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ESTINGHOUSE
ELECTRIC

Light-Weight, Low-Floor Cars

The Electric Railway Industry demands
rolling stock capable of efficiently trans-
porting great masses of people in short
periods of time. Light-weight, low-floor
cars, which may be operated by either one
or two men and which may be arranged to
operate as single cars or in trains of two or
three cars, are meeting the exacting
requirements in many of our large cities.
The necessity of rapid acceleration and
high-schedule speeds makes it very import-
ant that the proper size of motor unit is
applied.

Standard Westinghouse Motors are de-
signed to meet a wide range of service
conditions. Let us assist you to select—

A MOTOR FOR YOUR SERVICE:

508-A.......ooooocooee.... 25-hp.
510-A.. .. 35-hp.
514-A _ 40-hp.

535-A............. t0-hp.

Westinghouse Electric & Manufacturing Co.
East Pittsburgh, Pa. 7
L 4
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York. The tour will start July 7. You
will see the giant presses at work, watch
the skilled linotype operators, visit the
copywriting staff, call on the advertising
artists, inspect the interesting technical
illustration department, view the expan-
sive circulation, subscription and other
departments, observe your paper being
bound, wrapped and mailed, and then
return to the restful library and bright,
cheerful editorial offices,

After that trip you will have a new
idea of the magnitude of our establish-
ment and know why the McGraw-Hill
publications have character and depend-
ability not found in the usual business
paper. But this tour of the McGraw-Hill
plant will be a poor substitute for a
personal visit on your part, and it is
hoped that it may inspire you to call
upon us and “see for yourself” on your
next trip to New York.

The publications rimge from ELECTRIC
RAILWAY JOURNAL, which is among the
oldest of the present family of fourteen
papers, and first “baby” of James H.
McGraw, to Bus Transportation, a sturdy,
fast-growing yearling—an extension of
ELECTRIC RAILWAY JOURNAL service.
Each of the fourteen publications from
the House of McGraw-Hill is the leader
in its field, but perhaps none is closer to
its field than is the JOURNAL.

Numbher of Copies Printed, 5,900

Advertising Index— Alphabetical, 62; Classified, 58, 60; Searchlight Section, 57
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OTHER THINGS BEING EQUAL—Marsh and
McLennan would not be carrying the insurance for a
great number of the lar_gest public utilities in America.

The public is no more interested in where you buy
your insurance than it is interested in where you buy
your rails or cars or other equipment.

Marsh & McLennan solicit your insurance solely
because they can render you a service that will decrease
your insurance costs.

On one large Eastern Corporation, for example, we
were able to reduce the insurance rate from $17.50 per
thousand to $4.30 per thousand. Why not buy your
insurance where you can buy the most for your money?

We will be glad to outline this service to business
executives who are interested in reducing insurance
costs.

MARSH & MSLENNAN

Minneapolis
New York
Detroit

175 W.Jackson Blvd. Chicago, lll.

Denver San Francisco
Duluth Seattle
Columbus Cleveland

Winnipeg
Montreal
J ondon
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In 1921 and 1922 Twin Ties Saved
29,496 Lineal Feet of Old
Concrete Track Base

HERE worn out track which has a
. conciete base under wood ties is to be -
rebuilt, Steel Twin Tics fit every case with
a saving in first cost which has been as high
as $26,928 per mile.

The conditions vary, of course, as to
rail heights and clearances. For instance,
in the case shown in the drawing, a clearance
of 815 inches was available; while in the
job shown in the photograph the clearance
was only 114 inches.

Before considering the removal of old
concrete base let us prepare a -suggestion
and estimate for rehabilitationn with Steel .
Twin Ties.

THE INTERNATIONAL STEEL TIE CO.
Cleveland, Ohio

Steel TwinTic [rack
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The Copper to Steel Weld
in UNA Bonding

The copper to steel weld in UNA Bonding is based on a
well-established law of metallurgy. That is, when molten
copper from which oxygen has been excluded is main-
tained in contact with clean steel until the latter is raised

to the melting point of copper, an extremely strong,
ductile weld results. -

All of these fundamental principles are embodied in UNA
Bonding in ways that make the welding simple and
readily learned. For the heat, an electric arc is used. Ir
order to retain the molten copper against the steel Trail
the bond is placed in a mold which surrounds the bond
heads. Then UNA Metal (copper alloy) is melted into
the mold and combined with the bond strands forming a
permanent union of the strands to the head. Just as soon
as enough UNA Metal has been added to fill the mold the
bond head is completely welded to the rail—an operation
requiring about 30 seconds for a 4/0 bond. Due to the
action of UNA Metal it automatically cleans the rail of
oxide and scale, leaving clean steel to which the copper
welds. It is therefore unnecessary to grind the rails.
UNA Metal also eliminates the gases formed during

welding which leaves the finished bond head a solid homo-
geneous structure as shown by the above photo-micro-
graph. Actual tests have shown that the weld of copper
to steel with UNA Metal is so strong that 25,000 ro
32,000 lbs. steady force is required to shear a bcnd head
from the rail—and then the shear takes place through the
bond head leaving the weld of copper to steel intact.

UNA Bonding is a most logical method of bonding be-
cause the all-copper bonds are welded direct to the steel
rails.  This provides a path of copper from rail to
rail which makes the electrical conductivity a maximum.
The actual welding of copper to steel with UNA Metal
is simple and the operator has the advantage of being
able to judge the weld he is making as he fills the mold.

These are some of the features which have made UNA
Bonds approved by so many electric railways.

UNA Rail Bonds of standard capacities are
available in both laminated and cable types.
Let us send you a sample for your particular
rail joint,

Rail Welding & Bonding Company
Cleveland, Ohio
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KEYSTONE deck |

Illuminated Destination Signs
Steel Gear Cases
Motormen’s Seats

Faraday Car Signals
Lighting Fixtures
Golden Glow Headlights
Headlight Resistances
Air Sanders
Trolley Catchers
Shelby Trolley Poles
Rotary Gongs
International Fare Registers
Fare Register Fittings
Samson Cordage
Air Valves
Cord Connectors
Trailer Connectors

Automatic Door Signals

Standard Trolley Harps

Standard Trolley Wheels

PHILADELPHIA
17th and Cambria Sts,
PITTSBURGH
829 Oliver Building

Full House!

Cars that win are like cards that win.

Cars fully fitted out with Keystone
equipment bring home the money
from increased passenger traffic.
Their greater attractiveness, better
service and increased reliability are
revenue builders.

ILook over the Keystone deck at the
left and pick your own winners.

Comprehensive up -to-the-minute
data sheets on any or all of these
items will be sent gladly on request.

PLEcTRIC SERVICE SUupPLIES CO.

NEW YORK CHICAGO
50 Church St. Monadnock Bldg.
SCRANTON BOSTON

316 N. Washington Ave. 88 Broad St.

Canadian Distributors:

Lyman Tube & Supply Co., Ltd., Montreal, Toranta, Winnipeg, Vancouver
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-from a film

of Paint

How much is the red store front worth
to the United Cigar Stores or the white
front to Child's Restaurants?

Paint has “trademarked” the service of
these great institutions.

The service of electric railway companies
can be ‘“‘trademarked” in the same way.

SINISHES
WPORIATION

The Beckwith-Chandler Company makes
finishes for brush or spray application—
flat color and varnish systems, enamel
systems and color varnish systems—for
street railway car interiors and exteriors.

Bright finishes thet stay bright
Durable finishes that are economical
Cooperation that gives real service

These things the Beckwith-Chandler
Company offers to electric railways. We
have a real interest and extensive experi-
ence in increasing riders through the use
of paint. Let us help you to increase
traffic. Ask now to be put in touch with
electric railway men who know our prod-

. ucts and our service, because they use
them. ] ¥
S i i Eaﬁ;, . The Beckwith-Chandler Company
- & 193.211 Emmett Street, Newark, N. J.
p O 320 Fifth Avenue, New York, N. Y.
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A straight line

is the shortest distance between two
points. The installation of Galena
Oils leads immediately to better oper-
ating conditions, through increased
lubricating efficiency.

A checking-up of hot journals, hot
armature bearings and hot axle bear-
ings per 100,000 car-miles wili deter-
mine the degree of improvement to
your own satisfaction —a reliable
comparison that will tell the story
truthfully. ‘

The reduction in expenses through
the improved performance in these
items alone will convince vou of the
actual economy of Galena lubrication,
without even considering the better
service it brings. ‘

ELECTRIC RAILWAY JOURNAL "9

A complete line

of Galena lubricants covers every re-
quirement of Electric Railway car or
power house equipment. Each prod-
uct is built specially to suit the type
of equipment used.

Galena Oils are not ordinary refin-
ery lubricants. They are made from
selected stocks by our own special
processes. Over a half century of ex-
perience in practical railway lubrica-
tion has contributed to their develop-
ment.

Hundreds of electric properties are
now using Galena Lubrication Serv-
ice. Their uniformly efficient per-
formance in mileage and low upkeep
costs 1s conclusive evidence of its
economic value.

Lubricating Efficiehcy

: - ———

ew York .

alena-Signal Oil Gmpan

Franklin, Pa.

Chicago

- and offices in principal cities
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7o ﬁécz]n‘az‘e Bus Operation

ANY traction companies are now operat-
ing Motor Buses in auxiliary service.

Buses equipped with Air Brakes appeal particu-
larly to the Riding Public because they assure
a degree of Safety that cannot otherwise be
secured in the operation of motor vehicles.

Install Westinghouse Automotive Air Brakes
and take advantage of the opportunity thus
afforded to minimize the accident hazard and
make your Buses pay maximum returns! -

For further information, write or wire

Westinghouse Traction Brake Company
24
AUTOMOTIVE DIVISION
General Office and Works: Wilmerding, Pa.

VVESTINGHOUSE ~ —
~ AUTOMOTIVE AIR BRAKES
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" Philadelphia’s Record

This week there are being- de-
livered the first of .the 576 new
cars recently ordered by the
Philadelphia Rapid Transit Com-
pany.

-

]
i
!
1

J

“% h-l

B.reaki‘ng Car Order

In specifying the materials and
equipment for this largest single
order ever plé'ced, unusual care
was taken to choose wisely
throughout.

The following advertising pages of this special insert show some of the equipment

Chosen on merit
for Philadelphia’s latest record breaking car order

Alphaduct Co.;™ Anglo-American Varnish Co.; J. G. Brill Co.; Carnegie Steel Co.; Central Equip-
ment Co.; Consolidated Car, Beating Co.; Differential Steel Car Co.; Economy Electric Devices

. Co.; Electric Service Supplies Co.; General E
B) akqu National Pneumatic Co.;
"Ohio Brass Co.; Pantasote Co.;

lectric Co.; John Lucas & Co.; National
National Railway Appliance Co.; "
Safety Car Devices Co.; Star)

Brass Works; Tool Steel Gear & Pinion Co.; Turnstile

~

Car Corp.; Universal

Safety Tread Co.




12

ELECTRIC RAILWAY JOURNAL

576 Cars

in one lot

In building Philadelphia’s new cars, the “largest single
order on record for electric railway rolling stock,” the
Brill Company feels that it has an important part in the
great progressive movement now prevalent through-
out the electric railway industry. It is'significant that
this unusally large order for cars, expressing Phila-
delphia’s confidence in the future of the industry,
should be placed when electric railwayvs in general are
showing activity in the purchase of new equipment.

All passenger cars are mounted on Brill 39-E-2 Single-
Motor Trucks.

. THE J. G. BRILL CDMIPANY @J

PHILADELPHIA,Pa,

AMERICAN Car Co — G.C.KuHLMAN CAaR Co. — WasoN ManNFG Co.
ST. LOWIE MO CLEVELAND.OMIO. SPRINOFIELO.MASS.

June 30, 1923
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385 Single-End Passenger Cars
135 Double-End Passenger Cars
24 Shear Type Snow Plows
10 Double-Truck Snow Sweepers
6 Drop Side Work Cars
8 Side Dump Motor Cars
5 Side Dump Trail Cars
1 Surface Crane Car
1 Elev. and Subway Crane Car
1 Double-Truck Line Car

Total 576
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Brill Equipment
Specified |

In addition to the car bodies and trucks, Phila-
delphia’s “largest single order on record for
electric railway rolling stock” specifies many
Brill Specialties, the most important of which
are listed on the opposite page.

The use of Brill 39-E Single-Motor Trucks can
only be attributed to the satisfaction they have
evidently given, as more trucks of this type are
already in service in Philadelphia than in any
other city in the world.

June 30, 1923

THE J. G. BRILL COMPANY

AMERICAN CAR Co — G.C.KUHLMAN CAR Co. — WasoN MANFG Co
ST LOWwIs MO, CLEVELAND, OHIO. SPRINOFIELO.MASS.
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Brill Non-Reversible Seats

Standard equipment for single-end cars. Wall
and aisle arms and plates, and pedestals are of
pressed steel. Durability and simplicity of con-
struction are characteristic of Brill Non-Revers-
ible Seats.

Brill “Winner” Seats

Standard equipment for double-end cars.
Double seat levers perfectly equalize reversing
action of seat back, and with the comfortable
pitch of cushions and backs are responsible for
the popularity of Brill “Winner” Seats.

Brill 39-E2 Trucks

Standard equipment for all the passenger cars.
Solid-forged Sideframes, Bolster Guide and
Graduated Spring System are embodied in this
single-motor type truck.

Brill Oil-Retaining Center

Bearings

Standard equipment for all Brill pivotal trucks.
As its name implies, it obtains constant lubrica-
tion, affording smooth and steady riding and les-
sening friction and rail wear at curves.

Brill “Half-ball” Brake
Hangers

Standard equipment for all Brill single and
double-trucks. Keeping brake shoes in proper
alignment, thereby reducing maintenance, is but
one of its principal functions.

Brill “Renitent’”’ Posts

Embodied in construction of passenger cars,
spring brass post casing holds sash under com-
pression, keeping out water, air, and dust.
Sash removable and interchangeable without
aid of tools.

Brill “Dedenda” Gongs

Standard equipment for all types of cars. Gives
a sharp, clear and unmistakable tone. One-
half turn of pedestal will lock gong to prevent
ringing on rear platform.

Brill Truck Springs

Manufactured in special department of high
carbon, low phosphorus open-hearth steel, ac-
cording to chemical specifications of American
Society Testing Materials.

Brill Journal Boxes

All Brill Journal Boxes are carefully machined
to give a tight fit for the pressed steel lid and
a smooth close fit for the pedestals.

15
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aturally—we supply
the Safety Car Devices!

F the 576 cars included in the mammoth new car order of the Philadelphia
Rapid Transit Company, 520 will be Safety Cars, equipped for one-man
operation with the standard Air Brake and Safety Car Control Equipment of
the Safety Car Devices Company——Naturally!

We originated the Control Equipment which made the Safety Car possible.

During the eight years since we “sat in” on the development of the first Safety
Car, our equipment has been the determining factor in distinguishing Safety Cars
from those of the ordinary two-man type.

Safety Cars in service with our equipment today number over 7,000 and are
operating on more than.400 different properties.

SAFETY CAR DEvicEs Co.

OF ST. Louils, Mo.
Postal and %leg‘z'apbic Address:

WILMERDING,PA. |=

CHICAGO SAN FRANCISCO NEW YORK WASHINGTON PITTSBURGH

e A T DT A 3 T S T T D T T i e L e S B
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For
Philadelphia’s

New Cars

Quaker City Cars Speak for Themselves

By day or night, you can tell your car in® Philadelphia because
“it tells you.” Keystone-Hunter Signs are standard here, so they’ve

simply entered a repeat order—a big one!

Registers and motorman’s seats supplied also, by the Keystone
Service Station for electric railway companies.

ELecrric SERVICE SuppLIES CoO.
Manufacturer c¢f Railway Material and Electrical Supplies

PHILADELPHIA NEW YORK CHICAGO
17th and Cambria Streets 50 Church Street Monadnock Bldg.
Branch Offices: Boston, Scranton, Pittsburgh
Canadian Distributars:

Lyman Tube & Supply Co., Ltd., Montreal, Toronto, Winnipeg, Vancouver

LN T T N T S,

T o T S 7 T G N ¥ 1
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“ALPHADUCT”

Resists to a degree beyond that of any other flexible
conduit the action of grease, oil, and moisture, and
gives most complete protection to the insulation on
the wire within it.

Minimum weight for adequate protection—
Twenty-one-year service record to back it—
Used by many prominent electric railways

CONSTRUCTION: :

Inner lining of Canvas.
Glue sized and SOAP-
STONED.

Water-proof Coating,.

Hard Fibre Cord.
Alphaduct offers the highest degree of protec-
tion under severest service conditions. Neither
grease, oil nor moisture can penetrate the heavily
glued duck inner lining. It can be cut length-
wise or crosswise and leave a clean, closed edge
without ravellings or separations. See the pic-
ture and note how it’s made. It will neither
shrink nor stretch.

All interstices filled with
special waterproof com-
pound.

Outer Jacket.

Fire resisting
Outer Coating.

FINISHED CONDUIT.

Examined snd labeled under the direction of the

Made in 12 sizes from 7/32 to 2-1/4 inch diam- UndEreite LA
eters. Write to the factory for samples and data.

ALPHADUCT COMPANY

136 Cator Ave,
Jersey City, New Jersey

AT T - e T T T T L e T o 0T T e 0 S T T A Y D L T\ T Ty e\ T L T,

o N TR
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Imperial
Headlight

0O-B Trolley Catcher

O-B Sand Trap

The Ohio

Mansfield,

T L VT N T T VT

New York Philadelphia Pittsburgh Charleston,W.Va. Chicago Los Angeles
Products: Trolley Material, Rail Bonds, Electric Railway Car Equipment, High Tension Porcelain Insulators, Third Rail Insulators

ELECTRIC RAILWAY JOURNAL

iﬂiﬂg | fittiﬁgs

O-B marks on car equipment are
significant of refinement in construc-
tion and perfection in functioning.

When any Company orders entire
equipment of one manufacturer for
such an imposing array of rolling
stock as P. R. T. has just put through,
1s it not a positive indication that
previous experience has convinced
them of its superiority?

O-B Diaphragm Sander Valves and
Sand Traps, O-B Trolley Catchers
and Crouse-Hinds Imperial Head-
lights already have proved their
worth on Philadelphia’s earlier cars.
O-B Equipment on all these addi-
tional cars is consistent.

Brass co

Ohio,USA.

San Francisco Pearis, France
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Manufactures and the Markets

News éf and for Manufacturers—Market and Trade Conditions
Dcpartmcnt Open to Railways and Manufacturers
of Manufacturing and Sales Matters

MANUFACTURERS OF EQUIPMENT,
TOGETHER WITH TYPE FURNISHED

ASE Drakes . ..i.esesisssisaesaataates G.E. Co.
Armature bearings ..-...csesscscss Plain

nxles.. ... Carnegie Steel Co.'s heat treated

oard of directors Bumpers. ... ... Six-Inch Channel reinforced ¢t

of the Ph)]adelphla Rapid Transit Car signal system..Brill’s standard and push o
. Company authorized the lease and pur- , Putton contact bases—Faraday Type-B
ase by car trust agreement of 576 o \1al(ieaibdle gnd bronze Bstﬁ}umy ﬂ({)isg
5 enter and side bearings. rill's standar:
¥ cars of which 520 will be passen- Gondults and junction boxes. ...Galvanized

Control G.E. 2-K- 68 with ratchet attachment
Couplers ...cseedoeiccans Drawbar pockets

€r, which is said to be the Gurtain fixtures Curtain Supply Co.’s No. 88
material. .. .Double face pantasote

le order for troll
ge OLEygea s atlon BIENS . c<msmecssssau Hunter

é t}“s country, was made operating mechanism .......
) U Vs o 1 Natlonal I’neum:
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Philadelphia Did It

Did what?

Installed full National Pneumatic Line
consisting of Door Engines, Door and
Step Operating Mechanism with Inter-
locking Safety Door Control and
Motorman’s Signal Light System,
thereby obtaining the maximum Safety,
Speed and Efficiency mn the service
which will be rendered by this un-
usually large number of new cars.

National Pneumatic Co.

Originators and Manufacturers

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

Principal Office: 50 Church St., New York

| Philadelphia—Colonial Trust Bldg. Chicago—McCormick Building
Works—Rahway, New Jersey

Manufactured in Canada by
Dominion Wheel & Foundries, Ltd., Toronto, Ont.
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when they have to stand—

Philadelphia riders will have

something more than loose dangling grimy
leather straps. Mitten management, rec-
ognizing that peak loads require some
standees, equipped all these new passenger
cars with

BUFFALO Xigia. HANDLES

Twenty thousand all at once is a big order.
Only the confidence and satisfaction engen-
dered by previous experience with Buffalo
Light Metal Handles could have induced
the Philadelphia Rapid Transit Company
to come back for another quota of this

ul
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w
0
3
w
s

Light magnitude.
Strong
Sanitary Central Equipment Company
Comfortable ! Exclusive Manufacturers
Economical Englewood Avenue, Buffalo, N. Y.

Representatives:

Natlonal Railway Appliance Co., New York
Graysoo Railway Supply, St. Lonis Hageman-Castle Corp., Chicago
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ECONOMY METERS
in Philadelphia

! ARLY this year the Philadelphia Rapid
Transit system placed an order for
Economy Meters, with car inspection

dials, to completely equip the forth coming
new P.R.T. Cars.

Philadelphia began equipping with Economy
meters in 1919. Subsequently they ordered
310 méters to completely equip the Callowhill
division.

After 18 months power-saving and car inspec- .
tion service with 310 cars-the P.R.T. ordered

Economy Meters to complctcly equip all its

street cars. ' =

. This system now has 2640 Economy Meters -
" . In service.” «--- = pa S Al

ECONOMY ELECTRIC DEVICES COMPANY
1592 Old Colony Building, Chicago, Ill.

Domestic Representatives:
I\ouoml Ranuay Anplisnce Co., New York Ludwig Hommel & Co., Pittsburgh

l . : MEI ER The Energy-—that’s what you want to save

] L.A. Nott, San Francisco Grayson Rallway Supply-Co., St. Louis
f Burton R. Stare Co., Seattle Detroit Rsllwey Supply Coy, Detroit .
| Foreign Representatives: ’
Appareflzs Electriquea et Sclentifiques, Rue GriMn Engineering Co.,
Royal, 166, Brussels, Belglum 94 Maln St., Johannesburg, South Africa

Ashida Engineering Co.,
Dain{ Ssgisucho, Oasaks, Jepa

. Compania Nacfonal de Electricidad, Barcelona,
Carrick Wedderspoon & Co., 94a Hereford St.,

Spain. Madrid, Spaein.

) Christchurch, New Zealond f. 1. Skilton, 519 Natfonal Bank Bidg.
| Alfred Collyer, 183 George St., Toronto, Havana, Cubae
| Caneda. 83 Cralg St., Montreal Technisch Bureau, Helleadoorn, Javastraat 25,
I Albert Delamare, Director, 15 Allee Andrea The Hague, Holland
1 15, Bonely, Seine, Frence e
Edison Swen Electric Co., Ponders End, Frankl Warburton, Itd.,, 380 Bourke St.,
Middlesex, Englsnd Melbourne. 307 Kent St., Sydney
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“THE NATIONAL LINE”

Items in blue supplied for Philadelphia’s New Cars

Tool Steel Gear & Pinion Co.
...... Gear and Pinions......

C-H Electric Heaters

Fort Pitt Spring & Mfg. Co.
Economy Electric Devices Company
Power Saving & Inspection Meters
Lind Aluminum Field Coils
Anderson Slack Adjusters

Garland Ventilator Co.

...... Ventilators ......

Drew Line Material and Railway Specialties
Dunham Hopper Door Devices
Central Equipment Co.

.National Hand Holds.
Pittsburgh Forge & Iron Co.’s Products

Flaxlinum Insulation
Turnstile Car Corporation

....... Turnstiles .......
E. Z. Car Control Corporation, Safety Devices

Genesco Paint Oils
Feasible Drop Brake Staffs
. Anglo-American Varnish Co.

Varnishes, Enamels, etc.
..... Headlining Enamel.....

National Safety Car Equipment Co.

B. A. Hegeman, Jr., President Charles C. Castle, First Vice-P
Harold A. Hegeman, Vice-President and Treasurer W. C. Lincoln, Manager Sales and Engin

National Railway Appliance Co.
Grand Central Terminal, 452 Lexington Ave., Cor., 45th St.,, N. Y.

BRANCH OFFICES

Munsey Bldg., Washington, D. C.; 100 Boylston St., Boston, Mass.; Hegeman-Castle
Corporation, Railway Exchange Bldg., Chicago, Ill.

T o T T TS D T N D O T 0 e T N O T N T N T R e e R R



June 30, 1923 ELECTRIC RAILWAY JOURNAL 25

T VL V7 T T o T R 2 8 LN O G N T 8 S T O LY S T S A i N s W VS 1 N N U ¥ S U

A. A.

“ILLUMINITE”
HEAD LINING
FINISH

Specified for
Philadelphia’s New Cars

Made by
THE ANGLO-AMERICAN VARNISH CO.

Newark, New Jersey

Manufacturers of
A-A Railway Surfacer Systems
A-A Young American Enamel System
A-A Castilian System
A-A Railway Target and Semaphore Enamels
A-A Shop Cleaner

General Agents: National Railway Appliance Co., 452 Lexington Ave., New York
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Philadelphia

as everywhere -

: thanddfd fof. . .\
Glectric Tailways

 THE PANTASOTE COMPANY ~ -

11 Broadway, New York
Peoples Gas Building, Chicago
Monadnock Building, San Francisco .
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FErom the largest manufacturer for
the largest car order.

. Trolley wheels for Philadelphia’s 576

new cars will come from the World’s
largest exclusive manufacturer of this
type of equipment.

This specification by the P. R. T. is only
another of the many striking endorse-
ments of Kalamazoo Trolley Wheels,
furnished by orders and repeat orders
from large and prominent electric rail-
way companies all over the country.

For more than 25 years, Kalamazoo
Trolley Wheels and Harps have been
building, steadily, their now well-estab-
lished reputation for satisfactory and
economical service.
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considerate treatment of public

Not only co-operation with employees, but a real
“public-be-pleased” spirit characterizes all the
policies of this Philadelphia organization. They
are keenly alive to the fact that warm cars in Win-
ter are a source of satisfaction to the public. So
for these new passenger cars they chose—

Consolidated Heaters

This only repeats their previous preference for
Consolidated heating equipment. All told, the
Philadelphia Rapid Transit will now have 70,000
Consolidated Heaters on its passenger cars.

More than this, they also ordered—

Consolidated Buzzers

The kind which give a clear signal, plainly
audible; the kind which give satisfaction alike
to passengers, to employees and to management.

June 30, 1923

e
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CONSOLIDATED
CAR-HEATING CO.

New York Albany, N. Y. Chicago
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DIFFERENTIAL CARS for Philadelphia

Philadelphia’s eight Differential Motor Cars and five Differential Trail Cars are to be used principally on
track, work, coal hauling and disposal of ash and waste material.

Records already established by Differential Cars on many other roads throughout the country, are too
well secured to permit any doubt as to their future efficiency and economy. Philadelphia’s engineers
investigated these records before placing this order.

Any investigation of this kind will invariably compel the purchase of Differentials. No car order is
complete unless it includes Differential Cars.

THE DIFFERENTIAL STEEL CAR COMPANY, Findlay, Ohio
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A STRIKING TESTIMONIAL

Of Confidence in the Quality of

 Paimts amd Varnishes
Purposely Made for Every Purpose

Which were specified and used exclusively, as outlined
below, to beautify and protect the $6,500,000 investment .
represented by this record-breaking car order.

ROOF SEATS
Lucas Railway Roof Paint (3 coats) Lucas Hard Drying Seat Varnish (4 coats)
EXTERIOR
Lucas Elastic Metal Primer (1 coat) . FLOOR
Lucas Elastic Glazing Putty Lucas Railway Floor Paint (3 coats)
Lucas Car Body Surfacer (3 coats) .
Lucas Car Body Sealer (1 coat) UNDER FRAME

Lucas Car Body Color No. 1 (2 coats)
Lucas Car Body Color No. 2 (1 coat)
Lucas Elastic Railway Finishing Varnish (2 coats)

INTERIOR TRUCKS
Lucas Railway Interior Finishing Varnish (4coats) - Lucas Railway Truck Black

Lucas Elastic Metal Primer
Lucas Metalife Black

The Lucas System of Car Finishing is sufficiently elastic
to comply with varying specifications as to number of coats
“ without jeopardizing the service expected—

Johnlucasé& Co..lnc.

Paint and Varnish Makers since 1849

PHILADELPHIA
New York Chicago Boston
Pittsburgh Oakland
Asheville Atlanta Denver Fresno Houston Jacksonville

Los Angeles Memphis Savannah
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Unimpeded passehger flow
on Philadelphia’s 106 new
cars equipped with the

TR T T T e L I TR AL RN LTI L LT RS TOT TR RARAT I

& —They leave here/

Operation by one man will not result in crowding pas-
sengers in and out of one end on these cars.

Philadelphia’s engineers realized the need of overcoming

this objection to one-man service. So they investigated
Wh(¢ all available schemes for meeting this difficulty. Favor-
ably impressed with the successful results of our car turn-
stile in Syracuse and elsewhere, they ordered them for
N 106 of their own cars.
="
The Syracuse Car Turnstile takes the place of a conduc-
@ tor. It permits one-way flow only, so that the center
door can be used for exit alone while passengers enter by

the front door, paying fares as they pass the operator.

v This makes one-man operation possible on the largest
Wl double-truck cars. It increases earnings per platform
= employee, per car mile and per car hour. One man
handles more passengers with less delay.

THE TURNSTILE CAR CORPORATION
340 West Fayette St., Syracuse, N. Y.
W. M. Lawyer, Gen. Sales Manager
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For

Philadelphia’s
New Cars

A compliment that counts!
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Something more than chance was involved when
the Philadelphia management went out of its
way to demand Peacock Staffless Brakes on the
largest car order ever placed.

Their decision was a compliment to the qualities
of the Peacock Staffless, qualities demonstrated
by test and by actual experience. These qualities
are primarily,—(1) reliability, (2) braking
power, (3) chain winding capacity, (4) light
weight, (5) small space occupied, (6) low
maintenance.

An established standard for this road

Philadelphia motormen know something about Peacock Staffless
Brakes. They are standard equipment on Quaker City cars. With
the completion of this last order, the Philadelphia Rapid Transit
Company will have a total of 2,764 Peacock Staffless Brakes.

National Brake Co., Inc.

890 Ellicott Sq., Buffalo, N. Y.

Canadian Representative,
Lyman Tube & Supply Co., Ltd., Montreal
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UNIVERSAL
SAFETY
TREADS

used to safeguard footing

Philadelphia has already had
experience with Universal Anti-
Slip Metal Treads—that satis-
factorykind of experience which
leads to “repeat” orders, even on
such large-scale equipment addi-
tions as this. The safety value,
the service value, and the econo-
my value of Universal Treadsare
well-established on the Phila-
delphia Rapid Transit, as on
many other large American rail-
way systems.

Universal Treads in various
styles, adapted to every purpose,
are being extensively used.

UNIVERSAL SAFETY TREAD CO.
40 Court Street
BOSTON, MASS.
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CARN EGIE

S1B948 |

Philadelphia calls for

CARNEGIE
Wrought Steel

WHEELS

and Heat Treated Axles

Carnegie Steel Company

' GENERAL OFFICES: PITTSBURGH, PA.

WHEELS and AXLES
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No consideration other than
merit could justify such
counfidence in car equipment
as is manifested in tbe
placing of this large order
with the Generaf Electric
Company. Turn to the back
cover of this issue of Electric
Raxlway Journal for a !ur-
er expressioun of
ﬁdence in the GE-275 Molor
CP Compressors and K
Control.
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CP-27—center-gear type air com-
pressor, weight 620 Ibs., with a ea-
pacity of 15 cu. ft. of free air per
minute.

At left, the type ML Governor,
which has been standard on G-E
air brake equipment for years. and
which is giving exccllent service on
hundreds of cars: throughout the
country.

HE purchase of 1040 GE-275 Motors by the

Philadelphia Rapid Transit Company is evi-

dence of the high opinion of one of the foremost
electric railway engineering authorities on theservice-
ability of this motor.

Similarly, the selection of the CP-27 Compressor for
520 new cars emphasizes the excellent operating
record of more than 2500 CP-27 Compressors in use
on the Philadelphia Rapid Transit System. In fact,
low maintenance costs for the CP center-gear type
Air Compressor have resulted in recent repeat orders

for nearly 1000 equipments from other roads all over
the country.

General Electric Company
Schenectady, N. Y.

Sales Offices in all Large Cities

GENERAL

T\
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GE-275—60-hp., 600-volt, 26-in. wheel motor. weighing
complete 2410 1bs. and adaptable to many classesofservice.
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—and K-Control with Line Breakers

The success with which “K” Control and G-E Line Breaker
Equipment have operated on the more than 1500 surface cars of
the Philadelphia Rapid Transit Company was the deciding factor
in the selection of K type Controllers with Line Breakers for its
520 new cars.

The Line Breaker, which is installed under the car, removes the
arcing nuisance from the platform. It has proved of great benefit

The G-E Line Breaker on gach of also in protecting motors from improper acceleration, and in
IIL: meinteaante Tostildany reducing arcing and consequent wear on the controller fingers
to a minimum. G-E Sales Offices and Segments_

—';;l all princ_ipa‘l:l ci(_ies:—will ex-

oot el B el i Another desirable feature of the Line Breaker is that it permits

the interlocking of doors through the control circuit.
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Re-Equipping

to Save Money

ECENTLY a story appeared in this paper which

gave the engineering, operating and economic con-
siderations involved in the decision to scrap the fifteen-
vear old a.c. cars of the Indianapolis & Cineinnati Trac-
tion Company and re-equip the property with modern
d.c. motored cars and automatic substations. This was
all in preparation for extending the line 75 miles on
through to Cincinnati. But if this extension should
never be made, the change to modern equipment will
result in a saving in operating expenses equal to 14
per cent return on the additional investment on the
basis that no more husiness is done than in 1922. The
re-equipment of the present property is therefore a good
paying proposition even without the further advantages
that will acerue to the road, such as the ability to give
much more reliable service in new, attractive, better
riding cars, which will bring more patronage.

Of course few railways have the opportunity to make
so. radical a change as was made on the 1. & C. from
a.c, to d.c. operation, in a case where the a.c. installation
was a misfit, but there is nevertheless a sufficient in-
ducement to make careful consideration of re-equipment
important. To replace d.c. motors and cars twenty
years old, and more, with modern cars of lighter weight
and with more efficient motors will produce savings
estimated to run from 8 to 12 per cent on the additional
investment. In city service, if the saving resulting from
more car-miles per car-hour is included, this will run
the return up to 15 to 20 per cent. Adding to these
savings the merchandising value of new cars makes
re-equipment quite worth while.

Making Secure the
Investment in the I. & C.

HE Indianapolis & Cincinnati Traction Company
was one of those interurban lines whose continued
financial success was a matter of doubt. It operates out
of one good terminal city into farming communities,
and hence must depend almost entirely on local pat-
ronage, as it does not run to any other commercial
center. In view of the increasing use of the private
automobile and the competition of motor buses, this
local travel has diminished so that it has recently been
scarcely adequate to support the railway even to the
extent of paying operating expenses and fixed charges.
The re-equipment of the present property alone would
enable the railway to carry on somewhat longer, but
would not make its financial position secure. The com-
pletion of the plan of the company, however, to go
forward promptly with the extension of the line to
connect Indianapolis with Cincinnati, will place the
property in an altogether more favorable position as to
earning capacity per mile of line. That will add to the
present limited local business the commercial travel that

is attracted readily to frequent, high-speed, comfortable
transportation between two important cities. Such
transportation, if the cities are 50 to 100 miles apart,
is in no serious danger from automobile and bus com-
petition.

Thus it may be said that it is much more than an
ambition with Charles L. Henry, president, to push
through to completion the original idea behind the in-
corporation as indicated by the company name.

Under-Insurance
Is a Common Fault

UCH has been published on the method of deter-

mining valuations of railway physical, property for
rate-making purposes, but little on the method and need
of making valuations of this same kind of property for
fire insurance purposes. Nevertheless, neglect of this
matter will nearly always result in serious consequences,
if the property is of much value and should happen to
be destroyed by fire.

The value of a building for fire insurance purposes
is not the same usually as that at which it is carried
in the balance sheet as an asset. It may also be quite
different from the value at which it is held in a rate
case or for taxation purposes. But it can be very
definitely defined. It is the sum at which in each year
the building can be replaced or another building as
good for the purpose may be erected. This means, of
course, that its value for fire insurance purposes varies
from year to year with fluctuations in the cost of
building construction.

Conservative railway financial managements often
take pride in the large amounts which they charge
off yearly for depreciation of their physical property.
For the stockholder this policy has many points of merit
when this policy is applied to the balance sheet, but
the experience of the last few years shows that it may
be and probably is absolutely wrong if applied to the
amounts at which this same property is insured. Thus
if a carhouse was built ten years ago for $200,000, its
cost of replacement today might be double that sum,
while if a system of charging off 8 per cent a year on
the original cost for depreciation was followed it would
be represented in the balance sheet at only $140,000.
Here is a difference of $260,000 which the company
would lose if the building was destroyed by fire. Ob-
viously the same principle applies to other parts of the
equipment,

It is somewhat strange that on a great many proper-
ties the work of handling fire insurance seems to be
conducted on a different basis than are other parts of
the business. For these, the advice of exnerts within
or without the organization is sought. But the business
of caring for the fire insurance is often turned over
to a clerk, and the policies are taken out through a
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local agent for no other reason than that he happens
to be a friend of one of the officials of the company.
This is all right if he earns his premiums, but to do
so he ought to make sure that the company’s risks are
fully covered and that it is taking advantage of all prac-
ticable opportunities to reduce its rates by the intro-
duction of fire preventive measures.

Utility insurance is quite a special study in many
respects, which points to the value of placing insurance
matters in the hands of some one like a general agent
who is particularly equipped and experienced in this
class of work. When dependence is placed solely in the
average local agent, the railway company may easily be
subject to great losses or to unnecessary high rates
through lack of competent advice in securing adequate
protection and in pursuing ways and means to rcduce
ihe risk and the cost.

Would Use Even a Tragic Accident
for Political Capital

AKING political capital of a tragic accident would

seem to be about the lowest form of human enter-
prise. Yet that is about what New York’s Mayor did on
the occasion of the disaster on the Brooklyn-Manhattan
elevated line in the heart of Brooklyn last Monday when
two cars fell off the structure, killing eight and injuring
eighty. After a cursory glance at the splintered tim-
bers where the cars left the structure, he promptly
announced that rotten guard timbers were responsible
for the accident. By contrast, engineers and other ex-
perts long trained in the science of construction and
railroad operation have withheld their judgment pending
the disclosures of thorough investigation.
" The Mayor declared he would write the Governor
demanding the removal of the Transit Commission, his
favorite vietim of attack, as this condition existed with
its knowledge and consent. He indicated also that the
accident would prohably never have occurred if his trac-
‘tion program had not been killed at the recent legislative
session. Fortunately, all of the local newspapers have
severely criticised his attitude.

So far as can be ascertained tc date, it appears that
whatever the condition of the guard timbers was, they
performed their function, as the truck which was de-
railed was kept on the structure. If the sudden lurch
of the car body, resulting from the truck suddenly turn-
ing crosswise of the track, was responsible for breaking
the king-bolt and throwing the body off the track, then
no structure short of a high wall would have saved the
cars from falling to the street. The traction company
is co-operating in a thorough study of the causes, for,
naturally, it is most vitally interested in bringing out
any facts that can be used in devising ways to prevent a
recurrence of an accident which will probably cost the
railway a million dollars or more.

Principles of Utility Regulation
Are Restated in Illinois Case

N A CLEAR-CUT decision in the case of the West

Suburban Transportation Company, appellant, vs. the
Chicago & West Towns Railway Company, appellee,
the Surreme Court of Illinois has defined the purposes
of a public utilities commission and has declared its
willingness to intervene in cases where these purposes
are not carried out. Of course, there is nothing abso-
lutely new in principle in what the court says in this case.
The whole idea of public utility regulation in this

country is built around the theory that a utility whose
rates and service are regulated will be protected against
competition to the extent that a new company will not
he permitted to supply a similar service in the same
{erritory unless that service is a matter of convenience
and necessity to the public. Neither is it entirely with-
out precedent that the courts should intervene even in
matters of judgment on the part of the commission as
10 what condition of affairs is meant by convenience and
necessity.

1t is in defining these terms that the Illinois Supreme
Court decision, just rendered, is particularly clear.
“Whether the public convenience and necessity require
the establishment of a new transportation facility,” it
says, “is not determined by the number of individuals
who may ask for it.” Even a considerable number of
people, the court goes on to point out, might -be con-
venienced by the new transportation enterprise, but this
does not mean that it would be either a convenience or
a necessity to the great body of the public. In fact,
the court intimates if the amount of traffic taken by the
competing bus line should so affect the existing trolley
company that it would have to reduce its service or in-
crease its fare, the interest of the public as a whole
would be jeopardized.

It is well that these principles of public utility regula-
tions should be restated by the court every so often.
While fundamental in their soundness, it should be
remembered that utility regulation is not so very old in
this country, and that its principles may be lost sight of
by, or perhaps are unknown to, each new crop of poli-
ticians. It is for this reason that their restatement by
a body like the Supreme Court of Illinois is refreshing.

Good Maintenance Important
in Improving Public Relations

T THE recent convention of the National Electric
Light Association much time was devoted to the
discussion of how to better public relations. Several
speakers referred to the importance of service as the
fundamental on which good relations can be built, and
the need for providing the best of service at all times.
Of course, it is not possible for the customer to see
the maintenance departments at work, except in some
few instances; but they are always behind the scenes,

and much of the success of the utility depends on the -

character of work done by these essential departments.

Much emphasis has been laid on methods of reducing
the costs of maintenance, due to the straits in which
the railways have been for the past several years.
Unfortunately in some cases the costs have been reduced
to the point where service has suffered. A few equip-
ment men have overlooked the seriousness of failures
during the rush hour. While sometimes it does not
mean a great loss in revenue, other cases can be cited
where failures have caused regular riders to seek other
means of transportation or to walk, either for the one
day, or, if breakdowns are too frequent, to get away
from the use of the railway’s service permanently.

The best is usually the cheapest, and if attention is
paid to keeping all parts of the property maintained in
the best manner, the total net revenue at the end of
the year is likely to be greater, even though more money
actually has been spent in its upkeep. Penny-wise
methods usually turn out to be pound-foolish, and their
use should be discouraged, even though the immediate
cost may make a small saving look tempting.
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| New Philadelphia Cars Will Have
Many Modern Devices
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Sample Single-End Car of Which 385 Will Be Bulit for Phliadelphia Ruapid Transit Company

THE outstanding feature of the
520 passenger cars recently
purchased by the Philadelphia
Rapid Transit Company will be the

completeness of the auxiliary equip-
ment. Practically all of the latest

Single-End Type Is Designed for
Either Two-Man or One-Man
Operation—All of the New 'Cars
Are to Be Equipped with Safety
Devices—The Cost of the New
Rolling Steck Will Be $6,500,000

company to speed up the unloading
process by having a larger well inside
the car, where more people can as-
semble in readiness to alight.

All of the cars are to be equipped
with standard safety car devices.

devices for use on electric railway

National pneumatic door interlocking

cars have been embodied in the de-
gign. This large purchase includes 385 single-end cars
such as shown in the accompanying illustration of car
No. 8000, similar in type to the modified near-side cars
now in service, and 135 double-end cars which are a
modification of the so-called “Hog Island” type. Car No.
5201, also pictured, is an example of this design. These
two sample cars are the only units which have yet been
completed.

On the single-end car, sliding center doors and a
double step in the well inside the car body will replace

the folding door with a single step in the well and a

folding step outside, used on the earlier type. It is
expected that a reduction in the number of accidents
will result from keeping these doors within the lines of
the car instead of opening outward where they can
be smashed by a passing vehicle. This feature is of
particular importance in Philadelphia because of the
narrowness of the streets. Moreover, it is hoped by the

devices will be used as an additional
safeguard, with a signal light in front of the motorman
to indicate to him when all the doors have been closed.
When the 8000-type car is used for two-man operation,
passengers will enter at the front and leave by the center
door, as in the older cars. Under these circumstances
the center doors will be controlled by the conductor
stationed on the right-hand side of the aisle imme-
diately in front of the well. This control is similar to
that now used on the other cars of the Philadelphia
Rapid Transit Company. The pneumatic door engines
have their valves mechanically operated by the con-
ductor through a system of rods and bell eranks.

When the car is used for one-man operation, passen-
gers may enter and leave by the front doors, or they
may enter at the front and leave by the center door, in
which case the center door is opened and closed from
the motorman’s position. These operations are all con-
frolled by the engineer’s valve handle, as in the standard

135 Doable-End Cars of the Type Shown at the Right Are on Order. Note New Locatlon of Destination Slgns In Thls Vlew and 1n
End View of Singie-End Car Shown at Left
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The Top Step Is Shortened Because of the Turnstile

safety car practice. In order that door operation may
be suited to the use to which the car is put, a selector
valve has been placed in front of the motorman imme-
diately below the engineer valve. The position of the
selector valve handle determines whether both doors at
the front are opened or whether one door at the front
and those at the center are opened by the door-opening
movement of the engineer’s valve.

Consideration is now being given to the question of
locating a turnstile of the Syracuse type at the center
exit of the car. This device will be used when the car
is operated by one man as a front entrance and center
exit car or vice versa. For experiment the turnstile
in the sample car has been placed just in the rear of
the well. In case the car is to be used in two-man
service with a conductor, one of the three turnstile arms
may be dropped, so as to leave the exit passage free.
The position of the turnstile near the well at the center
of the car, as shown in the accompanying illustration,
is such that it introduced an element of danger in that
it distracted the attention of passengers from the step,
so that they might fall as they left the car. In order
to eliminate this danger, the floor has beén mitred
to cut off the corner of the well near the turnstile so
that a passenger can pass entirely by it before it is
necessary to take a step down. Universal safety treads
will be used on the steps.

Standard Seating Arrangement for Single-End Cars

Great flexibility of operation is possible with the car
so designed. It is adapted to.any kind of service. How-
ever, the normal operation will be with two men on
heavy city runs, or with one man for lighter traffic as a
front-entrance, center-exit car. The cars will always be
used as single units and never coupled into trains.

The seating capacity of the new single-end car will
be fifty-three, which is greater by two than that of
the present cars. The general seating arrangement
will be the same as in the present cars, and the increase
will be effected by moving back the rear bulkhead.
Although this will decrease the capacity of the curved
seat at the rear of the car, nevertheless it will make
possible the installation of two additional cross-seats.
The Brill “Cleveland” type of seat will be used. This
is of wooden slat construction, which the Philadelphia
Rapid Transit Company believes to be the most eco-
nomical and sanitary type of seat.

Artificial lighting will be accomplished by two rows
of small unshaded electric bulbs. These are arranged
in line with and between the hand straps, approxi-
mately over the center line of the cross-seats.

The straps themselves are to be the Buffalo hand-
holds. The grip is of white enameled metal and is
suspended from the car roof by a chain. Around the
chain is a piece of thick rubber tubing which gives a -
certain amount of stiffening and prevents the strap

A Selector Valve Is Located Below the Engineer’s Valve

New Seatlng Arrangement In Double-End Car
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flopping around when the car is in motion. The car
signal system will be the Faraday type-E with contact
bases. The interior metal trim of the car is to be
bronze statuary finish, while the wood work is cherry.
The Lucas system is used for interior and exterior
finish. The roof will be the arch type with Agasote
headlining finished with white Anglo-American enamel
Double-faced Pantasote will be the curtain material.

Hunter signs will be used. In this respect the new
single-end car shows a slight variation from previous
designs. The name of the destination point will be
shown in the center front window instead of being
immediately below the large route number in the right-
hand window. The route number, however, will remain
in the present location.

The new car will have on each side one more window
than the old car. Window posts will be of the Brill
“Renitent” type, which holds the sash under compres-
sion, yet permits, its easy removal. The sash is held
firmly in place when raised to any desired height. The
latter feature is considered by the company to be of
great importance, as many accidents-have occurred in

is sloped slightly toward the door, thus insuring the
motorman a dry place on which to stand.

General Electric K-68 control will be used on the
new cars. By means of a ratchet attachment a line
switch beneath the car opens with any reverse move-
ment of the controller. Economy meters also will be
installed, as this is standard Philadelphia Rapid Transit
practice. The air-brake equipment is made by the
General Electric Company, while the hand brake is of
the Peacock staffless type. Carnegie steel wheels and
axles are to be used, the drivers having a diameter of
28 in. and the trailers 22 in. Each car will be equipped
with two General Electric No. 275-A outside hung
motors, and Tool Steel gears and pinions. Trucks will
be Brill No. 39 E-2, having helical and elliptical
springs. The cars will be equipped with Kalamazoo
trolley wheels and harps, O-B trolley catchers and
Imperial headlights.

THE DoUBLE-END CARS

As already stated, the new double-end cars of the
5200 type differ only slightly from the previous design

——

On Present Cars the Center Door and Step Open Ontward

the past on account of windows dropping upon the arms
of seated passengers. This type of window is not a
novelty in Philadelphia, having been used on some of
the more recent cars. The upper portion of the sash
in every second window is fo be hinged at the bottom
and may be dropped inward slightly in order to afford
ventilation, although roof ventilators also will be used.
The latter are of the Garland C-1 Jr. type. The car
will be heated electrically by Consolidated car heaters.
Although the framework of the new_ 8000 car is com-
posed of standard-sized members, nevertheless a slight
reduction in weight has been effected, the total being
only 34,000 1b., as compared with 37,000 1lb. for the
present car. The over-all length of the car is 45 ft.
6 in., and the over-all width 8 ft. 6 in. The height
from rail to trolley base is 11 ft. 3 in. Steel framing
is employed throughout, and the sides are of sheet
steel, being straight instead of paneled as on the near-
side cars. The floor is of wood, the aisle being rein-
forced with hardwood strips, and at the front end has
a slight ramp so that any moisture which accumulates
will run down onto the front platform. This in turn

of double-end car, first introduced by the United States
Shipping Board during the war period for service to
the Hog Island shipyard. The new cars, however, will
have this important difference, that one-half of the seats
are to be transverse instead of all being longitudinal.
There will be altogether ten cross-seats in this car,
arranged in two groups of five each, one on the front
left-hand side and the ‘other on the rear right-hand
side, with a longitudinal seat opposite each group.

Another difference from previous types of double-end
cars ig that the 5200-type car will be equipped with only
two motors instead of four. This can be done because
it is not intended that the car shall haul a dead trailer,
as has been the practice in the past with some of these
cars. The motors themselves and most of the other
equipment on the car are the same as already described
for the single-end car.

Safety car devices and pneumatic door control will be
installed on the double-end cars. A selector valve similar
to that on the single-end car will be used on the 5200
type, although the door operation will naturally be differ-
ent on a double-end car. The 5200 type will be slightly
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heavier than the 8000 type, having a total weight of
35,000 lb., somewhat less than the present double-end
cars. .

There will be a marked difference in appearance be-
tween the new double-end cars and the single-end cars.
In accordance with standard practice in Philadelphia,
the double-end cars are to be painted orange in color
in contrast to the green of the single-end cars. This
is done in order that the public may know at a glance
whether an approaching car is of the front-entramnce,
center-exit type or of the rear-entrance and front-exit
type.

Shortly after the completion of sample cars of the
new types at the Brill works, where all of the cars are
being built, a committee composed of employees of the
Philadelphia Rapid Transit Company, Chairman Mitten
and President Dunbar made an inspection. A close
examination was made of the car and all its working
parts by both the employer and employee committee-
men, in order that those who operate the cars and those
who maintain the cars in the shop should have an
opportunity to make suggestions.

Pneumatic control plays a large part in the operation
of the new cars. This feature, however, is not without
complications inasmuch as the moisture of the Phila-
delphia climate is such as to cause frequent freeze-ups
of the air pipes in winter. There have been included
in the design, therefore, enough cooling coils that the
moisture in the air may be condensed harmlessly rather
than collect at joints in the pipe and freeze up with
disastrous results.

The magnitude of the order may be judged from the
total cost, which will be $6,500;000. Many automatic
and labor-saving devices have been included in the de-
sign, and it is felt by the company that the new cars
represent a distinct improvement over any others now
in service in Philadelphia.

Future Development of
Car Lighting

Standards Are Steadily Rising to Follow Industrial
: and Commercial Practice—The Gas-Filled
Incandescent Lamp Is Being Studied

HE passage of laws in several states requiring that

the injurious glare from unshaded electric lights
shall be eliminated in industrial plants may foreshadow
a similar demand for shaded lamps in railway cars.
When such a time comes there will have to be a radical
change from the customary lighting practice of the
present day. The many small unshaded 25-watt lamps
will probably have to be eliminated and a smaller num-
ber of large lamps with modern reflectors used in their
place.

The experience of railway engineers indicates that
the 94-watt Mazda B lamps used five in series with
center lighting on many cars average close to 2,000
hours in service, and if voltage variations are not exces-
sive they may even continue to burn for a longer time
before failure of the filament. However, these lamps are
subject to an unavoidable depreciation in candle-power
ag the tungsten filament evaporates, and they may
frequently be expected to fall to 80 per cent or even less
of their initial candle-power before final burnout. Eco-
nomically it would be well, the manufacturers point out,
to remove and scrap all excessively old lamps that have
fallen to less than 80 per cent initial candle-power, a

condition which may be expected to occur at the end
of about 1,500 hours continuous burning.

Tests recently made under service conditions show
that the center-deck lighting system with 94-watt lamps
was giving only about 60 per cent to 70 per cent of the
illumination possible with new lamps of the same rating,
and inasmuch as the average illumination with new
lamps was about four foot-candles, it can easily be seen
why a number of car interiors appeared gloomy. The
natural supposition would be, in view of the above facts,
that either a larger bulb should be used with the 94-
watt lamp, so that the deposit of evaporated tungsten
on the inside would be kept sufficiently low to allow good
light transmission, or that a higher wattage lamp should
be installed initially to provide for this depreciation.
In fact, for that very reason, the 150-watt Mazda B
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lamp does call for a larger size bulb. Such a larger bulb
in the vacuum lamp would necessitate changes in
reflectors, and does not on that account seem to be the
most reasonable solution.

A number of car-lighting tests have recently been -

made with the object of substituting the gas-filled, or
Mazda C, lamp of 75 or 100-watt size for the 94-watt
type B lamp. These tests showed that directly under
the fixture the C lamp gave nearly 50 per cent more
light than the Mazda B, as indicated on the accompany-
ing chart. Midway between fixtures the superiority
was not so marked, being only about 20 per cent. Un-
fortunately, when used five in series on 550 to 600-volt
circuits, the failure of a lamp filament in a bulb filled
with a mixture of argon and nitrogen usually causes a
bad arc, which, backed up by the entire line voltage,
may result in the destruction of the lamp base and
socket. Car-lighting engineers hope for the satisfac-
tory outcome of research now being carried on to supply
a gas-filled lamp suitable for series operations, but
the results so far secured have not provided such a lamp
and the problem is worthy of considerable thought on
the part of railway engineers and lamp manufacturers.

Another alternative which is receiving serious atten-
tion is that of refiectors set into the deck of the car.
This might be an excellent solution of the car-lighting

e
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Left—Type of Old Car Similur to That Used for Double-Truck Sweeper.

Right—Double-Truck Sweeper

with Snow Wing as Reconstrueted

problem. A slightly higher installation cost would be
balanced by a lower maintenance and breakage cost and
would afford better eye protection to passengers. Bare
lamps within a few feet of the faces of standing pas-
sengers, now very common, are a menace to optical
comfort and safety. The all-frosted or diffusing bulb
lamps, especially for side deck lighting, may grow in
favor as an intermediate step in curing the glare evil.

Chainless Sweeper Has Many
Advantages

Through Use of Bevel-Gear Drives for the Rotary
Brooms, Sprockets and Chains Are Done Away
With—A Sliding Shaft Permits
Vertical Movement

DOUBLE-TRUCK, chainless sweeper has been built
from an old passenger car by the Lehigh Valley
Transit Company, Allentown, Pa. Accompanying illus-
trations show this sweeper as constructed, also an old
car of the same type as that used in its construction.
The mechanism used for driving ‘the brooms and for
raising and lowering them is particularly interesting.
The sweeper has brooms at either end and these are
driven through bevel gears at top and bottom of a
vertical shaft so that no chains or sprockets are used.
This type of construction was resorted to in order to
get away from the continual annoyance caused by the
failure of chains while the sweepers were in gervice.
At the outside ends the brooms have bearings which

Top—Dingram of Geared Drlve for
Sweeper Brooms

Left—>Motor Drive on Inside of Sweeper
for Brooms

Right—Crosshend and Gulde, Together |
with Geared Drlve

are installed in crossheads with ,guides providing for
vertical movement. The crosshead guides are 2-in. x
5-in. steel castings. These are braced securely to the
car-body framing, which is reinforced by steel I-beams.
Front pipe braces of 2-in. pipe are also provided. The
bevel gear on the broom shaft is located just inside one
of the pedestals, and a corresponding bevel gear is in-
stalled on a vertical shaft immediately above this. The
bearings for this vertical shaft also slide in the pedestal,
so that the raising and lowering of the brooms causes
the vertical shaft to raise and lower at the same time.
The bevel gearing at the top end of this vertical driv-
ing shaft has bearings fixed to the car body, so that in
raising and lowering the broom the vertical shaft with
its keyway slides through the top bevel gear. The motor
for driving the broom is connected directly to the top
bevel gearing, and an individual motor is provided for
driving each broom. The various steel castings required
for the crosshead guides and the bevel gears them-
selves were made in the steel foundry of the railway
company.

The mechanism used for raising and lowering the
brooms consists of a chain attachment to each end of
the broom shaft. This passes over a sheave on the car
body directly above the broom shaft and thence to addi-
tional sheaves located on a shaft just at the end of the
car body. This latter shaft has a sheave attachment in
the center and is connected through a chain and rod to
a brake cylinder, so that by admitting air fo this
cylinder the various sheaves are rotated and the brooms
raised. They are lowered by their own weight. The
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rods connected to the brake cylinder have holes with
side guides so that pins can be inserted after the height
is adjusted as desired, and thus the brooms can be held
in any desired location.

The sweeper drums as well as the brooms outside of
the cane are made much larger in diameter than other
sweepers used by the railway. The wooden drum for
holding the cane is 20 in. in diameter and the diameter
outside the cane is 42 in. As a result of the use of
these large diameters long life is obtained from the
sweeper cane. During the past winter this sweeper was
used during seven severe snowstorms and in about as
many light storms. The same cane was used through-
out the season without the necessity of replacement,
while other sweepers which performed the same service
required new cane after every storm, due to the break-
ing of the cane on account of the small diameter of the
drums.

The car is also equipped with side snow wings for
cleaning the area adjacent to tracks. One of the accom-
panying illustrations shows a side wing in position.
The raising and lowering of the wing is accomplished
by block and rope operated through an opening in the
side of the sweeper. Chain attachments are provided
for holding it in position and taking the strain of snow
removal. These are fastened to the steel side sills. As
may be seen by comparing the construction of the
sweeper with that of the old car from which it was
made, the end cab and mechanism for supporting the
broom were added at the end. The center portion is
used for carrying tools and for mounting the motors,
brake cylinders and resistors necessary in operation.
The operation of the brooms and their raising and
lowering are controlled from the cab at either end. All
wiring is carried averhead, inside the car, so as to keep
it dry and thus minimize the danger of short circuiting.
The resistors which are mounted inside the sweeper
help to keep it heated.

Checking Headway Records in Racine

ARIOUS methads have been described in past issues
of this paper of checking Nachod headway records
to determine the extent which cars are ahead or behind
schedule. A very simple plan for doing this very neces-
sary work has been developed in Racine, Wis., where the
city cars are operated by the Milwaukee Electric Rail-
way & Light Company. . There are four headway
recorders in Racine and their records are checked daily.
A triangular box has been constructed, about 30 in.
long, to hold a glass plate of this length and 8 in. wide,
or the width of the recorder sheet. A master chart,
or one showing the correct spacing of the cars, is laid
down on this glass plate and held flat at the edges by
brass. strips under which it can slide. The headway
record is then laid on top of this master chart, and by
means of light from a lamp in the box the differences
between the times when the cars should pass the time
point and their actual times of passing can readily be
checked.

At the bottom of the box is a ruler held by three
levers so that it can be raised or lowered on the glass
plate yet always remain parallel with the bottom .of the
box. This simplifies somewhat the work of following
through the lines on the record and consequently of
checking the figures.

The company keeps a record of all differences between

MONTHLY REPORT OF CARS OFF SCHEDULE, RACINE CITY,
DIVISION, M. E. R. & L. CO., FOR JANUARY, 1923

Compiled from Records of Four Nachod Headway Recorders

Total scheduled carpasses. .. ... .ccouvinieennnnnnn.. .
Total car gasses checked. oo oviiin i e e
Percentchecked.ueu e on i .. €0 e S ) s
Total early — two minuteS OrmOre. . ..o v v oot e et i 89
Per cent ear!
Total late — five MINUtES 0P MNOTE. . ... oo i vt ie v et it cn e cnane s 266
Percent 1848, . « «cieasateisins & ois s o = anaieielae Rl E R - :
‘Total off sehedule, cvuisciains -omos s e vl e LR 355
Percentoffachedule. . .covevnieaninan. .. 1.09

Number Minutes

Carsahead of time...ooovunir ot it i eiitnenans 89

(6o DU TR o s G < e e e e 266
Causes of delay:

Heavitm\el 82 450

Weat chondmons .................. . 16 97

Accidents. . e Ll o S < 7 47

OLBEr Cars. ..o s issnsnioney ohion= vt 226

Toﬁa] general traffic conditions 142 820

178
1,551

EOWET. . . - ocvunioeimioi tioie e s ioR S
Rolling stock....
Eyansportation. . ... o R R

Total operatingfailures. ................c.ceveiiirnone 59 360
Vehiclesontrackeow.o.oooove ... 3 20
BEIdRen. . .o o0 oioripirane e - 20 120
btenm rallwWaYS. . iai e e 27 151

Total forelgn CaUSeS . ...ovvm e i et iiiiiiiiaee & 50 291
Late from previous triPacee. . oo viineiiiinenecnnnnnn 15 80

266 1,551

the schedule times and the actual times at which cars
pass the time points, as well as the causes for all delays.
This record is kept in the form illustrated, which is for
January, 1923. A record is also kept of all interruptions
to the operation of the recorders, as well as the cause
and the total number of minutes delay occasioned

Box for Checking Headway Records In Racine

thereby. Headway recorders have been found useful
not only for checking car headways but also, when set

at points on city lines just beyond short route terminals,

to determine whether there has been any short routing
of long-route cars.

Preventing Grade-Crossing Accidents

N A RECENT published interview Commissioner

Thomas J. Campbell of the Public Service Commis-
sion of--Oregon suggests that every automabile driver
be required to pass a federal test concerning rules of
the road, and that every vehicle should be required to
come to a full stop before crossing any railroad at grade.
The commissioner’s suggestions are given weight by a
recent check on motorists approaching two obscured
grade crossings in the outskirts of Portland. Of 200
drivers observed, fifty-six looked both ways on approach-
ing the crossing, thirty-three looked in one direction
only, one hundred and ten gave no indication that they
realized that they were crossing a railroad, and one
came to a full stop before crossing; this one, however,
being a regular stage vehicle, was required by law
to stop.
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Financial Aspects in New Orleans Report

Actual Return Being Earned Under
Present Operation Is 5.58 per Cent

HE seventh and last sec-

I tion of the report by John
A. Beeler for the Depart-
ment of Public Utilities of New
Orleans on the local street car
system deals with the financial
results that have obtained under
the present plan of operation and
what may be expected if the
recommendations made are put
into effect. The past operation
of the company is indicated by a
condensed statement of earnings

—Decreased Expenses and Increased
Earnings Must Be Realized if Allowed
7.5 per Cent Return Is Earned—Es-
timated Savings Possible Amount to
$2,400 a Day—This, Together with In-
creased Earnings Expected as Result
of Rerouting and Better Service, Will
Make Possible Full Return, Including
a Reduction in Fare, by the End of
1924—Plans Can Be Carried Out with
$500,000 New Capital Annually

ditions. On this basis a gross
corporate income of $1,506,057
is indicated, which is insufficient
by $518,943 to pay 7.5 per cent
on a $27,000,000 rate base. The
actual rate earned equals but 5.58
per cent. To pay it in full would
require $2,025,000, which is
equivalent to 26.3 per cent of the
combined operating revenue and
miscellaneous income of the rail-
way. The total operating deduc-
tions require 80.4 per cent. Re-

and expenses for fifteen years

duction of these facts to a simple

back as shown in Table I. The
rates of fare applying during the period for which
these figures are compiled were as follows:

5 cents prior to Oct. 10, 1918.

6 cents, Oct. 10, 1918, to Oct. 23, 1920.

8 cents, Oct. 23, 1920, to Sept. 28, 1922.

T cents, Sept. 28, 1922, to the present time.

The revenue and expenses by years per car-mile and
per car-hour are shown in Table I1. It will be seen from
this table that the expense per car-mile was 39.6 cents
in 1922, or nearly three times what it was in the pre-war
days. The length of the car ride has not been shortened ;
if dnything, the average rider travels farther. In 1912
the total expense of operating a car for one hour was
$1.29; last year it was $3.57. A car now in twenty-two
minutes rolls up as much expense as it did in an hour
ten years ago.

It is explained that the percentages of expense
required by the various operating accounts have not
fluctnated greatly. A renewals and replacement account
was not provided until 1910 and then only inadequately.
Last year $740,000 was charged to this account. This
was on a basis of about 3 per cent of the rate base. It
was equivalent to 9 per cent of the revenue. The report
states that so much remains to be done to put the
property in efficient operating condition that this
amount may be increased temporarily. Eventually, how-
ever, this rate should be more than ample.

The rate base was recently fixed at $25,000,000 and
the rate of return agreed upon at 7.5 per cent. To pro-
vide for new equipment and other additions the rate
base has since then been considerably increased. At the
time the report was written, the figures showing the
average rate base allocated to the railway department
of the company for the year were not available. It is

shown that the gross income of $1,707,699 earned in

1922; which includes $51,708 of miscellaneous income,
was sufficient to pay 7.5 per cent on a value of but
$22,769,000, whereas it is known that the rate base with
the new equipment on order is not far from $27,000,000.
Assuming it at the latter amount, the rate of return
equals 6.32 per cent. The amount lacking to cover the
allowed return is $317,301.

During the year 1922 the fare was at the rate of
8 cents until Sept. 28, when the 7-cent rate became
effective. The last quarter of the year was wholly on
the T-cent fare basis, and therefore the earnings from
operation for this quarter rcflect more nearly 1923 con-

businesslike statement shows
that for each 100 cents received, 106.7 cents are required
to meet the outgo.

With the installation of the new plan, two factors of
importance will be brought into action. Operation,
being more efficient, will effect important savings, and
the system, covering increased and well-populated terri-
tory, will serve more patrons. The first factor reduces
expenses, the other increases revenues. Of the track
changes, betterments and improvements outlined in
earlier sections of the report, certain ones are properly
chargeable to capital account and others to expense.
New cars, except when they replace old equipment,
should go to capital. Virtually all of the trackwork
proposed must go to expense as it does not represent
an increase in trackage. It represents the cost of
replacing the tracks where they will better serve the
city. The cost of the proposed betterments is sum-
marized as follows:

Track changes, including extensions.. .........covvvinnenvnn.., $1,698,960
Canal BLreeticonRITMBtION (2 F vuns s bl o sl 5 oo b tdois e 304,000
LoadingplBtIorms . oo o 5o st e =i s aisiets 25,000
Rebuilding and modernizing 150small cars 270,000
Other items, including civic improvements. , 200 000

B e R e e e e L s s oot $2,497,960

These expenditures must of necessity come from the
renewals and replacement account. The accruals to this
fund on the present basis, 3 per cent of the rate base
amount to $800,000 annnally. However, the full amoun.
will not be available for the items covered in this plan.
as renewals and replacements munst be made on other
parts of the plant. These expenditures can be provided
for out of this account by spreading them over a period
of years. !

If spread over ten years, annual installments of $250,-
000 each could be taken from the renewals and replace-
ment reserve to cover the foregoing. At the present
rate of accrual, less than one-third annually wonld be
necessary to defray these installments. The interest on
the funds advanced to make these betterments would,
however, be an additional charge against future earn-
ings. At 7.5 per cent this would average about $93,700
annually for ten years. Another way, and one that
would save the interest charge, would be to “pay as you
go” by using one-third of the renewals and replacement
reserve, augmenting it by any available surplus earned
until the expense of the charges is wiped out.

Under the proposed plan, the new capital expenditures
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TABLE I—NEW ORLEANS PUBLIC SERVICE, INC., RAILWAY DEPARTMENT—OPERATI!
1908 1909 1910 1911 1912 1913 1914 1915 1916
Dollars Dollars Dollars Dollars Dollars Dollars Dollars Dollars Dollar
T, tr |
Otatlxgzvenue fmm anmor. 3,900,834.85 3,959,126.83 4,046,313.00 4,158,779.97 4,274,059.57 4,379,919.85 4,374,064.63  4,167.752.55 4,393,367,
Other street railway revenue  12,103.29 12,017.39 23,465.96 092.68 20,967.70 21,232, 11 24,442.33 30.482.29 29,409,
Total operating revenue...... 3,912,938 14 3,971,144.22 4,069,778.96 4,179,872.65 4,295,027.27 4,401,151.96 4,398,506.96  4,198,234.84 4,422,777,
M()_perating expefnaes: i
::.’-‘&ii‘&%i‘?. O TRV BN 265.291.85  265.894.42  281485.42  310,425.42  336,655.93  322,294.18  297,959.38 276,148. 10 294,263,
Maintenance of equipment. .. 447,494.75  397,828.74  384,810.16  322,354.20  335,880.16  366,182.46  324,213.69 323,742.20 341,957,
fic eXpenscs. ..o veonn . 43,875.94 53,446.86 55,146.45 54,527.97 42,786.03 38,272.51 9,207.55 16,909.51 21,370.
Conducting transportation. .. 1,317.610.13  1,278,997.08 1,299.480.29 1,389,757.85 1,420,747.09 1,459,985.43  1,466,101.56  1,473,424.40 1,496,431,
General...... & o N 273,242.86  276,507.34  279,577.55  316,382.82  260,865.52  252,419.12 243,937.89 52,186.98 283,341,
Total operating expenses... 2,347,515.53  2,272,674.44 2,300,499.87 2,393,448.26 2,396,934.73  2,439,153.70 2,341,420.07 2,342,411.19 2,437,364,
Net operating revenue.. . . ... 1,565,422.61 1,698,469.78 1,769,279.09 1,786,424.39 1,898,092.54 1,961,998.26 2,057,086.89  1,855,823.65  1,985,412.
TREOBL oy » £oais siinias yioie 332,923.00 329,861.83  344,487.33  361,346.68  373,875.74  478,009.10  498,140.50 493,652.48 484,157,
Neto s 1,232,499.61 1,368,607.95 1,424,791.76 1,425,077.71 1,524,216.80 1,483,989.16 1,558,946.39 1,362,171.17  1,501,255.
Renewal 1 t
oo i feeed  EEe § e 112,000. 00 85,296.98 53,982.19 103,732.46 147,123.50 123,269, 21 173,022.
Net operating income. ....... 1,232,499.61 1,368,607.95 1,312,791.76 1,339,780.73 1,470,234.6]1 1,380,256.70 1,411,822.89  1,238,901.96 1,328,232,
Daductions per cent ol revenue  68.5 65.5 67.7 67.9 65.8 68.6 67.9 70.4 70.0
Net income per cent of revenue 31.5 34.5 32.3 32.1 34.2 31.4 32.1 29.6 30.0
for the next few years should not be large. The most The most important factors affecting revenues are

important single item will probably be the trailer equip-
ment. An average addition of $500,000 per annum
should be ample to care for the railways’ new capital
requirements for the next three years.

Were it possible to install the proposed plan over-
night, the annunal operating expenses would be reduced
$853,817. This is equivalent to 11.17 per cent of $7,742,-
436, the present rate of operating revenue. The savings
expected with the installation of the plan are sum-
marized as follows:

miles e e e e e P $13,000
Maintenance saving on Canal Street track rearrangement........... 35,00
Switchmen released by electricawitchea. ... ...........c.cvneeun.n 5,840
Energy conservation—$108. 50 daily by usc of energy aaving devices 39,602
Use of light-weight trailers. ... ... ... iieiiineenennerenneen 93,000
Remodeling 150 amall cars into safety cars for one-man operation. . .. 273,385
Routing changes saave 563 car-hoursdaily at $2each................ 410,990

Total BRVIOZ e cviiste il 3 el 3 eleta s o tabratel s S $870,817
Deduct coat of atreet collectors. ... varverennrinrrerenrernnnns 17,000

Total Det 8aVINZ. cou e ot v e csetreeineeeianseannnesrnnsnons $853,817

As to the time required to make effective the pro-
posed plan of operation, the report comments that if the
work is pushed with vigor all of the important track
changes, betterments and extensions should be com-
pleted or nearly completed by the end of 1923. The
remodeling of the cars should proceed immediately, line
by line being equipped as fast as practicable. The end
of 1924 should see the system working completely under
the new plan.

the growth in population, which has recently averaged
7,039 annually, and the extent of the facilities available.
The population served will probably be very close to
450,000 in 1925. The present effective main line mileage
is 171. Replacing 34 miles of the present ineffective
mileage where it becomes effective by better serving
the community brings the total up to 205 miles. This
should be completed and in operation by the forepart of
1924. That year will receive at least a partial benefit,
and the year 1925 should have the full benefit, resulting
from the operation of the then wholly rounded out sys-
tem. With adequate service the riding habit should
improve. At least the pre-war average should be main-
tained.

The estimated revenue fox: the future, as shown in
Table III, is on the basis of 1.6 revenue passengers
per capita per mile of effective main line. The savings
in operation should be realized, one-third at least dur-
ing 1923, two-thirds in 1924, and all in 1925. Taxes are
estimated at 10 per cent of the gross for each year.
Renewals and replacements are based on 3 per cent of
the estimated rate base for the year. Miscellaneous
income is based on the amount earned during the year
1922. Amortization of interest is averaged over a
period of ten years at a rate of 7.5 per cent. Fares
are based on the present rate of 7 cents. Under these
conditions the results for the years 1924 and 1925 are
estimated as in Table III.

The surplus of $408,000 earned over the required

S ——————

TABLE II-NEW ORLEANS PUBLIC SERVICE, INC., RAILWAY DEPARTMENT — REVENUE AND EXPENSES
CENTS PER CAR-MILE

. 1908 1909 1910 1911 1912 1913 1914 1915 1916 1917 1918 1919 1920 1921 1922
Total operatingrevenve.................. 20.96 21.21 21.41 21.70 21.99 22.21 22.41 21.62 22.19 23.26 27.18 34.33 37.69 47.43 49.55
Maintenance way and structures. . . .... ... 1.42 1.42 1.48 1.61 1.72 1.63 1.52 1.42 1.48 1.57 2.00 .77 3,22 5.21 4.85
Maintenance of equipment. . 2.40 2.12 2,02 1.67 1.72 1.85 1.65 1.66 1.71 1.96 2.47 4.54 6.44 6.34 6.18
Traflic .00 o0t 0.24 0.29 0.29 0.28 0.22 0.19 0.05 0.09 0.1 0.08 0.02 0.04 0.16 0.02 0.15
Conductin 7.06 6.83 6,84 7.22 7.27 7.37 7.47 7.59 7.51 8.13 11.36 12.85 14.49 16.04 15.11
General......... 1.46  1.48 1.47 1.64 1.34 1.27 1.24 1,30 1.42 1.64 2.05 1.84 2.60 3.44 4.29
Taxes........... 1.78  1.76 1.81 1.88 1.91 2.41 2.54 2,54 2.43 2.56 3.46 2.93 3.70 3.93 4.53
veee e... 059 0.44  0.28 052 0:75 0.64 0.87 0.77 0.84 2.05 4.61 3.97 4.46
14.36 13.90 14.50 14.74 14.46 15.24 15.22 15.24 15.53 16.71 22.20 27.02 35.22 38.95 39.57
6.60 7.31 6.91 6.96 7.53 6.97 7.19 6.38 6.66 6.55 4.98 7.31 2.47 8.48 9.98

CENTS PER CAR-Hour
Total operatipgrevenue................... 187.88 188.45 190.36 194.98 197.10 199.05 200.54 189.94 195.44 207.75 244.78 304.89 331.57 430.41 447.48
Mngntenance,wnya_ndstmctures.. 12,74 12.62 13.17 14.48 15.45 14.58 13.59 12.49 13.00 14.07 18.03 24.57 28.33 47.22 43.83
Maintenance of equipment 21.49 18.88 18.00 15.04 15.41 16.56 .78 14,65 15.11 17.49 22,19 40.31 56.68 57.56 55.81
PAthC. et = 2.11 2.54 2.58 2.54 1.96 .73 0.42 0.77 0.94 0.68 0. 0.37 1.44 0.19 1.38
Conducting transportation 63.26 60.69 60.78 64.83 65.20 66.03 66.84 66.66 66.13 72.6] 102.34 114.16 127.42 145.56 136.4]
CGeneral..,.. ... ... ... 13.12 13,12 13.08 14.76 11.97 11.42 11.12 11.41 12.52 14.67 18.44 16.38 22.87 31.21 38.7
TRXCB, . . oo s cons 15.98 15.65 16.11 16.85 17.16 21.62 22.71 22.33 21.39 22.85 31.i12 26.01 32.56 35.68 40.85
RoER.Te8erve . eoneereennennninns emene aenn 5.24 3.98 2.48 4.69 6.71 558 7.65 6.88 7.59 18.20 40.52 36.00 40.28
Totalexpense........ooovvvnnnnnnn.n. 128.70 123.50 128.96 132.48 129.63 136.63 136.17 133.89 136.74 149.25 199.90 240.00 309.82 353.42 357.33
Net operatingincome.......oovouenn.... 59.18 64.95 61.40 62.50 67.47 62.42 64.37 56.05 58.70 58.50 44.88 64.89 21.75 76.99 90.15
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AND EXPENSES 1908-1922

1918 1919 1920 1921 1922
Dollars Dallars Dollars Dollars Dollars
4,962,272 12 6,510,646.24 7,037,744.64 8,813,821 83 8,190,383.28

28,872.56 28,560.59 32,635.16 32,054.56 29,814.60
4,991,144.68 6,539,206.83 7,070,379.80 8,845,876.38 8,220,197.88
367,577.82 526,875.19 604,017.54 970,542.53 805,260.72
452 547.]6 864 461.00 1,208,721.10 |, 182 90|.2| 1025 208.81
802.32 7982.63 30,713.32 830.15 5,321.71
2086 675.08 2,448,597.16 2,717,029.04 2991 1480.21 2505 820.06
376,035.65 351,320.30 487,714. 18 641,515.37 712,127.39
3,286,638.03  4,199,236.28 5,048,195.18 5,790,269.47 5,073,738.69
1.704,506.65 2,339,970.55 2,022,184.62 3,055,606.91 3,146,459.19
634,541.77 557,889.51 694,257.09 733,253.23 750,468.32
1,069,964.88 1,782,081.04 1,327,927.53 2,322,353.68 2,395,990.87
154,658.46 390,400.00 864,000. 00 740,000.00 740,000. 00
915,306.42 1,391,681.04 463,927.53 1,582,353.68 1,655,990.87
81.7 78.7 93.4 82.1 79°9
18.3 213 6.6 17.9 20.1

return on the rate base for the year 1924 is sufficient to
reduce the fare 0.3 cent for each of the 133,000,000
revenue passengers. This would indicate, provided no
valid claim exists against the surplus on account of past
deficiencies or for other causes, that a ticket rate of
four for 25 cents could be inaugurated during the latter
part of the year, probably about Sept. 1, the cash rate
remaining at 7 cents.

The surplus of $1,106,900 shown on the 7-cent fare
basis for the year 1925 divided among the 147,000,000
revenue passengers would give an equivalent of 0.8
cent reduction for each one. This would indicate that
the four-for-a-quarter ticket rate could be maintained
throughout the year.

Or under the pay-as-you-go plan, the report continues,
by applying the surplus as shown above and utilizing
one-third of the renewals and replacement accruals, it is

TABLE I11—OPERATING STATEMENT FOR NEW ORLEANS
ESTIMATED FOR 1924 AND 1925, TO S1IIOW RESULTS OF BEELER

RECOMAMENDATIONS
1924 1925
Operating revenue........... ........ §9,431,400 ........ $10,441,300
Operating deductions:
BEXDETIBERL vy, ¢loa s s s s $5,098, 600 ........ $5,256,100 .. .. ....
Renewals and replacementa 840,000 ........ 755,000  ........
i e s R 43.100 ........ 1,044,100 . .. ....
Amortization interest. , ... 93,700
6,975,400 7,248,900
Net operating income....... ........ 2,456,000 ... ..... 3,192,400
Miscellaneous income...... ........ S20008 0 SIS 52,000
Gross corporake BEROR. o 0 e o 2,508,000 3,244,400
Allowed return. . e eeeeeaas *2,100,000 ........ **2,137,500
T i e e © $408,000 ........ $1,106,900
Rntlo of operating deductiona
to operating revenue...... ........ 0.740 ........ 0.695

* 7.5 per cent on $28,000,000
** 7.5 per cent on $28,500,000

estimated that the entire cost of the installation of the
proposed plan could be met by the latter part of 1925.
This would save the interest on the ten-year amortization
plan, amounting to some two-thirds of a million dollars,
during the seven succeeding years, or would simply
mean that the initial fare reduction would be postponed
for a period of about thirteen months.

In considering the possibility of fare decreases, the
report states that the enlarged application of the one-
man principle of operation is the factor that seems to
offer the greatest opportunity for bringing about a
substantial reduction to the car rider. It is evident,
however, that no mysterious waving of a managerial
wand will bring about an early return of the 5-cent
fare. There are other ways of reducing the fare, such
as cutting operations generally, reducing maintenance
of track and equipment and loading the cars heavily.

Such temporary expedients as these have all been tried
in New Orleans, and the public is familiar with the
results. Few, if any, want to see a return to these
conditions.

Warning is given that the inauguration of the new
plan will not be an easy task. There will undoubtedly
be times when the public will be inconvenienced, tem-
porarily at least. The hearty co-operation of the public,
however, should be accorded the management in making
these changes. When fully completed, the enlarged and
improved service will not only be rendered more effi-
ciently and economically, but will be of such a character
as to encourage and develop the future growth and
welfare of New Orleans.

The Kind of Traction System -
Serving Havana, Cuba

Single-Truck Cars Are Necessary Due to Extreme
Narrowness of Streets with Resulting Sharp
Curves—Climatic Conditions Require
Special Features of Design

By OTT0 GOTTSCHALK
Engineer of Rallway Equlpment Department

Havana Electric Rallway, Light & Power Company, Havana, Cuba
HE Havana Electric Railway, Light & Power Com-
pany, Havana, Cuba, operates an average of 450

cars carrying 375,000 passengers per day. The cars

are mounted on single trucks and are arranged for
single-end operation. They have a length of 32 ft. over

New Type Cars of }Minvnnn Electric Railway

all and a width of 7 ft. 1 in. at the bottom of the side

sills. The sides curve outward, which gives a width of

7 ft. 9 in. at the window rest. The interior height from .
floor to ceiling is 8 ft. 4 in. and the seating capacity is

thirty-six passengers.

It is necessary to construct all cars within these
dimensions due to the narrow streets in the downtown
section, many of which have just sufficient width from
sidewalk to sidewalk ta permit a car and other vehicles
to pass. All curves in this section are of very short
radius, the minimum being 27} ft. Standard 4 ft. 84 in.
gage track is used. There are many points where the
fenders overhang the sidewalks and in some cases have
to be raised to prevent fouling the buildings when cars
pass around the curves. An illustrated article giving
some of the difficulties resulting from the narrow streets
was published in the ELECTRIC RAILWAY JOURNAL for
Aug. 26, 1916.

The geographical layout of the city with its narrow
streets makes single-track operation necessary for most
routes. Most of the streets have been designated as
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cne-way streets for traffic, and operation under these
conditions is very severe, particularly with reference
to wheels and other truck parts. Both running rails are
of the grooved type and few derailments take place
regardless of the chipped flanges that sometimes deve'op.

One other serious difficulty that we have to contend
with is a double overhead trolley system which results
in many trolley pole dewirements at crossings and
curves, and also requires the constant attention of con-
ductors when passing these points.

Two types of passenger cars are used. One an old
design similar to the single-truck cars with monitor
roofs manufactured by the J. G. Brill Company about
the year of 1900. This design is being replaced, how-
ever, in favor of a new design adopted as standard for
all future construction.

A detailed study was made of service conditions in
Havana, taking into consideration the tropical climate,

Rattan Covered Seats are Used

comfort of the passengers, durability of the material
used, weight, first cost and maintenance requirements
before the first car of new design was built. We believe
that units transporting passengers for short periods of
time do not require a fine interior and exterior finish,
but should have a neat, cheerful, comfortable and dur-
able finish with a color scheme that is restful to the
eyes after looking at objects exposed to the intense
rays of the sun usual during the Cuban summer.

Electric cars of necessity carry all types and classes
of passengers and are subjected to constant contact with
traffic. Rapid deterioration of wood and iron due fo
climatic conditions in Cuba is much more pronounced
than in the United States. Paints must act as a preser-
vative, and the colors selected must withstand the in-
tense rays of the sun. Lap joints of wood, of wood and
iron and of iron alone are used so as to prevent moisture
from entering these joints during torrential rains.

The new design was made to conform to the old as
much as possible, as employees are less confused and
more familiar with the work and a reasonable standard
is maintained. Duplicate parts were fabricated and the
extra parts were used as samples for future construec-
tion, as very few of the railway company’s employecs
understand drawings. The monitor roof of the old
design was discarded in favor of an Agasote arched roof
and ceiling with no other supporting members except
13-in. x Ys-in. T irons. Both front and rear vestibules
are inclosed, and deors of a folding hand-operated type
are used on the front end. There are no doors on the
rear, only a Pantasote curtain with a heavy steel roller
being used. The space between seats was increased % in.

from that used with old type cars, the hand brake was
shifted to the center of the platform so as to permit
rassengers to disembark more rapidly and the aisle
space was increased to 26 in., the old cars having an aisle
of 17 in. Bulkheads and doors have been done away
with and a pipe framework substituted.

These changes in the interior of the car body were
made possible by removing the window pockets, bulk-
heads and monitor roof. Windows are arranged to raise
instead of {o drop into pockets. The truss rod formerly
located in the interior of the car has been eliminated, a
solid piece of flat iron 3 in. x 6 in. x 22 ft. being in-
stalled between the side sill and the truck sill. This is
placed edgewise and the two sills are bolted together
through the flat iron. By doing this, the underframe is
strengthened and there is less possibility of joined mem-
bers becoming loose due to oscillation.

The side sheathing consists of No. 16-gage black sheet
iron with no other trimming on the interior of the car
body. We consider this good practice as it is desirable
to have a free circulation of air throughout the car
body, to dry out any moisture resulting from a rain
storm. There is no necessity for preventing the cold
air from entering cars in Havana. On the contrary, it
is desirable to have a free circulation of air and our
only trouble is to keep the water out of the car and
from entering the joints or corners.

Car-body frames are constructed of native hardwood
which resists dry rot and insects. However, longleaf
pine imported from the United States is used for the
platform outriggers. All wood is painted with white
lead and lins2ed oil before joining, iron parts are painted
with lead and linseed oil, strips of canvas are soaked in
white lead and are applied wet between iron and wood
a2nd iron and iron when there is a possibility of water
entering. This insures watertight joints. All cars are
equipped with cross-seats with cane backs and cushions.

The light wiring runs in conduit down the center of
the ceiling, which is painted with a gloss white enamel
so as to reflect the light rays. The lighting system is
arranged in two circuits, each containing seven lamps.
During the period of darkness full line voltage is used
and 10 per cent voltage during the daylight. The low
voltage causes the lamps to burn at a dull red, which
keeps the filament in a flexible condition and eliminates
breakage due to vibration. This arrangement increases
the life of lamps, eliminates waste of current from -
short-circuited filaments and also reduces the labor for
replacing defective lamps.

Cables from the trolley bases pass through the roof
end enter the iron stanchions used as aisle spacers and
supports for the bulkheads. Two circuit breakers and
the light switch are installed at the operating end of the
car. Controllers are of a late type, known as K-39-F.
They have individual blowout coils and are arranged so
that dynamic braking is obtained by moving the reverse
kandle to the reverse position. Cars can thus be brought
to a stop or under control either on a grade or level
track in the event that the motorman loosens his hand
brake and has no power for reversing. This also gives
a quick and efficient stop without damage to the motors
when attempting to avoid a collision by reversing. The
exteriors of cars are painted chrome yellow and white,
the roofs are painted gray, ceilings are covered with a
gloss white enamel and the remaining interior finish is
olive green. All cars are constructed in the railway’s
shops of semi-dried out woods.: These cars have had an
average life of about twelve years, whereas a steel car
would have a life here of hardly more than eight yvears.
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Carrying Safety to the Public—VIII

Women Can Play a Large Part in an Organized Safety Campaign—The Lesson for the Mother Is that
Her Greatest Duty Is to Teach Safety to Her Children—The Work Can Be
Organized Through the Women’s Clubs

. By C. W. Price

Vice-President in Charge of Public Safety, Elliot Service Company,
New York City.

ECAUSE of the -
B fact that women
are the natural

conservators of hu-
man life; because
women are the mold-
ing influence in the
home; because women
are coming more and
more to take an ac-
tive part in civic
activities, especially
along lines having to
do with the general
welfare of the com-
munity; because men
instinctively give
women the right to
speak out and demand
that the home and the
family be protected;
because of these facts
women are destined
to play even a more
important part than
men in the future de-
velopment of commu-
nity safety. In every
community women are
becoming alarmed
about the accident
situation, realizing as
they do that the in-
creasing hazards of
the streets are liter-

erly. Thesesignificant
facts throw a flood of
light upon the whole
problem of safeguard-
ing child life. No
material reduction in
accidents to children
will be possible until
the fathers and
mothers are thorough-
ly aroused to the ne-
cessity of systemati-
cally instructing their
children in safety and
carefully supervising
their play. Women
sheuld be made to ap-
preciate that the child
of today is born gnto
an environment so
radically different
from the environment
of even twenty years
ago that it calls for
an entirely new set of
habits, a new kind of
knowledge and disci-
pline not dreamed of
twenty years ago be-
fore the advent of the
automobile. This ap-
plies not only to the
children of the poor
in the more congested
districts of our great

ally stalking up to
their very doors and
threatening the life of
their families. This awakened interest on the part of
the women needs only to be properly organized and
properly led in order to become possibly the most
potent single force in arousing public sentiment and
bringing about law enforcement.

There never was a more propitious time than the
present for enlisting the co-operation of women of all
classes in an aggressive campaign to eliminate acci-
dents, especially accidents to children.

Of the 14,000 children killed in the United States
in 1922 by accident, more than half were babies five
years of age or younger. Of those that were of school

age at least 95 per cent were not killed at school, or

going to and from school, but were killed in and around
the homes, largely because they had not been instructed
properly and their play had not been supervised prop-

*Eighth of a series of ten articles,

cities, but likewise to
the children in every
community and in
every walk of life. So serious has the situation become
in most cities of any size that mothers are taking their
children by, the hand and escorting them to and from
school in order to make sure that they return home safe
in the evening. So recently has this present traffic situ-
ation developed, practically in the last ten years, that
people have not awakened to the seriousness of allowing
the continued existence of such a menace to human life.
From present indications it will be only a year or two
when in every community public sentiment will have
reached the point where some drastic action will
be taken. It behooves public utility executives and
others interested in traffic safety to take advantage of
this awakened public interest and to guide the efforts
along sane and instructive lines which have proved suc-
cessful in other communities.

A prominent police commissioner made the statement

© Underwooa ¢ Underwood, N. Y.
This Mother Is Teaching the Most Important Safety Lesson lo Hér Children



1084

ELECTRIC RAILWAY JOURNAL

Vol. 61, No. 26

.

@ Underwood & Underwood, N. Y.
Escorting the Chlldren Across a Dangerous Street Saves Lives

that if each mother would thoroughly instill the one
simple rule into the minds of her children most of the
deaths and serious injuries to them on the street would
be eliminated. The rule is this: “When I start to
cross the street I look to the left, and when I get to the
middle of the street I look to the right.” The mother
shown in the picture on page 1083 has taken her two
children down to the curb and is giving them a practical
lesson in this simple rule.

Parents must be made to appreciate the fact that
just’ as health instruction has come to be a vital part
of the instruction of children in every well-regulated
home, so safety must be given the same important place,
and thus children will grow up with habits of caution,
just as they now grow up with habits of cleanliness

thoroughly instilled into their little minds. When
safety is thus given an important place in the home
life it not only molds the children, but it also influences
the adult members of the family, and thus each of the
thousands of homes becomes a center of influence to
propagate the safety idea.

The progressive women'’s clubs of today are more and
more taking up in a serious and aggressive way mat-
ters having to do with the welfare of the community.
It has been found from the experiences in many cities
that community safety is a subject that appeals to the
members of women's clubs, and is a work which women’s
clubs are peculiarly equipped to promote. In securing
the co-operation of all the women’s clubs in a community
during the initial stage of organizing a community
effort it is well to call together their presidents, and
to present to them a comprehensive outline of the pur-
pose and scope of the campaign, specifically indicating
what the women can do. Each president should be
urged to appoint a special committee on safety in her
club, and to give safety an important place in the
program of activities for the year. Each club should be
asked to arrange for at least one special program on
safety at which a speaker from the speakers’ bureau
would present the subject.

Two lines of activity should be urged upon the
women’s clubs. First the need of devising ways and
means of reaching and influencing the mothers properly
to train and supervise their children; second, the
women’s clubs should give their whole-hearted support
to-the work of safety instruction in the schools. It has
been found that when safety instruction is newly in-
troduced into the curriculum the teachers will be
encouraged to do more thorough work if they know
they may count on the support of the mothers in the
community.

The women’s clubs can do much in securing proper
publicity for safety, especially for safety of the children.
The women can also help in securing the active co-
operation of the churches and Sunday schools in pro-
moting the safety idea.

The Washington Safety Council has devised a most
successful means of encouraging women’s clubs to give
safety an active place in their programs and to sustain
interest in safety throughout the year. This is done by

means of a monthly bulletin, each issue of which is sent-
citizens’

to the president of every woman’s club,

N el
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© Underwood & Underwood, N. Y.

The Baby that Mother Has Forgotten

~© Underwood & Underwood, N. Y.
“Catehing On’” llas Caused Many Deaths
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association and parent-teachers’ association. The bul-
letin contains a complete analysis of the  accident
experience in Washington during the previous month,
with special emphasis on accidents to children. Four
or five stories of the most serious accidents are in-
cluded. The bulletin also contains interesting new
items and suggestions regarding ways and means for
promoting safety. Each club president is urged to read
this report at the regular monthly meeting. Thus the
members are kept informed of the accident situation
and are constantly stimulated to action.

Locomotives for New Zealand

Electrification

HE Midland Railway, South Island, New Zealand, is
electrifying the section through Arthur’s Pass on
the 1,500-volt d.c. system. Five passenger and freight
locomotives, and a battery locomotive for the inspection
of the overhead line and repair purposes, are under con-
struction by the English Electric Company, at Preston.
This electrification is through the tunnel under
Arthur's Pass which pierces the high range of
mountains known as the Southern Alps. The route
length now being electrified is 8.4 miles, the total single-
track mileage involved being 10.4. The tunnel is 5%
miles long.

The maximum freight load to be hauled is 280 tons,
and the weight of the passenger trains loaded is 128
tons. The service consists of four freight trains and
one passenger train each day in each direction, but it is
anticipated that this service will be greatly increased in
the near future.

The railway is equipped with an overhead contact
line, the contact wire being suspended from a double
catenary outside the tunnel and a single catenary inside.
The messenger wires are of copper and act as feeder
cables also.

The locomotives weigh 48 tons and are built for the
track gage of 3% ft. They are 35 ft. 8 in. long over
bumpers, and 7 ft. 6 in. wide over all. The truck wheel-
base is 8 ft. 9 in. and the wheel diameter 3 ft. 9 in.
The four motors have a combined capacity of 680 hp. at
the one-hour rating, or 420 hp. continuously. The
motors drive the axles through single-reduction spur

Pasnenger and Frelght Locomotlve for New Zealand Electrificatlon

Inspection and Repalr Battery Locomotive with Battery Tender

gearing. They are permanently connected in series
pairs. Four types of brake are provided: hand, straight
air, automatic air and rheostatic. Provision is made
for multiple-unit operation, the control being of the
English Electric camshaft type.

A Centralized Store Department

HE purchasing and stores departments of the De-

troit Municipal Railway are conducted on a some-
what different basis than on the average electric railway.
All purchasing for the railway department, as well as
for other city departments, is done through the city
department of purchoses and supplies, but the railway
supply department conducts all follow-up work with the
manufacturers of supplies, receives and stores the mate-
rial, and attends to its distribution among the different
departments of the railway.

The main storage yard is at the former track yards
of the Detroit United Railway, at Harper and Mount
Elliott streets, and this area of 10 acres has been laid
out with four distributing tracks, each 800 ft. long.
Material is loaded into and out of these yards by steam
locomotive cranes, of which the department has two, one
of 30 tons capacity and one of 20 tons capacity. The
trolley on the four tracks is 40 ft. from the ground so
as to be out of the way of the crane booms and is fitted
with an over-running contact device and a lead wire
which attaches to the street car trolley pole.

A track from the Michigan Central Railroad enters
this yard to a ladder track which feeds the four men-
tioned storage tracks.- Plans for a central storehouse
are under consideration.

In addition to the duties of storekeeping, the stores
department in Detroit also does all the hauling of coal
and ashes for the other departments, even including the
hauling of ashes for the power department, and rails,
paving materials, etc., for the construction gangs of
the track department. For this purpose it has six loco-
motives and fifteen flat cars and will shortly add to
this equipment two Differential motor cars and two Dif-
ferential trail cars. It has its own crews for the opera-
tion of these cars, and they work on three shifts to
insure twenty-four-hour service. Mounted in the cab
of every locomotive is a map of the system so that these
cars can go to any point in the minimum time.

An important part of the work of these trains and
of the department as a whole is the collection, sorting
and sale of scrap. A classification for scrap with
eighteen main heads, each having two or more subheads,
has been worked out. These classes are based upon a
study of the kinds of scrap which can be sold at the
best terms direct to the user rather than through a
middleman.
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I The RearSFbrum "

Sixty Weeks of Pass Riding

TERRE HAUTE, INDIANAPOLIS & EASTERN
TRACTION COMPANY
TERRE HAUTE, IND., June 21, 1923.

ﬂ

To the Editors:

Being now in the sixtieth week of the use of the
unlimited ride, weekly pass, and having therefore ac-
cumulated some experience, I read with considerable
interest the article in your June 2 issue, entitled “Why
the Unlimited Pass Was Withdrawn in Youngstown.”

Without doubt there were plenty of good and suffi-
cient reasons for the action taken by our good friends
in Youngstown, but it seems to me that there were
several arguments used in your article which might
be taken as general arguments against the use of the
pass, not alone in Youngstown, but elsewhere.

As far as we are concerned, we introduced the pass
so as to stimulate the riding habit, as we believed that
this could be done without increasing the service. In
other words, we wished to create more riding during
the non-rush hours. Then, too, we sought to make regu-
lar riders out of those who had been doing some riding
on the cars and some in the jitneys, figuring that if a

man paid a dollar in advance for a pass he would become .

a regular rider. Furthermore, we figured that the pass
had a good will value, which, of course, we were not
able to calculate. All of our objectives have been real-
ized during the period in which the pass has been used,
namely, since May 1, 1922.

With us, the customer has to pay for twenty rides
in advance, and therefore our pass sales would naturally
be relatively low—at least, considerably lower than
where the passenger pays for only thirteen or fifteen
rides in advance; and yet it is our experience that many
people do buy the pass from the standpoint of pure
convenience. For instance, not so very long ago a sales-
man bought a pass at our office on Saturday morning,
and insisted on purchasing it, despite the fact that he
was in town for only that day, for, as he said, he ex-
pected to do enough riding-which, plus the convenience
of not having to make change, etc., would justify his
buying it.

Under a system of this kind, it needs no argument
to show that some people will get an extraordinary use
of the cars at a very low rate; but that does not prove
that every pass buyer will do the same thing, nor does
experience show it to be true. There are exceptional
cases, like the boy who is said in Youngstown to have
ridden eighty times a day on a pass. If you analyze
this statement and figure the time taken for each ride
as only five minutes, this boy would be spending 400
minutes either riding on a car or waiting for a car to
come along. If, now that the pass has been withdrawn,
this same boy rides eighty times a day at regular fare,
of course the argument is good; otherwise, it seems to
me that it is not.

We are not disturbed in the slightest degree by a
few exceptional cases so long as the results which we
set out to obtain are realized. If the pass brings in
more gross and more net, it stands to reason that it
is a good system. If it did not increase the gross, and

did not increase the net, the converse would be true.
I was especially puzzled by the statement in the article
that the street railway commissioner believed the pass
to be economically unsound. To me, from the very be-
ginning, the weekly pass has seemed to be, first and last,
the most responsive to the economic law of any system
of fares that has ever been devised, because it at once
furnishes automatically a reduced rate to those who,
in the nature of their goings about, have use for the
street cars more than twenty times a week. A reduced
rate for tickets purchased in quantity may be taken
advantage of by the man who is least entitled to a
reduced rate, simply because he has the money to invest
at the time of purchase, but the system of selling the
pass for $1 a week takes care of this.

Having used the pass system on our lines for more
than a year, we are able to get a comparison of the
workings of the system, this year versus last. This
shows that during the first six weeks of the second year
of the pass, while the passes sold decreased 1.5 per cent,
the actual rides taken on the passes decreased 9.1 per
cent. It was our ohservation that during the first
month or two that the pass was in use a good deal of
extra riding was done, until perhaps the novelty wore
off and the system settled down to a utility basis.

There are other points upon which I might touch,
namely, that the pass revenue is the most constant
portion of the total revenue, and therefore it may be
regarded as a stabilizer; and this is so because it rep-
resents income from the heads of families and the gen-
erally thrifty class in the community.

However, I did not set out to enter into a lengthy |

argument on this subject, and while being most ready
to admit that there may and must have been many good
and sufficient local reasons for discontinuing the pass
at Youngstown, still those should not be used as argu-
ments against the efficacy of the pass in general.
E. M. WALKER, General Manager.

Safety Zone with Permanent Posts

NEW type of safety platform, or more properly
speaking safety zone, is being tried in Detroit at
the corner of Woodward Avenue and Park Street, or at
the southerly side of-the Grand Circus. It consists, as
shown, of a series of iron posts planted solidly in the
pavement, with about 4 ft. of post exposed. The posts

New Type of Safety Area In Detrolt

are placed about 8 ft. apart. Altogether there are
twelve of these posts parallel to the tracks and one post
at right angles at each end, making fourteen altogether,
as two-car trains are run on this route. There is a
lamppost at each end of the safety zone. The one in
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the direction of oncoming traffic, or that shown in the
jew, is inside the safety area. The light at the other
d is just outside the safety zone. The posts are con-
nected by chains except for two openings, as shown in
the view.

This type of safety zone has the advantage that it
does not interfere with the removal of snow in winter
much as a raised platform. At the same time it is
more substantial than the surface type of safety zone,
made by removable posts set on heavy iron bases.

This safety platform area was installed by the Police
Department of the city of Detroit.

Interborough Augmenting Boiler
Equipment

HE Interborough Rapid Transit Company, New

1 York City, is extending its steam-generating equip-

ment at its Fifty-ninth Street station. Four 12,000-

ft. Babcock & Wilcox boilers, four Taylor underfeed
okers and four Sturtevant fans for forced and induced

The boilers, two of which will be in place this summer
and two early in 1924, will be designed for 350 lb.
pressure, but will operate for the present at 220 lb. gage
and an approximate total temperature of 600 deg. F.
One boiler will be fitted with a Foster radiant-heat

. superheater.

The stokers will be of the seven-retort type, thirty-
seven tuyeéres in length, the longest Taylor stokers yet
built. The furnaces will be approximately 12 ft. wide
by 17 ft. deep. This special design was necessitated
by the existing steel structure of the plant. The stokers
will be driven by variable-speed motor.

One forced and one induced-draft fan, motor-driven,
will be installed for each two boilers. Economizers will
not be installed at the present time, but provision will
be made for them should operating conditions warrant
their installation.

To take care of the change in heat balance brought
about by the installation of motor-driven auxiliaries
instead of steam as in the present equipment, steam
will be bled from a low-pressure stage of the main

aft service are being added.

turbine units.

" The Outsider’s View of What Sells

Transportation”

“Almost Any Concern That Starts Out with the Rendering of Real

By EDWARD

‘A MERCHANT’S show window should
be one of his chief trade assets.
will tell you, himself, that it should
of greatest value in helping the
rchandising of his wares.

I sometimies wonder how many rail-
road men ever think of this point. I
not referring specifically to the
eet railway men in this remark. In
t, I am rather inclined to a belief
t in recent years they have given
re attention to this phase of their
oblem than have most of their steam
railroad brethren. The passenger trains
the average American railroad—even
so-called de luxe or limited trains—
e but little external evidence of a
1 desire to sell their product. In-
ally no important progress or
evement in the high-grade Ameri-
passenger train has come to pass
ce the creation of the wide vestibule
and the observation platform.

Yet it is not even at this that T am
inclined to cavil. For the moment it
rather at the outward appearance of
trains.

They have been standardized—stand-
ardized to the death, I am inclined to

*Address made before New York Electric
Rallway Associatlon, Bluff Polnt, N. Y.,
lune 23, 1923.

Service to Its Patrons as an Actual Creed Can Hardly
Escape Overwhelming Success”

HUNGERFORD

say. The so-called Pullman green has
been made the ruling color for the ex-
terior of the passenger trains of nine-
tenths of the rail mileage of the United
States. That is, it is green at the be-
ginning; after a few months of wear
upon the road it becomes a dingy
neutral black, sordid and forlorn.

Up to a few years ago some of the
roads attempted to relieve this forlorn
monotony of their passenger equipment
by striping their coaches with fine,
bright gold lines. But along came
standardization and ordered off the
stripings; the American passenger car
became as dull and as stupid in ap-
pearance as the box car; more so, in
fact. Various railroads have sought
boldly to place their gay individual
trade marks upon the sides of their box
cars. But for some reason, utterly in-
explicable to me, the sides of the
passenger cars have remained sacro-
sanct. No one has dared to use them
for dignified exploitation. Standardiza-
tion seemingly is a pretty cruel sort of
a god.

Now, I have no particular quarrel
with standardization. In fact, I have a
great deal of real admiration for it. In
the mechanical, in the operating, in the
financial ends of a railroad it accom-

plishes marvels. But standardization
has no place whatsoever in the ex-
ploitation of a railroad—in the delicate
business, if you please, of merchandis-
ing its transportation.

Will those of you who have been
overseas contrast the outward appear-

-ance of the American railroad train

with that of its British cousin. The
passenger train in Great Britain is a
thing of beauty and a joy forever. Not
only is it bright, gaily striped and im-
maculate, but in almost every case the
coat-of-arms of the operating company
is brilliantly emblazoned upon each
passenger coach.

A coat-of-arms for a railway com-
pany? Well, why not? Not for our
American railways—steam or electric
—the British type of coat-of-arms,
aping monarchial traditions in its com-
position, but a coat of arms distinctly
American; like the swastika of the
Santa Fé or the Glacier Park emblem
of the Great Northern. Both of these
are as American as they could possibly
be, [Each is thoroughly distinctive.
Each registers, without a printed word
alongside, the name of the great rail-
road that it represents.

So far I have talked of the steam
railroad, chiefly. Yet everything that
has been said of it here and now ap-
plies with equal, if not with greater
force to the electrie line. Recently some
of our electric roads have begun to see
the light on this thing. A year or more
ago, my good friend, T. C. Cherry be-
gan painting his Rochester-Syracuse
interurbans a bright, gay, beautiful
orange—a bit of collegiate. fidelity to:
an alma mater in that, I think—and we
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Rochester folk awoke to the fact that
there still was an electric railroad run-
ning between our town and the city of
the saline marshes. Recently the In-
terborough in New York city has done
Cherry the high honor of copying his
color scheme, and some of the older
New Yorkers realize once more that
their elevated railroad is again in
operation.

A small point? Not a bit of it. It
is a very large point, and if I were
even to attempt to lead you into its
ramifications we should have to take
a short course in psychology this hot
June day—and that is a field into which
I have no intention of leading you at
this time.

It is a large point because it is a
large factor ih the successful mer-
chandising of transportation. The In-
terborough says that it can already see
good results from its step in selling
enterprise. And I can aver that the
Rochester-Syracuse trolley has also
made a new impress upon the largest
of the communities that it is trying, so
faithfully and so honestly, to serve.

The outside world—the potential
market, you might wish to put it—of
the street railway has no deep-seated
or inborn grudge against it. In fact, I
often doubt if the sentiment for lowered
fares which is so ingeniously engi-
neered against it, has much real re-
sponse in the heart of the average
man. If he is like me he is vastly more
concerned in the quality of the service
that is to be rendered than in the fine
shadings of the price. I am not a
rich man. But for a street railroad
to be of any service whatsoever to me,
it must first- begin to serve me.

RAILWAY LOSES BY INFREQUENT SERVICE

We have in Rochester, generally
speaking, an excellent street railway
system. Its cars are clean and modern
and, being kept brightly painted, are
good show windows of its transporta-
tion product. Its men apparently are
careful, are courteous and seemingly
most efficient. If the road has failed
anywhere, it has failed in properly sell-
ing itself to the community. Which is
an intricate thing into which I shall not
enter now. In the rush hours the local
system seems to meet its peakloads
with a great deal of real efficiency. It
is in the non rush-hours that its service
is apt to fall to a point where the street
railway ceases to be of the largest de-
gree of real service to many folk in our
community.

Undoubtedly the records of the com-
pany will show that its cars in the
non-rush hours are not filled even to
their seating capacity. With this
there can be no quarrel. And still the
statement may be made honestly that
the company is not rendering the
proper non-rush-hour service. Let me
illustrate by personal experience.

My office is three-quarters of a mile
from my house—a little less in fact. A
double-track trolley line connects them.
If I go out to the corner and catch a
car—all well and a good. The street
railway has my 7 cents and it is wel-

come to it. It is giving me good value
for my money. But if I miss a car, I
shall have to wait ten minutes for
another. In less than that time I can,
and do, walk to my office, and pocket
the 7 cents. That 7 cents is lost to the
Rochester system for all time.

When I go downtown at lunch the
distance is a trifie too long to be walked
swiftly and again I ride—when a car
is in sight. But if I have just missed
one, I again walk, easily beating the
following car, and another 7 cents is
lost.

My average daily riding, aside from
that of the members of my family,
comes to six rides; on tickets, about 40
cents. This fall I am going to buy a
small closed car. It will not cost me
much more to maintain than my car-
fare expense — particularly when I
count in the riding of my family—and
I shall no longer have to stand around
on street corners waiting on the ten-
minute interval. I am buying the car
on the advice of several of my neigh-
bors who say that they have been
forced, for the same reasons, into the
purchase of closed cars for winter use.
Potentially they prefer, as I prefer, the
street car. It is bright, warm, clean,
and there is no risk or responsibility
in riding in it. But their time is far
too valuable for them to wait upon a
ten minute headway.

Here, then, is a street railway, in
almost every way highly efficient, fail-
ing in one important way to sell itself
to the most profitable form of possible
patron—the short-haul rider. I do not
have to tell you gentlemen that he is
the cream of your traffic. Nor do I
have to suggest that if you leave him
too entirely out of your reckoning you
are missing a very good potential
source of revenue.

How T0 SELL TRANSPORTATION

There are, of course, many ways for
a street railway to sell its transporta-
tion. One of the most important of
these is, in my opinion, the seating ar-
rangement. The average rider, and this
is particularly true if he is going any
real distance whatsoever, does not like
a longitudinal seated car. The cross-
bench seat—even if it does detract ap-
preciably from the standing capacity of
the vehicle—is the seat that he wants,
in nine cases out of ten. Therefore why
not aim to give it to him?

Putting the thing the other way
around, why fret his soul with awkward
or uncomfortable seats, with turnstiles
and other similar devices and then ex-
pect his undying affection and support?
After all, your patron is but human.
He likes his motor car, because it seats
him the way that he wishes to be seat-
ed. How many motor cars do you think
that Henry Ford would be making each
twenty-four hours if he had them

rigged with longitudinal seats? Or if-

a man had to clamber through a turn-
stile to get into one of them?
Personally, if they ever put turnstiles
on the cars that run by my house, I
simply will cease to patronize those
cars. I say this without feeling, with-

out prejudice. If the street railway
can get along without my patronage
or that of my family, why that is its
own business—up to a certain point at’
least. But I do think that the time is
not so very far distant when those of
us to whom it has failed to sell its
transportation will come to sufficient
numbers and sufficient volume that we
will represent a distinct lack of revenue,
It would be well for the railway if it
stopped somewhere short of that point.

Enough for the negative side of this
thing.. Now consider, if you will, the
positive side for a final moment. Last
October when I had the great pleasure
and honor of attending your national
meeting in Chicago I also had a grea
joy in studying out the workings
the interurban trolley between that city
and Milwaukee, 85 miles to the north
Gradually there was unfolded to me one
of the most interesting transportation
stories that has ever come to me. A
debilitated, bankrupt, almost hopeless
interurban trolley had been fanned
back, not merely to life, but to some
thing that dangerously approached b
ing a howling success. Selling
transportation, it had come to a poin
where it had gained for itself, right
under the very noses of two of the bes
operated and most alert passenger rail:
roads in America, 68 per cent of th
local riding between Chicago and Mil.
waukee.

How was that done?

It is too long a story to be told in
detail here. Let me say, however, that
it was not done by the installation of
cars that were dirty, unkempt, uncom:
fortably seated or equipped with cum
bersome passenger regulatory devices
The equipment of the trains, termina
stations, cars, all the rest of it wa
planned with a definite view to satis:
fying the necessities, the comforts, an
even the whimsical desires of thi
passenger. That is what we call render
ing service. It is my firm belief, gen
tlemen, that almost any concern tha
starts out with the rendering of a rea
service to its patrons as an actual cree
can hardly escape overwhelming sué
cess. If its heart is in the right plac
its bank balance generally finds th
same path.

This is the test by which we are to
day beginning to measure our stean
railroads. Long ago we applied it t
our retail stores, our newspapers, ot
hotels, our theaters, to all the busines
that come into infinitely many contact
with their public. Those that met th
test have survived—and survived bril
liantly, almost without exception. Th
street railway cannot claim immunit
from such a test. On the contrary,
should be seeking it out, with prid
and with dignity. It should be askin
itself, all the while:

“Are we meeting, as fully as po!
sible, the service needs of our commu
nity? Are we doing all that we possibl
can do to give the largest measure o
passenger transport to the town or tk
towns that we serve?”

That is what I mean by sellin
transportation.
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The painting and the cleaning of the
cars, the adjustment of fares, the in-
clusion of clever ride-selling devices
such as the ingenious weekly pass,
newspaper and poster advertising, the
arrangement of the seats, even the
abolition of the sin-filled turnstile, are
| each in its own way, good steps in sell-
ing transportation. But the final step,
the last measure, the full test of trans-

portation salesmanship is in the hearts
and souls of the men who actually con-
duct the properties. They know—and
only they can ever know—whether they
are rendering the fullest measure of
transportation service to their com-
munities; and so whether they are at-
taining the highest measure of sales-
manship for their peculiar product of
transportation.

New Yorkers Gather at Bluff Point

One-Day Meeting Given Over to Business Discussion in the Morning,
Golf and Water Sports in the Afternoon, and a Banquet in the
Evening—Keeping Employees Happy, Selling Transportation,
Publicity and the Bus Were Subjects of Addresses

. MPLOYEE relations, selling trans-
‘ portation, publicity, and the place
- of the bus were the subjects considered
in four addresses before the New York
Electric Railway Association at Bluff
Point, N. Y., on Saturday, June 23.
The meeting was well attended and was
presided over by President B. E. Tilton,
vice-president New York State Rail-
ways, Syracuse lines, whe also acted as
toastmaster at the evening banquet.

At the morning session particular in-
terest centered in the addresses by
James E. Kavanagh, vice-president
Metropolitan Life Insurance Company,
New York, on “Industrial Relations,
Unemployment Compensation, and Old
Age Pensions,” and by Edward Hunger-
ford, Rochester, N. Y., on “The Out-
sider’s View of Selling Transportation.”
W. Dwight Burroughs, publicity agent
United Railways & Electric Company of
Baltimore, entertained the audience and
also gave it some thoughts to take home
on how to tell the electric railway story
to Bill Jones.

A paper by W. B. Potter, engineer,
railway engineering department, Gen-
eral Electric Company, on “Co-ordinat-
ing Bus and Trackless Trolley Trans-
portation with Electric Railway Serv-
ice,” was read in Mr. Potter’s absence
by H. L. Andrews. This paper discussed
in a general way the relative economy
of the different types of vehicles and
pointed out the field of each from the
economic standpoint.”

At the close of the morning session
W. H. Collins, Gloversville, N. Y., as
chairman, presented the report of the
nominating committee, which was unan-
imously adopted by the association,
electing the following officers for the
ensuing year:

President, Edwin Duffey, president
Cortland County Traction Company,
Cortland, N. Y.; first vice-president,
Clinton E. Morgan, vice-president and
general manager Brooklyn City Rail-
road; second vice-president, William J.
Harvie, vice-president Auburn & Syra-
cuse Electric Railroad, Syracuse; secre-
tary-treasurer, William F. Stanton,
Rochester, N. Y.

KEEPING EMPLOYEES HAPPY

Mr. Kavanagh, in his address, said
that: in many companies there is no
program of “humanics,” as compared to
the program of mechanics which is

usually very thoroughly carried out.
He drew upon the experience of his
own company, the Metropolitan Life
Insurance Company, to show what
might be done along this line. His
company got into this matter fifteen
or twenty years back in scheming ont
ways looking toward greater stability
of employment. It was considered that
employees’ interests were four-sided—
intellectual, social, financial and phys-
ical. It was undertaken to do things
which would enhance these interests.

In order to insure employees fit
physically, the first step is that the
company engages only those who are
in good health. After an employee is
hired, the company considers it its duty
to keep him healthy. This is accom-
plished by maintaining good working
conditions, by insisting upon a physical
examination at least once a year or
oftener if it is thought one is needed,
examination of teeth twice a year, pro-
vision of a gymnasium with a physical
instructor, and various meets and teams
which give impetus to the athletic pro-
gram. Luncheon is also provided free
every day to all employees, because
it is believed to be a good economy.
The company considers that it gets a
thank-you every day and that this is
better than an increase in salary because
that means only one thank-you and then
it is forgotten. It is also felt that it
is better to supply luncheons than to
put this money in the pay envelope as
it pays better returns.

In developing the intellectual side of
the employee, effort is made to keep
his mind busy. He must be given some-
thing to occupy his mind aside from his
work. If the employer does not do this,
some one else will. Consequently ‘the
Metropolitan company has devised
every kind of class any one can be
interested in, including French, stenog-
raphy, millinery, dressmaking, actuarial
studies, art clubs, etec. A large pro-
portion of the employees takes part in
some of these courses. The company
provides a library of 50,000 volumes,
and employees are induced to read by
a friendly appeal to their ambitions

- and a close follow-up by the librarian.

Every employee outside of the main
office is required to take the company’s
correspondence courses. These for-
merly were optional but are now re-
quired.

The social or recreational side is
taken care of by the employment of
certain“people whose entire job is to -
provide fun for the employees. This
comprises dancing, picnics, athletic
meets, special parties in recognition of
long periods of service, etc.

The financial side is developed by
getting employees to save money. This
is often done by appealing to their
sentiments, as they will do things for
their families that they will not do for
themselves. The company takes pains
to let everybody know how much John
Doe has made since he came to the
Metropolitan. The program in this
direction has resulted in a general im-
pression throughout the company that
everybody with the Metropolitan gets
rich, and Mr. Kavanagh said that this
is about 90 per cent true..

The speaker pointed out that the
average employee has five worries:
What will happen to him or his family
if he should (1) get sick, (2) have a
bad accident, (3) be out of a job, (4)
become aged, (5) die. It should be the
employer’s interest to remove these
worries. The first two and the fifth
are taken care of through life, health
and aceident insurance.

In the matter of old age, there is a
large tendency to provide pensions for
faithful employees. Many plans are in
effect, but many are very unsatisfac-
tory. They carry an implied peonage.
Employees feel that they have to work
all their life for this one company in
order to get pensioned. The young man
does not value it because it is too far.
removed from his immediate need.
There is also the skepticism resulting
from association of the pension fund
with the corporation fund. If the com-
pany should fail or if there should be
a change in management, or if the cor-
poration merged with another, the con-
tinuance of the pension plan is some-
what uncertain. Furthermore, there is
an indeterminate and constantly in-
creasing cost which becomes very bur-
densome as time goes on, as it takes
fifty years to get the maximum effect
of the average pension plan.

Most of these objections to pension
plans are overcome by the more modern
pay-as-you-go plan, whereby the com-
pany contributes year by year a certain
percentage of the payroll to take care
of “retirement certificates,” which are
handed to the employee each year. This
plan gives each employee a bond year
by year, which is free from all strings
and which he can put away against his
old age disabilities. Mr. Kavanagh
stated that a pension scheme granting
reasonable benefits to retiring em-
ployees, based on contributions which
employees are perfectly willing to pay,
can be worked out at a cost to the
employer of between 1 and 2 per cent
of his current payroll. On this plan the
pension does not depend upon the em-
ployee reaching the pension status in
the employ of one firm. A delivery of
the certificates to employees each year
rouses the interest of the young man.
The cost of the plan within reasonable
limits ,can be determined many years
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in advance. It avoids the feeling of
paternalism, since the employee has in
large measure himself paid the cost of
his pension protection.

Mr. Kavanagh also mentioned the
possibility of unemployment insurance,
which is now getting the attention of
some concerns. He said that the Dela-
ware & Hudson Railroad pays $15 a
week to an employee upon his discharge
for a period of six weeks maximum, or
up to the time of his employment on
another job. Because they know it may
cost the company six weeks pension,
or $90, when they fire a2 man, foremen
are more inclined to make a real effort
to put the man on another job where he
may fit rather than to fire him without
consideration.

An interesting side light of the plan
is that on this particular railroad it
has been found that there is an increase
of 20 per cent and a decrease of 10 or
12 per eent representing the maximum
fluctuations from normal number of
employees. Thus it may be possible to
work out a plan whereby the increased
amount of work at any time would be
taken up by increasing the length of
the working day up to ten hours before
employing additional men.

DoN’T EDUCATE BILL JONES

In pointing out how to tell the electric
railway story to Bill Jones, Mr. Bur-
roughs defined. who Bill Jones is and
what he reads as an average American
citizen, He said not to attempt to
educate Bill Jones, that he does not
like history, but enjoys a story. Mr.
Burroughs then went on to show how
stories of the railway have been told
in Baltimore, largely through the use
of still pictures. One picture lecture
showed how the growth of the railway
had been the growth of the city. In
another, when it was desired to talk
transfers, the subject matter was di-
rected to “corners” of Baltimore and of
various cities. * The number of free
transfers given at these corners was
finally brought up in this story and
the height of a stack of transfers issued
in one year compared with the height
of the highest mountain in the world,
the transfer stack being much higher.
In making such comparisons, Mr. Bur-
roughs said that it had been the prac-
tice to give the rule by which the
comparison was made, so that Bill Jones
could check for himself the comparison,
without taking the company’s word.

These picture stories have been pre-
sented at various exhibits with an
automatic stereopticon machine. People
have shown a good deal of interest in
them, and have asked to have the pic-
tures brought up to their church, or
lodge, ete. This has given the company
a great many opportunities to tell its
story. A circular was also sent to the
clubs, schools, libraries, telling the sub-
jects of these pictures, and a great
many calls result from that. Mr. Bur-
roughs’ particular admonition was as
follows: ;

“Don’t educate. Don’t talk high
brow. ‘If you talk low brow, the high
brow will get it, but if you talk high

brow you will lose most of your audi-
ence.”

After the reading of Mr. Potter’s
paper on the place of the bus, a ques-
tion was raised as to the cost of bus
operation. Zenas W. Carter of the
White Company, said that no two men
operating buses have the same costs.
The operating conditions vary mate-
rially and the costs with them. He
considered, however, that it is impossi-
ble to give a service beyond a 2-mile
haul for a 5 cent fare, and that in
general it is necessary to charge 10
cents. Between Youngstown, Ohio, and
Warren, Pa., the Pennsylvania-Ohio
Electric Company is operating a bus
and charging 3 cents a mile and mak-
ing a large profit. The Youngstown &
Suburban Railway is charging 3% cents
a mile for its bus service. Mr. Carter
considered that the thing to do was
to give good service and charge for it
accordingly. Bus service is not com-
parable to rail transportation, and it
is necessary to get more money for it.
It is a new type of transportation
which the public demands and which
it must pay for on a different basis
from railway service.

Prince of Wales Becomes
President of Institute
of Transport

T THE dinner of the Institute of

Transport, held at the Savoy Hotel,
London, on May 3, it was announced
that H.R.H. the Prince of Wales, K.G,,
K.T., had agreed to become honorary
president of the Institute. In this po-
sition he succeeds the Right Honorable
Lord Ashfield, chairman of the Board
of the London Underground Electric
Railways Company.

The .president of the Institute, Sir
Sam Fay, in making this announce-
ment, said that the Institute was in its
infanecy and in his opinion must as-
suredly grow with the heir to the
throne as its honorary president.

The Institute of Transport was es-
tablished on Nov. 3, 1919, and since
then a number of important papers on
city transit have been presented before
it. At its congress, which was to be
held at Sheffield, June 13 to 16, a num-
ber of such papers were scheduled, with
inspection of the Hadfields’ special work
plant, and a paper on modern track
work by Sir Robert A. Hadfield.

C.E.R.A. Summer Meeting

HE program for the summer meet-

ing of the Central Electric Rail-
way Association on July 18, 19, and 20
at the Breakers Hotel, Cedar Point,
Ohio, has been arranged as follows:

Wednesday morning, July 18, at 10
o’clock there will be a meeting of the
executive committee. The convention
will convene at 11 o'clock, when Presi-
dent James P. Barnes will make his
address. Reports of committees and
of the secretary will consume the re-
mainder of the morning.

Wednesday afternoon at 2 o’clock
there will be a paper on “The Inter-
urban Possibilities from Freight Busi-
ness,” by T. H. Stoffel, Westinghouse
Electric & Manufacturing Company.
Secretary Earlywine states that a great
deal of interest will be manifested in
this paper, as it is the result of an
exhaustive study of the freight situa-
tion in the central states. The prevail-
ing handicaps which now exist will be
pointed out, presumably with sugges-
tions for future developments.

Thursday morning at 10 o’clock,
H. L. Andrews, General ilectric Com-
pany, will present a paper on “What
Manufacturers Have Done for the
Electric Railway Industry.” There will
also be another paper at this session
on “Utility Information Work,” by
John Mellett.

Thursday afternoon, 1:30 o’clock, the
Engineering Council will convene with
F. R. Coates presiding. In this session
devoted to the Engineering Council, ad-
dresses by the directors of the four local
sections and the reports of three
committees will bring before the associ-
ation all the subjects discussed by the
Council prior to Jan. 1, 1923. These
subjects will come before the associ-
ation in the nature of recommendations

for standardizing equipment and prae-
tices. These recommendations will
represent the combined activities of the
four sections and mark the beginning
of a permanent record of approved
methods and practices on engineering
subjects as endorsed hy the association.
Papers will be presented as follows:

“Purpose of the Engineering Coun-
cil,” by R. Moses, Youngstown, Ohio,
director Eastern section.

“Support Deserved by the Engineer-
ing Council,” by A. V. Brown, San-
dusky, Ohio, director Northern Section.

‘“Benefit of the Engineering Council
to the Railway Industry,” by L. A.
Mitchell, Anderson, Ind., director West-
ern section,

“Future of the Engineering Council,”
by G. A. Stiles, Columbus, Ohio, direc-
tor Southern section.

Report of the committee on track and
roadway, by T. H. David, Indianapolis,
Ind.

Report of committee on power
supply and transmission, by G. H. Kel-
say, Elyria, Ohio.

Report of committee on ear equip-
ment, by P. V. C. See, Akron, Ohio.

“Wireless and Its Application for
Communiecation by Electric Railways
and Central Stations,” by C. A. Bod-
die, Westinghouse Electric & Manufac-
turing Company.

“Steel Ties,” by Willlam P. Day,
president International Steel Tie Com-
pany.

Thursday evening at 6:30 o’clock,
there will be an informal dinner for
association members and invited guests.

Friday morning at 10 o’clock E. F.
Wickwire, secretary Ohio Brass Com-
pany, will address the convention, on
co-operation of manufacturers with the
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railways. After discussion of this
paper and transaction of further busi-
ness, the convention will adjourn at
noon on July 20.

A special car furnished by the Inter-
state Public Service Company will leave
Indianapolis at 7 a. m. on July 17 and
arrive in Sandusky at 5:30 p. m.

The Engineer as a Leader in Transportation

The Ever-Widening Scope of Engineering Is Discussed at the Annual
Convention of the Society for the Promotion of
Engineering Education

TH‘E story of the railroads of this

copntry is a story of the engineer,
according to E. H. Lee, vice-president
and chief engineer Chicago & Northern
Indiana Railroad, speaking at the an-
nual convention of the Society for the
Promotion of Engineering Eduecation.
He divided the history of the railroads
into three periods: the construction
period, the transition period, and the
public relations period. Railroad con-
struetion was romantic and drew men
of brains and ability. With no data
and meager tools the engineer built the
roads, made bridges and filled in the
swamps. At that time the engineer
was not considered a real leader in
tre.xlnsportation, but only a necessary
evil,

As railroad traffic developed during
the transition period, the systems had
to be improved and freight movement
speeded up. Public sentiment was not
so favorable to the roads at this time
as it had been in the construction period.
The chief reason for this change was
that the real leader who had done the
impossible with the physical problems
was. not interested or competent to
handle the political, financial and human
problems which were developing. .

In the present or third period the
question of public relations and human
relations has become paramount in the
successful operation of transportation
systems. The ideal is to secure the best
possible service under eonditions which
shall be the best pessible for all con-
cerned in the operation of railroads.
The engineer’s work has become in-
creasingly important, not only in de-
sign and construction but also in oper-
ation. The tendency now is to advance
engineers to positions of leadership.
He must bring to the problem of the
present period, however, the same abil-
ity and energy with which he solved the
problem of the construction period and
later those of the development.

The meeting was opened by an ad-
dress from Dean Dexter S. Kimball,
Cornell, who stated that twenty yedrs
ago the idea of a course of training for
leadership was startling, but that now
this topic was of major interest. Before
the development of electrical engineer-
ing to its present position of impor-
tance, engineers were designers and
builders. Technical requirements, how-
ever, governed the manufacture of elec-
trical apparatus so greatly that engi-
neers have been forced to enter the
shops as managers. The same sort of
development has occurred in salesman-
ship, technical engineers now being in
demand to sell scientific equipment.
The business world, according to Dean

Kimball, now desires and admires the
engineering way of doing things so
greatly that the engineer will soon
reign supreme in designing, operation
and management of industry. The mili-
tary leader of days gone by no longer
exists, and his place has been taken
by the man with legal training. The
leader of the future, however, will be
the engineer, because the public has
confidence in his methods.

The president of the society, Prof.
Charles S. Scott, Yale, told of the en-
couraging eo-operation which had been
received. A paper was read by T. H.
MacDonald, chief of the Bureau of
Public Roads, Washington, D. C.,, on
“The Engineer as a Leader in Public
Service.” The result of the work of a
joint conference committee to determine
the place of the engineer in industry
was presented by O. S. Lyford of the
National Industrial Conference Board.
He said the three important questions
are: 1. Does industry need more or
fewer engineers than are now avail-
able? 2. What kind of education should
they have? 3. What is the responsibil-
ity of the industry in their work? He
emphasized the point that the engineer
should be a leader, because he has a
method of attack and a scientific mind.
Industry considered the underlying
scientific training of the engineer to be
fundamental. A man who has a scien-
tific mind will generally receive the best
education from a course of engineering,
regardless of the work he intends to
pursue.

“The Engineer in Business” was the
subject of a talk by W. E. Wickenden.
The place of the engineer as a leader
in business is not assured, he thought,
although the engineer’s leadership in
industry is certain. The business world,
however, is dominated by considerations
which are a handicap to engineers.

Program of the International
Strassenbahn Verein

HE program for the second annual

convention of the Internationale
Strassenbahn und Kleinbahn Verein,
with headquarters at Vienna, has just
been published. It follows:

“One-man Cars,” by Mr. Van Putten,
Amsterdam Municipal Tramways and
Mr. Hultman, Malmé Tramways.

“Track Construction and Track
Maintenance,” by Mr. Goetz, Leipzig
Street Railway.

“Motor Control Systems,” by Mr.
Pforr, Berlin Street Railway.

“Average Annual Output in Car-
Miles of the Train Force, when Work-
ing on the Basis of the Eight-Hour

Day,” by Mr. Mumssen, Hamburg Ele-
vated Railway; Mr. Norregaard, Copen-
hagen Tramways, and Dr. Patz, Buda-
pest Electric Railway.

“Design of Modern Street Railway
Motors, Including Methods of Lubrica-
tion,” by Mr. Wellner of the Bielitz
Electrical Works.

“Anti-Friction Bearings and Lubrica-
tion of Bearings and Gears,” by Mr.
Pforte, Hagen Street Railway, and
Doctor Videky, Budapest Institute of
Technology.

“Magnetic Brakes,” by Mr. Barth,
Kristiania Street Railway.

“Fare Systems in Restricted City
Areas,” by Mr. Winter, Vienna Munici-
pal Railway.

“Recent Improvements in the Zurich
Street Railway System,” by Mr. Wick,
Zurich Municipal Railway.

“Car Couplings,” by Mr. Paap, Ber-
lin.

“Standardized Practice in Car Design
on Standard and Narrow-Gage Steam
Railroads,” by Mr. Semke, Berlin.

The date and place of the next con-
vention has not yet been settled. An
invitation has been received from
Miinich to meet in that city during the
spring of 1924.

Organization Meeting — A.E.S.C.
Sectional Commitiee on
Walkway Surfaces

HE first meeting of the sectional

committee on walkway surfaces
of the American Engineering Stand-
ards Committee was held on June 15 at
the Engineering Societies’ building in
New York City. This committee has
been organized under the dual spon-
sorship of the American Society of
Safety Engineers and the American
Institute of Architeets.

The committee organized by elect-
ing the following permanent officers:
Chairman, Dr. Lucien W. Chaney, U. S.
Department of Labor; vice-chairman,
F. W. Joannes, American Institute of
Architects, and seeretary, H. W. Mow-
ery, American Society of Safety En-
gineers. An executive committee of
seven members, including the three
officers, was also elected, and a com-
mittee on plan and scope was appointed.

The committee will undertake to
promulgate a code covering the appro-
priate materials for walkway surfaces
as applied to walks, floors, stairs, plat-
forms, elevators, car steps, car floors,
ete., all with the view of providing
adequate specifications to cover the
manufacture of such materials. It is
believed that accident hazards may be
greatly reduced by correct application
of the code which will ultimately be
formulated, possibly somewhat along
the lines of results obtained through
the National Safety Code.

That the electric railway industry is
much interested in the work of the
committee is shown by the fact that
the code will be applicable to railway
cars, stations and platforms and will
specify characteristics for walkway
surfaces to inelude, among other things,
resistance to slipping, freedom from
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the tripping hazard, durability and.in-
sulation for surfaces around electrical

apparatus. ]
The American Electric Railway
Association has been requested to name

a representative on the committee but
the representative has not been ap-
pointed as yet. R. C. Cram, Brooklyn,
represented the association at the or-
ganization meeting.

Returns from a British Electrification
Good Results Shown in the Suburban Service of the London, Brighton &
South Coast Railway by the Electric Trains as
Compared with Steam

T A MEETING of the Institute of

Transport in London on May 7,
1923, Sir Philip Dawson, M.P., pre-
sented an address in which he gave
some interesting figures on results with
steam and electric traction in suburban
service on the London, Brighton &
South Coast Railway. Three of the
charts presented by Sir Philip are re-
produced. As the investigation was pri-
marily to show what benefit might be
expected from electrification, the “ex-
penditure” charted indicates only the
expenditure affected by the system of
traction adopted. Hence, from the net
receipts indicated in these charts, the

and operating at an average speed of
9.31 m.p.h. The average electric train
consists of 4.4 cars, accommodating 308
passengers and operating at an average
speed of 21.8 m.p.h.

The first diagram shows that up to
1920 the passengers by electric trains
constantly increased, while those by
steam trains in 1921 are about the same
as in 1909. The second diagram shows
that gross and net receipts in the case
of steam are decreasing, while the re-
verse is the case with the electric serv-
ices. The third diagram shows the re-
markable track capacity obtained with
electric power, though as a certain
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mates of increase in growth were con-
servative.

In the discussion which followed the
presentation of this paper, Sir George
Paish, the eminent statistician, declared
that the terms used in the paper, “pas-
sengers per train-mile” and “passengers
per car-mile” were misleading. There
were no such units. Passenger mileage
can be divided by trdin-miles or the
number of passengers can be divided by
number of trains, but number of pas-
sengers cannot be divided by train-
miles. Sir Philip Dawson in his reply
acknowledged the theoretical correct-
ness of the criticism but said that as
passenger mileage was a very difficult
figure to obtain, the ratio used was em-
ployed as a matter of interest, and as
between lines where the average length
of ride is about the same, was a con-
venient one.

Sir William Acworth, director of the
London Underground Railways and
also author of various books on railway
economics, suggested that the best way
of deciding the “battle of the systems”
was to toss a coin and then abide by
the result. He said that if that had
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Comparatlve Results of Steam and Eleciric Tractlon on Suburban Lines of the London, Brighton & South Coast Rallway

cost of maintenance of track, manage-
ment, taxes, etc., which are not directly
affected by electric as compared with
steam operation, should be deducted if
the net amounts available for dividends
are to be ascertained.

The electrie division of the London,
Brighton & South Coast Railway gives
a suburban service only, and does not,
according to the speaker, “represent the
most profitable part of the railway sys-
tem.” Considerable suburban service
is also given by steam. The average
suburban steam train consists of 6.6
cars, accommodating 463 passengers

number of suburban steam passenger
trains operate over electrified sections
and this mileage has not been taken into
consideration, the suburban steam serv-
ices show up more advantageously than
they should.

In estimating the cost of equipping.

the entire line with electricity, the
speaker said that if electrification
would bring an increase of 70 per cent
in gross receipts on the suburban line
and 35 per cent on the main line, a re-
turn of 8% per cent could be made on
the expenditure required to carry out
the electrification, and that these esti-

been done during the dispute between
the advocates of the vacuum brake and
the a‘r brake in the early days, it would
have been a good thing for the British
railways. Another instance of the
kind was the adoption of various rail-
way gages in India. Sir Philip Daw-
son, however, pointed out that elec-
trification was not quite the same thing
as gages, because if, after a number of
years, it was found advisable to alter
or modify the electric system it could
be done at a comparatively small cost
compared with the cost of unifying
different gages. A
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Economical Method of
Covering Seat Head Rolls

HERE plush covering is used
on car seats, the head rolls at
the top of the seat backs become
greasy from the hair of passengers
and so are very unsightly. This
grease is of such a nature that its

-~ New plush

covered
lﬂppejagzg A firishiog sirjp
New plusth --=
<-New plush
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Method of Covering Head Rolls
of Seat Backs

removal by any of the various com-
mercial cleaners is almost impossible,
and about the only satisfactory
method is to re-cover the soiled parts.
As plush covering is expensive,
the replacement with new material
is costly unless the material is used
economically. The accompanying
illustration shows a plan used by the
Lehigh Valley Transit Company,
Allentown Pa., in which new plush
is placed over the old head-roll cover-
ing without disturbing it. In start-
ing strips of plush are placed with
their face against the lower part of
the seat back. The upper edges are
then tacked along the depression.
The back and front strips are then
folded over the heads of the tacks
and brought together at the top of
the seats so as to overlap. Here
they are again tacked, and a finishing
strip is nailed over the top. This
strip is covered with a plush sleeve.

By this method no tacks or seams
ave visible. As the head rests are

about the only part of the seats to
be seen, when a passenger looks down
the car the seats finished in this
manner present the appearance of
being entirely new.

Improved Construction for
Cores of Sweeper Brooms

MACHINE for filling snow

sweeper brooms as used in the
Harvard shops of the Cleveland Rail-
way was described in the ELECTRIC
RAILWAY JOURNAL for July 10, 1920,
page 87. Some additional details 1e-
garding the construction of the cores
of the brooms which are filled with
this machine are now available, and
the accompanying line drawing .illus-
trates the construction.

The shell in which the rattan is
inserted is made of a single piece of
sheet steel with cast ends. The sheet-
steel core has four U-shaped recesses
for receiving the rattan. The cast
ends are riveted to the shell by four
rivets which come in between the
recesses. Maple bars fit into the re-
cesses of the cores for holding the
rattan in place. Brass hooks are
fastened to the maple strips at in-
tervals of 5% in. These hooks are
put in place by slipping them over
the ends of the bars before the latter
are inserted in the slots.. Four of
these hooks have projections at the

bottom which extend through the
shell and are held in place by cotter
pins. A method of securing the
maple strips is thus provided, so that
they cannot separate or fly out
centrifugally as the brush revolves.

The end castings have four pockets
into which the maple cleats fit. A
flange around the end casting pre-
vents endwise and radial movement
of cleats. An inner casting is also
provided at the center, which is split
and hinged at one side. The type
of construction permits easy removal
of the cleats for filling.

Metering Car Energy
Reduces Maintenance Cost

OR several years the West Penn

Railways has had the cars on its
Allegheny Valley division equipped
with Economy meters for measuring
the car energy and checking the per-
formance of the motormen. This has
produced a substantial saving in
energy consumption. According to
Daniel Durie, superintendent, the
principal advantage, however, has
not been in this saving of energy,
but in the reduced maintenance of
equipment. The use of the meters
makes the motormen careful in their
handling of the equipment, and this
in turn eliminates many of the causes
of motor failure. The brake shoe
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mileage, which was from 3,000 to
4,000 miles without the meters, has
been increased to 8,000 miles by
their use. This division is quite
level, so that the wear on brake shoes
should be a minimum.

Installing Additional
Side Feeders

HEN the overhead wires on a

double-track line extend for a
long distance without any taps con-
necting with a feeder cable, it is
often desirable to connect the two
trolley wires electrically at intervals
between the feeder taps. Unless this
is done one wire may carry a heavy
load, while the other carries very
little.

The intervals beftween side feed
spans Should be short in order to
keep the two wires at nearly the
same potential. This will also tend

to prevent a wire becoming annealed,
should it break and become grounded.
In that case all of the current must
pass through on wire from the
nearest feeder tap to the point of
grounding. After such an occur-
rence the wire is so soft as to be
quite useless and has to be taken
down and a new wire put up. The
nearer the side feed spans are fo
each other the shorter will be the
length of wire which is damaged in
this way.

Occasionally section insulators may
be so close fogether that there would
normally be only one side feed span
between them. In such cases it is
better to put in at least one more
connection between the feeder and
the wire or between the two frolley
wires, so that if the frolley ear at
the side feed span becomes discon-
nected from the wire the trolley will
not be dead.

ent Available

New Equipm

Regulator for High
Pressure Gases

NEW regulator for controlling

the delivery of acetylene, oxy-
gen, hydrogen and other high-pres-
sure gases is being marketed by the
Alexander Milburn Company, Balti-
more, Md. It is designed to main-
tain a constant, predetermined pres-
sure regardless of fluctuations in the
initial pressure line and variations
in consumption.

The front cap contains an adjust-
ing key, a top spring button and a
tension spring. In front the body
contains a flexible metal diaphragm.
Soldered on and over this diaphragm
is screwed a bronze diaphragm plate
or spring button to hold the tension
spring. Inside this body is a fixed
nozzle containing a loose operating
pin. Over the nozzle and loosely as-
sembled is the valve sleeve, which
has a roll of gas ports drilled through
its circumference and carries the
valve seat. The seat closes against
the nozzle by initial gas pressure on
the valve sleeve and pressure of a
compensating spring resting in the
recessed tank coupling. The loose
operating pin inside the nozzle is
actuated at one end by the deflection
of the diaphragm and at the other
by pressure of the valve sleeve.

"The regulator closes with instead
of against the gas pressure. This

New Gas Flow Regulator

enables the sealing to be effected by
pressure of several pounds instead
of hundreds of pounds, as would be
the case if the sleeve were yoked to
the diaphragm. In this design the
sleeve is entirely independent. An
equilibrium is maintained in the
regulator at all times, throttling the
supply when the desired pressure is
built up, and opening when the con-
sumption lowers the pressure and an
increased supply is needed.

The regulator is adapted for use
with various gases by a change of
the gages shown in the illustration.
The rear connection is also change-
able so that the regulator can be
attached to various containers.

This regulator is the invention of
A. F. Jenkins, who has long been
associated with the acetylene in-
dustry.

Safegnard for Welding

SAFETY valve for gas welding

equipment has recently been
placed on the market by the
Mattingly Automatic Valve Company,
St. Louis, Mo. This is designed to
safeguard the welder and reduce
fire hazards and losses of gas should
the hose line become ruptured or

Safety Valve for Gas Welding

disconnected. In operation this valve
is applied to oxyacetylene welding
and cutting outfits between the hose
and the gas tanks and does not inter-
fere with the regular operation of
the torch or regulator. An accom-
panying illustration shows a section
of this valve. It consists of a right-
angle body arranged for two connec-
tions. That at the right is connected
to the regulator and the upper con-
nection is for the hose. A valve with
a soft metal seat operates between
the connection fo the regulator and
the right-angle body. This valve is
connected through a pivoted lever to
a stem which extends to the left.

After the hose has been connected
and all joints are tight, the stem con-
nected to the valve is pulled to the
left until pressure is built up in the
hose line. With the normal pressure
established any rupture or excessive
leak will cause the pressure to drop
suddenly in the right-angle body.
The rush of gas from the tank will
then automatically close the valve
against the soft metal seat.

One of the most important advan-
tages claimed for the valve is the
feeling of security given the welder.
The safety valve has no packing and
the escape of gas around the stem
used for holding the valve open is
prevented by a soft rubber-seated
valve which seats against a cone-
shaped bushing through which the
stem passes. This bushing can be
unscrewed for any necessary at-
tention.

Regular stock valves are carried
for ontfits using hose lines from 10
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ft. to 60 ft. in length. Where other
lengths are used, special valves are
provided.

Brush-holder with Twenty-
four Adjusting Points

HE new brush-holder for West-

inghouse No. 508 railway mo-
tors shown in the accompanying
illustration uses a ‘“no-harness”
type of spring mechanism fitted
with cotter pin adjustment. Twenty-
four adjusting steps are obtained by
one revolution of the shaft. The
inside end of the spring is anchored

These two sets of four holes are
staggered with relation to each
other.

The use of the two sets of three
holes in the brush-holder casting
and the two sets of four holes in
the shaft are necessary so as not to
weaken the shaft construction.

To increase the tension on the top
of the carbon brush it is necessary
to wind up the pressure spring.
This is accomplished by means of
a screw-driver placed in the slot at
the right end of the shaft. Starting
with slot I at the right end of the
shaft, which is in line with hole B

for cotfer pin to lock shafr:
Left End

A B & C indicate hofes in brush holder casting, at shaft bearings,

Right End

Sectlions of Shaft In Brush-Holder Casting

to the shaft, while the other end has
a flat copper contact tip which bears
on the top of the carbon brush.

Two sets of three adjusting or
locking holes, marked A, B and C
on the accompanying diagrams, are
drilled 30 deg. apart in the same
plane in the brush-holder casting at
the shaft bearings. Four adjusting
holes, marked I, III, V, VII, are
drilled 90 deg. apart in the same
plane at the right end of the shaft,
and four adjusting holes marked
II, IV, VI, VIII are drilled 90 deg.
apart in the same plane at the left
end of the shaft.

in the brush-holder casting, and
turning the shaft until slot II at
the left end of the shaft lines up
with hole C in the brush-holder cast-
ing, the shaft is advanced 15 deg. or
one-twenty-fourth of a revolution.

It will be noted that with this ar-
rangement on each consecutive ad-
justing step the cotter pin used to
lock the shaft must be shifted from
one end of the spindle to the other.
Further, it must be placed in dif-
ferent locking holes A, B, and C in
the brush-holder casting. Only one
cotier pin is required to lock the
spindle.

Brush holder casting Side Woshers

“Copper Conract Tp  ~ >

Hlexible’ Shunt

/

Slet to Anchor Spring

W8 s zyvsvr

Adusting
holes

1,1V, VIEVIH

=

)
" - “Cotrer pin

“Fension Spring

Brush-Iold

er Detalls

Compensating Fixture

NEW lamp fixture for use in the
series system of electric car
lighting provides a means whereby
the burning out of one or more
lamps will not affect the remainder
in the same circuit. This is
being marketed by the Electric
Service Supplies Company, Phila-
delphia, Pa. The accompanying il-
lustration shows the “Type K” de-
vice in combination with a standard
Safety Car Lighting Company’s fix-
ture and a reflector suitable for use
in electric railway cars.

The control of the circuit is had by
means of an enameled type resistor
mounted in an ornamental fireproof
canopy. Normally this resistor is
out of the circuit; but the removal,
breakage or burning out of a lamp
automatically inserts the resistor in
its stead.

In operation, if the circuit is
opened, due either to removal of a
lamp or breakage of a lamp fila-

This Flxture Has Device to Shunt & Burned-

Out Lamp with Reslstance
ment, a small series solenoid is de-
energized. The armature of the
solenoid drops, establishing connec-
tions to substitute the resistor in
place of the burned-out lamp. Plac-
ing a good lamp in the receptacle
automatically energizes the sole-
noid and restores normal condi-
tions.

There is a growing tendency in
car lighting to use high-powered in-
candescent lamps, with a corre-
sponding reduction in their number
and a simplification of the car wir-
ing due to having fewer circuits.
With such arrangements burning
out one lamp would cause an entire
circuit to be put out of service and
would interfere seriously with the
lighting. The use of this type of
fixture is particularly suitable for
such installations.
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Operation to Cease on
July 21

Commission Unable to Operate Spartan-
burg Property—Buses Will be
Used-—City Reticent

Another chapter in the railway af-
fairs of the South Carolina Gas & Elec-
tric Company was concluded on June
22 when the Railroad Commission is-
sued an order authorizing the discon-
tinuance of operation within the city
limits of Spartanburg on July 21. Serv-
ice will be continued on the Clifton and
Saxon lines and buses will be used in-
side the city limits to connect with the
interurban cars which the company will
continue to operate. It is expected that
application will be made shortly to the
city administration for permission to
operate the new buses. The inability
of the company to earn money is the
reason given for the abandenment in
the order of the commission. The com-
pany has been operating under the
supervision of tbe commission since
Jan. 13.

CoMMISSION PRACTICED ECONOMIES

The railway problem in Spartanburg,
referred to from time to time in the
ELECTRIC RAILWAY JOURNAL, really
came to a head on Dec. 31, 1922, when
the operating company on the plea of
heavy losses ceased to operate. On Jan.
13 after conferences with representa-
tives of the company as well as a eon-
ference with the City Council of Spar-
tanbnrg the commission tock charge of
the property, ordered service resumed,
fixed schedules, rates, ete. At the very
start the commission practiced the
strictest economies so as to reduce oper-
ating expenses, but it was brought out
at later conferences at which the public
were heard that the service was not
frequent enough. The commission went
a step further and reduced rates from
10 cents to 5 cents in the desperate
effort to furnish service to the residents
of Spartanburg and environs at a rate
which it thought would stimulate riding.

However, it was proved more and
more conclusively that operation of
this railway was a losing propesition
and that something would have td be
done in the near future. After opera-
tion by the commission for some sixty
days the company petitioned the com-
mission to arrive at a definite conclu-
sion and take action. The commission
went to Spartanburg for a public hear-
ing in conjunction with the Chamber of
Commerce. Nothing resulted from the
meetir}g.until the recent order of the
commission. :

The substitution of buses in Spartan-
burg was first advanced by the railway

in the summer of 1922 after the fore- -

closure and reorganization of the prop-
erty. The city, however, never acted
on the proposition. It was the failure
of the company and the city to reach
an agreement over bus operation which
led the company to place its cars in the
carhouse in East Spartanburg on Dec.
31 last and leave them there until the
commission took over the operation’eof
the line.

The order which was issued by the
commission in connection with the mat-
ter is in part as follows:

Even in the face of the losses, the com-
mission has kept the service moving since
Jan. 13, 1923, untii the present time, wlth
practicajly the same result as shortiy after
the linc was put into operation.

The commlssion Is fuily cognizent of the
decisions of the courts in many cases that
while it has the authority to supervise serv-
ice, rates, etc., it does not own and cannot
operate and controi these properties. and
only in its earnest desire to furnish service
to the peopie of Spartanbur% has the com-
mission gone as far with this matter as It
has.

Every effort and every method for im-
proving the amount of traffic that is known
to this commlssion has been tried, but aii
efforts have falled to develop sufficient
trafic to warrant a continuance of the
service. This could not be regretted more
by anyone than by the Ralircad Commis-
sion itself. )

The commission has realized from’ the
beginning that anything it might promui-
gate and put into effect was only as a
fry-out and wonld furnish the commission
with an actual basis for action one way or
the other, and this matter has been pub-
licly stressed through the press, by rep-
resentatives of the commission, and by
every means known to the commission, so
that the commisslon could not be misunder-
stood in connection with the requirements
cf the law and its duty in matters of this
kind. The results obtained have not been
from hearsay evidence but are actual re-
suits from the rendering of service itself.

The commission finds itseif faced with
the law requiring such rates as wili yleid
reasonable return on the investment. In
this case the commission has never been
able to puii the revenue up as a resuit of
the service to such polnt where a return
of the investment couid be flgured at ail,
imaving been unable to even meet operating
expenses. Therefore, to continue this serv-
ice further wouid mean a violation of the
provisions of ail laws, as well as provi-
sions of. the constitution of our own state,
and would without question result in the
confiscation of this groperty. The commis-
sion’s records wiil show many other things
that couid be put In evidence which would
vwarrant the commission in issuing such
order as it finds itseif compelied to issue.
It i3 not a pieasure or the desire of any
member of, the commission, but an absolute
necessity to perform this duty.

George B. Tripp, president of the
South Carolina Gas & Electric Com-
pany, said that the company would, of
course, comply with the order of the
commission and would do everything
possible to work out successfully the
problem of operating the Glendale-
Clifton line with bus connections to the
city proper. It is expected that the city
authorities will resort to the courts,
but Mayor John F. Floyd announced
that the commission’s order would not
be discussed by the City Council until
.City Attorney Daniel returned from
New York City, whe}'e he had gone on

" business.

Strike Threatened in
Des Moines

Employees of Des Moines City Railway
Show Evidence of Rejecting the
Recent Wage Award

Des Moines is again facing the threat
of a tieup of its railway lines. The
present emergency is based on a threat
of the men to strike following their dis-
satisfaction at the wage award made by
the arbitration committee in a report
brought in during the week ended
June 23.

The findines of the avbi‘ration board,
composed of Rev. Elmer Nelson Owen,
rector of St. Paul’s Episcopal Church;
J. G. Gamble, representing the com-
pany, and J. Ben Wiley, representing
the men, provided for a scale during
the year March 1, 1923, to March 1,
1924, of from from 48 cents to a maxi-
mum of 54 cents an hour. This is an
increase of approximately 2 cents an
hour, whereas the men were seeking an
increase of 18 cents. Rev. Owen said
that the new scale compared favorably
with rates elsewhere and that any wage
increase must also be considered with
the effect it would have in bringing
about a decrease in fare as provided by
the franchise, thus benefiting the entire
riding public of Des Moines.

Mr. Wiley signed the agreement, but
immediately came out with a charge
that he had been forced into signing by
the threat that unless the increase was
accepted as satisfactory the Reverend
Owen would take a stand for no in-
crease at all. This claim is not taken
seriously. It is pointed out that in the
event of a development such as Mr.
Wiley cites the position of the men
would have been improved had he re-
fused to sign and then thrown the case
before the public.

The men have appealed to the com-
pany from the finding, but were met
with a statement from F. C. Chambers,
president of the railway, that he could
see no use of further negotiations.

Mr. Wiley has stated in the news-
papers that the men will make every
effort to avoid a walkout, and as this
story is written the men say they will
ask that the question of whether or not
the contract calls for an arbitration of
an award be submitted to the five
judges of the court in Polk County.

There is a general feeling that the
matter of wage disputes as covered in
the agreement provides for submitting
the question to three arbiters and that
the decision of the arbiters shonld
stand. The public therefore sees no oc-
casion for a strike, particularly when
the wage granted is comparable with
that paid trainmen elsewhere.



June 30, 1923

ELECTRIC RAILWAY JOURNAL

1097

Eight Killed in Brooklyn Elevated Accident

Cars Leave Structure and Fall Into Street at Busy Corner—Inquiries
Under Way to Determine Responsibility—Cars Had
Been Inspected Recently

IGHT persons had died and thirty-

seven were still in hospitals on June
29 as a result of an accident on the ele-
vated railway in Brooklyn on June 25.
Shortly after 2 o’clock on Monday
afternoon both cars of a two-car train
of the Brooklyn Manhattan Transit
Company slid off the structure into the
street, the rear truck of the rear car be-
ing the first to leave the track. The
cars were of wood construction rebuilt
in 1907 by the company. They were
completely demolished in the fall. The
accident occurred to a Bay Ridge two-
car ftrain westbound to New York as
it was approaching the station in front
of the Long Island Railroad terminal at
the junction of Flatbush and Atlantic
Avenues.

Inquiries into the cause of the dis-
aster are under way by the public
anthorities, including the Transit Com-
mission, and the company itself under
the direction of President Menden. A
statement issued by W. S. Menden,
president of the railway, shortly after
the accident was as follows:

The investigation of the cause of the acci-
dent this afternoon, while not compiete, in-
dicates that the rear truck on the rear car
of the two-car traln was deraiied, for some
cause not yet ascertalned, at the frog of
the switch just east of the Atlantic Ave-
nue Station, causing the rear car to be pre-
cipitated into the street, dragging the for-
ward truck of the rear car and the entire
forward car, with Its trucks, into the street,
leaving the truck which was first deraiied
on the structure, practicaliy at right angles
to the running raiis.

The track and switches at the iocation in
question had been inspected in the morning.
and found in good condition. Both cars of
the train had been inspected on June 15,
1923, in accordance with the estabjished
The two cars in

practice, and found O. K.

the train had becen operated on the same
iine over the same switch and frog for
nine trips on the same day without any dif-
ficuity of any kind. The train was in
charge of an experienced motorman with a
good record.

The investigation is being continued in
co-operation with pubiic authorities to as-
certain more deflniteiy the cause of the de-
railment,

Investigations made by engineers of
the railway, the New York Transit
Commission and the city indicate that
the rear truck of the rear car was the
first to leave the track. The derailing
occurred at a frog preceding a trailing
switch, through which the train was
operating. The switch controls move-
ment through a cross-over which is
nsed only for turning back trains at
that point and forms a trailing connec-
tion between the two tracks of the ele-
vated structure. The derailing oc-
curred on a tangent level track, and
the train had operated a distance of
approximately 300 ft. on tangent track
after it had passed around a curve
from Fifth Avenue into Flatbush Ave-
nue.

Information tending to show where
the derailment occurred is furnished by
the condition of the frog and ties im-
mediately following it. The heel of the
frog showed slight abrasions, and the
first indications of cutting by the wheel
flange on the ties was immediately fol-
lowing the frog. This cutting of the
ties continued up and across them for a
distance of approximately 10 ft. beyond
the point of the switch, where the rear
truck apparently was wrenched loose
from the car body. This rear truck,
according to a statement issned by Mr.

=

Menden, remained on the elevated
structure, all others being carried to
the street below with the car bodies.

The real reason for the derailing at
the frog has not been ascertained. Va-
rious conjectures as to what might have
happened have been given out but defi-
nite information is lacking which would
tend to give a solution.

The cars in the accident were num-
bers 913 and 919. They were origi-
nally purchased from the Wason Manu-
facturing Company in 1898. The motor
trucks were Baldwin and the trailer
trucks’ Wason.

One of the first among those to ar-
rive on the scene was Mayor Hylan.
He climbed the structure, looked over
the scene and then submitted to being
photographed as he examined a piece
of the shattered guard rail. He rushed
into print with a statement that some-
body should and would be indicted;
that he believed the accident was the
result of unsing wooden cars; that he
thought the switch had been tampered
with after the accident occurred; that
the truck probably was defective; that
the Transit Commission was responsible
through its inaction; that he would ask
the Governor to call a special session
of the legislature, and that the guard
rails along the structure were unsafe.

These inept remarks merely brought
down upon him fiery editorial protests
from the Fagle, Sun, Herald, World
and Tribune for seeking to make po-
litical capital out of a catastrophe to
the community.

The protest thus made in the name
of humanity was reiterated by Mr.
Harkness of the Transit Commission,
who spoke for that body in the absence
of Chairman McAneny. Mr. Harkness
said' ,

seems to me that the accident is sad
and deplorable encugh without anyone try-

View Taken Shortiy After Brooklyn Accident, Showilag Officials Examining Elevated Structure Near Switch

P. & A. Photo
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ing politically to capitalize it. I will not
jump to any conclusions about it. We
promptly sent engineers to the scene of the
wreck and they in due time wiii turn in a
report. A curbstone judgment on the cause
of the accident is out of place.

Upon his return to the city Mr.
McAneny reiterated the views ex-
pressed by his colleague on the com-
mission., He accused the Mayor of
playing polities with a heart-rending
situation. In a later statement he
said:

There may continue to be considerable
difficuity in determining what actually did
occur, but beyond the theory advanced b
the commission's engineers that a bolt
dropped from the mechanism of one of the
trucks and caused the derailment, there is
nothing as yet that offers a definite solution.

On Tuesday District Attorney Dodd
announced that in order to assist him
in his inquiry into the cause of the
accident and to help fix responsibility
for it, he had retained J. C. Bracken-
ridge, now an independent consulting
engineer but some years ago an officer
of the Brooklyn Rapid Transit. He
quoted Mr. Brackenridge as stating
that the guard rails were intended to
prevent such an occurrence as the ac-
cident, and that “if the timbers had
been in good condition they doubtless
would have done that.”

To this statement Mr. Menden re-
plied:

No guard rails couid keep derailed cars
from going over the side unless they were
as high as the cars themselves. The beams
are there to keep the trucks on the struc-
ture, and under ordinary circumstances the
car bodies remain with the trucks. That
the beams served their purpese in this in-
stance is shown by the fact that the rear

truck on the second car—the first one de-
railed—remained on the structure.

According to a report issued by the
Transit Commission an inspection of
the stretch of guard beams between
Atlantic and St. Marks Avenues, a dis-
tance of 6,666 lineal feet, was made last
December and revealed 36 ft. of
damaged guard rail in three sec-
tions. These sections were reported
on Jan. 9 as being “rotten and split
from end to end.” W. S. Menden ac-
knowledged receipt of the report on
Jan. 24.

Mr. Menden gave out a statement
June 28 explaining that the commis-
sion’s report covered a number of items
and that he bad given preferential
consideration to more important ones.
An inspection by B. R. T. engineers
satisfied him that the beams complained
of did not require immediate replace-
ment. He said:

The designation “rotten and split from
end to end,” is a designation which has
regularly been used by the commission's in-
spectors, and our check of these reports has
shown that this heading did not properiy
describe the condition found either by the
commission inspectors or by ours, and was
not intended to indicate that the timbers
were in such condition as to reqguire imme-
diate repairs.

Upon receipt of this report we had an
inspection made of this line, and arrange-
ments were made to give the matter all
necessary attention, giving the meore im-
portant- items preferred attention, as indi-
cated in letter to the executive officer of
the commission dated Jan. 24.

Our tnspection as well as that made by
the commission’s engineers indicated that
the section between Thirty-sixth Street and
Sixty-fifth Street required earlier attention.
Our inspection did not indicate that im-
mediate repairs were necessary to any part
of the timber construction of the track be-

tween Fifth Avenue and Atlantic Avenue,
all of which had been rebutit new in 1913.

Reports of these physical surveys as made
by the inspectors of the Transit Commission
are sent to us from time to time as part of
the routine inspection system in effect by
the commission, These reports usually
reach us about thirty days after the inspec-
tion has been made and are sent us for our
information and attention.

‘We have always thoroughly inspected our
property ourseives and have relied on our
own inspection. We have never taken the
position that we should await reports from
the Transit Commission or any one else.
Our own inspection has been thorough and
reiiable, but foliowing any report from the
Transit Commission we have immediately
checked the resuits of that report, and this
we did on the receipt of the report men-
tioned above.

CHAIRMAN DAHL DEFENDS EMPLOYEES

Gerhard M. Dahl, chairman of the
executive committee of the B. M. T,
in an announcement on June 28 re-
garding the switch at the scene of the
wreck, which officials said was tampered
with after the accident, stated that the
investigation proved that the derailed
truck might have thrown the switch
and reversed the signal, so that it
showed red. He also stated that if any
individual threw the switch after the
accident to mislead the authorities, he
is a criminal and a fool. The state-
ment by Mr. Dahl read in part as
follows:

The motorman says the switch was in
proper position, as he approached it. The
signals showed green, meaning safety. The
motorman is an oid, trusted and experienced
employee and we accept his statement as
the fact.

It is undisputed that immediately after
the accident the switch was in the reverse
posgition, with the red or danger signal
showing. It is also accepted that the switch
was locked. The theory has been advanced
that immediateiy after the accident, some
one—presumably an employee with a key to
the lock on the switch—unlocked the switch,
reversed its position and changed the sig-
nals from green of safety to the red of
danger.

We have no quarrel with either the hon-
esty of purpose, sincerity, or geood faith of
those who advance this theory. But we
do not agree with it, and in justice to our
many employees, some of whom might rest
under the cloud of suspicion, we belleve it
our duty to them and to the pubiic to state
our reasons.

The motorman of the train escaped
with only minor injuries.

On Tuesday the Mayor announced
that he would leave the matter in the
hands of Mr. Dodd, and the inquiries
into the causes of the wreck were in a
measure merged. The Transit Com-
mission, however, announced that it re-
served to itself the right to conduct its
own public hearings after the District
Attorney had concluded.

Three engineers have been appointed
by the B. M. T. to make an inspection
of the structure where the accident oc-
curred in an effort to determine the
cause of the wreck. They are Dwight
P. Robinson, J. H. Davies and George
Pegram, chief engineer of the Inter-
borough.

B. M. T. HAs MoRE. TROUBLE

One woman was killed and a woman
and a man severely injured when an
auto in which they were sitting was
crushed beneath a shower of bricks
after wind had hurled the 30 ft. wall
at the rear of the carhouse of the
Brooklyn Company baecking on Bush-
wick Avenue into the street.

Accepts Beeler Report

The Commission Council of New
Orleans passed a resolution on June 26
accepting the report on the local rail-
way system by John A. Beeler, consult-
ing engineer, New York, as a guide for
all future action with respect to railway
matters. At the same meeting the
Couneil ordered all the standard gage
track changed to wide gage to conform
with the remainder of the system. This

embodies about 34 miles of track, and

it means that the standard gage cars
will also have to be changed for wide
gage operation. Provision was origi-
nally made in the trucks of these cars
so that this change in structure can be
readily made.

The Couneil also ordered the railway
to build the Broadway extension, the
St. Claude-Rampart cutoff, the Paris-
St. Bernard extension and rerouting, to
make the rerouting of the South Clai-
borne and Freret lines and to build the
Elysian Field track and the Gentilly ex-
tension and make the new routings.
These are all in conformity with the
Beeler report and involve the construe-
tion of 10 to 12 miles of track by the
company.

Publicity vs. Propaganda

“How do you distinguish between
legitimate publicity and propaganda?”
That was one of two questions ad-
dressed recently by Paul L. Harrison
of the department of journalism, Uni-
versity of Kansas, to William Randolph
Hearst, the publisher. The Hearst
newspapers answered the question as
follows:

“Legitimate publicity” is the spreading of
truthful information, or facts, about any
canse or condition which is of interest or
importance to people generally, and not for
the pecuniary or other advantage of the
person spreading it. .

Propaganda is the giving out (or hiring
of) opinions, arguments or pleas to induce
people generally to believe what some indi-
vidual, group of individuals or organiza-
tions want them to believe, for the pecuni-
ary or other advantage of the individual,
group or organization giving out (or hiring)
the propaganda.

Public opinien, meaning all the people,
cannot acquire facts and information neces-
sary to reach a cerrect conciusion on any
question without fuii pubiicity.

. Pubiic opinion is often deliberately mis-
led, deceived or seduced by propaganda or
hired opinions.

To see no difference between “publicity’
and “propaganda’ is to see no difference
be}ween nutritious foed and insidious
polson.

Wages to Be Arbitrated.—The union
of conductors and motormen in the em-
ploy of the Boston Elevated Railway,
has made a demand on the company for
an increase in wages to 91 cents an
hour. Their present schedule is 61
cents. In negotiations between the
union committee and the management
of the company an offer of 65 cents an
hour was made, but that offer was re-
jected by the union on June 22. The
question of wages will now go to arbi-
tration. The union has selected James
H, Vahey as its arbitrator. A second
arbitrator will be selected by the com-
pany, and these two men will select the
third member, who will be chairman of
the board. The present agreement ex-
pires on July 1.
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University of Iowa Holds Confer-
ence on Public Utility
Regulation

Towa Mayors, city attorneys and pub-
lic utility men were invited by the
college of law of the University of Iowa
to attend a conference on public utility,
regulation and rate making in June.
Various subjects were disenssed by
anthorities on public utility affairs in
the state and several experts from the
East spoke.

Methods of valuing and inventorying
utility concerns for the purpose of
taxation and rate making were dis-
cussed by Dean William G. Raymond
of the college of applied science, Uni-
versity of Iowa. Many important rate
cases have been decided by Dean Ray-
mond, as the referce.

The work of the State Railway Com-
mission was reviewed by-Dwight N.
Lewis of Des Moines, a member of the
commission, and Mayor Alfred C.
Mueller of Davenport and O. N. Elliott,
city attorney of Cedar Rapids, discussed
rate-gpraking practices of Iowa munici-
palities.

.

Connecticut Company and Men
Agree on Five-Cent Advance

Following a referendum held on
June 15, which resulted in a four to
one vote by the men that they accept
an increase of 5 cents an hour in their
pay, the Connecticut Company an-
nounced that it would grant the in-
crease to its motormen and conductors.
About 2,600 men are affected by the
agreement. This ends the negotiations
concerning the annual contract which
have been going on for the past few
weeks. The new agreement is retro-
active to June 1.

By accepting the 5 cents an honr
increase, the Connecticut Company
raised its original offer 1 cent. The
company had offered the employees 4
cents an hour increase, but this had
been refused in an earlier referendum.
The men then voted to bring the mat-
ter to arbitration, but the sentiment
was very strong against arbitrating
the wage question.

Under the old scale two-men car
operators, started at 47 cents an hour.
At the end of three montbs the pay
was 49 cents and at the end of six
months, 52 cents. With one-man car
operators the scale was 54, 56 and 59
cents. The men originally requested a
scale of 60, 62 and 65 with a 75, 77
and 80 cents scale for one-man car
operators. In their second referendum
vote, however, the men were willing
to accept the scale of 52, 54 and 57,
with 59, 61 and 64 cents an hour for
one-man car operators. This was the
scale accepted in the referendum vote
of June 15, rather than let the matter
go to arbitration.

J. K. Punderford, vice-president and
general manager of the company,
stated that for a number of years the
company had always made its final
proposition in the original offer, but
as the committee now had power to

sign an agreement and to close the
matter without further discussion, hop-
ing that the company’s action in grant-
ing the additional cent would be appre-
ciated and encourage the men to better
efforts on behalf of the public, it was
willing-to grant the increase requested.

Chicago Arbitration to Start
July 9

Arbitration of Chicago’s street car
and elevated railroad wage dispute
scheduled to begin on June 25 was post-
poned until July 9, after a brief session
held in the office of Mayor Dever. The
hearings will be held in the City Coun-
cil chambers. The postponement was
decided upon in order to permit the City
Council to adjourn for the summer va-
cation. The boards of arbitration plan
to hold daily sessions. The proceedings
will be open to the public.

Couzens Claims Detroit Railway
Operates at Lower Cost

Senator James Couzens, former
Mayor of Detroit, has written a letter
to the New York T7ribune criticising
some statements made in an article in
that paper on the Detroit Municipal
Railway. The article, which is-one of
several on this subject, challenged the
statement that the lines had made
$1,000,000 profit. Instead, it claimed
there was a deficit, if all costs properly
chargeable to operation had been in-
cluded.

In his letter, which is in the issue of
June 29, Mr. Couzens said that
the test of efficiency of the opera-
tion of the lines is best based on
a comparison between the Detroit
lines and street railways in other
cities. He compares the operating
statistics for April, 1923, with March,
1923, and says that the results are
that in every division of operating
activity the Detroit Municipal System

_showed a lower cost than railways in

other cities. On the subject of track
paving the letter says that it is ad-
mitted that the car tracks and paving
are not in good condition but ‘it is
proved that they are in better condition
than when owned and operated by the
Detroit United Railway a little more
than a year ago.”

Mr. Couzens in his letter -did not
claim anything miraculous in railway
operation but he did make the claim that
the Detroit Municipal Railway operated
at a lower cost than private companies
do. In an editorial under date of June
29 the Tribune states that it was not
trying to demonstrate that the Detroit
Street Railways were better or worse
run than other street railways. It
merely undertook to investigate the
claim of a $1,000,000 profit in Detroit
in 1922-1923.

Brooklyn Wages Increased
A general wage advance for the em-
ployees of the Brooklyn City Railroad
was recently announced by Clinton E.
Morgan, vice-president and general
manager. The increase, effective on
Aug. 3, averages from 4 to 5 per cent,

and affects about 2,500 motormen and
conductors. Corresponding increases
apply to the supervisory force, includ-
ing inspectors, starters, and workers
similarly employed.

Under the new schedule, Mr. Morgan
explained, Brooklyn City employees,
during the first year of their service,
will receive 50 cents an hour, with grad-
ual increases during the initial five-
year period of employment as follows:
Second year, 52 cents an hour; third
year, 54 cents; fourth year, 57 cents;
fifth year 62 cents.

The hourly wage under the existing
arrangement is 45 cents for the first
six months, 48 cents for the second six
months, 50 cents for the second year,
52 cents for the third year, 55 cents
for the fourth, and 60 cents for the
fifth. All increases will take effect on
the same date. A similar increase for
employees of the Brooklyn-Manhattan
Transit Corporation was announced on
June 25.

—————

Wages Increased. — Railway em-
ployees of the Dubuque Electric Com-
pany have been-granted an increased
wage scale. The new scale is arranged
in three steps. First-year men are to
receive 40 cents an hour, second-year
men 44 cents an honr and men over
two years in the employ of the company
49 cents. An additional 5 cents an
hour will be paid men operating one-
man safety cars. The old wage scale
ranged from 35 cents to 45 cents and
was divided into four steps. The scale
proposed by the union provided for a
maximum of 60 cents, or approximately
an increase of 33% per cent.

Third Arbiter Named.—A new wage
agreement is being prepared for the
Eastern Massachusetts Street Railway,
Boston, Mass. The men and the com-
pany have agreed upon working condi-
tions, to be embodied in the new sched-
ule, but they could reach no understand-
ing on wages, and decided to submit
that question to arbitration. The union
has selected James H. Vahey as its rep-
resentative on the special board of arbi-
tration, and the company will be repre-
sented by Fred A. Cummings, assistant
to the chairman of the board of public
trustees. The third member, who will
be chairman, is Henry C. Attwill, chair-
man of the Massachusetts Department
of Public Utilities.

Wages and Fares Increased.—A wage
and fare increase, affecting the em-
ployees and patrons, of the Homestead
& Mifflin Street Railway, Homestead,
Pa., was recently announced by officials
of the company. The wage advance,

effective June 1, will bring the
schedule up to 70 cents and hour. The
men were receiving 60 cents. The in-

crease in rates of fare, effective June
15, will mean a cash fare of 10 cents,
instead of 8 cents as formerly charged.
Tickets will be sold at the rate of fif-
teen for $1, instead of eighteen for $1.
Officials of the company stated that the
increase in the rates of fare was due
to the result of an increase in wages
and the cost of power and material.



1100

ELECTRIC RAILWAY JOURNAL

Vol. 61, No. 26

Financial and Corporate

Montreal Tramways & Power
Company Reports

A report of the Montreal Tramways
& Power Company, Ltd., a holding com-
pany for Montreal Tramways, Canadian
Light & Power and several other com-
panies, covering the fiscal year ended
Nov. 30, last, has been issued, the first
of its kind made public. -

Total assets are $28,799,071, repre-
senting various securities of subsidiary
companies which also include a profit
and loss balance of $1,774,071. The
liabilities include issued capital stock
of $17,578,330, and five-year 6% per cent
notes of $7,300,000. In addition there
is a Montreal Public Service loan ac-
count of $2,592,500, accounts payable
$1,276,199, and accrued interest $52,041.

The profit and loss account for the
year shows that the income from securi-
ties owned was $672,514. Of that
amount $526,529 was disbursed in in-
terest and after a few smaller disburse-
ments there was a credit balance of
$98,274.

Sale of Oakland Properties
Ordered

Judgment of foreclosure and decree
of sale of the San Francisco-Oakland
Terminal Railway and subsidiaries
were signed on June 18 by Superior
Judge James G. Quinn in Oakland.
Commissioner of Sale J. B. Lanktree
is directed to conduct a public sale of
the properties not earlier than twenty
days. Judgment given by the court
amounts to $24,000,000. Mr. Lanktree
has suggested July 17 as a tentative
date for the sale.

Operative property of the company
was valued at $19,000,000 by the Rail-
road Commission on Aug. 11, 1919, and
the non-operative properties were val-
ued at $6,327,680 in 1915 by the same
commission.

Judge Quinn decreed that no bid less
than $10,000,000 can be accepted.

Sale of the property to satisfy the
bondholders was ordered by Judge

Quinn after a hearing of the suit
brought by the Mercaniile and the
Union Trust Companies, trustees.

New articles of incorporation re-
cently filed by officials of the company
provide for three companies, the Key
System Transit Company with a capi-
talization of $17,500,000; East Oakland
Railway, capital stock $250,000, and
the Oakland & Hayward Railroad,
capital stock $250,000.

The reorganized company will have
a total capitalization outstanding in
the hands of the public of $28,239,785,
of which $2,500,000 will take the form
of 6 per cent notes, $11,861,385 bonds
and the balance common, preferred and
prior preferred stocks. Previous capi-
talization of the entire system was
$48,332,000, of which $20,157,000 is rep-
resented in bonds and notes.

Prices of Traction Bonds Carried
to Low Level in Recent
Liguidation

Traction bonds are on the bargain
counter, says the Wall Street Journal.
It ascribes this to the recent wave of
liquidation, following failures of sev-
eral brokers, which carried prices of
many traction bonds down to low level
of the year, and in some instances to
record low prices. This weakness was
due solely to market conditions, and not
to any development in traction com-
panies or their individual securities.
The Wall Street Journal recognizes that
the traction industry has shown marked
improvement throughout the United
States, and particularly in New York
City, during the past year. It says
that the financial structures of the com-
panies as a whole, as well as earning
power, are in better condition than any

.time since the war.

A compilation of traction bonds,
listed on the New York Stock Exchange
follows, showing high prices reached in
1917, high and low levels in 1922, and
closing or last prices on June 20, 1923,
with income return:

“nterest on Hudson & Manhattan ad-
justment income 5 per cent bonds is
rpayable if earned, and is cumulative. In-
{erest is being paid regularly, and all
accumulated interest has been paid.
Interest on Third Avenue Railway ad-
justment income 5s, 1960, is payable if
earned, and is cumulative, Payments
are being made regularly, and in past
yvear 1% per cent was paid on accumu-
lated interest now totaling 20 per cent.

Doherty Interests Buy Toledo-
Western Line at Foreclosure

The Toledo & Western Railroad
property was sold on June 19 by special
masters at Sylvania, Ohio, to Frank R.
Coates, representing Henry L. Doherty
& Company. The purchase price was
$600,000. The sale is subject to con-
firmation by the Federal court at To-
ledo, and wds made in satisfaction of a
decree in foreclosure brought by holders
of the first mortgage bonds.

The line extends from Toledo to
Pioneer, Ohio, with a branch to Adrian,
Mich. It has been in the hands &f re-
ceivers nearly three years. The com-
pany does a large freight business in
that territory and some passenger busi-
ness, with only a beginning made in the
business of distributing power along
the line.

Attorney Morton Seeley, Toledo,
counsel for Mr. Coates, made the suc-
cessful bid in opposition to Marion M.
Miller, president of the Home Savings
Bank and chairman of the bondholders’
protective committee.

The sale gives the property to the
Doherty interests at about $8,000 a
mile, clear of all encumbrances, except
some car trust obligations and cus-
tomers’ deposits. There were two un-
derlying mortgages—one of $1,250,000
on the Toledo & Western and one of
$250,000 on the Toledo, Fayette &
Western, which, together with matured
coupons unpaid, amounted to $1,773,096
at the time that the decree of sale was
issued.

There was also a second mortgage
amounting to $500,000 held by 'the
Doherty interests.

The reorganization of the company
will enable it to finance itself and pro-
vide new capital for improvements and
betterments.

Issue: High
B’way and 7tb Ave.5s, "43.. 78
Brooklyn City con 58 5s,"41. . I -

Brooklyn Umon El Ss *50 -90%

‘Chicago Rwy Ist 58,'27............ 971 . 85

Conn Ry & Lt 4is,'51.... 824
Detroit United 41s, 32 861 86}
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Hudson & Man ref 5s, '57 691 88%
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Interborough R T 58,°66........... 73} 781

10-year 6s,°32. .. ... & i o 834
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. 91} 5.62 Virginia R& Pref5s,*34........... 93} 88} 72 84 7.12
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More than $200,000,000 Valuation

Present Seven-Cent Rate in Philadelphia with Four Tickets for a Quarter
Declared Neither Unreasonable Nor Preferential by Pennsylvania
Commission in Rate Case Dating Back to 1920

HE Public Service Commission of
Pennsylvania has sustained the
right of the Philadelphia Rapid Transit
Company to the present rates of fare
charged. The decision of the commis-
sion was reudered late on June 21. It
means that the company will continue
to charge a 7-cent cash fare and to sell
four tickets for 25 cents. On the ques-
tion of value the commission has ruled
that the holdings of the company are in
excess of $200,000,000. The contention
of the company on that matter was for
an allowance originally of $290,729,742
and of $316,423,557 as of May 1, 1923,
while the city held out for a value for
rate-making purposes of $189,265,781.
After discussing the details of the
case the commission reached the follow-
ing conclusion:

1. We do not find it necessary in this
proceeding to arrive at a final determlna-
tion of the present fair value of the prop-
erty of the company. However, our con-
sideration of the items of evidence before
us, inciuding the questions of depreciation
and going concern value and of matters in
dispute between the company and the city,
leads us to the conciusion that under estab-
lished legal priancipies the present fair
vajue of the company’s property is sub-
stantialiy nupward of $200,000,000.

2. With regard to operating expenses, we
are not disposed to interfere with the bud-
get submitted by the company as long as
the company continues its present policy of
improved service and a high standard of
maintenance, "

3. In thls connection we are of opinion
that the compauny has estabiished its rights
to share in additionai profits resulting from
approved economies and efficiencies in its
operation.

4. Looking to the future, 1
present fares and the revenues and credit
which they produce shouid make possibie
further and continued improvement and ex-
pausion of transportation service and faciii-
ties in Phliadelphia to meet the growing
needs of the city.

5. An assumed rate base as low as $200,-
000,000, with 7 per cent as the fair rate of
return, resuits in the amount of $14,000,000
availabie as the fair return, This, plus the
ajlowed operating expenses, as appears in
respondent’s budget of $30,868,000 and
taxes of $2,818,000, gives an aliowable an-
nuaj gross revenue requirement of $47,686,-
000. The operating revenue for the year
1922 being in actuaiity $42,530,000, and the
unimpeached estimate of operating revenue
for the year 1923 being but $44,736,000.

The respondent’s rates of fare as con-
tained in its Tarlff No. 81, now in effect and
originaiiy established under order of Oct.
18, 1920, are neither unjust nor unreason-
able nor under the evidence are they unduiy
discriminatory or unjustly preferentiai.

The right of the company to continue to
collect the fares thus estabiished and in
ef{ectdis confirmed and the compiaint dis-
milssed.

we feel the

The commission says in effect that it
would in any event allow a 7 per cent
return as a minimum on the present
fair value of the property and that were
a definite valuation found necessary the
fact that a 7 per cent return would pro-
duce a surplus after providing for a
liberal operating budget is the best
proof not only of the revenue-producing
effect of the economies and efficiencies
introduced by the company but also of
the fact that the company is securing
its fair share of these. In other words,
as the commission sees it, the company
is entitled to share in the results of the
economies and efficiencies which it has
brought about.

The proceeding had its inception on
June 1, 1920, when the company filed a

tariff which would effect an increase in

gross revenues by the abolition of the
free transfers and of certain exchange
tickets then in use. The city protested
and asked for a valuation of the prop-
erty in connection with the determina-
tion of the general question.

This tariff was subsequently with-
drawn. On Oct. 4, 1920, a petition was
filed for a new tariff, but this the com-
mission refused. In this proceeding the
commission found that the propesed
rates would be unreasonable and un-
justly discriminatory, but as it ap-
peared the company needed a greater
revenue, the commission by an order
entered Oct. 18, 1920, directed the com-
pany to file a tariff providing for a 7-
cent cash fare, with four tickets for 25
cents, the transfer and exchange privi-
leges to remain as theretofore.
Throughout these various steps dealing
with the rates of fare the commission
reserved the matter of determining the
value of the company’s property and
the order last referred to was an in-
terim order pending such valuation and
in terms effective for six months from
Nov. 1 of that year. As the valuation
had not been concluded at the expira-
tion of the interim period, the company
then filed a tariff continuing the rates
originally prescribed by the commission
and those rates are the ones now in
effect.

VoLuMINoUS RECORD MADE

The record in the case comprised
more than 6,000 pages of testimony and
more than 2,100 pages of exhibits. It
also contained detailed studies directed
to the question of the reasonableness of
the rates, based on comparisons, with
charges for like service in similar cities
and with the decreased purchasing
power of the dollar.

The commission in its decision
pointed out that respondent at the
argument raised for the first time the
point that there had been no complaint
filed against the present tariff, and that,
therefore, technically, the burden of
proof rested upon the complainant city
in the proceedings. It was the view of
the commission, in the light of all the
testimony presented, that this question
was largely academic. The commission
said that a full and comprehensive in-
vestigation has been made, and evidence
presented on the part of the complain-
ant and respondent, with a view of de-
termining what are the just and rea-
sonable rates which the company may
charge and the allowable gross revenue
which the company may receive. So
full and complete was the testimony
presented that the commission ex-
pressed the opinion that the case ought
not turn on any narrow construction
with respect to technical rules where
there has been a full disclosure of all

relevent facts necessary to reach a con-
clusion on the merits.

As noted in the ELECTRIC RAILWAY
JOURNAL for May 19, page 863, argu-
ments in the case were concluded on
May 15. Early in the present month
both sides presented briefs. In this
controversial matter neither side was
very sparing of the other in attempt- -
ing to drive home its arguments, but all
this is largely a matter of history now.
In short, in its brief the company re-
newed its claim for a valuation of
$316,423,557 on the price trended to
May 1, 1923, and asked the commission
carefully to consider the evidence in the
case, ‘“which tends strongly to show
that a return of 7 per cent is within
the realm of confiscation and that at
least 8 per cent is necessary to achieve
the protection the company requires.”

The brief of the city pointed out that
there necessarily were many differences
in judgment between the company’s
experts and its experts, but it asked
that certain paragraphs of the com-
pany’s brief, considered by it not to be
in good taste among opposing counsel
be suppressed. This document alone
was one of sixty-nine printed pages.
In it specific reference was made to the
operating contract of 1907, between
the city and the company. Counsel for
the city said that this contract fixes the
rate of fare at the then prevailing rate
and stipulates that it shall continue un-
changed without the city’s consent dur-
ing the life of the contract, which ex-
pires in 1957. It was not suggested by
the city that the commission in ordi-
nary cases is without power to alter
rate provisions of contracts between
utilities and their patrons, but the city
did call the attention of the commission
“special circumstances which take this
contract beyond the power of the com-
m.ission to alter the rate of fare pro-
visions in it.”

Mayor Moore was one of the mem-
bers of the party on the Leviathan when
the decision was announced, but imme-
diately upon his return he stated that
the city would appeal the decision. The
idea that has been conveyed is that if
the contract of 1907 is to be modified,
it should not be done without the con-
sent of the city.

$73,114 Profit for Detroit Lines
in May

Ross Schram, assistant general man-
ager of the Detroit Department of
Street Railways, reports that the earn-
ings of the department for May showed
gross revenue from transportation of
$1,762,166, a daily average of $377
above that received for April. Operat-
ing expenses were $1,352,337, with profit
at $73,114.

Line Purchased.—The West Chester,
Kennett & Wilmington Electric Rail-
way, Kennett Square, Pa., was pur-
chased by a committee of bondholders
at the sale held on June 1 at the office
of the trustee, the Integrity Trust Com-
pany, Fourth and Green Streets, Phila-
delphia.
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City Wanis $27,474,767 ng from
St. Louis Valuation

A complaint that the Missouri Public
Service Commission valuation of $52,-
838,110 for the United Railways, St.
Louis, is excessive, unlawful, unjust and
unreasonable to the extent of at least
$27,474,767 is made by the city of St.

Louis in an application for a rehearing .

filed with the commission this week.
The railway will ask for a rehearing on
the ground that the sum set is too low.

The items attacked by the city and
the reasons are as follows:

Construction Overhead Costs.—No deduc-
tion for depreciation of this item was made,
and it hence is at least $2,179,585 teo high.
The item itself should be cut $5,252,013.

Depreciation of Physical Property.—The
deduction for this item was at {east $6,039,-
815 too low.

Pricing of Physical Inventory.—The com-
mission made a grossly excessive allowance
for iIncrease of prices to reflect present
value, and this item should be reduced
$8,753,355.

Going Concern Value.—The commission
allowed $2,500,000. The city asserts no al-
lowance should have been made.

Promoting, Financing and Consolidation.
—The entire allowance of $2,700,000 should
be deducted.

Working Capital.—This item should be
reduced $49,999.

The company’s appeal probably will
be filed soon. In the meantime reor-
ganization plans are held up.

As to the 7-cent fare charged in St.
Louis by the United Railways under
the commission’s order, the city’s mo-
tion reads as follows:

The fares prescribed by the commission,
by Its supplemental order, made and entered
in the above entitled proceedings on April
2, 1920, and thereafter from time to time
extended as the maximum fares to be
charged by the receiver for the United Rail-
ways in the city of St. Louis, to wit, 7 cents
for adult passengers and 3 cents for halif
fare passengers, are excessive, unjust and
unreasonable, yielding, as they do, an
amount available for return on capital after
paying thereout the operating expenses, in-
cludmg taxes and $1,500,000 per year, for
depreciation, which is equal to a return of
more than 13 per cent upon the true fair
present value of sald property, and the said
order of the commission, made and entered
in the above entitied proceedings, on June
4, 1923, is erroneous and the commission
erred therein in its finding and conclusion
that no reduction of said fares will be Justi-
fled until operating conditions shali have
been improved either from increased rev-
enues or decreased operating expenses,

Said order Is erroneous and the commis-
sion erred therein in its finding and con-
clusion that no reduction in the fares
charged by the receiver for the United Rail-
ways in St. Louls will be justified until
operating conditions shali have been im-
proved by elther increased revenues or de-
creared operating expenses: the said finding
being based upon the erroneous valuation of
the property of the sald company aforesaid,
and upon the erroneous assumption that the
Bross income of $3,425,155, being the
amount available for return on capital after
paying out of revenues the operating ex-
penses, including taxes and $1,500,000 a
year for depreciation is equivalent to a re-
turn of more than 13 per cent upon the true
fair present vaiue of said property, which

return is excessiv €, unjust, unreasonable
and unlawful.

Seattle Mayor Opposes Boston
Negotiations

Immediate negotiations between the
city of Seattle and the trustee for the
holders of the Municipal Street Railway
purchase bonds of $15,000,000 has thus
far been blocked by Mayor E. J. Brown,
who states that he is “unalterably op-
posed to any trips to Boston,” where
the trustee states the conference must
be held between the bondholders and

representatives of the city. The City
Council announces that it will adopt
an ordinance immediately which will
instruct the Mayor, Corporation Coun-
sel, president of the City Council and
chairman of the finance committee to
go to Boston to negotiate an extension
of the street railway bonds, and the
proposition will then be up to the
Mayor.

The ordinance contains no thirty-day
alternative clause so if the Mayor
vetoes the ordinance, the proposal will
be abandoned, and it will then be up to
Mayor Brown to make a better pro-
posal, The Council states that it has
no intention of over-riding the Mayor;
it merely believes the Boston trip would
be the best plan, and is putting it up
to the Mayor.

According to an opinion by Cor-
poration Counsel T. J. L. Kennedy,
extension of time on the remaining pur-
chase bonds of the municipal railway,
if agreed to by the city and the bond-
holders, would amount to a ratification
of the purchase contract and would pre-
vent the city from rescinding the con-
tract by future litigation on the ground
of fraud and deceit. Such an agree-
ment might not prevent the city from
bringing suit for damages, he said.

The present plan is to ask an exten-
sion that would permit the city to pay
$250,000 on the principal every six
months, or more if the money were on
hand. The utilities committee has found
that under the present conditions the
street railway will be on a warrant
basis until September, 1924, and the
largest total of outstanding warrants
will be $592,057 on July 25, when sup-
plies, salaries and appropriation for
principal and interest must be met.

London’s Municipal Trams Report
Surplus.—The London City Council re-
ports for the year a surplus of £230,000
from the municipal tramways opera-
tions.

Anction Sales in New York.—At the
public auction rooms in New York on
June 27 there was offered $2,000 of the
Cleveland, Elyria & Western Railroad
extended 7 per cent bonds, due 1923, 60
per cent.

Will Not Oppose Track Abandon-
ment.—The Twin State Gas & Electric
Company, Brattleboro, Vi., now in-

tends to abandon its tracks by Sept. 1.

West Brattleboro residents, who ob-
tained a stay of the proposal, are said
to have decided to withdraw their op-
position to the substitution of buses for
the railway.

Net Income Increased.— For the
eleven months period ending May 31,
1923, the Brooklyn City Railroad real-
ized a passenger revenue of $10,702,607
against $10,406,126 for the similar pe-
riod ending May 31, 1922. After con-
sidering income deductions the net cor-
porate income for the period of this
year was $2,011,550. This compares
with $1,566,169 for the eleven months
ending May 31, 1922,

First Run Over Section of Old Shore
Line—A trial run was made a few

days ago over the revamped section
of the old Shore Line Electric Rail-
way from New Haven to Trap Rock,
Conn. A. William Sperry, New Haven,
who has undertaken to reclaim the
road, was aboard the first car. Among
others who witnessed the test were
representatives of the bankers in-
terested in financing the new company
which will operate the line,

To Be Sold at Aunction.—The Concord,
Maynard & Hudson Street Railway,
Maynard, Mass., was to be sold at pub-
lic auction on June 29. Operation was
suspended in March of this year when
a bus service was organized to sup-
plant the railway. The property went
into the hands of a receiver in March,
1922, and operation was ordered discon-
tinued by the court because it could not
be made to pay. The discontinnance of
this line has been referred to previonsly
in the ELECTRIC RAILWAY JOURNAL.

Quarterly Dividend Reduced.—The di-
rectors of the United Electric Railways,
Providence, R. I, have reduced the
quarterly dividend from 1% per cent to 1
per cent, payable on July 2, to holders
of record on June 20. Because of the
unusually heavy operating expenses in
the first quarter of the current year,
and the inability of the company to
start, as soon as was expected, many
increases in operating efficiency which
had been planned when the fares were
reduced to 5 cents, the directors found
it necessary to take this action.

Stabilizing Fund Reduced in Toledo,
—The fare stabilizing fund of the Com-
munity Traction Company, Toledo, was
reduced by $17,906 following May oper-
ations, which brought into effect the
increase in wages for trainmen and
shopmen and was followed by a slump
in riding. It is expected the operations
for the next few months will show defi-
cits even though two months ago the
peak was reached in surplus earnings.
Bus feeder operations are more satis-
factory with the Oak Street line earn-
ing 78.86 per cent of operating ex-
penses. The Erie Street line, however,
is only bringing in 20.98 per cent of the "
cost of rendering the service.

Gold Bonds Offered. — Bonbright &
Company and W. C. Langley & Com-
pany are offering $2,500,000 of first
and refunding mortgage gold bonds of
the Carolina Power & Light Company,
known as 6 per cent series of 1953.
The bonds are dated June 1, 1923, and
are due June 1, 1953. The bonds are
offered at 973 and accrued interest to
yield more than 6.15 per cent. The
proceeds from the sale of these bonds
will be used to pay, in part, for the
acquisition of a new power station

"which will have an initial installation

of 15,000-kw. and for other corporate
purposes. The Carolina Power & Light
Company operates the entire electric
power and light, street railway and gas
service in Raleigh, the gas service in
Durham, the electric power and light
service in Goldsboro, Henderson, Ox-
ford, Sanford, Dunn and Jonesboro, and
supplies electric power to sixteen other
communities in North Carolina.
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Traffic and fansportation

Saginaw Approves a Fifteen-Year
Car-Bus Franchise

After a suspension of street car serv-
ice since Aung. 10, 1921, Saginaw is
again to swing into line with other
cities of the country having approved a
fifteen-year street car-bus franchise at
'a special election held on June 25. The
vote was 9,112 to 3,061, which is 1,308
more than the required 60 per cent for
approval. The franchise provides for a
" 10-cent cash fare with four tickets for
25 cents.

More votes were cast than at any
special election in the history of Sagi-
naw and the franchise received a 60 per
cent approval in twenty-five of the
twenty-seven vating precincts and in
the two it received a majority vote.
The franchise approved is a modifi-
cation of two grants that were sub-
- mitted on Nov. 7 and again on April 2,
“both of which lacked only a few votes
of the required 60 per cent. With the
new city administration taking office on
April 9, steps were immediately taken
to eliminate from the other contracts
features that the present Council mem-
. bers believed were the canse of the fail-
es of the franchises, and as soon as
e finished document was approved by
the bond owners’ protective committee
the bankrupt Saginaw-Bay City Rail-
y Company, the Council submitted
€ measure.

While there was some work done in
sehalf of the measure the election was
ceedingly quiet. A few days before
e election the Mayor and three of the
our councilmen issued a public appeal
the electors to support the measure.
e ccl:ouncilman asked that it be de-
ted.

Probably four to five months will be
required before the system becomes
0 i Motor buses must be pur-
ased, the rolling stock renewed,
inted, ete., tracks repaired, special
ssings that were removed hy steam
Iroad companies will have to be re-
ced and much new track laid. All
0ld, at least $400,000 will be required
to rehabilitate the property.

The company when organized will be
operated independent of any other local
lity and at least six of the nine mem-
bers of board of directors must be
titizens of Saginaw.

Token Fare Now 8! Cents
in Seattle
_In(.:r-ease in_ the fare on the Seattle

gers of the railway were stationed
all transfer and junction points, and
eral antomobiles were pressed inte
ervice in an effort to keep conductors
ipplied with the new 8i-cent tokens.
The fare is now 10 cents cash, or three

tokens for 25 cents. The increase was
made after an experiment with the
5-cent cash fare which lasted three and
one-half months. New fares provide
transfer privileges to all car and bus
lines in the city, as well as the pri-
vately owned Seattle & Rainier Valley
lines. An increase in revenues of $5,000
a day is expected under the new fare.

Advertising Value of the 5-Cent
Fare Capitalized

The cars now being built for the San
Francisco Municipal Railway have the
words “Fare 5 Cents” neatly painted
on the sides near the entrance at either
end. The letters are gold leaf, 2 in.
and 4 in. high, so the words can be
easily read from the sidewalk. Being
near the entrance they suggest to the
passenger the idea of having the fare
ready and to the visitor they advertise
the low fare which the city’s residents
enjoy on the municipal railway.

Payment of Taxes Deferred to
Prevent Fare Increase in
Cincinnati

An ordinance to defer consideration
of the franchise tax of the Cincinnati
Traction Company until January, 1924,
as a factor in fare rate making was
passed by the City Council, by a vote of
twenty-seven to three, two members
being absent. Passage of the measure
prevents an increase in fares.

When Councilman-at-Large W. E.
Hess, a member of the street railway
committee, protested that the ordinance
had not been before that committee,
Councilman Charles O. Rose insisted
that the rule of reference be lived up
to, wherenpon Floor Leader C. E. Mar-
tin withdrew his motion for suspension
and the ordinance took the regular
course.

The ordinance, however, was not
passed until Councilman Edwin E. Kel-
logg again had advanced arguments
against the measure that he had made
on former occasions when similar action
was taken by the Council to prevent an
increase in fares.

Councilman Martin in answering the
argument of Councilman Kellogg said
the tax conld be paid only if ‘“‘earned”
and it could be earned only out of the
car riders. He said if the ordinance
was not passed fares would antomati-
cally advance one-half a cent. The
ordinance must be accepted by the trac-
tion company before it is in effect. It
is nnderstood the fare will remain at
the present rate.

Under the terms of the service-at-
cost franchise the tax of $350,000 an-
nually is not due until it is earned.
The ordinance defers payment of the
tax for another six months.

Authorizes Six-Cent Fare Con-
tinuation in Dallas

The 6-cent fare charged by the Dallas
Railway was extended for eighteen
months from June 27 on condition that
the railway spend $705,915 in exten-
sions, rebnilding and repairs and in
the purchase of thirty additional cars
during the eighteen months. The com-
pany is given ten days to signify its
acceptance or rejection and the 6-cent
fare is extended for ten days.

The program of improvements de-
manded by the city includes the exten-
sion of the Junius Heights line into
Lakewood Heights, a distance of abont
1 mile; extension of State Street line
for ten or twelve blocks and local car
service over the new Denton Internrban.
In addition to these extensions the rail-
way must take over the Trinity Heights
line and establish the 6-cent fare some
time during the eighteen months. The
company, however, is left to work out
the details of taking over 'this line,
which is now operated by the Texas
Electric Railway.

It was at first proposed by the city
officials to demand improvements cost-
ing only $500,000 during the year in
return for the fare extension, but Mayor
Louis Blaylock said that a close exam-
ination of the earnings of the Dallas
Railway showed that the company could
well expend a larger sum and still show
a fair return on its investment. The
extensions and other improvements de-
manded are such that they increase the
earnings of the traction company,
Mayor Blaylock said. :

John W, Everman, supervisor of pub-
lic utilities, has made a close study of
the traction company earnings, needs of
traffic, etec.,, and the program of im-
provements demanded by the city is in
line with his recommendations.

Formal application for extension of
the 6-cent fare was made to the City
Commission by Judge Holland, pres-
ident of the Dallas Railway Company,
but in this formal application the trac-
tion company did not suggest any ex-
tensions or improvements to be made
in return for the fare extension, and
this fact caused some surprise among
members of the City Commission.

In his application for a continnation
of the 6-cent fare Judge Holland said
that the earnings from a lesser rate of
fare would be wholly inadequate to
enable it to provide the character of
service required by the people of Dallas
to make the remaining improvements
designated in the Everman plan.

Court Decides Bus Competition
Will Not Be Tolerated

The Supreme Court of Illinois on
June 24 affirmed a juodgment re-
cently handed down by the Superior
Court of Cook County wherein it re-
versed the order and decision of the
Commerce Commission relative to the
operation of a bus line in competition
with an electric railway.

The opinion of the court was delivered
by Chief Justice Farmer. It is regarded
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as bringing to light phases of public
utility operation and ownership relative
to service and rates of fare which may
serve as a precedent in future con-
troversies of the kind.

The bus company had secured a cer-
tificate of necessity and convenience
from the Illinois Commerce Commission,
and after complying with the rules and
regulations of the commission it started
to operate buses along a route which in
many places parallels the existing rail-
way. o

Notwithstanding the opposition of the
railway when the bus line first sought
an operating permit, the Illinois Com-
merce Commission decided to issue a
certificate of necessity and convenience
to the bus company, but this order was
reversed by the Superior Court of Cook
County. The bus company then ap-
pealed the decision to the Supreme
Court of Illinois.

In a few words, the ruling of the
high court of the state is interpreted to
mean that a bus company will not be
granted the right to operate through
a territory served by an electric rail-
way unless the public as a whole as
distingnished from any number of in-
dividuals is convenienced by such an
operation.

The bus company has petitioned the
Supreme Court of Illinois for a rehear-
ing. If this is not allowed it is ex-
pected the case will be carried to the
Supreme Court of the United States on
the ground of confiscation of property.

Louisville Railway Subsidiary
Starts Bus Operation

The Kentucky Carriers, Inec., the
$200,000 subsidiary of the Louisville
Railway, started service on Third Ave-
nue on June 24, using four buses, each
seating twenty-six people, and being of
the single-deck type. These four cars
maintained a ten-minute schedule
under a 10-cent fare, on a route from
Main Street to the Confederate monu-
ment, a distance of twenty blocks.

The first insta’lment of cars consists
of six, with six more to arrive about
July 1. They come from Cleveland and
represent Bender bus bodies on White
bus chassis, equipped with double pneu-
matic tires in back and single pneu-
matiecs in front.

A total of twelve double-deck buses
will be placed in service in September
or October, these also to be built on the
‘White bus chassis, using bodies of the
Yellow Coach Company, Chicago, and
to seat sixty-eight persons.

One operator is employed on the
single deckers and two will be em-
ployed on the double deckers. Drivers
are being picked from the company’s
own organization, a call having been
issued for men who have had experi-
ence in driving White or similar trucks.

The trucks are finished outside in
royal blue and on the inside are up-
holstered in leather and finished in ma-
hogany. -

The plan of the company to use buses
was reviewed in the ELECTRIC RAILWAY
JOourNAL for June 2, page 944.

City Will Fight Houston
Fare Rise

The city of Houston will fight to the
last ditch the suit filed by the Houston
Electric Company in the United States
Court for the Southern District of
Texas, seeking a higher fare for the
company in Houston. The company in
its petition for a bill in equity set forth
that the present fare of 7 cents with
four tokens for 25 cents is inadequate
and amounts to a confiscation of its
property, and in support of this allega-
tion the company sets forth a long
statement of its earnings and operating
expenses. The figures given in this
statement are the same as those filed
with the City Council some weeks ago
in its petition for an increased fare,
which the city declined to grant, but in
return agreed to cut the number of jit-
neys operating in Houston to 150.

Judge J. C. Hutcheson, before whom
the petition was filed, has set the
matter for hearing on July 5. The
hearing will be upon the question of an
injunction to restrain the city from pro-
hibiting the company in its efforts to
charge and collect a higher fare than
that fixed by the city. It is regarded as
probable that Judge Hutcheson will ap-
point a special master in chancery to
hear evidence as to the valuation, earn-
ings, operating costs and other factors
entering into rate-making questions.
The special master will make a report
of his findings to Judge Hutcheson, who
will then render final judgment.

Mayor B. F. Holcombe says the city
will fight to the end any effort of the
traction company to secure a fare in-
crease through the courts. The city
will employ traction experts to make
surveys of the company’s property and
fix valuations thereon and to examine
the company’s books and make report
of earnings and operating costs. Among
the things to be attacked by the city
will be the traction company’s valua-
tion figures, it being contended by the
city that the valuation is fixed too high,
and that a fair return would be showed
under the present fare, if the property
valuation figures were placed at the
proper level.

Buses Now Operating
in Grand Rapids

Six Fifth Avenue Coach Company
passenger buses, type J, of the single-
deck variety, have been purchased by
the Grand Rapids Railway to augment
the service being rendered under the
new franchise granted the company
about a year ago.

Four of the buses now are in daily
use on the Alpine-Avenue line, running
to the corner of Richmond and Tama-
rack in the outskirts of the city. The
downtown terminal of this auxiliary
line is opposite the new Rowe Hatel,
situated at one of the most prominent
street crossings in the business district.

In traversing the route from the
Rowe to the city limits terminal, the
buses penetrate an industrial section
hitherto without any transportation

service. Nearing the outskirts, the
buses pass through a residential dis-
trict. Opposite the city limits ter-
minal is situated the new Richmond
municipal playground, which the city
plans to make one of its chief amuse-
ment and recreation centers.

Fares are the same as on the railway
lines and transfers are issued exactly
as on city street cars. The rate is 10
cents a single ride with seven tickets
sold for 50 cents.

Five-Cent Fares to Continue.—Five-
cent car fares for passengers having
identification cards and 10-cent fares
for those who do not obtain cards, will
be in effect for another year in Mus-
catine. A contract to this effect be-
tween the city of Muscatine and the
Clinton, Davenport & Muscatine Rail-
way, was renewed by the City Council
for another twelve months.

Agree on Rate.—Discontinuance of
further proceedings against the Fonda,
Johnstown & Gloversville Railroad to
bring the rate in West Main Street in
Amsterdam to 5 cents in place of the
present 8 cents was consented to by
Corporation Counsel Fitzjames at a
hearing before the Public Service Com-
mission ont June 20. The city also con-
sented to the continuance of the present
8-cent fare. No further hearings will
be held by the commission.

Two-Cent Rate Continued on Inter-
urban.—A report from Lansing, Mich.,
says the Public Utilities Commission
has directed continuation of the 2-cent-
a-mile fare on the Detroit United Rail-
way. The order is said to be based on
tentative appraisals and valuation fixed
by the commission. The total, including
Detroit city and interurban property,
was placed at $33,975,613. The com-
mission fixed the value of interurban
lines and the value of the use of city
lines for interurban purposes at $26,-
691,320. 1t is the opinion of the com-
mission the 2-cent fare will return the
company 7 per cent of this valuation.

Wants Six-Cent Rate.—The Fairburn
& Atlanta Railway & Electric Com--
pany, Atlanta, Ga., has applied to the
Public Utilities Commission for per-
mission to increase its passenger rate
bhetween Fairburn and Atlanta from 5
cents per zone to 6 cents. The company
operates passenger-carrying gas cars
between Atlanta and Fairburn. The
company was formerly granted permis-
sion by the commission to increase its
zone charge to 7 cents, but in order to
meet the jitney competition voluntarily
reduced its rate to 5 cents. Later the
company itself operated a number of
buses in competition with the independ-
ent jitneys, and the result of the rivalry
has been that both sides have lost
money. It is now claimed that the
rival jitneys have been forced out of the
business by reason of their losses. The
company now proposes to discontinue
its own motor buses and revert to the
old method of handling all the traffic
on its gas cars. It claims that it is
necessary to charge the 6-cent rate in
order to operate at a profit.
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H. S. Clark Promoted by Westing-
house Brake Company

Horace S. Clark has been appointed
Pacific district manager of the West-
inghouse Traction Brake Company, to
succeed C. P. Cass, who has resigned to
devote more time to the Westinghouse
Pacific Coast Brake Company, of which
he is president. Mr. Clark, who was
assistant manager of the Pacific dis-
trict, will continue to ‘maintain head-
quarters in San Francisco. Before
going to the Pacific district, Mr. Cass
had been located in St. Louis as South-

H. 8. Clark

western district manager and president
of the Safety Car Devices Company.
Both Mr. Clark and Mr. Cass have a
wide acquaintance among railway men,
thronghout the country. The Westing-
house Traction Brake Company has also
announced the appointment of E. R.
Fitch as Southwestern district engineer,
with headquarters in St. Louis. Law-
rence Wilcox, mechanical expert at
Chicago, has been promoted to represen-
tative and transferred to the office at
Columbus, Ohio. S. T. Reid succeeds
Mr. Wilcox in Chicago.

Changes Made in East Penn
Electric Company

Samuel H. Sarena, the new superin-
tendent of the railway department of
the East Penn Electric Company, first
became identified with the electric rail-
way business in May, 1899, when he
entered the employ of the New York &
Queens County Railway, later becom-
ing superintendent of this property.
This system was one of the large ones
in Greater New York and, previous to
the Interborough Rapid Transit Com-
pany’s operating its trains in Queens,
served most of the Borough of Queens,
operating 300 cars daily. In Decem-
ber, 1907, Mr. Sarena entered the
employ of the Public Service Commis-
sion of New York State in the transit

bureau. He remained there until Aug.
1, 1909, when he was reappointed super-
intendent of transportation of the New
York & Queens County Railway. He
remained in this capacity until Feb. 1,
1923, when he became superintendent
of railways of the East Penn Electric
Company, with headquarters at Potts-
ville. This company is-controlled by
the J. G. White Management Corpora-
tion of New York.

Along with the announcement of
Mr. Sarena’s acceptance of the above-
mentioned post came the news that
Samuel Cochrane of the East Penn
Electric Company had been promoted
to the position of superintendent of
maintenance of the railway department.

L. C. Bewsey Leaves Michigan
United

L. C. Bewsey, superintendent of the
Michigan United Railways at Kalama-
zoo since July, 1921, severed his con-
nections with that company and on June
16 became general manager for the
holdings in Cuba of the Electric Bond
& Share Company of New York. His
headqnarters are in Santa Clara. Mr.
Bewsey has been associated with elec-
tric railways since 1899, when he be-
came identified with the Lafayette
Street Railway. He remained with this
company until 1904, when he was made
superintendent of the Union Traction
Company of Indiana at Indianapolis.
Ten years later he took on the work of
general superintendent of the Buffalo,
Lockport & Rochester Railway, Roches-
ter, N. Y. From 1917 to 1921 Mr.
Bewsey was engaged in the Philippine
Islands in the capacity of superin-
tendent of transport and motive powers
for the Manila Electric Company and
for one year as electrical engineer in
charge of estimates, designs and con-
struction for the engineering depart-
ment of the Pacific Commercial Com-
pany. He left the last mentioned posi-
tion to become superintendent of the
Michigan United Railways, which he
held up to June 15 of this year.

James Dalrymple, general manager
of the Glasgow Corporation Tramways,
expects to visit the United States in
September and to prolong his stay so as
to permit him to attend the convention
of the American Electric Railway Asso-
ciation in Atlantic City in October. Mr.
Dalrymple will be accompanied by Mrs.
Dalrymple. In a combined business and
pleasure trip they expect to travel
across the country as far as Vancouver.

James H. Mulligan, car inspector of
the United Traction Company, Albany,
has resigned to join his son in
business. Mr. Mulligan has been in
the service of the company for thirty-
three years, during which time he

worked under six general managers.
His first job was changing horses on
the cars. In 1890 he was appointed
conductor and in 1892 was promoted to
inspector. He held this position until
Aug. 14, 1897, at which time he was
promoted to chief inspector. Later,
when J. F. Hamilton was made general
manager of the company, the position
of chief inspector was abolished and
Mr. Mulligan went back to the old posi-
tion of plain inspector.

E. E. Carpenter Appointed Chief
Engineer in Vancouver

E. E. Carpenter has been appointed
chief engineer of the British Colum-
bia Electric Railway, Vancouver, B. C.,
and has already assumed his new
duties. Following his graduation from

E. E. Carpenter

Stanford University in 1898 with the
degree of B. S. in civil engineering, he
filled successfully various railway engi-
neering positions for some seven years,
He served at one time as chief engineer
for Sanderson & Porter, in charge of
the design and construction of the power
development installation — 5,000 hp.,
initial—for the British Columbia Elec-
tric Railway at Jordan River, Van-
couver Island, Canada. As a member
of the firm of Baker & Carpenter, engi-
neers, San Francisco, he engaged in
general consulting and executive engi-
neering practice. Among the major
projects undertaken by that firm and
with which Mr. Carpenter was con-
nected was the shipbuilding plant at
Raymond, Wash., for Sanderson & Por-
ter. Mr. Carpenter is a member of the
American Society of Civil Engineers,
the American Association of Engineers
as well as a member of the firm of
Baker & Carpenter.

C. Melvin Sharpe has been made ex-
ecutive assistant to President William
F. Ham to assist particularly in the
direction of the activities of the Wash-
ington Railway & Electric Company.
Mr. Sharpe formerly was associated
with the Chamber of Commerce of the
United States, but comes to his new
position from the La Salle Extension
University of Chicago,
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Manufactures and the Markets

News of and for Manufacturers—Market and Trade Conditions
A Department Open to Railways and Manufacturers
for Discussion of Manufacturing and Sales Matters

Record Production of Hard Coal

The revised estimate of the Depart-
ment of the Interior for anthracite pro-
duction in May, based on final data on
shipments, places the total at 8,573,000
net tons, including mine fuel, local sales
and the product of washeries and
dredges. Output during May has only
twice, in 1917 and in 1918, exceeded this
figure, which is 6 per cent above the
average for the eight years 1914 to
1921. The total production of anthra-
cite in the first five months of the pres-
ent calendar year. was 42,604,000 net
tons, which is the maximum production
recorded for a like period, and is 15 per
cent more than the average for eight
years preceding 1922.

Properties of a Good Wood
Preservative

To protect wood from decay a pre-
servative must first of all be poisonous
to wood-destroying fungi. Decay in
wood, according to the American Wood
Preservers’ Association, is not due to
direct chemical action, or action of the
elements, but is always the result of the
activity of low forms of plant life which
feed on the wood and thus destroy it.

The preservative must also be able to
penetrate the wood sufficiently to form
a continuous exterior treated shell
deeper than any surface checks which
are likely to develop, and to retain its
toxicity, or poisoning power, under serv-
ice conditions.

Electric Steel Founders
Standardize Practices

At a recent meeting in Pittsburgh
of the several companies which con-
stitute the Electric Ste¢l Founders’ Re-
search Group a standard set of trade
practice rules was adopted. Suitable
pattern equipment for economical mold-
ing shall be furnished by the cnstomer.
The foundry will not be responsible for
correctness of pattern equipment, ex-
cept when such equipment is made for
the customer under the supervision of
the foundry. Repairs on pattern equip-
ment shall be paid for by the customer
except when caused by carelessness of
the foundry. Patterns must have dis-
tinctive colors to identify separately
the core prints, machined surfaces and
rough casting. All patterns, core boxes
and loose pieces thereof must be prop-
erly numbered for identification. All
transportation charges on pattern
equipment to and from the foundry
shall be paid by the customers. The
foundry will not ecarry insurance on
the customer’s pattern equipment.
Free replacement will be made of de-

fective castings if reported and re-
turned to the foundry within a reason-
able time. The foundry will not be
responsible for any expense on defec-
tive castings incurred by the customer.
The customer will be charged with the
cost of mold and cores discarded by the
foundry due to change in patterns or
core boxes.

Progress Is Slow in Lamp
Standardization

In spite of the clearly defined tend-
ency toward standardization of com-
mercial products during recent years,
little progress in this direction has been
made so far as the manufacture of
electric lamps is concerned. Com-
mercial installation of incandescent
electric lamps began in 1880. A few
years later, after the first central sta-
tion generating and selling current had
been built in New York City, there were
only twe standard lamps, of 8 cp. and
of 16 cp. Twenty years ago about a
dozen types were being made. Today
there are more than 200 standard types
of lamps, exclusive of the miniature
sizes. Although it might appear from
this that no progress whatsoever is
being made in the direction of lamp
standardization, nevertheless the situa-
tion is not really so bad as that, and
manufacturers say that it may reason-
ably be hoped that in the not distant
future steps will be taken materially to
reduce the number of standard types.

There are today several thousand
different types of lamps that are oec-
casionally manufactured. 1In spite
of this situation, and the existence of
200 standard types a]ready mentioned,
nevertheless the fact remains that abont
90 per cent of the total demand is now
covered by twenty lamp types. This
factor has aided materially in reducing
the cost of lamp manufacture.

A further reduction in the number of
types of electric lamps in common use
may be expected, manufacturers say.
It has been proposed that the more im-
portant lamps, which are sometimes
called the “bread and butter” types,
now made in 10, 15, 25, 40, 50 and 60-
watt sizes, be standardized: to three
sizes each for the Mazda B and for the
Mazda C. The scheme is that in the
future Mazda B lamps shall be manu-
factured in sizes 15, 25 and 50 watts
only. Mazda C lamps are to be manu-
factured in sizes of 50, 76 and 100
watts.

Because of this economic advantage
such standardlzatlon of commercial
lamp sizes should have a definite appeal
to the general public. Centralization of
production, which has resulted in ma-
terial saving in the cost of manufacture,

is impractical in the lamp business. In
order that shipment of these fragile
articles shall be reduced to a minimum
distance it is necessary that each fac-
tory manufacture all the different types
of lamp.

Price of Food Has Doubled in
Past Decade

As compared with the average cost
in the year 1913 the cost of food in May,
1923, was 53 per cent higher in Rich-
mond, 51 per cent in Washington, D. C.;
49 per cent in Baltimore, Detroit, New
York, Philadelphia and Scranton, 48
per cent in Birmingham, Chicago and
Providence, 47 per cent in Boston, Buf-
falo and Charleston, 45 per cent in Fall
River, Manchester, Milwankee and
Pittsburgh, 44 per cent in Minneapolis
and St. Louis, 43 per cent in Cleveland
and New Haven, 41 per cent in Atlanta,
Cincinnati, Dallas, Newark, New Or-
leans and Omaha, 40 per cent in Indian-
apolis and Kansas City, 39 per cent in
Little Rock, 38 per cent in San Fran-
cisco, 37 per cent in Los Angeles, 36
per cent in Jacksonville, Memphis and
Seattle, 34 per cent in Louisville, 33
per cent in Denver, 29 per cent in Port-
land, Ore., and 22 per cent in Salt Lake
City. Prices were not obtained from
Bridgeport, Butte, Columbus, Houston,
Mobile, Norfolk, Peoria, Portland, Me.;
Rochester, St. Paul, Savannah and
Springfield, Ill., in 1913, hence no com-
parison for the ten-year period can be
given for these cities.

General Electric Company’s
Business Grows

The General Electric Company re-
ports that it has booked during the
first five months of the present year
new business amounting to approxi-
mately $143,000,000. In 1922 this com-
pany billed out slightly more than
$200,000,000 worth of goods, or about
$16,600,000 a month. For the first
four months of 1923 outgoing shipment
averaged about $20,000,000 a month in
value. Much large equipment which -
has been for a long time in process of
manunfacture will soon be shipped, and
it may be expected that the coming
months will show an even greater vol-
ume of business.

Metal, Coal and Material Prices

Metals—New York June 26
Copper, electrolytic, centsperlb.......... 14.687
Copper wire base, cents per Ib o :
Lead, centsperlb............. 7
Zine,centsperlb..........00.. 2

Tin, Straits, cents per lb
Bituminous Coal, f.o.b. Mines

Smokeless mine run, f.0.b. vessel, Hampton
Roards, groestoms. ... . . o oo - socioe dansl

Somerset mine run, Boston, net tons...... o 2,625
Pittsburgh mine run, Pittsburgh, net tons..  2.05
Franklin, Ill., screenings, Chicago, net tons  1.80
Centrsl, Ill., screenings, Chicago. net tons 1.625
Kansas screen!nga. Kansas City, net tons 2.625
Materials
Rubber-eovered wire, N. Y., No. 14, per

000 T Sl s ro e s aisinials sl o ot $

Weatherproof wire base, N. Y., cents perlb. 18.
Cement, net pnees. without bags $2.
Linseed oil (5-bl ngo 1. lots), N. Y., pergal... $

White lead, in oil (100-ib. keg), N. Y., cents
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Hot Air and Electric Heating Compared

Maker of Hot Air Apparatus Furnishes Figures Which Show Decided
Advantage in Economy for Coal System

N ARTICLE which appeared in
the Manufactures & Markets
Department of the JOURNAL for June
16 pointed out that there has been an
increasing activity in the market for
electric heaters for cars. In the dis-
cussion of contributing conditions for
this tendency, the high price of coal
and the increased amounts paid for
labor were mentioned as reasons for
increased interest in electric heating.
In this connection, a large manufac-
turer of hot-air heating equipment
points out that there is still consider-
able margin of economy in favor of
heating by hot air as compared with
electric heating and has furnished
some figures to show actual and esti-
mated heating expense by the two sys-
tems for comparison.
Table I is a tabulation of actual costs
for heating by hot air for an electric
railway operating 271 double-truck

cars in a northern climate where ex-

treme winter conditions prevail. The
average total cost per car per season
when heating with hard coal and air
heaters is shown to be $190.72, includ-
ing interest and depreciation. This
is compared to tests made with
electric heaters on cars of correspond-
ing size and with similar climatic con-
ditions, showing an average cost in
excess of $400 per car per season of
160 days, exclusive of interest and
depreciation.

The last item of $40 per car per
season for attendance and handling
fuel is considered by the manufacturer
to be about 40 per cent too high as
judged from the similar item on other

properties. It is attributed to an ex-
pensive method of handling in which
changes are to be made next winter.
Table II gives test data from a Penn-
sylvania property for electrically heat-
ing a Peter Witt car, 46 ft. 3 in. long
by 8 ft. 2 in. wide, using sixteen elec-
tric heaters with thermostatic control

of 33 deg. and average minimum of 21
deg. Estimated costs for heating the
same car by means of coal are given in
the lower part of the table.

Table III gives similar test data
from the same railway for heating a
single-truck, one-man car, 26 ft. 2 in.
long by 7 ft. 8 in. wide, using twelve
electric heaters without thermostat. The
energy consumed by the heaters was
measured by a Sangamo watt-hour
meter and the test extended over the
period from Jan. 8 to March 12, 1923.
The average mean temperature during

TABLE I—ACTUAL EXPENSES FOR HEATING CARS—SEASON FROM

AUGUST 1, 1921, TO JULY 31, 1922
Labor Maintenance of Equipment——————— Total
Month Fuel for Heating Hot-Water  Expense
1921 Heating Cars Stove Motors Stacks Heaters  for Season
August..... 12.55 36.89 7.76 196.13 2.40 255.72
September.. 0.93 19.90 302.76 561.93 58.96 944 _48
October, o L . ... . 101.98 486.92 549.77 386.00  ...... 1,524.67
November.. 228.47 1,630.92 569.08 523.01 136.20 68.84 3,156.52
December. . 7,750.89 2,086.35 30.85 81.21 1.66 177.23 10,128.19
1922
January.... 6,579.87 2,083.37 149.21 94.91 17.34 140.61 9,065.31
February.. . 5,796.28 1,828.78 107.07 94.05 27.06 .04 7,919.28
archb,.... 4,290.88 2,004. 29 64.55 125.36 0.75 27.66 6,513.49
April...... 1,125.64 628.38 4.86 25.73 1.35 4.92 1,790.
NIyl . .., 18.82 0.60 ST O .93 49,35
June....... 67.80 T e 12 66.68
Jul gy CE T 9.64 6,68 ..., Foll e 70.03
25,717.71 10,499.32 1,730.34 2,252.10 666.48 485.30 41,351.25
271 cars in operatinn—Double-truck. Body 34 ft. inside bulkheads.
AYETARCIGDETE 1R (08t DET CAT DL BCATON ..o 0u sy o cioieie sioiginn s sininin s siyjaieis nisiosis a sie ais s sisiels m wiaruinie s $152.59
Add for operation af blower motor per car 810 kw.-hr. at 0.00695 (estimated)...... slesiciay sl 5.63
Add interest at 6 per cent nn 325000&toiequfpmentpercar SR ¢ maYe ¥ ke A e A e 15.00
Add depreciation at 7 per cent on $250 cost of equipment percar.. .co...eune.. ekt e B S A 17.50
Totalsiiemere. . .. . B0 R SO £ s o 5 $190.72
Fuel consumption per CAr DEr BEASOM. ¢ .« vttt viee e e rsrnsrnceseannnsnnn 4.8 tons
Coat of anthracite coalperton................. St i e e . $19.80
Maintenance of beating equipment per car Per year.......ooeeveeenn. s 19.00
Attendance and coat of handling and distributing fuel per car per season 40.00

and hand operated ventilators. The
actual energy consumption of the heat-
ers was measured with a Sangamo
watt-hour meter and the test covered
the period from Jan. 8 to April 2, 1923,
during which the car was out of service
fourteen days. The average mean tem-
perature during the period was 27
deg. F., average maximum temperature

the period was about the same as given
above for the data of Table II. For
comparison the estimated cost of heat-
ing this car with coal is printed in this
case also, as a part of Table III.

In both these test cases, the meters
were installed and the data collected by
the railway and a copy of the report
furnished weekly to the manufacturer.

TABLE 1I—TEST DATA FOR ELECTRIC HEATING OF PETER WITT
TYPE CAR WITH ESTIMATE OF COST TO HEAT SAME BY COAL

Car-haurs operated during test period..
Kilowatt-hours cansumed during test period

Kilawatt-bours conaumed

Average cost of current per car-mile =

included.

The average cost of heating hy a hard coal-fired hot-air beater, during the period
of electric heating teat is eatimated aa follows: (Car out of service fourteen days).

Car-miles nperated during teat period................
Kilowatt-bours consumed per car-hour.,............
ericar-mile. ..., qoena .
Total cost af current for electric heat during test period of seventy
daya = 13,070kw.-hr.x l.4cent....o..c0vuunennn..
Average cost nf current per car-bour = 13,72 kw.-hr. x 1.4 cent
1. 285 kw.-hr x 1.4 cent...
Average cost of current percar-day =, ... ..¢c........
Avl;frage coet of current per ear per seaspn of 160 days on the above
O e « e s e o s o g s+ acuse
Nuo items of interest, depreciation, maintenance or heater haulage

are included.

TABLE I1I—TEST DATA FOR ELECTRIC HEATING OF
SINGLE-TRUCK ONE-MAN CAR

........... 952.37 Car-bours operated during test period..........0..coienvieen.. 1,012,
........... 8,605.22 Car-miles operated during test period.. 8,505.
........... 13,070 Kilowatt-hours consumed during test permd. T R 8,115,
........... 13.72 Kilowatt-bours consumed during teat period per car-hour. . 8.02
........... 1.285 Kilowatt-hours consumed during test period per car-mile .954
Total coet of current for electric heat during test period of sixty-
.......... . $182.98 threedays = 8115 kw.-br.at l.4dcent......................... $113.61
..... 0.1921 Average cost of current per car-hour 8. 02 kw.-hr. x l.4cent........ 0.1123
0.018 Average coat of current per car-mile 0. 954 kw.-hr, x 1.4 cent........ 0.0134
........... 2.61 Average cost of current per car perday $113.61 + alx'y-three days. . 1.80
Average cost of current. per car per seagson of 160 days on the ahove
........... 417.60 o1 T O SR VO cooors o eI i v ot 288.00

No items of iuterest, depreciation, maintenance or hesater haulage

The operating ‘cost of heating car with hot-air heater during the aixty three-day
teat period would bave been about ae followa:

Total thermal value of 13,070 kw.-hr. consumed during the elec-
tric heat test perlod of aeventy daya=......coiinirnnnnann
Quantity of 13,000 B.t.u. per Pnund hard caal required to pro—

duce 44,594, 840 B.t.u. = 3,430 lba. at 100 per cent efficiency
uf heater.
Efficiency of heater is actually about 50 per cent; therefore total
quautity of coal required, would bave been 6, 8601b. or..
Fuel coat—heating car while in service = 3. 43 net tona at 8|3 00
pentandelivered. . .o st tannt BRI Gl sl
Fuel coat—banking fires, while ear ia not in service = 2 1b. coal
per hour, twelve bours per day for scventy days = 0.85 net
tonat $13pertondelivered.....covein v rornnennnn
indling and keroaene—lighting firea at 2 cents per day x
Lo -3 21 oL 2 L 5 U
Attendance—labnr kindling fires, removing ashes, ete at 15
centa per day x aeventy dag ..................... .
Cosat of power—to operate lower motar—250 watta per “hour
x eleven hours er ay x aeventy at 1.4 cents per kllowatt-hour
Maintenance—952 car-hours at 0. 75 cents per car-hour. .
Stove haulage—8,605 car-miles x 315 1b. (weight of beater)
2,0001b, = 1,350 ton-milesat 0.3475cent...................

Total cost for seventy daya ..... 0 5 Comien © G 5 1 T
Averaga coat per car-haur. .
Averagecoat percar-mile.. .............. B el s wrssirars oo
Averagecost per carperday. .. c..oe i iiineieiiiiiiniiiaens
Average coat per ¢ar per season of 160 days ...................

44,594, 840B.t.u

3.43 pet tons

44,59

11.05
1.40
10.50

2.70
7.14

Thermal value of 8,115 kw.-br. consumed in electric heating of
car during the alxty three-day testperiod =.................
Quantlty of 13,000 B.t.u. per pound bard coal reqmred to produce

27,688,380 B.t.u

27,688, 380B t.u. = at (00 per cent efficiency uf heater........ 2,1301b.

Eﬂiclency uf heater is actua {50 per cent; therefore total quan-

tity of eoal required would have heen 4, 2601b. or. . 2.13 net tons
Fuel cost—heating car while in service = 2. 13 tons hard coal at

$13 perton delivered . v il soin s iy s SNG $27.69
Fuel cost—banking firca when car is not in service = 2 1b. coal

ger hour at eight houra per day x sixty three days = } tan

ard cnalat $13 pertondelivered.....oouuevunenrerennenes 6.50

Kindling and kerosene for lighting fires at 2 centa perday. =, 1.26
Attendance——labor kindling firea, removmg ashes, etc., at 15

cents per day x aixty threedays.........0....ccoveeiinnnnns 9.45
Cost of power—to operate blower motor = 250 watta per haur x

16 hours per day x slxti thrce days = 252 kw.-hr. at 1.4cents 3.53
Maintenance—1,012 car-hours at 0. 75 cents per car-hour....... 7.59
Stove haulage—B 505 car-miles x 315 lb. (weight of heater) +

2,0001b. = 1,334 ton-mileaat 0.375 centa.......... S et Sl

Tutal cost for aixty threedays............. Vo o ¥ i neiene ¢ 01,02
Average cosat per car-hour. ... .. 3 e NS i 0.06
Averagacostpercar-mile. ... ... .ooiiiiiiiiiiiiiiiin e, . 0.0072
Averagecost perearperday...coee . ieeiennann s simmons v emns v KT
Average cont per car per seasnn of 160 ABYS. . ... vvseenennnnns 155.20
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Rolling Stock

Long Island Railroad, New York,
N. Y., announces that of the ninety-
two new steel passenger cars on order
twenty-one have thus far been de-
livered. The company also reports that
the contractors are making rapid prog-
ress with the seventy-one steel cars
ander construction and scheduled for
delivery this year.

San Franecisco Municipal Railway on
June 20 received the first of the twenty
cars which are being built for it by the
Bethlehem Shipbuilding Corporation at
San Francisco. Owing to the steady
increases in traffic, San Francisco’s
Municipal lines now have barely enough
cars to maintain service with the mini-
mum number of spares in- repair and
paint shops. This has been due to the
rapid building up of outlying residen-
tial districts. In the Richmond district
the traffic has increased 60 per cent
since 1914 and in other districts in-
creases of 70 per cent or more (have
been recorded since the Municipal sys-
tem has been in operation.

Northwestern Ohio Railway & Power
Company, Oak Harbor, Ohio, as was
announced in the June 23 issne of this
paper, has purchased four new passen-
ger cars. The specifications for these
cars are as follows:

Bulider of car body.Kuhlman Car Company
Seating capacity ....ecceccieriianoaas 56

Total weight .........cocnceeeen 34,500 ib.
Boister centers, fength...........24ft.61in.
Length over ali ........cceveeee 47 ft. 6 in.
‘Width over ali .... 8 ft. 61 in
VIS5 AT. oo e G G e e e Steel
Interior trim .. Cherry
HeadliniRg .. .cinveereaaacsnnonisae White
SELET0YE Gl A O O G0 O R D O Arch
AT Brakes 0. coioc i i o s niian G. E.
Armature bearings .....ccccceecnenne Bali
Control oo tLl . v, “K”
Curtain materiai .. Pantasote
Designation signs .. Hunter
Gears and pinions . D
Hand brakes .......-c.v00t0aanes Peacock
Heater equipment ............ Consolidated
Headlights B
Lightning arresters G.E.
MoOtors: ..ceevcences G: E. 264, Inslde hung
SOATS . s see e e coe s o sinsaemials e Brili
Seating material...Brown imitation leather
Sy o ORI TET s o o o e e ) oy Brili 7TE
Wheels. .o vo..% Rolled steei 26 In. x 3% in.

Track and Roadway

Mississippi Valley Electric Railway,
Iowa City, Ia., expects to build 1,700
ft. of new track and to pave 1,200 lin.ft.
of track.

Northwestern Ohio Railway & Power
Company, Oak Harbor, Ohio, is string-
ing 30 miles of high-tension wire be-
tween the Toledo city limits and Port
Clinton.

Johnstown & Somerset Railway,
Somerset, Pa., contemplates extending
its line to Jerome, a distance of 5 miles.
Work on the extension will be started
on Aug. 1.

Seattle Municipal Railway recently
awarded to the Pacific States Electric
Company, Seattle, the contract for fur-
nishing 10 miles of No. 2 hard-drawn,
round copper trolley wire in 1-mile
reels. The contract totals $4,020.

Laredo (Tex.) Electric & Railway
Company, is preparing to extend its
lines to give service to many portions
of the city of Laredo not now served.
Workmen are now laying track on
Matamoros Street for an extension of
one of the lines. Approximately $250,-
000 will be spent in extensions.

Department of Street Railways, De-
troit, Mich., has started construction on
two new extensions of the municipal
system, the Linwood and Warren Ave-
nue east lines. Plans are also made
for an extension on Warren Avenue
west. The Linwood extension from the
present line at Joy Road to Davison
Avenue will include about 1% miles of
double track and the East Warren ex-
tension from Bewick Avenue to St.
Jean Avenue will include about % mile
of double tracks.

Power Houses, Shops and
Buildings

Springfield (Mass.) Street Railway is
about to construct a new office building
in Westfield. It will be of brick and
will cost $5,630.

Westinghonse Electric & Manufac-
turing Company, East Pittsburgh, Pa.,
has received an order from the Brazilian
Hydro-Electric Company, Ltd., a sub-
sidiary of the Brazilian Traction, Light
& Power Company, Ltd., of Rio de
Janeiro and Sdo Paulo, Brazil, for seven
power transformers and a large amount
of switching equipment for a new plant
located on the Parahyba River, about
100 miles northeast of Rio de Janeiro.

Trade Notes

Stone & Webster, Inc., have been
engaged to supervise the construction
of the Paducah Electric Company’s
$400,000 electric generating plant.

A. Gilbert & Sons Brass Foundry
Company, St. Louis, Mo., announces
that it has just doubled the size and
capacity of its machine shop to take
care of its growing business.

Magnns Electric Company, Inc., New
York, N. Y., manufacturer of electrical
specialties, wiring devices and radio ac-
cessories, has established a new dis-
trict sales office at 231 North Wells
Street, Chicago. The office is in charge
of Leo Hirschfeld and M. B. Geiger.

Dr. W. R. Whitney, director of the
research laboratory of the General Elec-
tric Company, was recently elected a
member of the corporation of the
Massachusetts Institute of Technology
for a term of five years. He was grad-
uated from the Massachusetts Institute
of Technology in 1890 and has been
for some time a non-resident professor
of theoretical chemistry at that institu-
tion.

Roller-Smith Company, 233 Broad-
way, New York, N. Y., announces the
appointment of H. D. Baker, 525 Wood-
ward Avenue, Detroit, as its represen-

tative in the State of Michigan. Mr.
Baker will handle the Roller-Smith
Company’s lines of instruments, circuit
breakers and radio apparatus in that
territory. Mr. Baker has been asso-
ciated with the Roller-Smith Company
in various capacities for several years,
knows the company’s products well and
has a wide acquaintance in his territory.

Peter Smith Heater Company, De-
troit, reports a number of recent orders.
Among recent orders or shipments are
the following: ten heaters, type 0-C-2,
for the new passenger cars of the Chi-
cago, North Shore & Milwaukee and
ten heaters of the 2-P type for the
parcel freight cars of the same com-
pany, 125 heaters of the 2-P-O type for
the Toronto Transportation Commis-
sion; fifty heaters of the 2-P-N type
for the Cleveland Railway; four heat-
ers of the 3-P-O type for the Chicago &
West Towns Railway and fifty of the
3-P-O type for the St. Louis Railways.
The company has also supplied many
heaters for the gas rail cars used by a
number of the steam railroads.

New Advertising Literature

Bethlehem Shipbuilding Corporation,
Ltd., Bethlehem, Pa., has issued a new
sixty-five-page catalog on pumps for
feed and other duties. The catalog also
contains a description of the corpora-
tion’s line of pumps for handling oil.

Conveyors Corporation of America,
Chicago, has just issued an eight-page
booklet, “Representative Installations.”
It contains illustrations of a number of
buildings and power plants which are
equipped with the company’s American
steam jet ash conveyor, a method of
ash removal which has come into
marked favor among power plant engi-
neers during the past four or five years.
Copies will be sent to any who are in-
terested in the steam jet method of ash
handling.

Westinghouse Electric & Manufac-
turing Company, East Pittsburgh, Pa.,
has issued its 1923-1924 supply catalog.
In appearance the new catalog does not
differ greatly from its predecessor. The
former editions have proved so useful
and satisfactory that no essential fea-
tures were altered, the improvements
being largely a matter of detail and
refinement. The catalog is indexed ac-
cording to subjects and to sections,
and also has a style number and a
thumb index. In addition, a new fea-
ture—a classified index—has been added
to the introductory section under the
title “How this catalog serves.” Here
is listed apparatus of particular inter-
est to ecentral stations, electric railways.
industrial plants, mines, contractor-
dealers and architects. The catalog
announces the opening of a new plant
at Homewood, Pa. ‘'In all, 1,300
pages are devoted to descriptive matter,
technical
specifications and prices. The material<ns1:XMLFault xmlns:ns1="http://cxf.apache.org/bindings/xformat"><ns1:faultstring xmlns:ns1="http://cxf.apache.org/bindings/xformat">java.lang.OutOfMemoryError: Java heap space</ns1:faultstring></ns1:XMLFault>