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Track costs per man-hour and.

per track-foot with steel ties

DETAILED costs have been an-
alyzed for Twin Tie Construc-
tion and boiled down into the man-
hour estimate form shown above.

By substituting your local unit
material figures and multiplying the
man-hour time for various operations
of Twin-Tie Construction by your
local labor rate you can have a close
estimate of the per foot initial outlay

Look it up in your Paved Track Note Book

for this high class construction on
your property.

You will need the delivered price on
Twin Ties at your job, which we will
send on request, including with the
quotation several blank man-hour
estimate forms.

Ask today for the delivered price on
Twin Ties for your proposed work.

The INTERNATIONAL STEEL TIE COMPANY
Cleveland, Ohio
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Self-Aligning
Feature

Westinghou :

(Compensating Fingers

are self-aligning. Regardless of
the contour of the controller
drum surface, Westinghouse
compensating fingers automati-
cally adjust themselves to the
position of maximum contact;
they automatically provide an
adequate contact area, within the
capacity of the controller, to pre-
vent heating or burning.
Study the illustration at the left; under the
constant pressure of a long-lived coil
spring the finger finds its own position.
There can be no one-spot contact to heat
or burn, even on badly worn controllers.
Ask the Westinghouse salesman for
further information and prices.

Westinghouse Electric & Manufacturing Company

East Pittsburgh Pennsylvania

Sales Offices in all Principal Cities of
the United States and Foreign Countries
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Your Professional
Shopper

ASTER shopping is women's preroga-
tive. Witness her Paquin coat, Chanel
frock and new-style cloche.  Joy on earth for
her at this season means to buy and let buy
with little regard for the day of reckoning.
In the flush of Easter adornment, the bar-
gain instinct which usually serves to guard,
guide and glorify the shopper is disregarded.
Thus the buying flood carries prices up to a
sharp seasonal peak.

Demand in the railway field is seldom
seasonal. In this industry, prices do not
fluctuate 25 or 50 per cent before and after
a holiday. But the costs of basic materials
over a period do show distinct trends and
variations.

Each week ELECTRIC RAILWAY JOURNAL
supplies the railway operator with a table of
metal, coal and material prices, supplemented
in the third issue, namely the Monthly
Maintenance Issue, with data more varied
and more extended. The alert manager and
his purchasing agent will study the contents
of these pages over a period of months, but
unlike the Easter shopper will anticipate and
avoid seasonal premiums.

This market page, if preserved in file
form, will serve as an indicator to the
observer of price trends, as a guide to the
buyer of materials and as a valuable aid to
economy in the year’s operations.
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SAVING THE RAIL“SAVES THE RAILWAY

Beware of Undulatory Wear
alias corrugations:

The whole world is researching the rail corrugation It’s far cheaper to keep grinding out rail corrugations than

problem. it is to do nothing toward removing them.

Some day we'll all know all about this phenomenon. We And thekerl - R d i
already know how corrugations play hob with track founda- nd the only way to grind them ?Ut and restore true rai

tions and rolling stock. We know that there is no infallible ~ contour is by rubbing abrasive bricks back and forth over
preventive that fits all cases. We know too that there is the rail until the undulations have been remaved completely.

only one economic cure—constant grinding. Completeness of removal is essential.

For such eradication of the evil, there
never has been a more effective tool than
the Reciprocating Grinder.

This old standby (used all over the
world) and its new big brother the
20,000 pound heavy duty reciprocating
grinder will remove corrugations for less
money per foot removed than any other
means ever used. And cost per foot of
-actual corrugations completely removed
is the only sensible basis for figuring.

A word from you brings complete details and a quotation.

3132 48 ant Thompson Street, Phlladelphla

AGENTS
Chester F. Gailar, 30 Church St., New York H. F. McDermott, 208 S. La Salle St., Chleago
Chas. N. Wood Co., Boston Equipment & Engineering Co., London
Electrie Engmeering & Mfg. Co., Pittsburgh Frazar & Co., Japan

0.8.T. 1460

SAVING THE RAIL SAVES THE RAILWAY
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lncrease Net Income

By Reducing Up-Keep

LTHOUGH passenger revenues continue to mount

steadily, progressive properties are not depending en-
tirely on increased traffic for larger earnings in 1927. Many
properties are realizing that savings in operating expense,
every dollar of which equals the net income received from
250 or more additional passengers, are possible—particu-
larly through the use of modern O-B Line Materials.

Take Marathon Ears, with service records of 350,000 car
passes and more, -as an example. Properties using Mar-
athon Ears report from two to three times the length of
service formerly received per ear. Furthermore, line breaks
have been reduced as much as 46 percent with the use of
Marathons. The saving amounts to thousands of dollars
yearly in some instances.

Other O-B Line Materials—Frogs, Cross-Overs, Hangers,
Splicers,—effect similar worth while economies in operation.
It is on the basis of their ability to increase net income by
reducing operating expenses that O-B Line Materials have
won industry-wide recognition and usage.

Take advantage of the Spring “Check-Up” by replacing
worn out overhead materials with modern, long-life O-B
Materials.

Ohio Brass Company, Mansfield, Ohio

Domlmon Insulator & Mfg. Co., lened
Niagara Falls, Canada
3448

PORCELAIN )

INSULATCRS

MINING

PHILADELPHIA  PITTSBURGH CLEVELAND MCIi3€;5
SAN FRANCISCO  LOS ANGELES .
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BASIC IMPROVEMENT

\ ; THEEL performance can be no better than
the material of which the wheel is made.
By using a special composition steel and heat-
treating it to develop unusual qualities, the
Davis “One-Wear” Steel Wheel gives long life
without maintenance.
A new and different steel was necessary to
make practical the “One-Wear” idea. Only the
Davis Steel Wheel is made of this material.

AMERICAN STEEL FOUNDRIES
‘NEW YORK ~ CHICAGO ST.LOUIS
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To increase patronage add attractiveness

and efficiency to your cars by selecting
your equipment from the broad line of

Keystone Car Specialties.

Lighting Fixtures

The bright, steady, well-diffused light
provided by these lighting fixtures is a
practical necessity in well-equipped
cars. Manufactured to the Keystone
standard of quality, these lighting fix-

tures are both ornamental and durable.
‘They add attractiveness and increase
patronage.

T'o get complete particulars of Keystone
Equipment, send for Catalog No. 7.
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American
BROWN
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Mercury-Arc  Power Rectifiers
(steel enclosed)

Electric Locomotives—for any
system of current, high or
Iow tensions.

Complete equipment for roil-
way rtectrification,

PRINCIPAL PRODUCTS

Ratary Converters.
Motor Generators

Complete equipment for outdoor .
and indoor substations. « il Switches and Circuit

Diesel-Electric Locomotives. Breakers.
Automatic Reguiators.

Steam Turbo - Generators for
normal or high pressures and
superheats.

Transaformrras.

Turbo-Compressors and

Ships

Diesel Driven
Turbine Driven
Electrical Driven

Dredges and Harbor Eﬁ{
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[lercury-Arc Power Rectifiers

A book that tells all qbout them

HE industry is interested in American Brown Boveri
Mercury-Arc Rectifiers. Many are buying them.

Many more are writing for the fuller information in our
descriptive circular—No. 301.

That is what we invite you to do. These books are
ready. We are mailing them out every day in response
to requests for copies. You should have yours and we
shall be glad to see that you get it promptly. Its pages
will clearly demonstrate the detailed reasons behind
such claims as—

Efficiency high over the entire working range. Simple operation and
minimum attention. No synchronizing. Very high momentary over-
load capacity and insensibility to short circuits. Negligible mainte-
nance. Low weight. No special foundations required. Noiseless and
vibrationless operation.

American Brown Boveri Electric Corporation
165 Broadway, New York, N. Y.  Camden, New Jersey
922 Witherspoon Bldg., Philadelphia 842 Summer St., Boston 230 South Clark St., Chicago

s  AMERICAN
BROWN BOVERI
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Where Speciﬁcations Agree

For three years the Department of Street Railways of the City
of Detroit has been making experiments and service tests to
determine the proper type of double deck coach equipment for
its requirements. Westinghouse Air Brakeswere included on all
test coaches, and following this actual operating experience,
were included in purchase specifications for new equipment.

Fleet Operators everywhere have quickly recognized the
value of air brake control and purchase specifications now
read—"“Air Brakes—by Westinghouse.”

Progressive Coach Builders—whose engineers, in addition
to forecasting future design trends, must consider the utility
of every element in its relation to the reliability and economy
‘of the complete unit, and whose sales executives must provide
a vehicle to meet operator demand, with distinctive sales
features—have responded by adopting Westinghouse Air
Brakes as standard factory equipment.

Builders and Buyers specifications now agree—Air Brakes—
by Westinghouse.

WESTINGHOUSE TRACTION BRAKE CO.

Automotive Division, Wilmerding, Pa.

AUTOMOT
X



Ast onishing
Endurance

Proves the value
oj" Dayton Ties

RACK laid on Dayton Mechanical

Ties has hung up astonishing records.
We can'’t tell you how long such track will
last, because since its inception 15 years ago,
none of it has ever worn out or cost a penny.
of maintenance.

You know what it would mean to your
property to so lift the burden of track
maintenance and replacement. You know
what permanently smooth track means in
saving of rolling stock repairs.

e T N

Cities all over the United States testify to
the enduring smoothness of track laid on
Ddyton Mechanical Ties.

%Dayton

Mechanical Tie Co.,

DAY TON, OHI/O



Every Blue Tie,-
a Dayton Installation
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See a Dayton Tie Installation

For Yourself

This map, which gets more crowded every day,
shows the wide-spread use of Dayton Ties.

There is an installation near you. Write us,
and we'll tell you the specific property and
location. See it for yourself, and talk to the
engineers.

We're so certain of favorable testimony, we’ll
send you any number of names.

The Dayton Mechanical Tie Co.,
Dayton, Ohio.
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Jiore G hodirvgios AmENT(

On April 15th, 1927
THE NATIONAL PNEUMATIC COMPANY

mowved its New York offices to the

GRAYBAR BUILDING

420 Lexington Avenue, New York

heart of the Grand Central business section,
adjacent to the New York Central Railroad
Terminal and, by subway connection, to the Pennsyl-
vania Railroad Terminal.

HIS new building, shown above, is located in the
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“The Cincinnati Car i
weight car built today
Our property is equippec
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A step ahead of the modemn trend
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absolutely the best light-
or electric railway service
1009% with Cincinnati Cars?”’

We have emphasized previously the These figures being taken at the
exceptionally satisfactory record beginning and end respectively of a
made by Cincinnati Lightweight five-year period, furnish convincing

NEW cars on the Kentucky Traction proof of the durability and continued
economy which may be looked for in

modern BALANCED lightweight
Now comes this further expression cars as built by Cincinnati.
from Mr. Stuck, Superintendent of

& Terminal Company'’s lines.

We will be glad to discuss in detail

Equipment, with the statement that the reasons for Cincinnati’s success in
since these cars were put in operation building fruly modern cars, and the
the total cost of maintenance has way in which they can produce
been reduced from 3.2 cents per car equally satisfactory results on
mile to 1.3 cents per car mile. + YOUR property.

THE CINCINNATI CAR COMPANY
CINCINNATI, OHIO

TTEC

l LGRS S
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PHONO-ELECTRIC OVERHEAD IS A MEASURABLE ECONOMY

Phono Hi-Strength

The Corrosion-proof Messenger

Engineers engaged in the construction
and maintenance of catenary overhead
systems for interurban and electrified
steam roads, soon realized that steel
supporting wires bore a heavy tax to the
demon of corrosion.

Phono Hi-Strength was developed to
meet this condition. Immune
to corrosion, as all the Phono
Wires are, it nevertheless has
a tensile strength averaging
130,000 lbs. per square inch.
And so successful has the use

/ Phono-:
{ Electric

Jhe triple-wear

Trolley Wire

i ndacitw/tt/
66 s

HiStrength

of this wire been that the engineers for
such outstanding electrifications as the
N. Y., N. H. & H., the Virginian Rail-
way and the Norfolk and Western, have
specified it for a large part or even all of
the overhead construction.

You will find this subject of strength,
corrosion resistance and con-
ductivity in wires for modern
overhead construction, ex-
haustively dealt with in the
Phono Book. A copy will be
sent on request.

the corrvsm

messen er

{

Brldgep ort : e

Brass Co ) & 1 gep“ I't

A COMPLETE WIRE SERVICE FOR ELECTRIC RAILWAYS

Bridgeport
Connecticut

/
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This Week—we accept a challenge |

“In the struggle to co-ordinate various vehicles into modern
transportation systems, the electric railway manufacturer
must meet the development and merchandising aggression of
his competitors. The electric railway manufacturer must tell
his story frankly, even bluntly, if he expects to move ahead
under modern conditions. . . Our big job is to develop and
sell a product which will attract patrons.”

As car builders the St. Louis Car Company accepts this 1m-
plied challenge of Mr. Willis H. Sawyer speaking for the
American Electric Railway Association.

17




18

WAV AVAVAYAYAYAYAVAVAVYATATAVYATYAVYARAVYATAVYAY AW,

WATAVARATAPTATATAYAVAY,

a

ELECTRIC RAILWAY JOURNAL

al AAAAAAAAAAAAAAAAAAAAAAAAAAAAALAA‘AAA

olks ride in comfort

Comfort of riding in Fitzjohn bus bodies suffers
nothing by comparison with other luxurious modes
of travel.

The deep seated, individual, costly luxury of the
limousine—the cushioned panoramic vision of the
Pullman—the lounging leg-room of the steamer
chair—offer nothing to the restful relaxation of
patrons who have once sensed the ease of bus
riding in Fitzjohn parlor coach bodies.

That's why the first ride is an open invitation
for folks to ride again and again in a Fitzjohn
body. And that’s what builds patronage and profj

MANUFACT!

Choose your bus body with the same care you
choose your chassis. Look for attractiveness,
beauty of line, appointments, individual passenger
comfort—these physical factors draw passengers to
your lines.

Then demand ruggedness, freedom from costly
repair and serviceability.

You'll find Fitzjohn supplying all—for any
chassis—for any type of service.
will look to Fitzjohn to furnish
r next bus order.

NG COMPANY

Muﬁkegon-Michigan

VAYATYASTAPARPAVAFTATAPTAVAY,

April 16, 1927

AN AN ANV AN AV AN AN AN ANV AN AN ANV ANV AN ANV ANV AN AN AV AV AN &



April 16,1927

° TYPEA

recommended for
cast iron.

TYPE B

for steel.

TYPE F

for general steel welding.

ELECTRIC RAILWAY JOURNAL

A New G-E Welding Electrode

They said:

19

G-E Type “B” i§ great for automatic work, but a little fast for hand.
“Give us a G-E Electrode with the same good features for hand work.”’

And Type “F” G-E Welding Electrode was developed by General Elec-
tric. It has exceptional stability—an operator using it can work longer
with less fatigue. Because of less dissipation it will deposit more metal

to the work.

Type “F” is a good bare electrode, chemically treated so that it has for
hand welding the same characteristics that have made the Type “B"
fluxed electrode a leader in the automatic field. Although primarily for
hand work, it can be used on automatic welders. Write the distributor

nearest you.

Special Distributors for G-E Welding Electrodes

American Steel Eng. Co.,
10 South 18th St.,
Philadelphiai Pa.

also
601 Grauite Bldg.
Pittsburg, Pa.
Bird-Potts Co.,
Atlanta, Ga.
Capital Electric Co.,
Salt Lake City, Utah.

Harron, Rickard & McCone,

139 Townsend St.,

San Francisco, Cal.

Robert M. Hartwell,

353 East 2nd St.,

Los Angeles, Cal.

Industrial Sup. Co., Iuc.,

329 East Second St.,

Los Angeles, Cal.

Hssndntl: &C%olthoﬂ' Mig &
upply 3

Deuver, Colo.

P. F. McDonald & Co.

17 King Terminal,

Boston, 27, Mass.

Matthews Electric Sup. Co.,
1823 First Ave.
Birmingham, Ala.

The C. S. Mersick & Co.,
New Haven, Conn.

National Welding Equip. Co.,
223 Main Street,

San Francisco, Cal.

Root, Neal & Co.,
Buffalo, N. Y.
Joseph T. Ryerson & Son, Inc.,
Chicago, Ill.
also
Cincinnati, O.
Detroit, Mich.
St. Louis, Mo.
Seattle Hardware Co.,
Seattle, Wash.
Southern Electric Co.,
Baltimore, Md.
also
Charlotte, N. C.
Norfolk, Va.
Richmond, Va.

Southwest General Elec. Co.,
Dallas, Texas.
also
Houston, Texas.
Oklahoma City, Okla.

Strong, Carlisle & Hammond

0.,
Cleveland, Ohio.
Union Iron Works,
Spokane, Wash.
Virginian Electric Inc.,
Charleston, W, Va,

A, J. Wilson Co.,, Inc.,
120 Liberty St.

New York, N. .

W, A. Ramsey, Ltd.,

74 Queen St.,

Honolulu, Hawaii.

Oliver H. Van Horn Co., Inc.,
522-534 Camp Street,

New Orleans, La.

Welding Service Co.,

50 Church Street,

New York, N. Y,

550-12

GENERAL ELECTRIC

MERCHANDISE

DEPARTMENT,

BRIDGEPORT,

CONNECTICUT
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The modern car is a real asset.
Through .its attractiveness and
speed, it increases income; and
on account of its lower main-
tenance and power requirements,
it decreases outgo.

A loser for 16 years
becomes a profit maker

The Buffalo & Erie Railway earned in 1925 a profit for
the first time since its completion in 1909. And this was
accomplished in the face of a business depression in
that locality.

The management attributes this transformation to the
use of modern light-weight one-man cars, with which
this company renders the utmost in attractive service.
In addition, operating cost was reduced 14.4 per cent
and gross revenue was increased 7.5 per cent in the
first 10 months,

These new cars, equipped with four G-E 247 motors,
K-35 control, and CP-27B compressor, are capable of a
speed of 60 miles per hour. Energy consumption is less
than 2 kw-hr. per car mile. A comparison of operating
figures per car mile shows:

. . : .
i 1924 (Old Cass) 1925 (New Cass)
the successful modernization of Way and structures 5.6¢ 3.1¢

numerous roads. It has helped Equipment 2.3¢ 1.9¢
to make many of the operating Power ’ 5.0¢ 3.4¢ ’
records which have proved Transportation 14.0¢ 10.7¢
conclusively the value of the General and miscellaneous _10.6¢ 9.8¢
modern light-weight car. Total 37.3¢ 28.9¢

330-40

GENERAL ELECTRIC

GENERAL_ELECTRIC COMPANY, SCHENECTADY, N. Y., SALES OFFICES IN PRINCIPAL CITIES
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Patching When the Material Is Too Old
to Hold the Stitches

VERY woman who does sewing knows well enough

that it is a waste of time to put on a patch unless
the material is strong enough to hold the stitches.
Similarly, every electric railway manager should know
that it is futile to build up a piece of special trackwork
by welding when there is not enough rail left to hold
the new metal. Unfortunately, however, that is just
what some companies are doing.

To take a specific case, a railway in an Eastern city
has spent much good money patching up a right-angle
double-track crossing that was worn out long ago.
Welding has been done on this special trackwork on an
average of once in two months for years past. The
crossing is so old, however, that the repairs never
last long.

Every time repairs are undertaken it is necessary to
transport the welding apparatus to the job, open up the
pavement, weld, grind, close the pavement and take the
apparatus away again. A crew of seven men has usually
been employed on this job—a foreman, two traffic flag-
men, a welder and his helper, and two laborers to take
up and restore the pavement and operate the rail
grinder.
traffic and has taken many hours for completion. In
its effort to maintain the old crossing, this company is
spending considerably more every year for labor alone
than the interest and depreciation charges on a piece of
new special trackwork.

Truly in this case it may be said that the railway is
paying for new material without getting it.

Repair Defective Cars
Before They Break Down

ECHANICAL men agree that higher standards of

maintenance will improve performance. Many éx-
amples where records are kept carefully have shown that
when once the equipment has reached a state of excellent
repair, costs of the work are reduced considerably. The
expense of putting the equipment in the condition de-
sired, however, has proved a serious obstacle on many
railways. At the present time most electric rail-
way men are more alert to the need of high-class
overhauling than ever before. Increased study is being
given to maintenance problems and many railways are
adopting higher standards with closer fits for wear-
ing parts.

In the class of inspection work to prevent failure
much can be accomplished, not only in reducing ulti-
mate maintenance costs but also in improving public
relations through preventing failures in service where

Always the work has been much hampered by-

the public will see them. Defective parts should be
renewed before they cause difficulties and equipment
should be kept as nearly as practicable in its original
condition. This requires a carefully arranged organ-
ization with work so laid out that it will not be done
hurriedly and the workmen will have ample time
to make sure that all parts are inspected and repaired
where necessary.

The great tendency where men are hurried and over-
worked is for them to slight parts which will continue to
operate without producing an immediate failure. Fre-
quently complete breakdown will result before the car is
due for its next regular inspection and then costs mount
rapidly, for the damaged parts often cannot be re-
paired but must be replaced.

Those responsible for maintenance of electric cars
will do well to collect all the data possible regarding
costs which result from repairing equipment after it
fails, and present these to general managers in as con-
vincing fashion as possible. Such arguments as this are
needed in order to put across any campaign for higher
standards of repair work and improvements in car
equipment so as to give the best service from the car
rider’s standpoint.

Home-Made Tools
Are Often Crude and Expensive

NLY one field remains that is not flooded with tools

for every inconveniently located bolt or screw.
That is the railway industry. In fact, the tool manu-
facturers have scarcely entered it. In the past each
master mechanic made most of his own tools when he
had a special application where a standard tool would
not accomplish the desired results. This habit of
making his own tools is expensive, for it requires a
great deal of his time for supervision which should be
spent in studying ways and means of improving main-
tenance conditions. When the home-made tool is com-
pleted it will have cost more in man-hours to make it,
which will be charged to the maintenance account, than
would a corresponding factory-made tool. Home-made
tools are generally very crude. When questioned as to
why the tool was made the usual answer is, “We needed
it and did not know where to buy it.”

Since electric railway equipment is standard, if one
master mechanic needs a special tool for a special ap-
plication it is almost certain that some other master
mechanic would be glad to get the same tool if he knew
such a tool was in existence. The tool manufacturers
have a group of engineers who are trained in the design
and application of special tools. These staffs of en-
gineers are available to assist in solving the tool prob-
lem in the railway field if they are consulted. Often it

This is the issue in April that is devoted essentially to maintenance
and construction subjects
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may only be necessary to make a slight change in some
existing tool to fit the special purpose. Even though
it may be necessary to design and make the tool from
the ground up, the manufacturer can do it cheaper than
it can be made in a railway shop. If the manufacturer
can be convinced that a special tool developed for one
railway can be sold at a profit to a number of others
the cost of development may be absorbed by him.

By consulting tool manufacturers for all special tools
two important things will be accomplished: First, the
“Jack of all trades” is kept from wasting a lot of valu-
able time and material making some unnecessary tool
just because he would rather do that than work at some
productive job, and, secondly, if a tool manufacturer
develops all special tools every railway operator can avail
himself of these tools.

In the Annual Maintenance Number and in this issue
of ELECTRIC RAILWAY JOURNAL a section is devoted to
“Improved Equipment for Electric Railway Main-
tenance.” Literature from these manufacturers should
be obtained by maintenance foremen and kept on file
for ready reference.

The Public
Likes Soft Seats

HERE, oh, where, is the man named Legion who

argued that seats of slats or formed wood were so
durable, so sanitary and so cheap to buy and main-
tain? Why provide shock absorbers in the seats, when
kindly Nature had provided them in the passengers’
anatomy?

0Oddly enough, these arguments were so unconvincing

to the pushful automotive fellows that not one of them
put out an automobile with springless seats. To them
‘“seat” was synonymous with “cushion.” The purveyor
of the cheapest cars incased his springs with near-
leather; while the maker of cars “of the better kind”
went to limp leather and over-stuffed cushions for the
open cars and plush or velours for the closed ones. The
very air itself was made to serve as down.
" These improvements followed naturally, since the
seat user was primarily the buyer of the vehicle,
whereas in railway transportation the seat-user’s choice
was controlled by others. Now that almost everybody
has enjoyed the experience of riding on air, the public
utility carrier on rails is following in the wake of the
personal carrier on rubber.

Desirable and even vital to ride selling as this use
of softer seats may be, two factors must not be over-
looked that make a direct, complete imitation of per-
sonal car standards unnecessary: First, a good car
running over a good rail does not have as much jounce
and bounce as the automobile. The simplest proof of
this is the greater ease of reading. Second, a public
transportation vehicle, especially in city service, cannot
afford as much area per passenger as a personal car.

So it appears that eminently satisfactory seats can
be provided for trolley cars without too wide a depar-
ture from the shapes and over-all dimensions of stand-
ard cross-seats. It is to be expected that over-stuffed
or air cushions and extra-padded backs may increase
seat centers to the point where 44 seats of the old type
allow room for only 40 seats of the new. This is per-
haps as large a concession as can sensibly be made.

It hardly seems necessary to go to the extent of in-
stalling individual bucket seats or otherwise striving to
secure the effect of a Pullman chair car. Such arrange-

ments are excellent for long-ride, interurban service,
or for de luxe service, but are likely to prove rather
confusing for the most expeditious handling of short-
ride, city passengers during the *‘standing” hours.
Recent visits to cities with soft-seat cars leads to the
conclusion that the public is well pleased with standard
cross-seats in the modern cushionings and is not likely
to insist that its bread should be buttered on both sides.

Perfection of Detail Differentiates
the Artist from the Dabster

OREMOST among the qualities which have distin-

guished the great artists of all periods has been
meticulous attention to detail. The painter does not
execute his central figure with great care and then fill
in the background in a hit-or-miss fashion. Perhaps
it is a far cry from the painter with his palette to the
painter of electric railway rolling stock, but the latter
might profit by following some of the principles by
which the former is guided.

Frequently the effect of a really creditable car design
is marred by the intrusion of a few inharmonious
elements. Take, for example, a car interior where the
seats have been upholstered in leather, the floor has
been covered with linoleum and the woodwork finished
like fine furniture. After taking these steps to make
the car comfortable and attractive, it is a pity to cover
nearly all the available flat surfaces with the railway’s
prohibitions and warnings. Yet this often is done. A
single de luxe car has been placarded with these several
notices:

No smoking.

Spitting is unlawful.

Watch your step.

Do not talk to the operator.

Passengers are allowed to ride on front platform.

Variations of these themes, as well as many other
ones, can be found in countless cars. At best the effec-
tiveness of such stereotyped notices is extremely doubt-
ful. Every one knows that smoking and spitting are
forbidden, yet a certain number of passengers persist
in doing these things despite the signs. Riding on the
platform and talking to the operator are matters that
can be controlled without plastering notices on the
bulkheads. If the railway management really wants to
attract the motorist by furnishing transportation ap-
proximating the private automobile in comfort, he
should avoid covering the inside of his vehicle with
notices and warnings that detract from its appearance
and irritate the passenger.

Temporary Repairs
Are a Source of Danger

SOMETIMES, due to a shortage in the working force
or to an abnormal number of crippled cars, tem-
porary repairs are made in order to allow the car to
re-enter service immediately. The intention in some
cases is to bring the car into the shop the following
day and make permanent repairs. However, in many
cases the following day’s work schedule is filled com-
pletely and the car is allowed to continue in service.
The necessity for making permanent repairs promptly
cannot be over-emphasized. Experience has proved that
delayed repairs are uneconomical. They make the ulti-
mate repairs more expensive, both in actual cost and
in the length of time that the equipment must be with-
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held from service in order to make them. Frequently
breakdowns that result on the road cause delays and
inconvenience to passengers. In order to foster a good
feeling with the public, delays in service must be kept
to a minimum. This can be done by immediate care
of repairs and frequent inspection which should cover
all details thoroughly, even to small and seemingly un-
important parts.

Principles and Methods of
Rate Regulation

UST about the time that the decision was announced

in the St. Louis & O’Fallon Railroad case there ap-
peared the April issue of the Yale Review, with an
article “Principles and Methods of Rate Regulation,”
by Arthur T. Hadley. This article, like the decision,
has been widely quoted. Dr. Hadley’s presentation is
a brief but learned discussion of the matter. He goes
back to the earliest times and says that for more than
2,000 years there has been a conflict between traders
and philosophers as to the basis of value. His idea is
that a reasonable rate is one that can be justified on
grounds of public policy. It must not be so high as to
place an unfair burden on the people who require the
service, nor so low as to inflict an unfair disability
on the people that render it.

To the leading electrical men in the United States
Mr. Hadley pays a tribute by saying they have known
how to avoid some of the difficulties into which the
railroads have fallen. They have grasped the principle
that the interests of the public service corporation are
closely identified with those of the public which it
serves, and they have done a great deal to make the
people grasp it. They have taken the authorities into
their confidence. They have consulted them in advance as
to matters of financial policy. They have not been con-
tent with avoiding legal action; they have tried to avoid
grounds of suspicion. The consequence is that public
service commissions have generally been friendly to the
electrical industry, and as a secondary consequence there
has been more rapid and more varied development of
electric service in this country than anywhere else, and
the public has obtained its current at comparatively
cheap rates. This is a nice compliment. On the whole,
it is well deserved.

Where freedom is abused the abuse can be prohib-
itive, but a few abuses should not be made a reason
for abolishing freedom. Seven principles are cited by
Mr. Hadley as having been proved by experience but
ignored by governments at their peril. He holds to
the opinion that the use of cost of plant, and especially
original or historical costs, as a rate base is wrong in
principle and often dangerous in practice. He says that
the trne basis for judging whether rates are reason-
able is comparison with those of other companies work-
ing under similar conditions. If the rate is low in
comparison with what prevails elsewhere, and has
developed traffic to an unusual degree, profits from that
traffic have been well earned.

An important need, as he sees it, is to give public
service commissions an opportunity to study the his-
tory of past attempts at regulation and the economic
principles which have determined their success and
failure, and to encourage them in such study. It is
his idea that they should not be so overwhelmed with
specific cases and complaints as to have no time for
dealing with general questions of economic policy.
They should be regarded and should regard themselves

as expert advisers of the courts, the legislatures and
the public on matters of vital importance to the coun-
try’s future. His doctrine certainly is sound that the
question of rate regulation must be considered from
both ends—producers’ and consumers’. And the conclu-
sion is inescapable that it is quite as important for all
parties to secure a supply equal to the demand at any
given price or rate as it is to have that rate fixed as
low as possible. There will be general agreement, par-

. ticularly among utility men, with the observation of

Mr. Hadley that politicians find it easier to concur in
a widespread popular error than to decide for them-
selves what will prove best in the long run. It cer-
tainly takes a good deal of firmness and a good deal of
economic and historical knowledge on the part of a
commission or a court to protect the interests of the
future against the loud-voiced demands of the present.

Massachusetts Companies
Work in Concert

ESS attention in railway circles than it deserves ap-
pears to have been received by the operating agree-
ment entered into recently by the New England Trans-
portation Company, bus operating subsidiary of the
New York, New Haven & Hartford Railroad, and the
Eastern Massachusetts Street Railway. Under the
terms of the arrangement between the companies the
electric railway will receive from the bus company 18
cents for each passenger transported between East Wal-
pole and Boston and Boston and East Walpole on the
run from Attleboro to Boston. ’

The route covered by the buses encroaches upon terri-
tory served by the electric railway. The sole issue be-
fore the Massachusetts Department of Public Utilities
in the case was whether public convenience and neces-
sity required the operation of motor vehicles over the
proposed route. The commission thought that it did.
It ruled on this point, and this point alone. It volun-
teered the opinion that “however unjustifiable and un-
warranted the payment to a street railway of a portion
of the fare received by the transportation company may
be, it does not affect the question which presents itself
on this petition.” And that question, as previously in-
dicated, was one of public convenience and necessity.

The participation issue appeared to be clear cut. The
transportation companies apparently found it not only
expedient but mutually advantageous to enter into the
agreement they did. All the points are not plain to
the outside commentator, but it is not difficult to see
that the disposition the companies made of the matter
was advantageous to the public. Competition in the
territory, if it received state sanction, which is unlikely,
is unthinkable and not in the best interests of the pub-
lic or the company. On the other hand, one of the com-
panies involved was in a position better than the other
to give the service, and it seems only sensible that the
utilities of their own volition should conclude between
them an arrangement satisfactory to each other. Cer-
tainly the end achieved seems on its face to be much
more salutary than other so-called solutions resorted to
in the past. If some such arrangement as this could
have been amicably worked out in another Eastern state,
to mention just one instance, recourse would not have
been necessary there to the courts with all that such ac-
tion implies of a struggle to the bitter end. It would not
do to say that any compromise is better than such a
contest, but it does appear in the Massachusetts case
that compromise was much better than contest.
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In pulling in lead-cov-

. ered cable, particular
care is used not to
injure the sheath

Careful Organization of Force
Stimulates Effort

By Duwight L. Smith

Electrical Engineer Chicago Rapid Transit Company, Chicago, Ill.

To complete work speedily and make sure

that finished jobs will be done in a manner

to minimize service interruptions the elec-

trical department must be organized

thoroughly and be provided with many
labor-saving tools

ORK in the electrical department of the Chicago
‘;s/ Rapid Transit Company includes the operation,
construction and maintenance of all electrical
equipment except for rolling stock, signals and inter-
locking. It includes third rail, cables both underground
and overhead, telephones, lights, bells, overhead trolley,
pole lines, track bonding, storage batteries and such
substations as are owned by the company. Maintenance
of the system requires about 50 men, and work which
can be classed properly as construection requires about
50 more.

This organization includes a centralized control, a
definite and logical routing for all work, and specialists
for each step in this routing. No step is begun before
each preceding one is completed and checked, so that
the personnel responsible for each step can proceed

with full assurance that everything previous is in readi-
ness, and entire attention can be devoted to doing each
part with the utmost efficiency and dispatch.

INITIATION OF JOB
by Electrical Engineer

1
GENERAL PLAN
by Asst. Elecfrlcal Engineer

3 I GENERAL ESTIMATE
by Engmeermg Staff

NCLUSION IN
BUDGE

SCHEDULING AND SUPER- LIAISON
4 |VISING OF ENGINEERING [—— WITH OTHER
by Office Engineer DEPARTMENTS
]
DETAILED ENGINEERING CHECKED
5 AND ESTIMATE | b | AUTHORILY
; . FOR WORK
by Engineer Superiors
!
6 MATERIAL ASSEMBLY MATERIAL
by Electrical Materials Han DELIVERY
|
7 CONSTRUCTION SUPERVISION OPERATION
by Foreman and Men l—— by Supt. [T by Power
Elec.Construction Supervisor

s COSTS
by Work Order Clerk
)i

Fig. 1—Plan followed in
routing a construction
job by the electrical de-
partment of the Chicago
Rapid Transit Company

ADMINISTRATION DETAILS
9 OF COMPLETION

by Office Engineer
1
10 PHYSICAL RECORDS
by Engineer
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The general plan of routing construction work is
shown on Fig. 1, Construction Job Routing. As a large
engineering staff is employed, the construction organiza-
tion does not even hear of a job until the engineering
is completed, the work laid out for it in the smallest
detail, all materials on hand and ready for delivery to
the job, necessary permits obtained, and accompanying
work by other departments arranged for; in fact, until
there is nothing for the construction forces to look after
but to do the physical work as planned. Frequently the
actual construction work is the smallest part of the job.
As an illustration of the methods employed, a job re-
cently completed of making the cable connection to a
new substation will be referred to in detail.

Most items of work initiate within the department,
although certain items become necessary because of
work of other departments. The greater part of a
year’s work is decided by inclusion in the budget at
the beginning of a calendar year. As soon as the bud-
get is approved all such known items are listed on a
job list, Fig. 2. Such a list is made for each class of
work, cable work being Class 3, and each individual job
is given a number the first digit of which indicates its
class. This job number is the office reference, and in a
file identified by this number all information on the job
is kept together.

The job list provides: (1) A ready record of the jobs
which must be completed during the year; (2) a quick
reference of the estimated time required for each job,
and (3) a running record as to the status of each job,
i.e., whether it is still untouched, under construction or
completed.

At the commencement of each year the job list is first
used to make a survey of labor and material require-
ments. The man-hour figures are based on unit man-
hour costs for past work of a similar nature. The
estimates as included on the job list are of course
rough, for no details of the coming jobs are yet known,
but are sufficiently close to make estimates of the total
amount of labor for each class. These totals indicate
the number of men required to complete all work in
the year’s program. This property has found that for
the average cable job a gang of six men and a foreman
is the most efficient and the total man-hours thus indi-
cates the number of gangs necessary.

The job list is a continuous one. It is not closed
until the end of the year and then any unfinished work
i3 transferred to the next year’s list. When work
unforeseen at the beginning of the year develops it is
entered, given a number and placed at the bottom of
the list. There is always a certain amount of this addi-
tional work and so any estimate for man strength must
make the necessary allowance.

Material requirements are also estimated at the be-
ginning of each year, considering the items of major
material on similar jobs in the past. It is not possible
to estimate exactly all minor material, but this is a
small part of the total. Estimating the major items
gives the purchasing department an opportunity {o buy
on favorable markets and to order in ample time to
have the material on hand when needed. Deliveries are
specified throughout the year in accordance with the
work program, sufficient leeway being allowed to make
sure of receipt but allowing delivery at the same rate
as that of use, thus keeping the storekeeper’s amount
of stock as low as possible.

The number of construction gangs having been deter-
mined, a job schedule is next made for each of them,

showing the order in which each job will be started,
and, from the man-hour estimate and the number of men
at work, the actual date for starting. The order in
which the jobs are scheduled is, in general, determined
by the degree of necessity. In making the schedule the
correlated work of other departments must be con-
gsidered, and they are consulted and necessary compro-
mises made to suit best all those concerned. The job
schedule also gives information as to the progress of the
work and references to allied work, status of authority.
layout and material.

Jobs are assigned to the engineering staff for layout
in the same order that they appear on the job schedule
and from one to six months in advance of the time set
for commencing the construction. Up to the time of
assignment only the most general information on them
is known, as a few preliminary sketches, correspond-
ence and the general plan dictated by the department
head. This information has been kept together care-
fully in the job file and is turned over and explained to
the engineer.

In almost all jobs there are several ways of accom-
plishing the same result, but it is part of the engineer’s
work to determine the best and most efficient way.
However, to assist the engineer as well as the con-
struction forces, types of construetion and kinds of
material adopted as standards are used whenever pos-
sible. These are got up in standard circulars and
standard prints. Each foreman is provided with a
loose-leaf binder containing a complete set, so that
when the engineer decides to make use of a certain
standard he has only to indicate on his layout its num-
ber and the foreman will know exactly what is wanted.

The duties of the engineer are: (1) To make detailed
drawings of the installation; (2) to make a detailed list
of the kind and quantity of every item of material
necessary for the job; (3) to make a detailed estimate
of cost, and (4) when the job is completed to make or
revise the permanent records.

For the substation connection job referred to, the
engineer’s first work was to determine the number and
size of cables required. An annual survey made under
heavy winter load conditions gives ampere loads and
voltage conditions on each feeder section of the Chicago
Rapid Transit system. This becomes a permanent rec-
ord in the power supervisor’s office and reference to it
indicates the cable capacity necessary.

A field survey showed an underground duct line as
the best method of carrying the cables from the sub-
station to the right-of-way. With this determined, loca-
tions for manholes, grouping of cables in ducts and in
laterals, location of laterals and disconnect switches were
decided. On this job, second-hand lead-covered cable
was to be used and the engineer had to check his re-
quired cable lengths carefully and tabulate them against
lengths on hand to insure the minimum wastage.

While a part of each construction job can be covered
by standards, many items cannot, and it is the duty of
the engineer to lay these out in detail and provide the
proper material. For instance, in the job illustrated,
while the switch boxes are standard, the method of
mounting is not, and necessary iron brackets had to
be designed to fit the location.

A small shop is operated by the department, to build
small special items of this sort; standard items and
large quantities of special items can be bought from
commercial sources more cheaply than they can be made
outside of the organization.
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The layout completed, showing in detail what was
proposed and where and how it was to be done, and
every method and material used plainly indicated, the
next step for the engineer is the preparation of the
material sheet illustrated in Fig. 3, showing the quan-
tity of each item, both special and standard, needed to
do the work. This must cover everything necessary,
even to bolts, nuts and washers, so as to prevent any
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delay to the construction forces from lack of proper
and sufficient material.

Special authority must be obtained for each con-
struction job and the cost egtimate for this authority
is a part of the engineer’s work. These are shown in
Figs. 4 and 5. The material sheet needs only to be
priced from material costs on record in a card system
in the office, or obtained through the purchasing depart-
ment for special material. Labor cost estimates are made
by reference to previous unit costs, carefully checked by
comparing the work into component parts and by mak-
ing independent estimates of each part. Adding the
proper per cents for stores expense, engineering and
contingencies a total cost is obtained. The care used in
making these is such that most job costs come within
a few per cent of the estimates. All planning and esti-
mates made are then checked carefully and approved by
the department head and authority for the work is
requested.

The proper authority obtained, material sheets are
gone over and compared with blanket orders, material
not already on order is requisitioned, and items to be
made in the department/shop are requested by a shop
order as shown in Fig. 6. Appropriate notes are made
on the material sheet. Work to be done by contractors
or other departments is arranged for. The material
sheets are sent to the electrical materials man. Fol-
low-up checks are made from week to week to insure

(

Above—Shop operated by the electrical department to build small special items
Below—Special brackets used for mounting are made in the blacksmith shop
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"The splicer’s cart is a handy piece of equipment
brought to the job .

that all material will be in readiness when the schedule
starting date arrives.

An interesting and necessary link in this depart-
ment’s organization is the electrical materials man, a
stores department employee who devotes his entire time
to handling material used by the electrical department
and whose function is to furnish the necessary material
delivered at the job, when and where needed. His
duties include both the physical handling of this mate-
rial and the clerical work necessary to account for it,
as well as supervising the transportation necessary for
its delivery.

The material sheet is received weeks, even months,
before a job is scheduled to start. A reasonable length
of time in advance he commences to gather together the
material for a job. The smaller items are assembled in
a material container, a box equipped with a standard lock
to which each foreman has a key, and larger items are
assembled in a bin, each of them as well as the containers
being tagged with the job description and number. This
assembly is simple, as all electrical material is kepf in one
storehouse, and its storing in steel cases with unit piling,
each item identified by a lot number, makes it easy to
find and count quantities. The items made in the de-
partment’s own shop are also picked up and assembled
with the balance of the material. .

If repeated checks, as the commencement of the job
approaches, show that certain items may not be received
in time, it may be necessary to send after and pick up
this material from local stocks on emergency orders, or
to substitute obtainable items.

The material sheet shows the approximate date the
material for each job is to be delivered, and the mate-
rials man plans to have it ready a few days in advance.
In every case, however, the foreman advises by tele-
phone the exact date when it is wanted and it is deliv-
ered only on receipt of this advice.

A truck has been found the cheapest and most effi-
cient means of delivering practically all materials, and
this company finds that one 13-ton truck, intelligently
handled, can ordinarily keep the entire force supplied
with material. This requires consolidation of deliveries

In pulling overhead cables with a winch truck, it is
necessary to anchor the cable reel

to different gangs working in the same area, and elimi-
nation of waste time. The truck is loaded in the late
afternoon and is started out the next morning in time
to arrive at the job when the construction force
commences work. Even the smallest items of material
are delivered by truck, the workmen being forbidden to
come into the storehouse for any reason.

In delivering material, the truck driver takes with
him two copies of the material sheet, one of which is
signed by the receiving foreman, who retains the second
copy of his list.

After each large order for material has been filled,
or at intervals of one month or less, the stock of all
items of standard material is checked against an indi-
cated minimum quantity and orders are placed for all
those which have fallen below the minimum. All the
steps detailed herein have been taken before the con-
struction force has even heard of the job. This force
consists of a varying number of gangs, each in charge
of a foreman, who reports directly to the electrical
superintendent.

About a week before each job is scheduled to start
the necessary information for the foreman is assembled.
A numbered work order, illustrated in Fig. 7, is the
actual authority for the construction. It refers to the
Jjob number, gives a brief description ¢6f the work, refers
to the blueprint numbers of the details; indicates the
auditor’s charge number for the work, shows the meas-
uring unit to be used by the foreman in making his
report, and also shows the estimated man-hours for do-
ing the job.

Six copies are made of the work order, one for each
of the job foremen, electrical superintendent, electrical
materials man, cost clerk, power supervisor and super-
intendent of maintenance of way, the latter to keep
in touch with the department most interested in co-ordi-
nating work with the electrical department.

Accompanying the foreman’s copy of the work order
are blueprints of all drawings pertaining to the job and
copies of all material sheets. Since construction gangs
have no headquarters other than on the job, corre-
spondence with them is by U. S. mail to the foreman’s
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homes, and they use the same means to send their time
slips and reports to the office.

Within the next few days the foreman takes several
hours away from his current job and goes to the location
of the next one to study it there and plan his procedure.
On that visit the superintendent accompanies him and
explains and settles any details not clear.

Arriving on the site of the new job with men, tools
and material, the foreman is at once ready to com-
mence work. The material must be checked and com-
pared with the lists. No matter how carefully work has
been laid out and material computed, as the work pro-
gresses different or additional material becomes neces-
sary. This is obtained by a telephone order from the
foreman to the materials man and is likewise delivered
by truck within 24 hours. Changes in plans may be-

come necessary, in which case the engineer goes out to,

the job and approves them before they proceed.

In the substation connection job used as an illustra-
“tion more than 10,000 ft. of underground and overhead
cable were to be installed, in sizes of 1,500,000 and
2,000,000 circ.-mil. Cable is pulled in with a power
winch truck, which is ordered by the materials man
when wanted. The special tools required for this work,
such as cable grips, manhole guards, I-beam cable
sheaves and steel pull line are sent out by the materials
man from the tool storage room.

The splicing of the underground lead-covered ecable
is done by the cable splicer and helper, who are sum-
moned by the construction gang foreman when he is
ready. Splicing tools and equipment are contained in
the cable splicer’s cart which is brought to the job.
When the splicing, training and racking are completed
all cables are protected by wrapping with %-in. hemp

rope over which a sand and cement mixture is plastered,
a protection sufficient to confine the damage of a burn-
out to the one cable in which it originates. All cables
are identified by tagging in each manhole, at the dis-
connect switches and in the substation with aluminum
tags on which is stamped the individual ¢able number,
such as “71 C,” the “71” being the feeder section num-
ber and the letter the reference to the particular cable
on that section.

The foreman is responsible for the performance of
his gang. In the job illustrated the duct line ran
under an alley. While cable pulling was in progress the
foreman learned that paving of the alley would start
within two days. Since this would have blocked his
pulling completely, it was necessary to work fourteen
hours a day for two days to get out of the way, and
although this increased the cost by overtime work, the
result was better than being completely blocked from
work for a time.

In cutting over cables and making them alive, the
power supervisor is consulted on each mave, as he is the
man directly responsible for the operation of the power
system. The construction work completed, it is in-
spected by the superintendent, who then approves the
work order. The foreman makes notes of the date of
completion and the quantity of the measuring unit of
material used, and returns the work order to the office.
All surplus material and scrap are returned to the store-
house for credit and the gang moves on to its next job.

The duty of the cost clerk is to keep detailed costs
of each job and so summarize them when work is com-
pleted that he can tell instantly how much the job costs
in man-hours or money, total or per unit. This waork
also furnishes an accurate record of dates, material,

Small items are placed in a box and locked—
all are tagged carefully

-

All electrical material is kept in a storehouse with steel
shelves arranged for unit piling
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special charges and credits. In fact, it becomes the
highly condensed record of that job. The unit costs
are further tabulated by groups for reference in esti-
mating future jobs of like nature.

The cost system is a simple method of bookkeeping.
An account sheet is opened for each work order. On
this are entered the labor items as listed in the “Labor
Distribution” sheet kept by the timekeeper, material
charges, cartage charges, special charges and credits.

The job completed and the foreman’s copy of the work
order returned is the cue to the cost clerk to close up
that account, price out his items, total and summarize
them. These summaries are shown in Figs. 8, 9 and 10.
The measuring unit shown on the work order is the
appropriate one of a number of standard units each of
which has a page in the condensed record of unit costs,
and on this page, shown in Fig. 11, are entered the unit
costs of this j6b for comparison against all jobs of a
similar nature.

There remain to complete the job the making or
revision of records by the engineer who handled it and

Truck Sands Bus Routes

By A. M. LINDSAY
Superintendent of Rolling: Stock é\lontreal Tramways,

Montreal, Canada

ANY heavy grades which must be negotiated in
Montreal make it necessary during the winter
months, with an abundance of ice and snow, to take
every precaution available for safety. The slippery
conditions make it necessary to sand bus routes not
only on the grades themselves but frequently, under
very icy conditions, over the greater part of their length.
To carry out this work quickly and economically, the

Montreal Tramways built the sand truck illustrated.
The equipment for this sand truck came from dis-
carded parts of bus equipment. An overhauled chassis
was taken, and an engine and sand hopper were added.
The sand hopper will hold 23 tons of sand when filled.
Under the forward part of this hopper there is room
for two compartments, which are used for tools, shovels,
etc. The interior sides of the hopper have a slope of

-
s

Sand-spreading truck as used on bus routes by the Montreal Tramways

the administrative details of completion such as notifi-
cation to the auditor, general storekeeper and valuation
engineer.

The entire scheme is nothing but an application of
specialization, one man or a group of men to do each
step in the work, and the whole so co-ordinated that
each confines his work to his specialized portion. The
advantages which result from this method of organiza-
tion are several: Each job is given individual attention
and occupies a very definite place in the year’s program;
all details of each job are settled before work is com-
menced; all work of similar character is done in a
similar manner according to standards which have been
found best; the gang foreman is provided with full
instructions so there is no chance for guesswork by
him; working efficiency is very high because the fore-
man and his men can devote their entire time to the
actual construction, unhampered by the necessity to
provide material, run errands or tend to other details.
As a result all jobs move along faster, more jobs are
handled during the year and the efficiency of the depart-
ment is raised to a point that is hard to excel.

1 in 3 toward the rear end of the truck, which has the
distributing valve. The inside is sheet metal.

Sand is spread by a saw-steel disk which rotates in a
horizontal plane at the end of an extension shaft. This
shaft is inclosed completely and runs on ball bearings
which are mounted in a steel pipe. An Evinrude Super-
Elto outboard marine motor operates the sand-spreading
mechanism. Sand or ashes is delivered from the control-
ling slide valve through a flexible hose to the spreading
disk. The top of the disk is provided with eight small
hardened steel radial ribs 1 in. high. These have been
found sufficient to give the distribution required.

The width of the road surface which is to be covered
can be altered by adjusting the speed of the engine,
the height of the radial ribs and the point of delivery
on the disk of the sand supply. Cooling water for the
Elto engine is drawn from the truck engine radiator
and has been found to assist the circulation in the latter.
To dampen the exhaust of the spreading engine a large
muffler is provided, and to steady the engine under
the unusually light load it is made to drive a rotary oil
pump against a fixed pressure in the closed return pipe.



Rembdeling, Repainting and
‘Overhauling Methods in Kansas City

By R. S. Neal

Superintendent of Equipment Kansas City Public Service Company
Kansas City, Mo.

«

Rattan seats covered, rubber tiling laid over floor, skirts
added to car body, visor over front vestibule center
window, new paint scheme applied, weather stripping
added to windows, complete overhauling for trucks
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ment is now being carried out in the shops of

the Kansas City Public Service Company. The
program includes work on 45 cars. Folding doors are
being installed at the front and treadle-operated doors
at the rear. Safety air equipment is combined with
the electrically operated rear doors. Seats which were
previously covered with rattan are being overhauled
and maroon Kemi-suede is placed over the rattan. Win-
dow latches, lifts and other car fittings are being nickel
plated. A floor covering of rubber tiling is being laid
and a metal wear-proof flexible matting added in the
body of the car. In the vestibule a metal-rubber
floor will be installed. Special skirts, Celotex lined,
are being attached to the base of the car body to im-
prove the appearance and decrease noises from motors
and trucks. Lamp shades of a special type are being

I :XTENSIVE remodeling and overhauling of equip-

used in connection with car lighting changes. A swing-
ing gate and a special metal visor are to be installed
on the front vestibule. Cars will be painted inside and
out, using a new paint scheme.

The work is being done on a twelve-car-a-week sched-
ule, so that two cars are completed each day. The
program for the work includes the placing of the cars
in position in the erecting shop for overhauling. Trucks
are removed and sent to the truck floor for general
overhauling. Special attention is given to gears, bear-
ings, gear cases and other parts so as to eliminate noise.
Springs and side and center bearings are being checked
up so as to maintain a standard step height.

In connection with the body overhauling the lower
right-hand front vestibule sash are removed and used
for replacement and a special sash is installed in this
position in conjunction with a Hunter “Enter-Front”
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sign. Other sash are removed from the car, stenciled
and then sent to the glazing bench in the mill. After
repairs have been made they are sent to the paint room
for cleaning and repainting. The sash are reinstalled
in the car during the final trimming by the erecting
department. Body curtains are removed and sent to
the curtain bench for thorough cleaning and repairing.
From there they go to the paint shop to be installed
when cars are trimmed. Old type khaki motorman’s
curtains are removed and replaced by new pantasote
curtains.

To reduce noise and also to provide greater warmth
in the cars weather stripping is placed between the
sash, as indicated in an accompanying illustration. All
cars are being equipped with Faraday push buttons,
and for this installation the pilasters are sent to the
mill for reboring. Car roofs are inspected carefunlly,
as it is found that abont 25 per cent require recovering.

The practice of the railway is to use monel metal for
heater resistors. Where this wire has already been
installed in the heaters they are left on the seat frames,
but if they are not so equipped they are removed and
sent to the electric shop for this change. Seat frames
are removed and the backs and cushions stripped from
them. Frames are marked with position and car num-
ber and sent to the paint shop for painting, after which
they are ready to be installed in the car when it is
trimmed. Seat backs are sent to the erecting depart-
ment and cushions are thoroughly dusted and cleaned.
Spring plates on the longitudinal seats require consid-
erable care, as many of them are broken. An accom-
panying sketch shows the method of reworking these
plates. Cattle-hair felt # in. thick is installed over the
rattan and over this a covering of maroon Kemi-snede
is placed.

All car trim items such as sash locks, lifts, seat back
corner castings, light sockets, etec., are removed, tagged
with the car number and sent to the electric shop, where
they are nickel plated, buffed and lacquered. Seat back
corner castings are returned to the upholstering bench,
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where they are installed. in the backs as they are
upholstered. .Other parts are sent to the paint shop.
Body stanchions are removed and sent to the pipe bench
to be cut to size for front-entrance use. Controllers
are removed and pipes, valves, etc., installed for the
use of new safety air equipment. The safety air adapt-
ers are installed on the heads of the controllers when
these are overhauled.

Motorman’s and conductor’s railings are removed and
sent to the pipe department for necessary repairs. Fare

box brackets are added to the large post on the front
railing. Also, when stripping the vestibule floor, the
individual seat at the right-hand corner of the car is
removed. Floor strips in the walkway, in the center
of the car body floor, are removed and level floor laid
in their place. This requires resurfacing of the trap-
doors. If the floor under the seats is very rough, uneven
or weak it is replaced. All floor is placed in shape to

=
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make a good surface on which the composition flooring
can be laid. An accompanying floor plan shows the
arrangement. .

The front door, door posts and operating mechanism
are removed and all except the doors scrapped. The front
door header is removed and sent to the mill for clear-
ance cuts for the npper door shaft arms. This header
is reinstalled in its original position. Fcur new doors
equipped with ‘safety rubber buffers are fitted. Front
doors are operated by one door engine located on a
steel ba-e plate mounted in cabinets over the front door.
Rear dcors and shafts are removed from the cars and
shafts are stripped from the doors and sent to the weld-
ing and machine shops for lengthening. Doors are sent
to the mill for repairs and reworking. A door engine
cabinet, practically the same as that used over the front
doors, is installed over the rear doors, in which two
door engines are mounted on base plates. The rear exit
step is equipped to operate in connection with a treadle
device which is installed in the vestibule floor just
inside of the exit doors. The rear doors are electri-
cally controlled and air operated.

After the overhanling work is completed the ecar is
placed over a pit in the rear of the paint shop and
the composition flooring is laid. At the same time body
skirts are installed. They are made of No. 16 gage
steel lined with Celotex and hinged to the car bodies.
The-e skirts improve the appearance and decrease truck
and motor noises. The metal visor which is installed
over the center vestibule window is made of No. 20
black iron and is installed when the cars are trimmed.

Cars remain six days in the paint shop. The first
day they are washed inside and out, scraped and sanded.
The second day they are primed and puttied on the out-
side and the ceiling and hoods painted on the inside.
The third day they are sanded and touched up on the
outside and the first coat of enamel for the inside and
outside is put on. The fourth day the second coat of
enamel is applied both inside and outside. The fifth
day the outside is blocked up for numbers and striped.
The inside is touched up and switches and numbers
are put on. The next day the car is trimmed for serv-
ice. An accompanying diagram shows the painting
scheme used.



Track pavement on Whitney Ave-
nue, New Haven, laid with
granite block stretchers forming
the flangeways

Extensive Annual Track Reconstruction
Done by Connecticut Company

Way maintenance is co-ordinated with municipal

paving program. T-rail is standard. Flangeways
are formed by granite blocks set in rich concrete.
Pavement between rails has extremely low crown

By M. M. Johnston

Division Engineer Connecticut Company, New Haven

ELIEVING that careful maintenance of the
B’ permanent way is an essential of good electric

railway service, the Connecticut Company has
adopted a policy of extensive annual track reconstruc-
tion. During the past six years 133 miles of track has
been rebuilt, a yearly average of slightly more than
22 miles. Last year 21.33 miles of city track and 9.73
miles of interurban track were reconstructed, or slightly
more than 31 miles in all. This was the largest amount
done in any one year of the company’s history. The

= MILEAGE OF TRACK REBUILT BY THE CONNECTICUT
COMPANY, BY YEARS

Year City Interurban Total
VP S0 a8 60 0 0 pon e e 6 o0 NS 12.81 6.02 17.83
L2 R T S, 27.73 2.91 30.64
SRR SRt (000 0t (00 D IR 17.89 2.19 20.08
S S 60 6 o R B O D O I 14,59 5.04 19.63
1928 scie i s i o ks e e 11.17 2.83 14.00
1928 i e i i s e e 21.33 9.73 31.06

AT S it G o o O o G OO 105.52 27.72 133.24

ANEEAEON e e s s s masis s o wiee 17.69 4.62 22.21

total mileage reconstructed by the Connecticut Company
in 1926 was second only to that of the Chicago Surface
Lines, the largest urban electric railway in the world.

The track rebuilt by the Connecticut Company has
varied somewhat from year to year, as shown in the
accompanying table,

Under the laws of Connecticut an electric railway is
required to pave only 8 in. on each side of the rail
However, if trackwork is done separately from general
paving, the entire cost of removing and relaying the
pavement in the track area must be borne by the rail-
way. Where there is double track, this sometimes
means paying for a strip of pavement 19 ft. in width.
For this reason the Connecticut Company makes every
effort to co-ordinate its track reconstruction with the
paving programs of the various municipalities through
which its lines run.

When a paving project is proposed the railway investi-
gates the age and condition of its track in the street
and decides whether or not it will last the life of the
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is thought that
the existing struc-
T = = ture will last that
length of time
joints are in-
spected, tightened
and welded, defec-
tive ties are re-
placed and the
track put in thor-
oughly good- operating condition. When it is believed
that the old track will not last the life of the new paving
the entire structure is renewed.
Methods of track construction vary somewhat on the
different divisions of the Connecticut Company. Those
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Sketch Showing Plan of Form

used on the New Haven division are typical of the gen-

eral practice on the company’s large city divisions. At
Hartford, however, the soil conditions require a special
type of construction.

1 Template used for shaping flangeways

In track reconstruction the first step after the removal
of the old material is to roll the sub-grade. This can
be ‘done, of course, only when the old ties are replaced.
Whenever new rail is used all old ties are removed and
new ones laid. If the old rail is put back only question-
able ties are renewed.

Chestnut or oak ties 6.in, x 8 in. x 8 ft. are used in
the present standard city track on the New Haven
division. Last year the ratio was approximately 70 per
cent chestnut ties and 30 per cent oak. They are ob-
tained from Virginla and Pennsylvania as well as locally
to some extent. Average cost at the present time is
about $1.10 per tie. Treated ties are not used by the
Connecticut Company as experience has shown that un-
treated ties in permanent pavement will last as long in
the sandy soil of this region as does the rail. At Hart-
ford steel.ties are used thoroughly tamped with crushed
stone supported on a special concrete mattress designed
to suit the unusually difficult soil conditions.

Tie plates with an inward cant of 1 in 20 to increase
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Standard types of low-crown pavement used by the Connecticut Company

(1}) Asphalt with granite block stretchers,

C) Asphait with shaped flangeways.

(B) Asphalt with concrete flangeways.

(D) Concrete with shaped rlangeways.

>



April 16,1927

ELECTRIC RAILWAY JOURNAL

693

the area of wheel contact on the rail are used with new
rail. A feature of these plates is the staggered notch-
ing of the spike holes. An article on this subject was
published in ELECTRIC RAILWAY JOURNAL April 5, 1924,
page 537. :
Rail used on the city divisions is standard 6-in.,
100-1b. A.R.A. section except in the Hartford division,
where grooved girder rail is used on account of franchise
provisions. Both thermit and seam welded joints are
used. The cost is approximately the same, about $6.50
per joint. Base plates are used with seam welded joints,
as told in the article already referred to. Thermit
welded joints are unsupported. In paved track no ex-
pansion joints are provided except at special work.
Pavement used with the standard city construction is
of five types: (a) Asphalt with granite stretchers on
each side of the rail, (b) asphalt with a concrete strip
on each side of the rail, (¢) solid asphalt laid up to

Asphalt paving with 8-in. concrete strip on each side

Flangeway is made by means of tem-
plate shown on preceding page

of rail.

bt
o

the rail, (d) solid concrete laid up to the rail, (e) solid
granite block laid up to the rail. Because of the narrow-
ness of the strip the cost does not vary greatly except
in the cost of the granite block construction that aver-
ages about $2.35 per foot of single track, this cost repre-
senting four strips 8 in. in width. An article dealing
with.certain features of this construction was published
in the ELECTRIC RAILWAY JOURNAL Jan. 31, 1925, on
page 194.

When granite blocks are used to form a flangeway,
as in structures (a) and (e) of the preceding para-
graph, they are set in a dry mixture consisting of one
part cement and two parts sand. The blocks are thor-
oughly rammed home. Between the block and the gage
side of the rail a 1-2-3 mixture of concrete using very
fine stone is placed. This mixture is thoroughly
rammed between the block and the web of the rail and
is plastered with a wet mixture consisting of one part
sand and two parts of cement. Finally the whole strip
is sprayed with water from a hose, which sets up the
sand and cerhent cushion under the blocks and prepares
them for grouting.

Sometimes the granite blocks are grouted all the way
to the top, and at other times only half way up, depend-

ing on the amount of vehicular traffic using the street.
Unless this is extremely severe, the grouting is carried
only half way and the remaining space is filled in with
pitch and gravel. From the railway viewpoint this
method is considered preferablé as it tends to seal up
the track structure better and maintains the bond be-
tween rail and pavement.

When asphalt or concrete is used without granite
block stretchers the flangeway is made by shaping this
material. It is tamped under a special curved template
shown in an accompanying sketch. This work is done
in 12-ft. sections. A ccnsiderable amount of pavement
has been laid in this manner and has given satisfactory
service.

Only a 1-in. crown is given to the pavement between
rails. Drainage depends largely on the longitudinal
grade. At low points, and elsewhere as needed, track
drains are installed. These are of cast iron shaped to

\Granite blocks are used for pavement 3 ft. each side of

track drains regardless of how remainder of
street is paved

fit the flat crown. Approaches to these drains are paved
with granite block for 3 ft. on each side regardless of
the general street paving.

During three years experience no trouble has been
encountered with dirt or ice in these flangeways. Auto-
mobiles trying to turn out of tracks do not slew or skid.
There is less wear on the pavement on account of less
impact caused by vehicles crossing the tracks at right
angles. There is also less wear because the flangeway
is too narrow to permit wheels to drop down between
rails. The low crown design has proved popular with
the public in general because it has made the pave-
ment smoother in the track area.

Data on Painting Car Roofs

HE time between paintings of car roofs was found

to vary between six to eighteen months on several
Southern railways. New Orleans paints once in eight-
een months, Atlanta, Knoxville, Memphis and Birming-
ham paint once a year and Mobile paints twice a year.
Dallas is nsing Gilsonite paint and has tried Valdura
and Asphalt paints. The life of canvas roofs was found
to vary up to a maximum of ten years.



Turning and Slotting of Commutators”

Modern railway motors are slotted. Mica should be
removed carefully from the sides of the slot or the

beneficial results from slotting will be lost.

Depth

of slots should be from 3/64 in. to 5/64 in.

o

By fesse M. Zimmerman

Renewal Parts Engineer Westinghouse Electric & Manufacturing Company,

East Pittsburgh, Pa.

garding the resurfacing of the commutator face

by grinding or by turning. Each method has
its advantages as well as its disadvantages. The great-
est advantage of turning the commutator face is that the
time required is very short. The kind of tool to use is
not important and each machinist has his favorite tool
for each different line of work. However, a diamond

DIFFERENCES of opinion Will always exist re-

*This Is the eighth of a series of articles on commutators for
rallway motors. The others were: Choosing Materials for Rail-
way DMotor Commutators, published Aug. 21, 1926; lmportant
Conslderations in Replacing Commutator Bars, published Oct. 23,
1926; Accurate Machinlng of the V's of Assembled Commutators
1s Essential, published Nov. 20, 1926 ; Mica V-rings and Bushings
Have Important Functions in Commutators, published Dec. 18§,
1926 ; Methods and Equipment for Efficient Assembling of Com-
mutators, published Jan. 15, 1927; Solderlng of Railway Motor
Commutators, published Feb. 14, 1927, and Preventing Flashovers

1s an Important Part of Commutator Maintenance, published
March 19, 1927.

N
AR
.;f‘

Undercutting machine made
in the Homewood shop of the
Pittsburgh Railways

pointed tool slightly cupped at the top and set so that
it will have sufficient clearance between its side and the
commutator face will give very satisfactory results.
The cutting edge of the tool should be located slightly
above the center line of the armature. One can always
feel that the commutator will have a smooth finish if
the chips of copper curl up while machining. During
the machining the commutator should run at its max-
imum operating speed. If the speed is too slow the
tool will cut the copper deeper than the mica. In order
to remove as little copper as necessary the cut should
be made very light.

The final finish given the commutator is usually re-
moval of the tool marks by No. 00 sandpaper. This
should be done after the undercutting operation. Some
repairmen have found that by running the commutator

-
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at a high speed, ﬁsing a file to remove the tool marks
and later finishing with No. 00 sandpaper, a very smooth
finish is obtained. Extreme care must be exercised
when using the file not to bear on it too heavily, as
it has a tendency to cut very rapidly. This method has
the disadvantage of removing too much copper from
certain spots, making the commutator surface uneven.
Both the sandpaper and the file have a tendency to cut
the copper deeper than the mica.

The commutator face may be ground with a special
carborundum stone which fits in the tool post of the
lathe. It will remove a minimum amount of copper in
resurfacing because the cuts made by the stone are very
shallow. The last cut will produce a polish without
need for file or sandpaper and give a true, smooth sur-
face. The disadvantage of the grinding method is the
length of time required. Some operators take a rough
machine cut across the commutator surface when it is
badly cupped and then use a carborundum stone for
finishing. Other railway operators object to the use of
the carborundum because the grit from the stone im-
beds itself in the copper, causing the brushes to wear
rapidly. Careful inspection of the commutator face will
show whether this is so.

If the commutator is properly undercut and brushes

of the correct grade are used it will
soon take a natural polish if the
brush surface has an average finish.

A clean undercut commutator re-
duces the burning of the copper
bars, increases the life of the brushes
and practically eliminates flashing

At left, undercutting a commutator
with a motor-driven saw at the East
Pittsburgh Works of the Westing-
house Electric & Manufacturing
Company

Center view, protecting commutators
while the armatures are in storage
in Homewood shop of the Pitts-
burgh Railways

At bottom, undercutting commutators

with a power-driven saw mounted

on a lathe head

because it prevents high mica, which is caused by the cop-
per wearing the more rapidly so that the brushes will ride
on the mica strips. This causes a burning action be-
tween the copper and the brush, which wears away the
contact surface. If the burning action continues grooves
will be burned completely around the commutator.
When the mica is high at one part of the commutator
only this burning action will eventually cause a flat spot,
which w:ll grow until it will be necessary to resurface
and undercut the commutator.

Undercutting is done after the armature has been
soldered and banded and the commutator face and neck
resurfaced. It should never be done before the com-
mutator has been soldered, as the undercut slot is liable
to fill up with solder. Four essentials should be fol-
lowed when undercutting a commutator. First, it is
important that none of the mica remains in the slot.
This can be prevented by using a saw which is at least
0.005 in. larger than the mica strip. After the under-
cutting a heavy hack saw blade should be drawn through
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Lathe tool holder and carborundum stone for
grinding commutators

each slot to remove any mica which may remain in it.
In order to undercut the entire face of the commutator

without cutting into the neck the saw must be as small .

as possible, yet it must be large enough to undercut
the commutator to the proper depth.

Commutators should be undercut with a high-speed
carbon saw operating at approximately 2,000 r.p.m.
This saw should be drawn toward the operator so that
he can guide it when starting to cut. It should revolve
so that the teeth will strike the bottom of the slot first.
This will leave a clean slot on the brush surface.

An undercut commutator should operate from one
heavy inspection period to the next. The maximum
and minimum depth should be # in. and # in. re-
spectively. However, the depth can be increased or de-
creased according to conditions. Should the armature
be removed for minor motor repairs the commutator
‘should be inspected carefully and if the mica is getting
flush with the copper it should be undercut.

Undercutting is done by either a motor-driven or a

belt-driven saw. Where only a few armatures are to

be undercut a special knife or a hack saw is sometimes
used, but this method is inefficient and slow. On the
other hand, where many armatures are to be slotted
the undercutting is usually done on a special machine.

An efficient undercutting outfit made in the shops of
the Pittsburgh Railways is shown in the accompanying

e L, . L

Armatures are rotated by belt for polishing the
commutator face after undercutting in the shops
of the Pittsburgh Railways

illlustration. This machine was made from an old lathe,
the saw being belt driven from a 1-hp. motor. After
the commutator has been undercut, in order to polish
the brush surface with sandpaper the armature is
rotated by placing a belt around the armature connect-
ing it directly to the motor.

Some operators have had good success with an under-
cutting outfit clamped to the tailstock of the lathe. The
portable electric-driven outfits are popular in some of
the smaller shops and give good results. The main ob-
jection to this type is the difficulty in guiding the saw.
When making or purchasing an undercutting machine
it is essential that the rotating spindle be supported by
a bearing as close to the saw as possible. Any type
of stationary undercutting outfit should have a hood and
a suction hose to carry off the mica dust.

After the commutator has been undercut the bars
have very sharp edges. If left, these will cause arcing
and pitting. Once started, arcs between the bars will
tend to concentrate on these edges, and may result in a
flash. Eventually the bars will be pitted badly. It is
important that these sharp edges be rounded off, which
can be done by drawing a small three-cornered file
through the slot.

After the commutator has been given its final finish,
it should be protected from dirt, oil and moisture while
the armature is in storage. The Pittsburgh Railways
has adopted the scheme of covering the commutator
face with several turns of wrapping paper.

Unnecessary Signal Lights Retard Traffic

APHAZARD installation of automatic signal lights

not only delays traffic. but may actually increase
the congestion and danger at street and ‘highway-inter-
sections, according to a report compiled by the Albert
Russel Erskine Bureau for Street Traffic Research. It
is stated by Miller McClintock, director of the bureau,
that “automatic stop and go signals are unquestionably
an effective means' of controlling traffic, and their
effectiveness has been proved by many installations that
have speeded traffic and reduced accidents in Los
Angeles and Chicago, but it should- always be borne
in mind that traffic signals stop traffic as well as move
it, and that wherever a device of this kind is installed
it immediately places an automatic limit on the time
the intersecting streets may be used. In general, the
time along one street is reduced 50 per cent—the signal
giving alternate right of way to the streets controlled.
Unless the alternate movement is necessitated by a real
congestion at the intersection which reduces the oppor-

_ tunity for movement to a point below that permitted

by the signal, it is apparent that the control device can
have no other effect than to retard traffic flow.

“Stop and go signals should rarely, if ever, be in-
stalled for purely safety purposes. The primary pur-
pose of the signal is to start and stop traffic to facili-
tate movement.. Dangerous intersections where traffic

" conditions do not justify the maintenance of a stop

and go signal can best be controlled by the installation
of warning signs, and in some cases by the application
of a through-stop street rule.”

The danger of installing stop and go lights where
they are not necessitated lies in the disregard for this
type of regulation that grows when motorists are
unnecessarily delayed. The willingness of the motoring
public to give obedience to an unpoliced signal varies
in ratio to the reasonableness of the control exercised.
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Modernizing Work Car
Equipment at Salt Lake City

At a Cost of $1,700 an Electric Locomotive of the Utah
Power & Light Company Has Been Completely
Revamped and Adapted to Present-

Day Conditions

By F. D. HEIGES
Oftice Engineer Utah Light & Transit Company, Saft Lake City

TRIKING is the contrast between the dilapidated

appearance of an old work car battered by years of
service and the neat and trim look of the same car
fresh from the hands of capable workmen. A trans-
formation of this kind was recently accomplished in the
case of an electric locomotive of the Utah Light & Tran-
git Company. Air compressors, trucks, drawbar and
electric equipment on the rebuilt vehicle are those that
were on the old one. The frame and the body are new.
Accompanying illustrations show this car before and
after modernization. Reconstruction resulted in a sub-
stantial saving to the company, and also had consider-
able advertising value in that the operation of an up-to-
date efficient looking locomotive over the streets of Salt
Lake City gives the people the impression that the com-
pany is endeavoring to furnish high-class service with
the best possible equipment of every kind.

The old locomotive originated about 1909 by the in-
stallation of an obsolete street car body on a flat car
and motorization of the trucks. Its color was black
instead of the standard yellow of the company’s other
rolling stock.

After the old car had been completely dismantled the
trucks were thoroughly overhauled, steam-cleaned and
repainted. Upon these, in place of the old wooden
frame, was constructed a steel frame 30x6 ft. in size
.consisting of two 8-in. channels running lengthwise on
the outside, four 8-in. steel I-beams running through the

This locomotive was built in 1909 by placing an old body
on a flat car and motorizing the trucks

center, and two 10-in. arched channel bumper plates
forming the ends. The extra height of the 10-in. bumper
plates above the 8-in., I-beams permits a 2-in. floor of
tongued and grooved wood to be fitted under the ends.
Steel strips have been placed along both edges of the
floor as a protection to the surface.

A cab was built 8 ft. 6 in. square. This is 13 ft.
shorter than the old cab, while the frame itself is 3 ft.
shorter. The greater length and narrow width of the
old cab hampered the view of the motorman. Having
a smaller cab on a shorter frame and flush with it
permits the operator to have a clear range of vision on
all sides and there is less likelihood of accidents. The
center height of the cab is 73 ft., while the side height
is 63 ft. It is built of steel and wood lined. In all
there are ten windows, three on each side and two on
each end. All the windows are movable in the new cab,
while in the old cab only the center windows were
movable. Doors are located at the ends, diagonally
opposite each other, with the controller located at the
center window on one side. Five electric heaters main-

The same locomotive after being thoroughly overhauled. A new frame and a new cab
were installed on the old running gear
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tain a comfortable degree of warmth in the cab during
cold weather.

This rebuilt locomotive is mounted on 33-in. wheels
and is equipped with four Westinghouse 93 motors. The
total weight is approximately 40,000 lb. All the wiring
has been placed in conduits, another advantage over the
old vehicle. The cab of the old locomotive was con-
gested by the presence of air tank and compressor, while
on the new locomotive the compressor is underneath the
frame and the air tank is outside of the cab along the
end wall.

The new body and the reconstruction work cost $1,700.
Including the value of the old equipment used, the total
valuation is about $8,500 for the vehicle. In utility it is
believed to be the equivalent of an $11,000 car. Two
locomotives were rebuilt in this way, effecting a saving
estimated at $5,000.

H The Rears’ Forum |

Difficulties in Wheel Removal Discussed

INDIANA, COLUMBUS & EASTERN TRACTION COMPANY
SPRINGFIELD, OHIO, April 4, 1927.

To the Editor:

I have read with considerable interest the article
“Wheels Removed and Pressed on Economically,” on
page 331 of the Feb. 19 issue of ELECTRIC RAILWAY
JOURNAL. Just to make it more interesting, 1 wish to
criticise the practice of the Wilkes-Barre & Hazleton
Railway, as I think it can be improved upon. .

In the first place I do not approve of burning the
wheels in order to remove them from axles. I note they
have a 400-ton wheel press, and that 36-in. wheels are
bored 7 in. and put on at 75 tons, which is standard
practice. It is true that it will require probably twice
this pressure to remove these wheels after they are
worn out, due to the metals of wheel and axle settling
into each other under continued pressure and vibration.
We have found that a method of removal much cheaper
and better than burning is to heat the wheels with a
large coal-oil torch. This does not injure the wheels
in the least, which is worthy of consideration for the
reason that frequently wheels removed from axles are
used again for some purpose.

The practice at the 1., C. & E. shops is as follows:
100 tons is considered a maximum safe pressure for a
5-in x 9-in. axle. A pressure of 100 tons is first
applied; if the wheel does not start, the flame from a
torch is applied for about five minutes, and pressure is
then again applied, letting the flame still play on the
hub of the wheel. If the wheel does not start, a pres-
sure of abont 100 tons is kept on until it does start,
which is rarely more than seven or eight minutes from
the time of first applying the torch.

There is not the slightest danger of injury to case-
hardened or heat-treated gears in this-process, as the
temperature of gear or hub rarely exceeds that of boil-
ing water, or 212 deg. F., while with the cutting process
there is some danger of injury to a gear and also to the
surface of the axle and journal bearings unless protected
thoroughly. h

The second eriticism I make is that the use of a thrust
cylinder and mandrel in putting on wheels is cumber-
some, slows nup the work and is not at all necessary.

If ends of axles are faced off square with the center
line and the pressure faces on the wheel press are kept
in good order there is no danger of springing an axle
if allowable pressures are not exceeded.

F. J. FooTk,

Superintendent Motor Power and Equipment.

Judging Maintenance by Car Failures

DES MOINES CITY RAILWAY
DES MoINES, Iowa, April 6, 1927.
To the Editor: =

The discussion of car failures in ELECTRIC RAILWAY
JOURNAL has been very interesting. This is important,
first from the point of judging the degree of main-
tenance and second from the transportation standpoint.
The mechanical and transportation departments must
be in perfect accord or the car failures per 1,000 miles
cannot be kept at a low point. Car failures cause the
car riders much discomfort, as no one likes to change
to another car during the short ride downtown even
in good weather, not to mention in bad weather, when
troubles generally happen.

1t is only by frequent and thorough overhauling of
the equipment and a strict method of inspection that
the mechanical department can deliver the service it
should. In addition, all car failures must be gone into
carefully and steps taken to prevent future ones of
the same nature.

Cars on this property are overhauled on a 100,000~
mile basis, including painting. They are inspected on
a 1,200-mile basis, except the brakes, which are given
attention every 600 miles. Oiling of armature and axle
bearings is taken care of at every 1,200-mile inspection,
while journal bearings and gears are lubricated every
4,800 miles.

There seem to be many different ways on the various
properties of classifying a car failure. If we find it
necessary to pull a car off before its run has been com-
pleted, it is considered a car failure, of which a certain
number are chargeable to equipment and a certain num-
ber are not chargeable to equipment. Every item is
chargeable to equipment except broken glass and col-
lisions. N

Although the pull-in of many cars can be prevented
by having a man repair cars on the road, we do not
believe this to be a satisfactory practice on account of
delays and discomfort to passengers while the man is
making the repairs. About the only road work we do

is to replace burned out lamps.  C. R. MCMAHON,
Superintendent of Equipment.

Cast Bars Not Drop Forged

WESTINGHOUSE ELECTRIC & MANUFACTURING COMPANY
WILKINSBURG, PA., April 1, 1927,
To the Editor:

In my article in ELECTRIC RAILWAY JOURNAL for
Oct. 23, 1926, one sentence read:

“The Brinell hardness number for cast copper bars
which are later ‘drop forged’ or ‘bumped’ is from 50
to 55.”

The use of the word ‘“drop forged” was somewhat
ambiguous. It was not my intention to convey the im-
pression that “drop forged” bars are cast, but it was my
intention to state that the Brinell hardness number for
cast copper bars which are later “bumped” is from 50 to
55, by the word “bumped” meaning what is sometimes
termed “‘cold pressed bars.”

JESSE M. ZIMMERMAN
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Neat platform men are a
continual advertisement that
the electric railway is a live,
vivid part of the community’s
life. Car operators are in
daily contact with the rail-
way’s customers. Their neat
appearance should be a part
of the clean, tidy condition of
the cars.

DONT THey
LOOK
COLLEGIATE?

ELecTRIC RAILWAY JoUurRNAL will be
glad to furnish press proofs of this
page free of charge for posting on
bulletin boards and will supply electro-
types of this series at cost for use in
company publications.

J. M. Zimmerman and K. L. Proctor, Westinghouse Electrie & Manufacturing Company
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Fifteen Cash Prizes Offered to

ITH a desire to stimulate the improve-
V‘/ ment of railway maintenance methods
and to assist in spreading information
regarding practices and equipment that are
proving of value, ELECTRIC RAILWAY JOURNAL
will award three capital prizes of $200, $100
and $50 for the three best maintenance ideas
submitted before Aug. 1, 1927. In addition
twelve monthly prizes of $25—one each month
beginning with the May 21, 1927, issue—will be
given. The articles submitted for the capital
prizes will be published in the maintenance data
sheet section of the issue of ELECTRIC RAILWAY
JoUuRNAL devoted to maintenance and construc-
tion. A minimum of $5 will be paid for each
article submitted in this competition which is
accepted for publication.

The purpose of the competition is to arouse
interest among maintenance men in the de-
velopment and adoption of improved methods
for performing routine work, or new methods
or fixtures that save labor, time and money for
the electric railways.

The prizes will be awarded primarily on the
value of the idea presented and its adaptability
to the maintenance work of electric railways
generally. The form of presentation will be
judged only as to the clearness with which the
method or device is described and illustrated,
and the extent to which information is given
which will be needed by other properties inter-
ested in using the idea. Fine writing is not nec-
essary. It is the intention to make the prizes
available to men engaged in practical mainte-
nance work. Therefore all that is necessary is
a concise and clear statement that will be in a
form to help other maintenance men. At least
one photograph, drawing or sketch is required.

Rules for the Competition

THE competition will be judged and the
prizes awarded by a committee consisting
of men in the industry intimately associated
with the line, rolling stock, and way depart-

ments, whose affiliations particularly fit them
to pass on the subjects covered in the mainte-
nance data section, and the editor of ELECTRIC
RarLway JournaL. The names of the judges
will be published later. All decisions of the
judges in making awards or in interpreting the
conditions of the contest will be accepted as
final. The articles submitted will be judged
in accordance with the following conditions :

1 Any employee or official of an operating
electric railway or electric railway bus sub-
sidiary may compete for the prizes.

2 Fach contestant may submit any number
of items he desires, each of which will be
judged separately. An individual may win
several of the prizes. One item may win both
a capital prize and a monthly prize.

3 The author does not necessarily have to be
the originator of the idea, but it must be
adopted and be in use on the property with
which he 1s connected. The idea submitted
may have originated on another property or
may have been furnished by a manufacturer.
No device or method a description of which,
to the knowledge of the contestant or the
judges, has been previously published will be
eligible for this competition.

4 The competition is not limited to those who
originated or developed the idea or appa-
ratus described. Any employee, with the ap-
proval of the department head concerned, may
submit a2 maintenance practice or device used
on his property. More than one article cover-
ing the same device or method will not be ac-
cepted, however.

S Where the management of a railway has a
practice of requiring approval of articles
sent out for publication such approval must ac-
company the manuscript. If written approval
does not accompany the manuscript it will be
assumed that such approval is unnecessary.

S NPRPE—
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Maintenance Men

6 An article may be submitted by several
persons or by a department, and need not
be written by the person in whose name it 1s
submitted. The prize will be awarded to the
individuals or department whose name appears
on the manuscript, and can be distributed
among the winners on any basis they may desire.
Should there be a tie for any prize the full
amount will be awarded for each of the articles
involved in the tie.

Articles may describe any maintenance prac-
7 tice or device used by any department of a
railway such as the maintenance of rolling
stock, buses, shop equipment or methods and
equipment for overhead line repairs, power dis-
tribution and power generation devices, signal
work, track and way maintenance, etc.

8 Due to the limited space available in the
maintenance data pages, articles submitted
for these prizes should be preferably 100 to

200 words in length and should be accompanied
~ by one illustration. Brevity consistent with a
proper presentation of necessary information
will be given weight in judging articles. In no
event should they be longer than 400 words
with not more than two illustrations. Articles
will be published as promptly as space permits.

9 will consider the primary value of the meth-
od or device as of highest importance. The
committee will also consider its practicability,
the advantages and economies that are set
forth. In rating manuscripts for the capital
prizes the committee will also consider the
clearness and completeness with which the idea
is presented in the original manuscript.

All articles must be in the English lan-
10 guage and be mailed to the editor of
ELEcTRIC RAILWAY JOURNAL, Tenth Avenue
and 36th Street, New York City. To be eligible

for the capital prizes to be awarded the enve-

In rating the various articles the committee

lope must bear a postmark dated before Aug.
1, 1927. Envelope and manuscript should be
marked “Maintenance Competition.”  Any
number of items may be sent in the same en-
velope. Photographs or sketches should ac-
company manuscript and be attached thereto.
Drawings or sketches may be in pencil, or blue
prints will be accepted. Photographs should
be protected against damage in mailing. Each
item submitted should bear the name or names
of the individual or individuals for whom it is
submitted and to whom awards are to be made.
Articles will be published under the names of
individuals or department appearing on the
manuscripts. Photographs, sketches and manu-
scripts should be so marked that should they
become separated they can be identified readily.
11 The original manuscripts and illustra-

tions will be turned over to the committee
of judges to determine which will receive the
capital prizes. These may, however, be pub-
lished before or after capital prizes are
awarded. Monthly prizes will be judged by
the committee after the articles are published
in the maintenance data section, the best items
being selected each month from those appear-

ing in the issue in the month devoted to main-
tenance and construction.

1 The announcement of the winner each

month will be made in the issue devoted
to maintenance and construction (the third
issue each month) following the one containing

the item.

13 Any material submitted may be published
at any time after its receipt that the

editors of ELEcTRIC RaAiLwAY JOURNAL

decide.

14 The winners of the capital prizes—for
the best idea $200, for the next best

$100, and for the third best $50, will be an-

nounced in the annual convention number of

EvrecTrIC RAILWAY JOURNAL to be published

in September, 1927.

1 All articles submitted will become the
property of ELECTRIC RAILWAY
JOURNAL and no manuscripts will be returned.
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More Comments on Annual Maintenance

Issue of March 19

A. E. HAAK, general superin-
tendent the Gray Line Motor Tours,
Colorado Springs, Col., writes:

The Maintenance Number of ELEC-
TRIC RAlLWAY JOURNAL for March 19
is certainly very interesting. One of
the outstanding items in the issue is
the review of improved equipmenrt for
maintenance operation. It certainly
will help the shop forces. We are pass-
ing the number to all of our depart-
ments and we are sure that they will be
benefited greatly by reading all the
items covering maintenance sugges-
tions.

H. R. ME Y ER, renewal parts sec-
tion Westinghouse Electric & Manu-
facturing Company, says:

I wish to compliment you on the new
maintenance data section which ap-
peared in your Annual Maintenance
Nupmber. It will be of unquestionable
help in getting before all railway men
the things which have been accom-
plished in an engineering way or from
a maintenance standpoint. In a pre-
vious issue there was an article by Mr.
Williams of the Department of Street
Railways, City of Detroit, calling at-
tention to the need for a real good
method of correlating engineering in-
formation and putting it in such form
that it would be of use to electric
railway men. It seems to me that the
new department which you have started
in ELECTRIC RAILWAY JOURNAL will do
more toward taking care of this situ-
ation than anything that has been
done so far.

G. H.'ST1ER, superintendent of
rolling stock and buildings, Philadel-
phia Rapid Transit Company, says in
part:

We feel that the step which you have
taken in establishing a special main-
tenance notebook section is an inter-
esting one. The material which you
propose to publish in this section will
be of particular interest and benefit to
all parties interested in the maintenance
of electric railway equipment. Having
the information presented in a form
which will make it possible to bind
the sheets together in compact form,
while at the same time the copies of
the JOURNAL will not be rendered unfit
for binding purposes, seems a good
plan.

KEITH CONNER of the James-
town Street Railway, Jamestown,
N. Y., says:

Fine! Expect to receive much valu-

able information through your new
department.

C. R. MCMAHON, superin-
tendent of equipment Des Moines
City Railway, says:

There are so many good things in
the March 19 issue that I hardly
know which to mention first, but really
I believe that your new section of main-
tenance data sheets will prove very

popular with the readers. It surely
will with me. 1 was interested greatly
in the articles by various maintenance
superintendents, especially the 100 per
cent operation of Chicago surface lines,
the article by J. S. McWhirter on car
cléaning and the article by A. T. Clark
of Baltimore on car painting. The sec-
tion on improved equipment calls to
our attention new devices which might
otherwise escape our notice.

C. J. JoNaAs of the Cincinnati
Street Railway writes:

I know of no bettur way to serve the
maintenance men than the JOURNAL a3
it is now being conducted.

S. L. VAUGH AN, vice-president
and general manager Grand Rapids,
Grand Haven & Muskegon Railway,
said: E -

I have looked over the March 19
issue very carefully and find some very
interesting articles. I think your
schemz of pnblishing monthly mnain-
tenance numbers is good.

HILE Dick Prescott, assistant

shop superintendent of the Con-

solidated Railway & Light
Company, was engrossed in the work
of raising the company’s maintenance
standards and improving shop practices,
those to whom progress is anathema
and to whom energy and ability in
others always loom as a threat to their
own personal prestige became more and
more uneasy. hi

Pete Welsher, shop inspector, saw in
Dick’s ability not only a definite ob-
stacle to his own ambition but a posi-
tive menace to the privileges which he
had built uwp for himself in the shiop.
He was amazed at the rapidity with
which the young superintendent gained
knowledge and experience. Being lazy
himself, he realized that Dick was ready
to pay a price in hard work and devo-
tion to the job with which he was pow-
erless to compete. There loomed be-
fore him constantly the fear of being
shown up in his trne light as a shirker
and a loafer.,

But what Pete lacked in energy br
made up in cunning. He never lost an
opportunity among thie men of casting
aspersions on Dick, but he was careful °
to do so by inference rather than direct
statements. His position as inspector
fell in well with these private ends.

Dick’s Enemies Keep Active
And Provoke a Crisis

-fair, but always left the impression that

He nagged the men, found fault with
the work, issued orders that were un-

he was merely carrying out Dick’s in-
structions. Among his own small clique
of cronies he talked continnally of an
imaginary flood of orders and regula-
tions that were supposed to originate
with the assistant superintendent. They,
in turn, were quick to pour their own
versions of disagreeable things to come
into the ears of the worried and dissat-
isfied men.

That definite trouble would ultimately
result was inevitable. Pete was wise
enough to know that the carpenter shop
would not be healthy for his scheming.
Steve White, the foreman, was too alert
and too close to his friend Dick. Be-
sides, Dick had worked there as a car-
penter’s helper when he first cams t-
the Consolidated, and most of the men
liked him and were pleased at his rapid
promotion. But in the trnck shop slow
old Bill Johnson was not aware of what
was going on until it was too late.

One morning just after Dick had ar-
rived at his office Bill Johnson came in
with a worried look on his face. -

“Hello, Bill,” said Dick pleasantly,
“what’s on your mind?"”

“I got some trouble down at the shop,
Prescott; men won’t go t'work.”
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ROLLING

STOCK—CARI'ENTER SHODI'—1

Lumber Roller Supporting Stand

ANDLING of long pieces of

Jlumber during the sawing, plan-
ing and milling process in the
carpenter shop of the Virginia Elec-
tric & Power Company, Richmond,
Va., has been simplified greatly by
design and adoption of a portable
roller supporting stand. It-was de-
srigned and constructed in the shop
under the supervision of the master
mechanic, W. J. Hicks.

A piece of 2-in. pipe 261 in. long
is screwed into the drilled and tapped
hub of a 14-in. pony wheel. It pro-
jects approximately 24 in. above the
face of the wheel. A round steel
bar 24 in. long is threaded and in-
stalled inside of this pipe through a
2-in. hexagon nut. This nut supports
the weight of ‘the roller bracket,

roller and rod and rests upon the
end of the pipe. On top of this
threaded rod is riveted a %£x2-in.
flat bracket designed to support a 13-
in. round roller 15 in. long over all.

This stand is very rugged and it
can be transported easily to any part
of the shop. It is free to revolve,
is 25 in. high and can be adjusted to
suit almost any condition by turning
the 2-in. hexagon nut. Several of
these stands have been built in the
company’s shop and have proved of
great value, particularly in the car-
penter department.

i ot

o x

TRGe”

- 24"

=

-2 tron pipe

Roller stand for support-
ing long pieces of lumber
in the carpenter shop of
the Virginia Electric &

Power Company

i
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DIAGRAMS~—I

Field Winding Diagrams for Westinghouse 101B Motor:

O MAKE certain that the pole the Westinghouse type 101B motor. assembling in the frame.

faces of a motor have proper
sequence of polarity, it is essential
that the coils be installed correctly.
The accompanying diagrams are for

Commutator £nd  CJ ";:ﬁf
Coils Laid Qut on 2
Bench with Armafure
Side Up

Arm.

L
Full lines
show connec-
tlons at co,

Commutator End

The proper position of
eaci cz/;/'e/ /r’; the frame
is indicated by o fag

TOWARD
F;AM

TOWARD
e
=2 | COMM.

The one on the left is for motors
with leads on the axle side and the
diagram on the right is for motors
with the leads on the suspension side.

It is the practice of manufac-
turers to stamp the style number of
main field coils on a tag attached to
one side of the coil. The proper po-
sition of each coil in the frame is
also indicated by a tag.

POLARITY TEST

In the accompanying diagrams

N = north pole.

S = south pole.

With a compass, check the polarity
of coils laid out on a bench, also after

Use a re-
sistor between the trolley connection
and coils to give about 5-amp. cur-
rent, flowing as shown by arrows in
the diagram.

Pinrorn1 End’

A=,

R4 B
P
Pt

Commutator End -
Coils Laid Out on e
Bench with Armature \
Side Up A: Arm

Commutator End
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Electric Railway Jowrnal Maintenance Data Sheet
ROLLING STOCK—CARPENTER SHOP—2

Refuse Used to Generate Steam for
Wood Bending

EFUSE which can be burned wood to be steamed iz placed inside
easily, such as sawdust, shav- of the steam pipe. The box has suit-
ings and small pieces of wood and able hinged covers and stops. Wood bent after steaming
other material which has to be dis-
posed of from the shop of the
Reading Transit Company, Reading,
Pa., is deposited in a specially con-
structed fire box, burned, and the
heat utilized for the steaming of
wood to permit of easy bending.
This fire box, which is made of
brick, is about 8 ft. x 6 ft. and 4 ft.
high. Extending from one end is a
12-in. galvanized iron pipe of suffi-
cient height to create a suitable
draft and imbedded in the chimney
base is a 12-in. iron pipe projecting
through the fire box at an angle of
about 45 deg. This pipe is partially
filled with water and the flames sur-
rounding that portion in the fire box
soon cause the water to boil. The Retuse fire box, chimney and steam pipe for steaming wood to bend

Electric Railway Journal Maintenance Data Sheet
ROLLING STOCK—ELECTRICAL DIAGRAMS—2

Armature Winding Diagram for Westinghouse 101B Motor

.S‘/af//_a. oy, );\S‘/aM/a..f
T IS very important that the con- —
nections of armatures be made

Rear diamond

Potin

correctly when they are rewound. Top
Many railways obtain their winding il o et
information from the armature itself rp ot coil 7
as it comes in for repair. Mistakes g%%f :
are sometimes made where informa- §' part §
B

Sslor Mol

tion is obtained in this manner. The
following information is given out by
the Westinghouse Eleptric & Manu-
facturing Company and can be relied

upon as being correct for the type =0l ARRYI
101B motor. A Top leads ) [
1. The center line of the starting - . ¥ Vet
coil is on the center line of the tooth 3 : @r’
between armature slots 5 and 6 and o .f%%ﬁfaﬁr/%f’mﬂff%%;gd
on the center line of the mica be- W Sl Ly s e e
tween commutator bars Nos. 29
and 380. counter clockwise to bar No. 56 and 1t is the practice of the manufac-
2. Starting at bar No. 29 count in this bar put lead No. 1 from the turer to center punch commutator
back clockwise to bar No. 1 and in top leads of the starting coil. bars on the end for convenience in
this bar place lead No. 1 fron} the o e an‘gg;‘g}ggsg?g ........... 47 rewinding. The accompanying dia-
bottom leads of the starting coil. Number of commutator bars.......... 111 gram gives the center punch marks

Colls lie In slots No. 1 and N
3. Count from bar No. 1 forward T.eads connect to bars No. 1 and No. 56. that are standard for this motor.




April 16, 1927

ELECTRIC KAILWAY

JOURNAL

705

Electric Ratlway Journal Maintenance Data Sheet

Electrically Heated Equip-
ment for Shop Purposes

EATING of pinions and lubri-
cating oils used for car journals

and motor bearings as well as heat-
ing a cleaning solution used for
greasy metal car parts is being done
effectively with some new equipment
at Division 2 carhouse of the Los
Angeles Railway, Los Angeles, Cal.
The tank at the left in the illus-
tration, of 24 gal. capacity. is for
heating the cleaning compound. It
is made of sheet metal thoroughly in-
sulated to retain heat. This class
of cleaning was done formerly with
gasoline or distillate. The new ap-
paratus eliminates the fire risk and
also does the work much more easily.
The small tank shown

ROLLING STOCK—ELECTRICAT—9

Equipment for electrically heating cleaning solutions, pinions and oils

in the heating elements of the immersion

center of the illustration is for heat- type having a load capacity of 6 kw.

ing pinions. This has a capacity

The round tank shown at the ex-

sufficient to cover three pinions at treme right is used to heat oil for

once.
the boiling point temperature

After a pinion is immersed lubricating purposes.

It is made of

is metal and has a heat-insulating com-

maintained for one hour before it is pound between the inside and outside

removed. This tank is equipped with walls.

The electric heating units are

of the clamp-on type and are im-
bedded in the heat insulation. Heat
ig distributed uniformly to the inside
tank, which has a capacity of about
10 gal. Thermostatic control makes
it possible to keep the oil at the
proper temperature regardless of
weather conditions.

Electric Railway Journal Maintenance Data Sheet

ROLLING STOCK—ELECTRICAL—II

Pinions Pressed On and Off by Wheel Press

INIONS are being pressed on and

off armature shafts cold in the
shop of the Lynchburg Traction &
Light Company, Lynchburg, Va., in a
wheel press with the aid of a special
horseshoe-shaped metal block, de-
signed by Master Mechanic Coch-
ran and built in the shop. This
block has a strong collar projection
to fit snugly a recess in the tailstock
of the press, while an inside shoulder
takes the pinion thrust when pres-
sure is applied to the armature shaft
during the removal.

To press on a pinion the armature
is suspended between the tailstock
and the ram, with the commutator
end of the shaft placed against the
tailstock. The pinion is started on
the shaft by hand. One end of a
sleeve is placed against the face of
the pinion and the other end against
the ram. Gradual pressure forces
the pinion onto the shaft, the sleeve
equalizing the pressure on the pinion

et s G et > [ e /az"'»--—-------------7;---->1
1 ‘ ! 8- 1
" X
I w »
:' _____ /{’__,A___ -3f """f’”’f’:'
|
| : |
I ; ‘
) i
| :
__________ J !
-1---2"--)

Appearance of the horseshoe block used for pressing‘ off pinions in a
wheel press in Lynchburg, Va.

surface and eliminating the possi-
bility of injury to the pinion nut
threads.

To remove a pinion the armature
is swung outside of the tailstock and
the pinion inserted into the horse-
shoe-shaped block with its inside
face resting against the shoulder. A

copper-tipped steel bar is inserted
between the ram and the armature
shaft with the copper tip against the
shaft. A gradual pressure presses
the shaft from the pinion.

It is understood that with this
method not a single pinion has be-
come loose for the past five years.
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ROLLING STOCK—ELECTRICAL—10

Armature Core Nuts Made from Pinion

N THE GE-1,000 armatures used

by the Market Street Railway,
San Francisco, the core-retaining
nut is replaced by one made from a
discarded pinion. The original nut
requires the use of a spanner
wrench. With considerable usage

the holes become worn to such an ex- |

tent that the nut cannot be tightened

properly. When this condition oc- |

curs the nut is scrapped and one
made from a portion of a discarded
pinion substituted. This new nut,
with its many teeth, permits easy use
of a pinion wrench, resulting in an
exceptionally tight assembly of the
armature core. Two such nuts may
be made from one ordinary pinion.
It is cut in halves on a power hack-
saw. The bore is increased to that
required on the threaded portion of
the shaft and threads are then cut.
The use of these nuts on armatures
has proved very successful.

-

Armature assembly retaining nut is made from discarded pinion

Above is shown the type of nut made from half a pinion which replaces a standard
retalning nut having holes for appllcation of a spanner wrench.

Electric Ratlway Journal Maintenance Data Sheet

ROLLING STOCK—ELECTRICAL—12

Stands for Storing Armatures Vertically

TANDS permitting vertical stor-

age of armatures have been devel-
oped in the shop of the Wilkes-Barre
Railway, Wilkes-Barre, Pa. The
stand consists of a cast-iron wheel
with a projecting hub, bored to fit
the pinion end of the shaft.
The circular portion of the base is
about 10 in. in diameter and heavy
ribs run from the outside flange to
the hub. The construction makes a
substantial base that is heavy enough
so that there is no danger of an arma-
ture tipping over. Hubs are bored
out to different diameters to fit the

various sizes of armature shafts
in use by the railway. Due to
the adoption of these stands a
larger number of armatures can be
stored in a given floor. space than
with the horizontal stands formerly
used, and the possibility of foreign
particles getting into the windings
has been minimized since by vertical
storage any particles that might or-
dinarily be deposited on the armature
core will fall off and the end section
offers less surface for accumulation
of dirt than does the horizontal
surface.

Stand with armature in vertical
position

Vol.69, No.16
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More About Improved Eqmpment

for Electric Railway Maintenance

for maintenance work appeared in the annual maintenance issue of

E;IXTEEN pages devoted to short articles about improved equipment

ELECTRIC RAILWAY JOURNAL dated March 19, 1927. Even this amount
of space was insufficient to describe all the devices about which information
was received. The following pages contain another installment and more

will follow in subsequent issues.

Many favorable comments have been received from the readers of this

paper as to the value of this section.

By illustrating some of the latest

tools that can be adapted to electric railway work, those responsible are
able to visualize the shortcomings of the particular equipment that they
are using and so provide for changes that will put maintenance work on
a higher plane and enable it to be done with less cost to the company. The
most efficient system is one that uses its cars the greatest proportion of

the time.

Modern machine tools speed up repairs and so make cars avail-

able for service sooner than could otherwise be expected.

s

Improved Whitcomb Second-
Belt Drive Planer

REED-PRENTICE CORPORATION
Worcester, Mass.

ECOND-BELT drive as used in the

planer shown is the resnlt of more
than 70 years of study in the design
and manufacture of such machines.
The bed, which is cast solid on top
except where the driving pinion en-
gages with the rack, is of heavy box
section having a bearing full length on
the floor. The table is also of box
construction of wunusnal width and
thickness and is braced at short inter-
vals with ribs to guard against any

possibility of springing. Provision is
made for lubricating the tracks of the
bed by a simple oil leveling system,
each track being fitted with a series
of automatic oil rollers. The housings
are of box form, bolted to the bed. By
means of the second-bélt drive a num-
ber of gears in the bed are eliminated.
A Dbelt-shifting mechanism shifts the
moving belt quickly and noiselessly en-
tirely off the tight pulley before start-
ing to move the other on. The drive
pulleys as well as the second-belt pul-
leys are made of a light-weight alumi-
num alloy which reduces their inertia
and consequently the horse-power re-
quired. The cross-rail binder is con-
structed so that it can be locked to the
" housing by a simple movement of a
lever without the use of wrenches or
moving from the operating side of the

planer. No wrenches are required for
moving the shifter dogs. They are
self-locking and are released by finger
pressure upon a small lever. A two-
speed countershaft, designed to meet
the demand for more than one cutting
speed, is furnished with the standard
equipment. Two different types of
motor drive can be used if desired, the
plain overhead motor drive and the
other belted. With the plain overhead
drive a motor and countershaft are
mounted on the top of the housing,
with a belt from the countershaft pul-
leys to the main driving pulleys of the
machine. The belted motor drive has
a self-contained countershaft on the
housings. This may be located either
on the floor or at the rear of the planer
or on a building wall.

Air Compressor Equipment

U. S. AIR COMPRESSOR COMPANY
Cleveland, Ohio

PECIAL air compressor equipments

for use in automobile repair shops
and gas and oil stations have been devel-
oped by the U. S. Air Compressor Com-
pany. This equipment can be used for
the inflation of tires, spraying springs
with penetrating oil, cleaning motors,
operating air lift, grease racks, gasoline
pumps, spray painting under the
fenders and in various other manners.

These machines are made in two
sizes, the LB-4 and the LB-6. The LB-6
machine is a single-stage, air-cooled
unit furnishing a tank pressure of 90
to 125 lb. and has a displacement of
16 cu.ft. of air per minute. The LB-4
machine is a two-stage, air-cooled unit
furnishing a tank pressure of 165 to
200 lb. and has a displacement of 12
cu.ft. of air per minute. This constant
tank pressure is maintained under all
conditions by an automatic controller,

Power Squaring Shears

PECK, STOW & WILCOX COMPANY
Southington, Conn.

EXTO power squaring shears are

constructed with heavily braced
housings designed to maintain the
criginal alignment. The downward
thrust is absorbed by a heavy ledge on
the housing. These machines will
resquare sheets which have been cnt
roughly in mill shears and cnt sheets -
into strips, trim edges of sheets, cut
squares, rectangular or other straight-
sided blanks. The knives are of high-
carbon crucible steel welded to a soft

backing. A feature is the manner in
which the vertical adjnstment of the
upper knife bar can be made, so as to
retain the nominal cutting length of
the shears regardless of the amount
the knives are ground. A spring pull-
down actuates automatically the move-
ment of the knife bar and serves to
clamp the sheets while the cut is being
made. The gears are cut from solid
castings. A Johnson clutch is furnished
with the machine shown and is lubri-
cated internally by grease. All of the
bearing surfaces are lubricated thor-
oughly by means of oil cups. Large
dustproof bearings are provided with
convenient adjustment for wear. The
bed of the machine is designed so as
to obtain a quick change of the bed
knife in a standing position. Front,
back and side gages are furnished. The
machine illustrated weighs approxi-
mately 2,000 1b. and has a normal cut-
ting length of 52 in.

Electric Heater

RAILWAY UTILITY COMPANY
Chicago, IIL
EATING elements of a nickel-
chromium ribbon embedded in a
refractory material under hydraulic
pressure of 100 tons per lineal foot are
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used in the heater shown. It is a two-
unit horizontal type heater suitable for
paint storage, oil rooms, drying and
baking ovens. The embedded heating
element is entirely closed in rust-resist-
ing iron or when extreme conditions
are to be met, in high temperature
sheathing material, with no open ends
or mica to break off and collect
moisture. All units are fired in a
furnace at a temperature of 1,500 deg.
F. to vitrify the refractory material
and to make it moisture-proof. Every
unit is tested for insulation breakdown
at 1,500 wvolts alternating current.
Automatic control can be supplied with
these heaters, if desired, but ordinarily
the three heat switch is sufficient. The
Chromalox strips are mounted in a
black enameled perforated pressed steel
case and are similar in appearance to
those in electric heaters used for street
car service. Separate Chromalox strips
can be obtained for the heating of bab-
bitting furnaces, glue pots, drying
ovens, sand driers, etc. The mounting
of these units is very simple. Holes are
provided in the ends for fastening to a
support made from steel angles or
straps.

Silent Blower

BUFFALO FORGE COMPANY,
Buffalo, N. Y.

ERMANENT alignment of the

gears of the Buffalo blower is as-
sured by use of a one-piece cast iron
gear case with removable cover. Fre-
quent oiling also is unnecessary. The
helical pinion on the fan shaft is a part
of the steel shaft itself, making the
part strong. The helical type of gear
assumes almost noiseless operation. A
simple adjustment on the end of the
shaft provides the means for taking up
wear on the main bearing. Adjustable
bearings are used for the shaft end
thrust. New Departure ball bearings
are furnished throughout. The fan is
of the volute type, made of cast iron
in two pieces.

Armature Testing Equipment
WESTINGHOUSE ELECTRIC & MANU-
FACTURING COMPANY
East Pittsburgh, Pa.

PROVIDING a convenient method of
testing railway armatures and one
which will detect short circuits and
grounds readily, the Westinghouse
Electric & Manufacturing Company
has placed on the market the armature
testing outfit illustrated. This consists
of a laminated iron core in which an
alternating magnetic flux is set up by
connecting the terminals of its exciting
coil to a source of alternating current.
The core is mounted on a wheeled stand
which can be readily moved up to an

armature being repaired and on which
tests are to be made. The upright
framework has a windlass for raising
or lowering the crosshead which sup-
ports the laminated core so that the
latter can be shoved against the arma-
ture as it rests on the usual type of
rewinding stand.

When either a direct-current or an
alternating-current wave-wound (two-
circuit) armature is placed against th=
face of the laminated core, which is
shaped to fit an armature, an alternat-
ing flux passes through the armature
iron. If the armature winding is cor-
rect the electromotive forces generated
counterbalance each other and no cur-
rent passes through the winding. A
short-circuited or reversed coil will al-
low a local current to flow, generating
a flux around the slot in which the
coil lies.

This testing equipment 1is suitable
only for use with wave-wound (two-
circuit) armatures, as the equalizing
connections on lap or multiple-wound
armatures make the entire winding ap-
pear to be short circuited.

With the exciting coil energized, a
piece of metal or a knife blade is
passed around the commutator. This

short circuits in succession each of the
coils that have one side under the test-
ing pole. If there are no faults in the
winding a decided spark occurs as the
knife blade leaves each of the bars.
Absence of a spark between two bars
indicates either a short circuit, an open
circuit or a reversed coil in the winding.

A short-circuited or reversed coil
will also have a local current induced
in it which will generate a flux around
the slot in which the coil lies. A local
flux can be detected by moving a piece
of sheet iron, held lightly, over the sur-
face of the armature, so as to bridge
from one tooth to the next successively.
The local flux caused by a short circuit
or reverse connection will attract the
piece of iron when it bridges across the
slot containing the defective coil. The
sheet iron is thus made to vibrate. If
no local flux is detected, the fault dis-
closed by the sparking test is due to an
open circuit.

Two Spindle Box Column
Gang Drill Press

BARNES DRILL COMPANY
814-830 Chestnut Street, Rockford, Il

RILLING and tapping can be done

readily on the machine illustrated.
All gears and their bearings are fully
inclosed and are supplied automatically
with a continuous flow of oil. There
are eight geared speeds and eight
geared feeds on each spindle, all of
which can be operated independently of
one another, and are under the instant
control of the operator from the front
of the machine. If desired, the gear
thread leading feeds may be supplied
with slip gears for different pitches for
accurate tapping and threading. The
transmission gears are cut from spe-
cial chrome nickel steel, heat treated
and tempered, giving high tensile
strength. The machine will drive drills
up to 1% in. through their working
limits. If desired, a geared motor drive
can be supplied. For the machine
shown a 73-hp. motor, 1,200 r.p.m,, is
recommended. For tapping, any and
all spindles can be furnished with re-
versing friction clutch gears and auto-
matic reversing mechanism. Spindles
can be furnished with back gears,
geared feed and automatic stop. This
machine will drill a 13-in. hole in steel
at the rate of 3 in. per minute and in
cast iron at the rate of 5 in. per minute.
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Standard Geared Head Lathe

REED-PRENTICE CORPORATION
‘Worcesier, Mass,

SE of an all-friction clutch head-

stock is said to make the geared
head lathe shown very rapid in speed
changing. The drive is direct from
the main crankshaft or motor shaft,
to a single pulley running on ball bear-
ings. Start, stop and reverse of the
spindle is obtained by a lever on the

apron which operates a mechanism con-
sisting of three bevel gears and a
double friction eclutch. The eight
spindle speeds are selected by means
of three levers on the front of the
headstock. A quick-change gear box
provides 44 rates of feed and 44 dif-
ferent threads of the most useful pitch.
The spindle is made of high-grade steel
with journals hardened and ground.
Spindle bearings are made of high-
grade bronze and are provided with an
effective oiling system.

A carriage with rigid and wide
bridge and of heavy design is fur-
nished. An apron with a donble sup-
port is rigidly bolted to the carriage.
Lateral adjustment for taper turning
is a feature. The standard equipment
of the machine consists of a steady
rest, large and small face plates, com-
pound rest, regular tool post, quick
change gear mechanism, thread-chas-
ing dial and all necessary wrenches.

Universal Electric Drilling
Machine

STANDARD ELECTRIC TOOL COMPANY
1938-46 W. Eighth Street, Cincinnati, Ohio

BALL BEARING design and a spe-
cial plunger type switch are fea-
tures of this #-in. electric drill. This
machine is equipped with a Universal
motor interchangeable for both a.c. and

d.c. of the same voltage. It is fitted
with a cord and plug, combination spade
handle and breastplate as shown. A
three-jaw geared chuck for straight
shank drill bits up to 3 in, is also fur-

nished. Tt is particularly convenient
for car body work in electric railway
shops where parts cannot be taken to
a stationary drill press.

—‘

American Association New

Trolley Wire

EMBERS of the joint committee

on standardization of trolley
wire met at association headquarters
in New York on March 29 to continue
the work on specifications for hard-
drawn copper and bronze trolley wire.

There were present at this meeting
H. J. Horn, W. R. Webster and C. D.
Gray, representing the American So-
ciety for Testing Materials; W. H.
Bassett, representing the A.S.T.M. and
the A.E.R.E.A.; C. L. Hancock, J. W.
Allen, H. S. Murphy, chairman, and
G. C. Hecker, representing the
A.E.R.E.A,

Practically the entire meeting was
given over to a discussion of the bronze
trolley wire specification, considering in
detail the requirements for tensile
strength and elongation and for the
twist test. A number of suggestions
were made for compromises on the re-

COMING MEETINGS

OF
Electric Railway and
Allied Associations

April 20-22—American Saciety of
Civil Engineers, spring meeting,
Kenilworth Inn, Asheville, N. C.

April 26-29—Southwestern Public
Service Association, convention, New
Orleans, La.

April 27-29 — American Welding
Society, eighth annual meeting, Engi-
Eeering Societies Building, New York

ity.

May 3-5—United States Chamber
of Commerce, annual meeting, Wash-
ington, D. C.

May 6—American Electric Rail-
way Association, Metropolitan Sec-
tion, Engineering Societies Building,
New York City, 8 p.m. i

May 9—National Conference on
City Planning, Washington, D. C.

May 31—June 1-2—Canadian Elec-
tric Railway Association, annual con-
vention, Winnipeg, Man.

June 6-§—American Association of
Engineers, annual convention, Tulsa,
Okla.

June 19-23—International Street
and Interurban Railway Association,
annual conference, Copenhagen Den-
mark.

June 24-25—New York Electric
Railway Association, annual meeting,
Hotel Champlain, Bluff Point, N. Y.

June 29-30—Central Electric Rail-
way Association, summer meeting,
Book-Cadillac Hotel, Detroit, Mich.

July 27-29—Association of Equip-
ment Men, Southern Properties, 12th
semi-annual meeting, Atlanta, Ga.

Oct. 3-7—American Electric Rail-
way Association, annual convention
and exhibit, Public Auditorium,
Cleveland, Ohio.

quirements under discussion and sev-
eral of these were favorably received.
It is proposed to submit these sugges-
tions to proper sub-committees of the
two interested associations to obtain
further discussion and a decision.

Traffic and Safety

LASSIFICATION of accidents was
discussed at a meeting of the joint
committee on traffic and safety held at
Pittsburgh, Pa., April 7. It was the
opinion that the classification adopted
by the association in 1926 after several
years discussion and consideration was
so drawn up as to be applicable to any
company and counld be modified to meet
its individual requirements. The only
improvement deemed desirable in that
classification was some slight simpli-
fication. To accomplish this result it
was recommended that items 7,.9 and
10 be combined into one item, boarding
and alighting accidents. The question
of further classification of accidents
into the two divisions chargeable and
non-chargeable was brought up. It
was the general opinion that this would
be a very difficult division to make. It
was felt that the committee could not,
this year, bring about any change in
the classification of accidents, but that
it should be brought before the conven-
tion with the idea that it might be
changed next year or the one following.
In order that the general opinion of
the industry might be determined as to
this it was decided to appeint a sub-
committee to draft a questionnaire in-
cluding two questions relating to
changes of classification of accidents
and chargeable and non-chargeable ac-
cidents, the questionnaire to be sent out
by association headquarters. S. W.
Baldwin, E. J. Paige and R. W. Emerson
were asked to draw up this draft and
forward it to the executive secretary.
At the meeting held in New York in
January a letter was read from W. H.
Boyce asking that ideas for safety
posters be submitted to Labert St.
Clair. Six sketches were brought in by
Mr. Emerson. With slight modifica-
tions they were approved. Mr. Emer-
son suggested that furnishing of such
posters is more a function of the
National Safety Council and that if the
association undertakes such work it
would probably be a duplication, even
though a small proportion of the sireet
railway companies in the United States
are members of the council. However,
he stated that at the meeting of the
council executive committee to be held
in the near future he would bring up
the gquestion of the purchase of posters
by non-members of the council.
Further, in the matter of a study of
traffic surveys of a number of citics
C. H. Evenson reported that he had
received reports from Atlanta, Wash-
ington, Baltimore, St. Louis, Chicago
and Detroit and had had a summary
made of them. He further suggested
that a sub-committee make a further
stndy of this summarv. submittine a
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report to all the members of the com-
mittee for study before the next gen-
eral committee meeting. All members
present concurring, Mr. Emerson, Mr.
Paige and Mr. Evenson will act as this
sub-committee. Mr. Evenson sng-
gested that a point which should be
stressed in the report of the committee
was that of nrging street railway man-
agers to initiate action looking toward
traffic regulation, using the question of
safety to the general public as the
means of bringing this question before
the aunthorities and the pnblic at large.

Since it is desired to have all reports
submitted to the executive committee of
the association not later than Jnly 1, it
was suggested that a general meeting
of the committee be held about June 1,
the exact date to be fixed by the co-
chairman, the meeting to be held in
New York. Members present were
C. H. Evenson, chairman; H. K. Ben-
nett, co-chairman; A. J. Fink, R. W.
Emerson, E. C. Spring, J. P. Ingle, J. A.
Stell, S. W. Baldwin, E. J. Paige,
Samuel Riddle, sponsor, and W. H.
Boyce, sponsor.

W. & S. Special Committee No. 4

C HAIRMAN BAKER of special way
and structures committee No. 4 on
track ballast and drainage of the Engi-
neering Association called a meeting of
his committee in Chicage on March 9
at which there were present C. L. Haw-
kins, J. H. Haylow, E. J. Archambanlt
and S. Clay Baker.

The progress made by the committee
was reviewed and discussed. It was
finally agreed that a questiounaire
should.be sent out to obtain an up-to-
date view on standard practice. This
questionnaire will probably not ge out
to the entire membership but only to
members of the way and structures
committee.

Special Bulletins Available

Following is a list of special reports
being prepared by the Bureau of Iu-
formation and Service of the American
Electric Railway Association:

Bulletin No. 135: Working Conditions o
Electric Railway Trainmen. A tabulatlor<
showing the hours of labor, length and
types of run, proportion of straight and
swing runs, overtime rates, what consti-
tutes overtime, extra compensation allowed
for special types of work, labor turnover,
etc., for over 250 operating companies,

Bulletin No. 13:: Working Conditions of
Bus Operators. This bulletin glves for bus
operators substantlally the same informa-
tlon as is given In Bulletin No, 133 for
tralnmen—namely, hours of labor, length
and types of run, proportion of straight and
swing runs, overtlme rates, etc. This Is the
first bulletin which the assoclation has
ever prepared on the working conditions of
bus men and Inclndes information for 112
bus operations,

Bulletin No. 135: One-Man Car Opera-~
tion. A new compllation of one-man car
data contalnlng a complete list of electrlc
rallways now operating one-man cars,
showing the number of cars operated by
each company, record and summary of ail
cases In which the legality or propriety of
operating one-man cars has been attacked,
statements of opinlon by public regulatory
bodles as to the merlts of the one-man car.
It also glves a comparison of the results of
operation of one-man and two-man cars
including the comparative accldent record
of each. This bulletin brings up to date
and supersedes the data contalned in Bul-
letin  No. 95 “Recent Developments in
One-Man Car Operation.”

Bulletin No. 136: Electric Railways Oper-
ating Motor Bus Lines. A new, reviged
list of more than 350 electric rallways now

operating motor buses, showing for each
company the number of miles of bus route,
number, type and seating capacity of buses,
fare charged and transfer privileges to rall-
way lines,

In addition to the above the follow-
ing supplements have been prepared:

Supplement No. 19 to City and Interur-
ban Fare Bulletins Nos. 41 and 42,

Supplement No: 1 to Bulletin No. 129:
Wages of Tralnmen.

Supplement No. 1 to Bulletin No. 130:
Wages of Bus Men.

Cost of Iiving Studies (Bulletin No. 137).

Sub-Committee on Depreciation

CTION to be taken by the Ameri-

can Electric Railway Association
in connection with the forthcoming
hearing on depreciation before the
Interstate Commerce Commission on
May 23 was discussed at a meeting of
the sub-committee on depreciation held
in Chicago on April 6 and 7. Those
present at the meeting included the

following: R. R. Bradley, Chicago;
Thomas Conway, Jr.,, Philadelphia;
J. H. Hanna, Washington, D. C.;

Frank Karr, Los Angeles; L. R. Nash,
Boston; J. A. Knowlton, Springfield,
Ill.; B. E. Bramble, Chicago; F. W.
Doolittle, New York; Richard Sachse,
Los Angeles; S. M. Haskins, Los
Angeles; W. H. Sawyer, East St.
Louis, Ill.; R. S. Torgerson, Chicago;
C. H. Allen, Chicage; A. W. Brady,
Anderson, Ind.; Leo Loeb, New York;
H. M. Sowle, New York; Charles Gor-
don, New York; F. A. Newton, New
York; F. E. Stout, Chicago; C. D.
Jackson, New York; P. J. Lucey, Chi-
cago; B. W. Warren, Boston; C. L. S.
Tingley, Philadelphia; C. E. Thomp-

son, Chicago; A. S. Richey, Worcester,
Mass.; B. F. Weadock, New York;
Harry Reid, New York; L. S. Storrs,
New York; C. D. Cass, Waterloo, Iowa.

One ontstanding problem before the
committee is the collection of the in-
formation necessary to show what
would actually be the result of a de-
preciation order for electric railways by
the Interstate Commerce Commission
similar to that issued for steam rail-
roads. Since the compilation of this
data may prove difficult to some prop-
erties, a selected list of companies
which are typical of various classes are
to be specially nrged to co-operate in
supplying the needed information.

In general, the committee agreed that
the retroactive feature of the steam
road depreciation order and the arbi-
trary requirement of setting up a fixed
reserve for depreciation each month re-
gardless of business conditions would
be particularly harmful to the electric
railway industry. In representing the
industry before the commission it is the
intention of the committee to speak for
the association, without waiving the
right of individual properties to present
their own cases. It was the expressed
hope of the committee, however, that
properties which expect to present their
own cases during the hearing will
notify the committee of their intention.
Because of the short time available be-
fore the date set for the hearing a sub-
committee consisting of Chairman J. H.
Hanna, R. R. Bradley, Thomas Conway,
Jr., and L. S. Storrs was appointed to
seek a postponment of the hearing date
from the commission.

News of Other Associations

Mr. Johnson Discusses Transportation

PEAKING before the Birney Club of
St. Louis on April 4 H. A. Johnson,
general manager Chicago Rapid Transit
Company, said that transportation
needs of the country although greater
than ever before are being met more
adequately than they have ever been
since our early ancestors discovered
the wheel as a method of transport, and
expressed as the greatest need of the
hour a more complete co-ordination of
transportation agencies so that waste-
ful duplication of service may be elim-
inated; so that the steam railroad, the
electric railway and the motor bus are
each put to the use for which it is best
adapted, both from standpoint of service
to the public and economical operation.
We are only on the threshold of a
properly co-ordinated system of trans-
portation but we are making progress.
There is a general tendency to absorp-
tion of small and unreliable trausporta-
tion companies incapable of rendering
good service by large and responsible
companies. The task of co-ordinating
our transportation agencies is one of
such magnitude that it will require time
aund infinite work to bring it about, but it
will be done and it rests with those whose
life work is transportation to do it.

We are making progress in use of the
motor coach. In 1921 there were only
21 electric railway companies operat-
ing 73 motor coaches with 35 miles of
route; whereas in September, 1926,
they operated 6,469 coaches over 14,907
miles of route. This increase is at a
rate much faster than that at which
independent lines have grown.

Mr. Johnson also said that it is sig-
nificant that traffic in American cities
in general is increasing more rapidly
in the suburbs than in the city itself
and that in every large city the com-
muting zone was extended with every
improvement in transportation service.
The only limit which the city worker
recognizes in the distance between his
home and his place of work is the time
consumed in his daily travel.

Mr. Johnson, who has given consid-
erable study to transportation prob-
lems both here and abroad, said that
one of the greatest problems to be met
in the development of comprehensive
transportation plans for cities was the
difficulty of getting enabling legisla-
tion, because the attitude of the aver-
age man toward some new proposal
which he does not completely under-
stand is usually to vote “no.”



New St. Louis Petition Provides
for Flat Eight-Cent Fare

Receiver Rolla Wells of the United
Railways, St. Louis, Mo., filed a peti-
tion on April 9 with the Missouri Pub-
lic Service Commission at Jefferson
City asking again for an increase in
rates. The latest request is for a flat
fare of 8 cents. The increase is on the
basis of an estimated $75,000,000 valua-
tion for the properties. A former ap-
plication, pending before the commis-
sion for many months, sought a fare of
8 cents or two tokens for 15 cents. The
company was able to charge that fare
base between Feb. 7 and Feb. 28 under
the protection of a temporary restrain-
ing order issued by the federal court.

In the new petition it is set forth that
during the brief period in which the
higher rate of fare was in effect the
company collected $48,420 more than
for a similar period in 1926. The peti-
tion further recites that the original
request for higher fares filed with the
commission on June 4, 1926, was based
on a physical valuation of the road’s
properties of $51,781,348. The petition
said:

The fare prayed for in the application
filed June 4, 1926, would not, in the light
of experience with that rate of fare and in
view of the fact that the number of revenue
passeugers has been steadily falling off
during the three months of 1927, produce
sufficient revenue to pay operating costs,
taxes and depreciation and yield a fair re-
turn on the present value of the property
devoted to public use.

An Increase in the rate of adult fare to
8 cents cash and two for 15 cents would
yleld only about $870,000 additional rev-
enue annualily, which would represent a net
income available for returns of only $75,-
000,000, and only 5.77 per cent on the
Public Service Commission’s 1919 vaiuation
plus additions and betterments,

To provide sufficient revenue to yleld at
least a part of a fair return on the present
value of the property it will be necessary
to increase the aduit fares to 8 cents, which
wiil, In the opinion of the petitioners, pred-
fcated upon the experience of 7§-ceut fares,
produce no more than $2,000,000 additional
revenue during the year of 1927, compared
wlith 1926, and represent an annual return
of only 6 per cent on the present value of
the properties and less than 8 per cent on
the commission’s 1919 valuation.

An audit completed recently by the
Missouri Public Service Commission
disclosed that the railway suffered a
net loss of $225,000 during 1925 and
the first ten months of 1926. The com-
mission will hear the company’s petition
on April 22,

Injunction Action by Duluth
Street Railway Upheld

In a decision by Justice Holmes the
United States Supreme Court April 11
affirmed the ruling of the lower court
which had granted an injunction to the
Duluth Street Railway, Duluth, Minn.,
in a fare controversy with the Rail-
road and Warehouse Commission of
Minnesota.

The railway applied for higher fares
and the state commission fixed its value
for rate-making purposes, but entered

an order that instead of granting per-
mission to charge a straight 6-cent
fare, as the company had sought, it
might charge a 6-cent cash fare but
should sell five tokens for 25 cents.
The company immediately secured an
injunction in the federal court.

The state commission appealed to the
United States Supreme Court, on the
ground, among others, that the pro-
cedure followed by the railway was
erroneous in that the Minnesota State
law provides a method of appeal from
decisions of the Railroad and Ware-
house Commission and that this remedy
had not been exhausted, therefore the
company could not rightfully apply to
the federal courts for relief. The com-
mission also pleaded that the action of
the company was premature in that it
sought an injunction before testing out
the rates ordered by the commission.

The Supreme Court holds that'the
company had a right to choose the court
to which it would appeal for relief and
therefore that its action in asking an
injunction of the federal district court
was proper. The high court did not
discuss the question of whether the suit
was premature, and it permits the deci-
sion of the district court in enjoining
the rates fixed by the state commission
to stand.

Few Indiana Utility Measures
Become Law

Following adjournment of the In-
diana Legislature and the signing by
the Governor of bills he favors, only
three bills pertaining directly to public
utilities and how they shall be regulated
succeeded in becoming laws.

Senate bill No. 178 gives any one
the right to appeal to circuit or superior
court from any ruling of the Indiana
Public Service Commission. The ap-
peal shall be taken thirty days after
the ruling is made.

Senate bill No. 171 amends the pub-
lic service commission act of 1913 by
adding a provision that, if the commis-
sion finds, on inquiry, that salaries paid
by utilities are excessive or that more
persons are employed than necessary, or
that any unjustified expense is being
incurred, the commission shall desig-
nate such items and not take them into
account in fixing rates.

Senate bill No. 124 amends the utili-
ties act of 1915 by omitting from it the
proviso which required a report to be
made to the Public Service Commission
and its approval obtained before the
earnings of a municipal plant that had
accumulated a sinking fund sufficient
to pay its debt could be turned into the
general fund.

A joint resolution was passed re-
questing the Congress to enact legisla-
tion denying jurisdiction to federal
courts to hear utility rate cases until
the legal remedies offered by the state
courts are exhausted.

Columbia Carries On Without
Car Service "

Operation of street cars in Columbia,
S. C., suspended on March 11, has not
vet been resumed: The matter of sus-
pension of service may find its way
into the courts of the state. On peti-
tion of a citizen, the South Carolina
Railroad Commission ordered the
Columbia Railway, Gas & Electric Com-
pany to show cause why it had sus-
pended operation without permission.
The railway failed to show cause,
whereupon the commission ordered it
to resume operations within a stipu-
lated time or else pay a fine. Then
the company filed an appeal for further
hearing before the commission, this
appeal serving to stay the execution
of the “pay a fine or resume service”
order, and at the same time asked that
it be permitted to discontinue the serv-
ice permanently.

The Railroad Commission, giving as
its opinion that “the unregulated un-
restricted system of ‘jitney’ transpor-
tation has utterly destroyed the rail-
way system in Columbia,” handed down
an order permitting permanent discon-
tinuance of service and at the same
time revoked the order to pay a fine or
resume service. Now the question has
arisen of the right of the commission
to grant permission to suspend service
and the matter may get into the courts
on that angle. As is shown by the
order, the 10-cent “jitneys” continue to
be a most disturbing factor in the
transportation problems of the city.
They offer keen competition to buses
operated on a regular schedule and over
a definite route. The jitneys, operated
without route or schedule, carry pas-
sengers at the same rate as the buses
agid take them direct to their door or
office.

Another Move by City In
Rochester Railway Valuation

The long-pending suit of the city of
Rochester for a new valuation of the
lines of the New York State Railways
in Rochester came to the fore again with
announcement by Corporation Counsel
Platt that, on behalf of the city, he
would ask court permission to inspect
the books of the railway under which
the valuation under the service-at-cost
contract was fixed.

The move is considered preliminary
to establishing whether the appraisers
fixed the valuation according to regular
procedure. The railway has denied the
city the right to inspect its books and
a court order is now sought. When the
case will actually come to trial is still
uncertain. The litigation, in which the
city is striving to obtain a lower valua-
tion for the service-at-cost contract in
the hope of gaining a fare reduction,
has been hanging fire three years,
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One-Man Car Bill Killed in
Pennsylvania

Legislation against the one-man car
in Pennsylvania is dead for this ses-
sion. The House has killed the one-
man car bill. There was very little
pudblic support for the bill and the
wonder was that the measure got as far
as it did. Newspaper comment, par-
ticularly in Philadelphia and Pittsburgh,
was .decidedly against t'he‘ measure.
The extent of the appreciation by the
newspapers of the value of the one-man
car was, perhaps, nowhere better ex-
pressed than by the Pittsburgh Gazette-
Times. That paper said:

Substantial Improvement of eiectric rail-
way service in populous places and reduc-
tion of the rates of fare apparently depend
entirely on lowering the costs of transporta-
tlon. The one-man car is less expensive
to operate than the two-man car.
greater number of cars on a route without
increase of the wage account Is possible
where the newer system is In use. This

opens up a prospect not unpleasing to car
riders.

Franchise Acceptance Formalities
Being Concluded in Kansas City

The Kansas City Public Service Com-
pany, Kansas City, Mo., during the
week ended April 2, completed its
formal acceptance of the terms of the
new railway franchise awarded to it by
the city officials on March 21. The form
of the acceptance document was ap-
proved by the City Council, and it was
mailed to Chicago on March 21 to the
First Trust & Savings Bank, corporate
trustees under the new mortgage on the
local properties.

Under the provisions of the franchise
ordinance as passed, the public service
company had twenty days in which to
accept or reject the franchise. The ac-
ceptance now awaits only the signature
of William G. Woolfolk, president of
the Kansas City Public Service Com-
pany, before being filed with the City
Council. The ordinance, according to
Powell C. Groner, chief counsel for the
company, would become effective on
April 10. The new fare schedule will
then be filed with the State Public
Service Commission as required by law.
1t is pointed out, however, that the com-
mission has ruled that the new fare
schedules will not become effective until
30 days after approval by commission,
unless good reason is shown for putting
them into effect earlier.

Six Cents and Other Requests
Asked in London

A 6-cent fare with five tickets for a
quarter for a period of two years is
requested by the London Street Rail-
way, London, Ont. This petition is
part of a proposal to the city which
states that at the end of the two-year
period the railway would arrange to
revise the fares as necessity might die-
tate with leave to appeal to the On-
tario Railway & Municipal Board by
either party.

The proposals include an exelusive
perpetual franchise with all controver-
sial clauses, including the use of one-
man cars, to be referable to the board.
The company agrees to pay the cost of
track foundations but believes the city
should assume obligations for surface

paving. A clanse provides for the pur-
chase of the railway and bus lines by
the city on six months notice, the value
of the system to be decided by arbitra-
tion. The company also seeks exemp-
tion from all taxation except the school
tax. If an agreement is reached the
company will spend $300,000 within
five years on general improvements.

The temporary agreement which an-
thorized the London Street Railway to
charge a 6-cent fare expired on April
1. The railway is now really operating
under the old agreement whereby it is
compelled to sell seven unlimited and
nine limited tickets for a quarter.

Investigation of International
Accounts

William R. Pooley of the New York
Public Service Commission has re-
served decision on the application of
the municipal authorities of Buffalo,
N. Y., for permission to examine the
books of the International Railway,
for certain figures to be used in oppo-
sition to the company’s request for a
10-cent fare in Buffalo. Henry W.
Killeen, of counsel for the Interna-
tional, says the application is a mere
device for delaying the proceedings or
for seeking information to be used in
the United States Distriet Court liti-
gation.

Testifying before the commission,
John J. Schmunk, vice-president of
Mitten Management, Inec., in charge of
accounts, said that the amount of half-
fares collected is far below the amount
estimated by the commission’s experts
when fixing the 8-cent fare which now
is in effect in Buffalo.

Dr. Milo R. Maltbie, acting for the
city, will oppose the 10-cent fare request
of the International. ’

Electrification and Allied Projects
Cost $55,500,000

Beautification of Chicago’s downtown
lake front through electrification of its
suburban divisions, lowering of track
levels in Grant Park, erection of a new
suburban terminal at Randolph Street,
and completion of the vast Markham
freight yards on the south side of the
city and similar undertakings in the
last six years, represents a total invest-
ment by the Illinois Central Railroad
to date of more than $55,500,000, ac-
cording to a recent statement by L. A.
Downs, president.
year, he said, an additional $4,600,000
will be spent in continuance of this
work. Eleectric operation of all Illinois
Central suburban trains in Chicago was
begun last August in compliance with
the terms of an ordinance for the devel-
opment of the city’s lake front.

Plans for the construction of another
monumental new Union station by the
Illinois Central on the site of the pres-
ent Central station at Roosevelt Road
and. Michigan Avenue, have been re-
tarded by the lack of definite decision
as to terminal building by other rail-
roads entering the city from the south.
The Illinois Central hopes to induce the
lines now using the Dearborn, La Salle
and Grand Central terminals to join
with it in the centralized terminal proj-
ect to cost about $20,000,000.

During the eurrent’

Fearful of Future Fares
in San Francisco

A controversy has arisen over the
effect on _fares of a proposed bond
issue election early next year for exten-
sions of the Municipal Railway, San
Francisco. One faction declares that
an 8-cent fare, superseding the pres-
ent 5-cent rate, will be the ultimate
outcome. City officials deny this indig-
nantly.

A(}olph Uhl, manager of the City
Eﬁ‘iclepcy- League, declared that the
extensions under the proposed $3,500,-
000 bond issue will produce only $444,-
000 revenue a year, and that there will
be a total deficit of $393,000 on the lines
before the bond redemption is added,
and that when this redemption is final-
ly added the deficit will total $520,000
a year.

“This means an 8-cent fare,” was Mr.
Uhl’s deduction.

Nelson Eckart, assistant city engi-
neer, retorted in this fashion:

Including bond redemption the first year
Is ridlculous. every one knows, bond
redemptlon doesn’'t begin untll the fifth
year. To say that the line into the Sunset
distrlet wili produce only $130,000 yearly is
also rldlculous. The B ilne Into Richmond
district, which Is comparabdle to the Sunset
line, took in $308,000 in 1915, its first
year, and $520,000 laat year.

The Sunset llne wiil not only take In
considerably more than $130,000 the first
year, but its receipts wlli Increase even
faster than those of the B iine did.

It San Franclsco is to grow it must have
transportatlon. The raliroad bond Issue
will give transportation to districta which
are partlally bullt and whlch need only
transportation to become densely settled.

But even if the ilnes proposed alf lost

money the first year they would be worth
bullding.
) ;n addition to extensions on five lines
it is proposed to erect a car repair shop
and a garage. Purchase of twenty
busgs for use in the Sunset and Potrero
sections also is recommended.

'-I‘hg recommendations involve the
building of 11.54 miles of track at a
cost of $1,382,000, acquisition of 47 new
cars at a cost of $799,000, purchase of
§150,000 worth of buses and expend-
Iture of $1,660,000 for land and auxil-
iary establishments.

The city engineer recommends that
no further extensions be approved nntil
1929, when franchises for 126 miles of
track of the Market Street and Cali-
fornia Street Railway systems expire.

St. Louis Expert Will Report on
New York Subways

Charles Edward Smith, St. Louis,
Mo., has been engaged by the city of
New York to study the subway lines
and the possible consolidation of them
with the, existing rapid transit sys-
tems. He is now in New York City
to remain four or five months. Mr.
Smith, who is well known in the West
as engineering counsel to public utili-
ties, is head -of a firm of consulting
engineers, with offices in St. Louis, and
for some time has been conduecting a
survey on the development of the rapid
transit system for that city. He has had
wide experience in railroad construe-
tion, in municipal developments and in
government service. His appointment
was authorized by the Board of Esti-
mate and Apportionment a month ago.
An appropriation of $25,000 was made
in connection with the appointment.
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Fare Issues

Dr. Delox F. Wilcox, traction expert,
has been assisting the city of Los
.Angeles, Cal., in opposing higher fares
for the Los Angeles Railway. The
City Council authorized his services on
March 28. The increase sought by the
Los Angeles Railway is from 5 to 7
cents. The city is scheduled to start
presentation of its case on May 17 be-
fore the State Railroad Commission.

Meanwhile the Pacific Electric Rail-
way fare case is again before the Rail-
road Commission following a hearing on
April 5. A compromise was effected
recently between attorneys representing
the Pacific Electric Railway and Los
Angeles and the neighboring cities
whereby Glendale and Burbank will
accept a temporary schedule of reduced
single and round-trip fares and a 20
per cent increase in the price of com-
mutation books. The Pacific Electric
Railway is seeking a 7-cent local fare
and a 20 per cent increase in the inter-
urban rate. Supplemental to its appli-
cation for a fare increase the railway
filed an amended petition which sought
as an experimental measure a general
reduction in all interurban rates. This
petition was referred to in the ELECTRIC
RAILWAY JOURNAL, issue of March 19,
page 548.

Chattanooga Commission
Receives Transit Plan

A transit plan prepared for the city
of Chattanooga, Tenn., which would
mean a considerable expenditure for
the Tennessee Electric Power Company
was passed recently to the City Com-
mission. The plan was prepared by Har-
land Bartholomew, expert city planner.

B. C. Edgar, vice-president and gen-
eral manager of the Tennessee Electric
Power Company, said that his company
would not approve the plan at the pres-
ent time. One section, he explained,
dealt with the proposed changes in
present railway routes and the other
with additional lines for the future de-
velopment of the system. The report
recommended the removal of all tracks
from Broad to Chestnut Streets. This,
Mr. Edgar declared, would not be sat-
isfactory with the present width of
Chestnut, but might later if the street
were widened. He further called at-
tention to a recommendation favoring
removal of all tracks from the Walnut
Street bridge. This change would not
be favored by the company, he said,
because it would entail a lot of expense
and would not accomplish any improve-
ment. In his opinion the recommenda-
tions in Mr. Bartholomew’s plan would
call for the expenditure of $1,662,000.

‘Confer on New Jersey Canal Bed

The desire of the Public Service Rail-
way, Newark, N. J., to take over and
operate the abandoned bed of the
Morris Canal for rapid transit lines
was expressed again by Thomas N.
McCarter, president of the road, at the
first of a series of conferences between
representatives of the city and the
Public Service Railway on the proposed
use of this canal bed. Other conferees
were John L. O’Toole, vice-president in

charge of public relations; Corporation
Counsel Congleton, acting director of
the department of public affairs, and
Chief Engineer Costello. If equitable
terms can be worked out, Public Serv-
ice will consider financing the subway
construction. The company would pre-
fer to operate the bed as an open-cut

subway from Plane Street northwest
to the city line, as originally proposed,
the section from Plane Street to the
new Pennsylvania Railroad to be cov-
ered. Mr. McCarter said, however, the
corporation will be ready to go along
on plans for covering the canal bed
at other points if found advisable.

Worm-Drive Car Successful at

Springfield,

Mass., Test

New Unit There Operates Successfully in Trial Run Attended by
Railway Men, Manufacturers and Others—Car
Noiseless and Remarkably Smooth

N THE presence of visiting railway

executives, manufacturer’s represent-
atives, city and state officials and news-
paper men, the experimental worm-
drive car built for the Springfield
Street Railway, Springfield, Mass., by
the Wason Manufacturing Company
was thoroughly tested on April 14
under various track conditions.

The car, described in detail in
the ELECTRIC RAILWAY JOURNAL for
March 26, exceeded in several respects
the expectations of its designers. Con-
struction was completed only a few
honrs before the demonstration rua, but
the unit operated perfectly in all of
its details. Membhers of the American
Electric Railway Engineering Associa-
tion committee on noise reduction,
headed by Chairman H. S. Williams,
were present to ride the car during its
demonstration run. Mr. Wilhams
planned to make a series of noise tests
of the new car in comparison with
standard cars on the property.

CAR PERFORMS WELL
IN SERVICE

The Timken worm-drive axles gave
smooth and rapid acceleration. The
Westinghouse motors, mounted longi-
tudinally in the truck frame and driv-
ing the axles through Spicer universal
joints and a short drive shaft, operated
smoothly and handled grades and
curves successfully., A remarkable
smoothness and quietness around curves
was attributable to the differential
drive in the axles. Reduction of un-
sprung weight by mounting the motors
in the truck frame instead of on the
axles eliminated pounding over spccial
work and reduced the usual shocx and
vibration of ordinary operation over
special work to a mere metallic click.
The electrically controlled automotive
type brakes with diaphragms mounted
on the axles and with internal expand-
ing shoes inside brake drums bolted to
the wheels made possible such high
rates of deceleration that it is antici-
pated the brake diaphragms will need
to be made smaller to reduce the brak-
ing power. The automotive type hand
brake was found ample to slide the
wheels on dry rail.

Good riding qualities of the radical
truck design proved to be one of the
outstanding features of the demonstra-
tion. Noise of operation was limited to
the hum produced by the wheel flanges
in grooved rail, the trolley wheel and
motor armatures. Gear noise was ab-
sent and brakes were entirely silent. It

is expected that even greater quietness
will be obtained by the use or rubber
pads on the wheel webs.

All those who witnessed the demon-
stration declared that only a secrvice
test long enough to determine the
strength and wearing features of the
design is necessary before the car can
be considered successful. After the
finishing touches of trimming and
painting are.completed, work that is ex-
pected to take about ten days, the car
will be placed in regular operation in
Springfield.

Rapid Transit Operating
Agreement Talk in Philadelphia

Thomas E. Mitten, chairman of the
board of directors of the Philadelphia
Rapid Transit Company, Philadelphia,
Pa., is willing to enter into negotia-
tions with the city for leasing the
Frankford Elevated Railway and the
Broad Street subway jointly,

This fact was made known by Mr.
Mitten in a letter sent by him to Mayor
Kendrick in reply to the Mayor’s in-
quiry as to the best terms the P.R.T.
could offer to the city for operation of
the Frankford Elevated Railway after
the expiration of the present lease,

Under the original Frankford L
agreement, which was dated May 5,
1922, the term of the lease was fixed
for five years, beginning Nov. 5, 1922,
and expiring Nov. 4, 1927, with an
eoption reserved to the city, but not to
the company, to extend the term to
July 1, 1957, by notifying the company
to that effect not later than six months
piior to the expiration of the five years
term. That is, the city must notify
the company of its intention by May 5,
1927, which is just abont a month off.
In order to decide what the city shall
do in the matter Mayor Kendrick about
a week ago wrote to Mr. Mitten, re-
minding him that May 5 is rapidly
approaching, and requesting him to
state the best terms under which the
company would continue to operate the
Frankford L in view of the fact that the
proposed amended L lease had not re-
ceived the approval of the commission.

There has been a decided opinion that
the city should negotiate with the
P.R.T. for an agreement that wonld
embrace both the Frankford L and the
Broad Street tube, which will soon be
ready for operation. On the other hand,
some persons are inclined to favor
separate agreements for the two lines.
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How One Manager of a Small
City System Sees It

The Poughkeepsie & Wappingers
Falls Electric Railway, Poughkeepsie,
N. Y., carries 10,000 persons about 1‘:he
city daily, and suddenly to cast aside
the railway and substitute buses would
be disaster. This statement was made
by George Wells, superintendent of the
lines, who stressed the need of every
up-to-date city keeping its railway lines
and augmenting them wherever neces-
sary with buses. He was answering an
inquiry from one of the local news-
papers. His comments on the changing
aspects of transportation were espe-
cially pertinent. He said in part:

When movies came, some people thought
that actors would no longer be wanted.
When victrolas were invented, many eX-
pected that singers and orchestras wouid
not be in demand. When radios were in-
vented, people asked if concert halis and
public auditoriums were to be torn down.

As a matter of fact, actors are wanted
everywhere—likewise public speakers and
orchestras and bands. Telephones have
not superseded the telegraph. )

Since the advent of automobiles and
buses, everyone is riding more. In the
past year, more peo ie traveled on steam
roads, on troiley roads, in automobiies and
buses than did the year before.

Buses are a new and useful means of
transportation and electric rallways are
adopting them They do not take the
place of electric railways in the majority of
cases, but supplement them.

Some electric raiiways have failed.
Many bus lines have failed, and when
railways have not paid it almost invariably
follows that buses over the same routes do
not pay unless the rallway failed on ac-
count of poor management or tax burdens
or both.

A well - established and well'-regulated
rallway is essential to any cit of any
consequence, and just because a few towns
of lesser importance have allowed their
raflway systems to slip away from them,
it should not follow that a modern, pros-
perous and promising city like Pough-
keepsie should think of giving up its up-to-
date, weli-established and weil-organized
raiiway system and repiace it with buses
that are stiil in the experimental stage.
.1s any modern and self-respecting city
allowing such a thing to happen? Not
any, that I know of. Many are adding
buses but not giving up their trolley sys-
tem, Many cities are even paylng the
raiiways where they have failed, in order
to keep them going. Many have canceled
paying debts, taxes, etc., in order to help
their troliey companies get on thelr feet
again. They wiil not allow the ralilways
to go. Those who have are regretting it.

Electric ralilways are here to stay. They
are beyond the experimental stage.

Buses are here to stay, but they are
still in the experimental stage.

There are many failures of bus ventures
all over the country, and it would be very
unwise indiscriminately to abandon tracks
for buses at this period of uncertainty.

This company carries 10,000 passengers
daily. It is a great responsibiiity, but the
gservice seidom falis. The system has been
built up through many years of practice
and large expenditures of money. Sud-
denly to abandon this system for a form
of transportation where many more vehicles
would be required to do the same work
might bring disaster upon the community.

Railway Issue in Oakland’s
Mayoralty Fight

Oakland, Cal., is in the midst of a
lively spring election campaign. Frank
Colbourn, one of the arbiters who two
years ago awarded employees of the
Key System Transit Corporation a
higher wage scale, is running for
Mayor. His opponent is J. L. Davie.
One of the issues of the campaign is
the 7-cent fare, which Mr. Colbourn is
accused of having made imperative for
the company in consequence of the
expense saddled on it by the wage ad-
vance. It is a minor issue, though,
and is not attracting much attention.

o

Clothes don’t make the man,
but they help -

A Fitting Process

“Hey, those trousers bag
seat!”

“Make those sleeves a little longer

“No, I don’t want cuffs on those
pants!”

These and similar expressions came
from the office of J. Frank Johnson,
vice-president and general manager of
the Community Traction Company re-
cently, arousing the curosity of car
company visitors.

A peep inside the room disclosed a
dozen men in various stages of disha-
bille, some of them with less of clothing
than the greased challenger of the
Catalina Island swim, but lacking the
beautiful symmetry of this challenger.

Some were on chairs trying on
trousers. Others were pulling and
hauling at stubborn trouser legs from
less advantageous places on the floor
of the office. Others tried on vests and
coats.

Paunches that demanded the utmost
skill of expert tailors for proper fitting,
shoulders round and shoulders square,
victims of obesity and malnutrition—
a gathering of sufficient variety in
shape and size to drive the ordinary
tailor woozy—all were there being
fitted.

Qutside several scores of other men
waited, listening to the buzz of chat-
ter that came from Vice-President
Johnson’s room.

The occasion was the fitting of Com-
munity Traction motormen, conductors
and bus drivers with the new olive drab
whipcord uniforms which have been
ordered for them. Superintendent Em-
ery had charge of the job.

“We want to have 'em all fitted out
so they can appear as a unit in the new
uniforms in a few days,” said Mr.
Emery, puffing vigorously and perspir-
ing. “But at the present rate of speed
we will have ’em all ready to make their
bow to the public soon. T cannot give
a definite date. It all depends on the
outcome of this fitting process. But it
will be either the 10th or the 15th of
this month,” he said.

The new uniforms have the new army
roll collar. Hats to match also have
been provided and heads of the several
hundred motormen, conductors and bus
drivers are furnishing another interest-
ing phase of the outfitting process.—
Toledo Blade.

in the
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Hartford Loses Tax Suit to
Connecticut Company

The city of Hartford, Conn., has lost
its suit against the Connecticut Com-
pany to collect a yearly tax of 2 per
cent of the gross fares. The railway
paid this 2 per cent tax from 1894 to
1923, and the total for the period
amounted to $677,000. Judge Newell
Jennings in his finding said that the
tax was illegal. The ancient ruling of
the City Council of Hartford reads in
the records as follows:

The directors shail pay into the city
treasury each year 2 per cent of the annual
groas receipts of fares as evidenced by such
reports, untii such time as the state law
shali be so changed as to provide that taxes
of street raliways shall be paid locally in-
stead of to the state, and in case of such
change in the faw, the company shaii pay
annually to the city any deflelency in the
amount of the said taxes from the amount
of the said 2 per cent on the receipts of
the aforesaid.

The counsel for the railway contended
that the levy was a tax and therefore
illegal. The city contended the pay-
ments annually were for the privilege
of electrifying lines in 1894 under the
Tucker grant. To support the railway
Judge Jennings stated: “I find as a fact,
upon all evidence, that this levy was
and is a tax.”

Important New Subway Station
Opened in New York

The New York Transit Commission,
the Queensboro Chamber of Commerce
and several civic organizations ar-
ranged an elaborate program to cele-
brate the opening of the Seventh Ave-
nue (Times Square) station of the
Queensboro subway on March 14. The
new station, in conjunction with the
Interborough Seventh Avenue line and
the Times Square-Grand Central sta-
tion shuttle line of the Interborough,
consists of four levels. It is one of the
most commodious subway stations in
the world and will relieve the present
congestion at Grand Central, where the
former terminus of the Queensboro line
is located. There is a Queensboro station
at Fifth Avenue and 42d Street, but
because of traffic conditions most of the
passengers who use the Queensboro line
board and leave trains at Grand Cen-
tral. A considerable portion of this
traffic transfers from the Seventh Ave-
nue line of the Interborough and
reaches Grand Central by shuttle. All
of this traffic will be handled in the new
four-level station at Seventh Avenue
and 41st Street.

The entire extension of the Queens-
boro subway from Grand Central Sta-
tion westward under 42d Street, to the
rear of the Public Library, thence
under 41st Street and west to Eighth
Avenue, with the Seventh Avenue con-
nection with the west side subway of
the IL.R.T., was constructed by the
Powers-Kennedy Contracting Corpora-
tion. The contract price for the entire
extension was $3,867,138. Of this, ap-
proximately $1,500,000 has been ex-
pended for the section from Fifth Ave-
nue to Eighth Avenue, including the
cost of the station and its equipment.
Immediately after the exercises the
Interborough put in effect a regular
schedule, approved by the Transit Com-
mission.
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$300,000 Improvement Program
for Beaver Valley

Probably in no other section does the
paving question have so many ramifica-
tions as in the Beaver Valley, where
the management of the Béaver Valley
Traction Company, New Brighton, Pa.,
must deal with the official body of some
26 incorporated boroughs or towns,
varying in size from 700 to 18,000 pop-
ulation and each one urging its par-
ticular -program of street improvement,
which invariably involves a portion of
the lines. Here, as elsewhere, the com-
pany seeks relief from the paving bur-
den which belongs to-the horse car days
when Dobbin did the damage. This is
realized by many of the officials in the
various towns and the many other
favorable factors in the company’s pub-
lic relationship are rapidly breaking
down all prejudice and the management
sees, in the very near future, the elimi-
nation of the paving burden. In fact,
a suitable contract, superseding a most
unfavorable one, has already been made
with one of the largest towns in the
district.

In view of the possibility of being
totally relieved of this burden a pro-
gram for the rehabilitation of equip-
ment and track has been devised. The
purchase of six new cars leads the list.
This will be followed with the rebuild-
ing of several miles of track, replacing
portions which were not kept up in the
years past when dollars were scarce
and revenues unequal to the equnipment,
labor and paving charges.

The change of public sentiment is
perhaps best indicated by the fact that
the company now has 15 miles of track
on paved streets on which it has been
relieved of all paving requirements.

In Ambridge, a town of 17,000 popu-
lation, the street over which the lines
are operated was improved. At the
same time the company laid new track.
This was under a franchise requiring
that the town pay the cost of the pav-
ing and maintain it. The company is
then to pay, if earned, a rental of
$1,200 a year, after operating expenses,
taxes and interest on bonded indebted-
ness have been deducted from revenues.
* Approximately $300,000 is to be
spent on the improvements to be made.

Brooklyn “L” Removal Bill Signed.—
Governor Smith of New York has
signed the Hearn bill as chapter 374 of
the laws of 1927 authorizing the city
of New York to acquire by condemna-
tion the right to remove the elevated
railroad structure from Fulton Street
and other streets and avenues in the
Borough of Brooklyn and to assess the
cost and expense thereof upon property
benefited thereby.

Will Make Survey of Other Lines.—
An inspection tour of electric railways
in the principal cities of the country is
being made by eight men experienced
in railway operation under the direc-
tion of J. M. Loftis, superintendent of
transportation, and A. J. Fink, super-

intendent of traffic and schedules of the
Pittsburgh Railways, Pittsburgh, Pa.
By this study of other systems the
Pittsburgh Railways expects to dis-
cover improvements and advances in
transportation that can be adjusted to
its own lines.

Transportation Plan Under Consid-
eration.—Mayor Frank X. Schwab of
Buffalo has asked members of the City
Council to consider plans for a trans-
portation policy in anticipation of the
opening of the new Peace bridge, which
spans the Niagara River between Buf-
falo and Fort Erie, Canada. The Mayor
recommended a municipal bus line from
the retail shopping zone of the city to
the American approach of the new
bridge, to be opened early this summer.

Rate-Fixing Bill Killed.—The Min-
nesota Legislature in St. Paul has
killed in committee of general legis-
lation a bill to fix 6 per cent as legal
rate of earnings for electric railways.
The rate fixed by the Railroad and
Warehouse Commission is 74 per cent.
The bill was sponsored by Representa-
tive Frank Starkey, St. Paul, and was
designed to amend the Brooks-Coleman
act, which placed the rate fixing power
with the commission.

New Route Book in Los Angeles.—
A new booklet entitled “Seeing Los
Angeles by Yellow Car and Bus” has
been published by the Los Angeles Rail-
way, Los Angeles, Cal. This booklet
contains information on places of inter-
est in Los Angeles and how to reach
them by street car or bus. It also con-
tains schedules of owl car service on
the various lines. Copies of these book-
lets are being distributed among the
divisions for the use of conductors.

Would Increase Token Rate.— The
Illinois Power & Light Corporation has
applied to the Illinois Commerce Com-
mission for authority to change its
fares in Peoria, Ill., from seven tokens
for 50 cents to three tokens for 25
ceuts, with a continuation of the pres-
ent 10-cent cash fare. The nickel permit
fare will be dropped under the new
schedule. The company says that since
the present schedule, put in force in
1922, it has failed by $200,000 annually
to meet a fair return on its investment.

Intercompany Transfers Issued. —
Issne of I-cent transfers between
“cars of the Capital Traction and the
Washington Railway & Electric Com-
panies at New Jersey and New York
Avenue in Washington, D. C., was
authorized on April 7 by the Public
Utilities Commission. The intercom-
pany transfers will be issued, however,
only by northbound cars on New Jersey
Avenue to eastbound cars on New York
Avenue and by westbound cars on New
York Avenue to southbound cars on
New Jersey Avenue.

One Mayor Expresses Views on Paving
Ruling.—At a meeting of city officials
of the state of New York to be held at
Niagara Falls on May 31 legislation to
relieve electric railways of any of their
tax burdens will be discussed. The
railways séek to amend the paving law
to require them to pave only 8 in. on
each side of a rail instead of paying for
the pavement between the rails and 2 ft.
outside. Mayor Clarence J. Cook of
Binghamton, N. Y., is quoted as saying

he believed that taxes paid by the elec-
tric railways were low enough and that
the paving imposition might be con-
sidered as part of rental.

Ten Cents in Port Chester.—The fare
on the new bus line of the County
Transportation Company, Inc., within
the village of Port Chester, N. Y., is
10 cents. Books containing twenty
tickets each will be sold for $1 to pupils
under eighteen years of age attending
public or private schools having similar
grades. Free transfers are given be-
tween the bus lines as well as to cars
of the New York & Stamford Railway.
The order became effective on April 3.

Rebus Contest in Grand Rapids.—
Still further to stimulate riding and to
familiarize the people with the names
of its new electric rail coaches and other
cars, the Grand Rapids Railway, Grand
Rapids, Mich., has put on a rebus con-
test, with $100 in cash prizes, 25 spe-
cial prizes—74 prizes in all. Trolley
Topics, published monthly by the Grand
Rapids Railway, explains the terms of
the contest, which began on April 1 and
ends on April 30. Of the 76 electric rail
coaches and street cars with names in
Grand Rapids, 27 are represented in
the rebus sketches which the railway
presents in the form of a contest open
to everybody except employees. All are
urged to familiarize themselves with
the street car names, study the sketches
and solve the puzzles. Answers will be
judged by a committee and correct
answers and names will be announced
as soon as possible after April 30.

Commission Without Right to Order
Extension.—The Fresno Traction Com-
pany, Fresno, Cal., has never dedicated
its property to the service of the “Fink-
Smith” district of that city. This was
the ruling of the California Railroad
Commission on April 5. The commis-
sion also held that it was without juris-
diction to direct the company to make
the desired extension under the pre-
vious ruling of the California Supreme
Court in the suit of the Hollywood
Chamber of Commerce. This rulinz
compelled the commission to order a
railwav to construct an extension of its
line. The city of Fresno filed a com-
plaint with the Railroad Commission
against the Fresno Traction Company
and asked the commission to require
that company to extend its tracks into
the so-called “Fink-Smith” district.

Traction Line Hauls Large Quantities
of Coal.—In spite of the strike of the
union coal miners in the southern In-
diana field, the Evansville & Ohio Val-
ley Traction Company and the Evans-
ville, Suburban & Newburgh Traction
Company, the last named company
operating from Evansville to Boon-
ville and Evansville, are hauling a
large amount of coal. The non-union
coal mines in the southern Indiana
fields are being operated steadily and as
a result the electric railways are taxed
to capacity to haul the coal into Evans-
ville, from which city it is shipped to
other markets. The wagon mines also
are being operated and coal from many
of these mines is hauled several miles
in wagon to the nearest switch on the
Evansville, Suburban & Newburgh line.
It seems likely that most of the coal
mines in the “pocket” will be operated
to capacity all summer.



716

ELECTRIC RAILWAY JOURNAL

Vol.69, No.16

{ Recent Bus opments

=

Bus Law in Lansing Upheld

The city ordinance of Lansing, Mich.,
prescribing routes for internrban and
snburban buses was upheld by the
State Supreme Court on April 1 in
deciding the case carried np by the
Highway Motor Bus Company and
other bus lines operating in the city of
Lansmg The bus companies sought to
restrain the city from enforcing the
ordinance. They brought action against
the city in the Ingham County Circuit
Court, claiming the city had no right
to force the buses to operate on certain
streets in Lansing.

Judge Leland W. Carr of the Circuit
Court. upheld the ordinance and after
an appeal of the plaintiffs the Snpreme
Court affirmed the decree of the Circuit
Court.

Taxicab Operation in Cincinnati
Under Control

The City Council of Cincinnati, Ohio,
passed an emergency ordinance on
March 16 requiring taxicab owners to
carry insurance against personal and
property damage. The policies for per-
sonal injuries to passengers must pro-
vide a $5,000 liability for a single per-
sonal injury and $10,000 for two or
more persons for any one licensed
vehicle, Damage to property must be
covered by $1,000 insurance for one cab.

In the case of property damage the
insurer has the option of limiting his
total liability as follows:

For not more than two public vehi-

Cles ¢ i e e s $2,000
For each vehicle in excess of two, not
in excess of filve .....c00c0neecnn 1,000

For each vehiclie in excess of five, not

In excess of ten .vecicoevi: seiqas . 750
For each vehicle in excess of ten, not

I excess of 25 svewisssssnovimsiy 500
For each vehlcle In excess of 25, not

in excess of 50 ......cicveruenn ggg

For each vehicle in excess of 50....

Tax Subject Under Discussion
in St. Louis

The St. Louis Bus Company, the bns’

auxiliary of the United Railways, St.
Louis, Mo., paid taxes the past year of
$155,306, or almost double that of the
preceding year. The competing bus
company, the People’s Motorbus Com-
pany, for the last year paid the city
$63,803 in a special tax on the basis of
3 per cent of gross receipts. In the
previous year this tax totaled $66,909.

The legislative committee of the St.
Louis Board of Aldermen on April 6
voted to shelve the bill to raise the
special tax on bus companies from 3
per cent to 6 per cent of their gross
receipts. Mayor Miller and Director of
Streets and Sewers Brooks and Street
Commissioner Joseph Slater had advo-
cated the passage of the bill,

Mayor Miller, comparing the taxes
paid by the People’s Motorbus Com-
pany with those of the United Rail-
ways, contended that the 5 per cent
tax bill would tend to equalize the tax-
ation of these public ntilities. Richard

W. Meade, president and general man-
ager of the People’s Motorbus Com-
pany, answering Mayor Miller’s con-
tentions, presented to the aldermanic
committee a memorandum on the eom-
parative tax assessments of the United
Railways and the People’s Motorbus
Company.

New York Board Still Marks
Time on Bus Proposals

No solution of New York City’s bus
problem was reached on April 8 at a
hearing before the Board of Estimate.
Mayor Walker did announce his inten-
tion of moving for a vote on the award
of bus franchises at the next meeting
of the board on April 21. There was
no indication, however, that he wonld
be able to get the twelve votes in the
board necessary to award the franchise
for Manhattan, Brooklyn and Queens
to the Equitable Coach Company, which
he favors, or that the board would vote
to award the franchises for the Bronx
and Richmond.

Substitntion an Issue in
Tarrytown

~ No action was taken at the meeting
at Tarrytown, N. Y., on April 11 on the
matter of local transportation there.
It was a joint conference between the
boards of Tarrytown and Elmsford and
the town of Greenbush, comprising the
whole township, and among those who
attended were Judges Duell, McDowell
and Seely. President S. W. Huff of the
Third Avenue Railway and counsel for
that company explained the position of
the railway in the matter. Railway
officials favor the continuation of that
service, but the cost to the company of
improving the roadbed under the re-
paving program proposed by public
officials would be more than $300,000.
This is an expenditure the railway con-
siders prohibitive. The present fare
by trolley is 5 cents in the zone from
White Plains to Elmsford and 5 cents
from Elmsford to Tarrytown. The fare
suggested by bus is 10 cents from
White Plains to Elmsford and 15 cents
from Elmsford to Tarrytown. The
next meeting to consider the matter is
subject to call by Supervisor Williard.

Indiana Service Seeks to Abandon
Unprofitable Bus Lines

Anthority to discontinue approxi-
mately 135 miles of intercity bus lines
in northeastern Indiana is asked in a
petition filed with the Indiana Public
Service Commission by the Indiana
Service Corporation, Fort Wayne. The
lines over which the company proposes
to abandon service are between Fort
Wayne and Marion, 57 miles; Fort
Wayne and Angola, 46 miles; Angola
and Crooked Lake, 10 miles, and Angola
and Coldwater, Mich., 22 miles. Inter-
urban electric railway lines are oper-

ated by the same company between
Fort Wayne and Marion and between
Fort Wayne and Waterloo, near
Angola.

In a statement accompanying the
petition, Robert M. Feustel, president,
said that the thirteen months ended Jan.
31, 1927, had shown a net operating
loss of $19,411 on the Fort Wayne-
Marion line. Income, he said, was
$8,083, as against operating expenses
totaling $27,494.

Blue Goose Fare Increased.—Fare on
the Blue Goose Bus Line, operated be-
tween St. Louis, Mo., and Alton, Ill,,
by the Alton Railway, affiliated with the
East St. Louis & Suburban Railway, has
been increased from 65 cents to 90 cents
for one way. The new rate became
effective on April 10. The interurban
fare on the cars of the St. Louis &
Alton Railway will continue at 85 cents
for one way or $1.50 for the round trip.

Buns Patronage Disappeinting.—The
Connecticut Company, which recently
opened a new bus line between Newing-
ton Junction and Hartford, Conn., via
West Hartford, has not carried the ex-
pected patronage. The Board of Select-
men of Newington is to take steps to
advertise the advantages of the service
offered by the railway. Schedules are
to be printed and personal letters sent
to the people, especially those who peti-
tioned for the route.

Bus Service Starts.—The Washing-
ton, Baltimore & Annapolis Electric
‘Railroad installed on April 1 a new,
comfortable and de luxe coach service
between Washington and Annapolis
over the new National Defense High-
way. Coaches leave Washington daily,
including Sundays, at 9:30 a.m., 1:30
p.m. and 5:30 p.m. and leave Annapolls
including Sundays, at 8:30 a.m., 1 p.m.
and 5 p.m. The cne-way fare is $1.22
and the round-trip fare $2.32. Chil-
dren under twelve years of age are
carried at approximately half fare.
Buses also serve intermediate points
en route at proportionate fares. In
Washington buses stop at all of the
principal downtown hotels. This is in
addition to the electric railway service
that has been operated for years by
the Naval Academy Junction Line.

Bus Service Replaces Railway.—The
Northampton Street Railway discon-
tinued its railway service between
Northampton and Hatfield, Mass., at
the close of business on April 13 and
started bus operation in its place. This
was the last link in the route from
Northampton to Greenfield, formerly
operated by the Comnnecticut Valley
Street Railway. Tracks above North
Hatfield are already removed and those
from North Hatfield south to North-
ampton will be removed soon.

New Bus Project Made Known.—
Plans have been announnced by Mayor
Frank X. Schwab of Buffalo, N. Y., for
the establishment of another municipal
bus line, althongh all previous attempts
to operate municipal buses in Buffalo
have resulted in failures. The latest
idea of the chief official is to operate
municipal buses in Kensington Avenue
from Bailey Avenne to the easterly city
line at a b-cent fare with a 3-cent half-
fare charge. The Interha}tional Bus
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Corporation, a subsidiary of the Inter-
national Railway, and the Buffalo Motor
Coach Company, Inc., have applications
pending for the operation of buses in
this section of the city where there are
now no transportation facilities.

Eight Cents on Bus Line.—An 8-cent
fare has been established between any
two points in the city of Hudson, N. Y.,
on the bus line of the Eastern New
York Transportation Corporation. Tok-
ens, each good for a continuous trip be-
tween any two points, will be sold 17
for $1, but will not entitle the passen-
ger to transfer to interurban cars of
the Eastern New York Utilities Cor-
poration, the parent company. Trans-
fers to the interurban cars of the latter
company will upon request be issued by
operators of buses which connect with
the cars and which buses are so marked.
Valid single trip and commutation
tickets, good on Eastern New York
Utilities cars, will be accepted as part
of a continuous trip. Tokens will not
entitle passengers to transfers.

Double-deckers on Pleasant Sundays.
—AIll single-deck coaches heretofore
operated on the Morningside and High-
land-Virginia Avenue lines of the
Georgia Power Company, Atlanta, Ga.,
are to be replaced by double-deck
coaches on all pleasant Sundays during
the summer months. The schedules on
Sundays are to be the same as the
daily schedules. Both lines are oper-
ated through some of the most beauti-
ful residential sections of the city.

Working Out Bus Schedule. — The
Northland Transportation Company,
Minneapolis, Minn., has bought the
Mesaba Railway Coach Company, which
serves communities between Aurora and
Hibbing and has local runs in Virginia
and Eveleth. The transaction is sub-
ject to the approval of the State Rail-
road and Warehouse Commission. The
acquisition of this property gives the
Northland company virtual monopoly
of the transportation business on the
range. The company already has a
bus line running from Duluth north
through Virginia and it is understood
that buses on the line running east
and west through Virginia will be
scheduled to connect with buses on the
north and south line out of Duluth.
Abandonment of the electric line has
been ordered by the federal court.

Railway Supplies Service; Bus Peti-
tion Denied.—The Public Service Com-
mission has denied the petition of Wil-
liam A. Stone, doing business as the
Silver Lake Park and White Plains Bus
Line, for permission to operate a bus
line in White Plains, N. Y. When this
petition was filed the Silver Lake rail-
way line was not in operation, as the
receiver of the Westchester Street Rail-
road had discontinued service. The pro-
posed bus line was intended to serve
substantially the same section of White
Plains as this branch of the railway.
Subsequently, the Westchester Street
Transportation Company, Inc., which
succeeded the electric railway and is
owned by it, resumed service and also
obtained the consent of the city and the
Public Service Commission to substitute
buses for street cars. It was the opin-
ion of the commission that the opera-
tion of a bus route in addition to the
railway was not necessary.

Financial

and Corporate

$58,157,236 Value at
St. Louis

State Commission Allows $6,395,888 for
Additions Made to United Railways
Property Since Year 1919

The United Railways, St. Louis, Mo.,
earned a return of only 4.2 per cent on
its properties during 1926, a report of
auditors for the Missouri Public Service
Commission filed at Jefferson City on
April 2 shows.

The audit sustains the contention of
Keceiver Rolla Wells that the company
operated at a loss during 1925 and 1926
after paying interest on bonded in-
debtedness. The net loss for 1925 was
$172,247 and for the first ten months
of 1926 the deficit was $52,730, the re-
port shows.

As a result of the audit the new
valuation_of the railway’s properties
for rate-making purposes is $58,157,236,
including $6,395,888 in additions since
1919, when the valuation was found to
be $51,761,348.

The auditors found the amount
available for return in the first ten
mionths of 1926 was only $2,039,886 and
on that basis estimated the total for
the entire year at $2,447,864. This is
only 4.2 per cent of the $58,157,236
valuation. ]

The audit was made to determine the
net amount of expenditure for additions
and betterments between Jan. 1, 1919,
and Oct. 31, 1926, and to determine re-
sults of operations in 1926 up to Oct. 31.

The auditors were J. J. Murphy, chief
accountant for the commission; H. W.
Ross, accountant in charge, and George
B. Coleman, A. L. Houlehan and H. B.
Lysaght. The investigation revealed:

Average requirements for working
capital, $2,109,105.

Gross operating revenues for 1925,
$18,913,332; operating expenses, taxes,
depreciation, $16,445,402; net, $2,-
467,929,

After adding non-operating income
and deducting interest, discounts and
miscellaneous the deficit for 1925 was
$172,247,

For first ten months 1926 operating
revenues were $15,671,311 and operat-
ing expenses, taxes and depreciation
$13,631,424, leaving a net revenue of
$2,039,886. After adding non-operating
income and deducting interest, dis-
counts and miscellaneous items the
deficit for the ten months was $52,730.

The estimated amount available for
return in 1926, based upon first ten
months, was $2,477,864, compared with
$2,467,929 in 1925.

The audit revealed the payments for
personal injuries and property damage
claims in the period April 12, 1919, to
Oct. 31, 1926, were $8,000,000.

The credit balance in the deprecia-
tion reserve as of Oct. 31, 1926, was in-
creased by almost $900,000 by the
anditors in their adjustments, which
showed credits of $1,004,356 and dcbits
of $114,931.

The total estimated liability of the

company for personal injuries and dam-
age claims as of Oct. 31, 1926, was $1,-
549,840, while the balance in the reserve
on that date was $645,629, a deficit of
$904,210. The company has based its
credits to this reserve at 6 per cent of
gress receipts.

In their report the auditors expressed
the opinion that a fixed percentage of
gross revenues does not appear to be
the best method for measuring the cost
of injuries and damage claims since
fares and gross revenues may go up or
down without affecting traffic accidents.
The report stated that “in our opinion
‘cost per car-mile’ is a more scientific
method for measuring injuries and
damages.”

Receiver Wells filed his first petition
for a higher fare some months ago. The
city then demanded ‘an audit of the
company’s books to determine whether
an increase was warranted. From Feb.
5 to March 1 under a federal court in-
Jjunction the company charged a fare of
8 cents, with two tokens for 15 cents,
but this rate was later set aside by a
special federal court of three judges.

The company now has an application
for increased fares pending before the
commission. A fare of 8 cents, with
two tokens for 15 cents, has been asked.
In view of the findings of the auditors
for the commission it is very probable
.the company will be granted the
increase.

_ The bringing of the company’s valua-

tion up to date is expected to speed
up the negotiations between Mayor
Miller and the reorganization commit-
tee on a new franchise for the railway
under the service-at-cost plan.

$1,885,000 Boston “L”
Issue Offered

A syndicate composed of Paine,
Webber & Company, White, Weld &
Company, Stone & Webster & Blodget,
Inc., of New York, and the First Na-
tional Corporation, Boston, offered for
subscription on April 14 $1,885,000 of
ten-year 5 per cent gold bonds of the
Boston Elevated Railway, Boston, Mass.
They were priced at 1003 and interest
to yield 4.90 per cent. The bankers
stressed the point that the net earn-
ings are about 2% times the rentals and
interest charges.

$7,000,000 Cincinnati Street
Railway Issue

A syndicate headed by the Guaranty
Company, New York, and W. E. Hut-
ton & Company offered publicly on
April 11 $7,000,000 of first mortgage
series A 53 per cent gold bonds of the
Cincinnati Street Railway, Cincinnati,
Ohio, to mature April 15, 1952, at 100
and accured interest, to yield 53 per
cent. The issue has been authorized
by the Director of Public Utilities of
the city of Cincinnati and the Public
Utilities Commission of Ohio, and the
proceeds will be used to retire outstand-
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ing $4,500,000 of 6 per cent notes, to
reimburse the company for capital
additions heretofore made and to pro-
vide funds for further additions and
cther corporate purposes. .

The bonds will be a direct first lien
on all fixed property and all eqnipment
now owned by the company, except
a part of the company’s railway cars on
which there is a prior lien represented
by $711,400 outstanding equipment
trust certificates.

Changes in Foshay Company
Corporate Structure

Althongh the W. B. Foshay Com-’

pany, Minneapolis, Minn., has sold its
controlling interest in the Peo_p!es
Light & Power Corporation, its utility

business will continue as in the past.
The Foshay company now operates
electrie, gas and artificial ice properties
in Nogales, Ariz., and Nogales, Mexico.
valued at $1,600,000. It has under con-
tract electric and gas properties which
are in operation in Vermont, Kansas
and Idaho.

The name of the W. B. Foshay Com-
pany’s new public utility holding com-
pany will be Public Utilities Consol-
idated Corporation. This corporation
will operate the Arizona company,
which will be called Public Utilities
Arizona Corporation. When public
utility properties which are under con-
tract in other states are taken into the
holding company, they will be known as
Public Utilities Vermont Corporation,
Public Utilities Kansas Corporation
and Public Utilities Idaho Corporation.

—

Readjustment in Grand Rapids

Voluntary Recasting of Financial Structure of Grand Rapids Railway
Proposed—Financing Can Be Done Now Only Through First
Mortgage Bonds—The Details

PLAN of readjustment has been

suggested for the Grand Rapids
Railway, Grand Rapids, Mich., which
contemplates the organization of a new
company to take over the assets of 1_:he
present company and the cancellation
of all of its common stock, and ex-
tinguishment of $600,000 of its indebt-
edness through the issue of common
stock of the new company, and the ex-
change of preferred stock on the basis
of two shares of new company common
stock for one share of present preferred
stock, the depositors of which are also
offered subscription rights. The plan
also provides for the aunthorization of
additional preferred stock by the new
company to provide funds further to

CAPITAL EXPENDITURE SITUATION
OF GRAND RAPIDS RAILWAY

Payments:
Bonds maturlng June 1, 1919.. $3,700,000
Construction from June 1, 1919,
to Dec. 31, 1926 1,411,892
Reacquirement of $229,000 first
mortgage bonds of present
issue through sinking fund, etc.

Total payments
purposes

206,000

for capital

$5,317,892

Receipts:
$3,200,000 first mort-

gage bonds sold.... $2,944,000
Insurance moneys re-

celved on account

of Hall Street car-

house property and

cars destroyed by

368,395

Ings and reserves.. 559,298 3,871,693

Leaving net Increase
in debt junlor to
first mortgage bonds

amounting to $1,446,199

Now represented by:
Gold debenture 7 per

CeNnt .. ae et $700,000
Car trust notes .... 198,045

Increased amount of
paving assessments

not duve .......... 69,977
Increased amount of

accounts payable .. 58,218
Advances payable .. 245,458
Bank loang ........ 174,500

reduce existing indebtedness and for
other corporate purposes.

It is explained that the changes sug-
gested are deemed advisable at this
time because of the large floating in-
debtedness of the old company and its
lack of a medium for doing any financ-
ing other than through first mortgage
bonds which cannot be issued and sold
in sufficient amount or at advantageons
prices in view of the company’s present
condition. The present floating debt
position dates back to June 1, 1919,
when three-year bonds amounting to
$3,700,0006 became due, which bonds
were in turn issuned to refund the long
term 5 per cent bonds originally issned
in 1900. The capital expenditure sit-
uation since June 1, 1919, is shown in
the accompanying table.

The present outstanding first mort-
gage bonds require sinking fund pay-
ments of $80,000 annunally and the car
car trust notes become due about $8,000
a month or approximately $98,000 a
year until their final maturity May 26,
1929. Thus these two items alone con-
stitute a cash requirement of about
$178,000 a year. It is believed the con-
summation of the plan will enable the
company again to sell its first mort-
gage bonds at prices more nearly ap-
proaching par, and an agreement has
been reached for the sale of $200,000 of
first mortgage bonds upon the plan be-
ing declared operative, the proceeds to
be applied to the retirement of all the
car trust notes, thus ending the monthly
drain on the cash resources on their
account, which with saving of interest
on the $600,000 debt canceled will re-
duce the annnal cash outlay by about
$140,000. The proceeds from the new
preferred stock will be applied first to
the liguidation of bank loans and there-
after to the liguidation of other indebt-
edness and thereby improve the current
asset position and thus to that extent
free the cash derived from earnings and
make it available for payment of divi-
dends, first on the new preferred stock
and then on the new common stock.

The 100,000 shares of new common

stock are to be issued in consideration
of the extinguishment of $600,000 of
present outstanding debt of the Grand
Rapids Railway (i.e. cancellation of
$245,000 advances payable and $355,000
gold debenture 7 per cent bonds), the
cancellation of $2,000,000 par value of
old common stock and the making to
the holders of the old preferred stock
of the exchange and subscription offers
outlined in the plan. Assuming that
all the holders of old preferred stock
exchange and subscribe to the full
amount of new preferred stock offered
under the plan, there would resnlt:

100,000 shares new common stock lssued
40,000 shares new common stock to hold-
ers of 20,000 shares old preferred
stock
60,000 shares new common stock repre-
senting consideration for extin-
gulshment of $600,000 of debt
shares new common stock of which
wlil be delivered if entire $300,000
new preferred stock offered under
the plan is subscribed
45,000 shares remalning In hands of hold-
ers who cancelled the $600,000 of

15,000

eb!

shares of which wiil be reserved for
delivery upon payment to them of
$10 per share upon exercise of
options expliring May 1, 1929,
d;allvered to subscribers under the
plan.

15,000

The earnings position of the new
company, based upon all matters ont-
lined in the plan as applied to the
actual earnings for twelve months
ended Feb. 28, 1927, will be:

Gross earnings ............... $1,774,748
Operating expenses and taxes:
Operating expenses ......... 1,091,267
TAXOS. <o v eiv Vv s inim ols Skalie S i 153,671
Total ......ieviivnnnnnnnn $1,244,939

Gross income available for fixed
charges, retirements and divl-
AR . e s

$ 529,809
Annual Interest at 7 per cent on

$3,171,000 mortgage bonds... 221,970
Interest on $219,500 debentures 15,365
Interest on unpald paving assess-

MENT] oot L 5,052

Total interest and other fixed

CharRess . uvusviesoisins s vaas $ 242,387
BaAIaNCea N it s s $ 287,421
7 per cent on $300,000 preferred

BLOOI 2055 o o s minininivioio v o n s Mlo0e 21,000
Balance available for retlre-

ments and other purposes..... $ 266,421

In September, 1922, an ordinance rati-
fied by the voters granted the Grand
Rapids Railway a 30-year franchise and
provided a sliding scale of fares based
on net return upon valuations agreed
upon in the franchise. This franchise
will be assumed by the new company.
The original value placed upon the
property was $5,500,000 as of Jan. 1,
1922, which with subsequent additions
to Feb. 28, 1927, amounts to $6,043,234.
The rates of fare now in effect, viz.,
10 cents cash and six tickets for 50
cents, were instituted at the beginning
of 1925, at which rates the property is
entitled, according to the franchise
terms, to earn a return of 7% per cent
on its value after deduction of operat-
ing expenses and taxes, and an amount
equal to 3 per cent of the value of the
property for retirement reserve. As
of Feb. 28, 1927, the deficit in the
automatic fare equalization account
was $423,173; in other words, that
is the amount that the property failed
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to earn the retunrn allowed under the
franchise from its date to Feb. 28, 1927.
It is estimated that if the full return
allowed by the franchise is realized the
earnings would be increased $98,912.

Deducting from $266,421 the bal-
ance of earnings previonsly indicated,
3 per cent of the present valne of the
property for retirement reserve, or
$181,297 there would remain avallable
$85,124, or 85 cents a share on the
100,000 shares of the new company
common stock to be issned and out-
standing. If the charge for retirement
reserve were modified to 2 per eent
or $120,864, an amonnt the manage-
ment believes adequate in view of the
present excellent eondition of the prop-
erty, the sum of $145,56567 would be
available for the 100,000 shares of com-
mon stock of the new eompany, to be
issned and outstanding. This would
mean a return on the stock at the rate
of $1.45 per share.

Deal on for Newport Electric
Corporation

Offer of $150 a share on option has
been made for eontrol of the Newport
Gas Light Company by the Utilities
Power & Light Corporation of Chicago.
The Colonial Gas & Eleetric Light Com-
pany, which eontrols Newport Eleetrie
Corporation, is a subsidiary of Utilities
Power & Light. No aetion either to-
ward recommending or advising against
sale has yet been taken by the directors.
The Newport Electric Corporation
operates 22 miles of eleetric railway
and ecity and interurban bus serviee in
whieh nineteen buses are used.

$159,000,000 in Boston “L”
Against $25,000,000 in 1897

A chart prepared by the Boston Ele-
vated Railway, Boston, Mass., shows
some of the important facts regarding
the Boston Elevated Railway in terms
of increase from 1897.

At present the investment of about
$159,000,000 in the property is roughly
530 per cent greater than that of 1897,
which was somewhat more than $25,-
000,000. The investment has on the
whole increased steadily, with a rapid
increase in 1917-1918, and very slight
inereases in some years, such as 1912-
1913, 1919-1921 and 1924-25. The aver-
age annual investment has been about
$4,500,000.

Revenne passengers earried have
about dounbled, but since 1914 the an-
nnal total has remained fairly eonstant.
Riding, however, has increased faster
than the population.

The popnlation is now a little more
than 50 per cent greater than in 1897,
and is still rising, although somewhat
slowly at the present time.

The relation of riding and popula-
tion is reflected in the revenne rides per
capita, whieh in 1917 were 50 per cent
greater than in 1897. The inecrease in
fare which the trustees found neeessary
as soon as they took hold of the prop-
erty resulted in some falling off. This
loss has since been recovered in part.
While the total of revenue passengers
is about as great now as ever, the
population increase lowers the ratio.

Eastern Massachusetts
Does Well

Intensive Merchandising of Service
Helps Road Operating in Snbur-
- ban Boston Territory

The Eastern Massachusetts Street
Railway, Boston, Mass., reports for
1926 an inerease of $149,855 over 1925
in revenne from all sourees, but the
cost of operation before taxes, interest
and rental eharges was $182,484 greater
than the previous year. In 1926 the
company failed to earn operating ex-
penses and depreeiation (not including
taxes and interest) by $62,207, com-
pared with a loss of $82,823 in 1925.

Revenue from all sources in 1926 was
$9,788,035, an inerease over 1925 of
$149,8556. Expenses including deprecia-
tion, taxes, ete., in 1926, were $7,807,332,
an inerease over 1925 of $199,295. Gross
income in 1926 was $1,980,703, a de-
crease from 1925 of $49,440. Interest
and rentals, ete., in 1926 were $1,245,-
865, a decrease from 1925 of $45,955.
Net ineome available for dividends in
1926 was $734,838, a decrease from
1925 of $3,485.

Dividend payments of $866,522 were
made in 1926 as follows:

First preferred .........c.... $249,165
SInking fund . ..icseumvivssis 1,92¢
Preferred B ..:cocvviceron.. 179,868
Adjustment ... .. 00nn 435,560
COMMONE oo (oo avanineseisiv o 6 none

On the first preferred and sinking
fund stocks payments of 3 per cent
were made on Feb. 15 and Aug. 15. On
preferred B, payments of 3 per cent
were made on Feb. 1 and Aug. 1. On
adjustment stoek, payments of 2% per
cent were made on April 1 and Oct. 1.

Bonded obligations were retired and
paid at matuority as follows: $131,000
Bay State equipment 6’s due Aug. 1,
1926; $300,000 Eastern Mass. series A
6’s, due Jan. 1, 1927; $115,000 Eastern
Mass. series C 6’s, due Feb. 1, 1926;
$2,500 par sinking fund stock, series
7, due Feb. 1, 1926, paid and caneeled.

The largest factor in the increased
expenses was the additional burden im-
posed by a board of arbitration whieh
not only granted the blue uniform, line,
power and rolling stock and misecellane-
ous employees on increase of 1% eents
an hour bnt also established an eight-
honr day and time and one-half for
all overtime.

As compared with 1924 and 1925,
when there were decreases of $993,343
and $449,395 respectively, an increase
in 1926 of $136,501 in revenues is
encouraging. This inerease is attrib-
uted in a eonsiderable measure to an
advance in ticket fares whieh took
effect on Oct. 1, and to weather condi-
tions in November and December, the
early snows and low temperature caus-
ing private automobile owners to store
their machines and ride in street cars.

The pereentage increase in riding for
these two months was snbstantially the
same throughout the system. Total
passenger ear miles operated in 1926
were 17,731,483,

Realizing that the principles of mer-
chandising must be applied to the rail-
way as in every other business, the
company has pursued the poliey of im-
proving its cars by large expenditures
for painting, various up-to-date devices

and the installation of de luxe seating
and lighting facilities and linoleum
flooring. This program will be consist-
ently followed. In this connection the
company now operates between Brock-
ton and Mattapan, Lowell and Everett
terminal and Lawrence and Everett
terminal high-speed ears of the very
latest type at popular redueed rates of
fare. Inereased earnings are reported
on all three of these de lnxe lines.

In addition the eompany has recently
purehased 50 new light-weight, high-
speed cars embodying the new ideas of
comfort and eonvenience. These are to
take the place of cars worn out in the
service. Delivery is expected during
May and June.. The new ecars will be
paid for from the depreciation reserve
accumulated for that purpose.

As might be expected, in view of the
arbitration award, the eost of ecar oper-
ation was $162,380 more than in 1925,
overshadowing all other items of in-
creased expense. Wage comparisons
for 1926 and 1925 follow:

1926 1925

Wages two-man car

OPErators wu: sauessene $158,683 $154,241
Wages one-man car
operators ............ 1,627,011 1,468,430

Wages carhouse employees 177, 466 165,183
The cost of snow fighting in 1926
was $141,845, eompared with $54,693
in 1926. Approximately 70 per cent of
this was paid in wages.
Other increases in expenses were:

Way and structuresS............ $8,273

Law exXpenses ..........co..... 13,429
Rent of track........coovveunnn 7.355
General wages and expenses....12,591
Penslons i s e s e st & g 2,215
Statlonery and printing........ 1,717
Miscellaneous expenses ........ 28 857

The claim department made a very
creditable showing, the total expendi-
tures for the year being $262,165, the
smallest yearly amount since publie
control began and less by $32,495 than
the previous year. Other deecreased ex-
penditures were for: equipment, $24,-

INCOME STATEMENT OF EASTERN
MASSACHUSETTS STREET RAILWAY

1926 1925

Street car revenue......... $8,699,914 $8,563,413
Auto bus revenue.......... 321,317 278,758
Express and other revenue.. 41,879 42,757
Rentals, advertizing, ete.... 198,051 205,713
From sale of power........ 272,527 $313,248
Interest and other income. . 254,347 234,291

Total revenvue........... $9,788,035 $9,638,180

Expenses:
Way and structures........ $1,229,616 $1,221,343
Equipment............... 1,230,046 1,254,192

OWET... . . . .evvuunnas .. 1,281,790 11,277,787
Car operation......... 2,378,475 2,216,097
Injuries and damages. .. ... 262,166 294,661
Insurance................ 73,810 84,895
Law expenses. ............ 40,255 26,826
Rent of tracks. .. ......... 80,167 72,812

General wages and expenses

Pensiont. . oo vaes e 045 20,83
Group insursnce........... 64,866 64,402
Stationery and printing. . .. 37,201 35,484
Stores and garage expenses. 53,299 61,316
Miscellaneous expenses.. ... 68,210 44,353
Auto bus expeoses......... 383,524 361,58)

Total operating expenses. $7,442,194 $7,259,710
Total operatiog expenses and

EBXOR . ivins y winomsng » Watilh s ¢ 37 807,332 $7,608,037
Grossincome.............. 1,980,703 2,030,143
[nterest and rentals........ 1,245,865 1,291,820

Net income............. $734,838 $738,323

Operating expenser include charges for depreciation
amouating to $917,940 in 1926 and $898,254 in 1925.
During 1926 $745,578 of the dcpreciation reserve
was applied to reconstruction and amortization.

t Of the amount $313,248 in 1925—3$304,930 was
included in report for 1925 as a reduction to power
expense; the difference, or $8,318 Included wlth
“rentals, advertising, etc.”
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146; insurance, $11,085; stores and gar-
age expenses, $8,017.

The attitude of the trustees on the
matter of bus operation is that
where the company has rails and over-
head construction in good condition and
there is sufficient volume of business to
warrant the continuance of electric
cars, it would be unjust, not only to
the owners of the property but to the
riding public, to supplant street cars
with buses. In densely populated areas
the addition of a multiplicity of buses
would throw an unwarranted burden
upon communities whose principal
highways are already overloaded with
motor traffic. On the other hand, there
are some small communities in which
there are no peak loads and where the
bus can be used to advantage and prin-
cipally in the handling of this type of
business the company operated in 1926
1,287,167 bus-miles, this being 207,451
more miles than in 1925. Wherever, in
the territory served by the railway, the
trustees know that there is only enough
“pole to pole” transportation business
for one responsible carrier, and there is
a threat of bus competition they do not
intend to be coerced or driven to estab-
lishing a duplicate and wasteful serv-
ice. On this point the trustees say:

Our duty to the car riders and the
owners of this road is clear and we pro-
pose to perform it. Among those who
would be first to condemn us if the fai-
iacious reasoning of the advocates of parai-
leiing street car iines with bus iine were
adopted and the inevitabie higher fares and
deteriorating service followed, wouid be
these same, perhaps welil-intentioned but
misl{nformed, partisans of such an experi-
me\?’ﬁerever pubiic convenience and neces-
sity require service, this company, with
permission from the proper authorities, wili
perform it, either with street cars or buses.

All of the bus lines operated in 1925
were continued in 1926. In addition
bus operation was substituted for rail-
way service between Rockland and
Braintree and between Weymouth and
Hingham, where the rails were worn
out and rebuilding was out of the ques-
tion because of its great cost and the
comparatively small receipts of the
route. Bus revenues for the entire sys-
tem increased $42,559; expenses were
$21,943 more than last year. The com-
pany now owns 65 buses and motor
coaches, representing an investment of
$458,608 and operates them in eighteen
cities and towns.

It also runs an interstate route be-
tween Taunton and Providence, and
during the summer months runs lines
between Mattapan and Nantasket and
Neponset and Nantasket. To aid in
snow fighting on bus lines, seven cater-
pillar tractor snow plows were pur-
chased during the year at a cost of
$33,810. There are now 37 bus snow-
fighting units on the system. During
the summer months part of this equip-
ment is available in connection with
track and other types of construction.

Reference was made in the last an-
nual report of the public trustees to the
bill in equity brought by L. Sherman
Adams, a stockholder, seeking to com-
pel the public trustees to pay dividends
claimed to have accrued on the common
and adjustment shares of the company
to Feb. 1, 1924. As stated in the last
annual report, the master appointed by
the Supreme Court to hear the evidence
and find the facts filed his report on
Jan. 29, 1926, after long hearings. The

case was reserved upon the pleadings,
the master’s report and the exceptions
of both parties for the consideration of
the full bench of the Supreme Judicial
Court. The case was argued March 18,
1926, and the opinion of the full bench
of the Supreme Court was rendered on
Oct. 2, 1926. In its opinion, the Su-
preme Court over-ruled the exceptions
of the plaintiff and sustained thirteen
out of fourteen exceptions of the de-
fendants, and ordered a final decree to
be entered dismissing the plaintiff’s
bill with costs. .

The trustees point out that at no
other period in the history of this com-
pany has the rolling stock throughout
the system been in such good condition.
They ascribe this as due to the system-
atic and intensive program of over-
hauling which was started several
years ago. Every car in regular serv-
ice has been through the repair shop,
either at Chelsea or Brockton, painted
inside and outside and thorough atten-
tion given to mechanical details. The
results are apparent even to the casual
observer. Twofold benefits are set down
as having accrued from the establish-
ment of this policy: the net cost of
maintenance has been greatly reduced
and the company also enjoys the ad-
vantage of doing business with well
pleased customers.

In 1920, 14,336 crippled cars were
taken out of service and pulled in the
carhouses, this being at the rate of one
defect for every 1,550 miles of opera-
tion. In 1926 only 685 crippled cars
were pulled in, this being at the rate
of one defect for very 27,110 miles of
operation. In the Brockton-Mattapan,
Lowell - Everett terminal, Lawrence-
Everett terminal de luxe service, the
rolling stock department outfitted nine-
teen cars at the cost of $1,500 a car.

Conferences Look Toward Sale of
Hocker Line

Negotiations are under way for the
sale of the Kansas City, Lawrence &
Topeka Electric Railroad, a 12-mile in-
terurban, known as the Hocker line, to
the Kansas City Public Service Com-
pany, Kansas City, Mo. The line has
been in receivership for the past eight
years., It operates between Kansas
City and Zarah, Kans., passing through
Merriam and Shawnee where the chief
patronage lay.

As a basis for the negotiation, W. K.
Paul, superintendent of the line for the
receiver, is preparing a complete re-
port of the physical assets to be pre-
sented to officials of the Kansas City
Public Service Company. It is known
that Fred G. Buffe, vice-president of the
Kansas City Public Service Company,
made a survey of the Hocker line a year
ago, prior to the termination of the
receivership of his company.

The Kansas City, Lawrence & Topeka
Electric Railroad was organized in 1907
by the late R. W. Hocker. All the
stock of the company is held by the
Hocker estate and by F. P. Dickson,
president of the company. The original
plan was to extend the line through to
Topeka and a start toward this end was
made in 1916 when the line, which ended
at Shawnee, was extended to Sarah, a
distance of 6 miles. The coming of the
World War halted development.

Increase in Revenue in Boston.—For
the month of January, 1927, the rev-
enue of the Boston Elevated Railway,
Boston, Mass., exceeded cost of service
by $186,947 compared with an exces-
sive revenue of $223,301 in January,
1926, The revenue passengers num-
bered 34,160,787, against 33,144,528 for
January, 1926. In January of the cur-
rent year 5,004,125 miles were operated,
against 4,871,361 in January of the
year preceding.

Jersey Issue Oversubscribed. — The
offer of 30,000 shares of 6 per cent
cumulative preferred stock of the Pub-
lic Service Corporation of New Jersey,
Newark, N. J., to customers of its sub-
sidiary companies on April 1 has been
oversubscribed. Subscriptions for 33,-
561 shares had been received from 6,818
persons at close of business on April 6.
The average number of shares per sub-
scription was less than five. This issue,
sold in five working days, is a new
record for the company.

Stock Issue for Improvements.—The
Cleveland Railway, Cleveland, Ohio, has
been authorized by the Ohio Utilities
Commission to issue $2,904,600 in capi-
tal stock at $100 a share plus accrued in-
terest. The additional money is to be
used for extensions and improvements
including the buying of buses and cars.

Investment Expert Discusses Chicago
Issues.—Wm. Hughes Clarke, Chicago,
dealer in investments bonds and stocks,
has issued a circular in which he has
reviewed earnings and other data
covering the combined Chicago Surface
Lines and the separate companies. He
is also the author of articles contributed
to the Feb. 26 and March 5 issues of
the Financial World containing sum-
maries covering the Chicago traction
situation interesting to all who are
concerned with electric railway opera-
tions and investments.

Oppose Abandonment.—Protests are
being filed with the Public Service
Commission to enjoin the Portland
Electric Power Company from discon-
tinuing 12 miles of interurban line be-
tween Montavilla Depot, Portland,
Ore., and the town of Troutdale, Mult-
nomah County. The company is apply-
ing for authority to discontinue the
branch of service on the grounds that
the operation of motor trucks and
private automobiles has become so
great that the railway can no longer
operate with profit.

Authorized to Sell Land.—The Pacific
Electric Railway has been authorized by
the California Railroad Commission to
sell to the Pacific Electric Land Com-
pany for the sum of $126,000 a number
of parcels of land along its Newport
Beach line, partly in the city of Long
Beach, and partly in the city of Seal
Beach, Orange County.

. Union Street Railway Shows Deficit.
—For the calendar year 1926 the Union
Street Railway, New Bedford, Mass:.,
reported a deficit of $1,748, after de-
ducting dividends, which were equiva-
lent to 6 per cent on the company’s
capitalization of $2,437,500. For 30
years previous the annual dividend had
been 8 per cent. The profit and loss
surplus as of Dec. 31, 1926, was $619,-
927. This company is the last with a
5-cent fare unit in Massachusetts; the
railway now proposes a 10-cent fare.
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Personal Items

Personnel Changes in Richmond

The election of William E. Wood to
the presidency of the Virginia Electric
& Power Company, Richmond, Va., to
succeed Luke C. Bradley resulted in
numerous advancements.

J. Franklin McLaughlin will be in
charge of operations of the company
with offices at Richmond.

Thomas P. Walker, who has previ-
ously been in charge of properties under
Stone & Webster management in El
Paso, Tex., will succeed Mr. McLaugh-
lin as vice-president in charge of the
Norfolk Division. T. Norman Jones,
Jr., will become general manager of the
Norfolk division. J. B. Hayes, formerly
assistant to the president, will become
general superintendent of transporta-
tion of the Norfolk division, reporting
to the general manager of the Norfolk
division. R. C. Hopkins succeeds Mr.
Hayes as assistant to the president and
to the vice-president in charge of
operations.

Other changes include the following:
Louis F. Riegel, heretofore sales man-
ager for Richmond, will become general
sales manager for the system, report-
ing to the vice-president in charge of
operations. W. E. MecCreery, sales
manager of the Norfolk division, will
hereafter report to the general sales
manager. C. S. Stackpole, formerly of
the sales department of the Norfolk
divigion, will succeed Mr. Riegel as sales
manager of the Richmond division and
will report to the general sales man-
ager. O. W. Morton, formerly assistant
to the vice-president of the Norfolk
division, will become sales manager for
Norfolk, reporting to the sales manager
of the Norfolk division. E. H. Hill,
formerly assistant superintendent of
the electric department of the Norfolk
division, will succeed Mr. Morton as as-
sistant to the vice-president of the Nor-
folk division. E. F. Turner will become
superintendent at Fredencksburg, sue-
ceeding Mr. Venable.

W. L. Snodgrass Heads New
Department in Fort Wayne

The Indiana Service Corporation,
throngh Henry Bucher, manager of
railways, recently announced that a
separate department had been formed
to handle all traffic matters. This new
department was made necessary because
the combined work of transportation and
traffic matters, which has been handled
by J. A. Greenland, had grown to a
point where it was necessary to organize
a new department.

The new department will be known
as the traffic department. It will be
under the direction of W. L. Snodgrass,
with the title of superintendent of
traffic. Mr. Snodgrass has had con-
siderable experience in traffic matters
and for some time past has been in
charge of traffic solicitation for this
company. Under the new arrangement
he will move from LaFayette to Fort
Wayne.

Mr. Greenland, superintendent of
transportation, will continue to super-
vise all transportation matters.

N. T. Brown a Vice-President
in Buffalo

Nelson T. Brown has been elected
vice-president in charge of transporta-
tion of the International Railway,
Buffalo, it was announced by Bernard
J. Yungbluth, president of the corpora-
tion. Mr, Brown comes to Buffalo
from Philadelphia, where he has been
in charge of the bus division of the
Philadelphia Rapid Transit Company
for the last five years. He has been
associated with railway interests in
Philadelphia for 25 years. Mr. Brown
has already assumed his new position
in Buffalo.

F. M. Mills of Sioux Falls Honored

Frank M. Mills, president of the
Sioux Falls Traction Company, Sioux
Falls, S. D., celebrated his 96th birth-
day anniversary on April 4. He is said
to be the oldest active electric railway
executive in the United States. When
a group of representatives of the Cham-
ber of Commerce called to pay their
respects and extend felicitations, he an-
nounced that he was confidently looking
forward to his centennial” year. Mr.
Mills launched the Sioux Falls rail-
way system more than twenty years
ago. Much of the business is now
handled by his son, Roger Mills, but the
elder executive is daily at his desk.

Changes in Jersey

At a meeting on April 13 of the
directors of the- Public Service Corpo-
ration, operating the Public Service
Railway, Newark, N. J., a few changes
were announced. They are as follows:

Edward A. Armstrong, assistant
general counsel, was appointed general
counsel.

William B. Hartshorne was made
assistant to the president.

Harry P. Chandler, recently ap-
pointed executive assistant, was made
chairman of the welfare committee.

Arthur Bland Made Manager

Arthur Bland, who has been director
of public relations for the Southern
Ohio Punblic Service Company, with
offices in Columbus, has been made
manager of the company. He sucecceds
R. Z. Zimmermann, who is now asso-
ciated with Day & Zimmermann, Phila-
delphia.

George J. Carney Joins
McGraw-Hill Staff

George J. Carney, who has been as-
sistant to the director of the Wisconsin
Public Utilities Bureau since 1920, be-
came an assistant editor of the Electri-
cal World on April 1. His head-
quarters will be in Chicago for the

present, and his editorial duties will
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