, Ltd.,
operating the tramway, light, power
and gas services in Halifax and the
adjoining city of Dartmouth. He re-
signed from the presidency of this com-
pany in 1919 in order to devote his
entire time and attention to the more
important tramway and power situa-
tion in Montreal and throughout the
province of Quebec.

As another evidence of public appre-
ciation of his ability and enterprise, he
was during the past month offered the
presidency of the Quebec Railway,
Light, Heat & Power Company, which
operates the street railway, light,
power and gas systems in Quebec City
and district. The invitation not only
came from the exccutive and share-
holders but from the citizens as ex-
pressed publicly by the Mayor. Mr.
Robert’s acceptance of the position
means that the same aggressive policy
he has displayed in Montreal in rail-
way and power development will be
applied to utilities in the city of
Quebec.

Mr. Robert was born fifty-seven
years ago at Beauharnois, Que, a
village about 30 miles from Montreal,
and has always been identified with the
financial and industrial life of Mont-
real. He is a member of the leading
clubs in Montrcal and Quebec and sat
for two parliaments in the Provincial
Legislature.

Mr. Robert is president of the Mont- -
real Tramways & Power Company,
Montreal Tramways Company. Cana-
dian Light & Power Company. Mont-
real Public Service Corporation, Beau-
harnois Light, Heat & Power Company,
Tmnerial Trust Company and Ouebec
Railway, Light & Power Company.
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Commission on Interstate Traffic
Appointed

Governor Edwards of New Jersey
has appointed the members of the
‘State Transit Commission, authorized
by an act of the last Legislature intro-
duced by Senator Smith, Passaic, for
the purpose of bettering traffic con-
ditions between the counties of Bergen,
Essex, Middlesex, Morris, Passaic and
Union in New Jersey and New York
City. The members appointed are Walter
M. Dear, Jersey City; Capt. Harry
Hatcher, Hoboken; Herbert S. Swan,
Glen Ridge; Spaulding Frazer, Newark;
Archibald Cox, Plainfield; Bertran H.
Saunders, Paterson, and Daniel A.
Garber, Ridgewood.

The bill was introduced as a supple-
ment to the Port Anthority plan. It
was the opinion that the traffic should
be considered in co-operation with that
development. The measure provided
that the Governor should appoint seven
commissioners for the purpose of mak-
ing an investigation and then report a
scheme whereby the conditions of travel
in the area affected by the Port Author-
ity would be bettered.

Pacific Electric Makes Changes

The title of T. J. Day, general freight
agent of the Pacific Electric Railway,
Los -Angeles, Cal., has been changed
to freight traffic manager, and the
title of O. A. Smith, general passenger

agent, changed to passenger traffic
manager.
T. F. Sullivan Is Boston’s

Transit Chief

The Transit Department of Boston,
Mass., has a new chairman in the person
of Thomas F. Sullivan. Mayor Curley,
in appointing Mr. Sullivan to succeed
Edmund Billings, who resigned, said
that he was “obliged to acknowledge
merit.”” That recommendation from a
political opponent places Mr. Sullivan
ace high, for a prophet is usually not
without honor save in the ranks of the
opposing party.

Mr. Sullivan has held the responsible
position of Commissioner of Public
Works until recently. He laid out the
first comprehensive plan of rebuilding
radial highways from Boston to all
outlying suburbs. More than that, he
reduced the engineering and inspection
forces in the city departments under
bis charge and established a system of
promotion on merit, which eliminated
political consideration entirely.

Long service with the Boston Ele-
vated Railway has given Mr. Sullivan
a concrete and valuable background
for his work as chairman of the transit
board. From 1899 to 1918 he was asso-
ciated with different departments of
the railway, serving first as clerk and
timekeeper, later as chief clerk and
assistant superintendent of tracks.
From 1912 until he left the company's
service to become Commissioner of
Public Works he was roadmaster. He
assumed his latest position on April 1.

Louis K. Rourke, formerly Commis-

sioner of Punblic Works, and Francis
E. Slattery, with Mr. Sullivan, make up
the personnel of the transit commission.

Mr. Sullivan served in the Santiago
campaign during the Spanish-American
War and commanded the Tenth Regi-
ment, Massachusetts State Guard, dur-
ing the Enropean War.

Four Philadelphia Changes

Four appointments have been an-
nounced by the Philadelphia Rapid
Transit Company, effective April 15.
F. W. Johnson becomes assistant to the
president. He will continue as editor
of “Service Talks.” R. T. Senter is
appointed assistant to the president on
special assignment, E. J. Mecllraith
superintendent of Rolling Stock and
Buildings Department and J. H. M.
Andrews superintendent of the Way
Department.

K. Y. Abe, chief engineer of the
Tokyo Underground Railroad of Japan,
is in the United States studying ex-
amples of tunmnel construction. His
company is planning the construction of
a 10-mile tunnel under Tokyo’s main
street. The construction of the Japa-
ese tube will be through sandy soil.
Mr. Abe stated that the construction
would cost $20,000,000 and would re-
quire five vears to complete,

H. Flynn, auditor of the Georgia Rail-
way & Power Company, Atlanta, has
heen appointed assistant comptroller.
F. A. Brine has been advanced to the
post of auditor. Mr. Flynn has been
with the company for more than twenty
years. Mr. Brine entered the company
in 1901. George S. Jones, Jr., has been
made commereial engineer and will have
charge of the sale of electric power.

T. C. Berkeley of the English Electric
Company is now in the United States
and Canada studying rolling stock and
fare practices. Mr. Berkeley arrived
QOctober last from England and has been
engaged since then as specialist for the
Toronte Transportation Commission in
addition to having charge of the instal-
lation of Dick-Kerr electrical equipment
on the Toronto system for his firm. He
is also engaged in electrical work for
the Ontario Hydro-Electric Commission.
His headquarters are at 319 Transpor-
tation Building, Montreal.

W. J. Baldwin, assistant general man-
ager of the New Orleans Railway &
Light Company, has taken up his new
work as director of public information
for the Alabama Power Company,
Birmingham. Mr. Baldwin has had
newspaper experience as reporter for
various papers in Georgia cities, and
for some time owned and published a
weekly paper at Hurstboro, Ala. The
New Orleans Daily States said, upon
Mr. Baldwin’s departure, that “during
Mr. Baldwin’s connection with the rail-
way company here, he displayed marked
executive ability. His sound judgment

.contributed largely toward unraveling

some of the perplexities which sprang
up from time to time in the operation
of the properties at New Orleans.”

William Howard Watson, for
years treasurer of the old Buf
Street Railway, Buffalo, N. Y., died
cently. He was 73 years old. He
had been treasurer of the Bell Tele
Company.

Leslie Richards, superintendent |
dioomington & Normal Rail
Light Company, Bloomington, I
recently. Mr. Richards was a
operator for eleven years befor
became superintendent,

Robhert Brisbane, senior constru
superintendent for the J. G. Whit
gineering Corporation, died in
York, N. Y. recently. He
charge of the construction of t
tion of the Radio 1
America at Bolinas, Cal., w
completed a short time ago.
bane came to America in 1906
Scotland.

H. F. Beakey, chief of the secret
ice of the Interborough Rapid T
Company and New York R
Company, New York, N. Y.,
recently. Mr. Beakey was chief
secret service of the old Manh
Railway from 1896 to 1902, later
charge of the watchmen for som
Mr. Beakey became chief of the sec
service department of the New
Railways when it was formed
and took over the Metropolitan
Railroad.

Major Thomas B. Lee, a leader |
field of civil engineering in the
died at his home in Charlotte, |
March 13, 1922. His age was 87
Major Lee was in active prac
his profession up to the time
death, and as a construction e
had been connected with some
largest and most important
ings in the South. He was
Camden, S. C., and was ednea
the Citadel, Charleston. A
graduation he had his first
experience in railroad construc
the old Blue Ridge Railroad fron
derson, S. C., to Knoxville, Te
1865. He had charge of the con
tion of the Seaboard Air Line
road from Monroe, N. C., to :
Ga., which line he subsequently e
ed to Birmingham, Ala. He co
the last section of this work i
Shortly after coming to Charl
1905, Major Lee became activel
ciated with his nephew, W.
vice-president and chief engineer
Southern Power Company. In
became chief engineer of the Pi
& Northern Railway and had
of construction of this road from
lotte to Gastonia, N. C., and from
tanburg, S. C., to Greenwood
derson in that state. On the
tion of this work he resumed
vate practice, which he contin
his death.
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JLLING STOCK PURCHASES

Several Large Orders for
Rolling Stock Placed

Information just received indicates
purchasers of rolling stock are
becoming active. Some of the re-
t orders reported are fifteen mer-
dise cars for the Chicago, North
. & Milwaukee Railroad, ordered
the Cincinnati Car Company. This
is also considering the purchase of
ty-five additional passenger cars.
e Chicago Elevated Railways is con-
ing the purchase of 100 passenger
The Brooklyn Rapid Transit
pany has arranged with George
p for the conversion of 150 of
8-ft. double-truck cars to one-man
ation. The work includes the
gthening and closing in of the semi-
buled platforms. This work will be
at the Coney Island shops of the
(way. Fifteen cars were also recently
urchased for service in Lafayette, Ind.

Trade Terms to Be Defined

preferred list of trade terms com-
y used in the business world will
be issued by the trade terms com-
tee of the International Chamber of
merce, according to information
t received by the American Section
hat organization. In commenting
this proposed publication, the Ameri-
an Section says, in part:
“For many years the business men
f all countries have been caused a
2at deal of inconvenience and in many
financial loss by the various
terpretations given to the terms or
breviations used in shipping and quo-
ns on overseas transactions.
he more commonly used terms in-
ed in international trade are:
= fas; cinf; c&f.; lcl; for.
d f.o.t. Probably the best known
most used of all these is f.o.b,
ich, by virtue of long tradition,
ns in England ‘free on board boat.’
indicate the same wmeaning in the
ed States the word ‘vessel’ is added,
d in this latter interpretation other
ber countries of the International
mber concur. The paramount im-
rtance of a mutual understanding of
h terms as this is evidenced by a
recently decided in which an
stralian had purchased certain goods
Jb. from an American firm. The latter
arged trans-shipment expenses and
ers, over and above the price agreed
n; the Australian, considering that
had bought the goods to be delivered
on board vessel, refused to pay the
ditional expense until forced by the
purts to do so. The foregoing is but
e of many cases that could be cited
1 which, despite the bona fides of inter-
ational traders, disagreements have

Manufactures and the Markets

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

BUSINESS ANNOUNCEMENTS

arisen through different interpretations
of term in universal use.

“The International Chamber will
make clear the accepted meanings of
the terms in each country and will set
up a preferred list of definitions most
commonly accepted, leading to universal
understanding on this important
matter.”

The Coal Situation

Last week’s flurry in the bituminous
market is subsiding. Interest at first
centered around Pittsburgh, where an
active demand existed, with high vua-
tiles leading the list, due to the urgent
fuel needs of the Steel Corporation.
The call soon spread to other steel
companies and to low-volatile coal. So
much tonnage became immediately
available that cancellation orders are
now forthcoming and coal has lost its
top-notch quotations of last week.

In the Middle West stocks are dwind-
ling and consumers are feeling a little
uneasy, as indicated by a growing
number of inguiries. Eastern coals are
not so plentiful following the inroads
made by steel mill orders. Domestic
coal is difficult to sell and the many
no-bills of lump in southern Illinois are
being worked off very slowly. Mine-
run and steam grades are on a price
par with domestic coals in the
union producing regions.

There is no trade awakening in the
Northwest. Dock shipments are light
and price cnts made to stimuate busi-
ness have had little effect. Dockmen
are becoming uneasy lest some of their
stocks be on hand when the strike is
settled. About 500,000 tons of coal is
in Lake vessels and 3,000 cars (about
50,000 tons) are at the lower ports
awaiting domping. With this rein-
forcement to dock stocks consumers are
not apprehensive of a shortage and are
not buying in excess of current needs.

8750,000 Track Program
for Toledo

Toledo car riders will not have to pay
the repaving costs between street car
tracks, it was learned on April 19 at
the meeting of the public improvement
committee of the Council, when Street
Railway Commissioner Cann annonnced
a $750,000 improvement program dur-
ing the present year.

The repaving cost will be borne by
general tax payers and automobile
owners who use the pavements. It was
argued by Commissioner Cann, and the
Council committee concurred, that if the
Community Traction Company paid the
repaving bills it would come out of the
car riders’ pockets and this was unfair
because it is the other class of persons
who destroy the pavement.

&

Commissioner Cann says the im-
provement program includes laying of
new foundations and new tracks and
repair of old tracks which are in good
shape so far as wear is concerned. More
than 1,700 tons of new rails have been
ordered, the commissioner announced.

$150,000 for Electric Railway
Improvements in Knoxville

The officials of the Knoxville Rail-
way & Light Company have announced
that, following an agreement between
the officials and the City Commission,
improvements will be made costing ap-
proximately $150,000. The plan in-
cludes the granting by the city of a
franchise in the center of North Cen-
tral Street for a line that is to be
moved from the east side of the street.
This line was constructed under a fran-
chise granted by the county. The
county franchise will be relinquished
and the tracks will be moved to the
center of the street on a franchise to
be granted by the City Commission.

The Park Avenue line of the Knox-
ville Railway & Light Company is also
to be reconstructed. Steel rails and
other materials are to be obtained which
are necessary for this work.

Car Building Plant Ordered Sold

The properties of the Barney &
Smith Car Company, Dayton, Ohio, will
be sold at auction by order of Judge
Edward T. Snediker of the Common
Pleas Court, Montgomery County, to
meet a $2,000,000 bond issue under-
written by the Guaranty Trust Com-
pany, New York.

The trust company was awarded
judgment for $1,835,196, representing
outstanding bonds and $156,737 inter-
est, from which $321,540 was deducted
from previous sales of the car company
assets. Bids are to be received for
amounts of two-thirds of the appraised
value. They must be accompanied by
a $50,000 deposit. The upset price has
not yet been fixed by the court.

The car company originally went into
the hands of a receiver on June 23,
1913, as a result of the March, 1913,
flood. The receivership was lifted two
years later, but again put into effect in
1919. During 1921 a bondholders’ pro-
tective committee was formed to plan a
reorganization, but insufficient subscrip-
tions resulted in abandonment.

Metal, Coal and Material Prices
Metale—New York April 25, 1922

Copper, electrolytio, cents per 1b.. 12.875
Copper wire base, centas perlb. ... 14.125
Lead, centaperlb............. e D325
Zioey,centaperIb...cooen ot iiiiiiiniots 5.375
Tin, Straits, centsperlb................ 31.125
Bitumlnous Coeal, f.0.b. Mines
Smokeless mine run, [.0.b. vessel, Hampton

Roads, gross tons.......cco.oi0vuene.. $4.80
Somerset mine run, Boston, net tons...... 2.70
Pittsburgh, mine run, Pltla{mrgb. net tons ...
Franklin, Iil., screenings, Chioago, net tons 2.75
Central, I11,, ncreenings, Chicago, net tons  1.875
Kaneas screenings, Kanaas City, net tons 2.50
Maiertals
Rubber-covered wire, N. Y. centsperlb... 5.90
Weatherproof wire base, N, Y., centaperlb. 15.50
Cement,Chloago net prices, without bags... $1.97
Linseed oil,(5-bbl. lote), N. Y , ceots pergal. 9' €0
White lead, (100-1b, keg), N. Y., centaperlb. 12.25
Turpentine (bbl. lota). N.Y.. cents per gal. 84.00
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Rolhng Stock

Kentucky Traction & Terminal Com-
pany, Lexington, Ky., purchased ten
cars from the Cincinnati Car Company,
as announced in the ELECTRIC RAIL-
wAY JoURNAL for Feb. 4, 1922. Ad-
ditional details regarding the equipment
and size of these cars are now available
as follows:

Number of cars ordered....cecoecoevses 10
Nameirof read......- Kentucky Traction &

Terminal Company.

Qrder placed oo, -t October, 1921

DeHvered ... s eoreve s February, 1922
Builder of car body........ Cincinnati Car
Company.
Type “of ‘ear Ui, ... Motor—full convertible
Seating: CaDACILY ¢ o0 sioioimia x s FHENSLE 44
Weight:
Car body ....:. O SR R o = e« 12:86% 1D,
BEiekS. BN, e it 7,800 1b
Bauipment . oo oto e o 5,043 1b.
0T W IS R S ) i 25,100 ib.
Bolster centers, length........ B e
Length oVvertall .. ..oises o ok 40 ft. 3 in
Truck wheelbase ....cee0ceve000 0 ft.
Widthiover allir. s e oo 8 ft. 68 in
12 ft,2 In

Height, rail to troliey base
BodY .c.oceae

Interior trim.
Headlinmg
Air brake& .General Electric CP-27 safety
car complete.
Armature bearings......General Eiectric,
CP-27 sieeve.
2 G et e R .Cincinnati Car Company
.S.T.M. specifications.
Bumpers....Cincinnati Car Company 6 in.
" channel.
Car signal system....Faraday 4-V, Edison
battery.
Car trimmings....Cincinnati Car Company
oxidized brass.
Center and side bearings...Cincinnati Car
= Company friction.
Controlths. . . . General Electrie, K-35, H.H.
Couplers:. ... .......s Cincinnati Car Company

stationary pocket.
.Curtain Supply Company,
protected groove
.Curtain Supply Company,
pantasote-J.
.Eiectric Service Supply,
Keystone 1. L. R.
Door operating mechanism...Safety Car &
Fqulpment Company.

Curtain fixtures.
Curtain fixtures.

Designation signs.

Fare boxes
Fenders or wheelgnards....Cincinnati Car
Company pilot.

Gears and pinions........ General Electric
grade M.

Hand brakes.....Cincinnati Car Company

Heater equipment......... Holden & White

.H. type.
...General Eiectric Company
J-12, 500 watt.
.United Lead Company
(Frary metal), M.C.B.
Journal boxes....Symington M.C.B., 3 x 6
Lightning arresters....... General Electric
Company aluminum cell.
Motors ..General Electric 264, four per car

Headlights...

Journal bearings..

MOCOTE™, (30 .0« . o oo ioisioisiaralai .Inside hung
Paint.../......Acme white lead and color
RegIBtersy . Baprio ot o oviiocei o, Ohmer No. 60
Sanders. .t. .. ... Cincinnati Car Company
Sash fixtures..... Cineinnati Car Company,
wedge type.
Seats..... Hale & Kilburn, No. 108. Snoec.
Santine: materialer T ., . ool ot Plush
Slack BdIUBLEr . o cabils + bc v 0 0 n 0 o0 ounminll None
Springs ..... Union Spr!ng & Manufacturing
' Company.
Step treads...... Cincinnati Car Comnany
aluminum pat., No. 548
Trolley catchers ...... Ohio Brass Company
Trolley base...General Electric Company
. No. 15

Trolley w heels or shoes....Holland Trolley
pply Company 6 in. wheel.

Trucks. Cincinnati Car Company arch bar
Ventilators....... Cincinnati Car Company,
‘West Penn type.
Wheels. .... Standard Steel Companv qiteel
Special devices, ete...Marker lights. 6-8 v.,
an,
16 g T o m s - 6-8 v.. 2 c.p.
operated hy ‘[‘dison Storage Battery,
3 cell, 4 v.

San Diego (Cal.) Electric Railway
has placed an order for ten more Birney
safetr cars with the American Car

Company. This will bring the total of
the Birney safety cars in use here to
thirty-five. Electric equipment for the
new cars is to be furnished by the
General Electric and Westinghouse
Companies, each furnishing 50 per cent.

Electric Short Line Railway, Minne-
apolis, Minn., has bought three all steel
gaso-electric motor cars with a seat-
ing capacity for 100 persons. They
are valued at $100,000 and can make 65
miles-an hour.

Cincinnati & Dayton Traction Com-
pany, Hamilton, Ohio, has just placed
in service the first of fifteen safety
cars purchased from the National
Safety Car & Equipment Company of
St. Louis, Mo.

Pacific Electric Railway, Loq Angeles,
Cal, has ordered 200 National gondola
dump cars. The cars will have steel
underframes and wooden sides. They
will be 40 ft. long and 8 ft. 9 in. wide,
and will be used for hauling gravel and
crushed rock.

4

Boston Elevated Railway, Boston,
Mass., has just ordered 100 semi-con-
vertible cars from the J. G. Brill Com-
pany of Philadelphia. It is stated that
these cars will weigh 30,000 1b. and cost
approximately $10,000 each. Delivery
is expected in August. The construc-
tion is arranged so that these cars can
be utilized for one-man operation if
found desirable. Platforms will be
provided with double doors and the cars
will have wider aisles than safety cars.
1t is stated that these are intended to
replace the articulated type of cars
now in operation.

Track and Roadway

Kitchener, Ont.—The City Council
approved of the extension of the Water-
loo & Wellington Railway through to
Guelph.

Georgia Railway & Power Company,
Atlanta, is required to repave Lee
Street from Park Street to McCalls
Crossing, in a Supreme Court decision
recently handed down.

Harrisburg (Pa.) Railways expects
to start work in a few days in recon-
structing 13 miles of city track and
overhead construction. The material
required has already been ordered.

Southern New York Power & Rail-
way Corporation, Oneonta, N. Y., ex-
pects to start econstruction soon of 1,600
ft. of new track to be laid in pave-
ment and three concrete and steel
bridges.

Carolina Power Company, a subsid-
iary of the Carolina Power & Light
Company, Raleigh, plans to extend its
tower line from Sanford to Badin to
transmit power purchased from jthe
Tallassee Power Company.

Public Service Railway Company of
New Jersey has begun reconstruction
of the Haddonfield line in Westmont on
the Camden division. More than 1,000
ft. of new track has already been laid
and the work is progressing rapidly.

Interstate Public Service Co
Indianapolis, Ind., will be requi
take up the unused car track on
Fourth Street from Spring to
Streets in New Albany. The Co
adopted an ordinance to this effeci

Springfield (Mass.) Street Railw:
Petition for a franchise to lay t:
around Court Square Extension to
vide a loop for traffic across the
Connecticut River bridge was
poned until May by unanimous vo
the Board of Aldermen on April

Frankford, Tacony & Holm
Street Railway, Philadelphia, Pa.,
pects to rebuild about 2 miles of t
with  7-in.  105-lb. Lorain
grooved rail. An order has alr
been placed for 100 tons of rail,
the remainder will follow Iater.

Ford City, Ont.—T. U. Fairlie,
way engineer for the Hydro-Ele
Power Commission of Ontario,
mates the cost to Ford City of mo
the tracks from the side of O
Street to the middle of the tho:
fare at $19,040.

New York (N. Y.) Transit Co
sion will readvertise at once con
for construction of the Fourte
Street Eastern District subway
The Board of Estimate is returning
contracts to the Transit Comm!
after refusing to sign them.

Seattle (Wash.) Municipal Rail
has received the approval of the
utilities committee of the City Cot
to reconstruct tracks on Westlak
nue from Pine Street to Roy
An ordinance appropriating $
from the railway depreciation r
fund for the purpose was recomm:

Electric Short Line Railway, M
apolis, Minn., plans to add 50 m
its line operating from Minneapolis
Hutchinson. Extension has beg
Clara City, Minn., tending towa:
ultimate terminus at Madison,
The company will utilize 100,000
and 2,500 tons of 70-1b. rail.

Indiana Service Corporation,
Wayne, Ind., hag asked permissii
the Board of Public Works to
track the line on South Wayne Av:
from Creighton Avenue to Kins
It is stated by S. W. Greenland, |
eral manager, that it is necess
relay the tracks on South Wayne .
nue and that while doing this 1t i
sidered best to double track the 1

Indianapolis (Ind.) Street R.
has been ordered by the Board of
Works to extend the English A
car line from Keystone Avenue to
man Drive, a distance of a mile a
half. A number of the delegati
the property owners have pre
petitions to the board asking f
cxtension and it was announced
time ago that the board would
the extension.

San Diego (Cal.) Electric Ral
will starti reconstruction work
tracks about July 1. At the h
the programn for improvemen
sented to Mayor and Council are P
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levard from El Cajon Avenue to
sion Cliff gardens; East San Diego
ne in two sections, first on University
enue from Park Boulevard to Thir-
eth Street and second from Thirtieth
Daley; National Avenue line from
ixteenth Street and Market to the end
the line.

Duluth (Minn.) Street Railway Com-
any has begun the relaying of its
racks on Superior Street. Seven-inch
-1b. rail will be used with oak ties
id on a broken-stone foundation.
rew spikes with steel tie plates will
so be used, and the joints will be
lded by the Thermit process.

Muskogee (Okla.) Electric Traction
ompany will provide transportation to
e bathing beach at Honor Heights
is spring and summer. Surveyors
re at work on plans for running tracks
ym the end of the West Broadway
ne to the site of a $500,000 soldiers’
emorial hospital, and this line will be
¢ctended about two blocks further for
rons of the bathing beach.

Knoxville (Tenn.) Railway & Light
Company has agreed to move iis tracks
, the middle of Central Street be-
veen Scott and Morelia Avenues at
s own expense. The City Commission
return has agreed to grant a right-
.-way franchise similar to the exist-
g one. The question of paving be-
een the rails of the new track will
settled later. The company also
-veed to rebuild its tracks on Park
venue from Gay Street to the viaduet
d will pave between the rails of each
ack and between the double track.

incinnati, Ohio.—The Board of
Rapid Transit Commissioners, has
arded the contract for constructing
ction five of the rapid transit loop to
e Hickey Brothers, Columbus, Ohio.
he Hickey Brothers were awarded the
mntract, although their bid was $12,823
gher than that of the lowest bidding
mpany, but members of the commis-
on said that their bid was the best.
e lowest bid came from the J. T.
dams & Winchell Company, Columbus,
i0. The Hickey Brothers’ bid was
,680 while the engineer’s estimate
as $399,635,

Trenton, N. J.—The State Public
Utility Commission has denied the ap-
ication of the City of Trenton, N. J.,
compel the New Jersey & Pennsyl-
nia Traction Company to lay addi-
nal tracks on West Hanover Street,
relieve congested traffic and al-
ged consequent danger to the pub-
] The board said that much of the
straight track and some of the special
rk soon must be reconstructed.
en the proper rearrangement can be
ade. The board said that the exist-
g conditions were not sufficiently
ngerous to justify the necessary ex-
nditure for making the proposed
ange at this time, particularly. in
ew of the financial condition of the
mpany. The city’s estimate of the
st was $38,236.40, plus 20 per cent
r contractor’s profit. The company’s
estimate was $75,000.

. Vliet Street

Milwankee Electric Railway & Light
Company, Milwankee, Wis., has started
on its program of extensions by the re-
placing of special work at East Water
and Michigan Streets. This job consisted
of the placing of a new double, track
crossing with connecting curves on the
southwest and northwest corners and is
done to permit the rerouting of the
cars, which are now
operating by way of Third Street, Syca-
more, Michigan and East Water Streets
to the South Sxde, returning the same
way. In this program of replacements
will be the rebuilding of the curves and
tracks at Reed and National, at West
Water and Grand, and at several,other
important corners. It is also planned
to extend the Center Street line from
Sherman Boulevard to Fifty-first street,
with a double track. The new work' at
East Water and Michigan Streets will
cost some $35,000; that at Reed and
National, about $50,000; that at West
Water and Grand some $40,000 and the
extension of the Center Street tracks
about $40 000 without paving.

Shops and Bmldmgs

Harrisbnrg Railways Company, Har-
risburg, Pa., is installing two new Heine
boilers with high furnace combustion
chambers and Cox stokers, made by the
Combustion Engineering Company.

Columbus, Delaware & Marion Elec-
tric Company, Columbns, Ohio.,, will
spend $500,000 in improvements at the
new power plant in Scioto, 7 miles
south of Marion. The plant originally
cost $1,000,000.

New York, N. Y.—Nine bids have
been submitted to the Transit Com-
mission in connection with the construe-
tion of additional stations and elevators
on the Brooklyn-Seventh Avenue sub-
way line, the Fourteenth Street-Eastern
line and the miscellaneous work on
various rapid transit lines. The high-
est bidder was George Colon & Com-
pany, $235,109. The lowest bid re-
ceived was submitted by Joseph S.
Brown, $207,792.

Wilkes Barre & Hazelton Railway,
Hazleton, Pa., has been asked to ar-
range for the work necessary on
switches and sidings from its line to
connect with a new million dollar sub-
station at Ashley Plains which will be
put up by the Pennsylvania Power &
Light Company. This substation will
step down the high-tension current de-
livered by the Harwood power house to
Wilkes-Barre. Work on the high-ten-
sion line has already been started.

Municipal Railway of St. Peters-
burg, Fla., will be driven by municipal
current if the recommendations of a
committee appointed by the City Com-
mission are carried out. The commit-
tee has returned from a tour of Flor-
ida’s municipally-owned power plants
and has gone into the St. Petersburg
situation with prospects for added
demands due to the growth of the
street railway. It advises the build-

ing of a 1,500 kilowatt plant imme-
diately to furnish power for the munic-
ipal enterprises—street car line, gas
plant, waterworks and street lighting—
upon expiration next January of the
present contract with the St. Peters-
burg Lighting Company. With this
view in mind an electrical engineer
has been called in to go into the sit-
uation and report to the commission,
which is willing to call an election for
bonds up to $300,000 for such plant.
C. T. Baker is the consulting engineer
who has been secured.

Oregon Electric Railway, Portland,
Ore., has placed an order for automatic
substation equipment, said to be the
largest single order for automatic equip-
ment of this kind ever placed in this
country. Seven stations at present
manually operated will be equipped
with synchronous converters. These
stations, which have been in operation
since 1912, range in capacity from 500
to 1,000 kw and generate power for
the 180 miles of interurban system of
the company at 1,200 volts, direct cur-
rent. The automatic equipment will in-
clude separate exciters for the synchro-
nous converters to insure correct po-
larity at starting and will be designed
along standard lines for present railway
practice. The equipment at each sta-
tion will consist essentially of a motor-
driven drum controller, exciter, contac-
tors, switches and relays with protec-
tive devices and load-limiting resistors.
The stations will be cut in on the line or
shut down according to the demand for
power, which will vary with the number
of cars operating on the line.

Trade Notes

Johnson Fare Boxes.—The Chicago
Surface Lines has arranged with the
Johnson Fare Box Company for a trial
installation of fifteen electrically driven
fare boxes. These are of a new design
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