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Equipmentﬁ And rolling stock was not their only consideration. They even

R H
Ele Ctrlc ! Westinghouse Electric & Manufacturing Company
) East Pittsburgh Pennsylvania
s y Sales Offices in All Principal Cities of
a 1 w a y S § the United States and Foreign Countries
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Fire Their Dead Wood!

UNE 22 marked the birth of a new era for the Cin-

cinnati, Hamilton and Dayton interurban line. On
that night they put the torch to their old rolling stock
and started a fire that was both destructive and con-
structive.

For years these obsolete cars had been discouraging
patronage and holding operating costs at an excessive
figure. Under the recent reorganization, the new
executives set out to correct this deficiency by a com-
plete rehabilitation of the road.

At one stroke they cleaned their books of dead wood and cleared
their tracks for modern light weight cars, equipped with Westing-
house 535-A-3 motors, HL Control, and type M resistors, so as to
attract increased patronage and greatly cut operating costs.

went further to insure the maximum economy of operation and
installed eight Westinghouse automatic substations.

[
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‘-Nou/ that the

Lonvention is over

O electric railway equipment offers great
returns from the standpoint of effec
operating economies, investment considered, t!
modern O-B Line Materials and Car Equipme
devices. Nor is anything more essential |
prompt, speedy, delay-free service.

The cost of O-B Line Materials and Car Equi
ment is slight compared with the cost of mode
cars. The return is therefore out of all propc
tion to the investment. This is due not onl;
the importance of their particular functions, b
also to their longer life, consequent freedom fro
service interruptions, and lower maintenance
characteristics built into all O-B products.

In striving for big economies, gained by adop
modern cars, remember that

small economies, easily made

modern O-B Line Materials and
Equipment devices, help materiall;
swell the net. For complete detai
and catalog address

Ohio Brass Company, Mansfield, Ohio

Dominion Insulator & Mfg. Co.. Limited
Niagara Falls, Canada

705 CB

[t

S
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0-B Marathnn Ear O-R Spring Lock Ianger 0-B Type C Splicer
L()NGER life, 320,000 car SHOCK absorber that tukes OLDING powar ezceeds

passes and nore, fewer ear hsrd spots out n{ the overhzad. strength of new wira.
replacements and wire breake, Affords amooth, qniet psssage of Tapered approaches, narrow
lower yeerly cost explaine its troliey wheels, Issa wear snd da- cross-sdaction, fist, smootb

fndnstry-wide populerity. precistion. Page 465. underrun cause Jeast disturb-
ance to troliey wheels.

0-B Type BC Frog
PER!\“TS wheel to travel on
groove instesd of on flanges, ra-
sulting  in  longer life. Tests
mada by five properties show aver-
age lfe of half s milllon car
passes.

-B F
0-B Form 4 Base 0-B Special ZP Heudlight

LOATS on Timkens. Has
Fbllnnced spring assembly. 0-B “Titon Bond A PRISMATIC reflector head-
Insures instsnt response to {ight for city cars. Armco
varistions in overhcad, Jong ARGE steel terminals, open on Iron, rust resisting, dust proof
lite, low upkeep. Cet pags +rail side, make good welding casing. Low first cost as well
776. easy. Large contact arca insurcs a3 maintenance.

mazimum strength and excellent

conductlvity. Cat. page 867,

-  O-B Troliey Calcher Tomlinson Automatle Coupler 0-11 Wheel and Ilarp
CATCHES and holds a fiy- AKES air and electrical connec- FLIMINATES all olling,
fng pole. Positive ‘‘ant$- tions. Coupled and uncoupled - givea lunger mileage, re-
step-up’’  faature _ prevents automatieally from platform. Inter- duces maintenance and re-
damage to overhead. ‘'One locking disconnecting switch {nasures piacements, prevents rapid
?hot" fubrication. Cat. page safety. Cat. pages 780-878. m:url on nln-erheld. For city
s service only.

Provide greater nel income
for the future by buliding
endurance and permanence
into your overhead lines
and modernizing car equip-
ment now. O-B Catalog on

request.
Ohio Brass Company, Mansfieid, Ohio
Dominion Insulator & Mfg. Co. Limited
Niagaras Falls, Canada
705 CB

0 PORCELAIN

INSULATORS
LUINE MATERIALS

— RAIL BONDS
' @ | cAr EQUIPMENT

ﬁ M;:"NING
SALES NEW YORK | PHILADELPHIA PITTSBURGH CLEVELAND VALIEIVEu‘ SJ_.S
OFFICES: CHICAGO - SAN FRANCISCO LOS ANGELES
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BETTER TRANSPORTATIC

Here's the newest aid
to track betterment

Flexlble manipulation of grinding wheel iz made ecasy.

Eureka Radial Rail Grinder

A small, light, portable grinder for use where
flexible manipulation of the grinding wheel is de-
sirable. Fine for grinding Thermit joints before
finishing with the “Vulcan” which then makes a
perfectly smooth joint.

Eureka is also suitable for grinding off surplus
weld metal under heavy traffic conditions. Swivel
joints permit tilting the grinding wheel at any
angle, at the same time allowing grinding wheel
to travel in a straight line. A small hand wheel
raises and lowers the grinding wheel. Ball and
roller bearings keep friction minimized.

3132-48 East Thompson Street, Philadelphia

AGENTS:
Chester F. Gailor, 30 Church St., New York
Chas. N. Wood Co., Boston
Electric Engineering & Mtg. Co., Pittsburgh
H. F. McDermott, 208 S, LaSalle St., Chlcago
Equipment & Engineering Co., London
P. W, Wood, Railway Supply Co., New Orleans, La.
Frazar & Co., Japan

October 8, 192;

Grindlng wheel arm swings aside to pass
without removing trolley pole.

Eureka, with grinding wheel, weighs 375 poun:
It’s 46 in. from grinding wheel to vertical colun
extended, 36 in. when telescoped.

With arm swung into position against handl
Eureka measures 40 in. overall, 26 in. wide, 341
high. The 10 in. diameter, 1 in. face grindi
wheel runs at 1950 r.p.m., with a 114 hp., 550
d.c. ball bearing motor, made especially for its ¢

/

’

‘

Eureka with Ontrlgger for npen track.
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MANDS BETTER TRACK

Here are other standard
aids on successful roads

“Improved Allns” Rall Grinder

3132-48 LEast Thompson Street, Philadelphia
AGENTS:

Chester F. Gaitor, 30 Church St., New York

Chas. N. Wood Co., Boston

Electric Engineering & Mfg. Co.. Plitsburgh

H. F. MeDermott, 208 S. LaSalle Si., Cbicago
Equipment & Engineering Co., London

P. W. Wood. Raiiway Supply Co., New Oricans, La.

“Imperial”’ Track Grinder Frazar & Co.. Japan
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No Expense for Maintenance

The whole purpose
of the “One-Wear”
Steel Wheel is to
give a prolonged un-
interrupted service
life without period
ical re-turning.

Thus maintenance is
avoided and availa-
bility of equipment
is increased.

But to desire these
advantages is not to
have them. It takes
a special wheel metal
found only in Davis
“One-Wear” Steel
Wheels to develop
the unusual qualities
that give life to the
“One-Wear” idea.

AMERICAN STEEL FOUNDRIES
NEW YORK CHICAGO ST.LOUIL
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We will announce complete details
and specifications of the new tie-
laying and the new compression
tamping machines that caused so
much comment at the AERA con-
vention.

These new machines make the track
dollar go farther, make the mainte-
nance dollar more unnecessary than
ever.

THE INTERNATIONAL STEEL TIE CO.
CLEVELAND, OHIO

TWIN TIES ARE ALL STEEL
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Its effectiveness
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time of brake applicatic
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Brake
\ Deceleratmg
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Ind NOW-

. TWO YEAR COMPARISON

]

j' ne year ago we gave the figures
or the first 12 months operation

They told their own story

loday, comparison shows greater
)ains and lower costs for this sec-

g o b
ELLOW COACHES dO BUILD REVENUE—



st Year Operatior

year ending September 14th, 1926

1

| €
Miles operated 344 66
Revenue passengers 28327
Earned revenue $70,818.7
Earned revenue per mile 20.6¢
Operating expense per mile 22.25
€

YELLOW COACHES MADE GOO
IN WASHINGTON ON A 25-CEN.
FARE DE LUXE SERVICE— <«




I)nd Year Operation

__ year ending September 14th, 1927

¢
375256 = 30500 GAIN
354,196 = 70,921 “
$88,54895 = $17730.20 ¢
236 = 03c “
21.39c - 3bc
¢

~, NOW SEE WHAT THEY DID
THE SECOND YEAR FOR THE
CAPITAL TRACTION COMPANY



How and where
the redacti

tion of the exclusive Chevy Chase

ROM the very beginning, the opera-
F Coach Line was a success.

Inaugurated on September 15,

1925, to operate on a route eight

miles long, connecting the Chevy Chase

suburb of Washington, D. C. with the

downtown section, including the Union

Station and the Capitol, the company was
making money within cleven weeks.

Operating cost per mile the first year
was 22.25¢. During the second year,
using the identical same items for com-
parison, costs dropped to 21.39c. The
complete analysis is offered for inspec-
tion in the panel.

Everybody rides on the Chevy Chase
Coach Line— cabinet officers, diplomats,
plenipotentiaries, senators, congressmen,
school children, everybody— and 70,921
more passengers rode during the second
year. As operating costs per mile go
down, earned revenue per mile is ad-
vancing; a clear gain of 3c. this second
year over the first.

Nine Yellow Type Y Parlor Coaches are
used. Do they stand the gaff? Recently
the first six had the heads of their motors
taken off for the first time after 100,000
miles and all were found to be in good
condition. This, coupled with the fact
of 213,493 coach miles and only one stop
for mechanical trouble, shows the kind
of service being rendered by Yellow
Coaches.

Yellow Coach plus General Motors
are at your service to help you build up
profitable operations.

Cents Per Mi

FIRST SECOI
YEAR \

MAINTENANCE

Buildings. ... ... ..
BusBodies............._...._... .
Bus Chassis
Tiresand Tubes .. ...
Shops and Garage Equipment
ServiceCars . ...
Maintenance and Operation
Depreciation

GARAGE OPERATION
Garage Employees._._.__..________ .
Garage Supplies and Expenses

TRANSPORTATION

Chauffeurs’ Wages. ...
Gasoline
Lubricants
Other Transportation Expenses

TRAFFIC PROMOTION
Advertising

GENERAL AND MISCEL-
LANEOUS .

Insurance
Rent of Equipment..............
Miscellaneous and General..._ .

Taxes...

Operating Expenses and Taxes

Of S6¢. 11

5.66

0.22
0 .47

9.73

0.04

0.32
0.11
0.01
0.16
0.05
0.65
1.00

22.25
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Ready Reference

SSCO Catalog No. 7

{Lo increase your patronage, add attractive-

ess and efficiency to your cars by selecting

your equipment from the broad line of
Seystone Car Specialties.

[They’re all listed, described ;nd illustrated
In ESSCO Catalog No. 7.

Send for your copy today!

fome office and plant at 17th & Cambria Sts., PHILADELPHIA: District
"j flices at 230 So. Clark St., CHICAGO; 50 Church St., NEW YORK: Bessemer
{l98., Pittsburgh; 88 Broad St.. Boaton: General Motors Bidg., Detroit; 316
F. Waahington Ave., Seranton; Canadian Agenta, Lyman Tube & Snpply Com-
{any, Ltd., Montreal, Toronto, Vancouver.

48

Some items found

in ESSCO CATALOG No. 7

Golden Glaw Head-
lights

Faraday Slgual
Systema

Hunter-Keysatone

Signe

Stee]l Gear Cases
Motormsn's Seata
Lighting Fixtures
Headlight Resistances
Air Sanders
Trolley Catchers
Shelby Trolley Poles
Rotary Gongs
International Fare

glatera
Fare Reglster Fittings
Samson Cordage
Alr Valves
Cord Conncctors
Trailer Connectors

Automatie Door
Signals

Standard Trolley
Itarps

Standard Trolley
Wheels

¢
Peerless Coll Winding
Tools

Peerless Armature
Machines
Insulating Materials
Cars Commutator
Stones
Sand Dricrs
Peerless Pinion
Pullers
Employeee' Badges
Line Material
Portahle Lamp
Guards
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SafeguardingOO0000000@000000‘?
» o » o accelerated Transportation Servie
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The objective of modern railway systems is to expedite
movement of traffic—for the sake of their patrons and the
profits.

There is a growing demand foday for—

More frequent service—

Shorter, quicker stops—

Less delay at entrance and exit—

A speedier getaway—

And, maintenance of the basic element of safety.

All these requirements are met to an efficient degree w.
complete protective and convenience-promoting devices aré
provided—as embodied in Safety Car Control Equipm
Accelerated transportation service is thereby adequa
safeguarded. :

SAFETY CAR DEVICES Co.

OF ST. Louis, Mo.
Postal and Telegraphic Address:

WILMERDING, PA.

CHICAGO SAN FRANCISCO NEW YORK WASHINGTON PITTSBU

We make the Safety Car Control Devices
which make the Safety Car.
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Fifty-Two More Cars
Equipped With Treadles

Toronto is but one of more than sixty cities
where the use of NP Treadle Exit Doors is
rapidly extending. Two hundred and sixteen
treadle cars are now operated in this city—an
increase of fifty-two cars in the last twelve
months and an indication of the growing
popularity of treadles among both operators
and the public. :

NATIONAL PNEUMATIC COMPANY .
Executive Office: Graybar Building, New York

General Works: Rahway, New Jersey

CHICAGO MANUFACTURED IN
518 McCormick Building TORONTO, CANADA, BY

Railway & Power Engineering Corp., Ltd.

PHILADELPHIA
1010 Colonial Trust Building

X
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MODERN OVERHEAD IS A MEASURABLE ECONOf

CoPPER ProONO-EEECTRIC
B.S.LB. | ConvitioN | B.S.LB. CoNDITION
V.D.—364.8 mil
% Area—.1046 smqI isn. 5520 New 8200 New
V.D.—300 mils 4280 |  Good 6360 | Above |
\N;e have SpOken Area—.08108 new copper
f Phono’
O ono's
X.D.—20775 mils 3810 Fair 5650 | Still above
—.07214 new coppel
greater safety oo
and freedom
V.D.—250 mils 3340 | Dangerous | 4960 |Above good
o Area—.0633 for copper
from Wire
breakS % V.D.—200 mils | 2460 | must come | 3650 | Dangeroll
i Area—.0466 down ‘
Here are figures |
V.D.—.150 1640 | Down 2435 | Must come |
3 ' Area.—0311 down ‘
to prowve it, }

ANY important roads we have

questioned gave this as the chief

reason for their use of Phono-Electric
Trolley Wire.

Certainly when Phono is
installed over busy inter-
sections in the heart of
such .cities as Philadel-
phia, Cleveland, Balti-

The chart reproduced above shows
clearly the value of Phono-Electric
in this respect. But it does not show
an equally important angle to the sub-
ject, which is the absolute
uniformity of Phono-Elec-
tric Wire, foot for footand
reel for reel. The Phono
Book contains a wealth

more, San Francisco and
Chicago the factors of

WE MAKE

Ledrite Brass Rod, Plono-Electric
Contact Wire, Plumrite Brass Pipe,
Phono-Hi-Strength Wire, Tubular

of pithy information on
the subject of modern

Plumbing Goods, Condenser Tubes,
Sugar Tubes, Brass, Bronze and
Copper Sheets, Brass, Bronze and
Copper Tubes, Auto, Bicycle and
Pressure Pumps, Auto Accessories,
Engravers’

overhead construction.
May we send you a

copy.

safety and uninterrupted
service must weigh
heavily.

! Copper,
Specialties, Screw Machine Prod-
ucts, Pressed or Drawn Products,
0Oil and Grease Guns.

BRIDGEPORT BRASS

PHONO-ELECTRIC PHONO HI-CON PHONO HI-STRENGTH

A COMPLETE WIRE SERVICE FOR ELECTRIC RAILWAYS
Bridgeport Brass Co., Bridgeport, Conn. - New York - Philadelphia . Chicago - Detroit -

Stampings,

Cleveland
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—and The cars that

|
|

= still a step ahead |
of the modern trend! I

CINCINNA



aketl mosl profitaible

The Four Features of BALANCED
DESIGN are the Cardinal Points of
Today’s Demand.’

You have seen the finest exhibit of modern rolling stock
ever assembled for the benefit of our industry. You have
had ample opportunity to compare Cincinnati Balanced
Lightweight Cars with the finest examples of carbuild-
ing from other up-to-date shops.

Weigh two things more before making your final
decision. First, that Cincinnati Balanced Cars are jig-
built. All parts are interchangeable on any one car
order. Replacements can be ordered from the factory
with absolute assurance of fit. Repair and maintenance
costs are reduced to a minimum.

Secondly, bear in mind that by the unique Curved Side
Construction of Cincinnati Cars, a full 7 inches extra
inside width is possible while bettering the average hub
and wagon clearances outside.

Furthermore, by building Cincinnati Cars on a
thoroughly modern production basis, and by bringing
both design and construction under one competent con-
trol, it is possible to produce the best in up-to-date roll-
ing stock at a competitive price.

CINCINNATI CAR COMPANY

Cincinnati, Ohio




The above photograph illustrates a point
made on the previous page. It shows part of
the main erection shop in Cincinnati with the
side-frame of a Cincinnati Car being built up
on a special jig. Similar precision methods
are used in building up the under-frame,
piers and vestibule units, roof and cast alu-
minum window frames. In this way absolute
interchangeability is assured with low pro-
duction cost and the highest grade workman-
ship. All items well worth your considera-
tion in choosing the cars which must make
money for you, not only today but in the
years to come.

—still a step ahead of the modern trend
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AERIAL
POWER
CABLI}

X

Theres Information You can

Use in each of these
Booklets/

AERIAL POWER CABLE — Completely covers the subject. Thirty-*
two pages of specific data on this type of construction,—Where Used
—How to Install, (with detailed Directions) — Finely Illustrated.

HANDBCOK: OKONITE INSULATED WIRE AND CABLE— A
real Handbook of 100 pages on the subject treated. Also tells how
carefully Okonite Products are made, covers each principal kind of
wire and cable, and explains each step in their manufacture. Pro-
fusely illustrated. .

THE STORY OF STEEL-TAPED CABLE —Its development, purpose
and advantages. Construction of Okonite Steel-Taped Cable, Typical
installations for Ornamental Street Lighting, Police and Fire Alarm
Systems, Railroad Signals, etc. Complete “Specifications” and Tables
for service up to 7,000 volts.

SPLICES AND TAPES FOR RUBBER INSULATED WIRES—
The Importance of a Perfect Splice; The Important Properties of -
Tape; How to Recognize These Properties; How to Make & Perfect

SUPER- Splice; *‘Okonite", "Manson", and “Dundce” “A” and B" Tapes.

TENSION Fully illustrated.

SPLICING TREE WIRE—This little book will help you solve many e line construc-
L MATERIALS tion problem. Contains the latest information available on Tree

Wire,—Why Needed—How used (with Directions for installing) —
How Made. Also Specifications. Twenty-four peges; many interest-
ing illustrations.

H

THE OKONITE COMPANY.
THE OKONITE-CALLENDER CABLE COMPANY, INC.

FACTORIES: PAssSAIC, N. J. PATERSON, N. J.
SALES OFFICES: NEW YORK . CHICAGO . PITTSBURGH . ST. LOUIS . ATLANTA

BIRMINGHAM v SAN FRANCISCO . LOS ANGELES . SEATTLE
Pettingell-Andrews Co., Boston, Mass. )
Novelty Electric Co., Philadelphia, Pa. F. D. Lawrence Electri¢ Co., Cincinnati, O.

Canadian Representatives: Engineering Materials Limited, Montreal
Cuban Representatives: Victor G. Mendoza Co., Havana

CHECK THE BOOKLETS YOU WANT AND MAIL COUPON TODAY.

THE OKONITE COMPANY, PASSAIC, N. J. Please send me booklets as marked below: LR,
Name

Street Number. City and State......—ececereren

Official Position with... T

COKONITE HANDBOOK [JAERIAL POWER CABLE (JTREE WIRE [JSPLICES & TAPES (] “PARKWAY” CABLE
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Measurmg Cost
The first step to
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Economy Electric
Railway Meters

Economy Electric Energy Meters for Electric
Railways and gas electric buses are built by
the Sangamo Electric Company, which has a
high reputation in the electrical industry for
the quality of its products. They have
mercury cushioned rotating parts, which in-
sure their accuracy under railway and bus
operating conditions.

The dials record the use of energy in plain
figures, just as an automobile speedometer
records distance traveled. The motorman can
see that abuse of the car adds unnecessarily
to his record. On the other hand, a good
record goes to the credit of the motorman,

Saving Energy Saves Maintenance

October 8,192

Saving—

Electric Railwaj

Electric Railways in 200 cities hay
cut the consumption of energy :
the way from 10 to 209, through
use of Economy Electric Rai
Watthour Meters. This comes a
natural result of competitive interes
stimulated between motormen.

of almost equal importance is
reduction in maintenance costs
regular inspections. ‘““Car Inspectiol
Dials” on the Economy Meters se
the interval for inspections in &
thoroughly scientific manner.

which is an incentive to careful, economic:
driving.

Also, the Economy Meter gives a posits
indication - when inspection of the car
needed. It shows at a glance how much mc
work a car will do before inspection is neede:
and in case of breakdown, how much work
had done previous to failure. All withol
clerical labor.

These are prime reasons for the success of the
Economy Meter. The records from Econo
Meters are of high value for management ai
engineering purposes.



€ easily placed in the feed line between
: fuel tank and the vacuum tank.
are mounted on the dash or a con-
lent bracket, and show at all times in
ear figures the fuel being used. The
er knows whether he is wasting fuel

ng it, or by other wasteful practices.
11s record is used by the management,
ad the driver knows it. The manage-

Sangamo Economy Meters
Peter Smith Heaters
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y unnecessary idling of the engine, by
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Motor Transportation

Motor Transportation is in the same
position as electric rail transpor-
tation in needing accurate records of
energy costs. Energy for automo-
tive equipment is measured in gallons
of fuel per mile. Hence, the need
for such a device as the Economy
Gasoline Vehicle Meter. Records
are furnished by this device of the
amounts of fuel used in gallons and
tenths of gallons, which can be
checked against the service rendered,
by men and vehicles. The meter
also indicates how much fuel has
been withdrawn from the tank.

Economy Gasoline
Vehicle Meters

ment can determine where waste is
occurring, due to faulty driving, or poor
condition of the bus. It is also easy to
check bus against bus, driver against
driver, and route agains:t route.

You will begin to see a real saving in
gasoline when you meter it as used.

May we send literature?

Economy Electric Devices Company
37 W. Van Buren St., Chicago

Distributors or Agents for

The Air Rectifier Woods Fare Boxes
Bemis Boyerized Truck Specialties
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Now the score N
4 out of )

GRAND RAPIDS RAILROAD CO.,

winner of the 1927 Award
of the Charles A. Coffin Medal

is also a user of . . ..
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Nince the Coffin Prize was inaugurated five
) years ago, mn every year but one, the suc-
© cessful contestant has been a user of Thermit
Ids. Surely, that 1s significant.

This year’s winning property, The Grand
ids Railroad Company, has been using the
it Insert Weld for several years as stand-
on its construction and maintenance work.
d what Mr. De Lamarter, the Vice-President
e Grand Rapids Company says of them:

ind Rapids Railroad Company since 1923, and
fiave yet to find a broken weld. Thermit
ds have played a promment part 1n our
rmzatlon campaign in Grand Rapids and
results are all that we could ask.”

The advantages of Thermit Insert Welds—

° smooth riding, noise reduction, less paving
disturbance and low ultimate costs—explain
why the conspicuously progressive electric
railways use them. ‘

“Thermit Welds have been used by the
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THOUSANDS CHEER

as street cars parade in Grand Rapids

Y TREREE
AN ¢

5 e

RAND RAPIDS caught the

spirit of modern service when
twenty-seven new trolley cars, light,
speedy, and with comfortable seats,
rolled smoothly, almost noiselessly
up the street.

Best of all, these cars saved 409% in
power consumption, maintained
faster schedules, and increased the

number of passengers carried per
car mile.

Grand Rapids, like scores of other
cities today, is helping people to
realize more and more

=
e

—that the public must be served.

—that the demand for such a service will
continue,

—that more passengers can be carried by the
trolleys with less traffic congestion. .

—that extensive improvements are being ‘e y | 1

made, " >

My

SPEDIAL 1, °

Thousands cheered inGrand Rapids.
Why? Because they appreciated the
expression of service

Since 1888, General Electric engineers
have continually contributed to the
industry. G-E designed motors are used
on Grand Rapids cars, and on subway
cars, city and interurban lines, and
electrified divisions of steam railways.
G-E safety devices, brakes, and control
are also a part of this complete, modern
transportation service.

GENERAL ELECTRI

330-41H
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Significance of the Cleveland Convention

OM the moment the exhibits were thrown open in
and, last Saturday at noon, until the final meet-
ference and luncheon was over yesterday, the
nual convention of the American Electric Railway
on was permeated with an intangible something
industry has not experienced in many years.
difficulty in naming it. Nevertheless every one
d was conscious of its presence. Maybe “an
nfidence” would be the proper term to apply.
“conviction” would be a better word ; confidence
stry’s stability’and conviction as to the oppor-
nich lies at hand. Every man who seriously
d the Cleveland convention came away with a
ook on the industry and on his job.
d crystallized the thinking which has been
in the industry for several years. Cleveland
concrete evidence of the progress that has been
veland threw a brilliant spotlight on the future
y dazzled that vast multitude of transportation
came not only from every corner of America
m foreign lands as well, with the vision it re-
f the opportunities that lie ahead. The con-
oved that progress is being made, because it
crete advance in the exhibits, talked progress
etings and testified to progress in the con-
It opened up a vista of new opportunities of
industry has for many years scarcely dared to
Every one seemed at last definitely to have
the idea that the local transportation industry is
orward and that opportunity lies just ahead for
ho is willing to grasp it. That, in a nutshell,
ificance of Cleveland.

An Exhibit in Superlatives

ttempt to characterize and interpret the exhibits
Cleveland convention leads to the use of
atives. It was the largest exhibit in terms of the
eet of space sold and the greatest exhibit in the
of the developments shown. Many delegates
that it was as much beyond the 1926 Cleveland
as was that great show an advance over the previ-
in Atlantic City. In cars and in buses, in track
verhead line, in electrical equipment and in shop
ies ; in fact, in every department of the transporta-
| business new ideas and improved facilities were
ally offered. .
distinct radical departures from conventional con-
| of street car trucks were shown by as many
 manufacturers. For the first time in more than
y years there was this direct effort, by fundamental
 from conventional practice in street car trucks,
¢t the insistent demand for decreased noise, easier
and reduced weight. Car bodies showed a similar
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metamorphosis. The ugly duckling showed great promise
of developing into a swan.

The bus gave no indications of standing still. The
models shown reflected a better understanding of the
automotive vehicle’s sphere of operation and of the
conditions under which such service can be successfully
rendered. There was evidence in the designs offered
of a broader understanding of the economic and mer-
chandising aspects of this comparatively new transporta-
tion tool. There was evidence of less reliance by the
bus designer on the overworked “rubber urge” as the
basis for the application of his vehicle. The idea that the
bus depends for its future on the decadence and replace-
ment of railways seems to be giving way in favor of the
view that the bus has an even greater future through its
development as a distinctive transportation agency in
its own right.

And so one could go on indefinitely. The track manu-
facturers are grasping the idea of applying construction
production methods to the laying and maintenance of
railway track. Overhead line equipment shows progress
i the direction of increasing reliability and life and de-
creasing ultimate rather than first cost. Shop equip-
ment and accessory manufacturers have taken new in-
terest in the development and application of their
products to the needs of the local transportation industry.
Every manufacturer seems to have grasped with renewed
energy his opportunity for helping to sell more and bet-
ter public transportation miles. With this spirit and this
point of view almost anything seems possible.

American Program Reflects Trends
of the Industry

PROMINENT among the many innovations of the
American Association program at the convention just
ended was a series of five-minute talks by executives on
a wide range of topics, the underlying theme of which
was the explanation of some progressive accomplishment.
Subjects all the way from rehabilitating a broken-down
electric railway property to prevention of trolley wire
breaks were covered. It is only a pity that the time avail-
able prevented more talks of this sort, as they carried the
conviction of men who have fought their battles and won.

Another feature was the entire absence of formal com-
mittee reports. The position was taken by the program
committee that these reports have been printed in advance
and are available for the entire membership. Usually the
time allotted for discussion on the floor of the convention
is so short that only an incomplete evaluation of the work
of the committee can be made.

The time saved by elimination of committee reports
was used to good advantage for the presentation of a
number of notable addresses by speakers from outside
the industry. It is significant that all of these speakers
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took an optimistic view with respect to the industry and
the forward steps it is making along many lines.

It is quite significant that the arguments of a few years
ago regarding the place of the bus in the transportation
scheme were absent. The bus has been accepted and the
affiliated associations are now discussing the exact uses
to which it is best adapted, as well as the detail of how
best to provide facilities for it and the technique of han-
dling it.

Don’t Wait for Costly Money

INANCE as a subject occupied a large part in the

program at Cleveland. It was dealt with by several
speakers and was the topic at one of the round-table con-
ferences. There was very little mincing of words about
the matter. It is pretty well known where President
Stevens stands on the importance of revamping the struc-
tures of railway companies. Some of the speakers as
well, particularly Mr. Frazer and Mr. Sisson, pointed
out specifically what could best be done under certain
circumstances to approach the improvement which the
committee on finance had in mind when it made its
report two years ago.

Advantage has not been taken of the suggestions made
by that very able committee after several months of
study. This is particularly regrettable because the ensu-
ing period has been one of easy money which may or
may not continue. Of course, it is well known that a
voluntary readjustment of financial structures is a proc-
ess not easy of accomplishment. But it is far easier
during a period of low money cost than it will be if
action is postponed until money rates become higher.
The only alternative which any company carrying a
topheavy and cumbersome financial structure may hope
for is a gradual improvement of its condition through
the process of plowing back surplus earnings. That, at
best, is a slow method. If earnings are not sufficient to
keep the property abreast of developments, then it is
best both for security holders and car riders to make
a change in structure that will make the company’s securi-
ties more salable to the public. . In view of the present
money situation, it seems unwise for many companies to
delay changes that ultimately may prove inevitable.

After all, the basis of credit is character. Character
in an electric railway means progressiveness of personnel.
As Mr. Sisson said, despite the soundness of the railway
business from the standpoint of its economic necessity,
many properties are hard pressed for credit because of
unsatisfactory franchise or contractual relationships and
topheavy indebtedness, with its accompanying overload
of fixed charges. The relief from improper franchises
lies in proper public relations. During the past few years
there have been many examples of a complete reversal of
franchise conditions through the medium of giving the
public a better understanding of the situation as it affects
its own interest. Similarly, then, the road to financial
improvement lies in the direction of better investor rela-
tions. This can be brought about only by a management
which adequately appreciates the importance of the finan-
cial problem, and undertakes seriously to convince its
security holders of the need for readjustment. To come
back physically often means to come back first financially.
It is impossible to do that unless the railway securities
which are offered to the banker, and through him to the

public, will stand the closest scrutiny in comparison with
those of other industries.

Luncheon Conferences an Innovatio:

NO CHANGE made in the convention program
ing recent years has aroused so much enthu
as the series of luncheon conferences. Fourteen
were discussed on three different days and the ran
subjects was so wide that there was something of in
for every delegate. In addition to these luncheons
sored by the American Association, several other
met similarly to discuss common problems. Such
were organized by leaders among the affiliated
ciations and provided the opportunity to consider t
on which information was desired.

Because of the smallness of the groups and
formal nature of the discussion, many members
part who never have been heard on the conventio
Modest though they were, they all had somet
contribute to the discussion. It was quite noticea
no attempt was made by the speakers to use.the.
idle talk, but each one who took part had a re:
to tell. In large measure the experiences of the s
was the subject dwelt on. Often a series of
questions brought out details that were needed to
the original story until the listeners understood f;
points made. By concentrating on a single subject
possible to cover it more thoroughly than is usual
convention floor.

Subjects considered at the meeting were well cha:
the committee in charge. All were well attended,
some were so popular that many were unable t
admission. The interest, however, was in 10 Wi
ured by the attendance, as some of the most ens
discussion was evidenced in the smaller groups.
these small groups on account of their size were t
formal, and on that account lent themselves to th
open statements of opinion.

o~

Men Who Reveal the Facts

IKE the Rosetta Stone which became the key
long lost tongue of Egypt, so does the accoun;
terpreter of countless masses of figures, u
secrets that lie buried deep in the intricacies o
routine. That he takes his duties seriously in t
way business was apparent during the meet
Accountants’ Association at the Cleveland co
There ran throughout the sessions an under
of earnestness, studying and thought given to
lems which arise in the accounting departments
Even a casual visitor to the sessions of t
would have become quickly aware that these m
not limited in vision by the rules on the station
use. Their effort is being spent in reaching
improved methods of gathering, presenting and
ardizing accounts in a way that will facilitats
of operating efficiency. They are trying to i
their own performance as real interpreters ¢
industry.

“Dry as dust” is now a misnomer for figures.
the skillful hand of the accountant they becor
interesting and vitally significant. On chart :
they are made to live, and they tell a vivid sto
be either one of inspiration or of tragedy.
countants’ Association is making real progress
ing the work of its members. They are comin
appreciated in a new way throughout the ind
these men of facts.

(1
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ims Association Is Making History

can a claim agent best fit himself for his
, keep his mind fresh and alert; keep up with
?99
 the question asked by President Proctor in
|l address. It was auswered satisfactorily
the three days of meetings at Cleveland, at the
y Claims lunch and in many groups of claims
|d friends meeting again and joining in helpful
of new problems and situations. Traffic regu-
example, so needed as a means of accident and
uction, came in for both formal and informal
It occupied much of the opening day’s pro-
was taken up again to be considered from a
ewpoint at the joint meeting of the Claims
ransportation and Traffic Associations.

felt unanimously that the'chaos of conflicting
s in cities and states constitutes a potent breeder
bile collisions with each other, with pedestrians
h street cars, and from this thought and dis-
me definite action—i.e., arrangements for the
nt of a committee to convey to the parent
1 the feeling of the Claims Association that
er code should be fostered and stimulated so
ffic contro! provisions may be incorporated
vs of every state.

man can fail to be interested in the pro-
the closing day, with its symposium on
s. It included an account of what hap-
ilwaukee, where three Circuit judges sat for
S on an inquisition into ambulance chasing
injury lawyers and how the city was purged
nicious activities; also the last word on
tions in Montreal, Cincinnati, Pittsburgh
ities.

ere new faces, and younger men as well as
all of the “regulars,” at the meetings this
xecutive can afford not to have at least one
S men at next year’s convention,

-

eering Committee Activities
Bring Tangible Results*

S presented this year by the various com-
es of the Engineering Association were notable
umber of definite recommendations contained.
istances these committees investigated specific
ind accomplished tangible results. They dug
cts, examined them carefully, and stated with-
cation the logical conclusions deduced there-

| example of this method of working is fur-
 the report of the committee on light-section
prehensive data were secured on the use of
ved girder rails of various weights. From the
tained, it appeared that there was a considerable
for a 7-in. rail lighter than the A.E.R.A. stand-
- committee therefore recommended the adop-
new standard, and submitted a design for a
d girder rail weighing 103 Ib. per yard. The
S committee was performed with the neatness
athematical exercise which begins with a
and proceeds through the demonstration to
conclusion.

, it is not possible to handle every subject
1S way. In the main, however, the reports

made by the engineering committees were presented
with commendable brevity and clarity. No one could
read them without getting a very clear idea of the
problems and the committees’ ideas of what to do about
them.

Unfortunately, the same cannot be said for the re-
ports of all the other associations. Granting that their
problems are not all susceptible of the precise treat-
ment given by the engineers to their problems, there
remains, nevertheless, much opportunity for improve-
ment. This can best be accomplished by narrowing
the scope of activity of the individual committees and
studying specific subjects more intensively.

Increased Speed Is a Vital Necessity

&REEMENT among members of the Transportation
and Traffic Association present at the convention
was practically unanimous that increasing the speed of
car operation is one of the most important problems be-
fore the industry today. Opinions differed, however, as
to how this desirable result could best be obtained.

In the discussion revolving around the subject of bus

operation, it was pointed out that a combination of buses
to handle the local traffic and cars operated on a high-
speed express schedule with infrequent stops is a possible
solution of the problem. Another method of attaining
a somewhat similar result is by the operation of the buses
in high-speed de luxe service, while the cars carry the
local riding. In Detroit the first mentioned of these
plans was said to be working well, while the second has
met with marked success in Pittsburgh and elsewhere.
- That traffic regulation has an important bearing on
the speed of car operation was emphasized at another
meeting. - It was the general opinion that electric railway
managements should take the lead in having transporta-
tion sur\{ésrfsmade in the cities where they operate. Only
after this has been done can effective traffic regulations
be formulated. Regulations based on guesswork or sim-
ply borrowed from some other city are likely to do more
harm than good. It was clearly brought out that the
foundation of all effective traffic regulation is exact
knowledge concerning traffic flow.

Speed was considered the first and most important
element in service betterment by the cormmittee studying
this subject. The necessity of improving the character
of electric railway rolling stock was by no imeans over-
looked by the members of this committee or the dele-
gates participating in the discussion, but it was felt
strongly that faster service is of even more importance
than better cars. Several transportation men mentioned
the desirability of using street loading platforms. This
results in speeding up not only the car service but also
the movement of other vehicles. The need for quicker
acceleration and braking was brought out, although it
was emphasized that this should not be done in such a
way as to cause discomfort to passengers.

It was admitted that the average street car today is far
behind the times in the matter of speed. On the other
hand, it was pointed out by one of the engineers present
during this discussion that there is no physical reason
why the street car should not be the fastest accelerating
and braking vehicle on the streets. Judging by the keen
interest displayed in this matter of speed by all members
of the T. & T. Association present, the electric car of
tomorrow will be a faster as well as a better vehicle than
the car of today.



R. P. Stevens

Newly Elected President
of AERA

P. STEVENS, president Penn-Ohio
Edison Company, was elected presi-
« dent of the American Electric Rail-

way Association Oct. 4.

In Mr. Stevens the industry has a fit
leader for its present-day problems and
opportunities. The field of his past activi-
ties extends from Maine to Washington;
the range of his abilities from practical
house-wiring to broad-scale interstate de-
velopment.

As recently as 1926 Mr. Stevens’
Pennsylvania-Ohio Electric Company was
honored with the Coffin award for most
distinguished achievements in the electric
railway and motor coach field. De luxe
interurban cars and de luxe express coaches
have ceased to be a novelty, but when
R. P. Stevens put the final financial “O.K.”
on orders for such equipment some five to
six years ago he knew he was taking some-
thing more than a sporting chance.

Here was a property of small towns and
short interurbans shot to pieces from war-
time hangovers and competition, with the
management faced by an overwhelming
propaganda to tear up the tracks and run
on rubber only. But there was no weaken-
ing. Instead, there was developed the first
real co-ordination of rail and coach. Side
by side, the company modernized its rail-
ways and installed a higher-rate, special-
stop motor coach service. When 1926
rolled around, it had completed the full
depreciation on its automotive equipment
and could prove that its scheme of unifica-
tion had made good.

With such pioneering by its own presi-
dent, the American Electric Railway Asso-
ciation can look forward with confidence
to the coming year, with its ever-speeding
trend toward finer equipment with higher
standards of service for an auto-accus-
tomed public. Having made good on his
own property, anything that he has to say
before fellow-workers or the general pub-
lic will be greeted with redoubled respect.

On looking back over the past years, one
finds that responsibilities came early to
Ray P. Stevens. Born in Eastport, Maine,
in 1877, his boyhood and youth knew the
training of New England effort and fru-
gality. As he made his way through high
school and the University of Maine, he
built up a house and hotel wiring business

to earn the wherewithal. Even his later
work at the Massachusetts Institute oi
Technology went in tandemi with jobs from
the Bell Telephone Company and the Gen-
eral Electric Company.

After he built some lighting plants in
the Sonth for the General Electric Com-
pany, Mr. Stevens found himself at Everett,
Wash., at the beginning of the century,
where he practically built an entirely new
system from power house and track through
to cars and general organization. Return-
ing East, he held a number of operating
positions until 1907, when he achieved the
presidency of the important Lehigh Valley
Transit Company at the age of 30. In
short order, a deficit was turned into a
surplus. .

Following six years successful work on
what became known as the “Liberty Bell
Route” throngh Mr. Stevens’ pioneer work
in ride salesmanship, he was called in Octo-
ber, 1913, to the presidency of the Mahon-
ing & Shenango Railway & Light Com-
pany, Youngstown, Ohio, a corporation

which has since expanded into a great in-.

terstate group of power and transportation
622

interests. With the expansion of
interests, Mr. Stevens found it nece
to make his headquarters in New Y@
There he also founded the engineering
of Stevens & Wood.

Throughout the greater part of
career Mr. Stevens has gladly given
time and knowledge to association a
ities. While in Pennsylvania he was t¥
clected president of the Pennsylvania Stt
Railway Association. He is a_past-
dent of the American Electric Raily
Transportation and Traffic Association
now he has.attained the highest per:
honor within the gift of the industry,
presidency of the American Electric R
way Association. :

Those who know. R. P. Stevens ap
ciate his genial character as well as
broad views. If a man’s character is &
displayed among employees rather ¢
equals, that of Mr. Stevens can well
inspection. Throughout fourteen yea
the Youngstown properties, labor relati
particularly in the difficult field of tr
portation, have been exceptionally
monious.



[, YOR the second time in two years a convention of
Y the American Electric Railway Association has
= been held at Cleveland, Ohio. This year, the 46th in
ich a convention of the association +has taken place,
other record has been made. More railway men reg-
ered than last year. Figures for total registration are
ot available, so it, is not possible at this time to say
ether the record in this respect will be broken. More
xhibit space was used than ever before, and the exhibits
e more carefully chosen.

Changes from last year’s program were numerous.
Lommittee reports were conspicuous by their absence.
None but the essential routine reports were made in the
_,»'erican Association. The Engineering Association,
which handles the greatest share of the standardization
'ork,. naturally must consider many reports of its
technical committees. Even here only one afternoon was
e\foted to this phase of the work, the meeting being
split into parallel sessions that were attended by those
who were most vitally interested. The other afternoons
were taken up with addresses by men from within or
without the industry, who are experts on the subjects
they discussed.

For the first time in the history of the association
exhibits were all in place and the doors thrown open
urday noon, Oct. 1. The registration on Saturday
d Sunday showed that many persons took the oppor-

Second Cleveland Convention
Eclipses Last Year’s

More and better exhibits, improved arrangements,
and an augmented program all contribute to the most
successful convention in the history of the association

Rush hour at the registration desk

tunity of gaining time to inspect the exhibits beforehand
rather than waiting until exhibit day, as in past years.
Some rearrangements in the booths made access easier,
so that there was not the congestion around some of the
booths as in past years. Except for a shower on Sat-
urday afternoon the weather was fair throughout the
convention, so that many more persons inspected the
outdoor car exhibits than saw those on display last year.

An earnest desire on the part of all the officers of
the association to hold meetings on time was noticeable
throughout. Discussion-was limited, so that unless the
speaker really had something to say he made way for
the next one without waste of time. By this means the
sessions were put through on schedule and closed earlier
than has been customary.

The formal opening of the convention took place on
Monday morning in the Auditorium. The Cleveland
Railway Male Chorus and the Pittsburgh Railways Band
alternated in providing an excellent musical program.
At the appointed time President Willits H. Sawyer in-
troduced City Manager W. R. Hopkins of Cleveland,
who welcomed the delegates. Headed by the band, the
assemblage marched to the West Wing, where Mr. Hop-
kins made the formal address of welcome.

President Sawyer talked earnestly to the delegates in
his annual address, stressing the opportunity to give
service. Fo'lowing Mr. Sawyer came a s'ccession of
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excellent addresses by men prominent in the business and
political worlds. Each left an impression on his hearers.

On Tuesday, Wednesday and Thursday a series of
fourteen luncheon round-table conferences was held.
The subjects on Tuesday were traffic regulation, taxes,
the motor bus. the trend in franchises, developing the
sales instinct in platform employees and advertising.
On Wednesday, cars, financing, public relations, bringing
city service up to date, valuation, fares, and employee
relations were the topics. On Thursday there was a
single luncheon, devoted to the subject of opportunities
and prospects for the interurban.

No program of the association would be complete
without an address by E. F. Wickwire. This year his
talk sparkled just as much as ever, and he, as in former
years, made as many points that drove home.

With all its serious topics the convention was not
out its moments in lighter vein. Golf was con
Sunday. Monday evening the president’s recep:
held. Tuesday evening’s session, sponsored
Advisory Council, had as its entertainment f
number of solos by Miss Anna Case, prima d
the Metropolitan Opera Company. On Wedn
evening one of the local theaters was completely
for the delegates and a special show was put
features for the members. Thursday evening the g
ball was held in the Auditorium.

The Pittsburgh Railways Band gave conces
afternoon during the convention, and-the Cleveland
way Male Chorus also gave a series of concerts f
delegates. These features added greatly to the s
of the convention.

Regulation and Traffic Contro
Discussed

At Monday’s session of the American Association street traffic
control and regulation of public utilities were the subjects of
addresses by prominent speakers. Revisions of the constitution
and by-laws adopted broaden the scope of the association

convention of the American Electric Railway As-

sociation at Cleveland on Monday, Oct. 3. A con-
cert was given by the Cleveland Railway Male Chorus and
the Pittsburgh Railways Band. President W. H. Sawyer
introduced City Manager W. R. Hopkins of Cleveland,
who formally opened the sessions. Headed by the band
the audience then marched to the meeting room in the
West Wing, and the business of the day began.

In his address of welcome Mr. Hopkins paid tribute
to John Stanley, late president of the Cleveland Railway,
who passed away at the opening of the convention last
year. He said that the work of leading and modernizing
the Cleveland Railway so ably begun has been carried on
successfully by Col. J. H. Alexander. The virility of the
transportation industry is shown, he said, by the way it is
attacking the problems of the day with energy and in-
telligence.

The excellent state of the finances of the association
was indicated in a brief report by the treasurer, Barron
Collier.

The morning was devoted to two addresses. The first
by Dr. Miller McClintock, director of the Erskine Bureau
for Street Traffic Research of Harvard University, and
the second by Hon. W. W. Potter, Attorney-General of
Michigan.

Dr. McClintock spoke on street traffic control and
electric railway operation, calling attention to a num-
ber of the vital points that are essential to betterment of
present conditions. It is not possible in the ordinary
narrow streets, he said, to give an exclusive right-of-way
to street cars. It is, however, within the limits of reason
to require vehicles to leave the tracks on the approach of
a car so that it can proceed.

BRIEF exercises in the Auditorium opened the 46th

Loading zones are essential to safety and d
the handling of street car traffic, he believes,
platforms should be installed. Parking should
eliminated, but it should be controlled. D
parking should be prohibited.

The only reason for the use of signals for t
trol, Dr. McClintock believes, is to reduce d
least 50 per cent of the automatic signals in
are worse than useless. The electric ratlway m
see to it that the installations are made only w
can do some good.

Progressive signaling, where the lights are
that vehicles can progress from one end of
trol zone to the other without the necessity
i1s the best method that has yet been dew
reduces the unnecessary standing time and
movements.

A telegram of congratulation from Presi
was read by the president. This appears elses

Mr. Potter, speaking on the regulation of
ties, traced the change from unbridled co
regulated monopoly, showing the excell
obtained. The demands of the public have
the railways have not met them, he said.
must be modernized accordingly and the ra
support them will come, as the public in the
appreciative. Payment for paving in the rai
archaic, he holds. It is unfair, as the commu
eral is using an investment made by the
result of legislation dating back to the ho
The general taxes of the railway are the s
for other corporations, but the proceeds a
to provide a right-of-way for a comp
attempting to take business away from the ra
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SImportant changes in the constitution and by-laws of
sociation were adopted. In brief, these will broaden
atement of the objects of the association, and will
it possible for the executive committee to admit to
nbership, with proper restrictions, companies operat-
any form of urban or interurban transportation.
changes will provide a class of membership for
various state and sectional associations to form an
tive tie with their work, and to provide for plural
in recognition of the difference in size of the
15 electric railways. This is particularly important
oting on standards. The schedule of dues was re-
so that the finances of the Advisory Council would
e consolidated with those of the main association.

e

American Association

Elects Officers

7 P. Stevens is chosen as president. Association
istens on Tuesday to budgets. Conditions

in the industry and how the public
may be pleased

[ OUR outstanding addresses featured Tuesday morn-
s session of the American Association. The
s were budgeting for the inture, improved con-
ns in the industry, the changing demands of Ameri-
business, and methods by which the railways may
ase the public.

ore the first address, Past-President J. N. Shanna-
resented the report of the nominating committee.
entire ticket, headed by Ray P. Stevens for presi-
was elected unanimously. '

rge E. Fraser of the firm of Fraser & Torbet,
ed public accountants, spoke on the ten-year
jet. An abstract is published on another page of
ssue.

H. Aylesworth, president National Broadcasting
ny. chose as his subject “Smile and the World
s with You—Weep and You Weep Alone.” He
said that he had
origihally  decided
to use as his title
“Don’t Imitate the
Undertaker — He
Serves Only the
Dead,” but that
after a survey of
the situation he had
decided the former
title would be more
appropriate. He
paid tribute to the
way the electric
railway industry
has weathered the
storm of the past
few years and has
profited greatly by
the experience. A
spirit of optimism
and confidence, he
said, is necessary if
the transportation
industry is..to con-

C. R. Ellicott and E. D. Kilburn

vince others it is a public service essential in character.
Merle Thorpe, editor of the Nation’s Business, force-
fully told the audience of the present orgy of law-

" making, which is in large measure aimed at American

business. Some 92,000 bills were introduced in the
last session of Congress, but practically none of the old
laws was repealed. The administration of these many
laws is burdensome and unduly expensive. One family
out of every eleven now is employed in the administra-
tion of the laws. It is Mr. Thorpe’s opinion that no
government can operate a business as efficiently as can
a private individual. Business is not a lower type of
activity than the professions, said the speaker; it is
in itself a profession with just as high standards and
ideals. The industrial system of America has created
three times the wealth that existed previously.

We still suffer from an old-fashioned idea of a secular
order as distinguished from religion, held the Rev. Dr. A.
W. Wishart, pastor of the First Baptist Church of
Grand Rapids. It is not possible to separate the two,
for a civilization or a business or a government cannot
be built on falsehood. Men who make products such
as those featured in the exhibits shown at this conven-
tion cannot do it without having character. He called
attention to the beauty of the modern designs, holding
that utilitics may be pleasing as well as nseful. This
is a new era. The old era of corruption, political
chicanery and trickery is fundamentally wrong and is
immoral. Fortunately it is passing. The old way of
doing business was secretive, he continued. qu wl_1en
a good picce of work has been doue, instead of Keeping
it to himself the author can scarcely wait until the next
convention 1o tell about it and so make it useful to
others in the industry.

On motion of Mr. Shannahan a vote was passed
thanking the speakers for their addresses and the pro-
gram committee for having secured them.

.



Grand Rapids Railway Wins
Coffin Award

Small property in city of 160,000 awarded 1927 prize at
Adpvisory Council meeting. B. C. Cobb, chairman, points
out industry’s pressing needs. Hon. George B. Cortelyou
discusses the relation between utilities and government

had a widespread influence on the entire industry and

have done much to awaken the present almost uni-
versal interest in the improvement of electric railway
service, the Grand Rapids Railroad Company, Grand
Rapids, Mich., was awarded the Charles A. Coffin Medal
for 1927. President W. H. Sawyer, chairman of the
Coffin Award Committee, who made the presentation
during the Advisory Council meeting at the Cleveland
convention, read the report of the committee setting forth
the accomplishments of this property.

The report itself epitomized these accomplishments.
With limited facilities, on its initiative and largely with
its own resources, this comparatively small railway prop-
erty, which was scarcely known outside of its own city
a few years ago, undertook to demonstrate to the world
the process of popularizing electric railways by the im-
provement of equipment and service. So radical were
its methods, the report points out, that when it filed a
brief in the competition two years ago, there was con-
- siderable doubt as to the outcome of its experiment. The
present awakened interest in the improvement of cars,
which has permeated to all the manufacturers and to
almost every operating property in the country, received
a strong impetus by the pioneering of this comparatively
small company.

Its accomplishments were not all in the direction of
spectacular innovations and showmanship. Combined
with this there was a consistent program of increasing
operating efficiency and reducing costs. With no change
in the rate of fare, revenues in 1926 showed an increase
of 1.04 per cent over 1925, and in 1927, when the average
figures for properties of its size showed a heavy de-
crease, it held its revenue slightly above what it had been
in 1926, despite a reduction in the activity of the basic
industry in its city. For the year ended May 31, 1927,
there was a reduction of 9.88 per cent in operating ex-
penses and an increase of 20.83 per cent in net revenue
in comparison with the year 1926. After charging off
depreciation amounting to approximately 10 per cent of
its gross, there was available after taxes a balance equal
to 6.4 per cent of its rate base of $6,000,000. This was
an increase for the year ended May 31, 1927, of 41.68
per cent over the corresponding period of 1926. There

had likewise been an increase in this figure for 1926 over
1925 of 15.63 per cent.

, TweLVE CONTESTANTS IN 1927 COMPETITION

There were twelve contestants for the 1927 award.
The committee reported grave difficulty in making a
selection because of the excellence of the presentations
and felt that each of the briefs was entitled to recognition

IN RECOGNITION of accomplishments which have
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by the industry
of the accomplis
shown by these
properties—namely,
mingham Electric
pany; Chicago, S
Shore & South
Railroad; Chicag
face Lines; Du
Public Service Comp
El Paso Electric
pany: Georgia Po
Company ; Grand
Railroad Compan;
tle Rock Street
Northern Texas
tion Company; So
Colorado Power Company; United Railways of
Louis, and Virginia Electric & Power Compan
these contestants the Northern Texas Traction Co
won the award in 1924 and has continued to be a
tender each year, having submitted this year its
consecutive brief. Two other of the above com
submitted briefs in previous years, Grand Ra
1925 and El Paso in 1923, 1925 and 1926.

Several of the contestants showed evidence of
accomplishments which were considered by the ¢
tee to be ample basis for granting them the awa
not the prize been so closely contested by the prese
of impressive accomplishments on the part of a nt
of other properties. A

Gross and net revenues were increased by the Bir
ham Electric Company, which also effected s
operating economies and increased riding on its ¢
rerouting, new cars and frank publicity.

The Chicago, South Shore & South Bend
doubled its earnings in a period of two years
gram of complete rehabilitation and by the pr
comfortable and luxurious cars designed to
patronage of former automobile drivers. By
to operate its cars over the electrified tracks of the
Central Railroad, an entrance to the heart of do
Chicago was obtained, thus increasing the useful
the road to the territory which it serves.

Despite increased ownership of automobiles i
cago, the Chicago Surface Lines increased its
capita by the improvement of service. Gross
were increased and greater operating efficiency w
tained by a determined program of improveme
taken in the shadow of a receivership and in the
an expiring franchise. Participation by the railwa
agement in the program of reducing traffic con

B. C. Cobb
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. Fred W. Olds

. George Kerwin

. R. Retan

. J. W. Knecht

. W. E. Livingston
. J. Winks

b W —

the .downtown district, combined with demonstrated
C interest and leadership, won for it the co-operation
1ts community in bringing about traffic improvement,
ajor rerouting plan was put into effect without a
ous hitch, and resulted in material speeding up of
Tvice with important operating economies. A record
r efficiency was made during the Christmas holidays,
€ operation of 100 per cent of all its equipment.
| Continuation of a major program of rehabilitation and
ovement over a number of years in the face of losses
renue and despite those losses finally brought an up-
in th; revenue curve for the Georgia Power Com-
This improvement program was maintained in the
of a discouraging showing in pursuance of a policy
winning public recognition and support by the sheer
it of performance and demonstrated good faith.
IS property also succeeded in putting 100 per cent of
S équipment in service during the holiday period.
Ihe Little Rock Street Railway equipped its property
ith new and attractive cars and buses. It showed a re-
uction in the number and cost of accidents accompany-
18 a change to one-man operation. One hundred per
ent of the company’s employees are owners of its stock.
Both gross and net revenue were increased by the
hern Texas Traction Company through the mod-
1zation of car equipment and the adoption of a scien-
ific fare schedule.

. Paul Rust

. E. Lunda

. S. Dubee

. F. Heath

11. Simon Glerum

12. Ray Poteracki

13. L. J. De Lamarter

SweN

Officers and key men on prize-winning property

Scientific co-ordination of street-car and bus service by
the Durham Public Service Company resulted in a steady
and large increase in gross and net revenue. The prop-
erty shows a remarkably low record of accident costs.

The El Paso Electric Company shows increased aver-
age speeds and increased earnings with a steady better-
ment in its accident record.

The Southern Colorado Power Company rehabilitated
its cars, increased operating speed, improved its operat-
ing and maintenance methods and succeeded in selling its
securities to a large number of local stockholders.

Accomplishments by the United Railways of St.
Louis, a company in receivership, include an increase in
the number of passengers and in gross earnings, together
with a decrease in the deficit after depreciation, taxes
and interest charges.. Speed was increased and improve-
ment in power and distribution efficiency was shown by
the use of a large proportion of automatic and portable
substations. Accidents also showed a large decrease.

In the period of only slightly more than a year the
Virginia Electric & Power Company completely reversed
the opinion and attitude toward the company of the pub-
lic in the communities it serves. New franchises were
obtained, bus and car service was co-ordinated, large in-
creases were made in gross and net revenue and the rail-
way department was put on a self-supporting basis. A
heavy program of rchabilitation was undertaken, exten-
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sive rerouting was carried out and new fare schedules
put into effect.

One of the features of the evening meeting of the Ad-
visory Council was the annual report by B. C. Cobb, its
chairman, which is abstracted elsewhere in this issue.
He expressed conservative optimism regarding the out-
look for the industry, pointing out that there has been no
appreciable change in the number of passengers carried
by electric railways and their allied motor bus lines dur-
ing the past three years. The figure has remained almost
statlonary at sixteen billion passengers despite rapid in-
creases in the number of automobiles owned.

Still another outstanding feature of the Advisory Coun-
cil program was an address by George B. Cortelyou,
chairman of the Joint Committee of National Utility
Associations. Mr. Cortelyou’s address is also abstracted
elsewhere in this issue. Representing as 1t does the gas,
electric and local transportation industries of the country,
this committee speaks as the representative of an invest-
ment of capital approximating seventeen billion five
hundred million dollars. To illustrate further the extent
of the utility enterprises in this country and the wide-
spread public interest which they represent, the speaker
pointed out that the savings of approximately 5,000,000
people are represented by the investment in the utilities.
He voiced the creed of this vast industry in the words,
“We do not consider our job measurably complete until
the public is well satisfied because well served.”

An Experience Meeting of

Operators Held

In five-minute talks prominent electric railway men
tell how they are solving their problems.
Addresses are presented on finance
and progressive methods

OLLOWING out the general plan of devoting the

meetings to formal papers, the greater portion of
Thursday morning’s session was taken up with addresses
by E. F. Wickwire, vice-president Ohio Brass Company,
and F. H. Sisson, vice-president Guaranty Trust Com-
pany. Mr. Wickwire gave one of his inimitable talks.

Mr. Sisson spoke on the financial situation. The pres-
ent situation is more reassuring, he said. The public
education campaigns are admirable and are producing
results and the industry is becoming stabilized.

A feature of the session was a series of five-minute
talks on operating problems. The first was by J. L.
Alexander, Galveston-Houston Electric Company, who
told of the methods used to inspire his men to greater
efficiency and loyalty. In order to get the ideas over, the
employees have been organized into classes.

R. H. Pinkley, Milwaukee Electric Railway & Light
Company, said the methods used to meet the transporta-
tion reqmrements in Milwaukee include i improvenients in
service, higher schedule speeds. and keeping the cars on
schedule. Buses are used for special service, and are
co-ordinated with the cars.

C. H. Jones; Chicago, South Shore & South Bend
Railroad, gave some of the details of how he has devel-
oped a 300 per cent increase in business. The property
was run down and about ready for the undertaker when
it was taken over. The new owners had faith in the
electric railway business and so were willing to incur

the expense necessary for rehabilitation. Several tl
in particular have been done that have improved
ditions: (1) An adequate entrance into the he
Chicago was obtained ; (2) at first the company fur
service far in excess of the requirements; (3) th
possible use was made of a parallel motor coach li
a campaign for freight business was begun, both
and less-than-carload shipments being solicited ;
new business department was formed to solicit pa
traffic; (6) a recreation bureau learns of the att
of the territory served and sells the idea to the
public. There is only a small amount of attentior
to solicitation of passengers, as it is felt that if t
tory is built up the riders will come to the line nat

There has been an increase in passenger revenu
ing the first part of this vear of 175 per cent over
while the maximum increase in one month was 20(
ce 1t
freight
ness is
at the
150 p
over il
while the
imum mo;
showsa 1

he said.
public
good t
tation s
Col.
Alden. T
Detroit
Com pi
spoke of
policy af
company
garding
mental wi
connect

d ri vielss
type of
that
_ chosen, h
was one that had shown itself to have the long

D. W. Pontius, Pacific Electric Railway, me
the loss of passenger traffic due to automobile ¢
tion. Though there has been a considerable inci
population in the territory served by his lines,
been little growth in the passenger business. The
business is growing at a rapid pace, he said
Pacific Electric Railway is now the third largest £
carrier in California, being exceeded only by two
railroads.

The electric railways in his territory are moder
and going after business, he said. e outlined
provements being made in Los Angeles. Lines ar
double tracked where needed, and other means are
used to increase the capacity.

A. F. Townsend, Northern Texas Traction Con
Fort Worth, attributed the success in his city la
the substitution of light-weight Birney cars oper
one man, for heavy two-man cars. Schedule spe
were increased. In 1914 the operating costs
cents per car-mile, and by 1920 they had jumped

R. P. Stevens
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Introduction of the new cars caused a recession
per car-mile in 1926, though the trainmen’s
e increased 180 per cent over what they were in

Connelly, Washington, Baltimore & Annapolis
Railroad, told of automobile and bus competi-
the 40-mile route between the terminal cities.
his the old two car trains have been replaced
articulated cars, saving 44,000 lb. in weight,
man out of the three formerly needed. While
ave not been in service long enough to get com-
figures, there has been a gain in traffic since their
ion.

Hughes, Jr., United Railways & Electric Com-
timore, said that there has been a reduction in
¢ breaks from more than 100 per month to one
vs. This has been accomplished with a reduction
of the line department from $100,000 a year to
a year. The change in method was introduced
nber, 1920. Previously the line crew waited until
e occurred; now by careful inspection failures
ipated. There also has been an improvement in
1 used, it being appreciated that the best is the
 in the long run.

Electric Traction speed trophy, awarded to the
- North Shore & Milwaukee Railroad, was ac-
y General Manager Harley A. Johnson, who
methods adopted for increasing the schedule
1t raising the maximum speed.

n of the new officers was the closing formal-
convention, following the report of the reso-
s commiittee.

pics considered at fourteen round-
e conferences prove of interest
to many of the delegates

IES of round-table luncheons was a feature of
eveland convention. Fourteen were held under
es of the American Association in addition to
luncheons conducted at the noon hour by the
affiliated associations. Of the American Asso-
cheons, six were held on Tuesday, seven on
y, one on Thursday and one on Friday. A
count of those held on the first three days

as devoted to traffic regulation.

brought out that there is a marked tendency
traffic control lights without regard for the
ns under which they are to operate. The bad
f this practice in various cities were mentionad
ber of speakers. Others emphasized the impor-
railways assuming leadership in solving traffic
were considered at luncheon No. 2. Most of
ation developed at the meeting related to the
ice of different states on public utility pro-
cularly electric railways. While no attempt
- to obtain any general consensus of opinion,
t was expressed by several of the speakers
0sS Or gross-net tax was simpler to determine

sions at the Lunch Table

an experience meeting in which representatives from
Louisville, Youngstown, Los Angeles and other cities
gave their experiences.

The subject discussed at luncheon No. 4 was trend in
franchises. One company said its difficulties on a new
franchise were solved when it induced a group of repre-
sentative citizens to m\'estlgate its sitnation and make
recommendations.

At luncheon No. 5, on developing sales instinct in plat-
form employees, the possibilities in this direction were
brought out by the experience of several companies.

Luncheon No. 6, on advertising, was attended by more
than 100 delegates and there was an exchange of ideas
on the best means of selling car and bus rides.

The popularity of the round-table luncheons at the
Cleveland convention assures their retention as a feature
next year. On Wednesday the American Association
held six more of these informal meetings at which del-
egates were ahle to exchange experiences without loss
of time. So many registrations were received for some of
these luncheons that two rooms instead of one had to
be engaged. When the discussion took place, however.
all of the diners came together in one room.

This was the case with lunchean No. 7, on the subject
of cars. In it the actual experience testimony of men
who have carried out car improvement programs piled up
convincing evidence of the growing acceptance by the
industry of the importance of improved cars as the key
stone of the entire service improvement program for
electric railways. Several examples were cited of prop-
erties which had first started on a small scale with the
remodeling of older equipment and had gradually ex-
panded its program to the purchase of new cars of the
most modern types available. Representatives of several
large properties at the luncheon said that they were only
awaiting demonstration of the proper types of equipment
to be used before entering upon extensive replacement
programs. There seemed to be no question in any one’s
mind but that the present car exhibit had demonstrated
in no uncertain way the possibilities in developing cars
that can compete successfully with the private automo-
bile under modern traffic conditions.

Methods of new financing and refinancing of electric
railway properties was the subject of luncheon No. 8.
It was presided over by President-Elect Stevens. He
opened the meeting by calling attention to the report of
the advisory committee on electric railway finance, pre-
sented to the association in 1925. In this report it was
recommended that where necessary to revise the financial
structure, arrangements should be made to do it volun-
tarily without the necessity for a receivership. There are
some properties, he explained, that cannot be made suc-
cessful. The sooner this is admitted and they are elimi-
nated, the better the general railway situation will he.
L. S. Storrs pointed out that the hetter the carnings
the lower the interest rate that can be obtained. Some
question was raised-as to why the senior sccum) holders
should be made to suffer rather than the junior. [t was
brought out that the ]umor holders will suffer in any
event where a reorganization of the capital structure is
necessary.

“Get your house in order,” “sell your employees be-
fore you try to sell your public”’—such were the rallying
cries of the public relations luncheon (No. 9). Thomas
Fitzgerald of Pittshurgh in opening this discussion men-
tioned briefly the policy of his company uot to punish
employees and not to allow any hint of compulsion to

" E<
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Leaders

at the
Luncheon
Conferences

enter the company’s dealings with the public Careful
emploves education and a fair attitude toward the aty
and the ndmmg public are held by him to be more eifec-
tive policies than would be heavy-handed metheds. R.
B. QI?ZT”]: Soston outlined briefly the “home rule

<
)i

commmittee” plan which the Eastern Massachusetts street
railway evolved for mmproving public relations in the -

ra::»x,: occommmumttes which it serves. Fred Cummungs

RNy cxp'csied the belef thax every

¥ executives and tdl them when he

belicves their attitode to be wrong, even at the nisk of
sacribang his own head. John Davies of Philadelphia
rehensive plan of employee-employer

kas been worked out in Philadelphia.
any sales force nmumbering 12000
rian Hughes, Jr., of Bald-
hat his company has one
s in Baltumere, the obwicus
Novee takes upon him-
eny’s public relanions
s. Other speakers told
Fort Worth. Tex. The

the experience of his own
line between Fort Worth

1. L. %
2. B 1 Boe
2. L. J. Del
4. L. H.
5. H. B
6 W. E
. G. H €1
8. T. Fitze
9. T. Con
10. EQward
1L F W
13. Leslie V

and Dallas and pointed out that firstclass equipmi
service will do more ior good public relations
thing else within the power of the company 10
phsh.

More than 100 attended luncheon No. 10. on &
ice, many telling how the replacement of old c2i
new or modernized cars. increased speed and ad
comforts had resulted in increased patronace
friendship for the utility on the pant oi the pull
Chicago improved service has been obtained in §
up street cars by co-operation with municpal
ities and other affected interests through a su
plan for street traffic control. This has e
speed of the street cars in Chicago to be incre
average of 11.02 mph Other experiences 2
what similar lines irom Atlamta, Detroit,
and St. Louls were ated- i

At the valuation luncheon, No. 11. the diS
centered particularly on the {undamenw:al dif
between historical value and cost of reproducnion
One of the intangibles that seemed 10 borher all
sentatives present was going value. Courts hav
that some allowance must be made for this, but
for arriving 2t it have been given. The pn
each utility seemed to require separate solution
a2 method used on one property is not 2pphic
another.
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No. 12 it was declared that the trend of
upward despite the difficulty in securing
dangers of making fares too high and the
ng fare rates on public opinion. Many
ts on various types of fare were men-
eans of attracting off-peak traffic at reduced
ducating the public as to the need of higher
) better service received considerable atten-

No. 13 was devoted to employee relations,
were given of the practice in discipline,
nefit associations, etc. It developed that the
ciation in Milwaukee, composed of more than
ees, handles its own life, health agd accident
rates a building, savings and loan associa-
dles matters of safety, service and every
e affecting its membership. The association
e than $300,000 invested in good securities,
nbers have more than $9,000,000 invested in
building and loan stock. Through this associa-
employees have been able to purchase or build
sponsorship of Dr. Thomas Conway, Jr.,
the Cincinnati, Hamilton & Dayton Railway,
1 meeting on Thursday, devoted to the gen-
of interurban railways, provoked a spirited
f many phases of the intercity problem. B. J.
g for the group of Insull owned high-

increase in the travel habit between cities
bans a greater prospect for business, pro-
proper kind of service and selling initiative
oped. As an example he cited the experience
0, South Shore & South Bend Railroad,
n an increase of 150 per cent in its busi-
an extensive program of rehabilitation
merchandising.

ontius said that the Pacific Electric Railway
spend more than $1,000,000 for improved
er facilities for its passengers in the effort
more successfully with the privately owned
W. H. Burke testified to the effectiveness
eds and remodeled cars by citing the experi-
Galveston-Houston Electric Company in suc-
mpeting for business.

enue was held by many of the executives
afford opportunity for the development of
siness. Freight earnings by the Interstate
e Company, according to L. M. Brown,
than offset the decrease experienced in
business. H. A. Nicholl expressed the opinion,
experience of the Union Traction Com-
diana, that interurbans must ultimately go
d delivery of freight in one form or another
k competition. J. M. Bamberger announced
imberger Electric Railway had just started a
delivery service at each end of its line, at
cking rates in that territory. He considered
even more importance than pick up in the
erS.

of the proper type and size of passenger
for interurban service led to differences of
h occupied attention during the balance of
This discussion revolved around the
itages and safety of heavy and light equip-
speed service. Dr. Conway summarized the
" suggesting that interurban equipment divides

lines radiating out of Chicago, declared ~

itself into various classes depending upon the nature and
characteristics of the line and service.

In addition to these luncheons, similar gatherings
were bcl_d by the Accountants, Claims and Engineering
Associations on Wednesday. References to them will
be found on other pages of this issue.

Maintenance in the Limelight
at Cleveland

Journal prizes awarded at dinner during convention.
Prominent executives emphasize importance of
maintenance men’s part in popularizing
electric railway service

“QPEED, convenience,
comfort, safety, econ-
omy—these are what the
times demand. No incon-
siderable part in the
achievement of these things
rests upon the maintenance
man. He finds himself al-
ways between two oppos-
ing forces, improvement
and economy. One without
the other is easy; together,
they test him. The bal-
ance that creates the great-
est use is the end sought.”
With these words, W. T.
Rossell, general manager
Pittsburgh Railways, characterized the problem of the
maintenance man at a dinner held at the Hollenden Hotel
on the evening of Oct. 2, when the four annual prizes
awarded in the ErLectric RaiLway JoUrNAL's main-
tenance contest were presented to the winners.

Three of these winners were able to be present. They
were James A. Duffy, superintendent of equipment
Monongahela West Penn Public Service Company, who
received the first prize of $200; Joseph Mercier, general
foreman track service division, Montreal Tramways, who
received the second prize of $100, and E. M. Miley, esti-
mating engineer Chicago Surface Lines, who received
the fourth prize of $25. The winner of the third prize,
$50, Charles Hermes, general foreman San Diego Elec-
tric Railway, was not able to be present, but the prize
and a certificate of award were handed later to repre-
sentatives of his company who were at the convention,
for transmission to Mr. Hermes.

W. T. Rossell

Who spoke at the Maintenance
Dinner in Cleveland on Oct. 2

100 Mex INTERESTED 1IN MAINTENANCE PRESENT

Besides the prize winners and judges in the contest,
those in attendance at the dinner included about 100
other representative delegates to the convention who are
especially interested in maintenance problems. Those at
the head table, besides Charles Gordon, editor of ELecTrIC
RaiLway JourxaLr, who acted as the chairman, were
President W. H. Sawyer and Managing Director L. S.
Storrs of the American Electric Railway Association;
Daniel Durie and R. H. Dalgleish, the retiring president
and the incoming president of the Engineering Asso-
ciation; W. H. McAloney, president Association of
Equipment Men, Southen Properties; P. V. C. See,
past-president Central Electric Railway Master Me-
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A Message to the Association

TreE WH1TE HOUSE
Wasaixcrox, D. C., Sept. 30, 1927

WictLits H. SAWYER,
American Electric Railway Association,

Cleveland, Ohio.

I hope your convention will be most successful in
furthering the cause of transportation so vital to the
welfare of our people. Any progress in solving the
real problems presented by modern conditions is a
service to all. Please present my greetings and best
wishes to your members and your guests.

Calvin Coolidge.

chanics Association; W. T. Rossell, general manager
Pittsburgh Railways; A. T. Clark, superintendent of
rolling stock and shops United Railways & Electric Com-
pany, Baltimore, and chairman of the committee of
judges in the contest. The other members of the com-
mittee of judges, F. McVittie, electrical engineer New
York State Railways; Howard H. George, assistant to
chief engineer Public Service Production Company, and
G. C. Hecker, special engineer American Electric Rail-
way Association, were present as were also prominent
railway and manufacturing executives.

The prizes were presented individually by Mr. Clark,
chairmanof the committee of judges, who declared that
the purpose of the contest was to bring about a greater
interchange of ideas between maintenance men and thus
to raise the level of maintenance practice in the industry.
In referring to these contests, he said:

“Since the men who are responsible for keeping cars,
tracks and lines in efficient operating condition are in-
clined to be overmodest and reticent in taking the initia-
tive toward publishing the improvements which they have
{ound effective in saving labor or cost, this plan of post-
ing prizes for such items was a very desirable and helpful
one. The unusual publicity given to those items which
were awarded prizes should also tend to break down the
tendency on the part of maintenance men not to utilize
in their own work an idea developed by the fellow on
another property. In at least one instance a maintenance
idea which was awarded one of the monthly prizes was
quickly adopted by a large truck manufacturer and made
a part of his standard equipment.”

Mr. Clark explained that the members of the com-
mittee of Judges had been appointed by President Durie
of the Engineering Association to represent different de-
partments of maintenance work. He also explained the
care used by the judges in naming the prize winners. In
conclusion, he said:

“The board of judges desires to commend the action
of the ELectric RaiLwAYy JoUrRNAL for establishing
these interesting contests. It is their belief that excellent
benefit to the electric railway industry will result from

the broadcasting through the railways of these various

items and will stimulate those who would ordinarily give
little thought to publishing their wrinkles to produce
items of even greater benefit and more use to the many
interested in electric railway companies.”

Mr. Gordon, acting as chairman, pointed out that while
the purpose of the meeting primarily was to award the
prizes, the Jour~xAL hoped thereby also to inspire in the

maintenance men of the industry a broader visi
part they play in popularizing electric railway servi
stimulate more interest in maintenance on the pz
the railway executives and to encourage further devel
ments of equipment and machinery through the in
tion of these new devices to the manufacturers.

ProMINEXT EXECUTIVES SPEAK .

The railway executives who spoke at the din
clnded Messrs. Sawyers, Storrs, Rossell, McAlon
See. All emphasized, though from different ang
important part played by the maintenance
popularizing electric railway service. Mr. McAl
said : “The street car is the show window of the in
and unless the car is well maintained, clean, attre
painted and mechanically capable of operating
minimum of failures, all the other efforts to p
the service will fail.”

Mr. Rossell, in addition to the remarks contair
the first paragraph of this article, said, in part:

“To me the significance of this maintenance
is not the mere improvement in method in co
with a few operations. It is far deeper than
shows the alertness of mind, the enthusiasm and
bility of the individuals. Formerly an attitude of
seemed to exist based on the axiom, ‘Never ex
thing, vour friends don’t need it and your ene:
believe it.” This attitude is breaking down. Eve

-men are traveling about to find out what others

Everywhere men are explaining and showing
cherished plans and methods. There is no pra
which the visitor cannot learn something wo:
The harvest is waiting for the sickle.”

Clarence W. Squier of the ELectric R
Jour~aL staff, also spoke and showed slides of
paratus which won the prizes. He explained tl
and advantage of these devices. He also sho
of other equipment entered in the annual and m
maintenance contests. !

e

Educational Conference Held

HE final event on the program of the

convention was the educational lincheon
ference, held Friday at the Hollenden Hotel.
Dana, Boston, chairman of the American com
education, was sponsor for the conference, ar
held under the leadership of Arthur J. Row
waukee.

The principal subject discussed was systems
ing platform men and bus operators. Experit
at the meeting was that following an extended
this kind on one road, there had been a 70
reduction in accidents, 10 per cent in labor turz
20 per cent in claims cases. The course is divid
three general divisions, i.e.: (1) The school
(2) road training and (3) instruction in
details.

It was found that all the roads repres
conference give special attention to the ins
one-man operators, and they considered tl
operation adds many problems to the opera

The difficulty of modernizing the ideas of s
older employees was mentioned as a considera
by some of those present. Many excellent mq
to select members of the supervisory force w
brought out at the meeting.



NCONOMY was the general subject of papers and
~ discussions at the first day’s session of the En-
4 gineering Association. That these problems are
ng much attention was evident. The general
sion given was that improved methods and better
pment provide the surest road to ultimate mainte-
economies and that although costs at the start may
ar high, the ultimate results are the important ones
e considered. Improvements to railway cars, trucks,
d and power supply are entirely up to the en-
and maintenance forces. That these problems
iving much attention was evident.
is address as retiring president of the Engineering
ation, Daniel Durie stated that many changes have
D place in our industry during the past decade.
lesign, weight reduction, one-man operation, higher
ting and braking rates, higher speeds, reduction
, improved appearance of car bodies, scientific
and increased comforts and conveniences for
ers are among the important developments.
e power field, the automatic substation is a de-
it which has influenced greatly the design and
on of substations. Now comes the mercury arc
er, which may have a marked influence on present
es In power conversion and distribution.
of you are familiar with the developments that
aken place in the construction and maintenance of
The use of labor-saving machinery and modern
ods of track construction and maintenance, together
the application of welding to rail joints, has
great changes in this branch of our work.
motor bus brings an entirely new set of engineer-
blems to be solved, and aérial transportation is
g talked of. Perhaps our next set of problems will
in connection with the design, operation and main-
€ of airplanes. The significant aspect of all these
pments is the changed status of the electric rail-
usiness. The obligation to furnish any and all
5 of public transportation in our communities falls
ly upon the shoulders of the established trans-
ion industry. This was held to broaden the field of
y for the electric railway engineer, and to open up
ler opportunities ahead for those who can measure
the job.
ssociation has been active through its committees
taff at headquarters in gathering and disseminat-
fonnatlon, in establishing good practices and in
ping standards for use by the industry. Research
several fields has been carried on under com-
upervision to develop data for the advance of
and to effect economies. The association is the
through which the industry expresses its views

Improved Methods and Equipment
Needed, Say Engineers

Ways of producing economical maintenance discussed.
Power economies result from use of automatic substations.
Motor coach design an added problem.
aviation a new field. Committee reports show progress made

Commercial

J. G. Barry and W. B. Potter

and safeguards its interests in national standardization
and in joint studies and investigations with other na-
tional groups.

The activities of the association have been expanding
due to changed conditions and to the impetus given to
national standardization and simplification through the
work of the American Engineering Standards Commit-
tee and the Division of Simplified Practice of the De-
partment of Commerce. This has necessitated a complete
change of the association’s committee structure in order
that more men might be enlisted in the study of the ever-
increasing engineering problems and in the development
of improved practices and better standards. The new
committee system will be completed during the next year.
It appears to possess many advantages over the old sys-
tem, but the executive committee is not yet entirely
satisfied with the results and is striving constantly to
improve the plan.

In recent years there has been too little time for the
presentation and discussion of committee reports and
there has been no timeé at all for papers and discussions
of general interest. A new plan is being tried this year
which the officers believe will greatly enhance the value
of the meetings. This plan provides for group meetings
to be held simultaneously, one for the rolling stock
division, one for the way and structures division, one for
the power division and one for the purchases and stores
division. All committee reports will be presented and
discussed at those group meetings and all necessary com-
mittee business transacted.

Another matter to which the executive committee has
given considerable thought is that of promoting wider
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use of the association’s standards and recommendations.
Obviously the maximum benefits and economies of stand-
ardization can be realized only when such standards
become generally accepted. Some of our present stand-
ards are quite widely accepted today. Others, however,
are not used very extensively and the executive com-
mittee is seeking the reason for this in the hope that
our entire program of standardization can be made of
greater value to the industry. Committee members can
help in this problem by using our standards and rec-
ommendations and by urging others to use them.

i

Track, Cars and Power

A paper on each of these subjects was pre-
sented at the Monday afternoon session

N A paper on track construction and maintenance

economies, F. B. Walker, chief engineer Eastern
Massachusetts Street Railway, showed charts to indicate
the amounts of track reconstructed, progress by years,
derailments and costs in a rehabilitation program of his
company. He also described a base plate joint construc-
tion used on his system. This paper is published in
abstract elsewhere in this i1ssue.

¢ W. H. Sawyer, president of the American Associa-
tion, spoke briefly and emphasized the need for recogniz-
ing the human element in all engineering work, instead
of insisting that things be mechanically perfect. He said
that the convention speaks for itself; it is the biggest
and best ever held, but what are we going to do about
it? Everyone is sure to go home with a thrill and with
new pride in the work that they are doing and with the
fact that they are electric railway men. Mr. Sawyer
emphasized, however, that the job is just beginning. En-
gineers must work out the foundation on which to build
for a better future.

“Economies Obtained with Modern Cars” was the
title of a paper presented by W. R. McRae, superintend-
ent rolling stocks and shops Toronto Transportation
Commission. This paper brought out the thought that
attractive cars are not sufficient. Maintenance methods
must be improved and as a result costs will decrease. Mr.
McRae described the modernization program as carried
out by his company and spoke of maintenance improve-
ments, cars, shops, track, line, record systems and new
tools used. Results showed that this elaborate program
has paid far beyond expectations and that modernization,
if properly carried out, will convert a deficit into a sur-
plus. A more extended abstract will be found on another
page of this issue.

Discussion of this paper brought out that increased
attention to the modernization of all maintenance depart-

ments eventually results in economies and also a reduced -

attention to service and creates a better feeling toward the
railway by its patronage. Two of the speakers indicated
that managements of some rallways appear to be forcmg
maintenance departments to give too great attention to
the reduction of costs instead of insisting on improved
maintenance methods and use of better and more modern
equxprnent for the work. If railways are to continue to
exist, this attitude must change.

The concluding paper of the first session was on
“Automatic Substation Economies,” by W. E. Bryan,
superintendent of power United Railways of St. Louis.
This described how automatic substations are constructed

over operatlon with manual stations.
abstracted elsewhere in this issue.

-
=

Committee Reports Present

Way and Structures, Rolling Stock,
Power Divisions‘Hold Separate Meetin,

HE second day’s meetings of the Engineering Ass
ciation were devoted to committee reports. To f
cilitate presentation of these three simultaneous ses:
were held. The first was devoted to reports of
way and structures division, the second to the rolli
stock committee reports and the third to power report

WAy AND STRUCTURES Division

Evidence of the extent to which track and road
officials are studying the problems of their departmen
electric railway service was given in the quality
variety of reports presented at the meeting of the
and structures division of the A.E.R.E.A. on Tues
H. H. George, chairman of the committee and assista
to the chief engineer Public Service Production Co
pany, Newark, N. J., presided and presented the re
of the main committee. W. W. Wysor, chief engi;
of the United Railways & Electric Company of B
more, was sponsor of the meeting. The interest of
members in the work of the division was shown by
attendance of 150 engineers and construction men.

In addition to the technical reports and discussion
brief talk was made by Lucius S. Storrs, managing di
tor of the A.E.R.A., in which he pointed out the
portant part good track construction and maintenar
plays in good transportation.

“The best and cheapest investment a railway can mal
is good track. Smooth tracks are a necessity in
day, when the automobile with its pneumatic tires
taught the public to demand comfortable, easy-ridi
transportation,” Mr. Storrs said.

In addition to the report of the committec on w
and structures by Chairman George, two other regul
committees reported. C. A. Smith, supermtendent
roadway, Georgia Power Company, Atlanta, as chairm
of the committee on road preservation filed the comm
tee's report recommending several changes in the manu
He stated that the committee considered the major p
of its work had been completed and recommended
it be discontinued as an independent committee, the
dustry to be kept advised of new developments in {
future by a special committee of the division. A m
extended abstract of this report will be found elsewh
in this issue. E. M. T. Ryder, way engineer Third A
nue Railway System, New York City, made a |
verbal report telling of the studies being made uni
the direction of the committee on welded rail joints.

Reports also were filed by a number of special co
mittees. The report of the committee on rail corry,
tion was made by D. D. Ewing, professor of electric r:
way engineering, Purdue University. The variety
problems involved in this subject was indicated wh

trolley wire and 10 ft. under the track” might be a e
tributing factor in this mysterious cause of damage
rail. Further particulars. of this report appear on 2
other page.
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t, A. T. Clark and W. W. Wysor; right, Terence Scullen

‘An interesting paper on corrugation was presented by
O. Ackerman, maintenance of way engineer Columbus
hio) Railway, Power & Light Company. Mr. Acker-
an told of his studies over a period of years and ad-
d the theory that corrugation was caused by syn-
ronization of pulsating flow of power with tort vibra-
of axle and wheels, these vibrations becoming cumu-
e at certain speeds of the vehicle and causing corru-

R.-Dunham, Jr., executive engineer Department of
et Railways, Detroit, made the report of the special
mittee on review of Manual. He suggested that in
ction of the Manual W. 108-23 Rivets there should
evision of paragraph 503 to read as follows:
“Rivets shall be of full diameter called for on plans,
rivet holes shall not be more than ¥4 in. greater in
er. When not otherwise called for by plans or
ifications, rivets shall have standard button or cone
s of uniform size for the same size rivet. Counter-
¢ rivets shall be flush with the surface and fill the
tersink except that the rivets through base and tie
>s may have a crown of not more than } in. below
e surface of the plate.”

. M. T. Ryder, Third Avenue Railway, read the re-
rt of the committee on special track work. It referred
icularly to switch tongues and hard centers and is
en in abstract elsewhere in this issue.

Arc-welding processes and welding rod specifications
ere reported on by C. F. Gailor, of New York, chair-
in of this special committee. This report was based on
ry thorough study, and the committee says it believes
report represents the most reliable and up-to-date
ation possible to secure at the present time. It
airied a set of rules to be observed in arc welding, a
of welding rule specifications, both contained in ap-
ices which the committee recommended should be
hed for general distribution. The committee also
mmended that further study be made of the subject,
ticularly of the cost of welding rods, comparison of
ing rods and use of special alloy rods.

~ A. T. Spencer, general superintendent of construc-
ion and maintenance Montreal Tramways Company,
gave the report on alloy steels other than manganese for
secial trackwork, and light section girder rails were
eported on by C. A. Alden, chief engineer of the frog
d switch division of the Bethlehem Steel Company.
irther discussion of rails was contained in the report
the special committee on relative advantages of
and 9-in. girder rails, which was given by H. F.
erker, chief engineer way and structures Brooklyn City

-

A. E. Harvey, superintendent construction depart-
ment Kansas City Public Service Company, reported on
the effect of modern vehicular traffic on paving in the
track area, giving special attention to the effect of in-
creasing loads carried by rubber-tired vehicles in break-
ing down paving subgrade.

Other track matters were discussed in the report on
track ballast and drainage delivered by S. C. Baker, en-
gineer maintenance of way East St. Louis Railway Com-
pany, and on track construction specifications by C. L.
Hawkins, engineer maintenance of way United Railways
of St. Louis. C. H. Clark, engineer maintenance of way
Cleveland Railway Company, offered in lieu of a writ-
ten report on track checking gage two gages designed for
this purpose by his committee.

J. R. McKay, chief engineer Indiana Public Service
Corporation, Fort Wayne, gave the report on bus garage
design and told of work that has been done in co-opera-
tion with the National Fire Protection Association in an
effort to arrive at acceptable construction specifications.

H. E. Bachman, of Newark, chairman of the special
committee on car house and shop construction and wiring
regulations, was unable to attend the meeting and no
formal report was made. Chairman George stated that
the committee on joint railway and bus terminals had
been inactive during the year and announced the appoint-
nent of E. D. Eckroad, engineer maintenance of way
northern Ohio Power & Light Company, Akron, as chair-
man for the coming year.

Rorring Stock Divisioxn

Assuming that the amount of discussion is an indica-
tion of relative interest, it appears that modern cars, car
lighting and noise reduction are the live subjects in the
rolling stock division. Thirteen special reports and three
general reports were presented at the session, abstracts of
which appear elsewhere in this issue. In the progress re-
port on suction strainers for air compressors J. C.
McCune, chairman, urged that greater attention be given
to suction strainer maintenance. The report contained
descriptions of some late type designs. .

The committee on sidewear of motor brushes reported
progress and recommended a continuation of its study.
The special committee on gearing reported that no con-
clusions could be arrived at regarding relative merits of
helical and spur gears.

The committee on overhead current collecting devices
presented two sets of graphs, one plotted from informa-
tion secured by previous committees and the other from
data obtained from this year’s committee. These graphs
showed companies arranged in order of their wheel life,
and the outside diameter of the wheel used and trolley
pole tension were plotted for these companies. The
graphs were very similar in wheel life, but the 1927 data
show a wide variation in trolley wheel pressure against
the wire. They also show a more uniform diameter for
wheels used.

Power Division

At the meeting of the power division of the Engineer-
ing Association held Tuesday, Oct. 4, two important
commitee reports were read and discussed.

The first, on power transmission and distribution, was
read by Chairman F. McVittie, electrical engincer New
York State Railways, Rachester, N. Y. The particular
subjects covered in this report were specifications for
catenary construction and materials, trolley wire wear,
improving specifications for bronze trolley wire, radio
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interference. inductive co-ordination and design of dis-
tribution layout for automatic substations. The advis-
ability of establishing a standard for comparing methods
of operating and maintaining overhead lines and the
standardization of trolley wire reels were also treated.
A design of suspension for contact car and a specifica-
tion for standard bronze trolley wire were reported as
having been adopted by the standards committee. Fur-
ther details of this.report are published on another page.
The committee on power generation and conversion,
W. E. Bryan, superintendent of power, the United Rail-
ways of St. Louis, chairman, had three specific subjects
to report on: The ventilation of automatic substations,
mercury arc rectifiers and economical trolley potential
for congested districts of urban systems. The ventila-
tion report included the results of an intensive three-
year study on this suhject. Other valuable information
was given by W. E. Peters, C. A. Butcher and Pierre
Blommers. The mercury arc rectifier report stated that
no method of rating had as yet been agreed upon. Data
on some rectifier installations were given by O. K. Marti.
Results of tests on trolley potentials for congested dis-
tricts were given. The economies effected by the use
of certain voltages under various conditions were in-
cluded in the report, of which further details are given
on another page. *

General Meeting Thursday

Motor coach engineering, overhead line
maintenance, and aviation discussed

OTOR coach design, overhead line maintenance and

commercial aviation formed a varied program for
the third and concluding session of the Engineering Asso-
ciation. The paper by H. D. Church, director of engineer-
ing White Motor Company, on trends in motor coach
engineering brought out discussion as to developments
that will provide greater accessibility of parts so that
maintenance operations can be carried out cheaper and
with less trouble. Light-weight construction through
the nse of aluminum or other light-weight materials
appears as one development that will be watched closely.
In answer to a question “Why Use Four Speed Gear-
ing?” discussion showed that the speed steps of gearing
for buses is determined usually by the worst conditions
encountered.

New developnients were referred to by Carl Stocks,
editor of Bus Transportation. “An interesting feature,”
he said, “is the tendency toward automotive street cars
on rubber tires. In the early days the automobile note
was predominant in bus service. Engine location, lines
of body, position of driver, all had to copy the private
automobile as far as could be done with the much larger
vehicle, or, at least, so it was thought. Now comes a
new movement worthy of close study. Is the public con-
cerned merely with getting somewhere as soon as possible
regardless of the appearance of the vehicle, or has past
favoring of the automobile type of vehicle” had anything
to do with the popularity of the bus?”

Maintenance of a large overhead system was discussed
in a paper by M. W. Cook, superintendent of power and
inclines Pittsburgh Railways, in which stress was laid
on the great value of efficient overhead maintenance.
Discussion brought out that proper organization to re-
duce detentions is most vital. Various speakers described
things they are doing along this line.

The latest form of transportation, that |
was discussed in a paper, “General Aspects
cial Aviation,” by R. H. Horton, former vice-
Philadelphia Rapid Transit Air Service. Mr.
traced the development of commercial air se
the war. Much of the progress has been in
service. He pointed out the dependability o
suggested that a method of payment be adop
more equitably compensate the carriers for
rendered. Passenger air transport he holds to
the most important fields for development, aitk
has been sadly neglected.

The closing business of the session include
stallation of newly-elected officers and the pre
of a past-president’s badge to Daniel Durie, r
president.

-

Conference on Welded Rail ]

NXTENSIVE investigations by scientists and

engineers conducted during the past year t
direction of the committee on welded rail joint
Engineering Association were described at a 1
the committee on the lower floor of the Audi
Wednesday morning.

E. M. T. Ryder, way engineer Third Aven
System, New York City, and vice-chairman o
mittee, presided. Mr. Ryder stated that the co
which is a joint committee of the A.E.R.A.
American Bureau of Welding, a research dej
the American Welding Society, had outlined :
investigations to determine the best type, size,
seam of welded joints, the effects of preheating
heating, the comparative advantages of use ar
of base plates and the advantages of contact
sion of the joint. One hundred and fifty jou
made up for these tests, and Mr. Ryder state
proximately one-fourth of this number had bee;
during the past year and turned over to sc
vestigators.

Prof. H. L. Whittemore, chief of th
mechanics, U. S. Bureau of Standards, Was
scribed and presented charts showing the re:
meter investigations into the effects of impa
static loads. O. S. Peters, also of the Bure
ards and an associate of Professor Whi
studies, was scheduled also to speak but
be present.

“Strain gage” investigations to determin
on seam-welded rails resulting only fron
welding were described by Prof. L. H
department of mechanics, Catholic Univ
ton. Studies along a similar line have
the year by Prof. Thomas R. Lawson,
Polytechnic Institute, Troy, N. Y., who t
tee about them.

W. W. Wysor, chief engineer United |
tric Company of Baltimore, was mn ch
series of experiments on the effect of *“I
Without Fishing Contact,” and these w
R. B. Fehr, of the Una Welding & Bot
Cleveland, under whose direction the
ducted.

J. Wolfe, assistant superintendent of
way Chicago Surface Lines, was electe:
the executive committee, succeeding E. J. N
engineer of the same company, resigned.
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dard Tongue Switch Indorsed

THE LEngineering round-table Iluncheon on
esday emphatic approval of the new proposed
solid manganese steel tongue switch was voiced
engineers from all sections of the country.
s of the suggested design were distributed by
. Ryder, who sponsored the meeting and called
sions of opinion. It was generally agreed that
lvantages can be had by standardization of
d that the proposed design meets the needs of
. Some doubt was expressed as to whether
riser was sufficiently long. This matter will re-
ther consideration by the committee.

entatives of special trackwork manufacturers
at the standard switch could be supplied at the
cost as designs now used. Practically every engi-
lo was present agreed to install one or more of
- switches during the next year for experimental

ter Buying and Storekeeping
fay Help Industry’s Finances

HASING agents and storekeepers who attended
neeting of the purchasing and stores division on
noon of Tuesday, Oct. 4, were not left in any
erning their role in the present-day transporta-
1a. They were told in no uncertain terms by
t W. H. Sawyer, Lucius Storrs and B. J. Yung-
esident of the International Railway Company,
N. Y., that they were the “watch-dogs of the

stry depends, in large measure, upon their
efforts to wipe out waste expenditures.

S#ouLp WIDEN THEIR SCOPE

iter time the thought was advanced by the
kers that purchasing agents and storekeep-
m heing mere routine cogs in an organization,
videning their scope and becoming famil-
activities of all departments in their respec-
panies. In this way these men hecome competent
e a large share of the responsibility for co-
g more comp'etely the work of their depart-

-

Ed Meissner receives Anna Case in the
St. Louis car exhibit

er''; that the financial stability of the electric .

ments with that of the remainder of the organization. By
reducing the investment in materials on hand, more
money is released in the *“‘cash drawer” of the industry.

Greeted cordially by Daniel Durie, president of the
American Electric Railway Engineering Association,
and presided over by J. Fleming, assistant secretary and
purchasing agent of the Capital Traction Company,
Washington, D. C., and chairman of the committee on
purchases and stores, those in attendance were unanimous
in their feeling that the afternoon was a most profitable
one,

J. G. Barry, vice-president of the General Electric
Company, discussed the possibilities of further stand-
-ardization of equipment and urged that operating com-
panies improve their own financial condition by adopting,
as far as is consistently possible, the standards that have
been established by manufacturers and by the American
Electric Railway Engineering Association. This would
make quantity production possible to a much greater
degree than is now the case and would benefit materially
both operating companies and manufacturers.

Mr. Barry also suggested that a réal source of saving
would be found in a reduction of the number of scparate
orders sent to manufacturers by railway purchasing
departments. A number of small orders consolidated
on one sheet will cut down amazingly the amount of
“paper work” by both buyer and seller. This reduction
will mean savings, not of hundreds but of thousands of
dollars a year to the railways, in the opinion of Mr.
Barry.

Mr. Yungbluth, in emphasizing his point that the
investment in materials on hand be kept as low as pos-
sible, cited the “horrible example” of one large company
about two years ago which had more than $100,000
worth of special work on hand which had néver been
used and for which there was no immediate likelihood of
a demand. At the time, the financial conditign of this
company was very dubious and it could ill"atford this
needless tying up of capital. %

“Some Phases of Stores Practice” was the title of a
talk by W. E. Scott, superintendent of supplics for the
Philadelphia Rapid Transit Company. Mr. Scott has
been active in the work of the committee on purchases
and stores since its establishment in 1923, and he out-
lined in interesting fashion some of the accomplishments
of this group since that time, mentioning particularly the
effectiveness of the stock-book plan, adopted in the
year 1923.

Mgr. FLEMING READS REPORT

The report of the committee on purchases and stores
for 1927 was read by Mr. Fleming and was adopted in
its entirety by the members of the division. An abstract
appears elsewhere in this issue. Particular attention was
called to the simplified invoice form mentioned on page
12 of the report, and the division voted favorably on the
committee’s recommendation that this simplified invoice
form be indorsed by the American Electric Railway
Association.

An added note of interest in the meeting was given
by the unexpected attendance of both Mr. Sawyer and
Mr. Storrs. These men spoke from their own ex-
perience as operating executives in stressing the impor-
tance of purchasing agents and storekeepers in the pro-
gressive forward movement of the transpormtion in-
dustry. In other words, these jobs are as big as the men
that fill them.



Newly Elected Officers
of the

American Electric
Railway Association

J. P. BARNES

First
Viee-President

PauL Snmour
Second
I"ice-President

J. H. Haxxa
Third
Viee-President

|
|

|

’f

R. P. STEVENS '
President !

;
i 4

Barrox CoLLIER J. W. WEeLsH
Treasurer General Secretary

New Members of the Executive Committee

i
!

\W. F. CutLER

J. H. ALEXANDER D. W. SxvyDERr, Jr.

638



T. Plans for Increased Speed

for faster service emphasized at all meetings. Economies of bus operation and adoption

ETHODS of increasing the speed of car opera-
constituted the theme of greatest interest
the meetings of the Transportation and Traffic
n. The first session was devoted to a dis-
" bus operation and it was brought out that
often be used to advantage in conjunction with
ovide more rapid service. Much of the work
‘the committee on traffic and safety, whose re-
considered at the second meeting, was in the
| of speeding up service. Again at the third
same thought was emphasized in the discus-
rvice betterment.
study of the recommendations of the various
was urged by J. V. Sullivan, retiring presi-
ransportation and Traffic Association, at the
ion. He said that the statement in the re-
e committee on bus operation that 80 per cent
ays studied feel that bus operation is justi-
hough a much smaller percentage were able to
ue sufficient to pay a return on their invest-
idence of real courage and a determination to
what these operators feel is an obligation to
 communities. An outstanding feature of the
 committee on traffic and safety to which he
lar attention is a suggested outline of sub-
in traffic signal control are also ably pre-
aid. The only way to sell our product,
' Mr. Sullivan, is through service betterment
ves comfort, convenience and speed of trans-
It involves also making transportation vehicles
ive in design as well as in color.
sion, he urged men of the operating depart-
engage more actively in association work.
ing seriously and studiously in committee work
s a more intimate knowledge of its important

i

ews on Bus Operation

of committee provokes discussion as to
ther buses can be run at a profit

[HER or not bus operation is profitable was
subject of lively discussion at the Monday after-

. R. N. Graham, chairman, briefly summar-
rt of the committee on bus operation. Com-
the report, L. V. Tighe urged that study be
ver means of operating buses more cheaply
sh mass transportation at lower cost. A. J.
d he had never heard of a profitable
operation, but this, he believes, is because
bus operation has not been correctly ap-
. C. Cobb differed from this opinion. Ie
er, that bus transportation is essential and
made profitable by proper adjustment of

of a uniform classification of accidents also discussed.
Edward Dana becomes new president

service and fares. Garrett T. Seeley spoke of the indi-
rect advantages of bus operation, such as smaller losses
than would result from car operation under the same
conditions. Combination bus and car service now being
tried on Jefferson Avenue in Detroit was described by
N. J. Shomn.

Experience in Cleveland with gas-electric and mechan-
ical drive was discussed by M. W. Rew. He said that
the gas-electric was more expensive, but possessed cer-
tain advantages in other ways. In the opinion of H. H.
Hile it is desirable to keep the bus-operating personnel
independent of the railway personnel, even though the
services are co-ordinated. He emphasized also the im-
portance of keeping bus weights down to a minimum.
Care of tires was discussed by L. G. Fairbanks. A
demonstration of the school of the Northern Ohio Power
& Light Company for training bus operators was intro-
duced by A. C. Blinn.

Lively Interest in Safety Work

Tuesday’s joint session with Claims Association
brings out need for careful analysis of
accidents and their causes

REVENTION of accidents was the subject of prin-

cipal interest at the joint session of the T. & T. and
Claims Associations on Tuesday afternoon. C. H. Even-
son, co-chairman with H. K. Bennett, presented an out-
line of the work done during the year by the joint com-
mittee on traffic and safety.

Referring to the section of the report dealing with
accidents N. W. Funk said that separation into charge-
able and non-chargeable groups encourages trainmen to
make greater efforts in safety work and explained the
methods followed in Louisville. A similar opinion was
voiced by William Paache, who stated that this separa-
tion had reduced accidents on the Chicago Surface Lines.
Various changes were suggested by G. J. Kerwin in the
present classification. George B. Anderson spoke of
the desirability of adopting a uniform classification of
accidents to permit comparison of what is being done on
different railways. Lucius S. Storrs addressed the meet-
ing briefly and emphasized the same point. D. L. Fen-
nell said that recommendations for standardization had
been made regularly and that the time had now come
to take active steps to secure it. C. T. Boynton con-
curred in this opinion. J. V. Sullivan, presiding at the
meeting, assured the members present that this matter
would be taken up by the Claims Association. More
attention should be given to the human element in safety
work, according to A. J. Sarre. The need for whole-
souled co-operation between management and men was
stressed by J. P. Brown. The viewpoint of the Amalga-
mated Association of Street and Electric Railway Em-
ployees was presented by P. J. McGrath.
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The report of the committee on bonus and award sys-
tem was presented by G. T. Hellmuth. H. V. Drown
explained the Dbonus system used™by Public Serv-
ice Railway.

Discussing traffic S. E. Emmons said that enough con-
sideration is not being given by traffic regulatory authori-
ties to the relative number of people carried by various
vehicles. The tendency is to consider a street car and a
private automobile as equally important f-rom the tr-aﬁic
standpoiut, whereas the car is really carrying many times
more passengers. Making a traffic survey is not enqugh,
in the opinion of M. R. Boylan. The real job is to
secure the adoption of effective regulations. It is doubt-
ful, he thought, whether it is desirable for the railways
to take the lead in this matter. J. B. Stewart, Jr., said
that traffic regulation is not a job for amateurs, but
should be attempted only by experts after careful study.

Speed Essential for Service
Betterment

Higher schedule speeds can be obtained by at-
tention to details of operation. New officers
installed at closing session

ETHODS of speeding up electric railway service

constituted the theme of the discussion at the Thurs-
day afternoon session of the Transportation and Traffic
Association.  S. E. Emmons presented a brief résumé of
the report of the committee on service betterment. He
emphasized the fact that increasing the speed of car
operation is the greatest need today.

Mr. Emmons also said that since the report of the
committee had been printed a question had arisen con-
cerning the definition of average speed as given therein.
This was defined as being the figure obtained by dividing
the total passenger car-miles by the total passenger car-
hours, including lay-over time. Because some members
objected to this definition, he suggested that the figure so
obtained might be called operating efficiency rather than
average speed. He stressed the point that such figures
formed a better basis of comparison between companies
than figures derived without including lay-over time.

C. H. Evenson stated that lay-over time should not
be included in speed caiculations. He expressed doubt
concerning the desirability of making more frequent
stops during the middle of the day than during the rush
hour, as advocated in the report of the committee.

The dictionary states that speed is a rate of movement,
according to E. J. Mcllraith, and the committee cannot
create a new meaning where speed is determined by the
length of rest taken after the trip is over. However, it
is quite possible and highly desirable to create a standard
practice among members in determining speed.

The standard practice should be to class operating speed
as the average rate of travel while operating. It can be
obtained as a comparable figure from any company that
pays proper attention to its scheduling.

_ Much damage is being done, he said, by misunderstand-
Ings as to street railway speed. For example, in Chicago
it has been customary to report to the state commission
crew pay-hours as car-hours for certain standard statis-
tics, even though more than 11 per cent of the pay time
is for-time allowances outside of platform and terminal
time. As a result the Chicago Surface Lines has been
frequently represented as operating at a speed of less than

9 m.p.h. Bus operating and manufacturing of
stated at commission hearings, hefore the Ci
and in publications, that the street railway spe
9 m.p.h. They obtained that figure by dividin,
operated by crew pay-hours, which is no d
principle, Mr. Mcliraith said, from what the
proposes. Such tactics may some day be u
each railway operator, and unless he has a clea
speed of operation that truly represents the n
speed, it may prove very embarrassing.
A contrary opinion concerning the value of
expressed by L. W. Heath, who thought that |
car rider is not so much interested in spee
quency and regularity of service. The atten
is now being paid to betterment of service m
era in the electric railway transportation indu
ing to F. L. Butler. Speed is of paramount i
he said. In Atlanta increased speed has not
any increase in the number of accidents.
Increasing the rates of acceleration and
an effective way of increasing speed. accore
Thirlwall. Use of track brakes and autos
braking equipmient are possible ways of a
quicker retardation. He said that from
ing point of view there was no reason why t
should not excel all other vehicles in rapidity
tion and braking. An opposing opinion was
by E. J. Mcllraith, who pointed out that the
carrying standing passengers makes it impos:
celerate and brake street cars as rapidly as ai
In his opinion, much time is now lost betw:
ment of the motorman’s brake handle and
application of the brakeshoes to the whe
should be improved to correct this situatio
George L. Kippenberger suggested that
for the electric railway industry to secure b
service would be for it to follow the examp!
Ford and purchase modern equipment, even t
involved scrapping much expensive equipment
yet entirely worn out. W. T. Rossell m
use of loading platforms as an effective 1
creasing the speed of cars. These also ten
the speed of other vehicles using the streets.
Other phases of service betterment were 1
by A.J. Manson and J. J. Moran. Mr. Man
courtesy and tact on the part of trainmen
vital as speed. Mr. Moran suggested that
instructed to tell passengers the reason for
After the discussion of service bettermen
of the committee on resolutions was received
This included an appreciation for the work
officers of the association and the manufactt
ing the convention a success and an exp
grief felt by the association on account of
E. M. Walker during the past year.
Edward Dana, the incoming president of
Association, was escorted to the chair and’
address. He said that a meeting of the
committee had already been held and work
tion for the coming year would get unde:
days. The meeting concluded with pre
past-president’s badge to J. V. Sullivan.
Other new officers of the T. & T. As
coming year are W. H. Boyce, first
Samuel Riddle, second vice-president, a
third vice-president. Members of the
tee will be George B. Anderson, R. N.
Butler and Richard Meriwether.




THE meetings of the American
tric Railway Accountants’ As-
ion at the Cleveland conven-
re was an impressive note that
the thought and earnestness
accountants are devoting to a
- vital importance to the elec-
ay and Dbus industry—ac-
. This body of men, referred
of the meetings as the foun-
ne of their organization, are
ting to the science of railway
ng and endeavoring to solve
ems that arise in their field of
A study of the reports of the
committees indicates not only
lytical student which the ac-
t of today is, but shows that he
e an essential grasp of all the
f the operations of his organi-

ccounting was the uppermost
apparently in the minds of a
of the members of the as-
, although it was for the most part informally
ed. Many interesting and informative points
volved. .

the meeting of the executive committee on Oct. 2,
t L. E. Lippitt of the association, with the ap-
of the committee appointed E. H. Reed, third vice-
t of the association and auditor of the Brooklyn
ilroad, the association’s representative on the
joint committee on taxation.

ning session was called to order on Monday
in Accountants’ Hall, Cleveland Auditorium,
dent Lippitt and was followed immediately by
ess. In this he reviewed some of the matters
engaged the attention of the association during
st year, first calling attention to the commitees
ere appointed.

S operation,” he stated, “is playing a very im-
t part in the transportation field. During the past
we have been working with some of the state
issions with the view in mind of having our
tion adopted as a standard, and of course have
some opposition. Nothing, however, was very
and we have hopes that, generally speaking,
dard ?’lassiﬁcation will be used by the principal
ators.

expressed the belief that a national standard was
important. Touching upon the subject of co-
on, Mr. Lippitt said: “Our association cannot

subject of importance. T. B.

T. B. MacRae and Mrs. MacRae

- Accountants Bend Efforts to Solve
Problems in Their Field

Reports and discussion show their earnest contribution to the
advancement of accountancy in the industry. Referred to as

the foundation stone of their organization. Bus accounting a

MacRae was elected president

fully measure up to its responsibilities
without the co-operation of all of its
company members and a real personal
interest must be taken by them in the
association’s affairs.” A communica-
tion from Past-President J. J. Duck
was read expressing his regret at not
being able to be present.

The report of the committee repre-
senting the Accountants’ Association at
the annual convention of the National
Association of Railroad and Utilities
Commissioners, W. L. Davis chairman,
was read by O. H. Bernd, and received.
It gave an account of this meeting.

Prior to the reading of the report of
the committee on bus accounting by
M. W. Glover, the president expressed
his belief that this committee was one
of the most important and that bus
accounting seemed to be one of the
foremost subjects before the asso-
ciation at present. The report is pre-
sented in abstract on another page. An
informal discussion followed on the best method for
Dringing the classification before the various state com-
missions, after which the report was adopted.

Mr. Glover also read the report of the committee
on standard classification of account. This report,
which is abstracted on another page, was approved.
Tribute to the splendid work of Mr. Glover in the
association was paid him by Mr. Heberle, in which
President Lippitt joined. Announcement was made that
a get-together luncheon would be held at the Cleveland
Athletic Club on Wednesday at 1 o’clock.

The address of the afternoon was delivered by Harry
Boggs of Herdrich & Boggs, certified public_accountants,
Indianapolis, who took for his topic “Evolution of Regu-
lation and Accounting.” Thig made a marked impres-
sion on the association, so much so that he was the
recipient of a rising vote of thanks from the members in
addition to the thanks of the chair.

Announcement was made hy Mr. Lippitt of the pres-
ence in the meeting of President Willits H. Sawyer of
the American Electric Railway Association. Stirring.
impressional and short, sum up the characteristics of
President Sawyer’s talk. He told the members that he
wanted them to know that he was really interested in
their association. Anent the subject of why miore ac-
countants did not attend the meetings of the association,
he told them that in the final analysis they were the men
to whom executives must come for facts. He called their

641
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attention to the time when a man was only a bookkeeper
and pointed out the respect in which the accountant of
today was held.

The following committees were appointed by the chair:
On nominations, T. Kilfoyle, Cleveland; F. E. Wilkins,
Youngstown, and W. A. Blasing, Glens Falls, N. Y.;
on resolutions, C. E. Yost, Wilmington, Del.; J. P.

Hudson, Montreal, and Walter Shroyer, Anderson, Ind.

il
il

Buses and Fares Discussed

Reports of committees received and com-

mented on at Tuesday session. W. L. Barn-

hart speaks on methods for combating
embezzlement

HAT bus accounting is a subject to the forefront in

the minds of a number of the members of the Ameri-
can Electric Railway Accountants’ Association was again
evident at the second session of this association. Al-
though discussed informally, it is perhaps safe to say
that more interest has centered around it than any
other subject during the convention. Many interesting
points were brought out and reflected the clear thinking
and study of men who are devoting their best efforts to
an analysis of the numerous phases the question pre-
sents. That it is a subject of national import was evi-
dent. Particular attention was paid to the angle of de-
preciation in bus accounting.

The report of the committee to review the proceedmgs
of the Accountants’* Association was first on the pro-
gram. J. E. Heberle, chairman, advised that the com-
mittee had no report to make. Attention of members
was directed to the value of the bound volumes of the
printed proceedings of the association and particularly
the use of the index, to which ready reference could be
had to find out whether a study had been made of a
special subject.

E. A. Tuson stated that the committee on fare collec-
tion had no formal report to make and indicated that it

Welcoming Miss Anna Case to the car exhibit

was the feeling of the committee that the subject
require an annual report but needed to be kept up
He suggested that the members look at the exl
the machines pertinent to their line of work.

An interesting discussion followed on the use ai
vantage of certain types of machines, in which
MacRae, President Lippitt, M. W. Glover and
took part. Another interesting and informativ
cussion ensued on the subJect of a clearing house
tokens.

The speaker of the-afternoon, W. L. Barnh
for his subject “Combating the Present- Day &
reference to which will be found elsewhere in th
which he illustrated with exhibits. At its co
President Lippitt thanked him on behalf
association.

An informal discussion followed on bus accour
after which the meeting was adjourned.

Graphs an Aid to Accounti

Economies effected by their use ill
with charts at Thursday session. Res
adopted and officers elected

FOLLOWING the opening of the final me
Thursday afternoon by President Lippitt, a b
report was made for the committee on graphs b
Mahan, chairman, comptroller Chicago, North
Milwaukee Ra1lroad Highwood, Ill., explaining t
of the work had been done by correspondence J. F
general manager Chicago, North Shore & Mi
Railroad, who was present at the meeting and
the program for “Economies Effected by Use of (
had appointed A. Christesen, general manager’s e
to act in his stead. Four graphs were then sho
an analysis of them made by Mr. Christesen.

Among them was one comparing passenger c:
by months with last year and comparison of pa
revenue obtained by months with last year and
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merchandise dispatch station labor summarized chart
‘shwing the cost of handling per ton by months, also
car-miles tonnage and train labor. Mr. Christesen
b enumerated other charts which they made.
: report of the committee on stores accounting, ab-
d elsewhere in the JoUurNAL, was presented by
Jeston, chairman, special accountant of the Con-
Company, which was followed by the address of
oon, “Passenger Revenue Handling, "’by Horace
ell, consulting engineer Meyer & Wenthe, Chi-
I1l., an abstract of which appears elsewhere in this
Mr. Howell did not read his report verbatim,
1g it unnecessary as copies of the pamphlet had
ributed prior to the meeting, but instead he took
from it, which he amplified. He also analyzed
the average fare charts which appear in the back
mphlet.
was followed by the report of the committee on
inations by T. P. Kilfoyle, chairman which recom-
: For president, T. B. MacRae, general auditor
Rapid Transit Company, Chicago, Ill.; first vice-
t, O. H. Bernd, secretary Des Moines City Rail-
, Moines, Ia.; second vice-president, Edwin H.
auditor the Brooklyn City Railroad, Brooklyn,
.; third vice-president, C. E. Yost, assistant secre-
asurer Wilmington & Philadelphia Traction Com-
Wilmington, Del.; secretary-treasurer, J. W.
executive secretary American Electric Railway
ion, New York. Members at large: J. E.
, assistant to president the Capital Traction
\ y, Washington, D. C.; Edward A. Tuson, gen-
v.“ uditor Public Service Rallway, Newark, N. J.;
;? R. Mahan, comptroller Chicago, North Shore & Mxl-
ee Railroad, Highwood, Ill.; L. T. Hixson, auditor
‘Haute, Indianapolis & Eastern Traction Company,
polis, Ind.
Dfficers were duly elected and Lucius S. Storrs,
i agmg director of the American Electric Railway
sociation, stopped in for a few minutes and expressed
1 pleasure at being with them.

The installation of officers followed and Mr. MacRae,
the incoming president, after taking the chair, advised
the members that he had always been a great believer
in constructive criticism and that he would be more than

glfld to receive suggestions or criticisms on matters that
might be done.

Get-Together Luncheon Held
by Accountants

INTERSPERSING pleasure with business, the mem-
bers of the Accountants’ Association held a get-
together luncheon at the Cleveland Athletic Club
Wednesday afternoon, with 34 members present. An
informal discussion took place of subjects that were of
much interest and thought to the members, reflected
by the responsiveness with which they participated.
“Fare collections,” “lost and found department” and
classifications were the principal themes.

The meeting of the new executive committee was
called to order by President L. E. Lippitt immediately
after the luncheon. On motion of C. E. Yost, the meet-
ing was turned over to T. B. MacRae, first vice-president.
Committee chairmen were then appointed as given in
the following: :

Bus accounting, E. A. Tuson; standard classification
of accounts, M. W. Glover; stores accounting, R. A.
Weston ; freight accounting, W. Shroyer; review of the
proceedings of the Accountants’ Association, J. E. He-
berle; program, E. H. Reed; fare collections, E. A.
Tuson; joint committee on engineering-accounting, L. T.
Hixson; committee representing the Accountants’ Asso-
ciation at the annual convention of the National Associa-
tion of Railroad and Utilities Commissioners, W. L.
Davis.

Preceding adjournment of the accountants a suggestion
was made that a joint session of the purchasing agents
and storekeepers and accountants be held next year.

Attractive designs featured the: car exhibit on the outdoor tracks
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R. H. Dalgleish

New President of Engineering ssoctation

HE Engineering Association at its meeting on |
elected R. H. Dalgleish, a popular electric railway
neer, its president.
Mr. Dalgleish is chief engineer of the Capital T
Company, Washington, D. C., which company he joi
1892. Step by step he advanced until in 1919 he
chief engineer. A special honor was conferred u
1922 when he was ‘elected preaident of the W
Society of Engineers, comprising in its membersh:
the -prominent engineers in all branches who
headquarters at the capital.

His service with the Engineering Association
noteworthy for his active committee work. [n 1921
as chairman of the committee on equipment. He
ously been a member of this committee. The fo
he was chairman of the committee on specificatit
tanks, a line of work requiring expert engineering
His enthusiasm for company section work in the :
led to his election, in 1916, as president of the Ca
tion Company section. He has also served as ch
the \Vashmgton section, A.LE.E,

He is a gradnate of the Cochran Scientific S
part of the George Washington University.

R. H. Dalgleish

T. B. MacRae

Heads Accountants' Association

HE auditor of the Chicago Rapid Transit Company,

T. B. MacRae, will serve as president of the Account-
ants’ Association during the coming year. Mr. MacRae has
been in the electric railway field since 1882.

His first position was with the Chicago & Northwestern
Railroagd in its local freight office in Cedar Rapids, Ia. Here
he remained with the company abont three years, when he
entered the freight auditor’s office of theZBurlington, Cedar
Rapids & Northern Railroad. After two vears,in thlS depart-
ment he was appointed traveling auditor and subsequently
chief accountant in the general auditor’s office. In June,
1902, this company was taken over by the Chicago, Rock
Island & Pacific Railway and he was transferred to Chicago
to close the books and accounts of the absorbed company.
He remained with the Rock Island Lines until March, 1905,
when he was elected auditor of the Metropolitan West Side
Elevated Railroad, at that time an independent corporation.

In September, 1911, the four €levated railroads operating
in Chicago were brought under a unified management and
Mr. MacRae was elected anditor of the individual companies.
These four companies were consolidated on Jan. 1, 1924,
under the corporate name of Chicago Rapid Transit Com-
pany and he was elected auditor of the consolidated comnpany.

With this backgréund of experience in electric railway
accounting in its every phase, and with many years of
fruitful act1v1ty with the American Electric Railway Ac-
countants’ Association, Mr. MacRae brings to his new task
a combination of talents that is unusual.

Mr. MacRae was born in Jackson, La. He was educated in
private schools and at the United States Military Academy.

T. B. MacRae
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Edward Dana

N Prestdent Transportation & Traffic Association

ARD DANA, the new president of the Transporta-
n & Traffic Assoc1atxon has for many years rendered
assistance to that association, and has, at various
n a member of the committee on standards, rules
dule in addition to the executive committee.

Dana’s first position in the electric railway field was
1907, with the Boston Elevated Railway, where he
ur years in an apprenticeship course, starting as
or. He then became an inspector of service con-
assistant to superintendent of transportation, super-
t of traffic, transportation manager, and in August,
vas called to fill his present position of general
He was born July 28, 1886, at Bernardston,
and was graduated from Harvard University with an
ee in 1908, ' _

. Dana’s interest in education, particularly of electric
j employees, is known thronghout the world. He be-
es every employee should have all of the education that
or she can absorb. On the Boston Elevated property
educational courses are voluntary, unless the course is
m as a means of instruction in specific duties. Every
ojortunity is given to employees to know what the educa-
tihal program is, but beyond that it is up to the employee.
. Dana is ever on the alert for new ideas, and when
Of comes along he asks first, does this new idea have any
aplication on the Boston Elevated Railway? Then, what is
itisignificance to the industry as a whole?

Ir. Dana likes to see all of the railway data tabulated and
ifbossible put into graphical form. One of his hobbies is
tl] little leaflet “Co-operation” which goes to all employees
“anthly and to a constantly enlarging mailing list.

While a strict disciplinarian, Mr. Dana never forgets his
~djies toward the employees as human beings.

Edward Dana

Josebh S. Kubu

Prestdent Claims Association

HE new president of the American Electric Railway

Claims Association for the coming year is Joseph S.
Kubu. Mr. Kubu is superintendent of the accident de-
partment of the Cleveland Railway and his election is a
graceful gesture to the city which has played host to the
American Electric Railway Association for two years.

Back in 1909 Mr. Kubu joined the forces of the Cleve-
land Railway as an investigator-adjuster and assistant claim
agent. Perhaps feeling that, like a prophet, an electric
railway claims man is “withont honor in his own country,”
Mr. Kubu left Cleveland for the Empire State in 1912 and
became claim agent for the Utica Lines of the New York
State Railways, His work with this property was of an
order which attracted the attention of many railway execn-
tives of the East and Mr. Kubu’s services were sought by
several of them. He refused all offers, however, until in
1921 the Cleveland Railway called him. Then he left Utica
for home fields.

Mr. Kubu's long experience in claims work, his wide
acquaintance with men in this department of public utility
service and his active participation in the work of the Claims
Association eminently it him to direct the important work of
this group during the coming year.



Claims Men Discuss

Traffic Regulation

Uniform traffic laws strongly recommended
as a means for reducing accidents. Co-opera-
tion in enactment of Hoover code urged

was called to order on Monday by President

Proctor and at his request the names and com-
panies of all the delegates in attendance were given. A
good-sized room had been provided and it was com-
fortably filled throughout the meetings, which were
characterized by close interest.

Mr. Proctor observed, in his annual address, that the
work and responsibility of claims men increase greatly
year by year. He said that new and more difficult prob-
lems are continually presenting themselves. Therefore
the question arises, “How can a claims agent best fit
himself for his job; keep his mind fresh and alert;
keep up with the times?” This cannot be done by living
within oneself. The claim agent must study, read and
confer with his fellows, who are tackling the same prob-
lem as the claims men.

It has been the endeavor of the Claims Association to
increase the interest in the work of that body by inject-
ing new features into the meeting. The progressive,
wide-awake claims agent in the past few years has largely
improved his standing with the public at large as well as
with his own management.

The address of Russell A. Sears on proposed uniform
traffic regulation and the Hoover conference recom-
mendations is abstracted elsewhere in this issue. It was
followed by formal discussion by John J. K. Caskie,
Hubert A. Smith for Frank J. Gatrell and F. R. Cogs-
well for Burton W. Marsh. Mr. Caskie made the point
that progress in traffic control should be aided by the
claims department only in co-operation with the trans-
portation department. He said that as the older cities
of today became the newer cities of the future the oppor-
tunity is presented to direct this development so that
trafic movements would be facilitated. He recom-
mended creation of a committee including representa-
tives from principal cities, to accumulate data on traffic
legislation for the purpose of bringing about uniform
regulation in conformity with the Hoover code.

Herbert A. Smith said that the public must be awak-
ened in order to obtain proper legislation and enactment
of the Hoover code regulating motor vehicle operations.
He felt that the parent association should put forth its
best efforts to aid in making the code effective through-
out the country and advocated the adoption of a resolu-
tion so providing,

Mr. Barnes gave a most interesting talk covering his
experiences in the work of the Hoover conference on
street and highway safety.

In the general discussion that followed and on the
motion of Wallace Muir provision was made for the
presentation of resolutions addressed to the parent asso-

THE opening meeting of the Claims Association
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ciation and em-
phasizing the
interest of the
association in
the traffic con-
trol provisions
of the Hoover
code.

At this point President Sawyer addressed the
and stated that he thought there was no single g
men in the industry that has more completely:
itself to changing conditions than have the clai
He spoke of their fair treatment of the public
their care in preventing payment of fraudulent ¢l

Mr. Hardin’s paper was received with much
and appears in abstract on another page. In the
sion that followed there was general agreement tot
the necessity for all members reporting to their
bureaus so that fraudulent claimants and “re
could be detected.

Tuesday’s session of the Claims Association wa
jointly with the Transportation and Traffic As
to consider questions of traffic and safety. A r
this meeting will be found in the account in t
of the meetings of the Transportation and Tral
ciation.

At 1 p.m. on Wednesday the great majority o
claims men gathered at a strictly informal lunc
the Hollenden Hotel.

C. B. PROCTOR

e

Claims Symposium Aro
Interest

Various views on live claims topics pres
by active claims men at the Thurs-
day afternoon session

’ I \HURSDAY'’S session of the Claims A
was given up partly to a symposium on cla
jects, partly to the papers secured by the

and surgical committee and partly to the elec

officers and other closing exercises.

The “symposium” comprised discussions on
variety of topics, all having a very practical bea
claims work. Some of the speakers had prepa:
tensive papers; others contented themselves wit

presentations. Among the former, one by P.

bunde on a recent campaign conducted by rep:

lawyers in Milwaukee against unfair legal t

some attorneys there, and one by J. C. Des



Dctober 8, 1927

ELECTRIC RAILWAY JOURNAL

647

foutreal on a card index system he had developed are
ed in abstract elsewhere in this issue.
the other topics considered, Walter E. Robinson,
nati, took the position that publicity is not a proper
y of the Claims Department. The matters requir-
g attention of this deparment are more or less of
fidential character. He thought that ambulance
s had thrived on publicity in regard to accidents
ms. While heartily in favor of safety in its
st sense, he believed that slogans could not be sub-
d for discipline, nor the responsibility for the safe
ion of a railway property left to any one except the
sible operating official. Safety work is an obliga-
all departments and should be performed without
campaigns, the payment of premiums for discharg-
olain duty, or the effort to stampede the public and
es hy cheap and ineffectual methods of advertis-

J. C. Desautels

‘ W Baker

Finally, he protested against the demands for affili-
with outside organizations. He considered the
§ discussed by them often to be not closely related
ms work.

ustus Baker, adjustment department, Pittsburgh
vays, spoke on “Corrective Management and Its
J on the Accident Records,” and referred particu-
,y to the Better Traffic Committee organized in Pitts-
bigh to deal with street traffic congestion.~ It had con-
fted an essay contest for children on accident pre-
¥ition, had dealt with automobile parkings and had as-
siied in the enactment of traffic laws. He also men-
3 ed the monthly management conferences on the
3 sburgh Railways’ property to bring about better
'taﬁon and maintenance. Each employee is made to
tel he is an integral part of the organization, and this
pucy has been followed by a notable decrease in
ili-ins” and accidents. Safety measures include a cen-
i} safety committee, trainmen’s safety meetings and
Ecipetition between carhouses for low accident records.
Friendly enemies” was the title of the talk by J. W.
Giner, Akron, Ohio, referring to the attorneys for the
ntiff in damage suits. With the reputable lawyer in

13 case, the speaker said, the claims men could have
idquarrel. He believes that all men are animated
ately by the same motives, and with these attorneys,
hi claim agent gets back largely what he gives. The
fault that can be found is with the so-called ambu-
chasing attorney. The speaker then pointed out
he plaintiff’s home was the company’s greatest haz-
arjand greatest opportunity. The home becomes the
rd when the claim agent fails to take proper care of

P. W. Klabunde

the person whom the company has injured. He thereby
creates a fertile ficld from which the “friendly enemy”
reaps a bountiful harvest. The home becomes the op-
portunitw when the claims man takes proper relief there,
for he has then proved the company worthy the confi-
dence of its community.

The symposium on claims subjects was followed by
that portion of the program devoted to the medical and
surgical committee. There were nine doctors present who
participated in the discussion.

Dr. H. M. Bascom, chief surgeon Illinois Traction
System, submitted a paper, “Should All Accidents Have
Medical Investigation, and If So, What Information Is
Helpful to the Adjuster”? He took the position that all
cases of injury should be looked at from a surgical as
well as from a medical standpoint. He felt that there
should be at all times a state of complete co-operation

J. W. Giltner W. E. Robinson

between the physician representing the company and the
patient’s family doctor.

Abstracts of papers presented at the medical and sur-
gical sessions by Doctors Fisher, Miller, Sibley and

- Leeming appear, in abstract, elsewhere in this issue.

In the discussion following the medical reports Mr.
Boynton of Portland, Ore., said it would be of great help
to all claims men if the doctors would make their reports
in plain English. He said that he had many times found
it necessary to refer to the dictionary in order to see what
was wrong with the patient only to find that the case
was merely one of bruises or slight skin abrasions.

President Proctor announced the appointment of a
committee on resolutions on uniform traffic regulations
as follows: John J. K. Caskie, Wallace Muir, John J.
Reynolds, W. F. Weh and S. W. Baldwin.

The report of the nominating committee was made
by Mr. Reynolds, its chairman, as follows:

For president, Joseph S. Kubu, Cleveland Railway; for
first vice-president, L. F. Wynne, Georgia Power Com-
pany, Atlanta, Ga.; for second vice-president, Walter E.
Robinson, the Cincinnati Street Railway; for third vice-
president, C. E. Redfern, United Electric Railways,
Providence, R. I. Executive committee: W. E. Foley,
Third Avenue Railway, New York; B. F. Boynton, Port-
land Electric Power Company; S. J. Herrell, Knoxville
Power & Light Company, and L. H. Butterworth, Boston
Elevated Railway ; convention secretary, G. T, Hellmuth.

Mr. Reynolds presented to President Proctor a past-
president’s badge and accompanied it with a splendid
address outlining Mr. Proctor’s unselfish services to the
association.
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- Milwaukee’s
Ambulance Chasing Quiz*

By P. W, KLABUNDE
General Claims Agent
Milwaukee Electric Railway & Light Company

VER a period of years the activities of ambulance

chasers in Milwaukee and its neighboring cities
grew to the point where approximately 90 per cent
of personal injury litigation was in the hands of but
five or six law firms. There was evidence that runners
worked openly and had developed a tip-off system through
newspaper reporters and others. They frequently
learned of accidents and reached the homes of injured
persons before their families heard about them. Con-
tracts were frequently procured in hospitals before the
injured had recovered from the first shock. Chasers were
ready to remove the injured from the hospitals, some-
times before the doctors could make their examinations.
The evil was discussed by the Bar Association at times,
but no definite action was taken.

Several years ago an independent organization of at-
torneys was formed, under the name of “Lawyers” Club,”
one of the objectives of which was to rid the bar of
this evil. This club worked quietly until March, 1927,
when a committee of its directors and officers petitioned
the Circuit Court to conduct a hearing or inquisition and
to take such action as the facts might warrant.

The petition was presented to a judge of the Circuit
Court, there being eight branches of this court, and he
decided that the petitions should be heard. Two other
judges of the same court joined in the hearing, the three
judges sitting en banc.

The matter was handled entirely by the Lawyers’ Club.
There was no assistance from public utilities or insur-
ance companies, either financial or hy way of providing
information from which to develop the facts. The Law-
yers' Club caused a study to be made of cases pending
in the Circuit Courts and in the Civil Courts (the juris-
diction of the latter is limited to $2.000) ; plaintiffs in
pending cases were evidently interviewed beforehand and
then subpeenaed. Lawyers and ambulance chasers, their
clients and representatives of public utilities and insur-
ance companies were also called into court.

The testimony developed instances of champertous
contracts, suits filed without the knowledge or consent
of claimants and suits filed between members of the
same family, where, so far as the parties to the actions
were concerned, the same law firm represented both sides.
It also developed instances where claimants were fleeced
by their attorneys not ouly of exorbitant fees on a
percentage basis but of practically the entire proceeds of
the settlement. It also was revealed that solicitation was
practiced in other than personal injury matters.

In the early stages of the inquisition efforts were made
on behalf of the ambulance chasers to stop the proceed-
ings, but the Snpreme Court of the state denied an
application for a writ of prohibition. One individual
attempted to stop the proceedings, temporarily at least,
by starting an action against the committee members.
He served notices for examination on them under our

*Abstract of a_paper presented at the annual convention of the
American_Eleetric Railway Claims Association, Cleveland, Ohio.
Oct. 3 to 7, 1927,

Vol.70,

discovery statute, the notices being accompanied
affidavit alleging that the entire proceeding w:
nature of a conspiracy for the purpose of dest:
good name and reputation and that it was an atter
perpetrate a fraud upon the court.

This attorney came into court and was req
the judges to testify under oath as to the facts
to his charges of fraud. He refused to be s
was sentenced to serve a term of 30 days in |
jail for contempt. The judge of another brar
Circuit Court issued a stay, but the Supreme |
cated this order ; however, the Supreme Court ti
for the entire record of the inquisition and tl
is still under consideration.

The inquisition has not been completed, but th
it has accomplished these results: the complete ¢
so far as we can discover, of ambulance chasin;
ners from lawyers® offices; an injunction restre
ambulance chasers and attorneys in “tainted” s
making any disposition of cases then in
where evidence of improper contracts was dis
torneys have been required to relinquish their ¢
the claimants authorized to engage other coun
handle their claims in any other manner they
even where the claimants expressed a desire t
same attorney, the court has refused in most i
permit them to do so.

Another result is that people who have
handled by attorneys are now making inquiry
their claims were disposed of. It has been rat
esting to learn how the proceeds of settl
divided. For example, one claimant, who signed
for $50, was given $175 as his share, whereas
claimants, having claims arising from the same
and who each signed releases for $200, received

A still further result of the inquisition is
personal injury cases going to lawyers who n
handled such cases. They could not get them
the runners worked too fast.

Our legislature-was in session during the inqui
and the Lawyers’ Club and the judges were ins
in introducing several bills for its consideration.
these bills provide:

First, that all investigators and adjusters should be

Second, that no settlement of a personal injury claim
valid if made within ten days of the happening of th
and that any settlement should be subject o review
of tbe injured person to the Circuit Court within 90

Third, that upon demand of either party upon th
names and addresses of all witnesses must be prod
did not limit the names of witnesses to those that wol
be produced on trial, but included all that the adverse
of or discovered prior to trial. e

Fourth, that there should be no solicitation in any
there should be no payment, direct or indirect, to an
bringing a case to an attorney, and that no atto
“split” fees with others than attorneys.

The legislature acted upon these bills and
three were defeated ; the fourth, however, was pz
1s now in effect.

The members of the Lawyers’ Club who w
in the conduct of the inquisition devoted ma
this work, without hope of reward other than
ing of the bar. Not one of these active parti
far as our records show, has been retained
against us since the inquisition started.

As stated earlier, there was no active par
public utilities or insurance companies in the
ter. Of course, representatives of the variot
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peenaed supplied the information asked for
jon, but it was the general feeling that the
ould not take an active part without creating
ion in the public mind that the corporations
o out a new way to reduce accident costs.
the entire mquisition is comp]eted it is believed
olicitation of personal mJury cases will have
-eﬁectually curbed, and it is not unlikely that
embers of the bar will devote their time to
loyment.

Reducing and Simplifying
laims Office Work *

, By J. C. DEsAUTELS
Acting Claims Agent Mantreal Tramways

£ a survey recently of the many details at-
to the office end of the work. We had seven
of different kinds, large and small, some easy
-@Yﬂters quite cumbersome, but all needing sev-
essary movements—entries which I thought
minated.
L attemipt to reach a solution was the cards
with. One was devised to show accidents
her to show incidents. 1 thought of combin-
n points of the history of a claim or incident
-as well as a foolproof follow-up to show at
e movements of the file and its exact location.
ciple that I had in mind and wanted in prac-
one place, one movement to get the file,” and

of a paper presented at the annual convention of the
etrn' Railway Claims Assaciation, Cleveland, Ohio,

as it is human to follow the line of least resistance, the
card was arranged in the exact sequence that the work
progresses from inception to finish.

To avoid mistakes, it was decided that all files, docu-
ments, etc., must go first and always to the clerk having
the sole and full charge of distribution.

ARRANGEMENT OF CARD

The name and address are at the top and bottom, so
that when card is taken off the filing system, becoming
what is called “dead records,” the card can be filed
vertically. The top part is then the guide to the card.
The abbreviations used are as follows:

Emp. Record. A tick here shows that proper infor-
mation has been entered in the employee’s claim record.

Inv. No. Means by whom investigated.

List. A tick here shows that the crew of the car or
train have been seen by investigator.,

Steno. (Stenographers), Abeyance, Ready. A tick in
the space reserved for any of these would show: in whose
hands the file is.

Same as. To show that other claims have been made
for the same accident.

Train. To classify or differentiate from the next
abbreviation—namely, O.M.C. (One-Man Car).

Bus. For all bus accidents.

T. For accidents at terminals.

O. C. This space is reserved for a conventional sign
or mark to help in summing up or valuation of O.C.
(Outstanding Claims).

The rest of the card needs no explanation. Arranged
in this way, the moment a claim is filed the first entry
is at the top of the card and so on until the case has
passed through the courts, judgment rendered and cost
entered, if any.

1927, I do not claim to have discovered the 100 per cent per- -
0 1 ADCRESS * CLAIM NO,
] 1
] 1
... L] [}
. ' 3 -
IOENT R ATun H k ASCIDENT KD,
OF +
acCooent . em=essess
r DAIL CLAIM ENTERED EMP, RECDRO OATE CLAIM STARILD
‘[B TIGATION FINISHED TIST ] SIENO. | ABEY. | RTADY SAME AS TRAIN

O.M.C.1 BUS. T. 0.C,

DECISIONS OF CLAIM'S COMMITTEE

V;l CECISION DATE DECISION CAIE si‘:'i':':;': ::itﬁo‘c'::?;n?:t
F AMOUNT DATY
WRITS —SUITS —ACTIONS — OR NOTICES OF ACTIONS SUIT NO.

NOTICE " OATE OF WhIT COMPENSATION PLAINTIFF'S LAWYERS
ACT
e i FTOUNT IN FORM A DEFENDANT'S LAWYERS
N PAUPER 1S y

éETTLEMENTS OUT OF COURT AND JUDGMENTS

rowm ey

OUR COSTS TCTAL AMOUNT

AGE }ADDRESS CLAIM NO.

o 8 > 4 o Y o e

Report No. 193’, on a card 5x8 in., has proved most useful in indexing claims records
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fect card or handling classification and follow-up of a
claim, but I do pretend that this system resulted in the
following:

1. Cost of printing, binding, etc.,
eliminated.

2. An electroplate has been made which will save cost
of printing when other cards are needed.

3. Going from one book to another and constant han-
dling of them eliminated.

4. One movement and to only one place, always.

5. Nothing left to memory and checking reduced to
the minimum. It is necessary simply to follow the lines
and fill in as the work progresses.

6. Duplicating and sometimes triplicating of entries
eliminated.

7. Records conserved clean, orderly, visible and readily
accessible.

The only book used is the 60-subdivision-numerical
index.

By actual stop-watch test, from 60 to as much as 200
per cent of time is saved.

All investigations outside of claims are handled in
the same way but on the second card shown, so as to
eliminate further unnecessary hunting up of the file.

With this system, inavgurated Jan. 1, 1927, not one
of the papers and numerous files has been mislaid so
far. I also believe that an appreciable amount of red
tape is avoided and the equivalent time saved thus ap-
plied to constructive instead of detail work.

Possible questions will be raised in advance and
answered :

Why is another numerical index necessary?

If claims were handled alphabetically, direct from
the visible index, we should have to run through names
on claims which have been disposed of years ago, where-
as, by the present system, we have live records only to

of seven books

handle. Moreover, cost is reduced to minimum by
three visible index cabinets only. When they are
the first one will contain only records which are
or nearly so. We then transfer the cards into a
position in ordinary drawers. This explains v
name and address, etc., appear at the top as well
the bottom of the card. In the visible index, on
lower section of the card shows, but as this
at the bottom when filed vertically, the top part i
for a future guide.

The use of numerals has several advantages ov
alphabet, for when compiling statistics of all kind
have at a glance the number of claims made dut
particular year, and taking out the cards for th
they follow numerically, and therefore daily,
etc. If, for instance, you want to figure out the
of train, one-man-car or bus accidents for a p
year, it becomes a simple addition. If they
filed alphabetically, it would be necessary to k
records showing those for the year 1926, etc.,
them out. The same applies to every item s
proper sequence on the card. Whatever sta
required, and usually they are needed on short
the operation is simplicity itself, and the work
piling can be intrusted to the least experienced ¢l
have. The way I use the system I have an instai
on the progress of current claims or the past hi
them, and, as the card shows, I can tell when a
filed, the investigator who has it, and how long.

How many cards are used per day?

Divide the number of claims received in a year
number of days the office is open for business ai
have the answer.

How is a no-report case located?

We call them blind cases. If for a claim, w
claim number, etc., following the same order as

TO
NOMBER
FOLOER KO, OATE OF ACC) CAR NO, PLACE OF ACCIDENT NAME
ACCIOENT ND. INCIOENT NO. ADDRESS INV, STARTED BY NO. 1RV, FINISHED
CLAIN
REMARKS List STEND. l"“"r
FOLOEN NO. OATE OF ACCI. CAR NO. PLACE OF ACCIDENT NAME
ACCIDENT NO. INCIDENT NO. ADDRESS NV, STARTED Y D 1NV, FiniSH
. luam
REMARKS LT STEND, Acent
FOLDE® NO, DATE DF ACCI. CAR ND. PLACE OF ACCIDENT K-vE
ACC'DENT WO, INGIDENT NO. ADDRESS INV, S"ARTED By B3 INY, ny,
5 o Ciaim
REMARXS L3t srens ].:w
FOLDER NO. OATE OF ACCI CAR NOD. FLACE OF ACCIDINT HAME
ACCIOEN? NO, INCIDENT NOW ADDRESS v, STARTED BY N7, 1S ;
P
- ctev
REMARKS LY STEND. l""“'
L LT KR Y
10
NUMBER

Report No. 194, on card 5x8 in., has also proved useful in indexing claims records




ELECTRIC RAILWAY JOURNAL

651

‘c@'ber 8, 1927

: card. Wherever possible, I interview the claim-
- personally at my office and retracing his movements
nutely, I take a written version accordingly.
unable to come, I send an investigator to secure
rmation. With this information, together with a
:description of the car or crew, we locate cars for
ut 30 minutes before and after the time given. We
hegm a systematic sifting or elimination until we
w down the search to a few, and these men are then
ewed. With this procedure we rarely miss our ob-
e. Once the crew has been located, versions are
and we build up on the claim with whatever in-
tion we have, as in the ordinary claims.
u have the date and location of an accident, but
e, how could you locate the report ?
accident book is kept containing enough pages to
car (previously it was for six months). Each
nt report is numbered and the salient facts as given
rt are entered in the book. The numbers start
1 at the beginning of each month. As many pages
d are reserved for all accidents happening on
cular date. If we have the date, which is the
vay to locate the report, with any other particu-
il such as car number, location, name of con-
r motorman, or kind of accident, etc., all we have
open the accident book at the date mentioned and
e of the details just mentioned, the report is
at once by its number. Each report, being of
p size, is folded in four and filed upright in suit-
el filing cabinets and the number is seen at the
'a card system. We also have “incident” books,
d in the same way as for an accident book.
is Form 194 (the incident card) used?
divisions will be noted on this form. As this
oes not need as much information as the other
ow four different cases on one card. The use
ivisions on the card, in their order, is as follows:
No.” This is for employees injured on duty. A
docket, large enough to hold a foolscap-size file,
red for each-employee injured. On the face of
er appears in condensed form all important de-
ained in the folder. “Date of acci.” “Car No.,”
' not need explanation, as the same scheme or
is followed as with the claims card. It fol-
Form 194 is used for anything flot a claim.
sument may be advanced that, having four differ-
s on one card, the top or bottom one only would
a filing cabinet. True, but it will be found in
' that incidents are of a temporary nature only,
dealt with, it is necessary to refer to them
ly on extremely rare occasions. Then we take
t book and from it easily locate the card
nce they are dated.
193 carries two numbers. Is it first given an
umber and later a claim number?
have just described the way in which the acci-
book is kept. When a claim is filed against
d receives a claim number and the accident re-
g then taken out of its numerical place in the
cabinet and an appropriate card being put in
the number of the report is entered on Form
me time as claim number. Other details which
n from the accident report are added.
‘distinction is made between “date claim started”
claim entered” ?
aim entered means when or on what date the
s filed by claimant. The other date is that
e investigator began his work on that claim.

Fifty Foremen Attend Conference

Course given twice a day during convention week.
Representatives from companies in many
parts of the country attend

WAY from the rush and bustle of the main sessions
of the convention, a group of men met for study in
a room on the mezzanine floor of the Auditorium. They
were the members of the Foreman Conference Leaders
group, who were fitting themselves in the special course
offered by the association committee on education to
spread the lessons of better employee leadership to all
parts of the country.

Intense interest was displayed by the men, according
to H. H. Norris, educational adviser Boston Elevated
Railway, one of those in charge of the course. Associ-
ated with Professor Norris were A. J. Sarre, super-
intendent of industrial relations New Orleans Public
Service, Inc., and Frank Cushman, who is connected with
the Federal Board for Vocational Education, Wash-_
ington.

Registration for the course was limited to 50, and it
was necessary to reject a number of applications so many
companies wished to have representatives enrolled for
the class. For the most part those taking the course
were officials having under their supervision large
groups of trainmen and other employees and directly in
contact with personnel problems.

The class was divided into two groups, one meeting
each morning and the other in the afternoons. The
classes were open to the public on Friday, but the rest
of the week the classes were secluded as if on a college
campus, rather than within a few steps of the manifold
activities of the convention.

The purpose of the course was to train the officials
attending in the best methods of conducting conferences
of their foremen, so as most effectively to transmit to
them approved methods for training their men. The
idea back of it all is that the trainmen and other workers
are, in the last analysis, largely responsible for the suc-
cess or failure of a company’s efforts to give good serv-
ice and to operate efficiently. To enable the workers to
do their part, they must have the leadership of a capable
supervisory force, and this supervisory force, or the fore-
men, must have real leaders among the executives directly
over them. The course was designed to train the execu-
tives in order that they might conduct conferences of
their foremen or supervisors in a way that would ac-
complish the results desired.

Not only did the officials receive many new ideas
from those conducting the course and from each other
but one of the most important elements of the training
was the actual experience they had in conducting con-
ferences. A part of each day’s session was devoted to
practice of this sort in which one or another of the
officials conducted a conference and then received the
benefit of the criticism of the others and of the in-
structors.

The wide interest in this new educational activity was
shown also by the fact that a number of companies sup-
plied literature for use in the course. This included in-
struction manuals, educational booklets, job analysis
studies, etc., supplied by the Westinghouse Electric &
Manufacturing Company, Boston Elevated Railway, New
Orleans Public Service, Inc., Chicago, North Shore &
Milwaukee Railroad, Milwaukee Electric Railway &
Light Company and others.



The lessons of the past and present are being well learned, and the electric
railway industry has profited by them. The electric railway man
has reason to be proud of his job and can look to the
future with confidence

By W. H. Sawyer

President American Electric Railway Association
President East St. Louis & Suburban Railway

OME of you may not
S have had the occasion

that I have had during
. this year to think in terms
of the industry instead of in
terms of a single property or
even a group of properties.
Out of that experience I have
had a thrill, growing in mag-
nitude and reaching a climax
here today. I have gone over
this exhibit during the past
few days. If you haven't,
don’t miss the inspiration that
it will give you. You will get
a new viewpoint on your own
industry. You will feel
thoroughly, as I {feel at this
minute, the romance of trans-

portation.

What a myriad of changes
have taken place during
the past 46 years! I shall

not attempt to review them.
But despite all of these
changes and all of the diffi-
culties which we have en-
countered, we are not a dead
or decadent industry! We
are demonstrating our ability
to meet the changed conditions brought about by the
advent of the private automobile. We are proving our
assertion that our industry is still a most essential indus-
try—necessary for civic advancement and prosperity.
For generations it has been a major contributing factor
in our wonderful national growth and advancement. It
will continue as such. Public transportation must and
will go forward.

We are making progress in the program of moderniz-
ing our cars and equipment to meet the demands of this
luxury-loving, fast-spending age. It needs but an inspec-
tion of this car exhibit to testify most eloquently to the
truth of this statement. But we are carrying forward
more than merely a program of modernizing our cars.
We are carrying forward a program of modernizing our
thought and our methods.

*Abstract of presidential address at the annual convention of

the American Electric Railway Association, Cleveland, Ohia, Oct.
3to7,1927.
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We have every right
proud of what we havi
complished. 3
you—and mark well
words—we have but tal
forward step. Our jg
far from complete. ¢
never was a time in th
tory of the industry
there was a greater de
for skill, energy and a
to carry out the task
we have only well star

Who is there amo
that has exhausted the
bilities for giving better
ice? I do not mean '
in the sense of a donati
mean it in the sense @
provement designed to
a return, both in the f¢
increased patronage
the form of public gog
I mean it in the sense
service which a far-si
progressive merchant
the customer with wh
does business. I mear
the sense of service w
good business.

I am, of course, fully aware that some of ou
tric railway lines that are now operating will eve
be scrapped. One of our immediate problems
determine which lines do not have the potential e
possibilities to justify rehabilitation. Those that
be made profitable must in the very nature of
be abandoned. I fully realize our duty to our comi
to continue service, but we also have a duty to our
tors, and, moreover, unprofitable service will eve
be a liability instead of an asset to the community.
lines which are to survive must be modernized.
quires rare courage and foresight to determine jus
lines are to be eliminated. But the decision m
made, and made quickly; otherwise the entire pi
will continue to degenerate at a cumulative rate.
of rehabilitating those lines which are econo
justified is far from complete. There is no roon
for a discussion of the necessity of clean cars ant
and courteous trainmen. There is no longer rof
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ssion regarding the need for advertising as a
um for giving our communities the facts of our
ess.
this, however, is not enough. I believe that we are
e verge of fundamental and basic changes in the
cter of our service and of the equipment with which
given. I have referred before to the quantity and
y of our exhibits, but this year as never before
ave concrete examples of unmistakable advances in
I refer particularly to some six or eight exhibits
the modernized cars on the outdoor track. Some
se developments are largely experimental, in that
iey represent radical departures from established prac-
. But I believe that these changes are only fore-
ers of a definite trend
developments out of

have been detrimental to the sound development of the
bus as a responsible transportation agency. But I see
new developments ahead in the application of the Lus
as a transportation vehicle, whereby it will expand its
present usefulness,

The relations which exist at any particular time be-
tween our companies and our communities are a measure
of the condition of the transportation business. On the
relations which exist between them and on their ability
to understand each other’s viewpoint and problems de-
pend the success of the partnership which is thus effected.
Two factors are directly influenced by the nature of the
relations which exist between these two principal inter-
ested parties—namely, the character of the service which
it is possible to maintain
and the cost of giving that

| will come improved
s that are essential
rendering a charac-
f service that will meet
ditions which exist

me bring to your
nother thought here.
pment such as is rep-

d by these particular
its costs real money.
dy believes in us.
dy has faith in the

railway industry.
dy is willing from a

li?E ARE carrying forward more than
merely a program of modernizing our
cars. We are carrying forward a program of

modernizing our thought and our methods.
e

Our record entitles us to ask for and to
receive the co-operation of the communities we
serve. WWe are making progress, but we could
move faster if our communities better under-
stood our problems.

-

Nothing has been found to take the place of
the electrically-propelled rail-borne car for mov-
ing masses of people rapidly and efficiently.

ExXCcErRPTS*FROM MR. SAWYER’S ADDRESS

service.

During the last few years
there has been a marked
change in public opinion re-
garding the relative impor-
tance of these two factors.
Although the memory of
the old 5-cent fare which
was exploited so many
years by politicians still re-
mains in some cities, much
more consideration is being
given today to the matter of
service and less to the main-
tenance of a fixed or lower

ed business view-

 spend money to demonstrate that the street car
| the most efficient passenger-carrying vehicle on
s and can provide a class of service which will
e tastes of an automobile-educated public. I
hat off to those manufacturers and operators
uipment is out there on display today. I feel
that only a few years from now we shall look
them as real pioneers who started us on a new
d a new era.

now I am willing to prophesy that the year
1 stand out as a year in which officially we took
f another changed condition, and so revised our
tution as to bring it up to date. We shall still
e name American Electric Railway Association;
bably justified, because the electric railway still
and will remain the backbone, the foundation
you please, of the local transportation business.
I, however, by the changes proposed in the con-
of this association, rightfully identify ourselves,
lectric railway men only, not as bus men, but as
tation men qualified to serve our communities
atever form of transportation best fits its needs
special sitnation.

has come about in 1927 not only additional
n the co-ordination of the bhus and the electric
car but further and more definite co-operation
the bus manufacturers and the industry. We
~yet taken full advantage of the bus and have by
ans fully co-ordinated it with the electric car.

lay of the bus as a fad is gone. Some of the
in operation are unnecessary. The bus cannot
t not compete for the same business in the same
 with the electric car. That is inefficient and is
of the rider’s money. High-pressure methods
anship and overenthusiastic statements of fact

fare.
There is an ever-increasing appreciation of the fact

-that if desirable service is to be maintained, the company

must be permitted to develop a financially healthy con-
dition. Our industry is making an honest and determined
effort to give better service at the lowest practicable
price consistent with such service. I ain confident that
no community wishes to deprive itself of the advantage
of such improvement to save an additional cent or two,
particularly when the cost of the street-car ride is com-
pared with that of its principal competitor, the privately
owned machine.

The automobile has provided pleasure and recreation
to millions of people. Its manufacture has become one
of our largest industries and has contributed materially
to the prosperity of the country. The automobile is, in
part at least, responsible for the prosperous conditions
of today. But I wonder how mauy of our city officials
really appreciate the comparative transportation econ-
omies of the automobile and the street car. Many traffic
checks in various cities have shown that the average pas-
senger load in automobiles is less than 1.8 passengers per
vehicle. The average street car carries ten or more times
that number. The street car is a conserver of expensive
street space, while the increased nse of automobiles is
dependent on making available additional street capacity
at the expense of the community. In solving their traffic
problems many cities are taking cognizance of these facts
and are assisting in increasing the speed of the electric
cars by giving them the right of way wherever practi-
cable, thus catering to the majority without detriment
to the minority.

The changed conditions of today do not admit of our
industry carrying the burdens of the past. We can no
longer be used as tax gatherers. Many progressive com-
munities have eliminated the unjust and unfair paving
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tax, and rightfully so for the benefit of the community.
There is an increasing appreciation that it is unfair to
ask the car rider, who in the last analysis pays the cost,
to have any considerable part of his carfare represent
a tax levied by the community. Electric railways have
in the past paid an unfair property tax. Capital invested
in a utility is turned over very slowly in comparison with
many manufacturing or commercial enterprises, which
frequently turn their capital several times a year. Never-
theless the tax rate on transportation property is main-
tained at rates very much out of proportion to this situa-
tion.

The continued improvement of public transportation
service is dependent on permitting the investor in these
properties to make a fair return on a fair value. There
are but few electric railway companies doing that today,
and that is why we must have even greater co-operation
on the part of our public to discharge more effectively
iour full responsibility as public servants. e are no
‘longer asking for sympathy. We believe that our record
entitles us to ask for and to receive the co-operation of
the communities that we serve. We are making progress,
but we could move faster if our communities better un-
derstood our problems.

Frankness compels the statement that there is always
a minority who do not want to understand the facts of
the transportation problem and whose selfish interests
are served best by trying to make the American public
think it can get something for nothing by squeezing
the life out of the transportation companies. The fable
of the goose that laid the golden egg has a dirett appli-
cation in the transportation situation. The fact that the
_public is beginning to understand the truth today is
largely attributable to the frank and effective way in
which many companies have told their story through
local newspaper and other advertising. I do not believe
there is a man or a company in the industry who is
doing too much in this direction. There is still room for
an even better and more effective job.

And so, to summarize, conditions of today are dif-
ferent from those under which we built and learned to
operate electric railways. The methods of the past are
no longer effective. The solution of our many problems
requires experts—specialists.

With the coming of this new day, our eyes are turned
to the front and there is courage and hope in our hearts.
Despite all of our difficulties, one incontrovertible fact
stands out above everything else: The very life and
progress of modern communities require adequate and
efficient public transportation. In the foundation-shak-
ing test to which present transportation agencies have
been subjected, nothing has been found to take the place
of the electrically propelled rail-borne car for moving
masses of people rapidly and efficiently.

Transportation is a vital community requirement. The
roots of our industry are buried deep in the foundation
of community prosperity and growth. We have canse to
be proud of our jobs and have every reason for throwing
our spirit and our energy into the work of keeping
abreast with the march of progress. Conditions are
changing—yes, changing, not yearly or monthly, but
daily. We are public servants in the true sense of the
term. By dedicating ourselves to the community’s inter-
ests, we aspire to that greatest of achievements—the
service of mankind. The electric railway industry must
and will go forward!

Getting the Most Out of

Public Utility
Regulation®
By W. W, Potter

Attorney-General State of Michigan, Lansing, Mich,

W. W. Potter

The author traces the development of

utility regulation and shows that it can

be of great benefit to the utility. The

electric railway, by giving the right

kind of service, will have little difficulty
with regulatory bodies

‘ N 7 HEN the balance of power and populatig
the United States passed from rural comt
to the cities and villages, public utility pro

became important. Public utility securities at that

were not regarded as sound investments, and fe
them had the confidence of the general public.
were generally local in character, and in dealing wit
several cities their promoters were confronted wit
uncertainty of success, the question of public patre
doubt as to the ultimate growth of the cities thems
the crudeness of the art and excessive costs of com

*Abstract af an address delivered at the annual conventio;
American Electric Railway Assaciatian, Cleveland, Ohic
3ta7,1927.
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on. As a result of the general lack of scientific knowl-
in relation to public utility problems, promoters
ided for high franchise rates to be paid by the public
der to insure as far as possible the integrity of their
I investment.
hen prices fell in the United States during the early
operating methods had been greatly improved and
ating costs fell to a much lower level than ever be-
Many public utilities insisted upon maintaining
franchise rates and capitalized, through application
er, the difference between the fair return on the
ue of the investment in the utility and the amount
e realized from the franchise rates.
Granger cases marked the first successful assault
eneral public upon what had been regarded as
redness of public utility franchise contracts. The
me firmly established in the jurisprudence of
ited States that when property was invested in a
charged with a public interest, it must submit
regulation. Outside the ranks of the owners
erators of public utilities, thinking men became
Reasonable men everywhere recognized that
franchises had usually been given to the util-
out consideration.
e intelligent method was demanded to handle the
urring problems resulting from the conflict of
. between the utilities and the public, and public
mmissions were called into existence as a means
h the solution of these vexatious problems might
d. Notwithstanding all of the opposition to the
of public service commissions, they were finally
and with them in many cases came rate reduc-
Simultaneously the conditions of operation rad-
ged and public utilities rose to a new standard.
ith this growth and development of the scope of
n and with state regulation there has grown up
tolerant spirit toward the regulatory bodies of the
T'here always have been and probably always will
ent views of public utility regulation. On the
d there are those who believe that the public
commissions should prescribe with great detail
mer in which the business of the public utility
rations should be carried on. On the other hand
e those who believe that the owners of a public
“should have a right to carry on the business with
t possible interference from public authorities.

ATTITUDE OF UTILITIES TO THE PUBLIC

- of the things which public utilities should seek
id is being crucified by their own anxiety to obtain
in excess of a fair return upon the fair value of
- used and useful property. Smythe vs. Ames, in
the rule was first authoritatively laid down that a
utility was entitled to a fair return upon the fair
value of its property, was argued before the
e Court of the United States.

courts have held that reproduction cost new
tutes the dominant factor in the determination of
esent fair value of property, but this method seems
to both the public and the utility investors.

1ing has weakened the confidence of the investing
‘in the securities of public utilities in the past
an” has watered stock. Non-existent overheads,
of hypothetical superintendence of unknown
added percentages for imaginary errors and omis-
5 are all methods of adding fictitious value. How

much more satisfactory it would be to all concerned if in
rate proceedings, instead of furnishing volumes of testi-
mony about fanciful intangibles, a fair present value
could be agreed upon which would be available to the
public or to the regulatory body. If the securities of
public utility companies have back of them appropriate
tangible assets, they will command public confidence.

The public is very apt to oppose any demand for an
increase in the rates paid for transportation on- street
railways, but if the service is bettered, it is willing to
pay for it. Subnormal operation never yet was entitled
to abnormal rates. The public cares little or nothing for
the question of original cost, fair value, reproduction
cost new less depreciation, or any other befogging data,
but it is interested in good service. If the street rail-
ways make an intelligent effort to render better service, it
seems that they will receive the aid of the public and the
questions of rates and revenues will take care of them-
selves.

One of the ways the public can help the street car com-
panies is by relieving .them of the burden of paving
between their tracks, enabling the companies to improve
their service.

It is contended by many that the street car is passing.
However, a recent investigation revealed that last year
the street railways carried more passengers than ever
before. It is the most safe and economical means of
transportation yet developed. i

PusLic Uttty Recuration HERE To STAY

“Customer ownership” is one of the things that will
make for better public relations. Public utility invest-

-ments are safe and satisfactory to the customers, and in

addition to creating a better public sentiment, substi-
tute co-operation between the customer and the. utility.
Public utility regulation is here to stay and fighting it
is effort”poorly spent.

There has been a tendency in the last few years to
make public utilities a means whereby a large amount of
money might be raised for taxation. The street rail-
way is assessed supposedly at the true cash value of all
its real and personal property, the same as other prop-
erty assessed upon an ad valorem basis. It pays its
proper proportion of the highway taxes levied in the
several communities in which it is assessed, and it has to
stand by and see this money, paid by it through taxa-
tion, expended in the construction of hard-surfaced high-
ways paralleling its lines, which tend to build up and
strengthen competition to its own business.

The time is not far distant when these utilities which
for the past ten or fifteen years have had hard times in
many ways will be taken in hand, rehabilitated, their
securities rendered more valuable and the revenue made .
sufficient to pay operating costs and a fair return upon
the fair value of their property. Such adjustments may
easily be made, and not only will insure the continuity of
the service but will also make the service sufficiently
attractive to the public actually to increase its riding
habit. .
If the street car companies admit they are dead, there |
is no reason why they ought not to be buried. The street
railway, like everything else, must keep abreast of the .
times or fall into the discard. If the service furnished
is courteous, rapid and safe, it will be patronized and
profitable, and regulatory bodies will not have to spend
time wresting with its problems.



Reducing Delays
to Street Car Trafhic*

By Miller McClintock

Director Albert Russel Erskine Bureau for Street Traffic Research,
Harvard University

ONFLICTS between
‘ rail and rubber-tired

vehicles in the traffic
stream are more apparent than
real. The aim of sound traffic
control should be the adjust-
ment of these difficulties so
that a minimum of conflict
will result.

Any approach to the prob-
lem of traffic regulation which
is predicated on an elimina-
tion of either rail or rubber-
tired vehicles or which is
based on a policy of arbitrary
restriction or oppression of
either group is predestined to
failure. Motorists can gain
no advantage on streets where
street cars are blocked. Trac-
tion operators can find noth-
ing but embarrassment on
arteries of travel where re-
strictive legislation and arbi-
trary enforcement have re-
sulted in automobile conges-
tion. Both motorists and car
riders have the common de-
sire to move and to move with
safety and convenience. On
our saturated city streets this common aim can be attained
only when each is willing to submit to reasonable control.

In the consideration of any street traffic problem,
guesswork and opinion can be of little assistance. When
all American cities recognize the street traffic problem as
one requiring sound and continuing engincering consid-
eration, much more rapid progress will be made.

A study of street-railway operation in Los Angeles in
relation to general traffic conditions was conducted last
month. The checks were made covering all of the prin-
cipal lines operating in the central congested district,
approximately one mile square with a daily entering
traffic of 9,000 street cars and 200,000 motor vehicles.
Results are summarized in an accompanying table. The
average speed while in motion was 10.2 m.p.h. but, due to
delays, the average over-all speed was reduced to 6.3 m.p.h.

Delays due to vehicular traffic on tracks cause a maxi-
mum feeling of irritation to the traction operator. The
Los Angeles study indicated that this factor accounts for

*Abstract of an address delivered at the anmual convention of the

American Electric Railway Association, Cleveland, Ohio, Oct. 3
to 7, 1927.
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Dr. Miller McClintock

5.4 per cent of the total d
This figure is far below
anticipated, and it is beli
that similar studies in o
cities will indicate more
vorable conditions than t
estimated through casual
servation.

There is obviously no
fect remedy on dens
crowded streets for this
of obstruction. Had thej
ent saturation been an
pated, streets would |
been so designed as to pe
a curbed-in right-of-way
traction lines and thus fe
elimination of interfere
This is a practice now |
followed in many new d
opments throughout thec
try and deserves the fi
consideration. Itis, of co
a remedy which cannof
contemplated in the v
streets of central district

The attempt that has
made in a number of
definitely to prohibit
operation of motor
street-car tracks along crowded thoroughfares
which, to my knowledge, has never been succes
has resulted only in irritation and opposition. The
ing public inevitably feels that at least between t
when street cars actually utilize the roadway occ
their tracks the space should remain available
legitimate traffic purpose. The same objection is
where roadways are wide enough to accommod:
full flow of vehicular traffic in addition to the s
load, but under such conditions there is little ne
the prohibition.

The most logical regulation for a relief for the
flicts between street cars and the vehicular traffic
is to be found in the provision now generally inco
in city traffic ordinances which provides a right-o
for street cars along their own tracks. It is e
in the uniform ordinance for California cities in t
lowing words: “It shall be unlawful for the
of any vehicle proceeding upon any street-car
front of a street car to fail to remove said vehi
said track as soon as practicable after signal fro
operator of the street car.” This provision, ad
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ced, protects the street car from unreasonable
ging” by preceding vehicles.

further type of vehicular interference is to be found
standing of vehicles on the track to the left of
ger loading zones while awaiting release at the
nt intersection. The orthodox solution for this
culty is to require all vehicles to pass to the right of
| zones, on the presumption that this rule will always
it possible for street cars to reach the loading berth
clear track. This is undoubtedly a desirable rule
eets with a roadway of adequate width to carry the
load of vehicular traffic without the use of track

iere vehicular traffic is too heavy to be accommo-
ted in the off-track space available, it should be pointed
hat the rule generally has more serious effects upon
1 operation than no rule at all. The space to the
of the passenger loading zone is generally less than
c space to the midblock. An attempt to crowd a
‘vehicular flow into this bottle neck often makes it
ble for some vehicles to clear the track. The

ES OF DELAYS ON STREET CAR LINES IN LOS ANGELES

Per Cent Per Cent
54.8 Vehicular traffic............. 5.4
3;; Double parking............. 0.6

’ 100.0

is that obstruction to the street car is merely
red from a point near the loading berth to a
rther back, where it may be even more serious

ction extend its effect back to the next inter-
interfering with cross traffic at that point.

traffic condition that is most generally accused of
ting the principal delay to street-car operation
ing. For consideration here, parking may be
into two types: First, parking along the curb,
ond, double-line parking. It is apparent that
rking has little effect upon street-car operation
t on streets with roadways so narrow that auto-
so parked obstruct the overhang of the street
Under such conditions it is clear that parking,
even the standing of vehicles for loadifig and unload-
st be entirely abolished, or street-car operation

streets where the roadway is so narrow that there
room for the operation of a line of automobile
- between the street car and parked machines, it
. at first appear that prohibited parking would
iately result in improved traction operation.
tedly some relief would be obtained, but not to
ree frequently expected. Even with time-limit
prohibited, provision must still be made for the
g and unloading of passengers and merchandise.
- normal traffic conditions in typical cities, this re-
ment will generally result in at least one such
g vehicle being found in each block. In other
, the amount of vehicular operation along the car
. will not be substantially reduced, inasmuch as
s will not permit themselyes to be “boxed” in the
f traffic nearest to the curb. X

Such operating advantages as may come from prohib-
king are to be found primarily in the elimination
 necessity for what may be called double-line park-
hich, on all streets except those of unusual width,
n a blocking of traction movement. Where time-

rations. Indeed, it is not unusual to see this type-

TYPE
Total Average Delay

Signol and Officer
Loading

Street Cars
Vehicular Traffic

Double Parking

|
0 10 20 30 40 5 6 7
Per Cent
Segregation of total average delays observed on twelve street car
lines in the central traffic district of Los Angeles by the
Traffic Commission of the City and County of Los Angeles

80 90 100

limit parking is prohibited, double-line parking becomes
unnecessary, due to the free curb space which is made
available for loading and unloading activities. The
question naturally arises as to whether it is possible to
accommodate loading and unloading operations of
vehicles without going to the extent of entirely prohib-
iting time-limit standing of vehicles. Except in the more
congested American cities where a great percentage of
the traffic is of a commercial character, it is believed
that this end can be obtained by means of a regulation
which has come to be known as the loading-zone rule—
that is, an ordinance provision which makes possible
the reservation of adequate curb space conveniently
located in each block, which may be used exclusively by
vehicles which are loading or unloading passengers or
merchandise. This regulation has proved its effective-
ness in eliminating the necessity for double-line standing.
Attention is called to the accompanying illustration, in-
dicating that the recent Los Angeles survey revealed that
only 0.6 per cent of the total delay time could be attrib-
uted to parking which overhung the car clearance line.

S N, & S. Traffic flows N.& S. Traffic clearin,

- 8 W Traffic f/om){'qg =L &EWTraf f!ic clear‘fng
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i —J
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150
Time in Seconds
Chart showing operation of recently designed co-ordinated traffic
signal system for Los Angeles
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Obviously, this delay is so small as to be practically
negligible.
cated that 10 per cent of all parked vehicles in the central
district was standing in double line, causing constant
blocks and delays to traction operation. The practical
elimination of this delay factor was due to a loading-
zone provision incorporated in the traffic ordinance which
permits the reservation of as much as 50 per cent of the
entire curb space of any block for the use of vehicles
during loading and unloading operations. It 1s needless
to say that the regulation has proved of as much benefit
to the general motoring public, and especially to the com-
mercial operators of the city, as it has to the street-
railway company. A similar provision has been incor-
porated in the Chicago Traffic Ordinance and the ordi-
nance recently drafted for San Francisco. With double
line parking eliminated, the street car operator need have
little further consideration regarding parking as a delay
factor, except upon streets where curb parking interferes
with street car clearance.

DeLay Due 1o OVERLOADED LINES

The delay due to overloaded lines is that which results
from street cars offering obstruction to those following,
due to overloaded lines or other operating conditions. It
is one that does not result from general traffic condi-
tions, but from operating conditions of the lines them-
selves. Observation leads to the belief that there is in
American cities altogether too much of what may be
called traditional street-car routing—that 1s, routes which
are followed at the present time primarily because of
antiquated habits on the part of the car riders and of
merchants located along the lines. Recent routing studies
have indicated the possibility of inore evenly distributing
some of the acute loads which are borne by lines at the
present time and at the same time giving more economical
and efficient service to the public. Any movement of
this sort is a benefit not only to the traction company
itself but likewise to the general traffic problem. From
the standpoint of traffic relief, special attention should
be given, in rerouting studies, to the possibility of elimi-
nating right and left turns at congested intersections.

At Los Angeles 33.3 per cent of the total stopping
time was attributed to loading. Methods for reducing
loading time are so well known that any discussion of
them is needless here. The use of raised platform zones,
ground conductors, suitable car design and improved fare
collection systems are all important. Observation leads
to the belief that in many American cities at present
much time could be saved by the use of better methods.

o —

HAT can be accomplished by a properly de-

signed system of co-ordinated control is best
tllustrated in the Loop district of Chicago, where a
co-ordinated system of signals operating under pro-
gressive timing has reduced control delay to a minimum

.. =and has resulted in a marked improvement in traffic
conditions, from the standpoint of both traction and

s -~ free wheel operation.

Yet three years ago a similar study indi-

The traction companies owe it not only to themselves
to the operators of vehicular traffic to keep their |
standing for the least possible time consistent with:
cient loading. A common view of a street car at
gested intersection with a long queue of passe
boarding laboriously through a single entrance, r
change and paying their fare, raises a pertinent qu
as to whether there is some more effective met!
transacting this business. The pay-as-you-leave
as a substitute for prepayment is one which wa
pear to be a not illogical change under many co

The efficiency of any traffic control system
largely on its ability to maintain the intersection &
at a minimum. Reference to the Los Angeles f
shown herewith, shows that 54.8 per cent of the
delay can be attributed to waiting for a “
after the loading and unloading business has be
pleted. This amount of delay seems entirely
proportion when it is recalled that it exceeds t
bined delay resulting from loading and all trafi
ferences. Excessive delay from stop and go a
will be inevitable in all American cities until the e
ling devices are properly co-ordinated and adj
timing to meet the traffic loads which the streets
What can be accomplished by a properly designed s:
of co-ordinated control is best illustrated in t
district of Chicago, where a co-ordinated system
nals operating under progressive timing has
control delay to a minimum and has resulted in a
improvement in traffic conditions, from the stanm
of both traction and free wheel operation.
Mcllraith, staff engineer of the Chicago Surface
is primarily responsible for the excellent des
functioning of this system. As an illustration
may,be accomplished by proper signal co-ordi
accompanying chart shows the operation of a re
designed system for Los Angeles.

One of the most serious traffic conditions that co;
traction operation, and indeed vehicular operation
at the present time is what may be called ove
There appears to be a tendency to conclude th
stop and go signal is a panacea for all traffic il
sees devices installed at hundreds of intersect
American cities where traffic demands do not »
control of any type. Traffic signals properly u
one of the brightest hopes for effective regula
misused they can have nothing but serious e
signal should be installed at any intersection until a
has indicated that its operation will reduce r:
increase congestion.




| The Ten-Year Budget*

| Electric Railways Must

Plan for Years Rather than Months

¥ EVERY one of its
nches the public util-
y business is pre-
ently a long-term
less. Although certain
have led to a great
S in accounting and
ing by daily and
ly periods, it is well to
nd ourselves that we
in a business that
necessity covers long
ads.
electric railway has
books a long-term
expressed in its capi-
on. The first problem
confronts the manage-
t of an electric railway
morning is the re-
ing problem of fixed
on capital. Often
xed charges are in ex-
of the net income that
reasonably be estimated.
re is the constant temp-
n before the manager
dectric railways so situ-
to impoverish service
th forced'savings from operating necessities build
ums required for interest and dividend payments. It
0 the everlasting credit of your industry that this
tion, while daily recurring, is being constantly
od in order that the public may be served first.
anking equally in importance with the long-term
get of capital charges is, of course, the long-term
bet of capital expenditures. Let me remind you that
ddget is a balance. It is a misnomer to speak of a
ital expenditure budget if it is nothing but an esti-
e of the sums that the engineering department of
it street railway would like to spend for capital ac-
nt during each of, say, the next ten years. Opposed
ithe list of capital expenditures in sub-total and in
total there must be a statement of proposed capital
able out of which the expenditures can be met.
long-term budget of capital expenditures leads
ally to the long-term budget of capital charges.
, again, it is idle to make a one-sided budget that

ract of an address delivered at the annual convention of
me;;c;m Electric Railway Association, Cleveland, Ohio, Oct.

By George E. Frazer
Frazer & Torbet
Certified Public Accountants
- Chicago, IlL

merely shows the demand
of capital charges that it is
estimated will occur each
year for a long-term period.
Opposite to that demand,
and balancing with it, there
must be a statement of esti-
mated income available for
capital charges. Nor can we
break our chain of logic at
this point. We must relent-
lessly set down a third long-
term budget. On the one
hand we must state the esti-
mate of net income that is
required for capital charges
and against that estimate we
must state the estimated
gross revenue, less expenses,
that produced the net in-
come. Lest it be said that
I am getting into the realm
of the higher mysticism at
this point I must insist that
it is possible to estimate the
gross income of an electric
railway for a number of
years in advance, and it is
possible to make this esti-
mate with a reasonable degree of accuracy. Such esti-
mates have been successfully made and can be success-
fully made, because there are more factors which can
be predetermined than there are unknown factors, and
because the work of the accountants, statisticians and
engineers can be, and should be, tempered by the mature
judgment of executives. The priceless ingredient in a
long-term budget is the mature judgment of executive
leadership that conservatively analyzes the figures and
temperately sets down results which are obtainable and in
practically all instances will be exceeded. Such figures
may be of poor quality if intended for use in selling
an electric railway, but should be of exactly the char-
acter I have described if they are to be used in plauning
ahead the successful operation of an electric railway over
a term of years.

LonG-TErM BupGeTs Sziourp BE Ser Ur

}

Certainly experience has shown that setting up long-
term budgets often results in disappointing figures that
must be faced if long-term success is to be had. If the
capital expenditure budget for the next ten years in
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your company results in a budget of caI_)ital charges for
the next ten years that' demands net income for that
long-term period in excess of what the net income can
conservatively be estimated, then you have very striking
proof of the necessity for long-term thinking. Similarly,
a disappointing long-term budget may, and often does,
call attention to the necessity for cuts in operating ex-
penses. If the long-term budget shows that present wage
rates cannot be maintained, that showing of itself may
stiffen the backbone of the management in insisting
upon wage rates that can be lived with. It is easy to give
in to solutions which make peace for today. In fact, it
is altogether too easy to do that in making wage set-
tlements where long-term budgets are not on the desks
of the management compelling long-term thinking. And,
of course, the long-term budget does play hob with
extravagance in overhead expense accounts.

The trilogy of long-term budgets in the case of an
electric railway company always emphasizes that present
capital charges are so high that it is difficult to add new
capital charges made necessary by needed capital ex-
penditures. The temporary solution of some companies
has been to forego current capital expenditures, with the
result that service has suffered and gross revenues have
declined. It is sometimes almost too easy to explain
such decline of gross revenues as due to automobile com-
petition. On each successful electric railway in the coun-
try the capital expenditures have resulted in improved
service and that improved service has resulted in a suffi-
cient increase of gross revenue to meet the capital charges
arising out of the capital expenditures. To the degree
that this statement is true, it follows in severe logic that
the increase in capital charges is more important than
the old capital charges, and that the increase in capital
charges if necessary must be made, even though the old
capital charges are summarily decreased.

The long-term budget tends to bring up the question
of recapitalization. To my mind that is the virtue of
setting up a long-term budget. Many electric railway
companies in the country need recapitalization in order
that present capital charges may be reduced to a point
where new capital charges can be increased. Without
this process the present capital charges themselves are
doubtfully secured. Let me add that public financing
has demonstrated that the public will buy new securities
on an electric railway when satisfied that the old capital
charges and new capital charges make a sum total that
can be conservatively met.

A long-term budget starts with an estimate of capital
expenditures for a period of years. Such an estimate
brings into sharp relief the varying degrees of produc-
tivity of the properties owned by the electric railway
company. If the electric railway company owns power
plants and transmission lines which need improvement
and betterment, it may be found practicable and desirable
for a reorganization of the company to proceed under
which such power plants and transmission lines are sold
to electric light and power companies which, through
more constant use, can better afford to pay for their re-
newal and expansion. Under this process, the electric
railway company can secure power by lease and at the
same tirpe avoid capital expenditures which it is not in an
economic position to finance. ’

It must not be understood that the sale of the power
plants and transmission lines is indicated in all cases
by merely setting up a long-term budget. Quite the con-

trary may result. The long-term budget may show
a great deal of capital must be spent on power pl
and transmission lines and that the clectric railway ¢
pany must find an outlet for power in order to jus
such a plant program.

The point that I am making is that the long-t
budget compels the balancing of capital expenditu
capital charges in the first place, the balancing of caj
charges with net income in the second place, and
balancing of net income against predetermined oper
conditions in the third place. Where these three
ments are made over a period of ten years in the
of an electric railway property, there is bound to [
intensive study of the revenue-producing qualities 0
assets of the electric railway. If the electric
company owns freight lines or power houses or |
mission lines or terminals that it cannot properly fii
and develop, then the long-term budget will sug,
sale of these facilities to other public utilities, wi
tageous leases back to the electric railway compai
the other hand, if the facilities owned by the
railway company are capable of expansion wher
or service can be sold by it to other utilities, the;
long-term budget will suggest that possibility.

What I have desired to do is to call your attenti
the following principles:

1. The electric railway business must be pla
units of five years or ten years rather than in
this day or this month.

2. The electric railway business is a fundamental
of the transportation system of the country and, as
is bound to grow and develop.

3. Each electric railway company must spend
sums on capital additions or else suffer losses in
revenue and jeopardize present capital charges.

4. The proper budget of capital expenditures mu
balanced against new capital required to make thi
penditures.

5. This leads to the second budget of capital ch:
hoth present charges and new capital charges as aj
probable net income during the life of the capital ch

6. This consideration of capital charges may |
reorganization of present capital structure in
secure a basis that will support the required ¢
structure.

7. The second budget of capital charges leads
third budget of estimated net income as against
revenues and expenses,

8. This long-term operating budget draws p
and intensive study to revenue-producing cap
present and proposed assets, possibilities of i
gross revenue and decreasing expenses through eco
in plant betterments and better supervision, lor
consideration of wage levels and long-term cons
of overhead expense accounts.

9. The three long-term budgets taken as o
term program inevitably lead to a study of th
tages of disposing of such power plants, tran
lines, terminal facilities, and the like, as can be
better advantage by electric light and power
than they are now being used by the electric s
company ; rehabilitation of the electric railway
in a position to sell power to steam lines for e
tion of their metropolitan services, and use of
railways themselves in hauling city freight deli
as to reduce vehicular traffic congestion in the city &



NO ATTRACT capital,
y industry must be able
0 demonstrate its funda-
economic soundness—
its capacity to produce
ter - than - any - other -
goods or services for
there is every prospect
inued and enduring de-
From the standpoint of
ic requirement, the elec-
lway industry, at least
r as it pertains to trans-
n in large centers of
ation, has abundantly
its right to share in the
ient fund of the coun-
Vithin the past ten or
years several rival meth-
iransportation have been
d and tested, but none
roved capable of handling
assenger traffic as
and as effectively as the
- railway. First there
1 the period before the
Jitney, which, unregu-
d irresponsible as it was, soon passed from the
During the war the electric railways were weak-
the rapid rise in operating costs, and since its close
e had, in their weakened condition, to face the
ead development of the motor bus as a transporta-
cy and also the rapid multiplication and diffusion
rivate automobile among all classes. Out of the
e dertved from this intense struggle for existence
| means of transportation has come the definite con-
| that, for the economic handling of passengers in
our cities, nothing has been developed which can
place of electric cars running on steel rails.

become self-evident from the congestion in our
that the private automobile is incapable of han-
e large volumes of traffic which daily flow to
om the business centers of our cities. As the con-
increases, owners find that they cannot by using
tomobiles save sufficient time over street car
les to justify the very substantial additional ex-
volved. They are also deterred by the vexation
rs of driving in crowded traffic and the diffi-
finding parking spaces in the vicinity of their
ons. It seems likely that further multiplication
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¢ Obtaining Capital

for Electric Railways*

By Francis H. Sisson

Vice-President Guaranty Trust Company of New York

of automobiles will have little
adverse effect on the volume of
traffic carried by street cars in
rush-hour periods in large cit-
ies, although there may be some
resulting further decrease in
riding during off-peak hours
and on Sundays.

While the private automobile
has not displaced the street car,
it has admittedly modified to a
profound extent the conditions
under which street cars oper-
ate. For one thing, the speed
of street cars has been reduced
by the congestion which the
automobile has produced. An-
other change has been the low-
ering of average volumes of
street railway traffic as com-
pared with peak volumes. Both
of these alterations in condi-
tions have made for increased
unit operating costs on the rail-
ways. These changes, however,
arc of the technical variety.
Broadly speaking, the most
significaut modification has been that of the electric rail-
way industry from a monopolistic to a competitive busi-
ness. No longer can the railways depend on traffic which
comes to them as a matter of course; instead, they must
adapt their operations and equipment to attract traffic.

These adverse changes in operating conditions for
street cars, however, have been counterbalanced by even
more adverse changes in the conditions affecting the use
of automobiles and consequently have not shaken the
conclusion that the electric railway industry in large cen-
ters of population is as a business economically sound.
As this judgment respecting the permanence of street
railways comes to be shared by investors generally, the
difficulties in the way of railway finaucing should hecome
much more easily surmountable.

At present, however, despite the soundness of the
railway business as an economic activity, many railway
companies are hard pressed to obtain additional capital
for their needs. The main reasons for the plight of these
companies are unsatisfactory franchises and contractual
relations, top-hecavy indebtedness and fixed charges,
closed or otherwise inflexible mortgages and in some in-
stances competition from other public transportation
agencies, unfavorable political conditions, unsatisfactory
public relations and lack of alert and cfficient manage-

ment.
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Speaking very generally, the inability of these com-
panies to do financing is due to the fact that the essen-
tially sound business which they conduct is not clothed
in sound legal and corporate forms. For the most part
the existing inadequate forms which retard and prevent
financing are not creations of present managements, but
are rather legacies from a past in which conditions were
utterly different.

Among the most common difficulties encountered in
franchises are iunsufficient term or tenure of life and
lack of flexibility in respect to fares. Either one of
these conditions makes financing well nigh impossible,
and a combination of the two is usually fatal. For-
tunately municipal authorities and the public in general
have in a number of instances been brought to see the
folly of inflexible provisions in these matters, and old
iron-clad franchises have been superseded by others hav-
ing the flexibility that investors demand.

Unless state laws prevent, franchises should be for an
unlimited or independent
period, or else there should
be some provision for the
amortization or reduction of

franchise.  Several states
have commendable indeter-
minate franchise laws
whereby public utilities are
assured of the continuing
right to operate their prop-
erties unless and until the
municipalities within which
the properties are located
elect to purchase them at
their fair wvalue. Other
states should follow suit and rid their statute books of
archaic franchise laws. Where franchises must be for
definite terms, the necessity for amortizing debt within
the life of the franchise may be obviated if a provision
is Incorporated obligating the municipality to take over
the property at its fair value in case the franchise is not
renewed.

Francuises Suourp Provipe FLEXIBLE FARE

Unless the regulations of fares falls within the
province of some state-wide agency, there should he ma-
chinery within the franchise itself whereby the raising
and lowering of fares to meet fluctuating costs is accom-
plished automatically and without reference to any local
political body. A number of admirable “service-at-cost”
franchises embodying this principle have been worked
out. In such franchises changes in fares usually are
regulated by a barometer fund into which go all earn-
ings above expenses and a stipulated return on capital.
The only serious criticism which may be made of such
franchises—and that mainly from the standpoint of the
common stock holders—is that the incentive to the man-
agement to accomplish savings in operation is somewhat
dulled, since such savings redound wholely or largely to
the benefit of the car rider. As a way of avoiding this
difficulty, it is suggested that companies which have
occasion to work out frauchises in the future might give
consideration to the possibility of making the raising and
lowering of fares dependent upon price index numbers
rather than upon barometer funds. Index numbers have
proved useful in many ways, and it should not be at all
impossible to construct one which would fairly measure

lz7 ITH favorable conditions in

debt within the period of the respect to franchises and cor-
porate structure must be coupled
the assurance of alert and vigorous

- management, for not even the best
set-up as to franchises and capital
issues will atone for visionless and
inefficient supervision.

fluctuations in the costs of conducting electric railway
operations. [Entering into the computation would b
wage scales for various general classes of labor a
prices for the principal basic commodities and ma
rials used in the operation and maintenance of sti
railways. The level of the index number prevaili
the time of the adoption of the franchise would be ta
as 100, and provision would be made for the incre
or decrease of fares by some fraction of a cent for e
5 or 10 per cent increase or decrease in the index numi
The regulation of fares in this manner would not imp:
any way the incentives for increased operating effici
Another common defect in franchises is the heavy b
den of paving charges and taxes which they impose
the grantee companies. The reasons for the requ
ments in regard to paving have been obsolete ever si
the passing of the horse cars, and ordinarily ther
scant justification for any special franchise or exci
on earnings in addition to the usual property tax. In
long run the effect of s
provisions is to raise
fare which the public n
pay and by so doing enca
age the use of private at
mobiles with resulting
crease in street congestio

satisfactory franchises is
course, the securing of |
ter ones, a process in wi
the confidence and good
of the public are absolui

—Fraxcis H. Sissox.- essential. To obtain
confidence and good wi
company must fully

frankly acquaint its public with its problems and ai
It must also show, not merely by words but al
actions, that it is doing its best to render good sen
and will make improvements as rapidly as its po
will permit. The obtaining and holding of public g
will is a task at which the entire staff of a compan
a part, must work, and work continuously. Ther
hardly ever a case of public mistrust and ill-feeling
will not yield to continued treatment of this very ¢
There is in this connection a vicious circle: Add
and improvements cannot be made because of la
capital, capital cannot be obtained -because earnin
poor and earnings are poor because the inability to
additions and renewals results in high operating expel
and loss of traffic. If this circle is to be broken, i
usually by improving the relations of earnings to fi
interest requirements and in this way making poss
the sale of additional securities.

WHEN No MARKET FOR SECURITIES EXISTS

Companies which cannot at present find a market
their securities might adopt one of two courses:
plow back all surplus earnings into their properti
a period of years and by this process gradually
such an improvement in the relation of earnings to 1
est charges that bonds will become salable, or
endeavor. to effect a readjustment in capital struct
The first procedure should not be followed by a ¢
pany unless its surplus earnings, together with such fi
as it is able to secure from the sale of equipment t
certificates and similar obligations, are entirely suffi
to take care of its needs for new capital, not merely
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‘oney required to maintain the property in its existing

dnditions but also that needed to revivify it with new
juipment and place it in a condition to attract traffic.
| a company’s earnings are adequate for this purpose,
bwever, its credit may be restored by this process much
jore quickly than might at first be thought, as the effect
| the reinvested earnings is cumulative.

|If, however, earnings are not sufficient to keep the
operty abreast of developments, then it is best for all
ned, security holders as well as car riders, that a
stment should be undertaken. In some cases there
be a fair possibility of effecting such a readjust-
by voluntary agreement among the holders of the
s classes of securities. Almost any street railway
ty which has been starved for lack of capital will
a handsome return, in the way of increased earnings,
| any new money which may be introduced. For this
on it should not be impossible to persuade holders
sting securities to see that their interests are better
by taking junior securities in a situation with
prospects of growth than by preserving a technical
ority on a starving property. There will be cases,
wever, in which voluntary action cannot be secured and
here the knife of forced reorganization must be used.
ren when this means the wholesale scaling of debt and
e levying of assessments on stock, all classes of security
are likely to find in the course of a few years that,
result of the improvement in their company’s credit,
new securities are worth more than those which
urrendered.

Of course, there may be more than a mere situation
pect to earnings that prevents a company from
ling able to do financing. In addition to being top-
avy, its funded debt may be complicated by reason of
Zt split up into numerous separate issues and also its
incipal mortgages may be closed so that it has nothing
mbling a first mortgage with which to go into the
market. Even in cases where mortgages are open
e may be difficulty because the bonds which may be
must bear a particular maturity date or coupon
Whenever opportunity offers, whether in connec-
‘with a readjustment or otherwise, a new financing
should be set up which will be as nearly as
e a first mortgage, permitting the issuance of
in series varying as may be desired in respect to
ity dates, coupon rates and other provisions.

en when a company has been placed in a position
e it can do senior financing satisfactorily, it may still
ve a problem on its hands to raise its requirements of
or money. Few companies are able to sell stock,
fid recourse must therefore ordinarily be made to earn-
as a source of junior money. Perhaps most com-
es will have to continue this practice for some time,
at the very first opportunity they should undertake
£ sale of stock. In preparation for such an opportunity
- might, wherever legally possible, change their stock
shares without par value.

h favorable conditions in respect to franchises and
Drate structure must be coupled the assurance of
t and vigorous management, for not even the best
p as to franchises and capital issues will atone for
onless and inefficient supervision. On the other hand,
#is really astounding to find how much can be effected
od management alone in the way of reducing oper-
expenses and working out improvements to attract

Present Situation

Is Encouraging®

By B. C. Cobb

Chairman of the Advisory Council
American Electric Railway Association

B. C. Cobb

Despite increasing automobile competi-

tion, the electric railway industry is

holding its own. Modernization of plant

'and modernization of thought are in-
I strumental in making it progress

E ARE again decply appreciative of the hospi-

V‘/ tality extended to us by the city of Cleveland and

its people. Ours is a great and necessary indus-

try, as the citizens of Cleveland well know. Because of
their wise action after some years of experiment, their
city has today one of the best-operated’and most strongly
financed transportation systems in the country. Some
other places would do well by emulating this example.
New York, where politics and not service to the public
is the order of the day, would profit by giving heed to
what has been accomplished in this fair City of the Lakes.
In our great metropolitan center, votes, not transporta-
tion service, seem to be the things uppermost in the

*Abstract of an address delivered at the annual convention of
the American Electric Railway Association, Cleveland, Ohio, Oct.
3to7, 1927.
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minds of the granting and regulating authorities. And
yet here is a paradox, for if the people were properly
told and understood, it seems certain that they would see
that the 5-cent fare will not earn in sufficiency properly
to maintain and give adequate service and would there-
fore vote for something different.

I think I can fairly say, without fear of contradiction,

"that the transportation service in New York City today
is a crying shame. And why? Politics, and the desire
to “fool all of the people all of the time.”” A unified
and improved transportation system under private man-
agement, with a slightly increased fare and with proper
governmental regulation, would solve the problem, and
with great benefit to all concerned.

In 1926 there was no appreciable increase or decrease
in the number of passengers carried by electric car and
allied motor bus lines. The figure has been almost
stationary for the past three years—16,000,000,000
revenue and transfer passengers. Perhaps we should feel
encouraged because of this. I mean perhaps we should
not become discouraged because of lack of increased
traffic when we know that our country has increased in
population prodigiously during the years just mentioned.
I do not think we should become discouraged when we
consider the tremendous increase in privately owned and
operated automobiles during that time. Somewhere be-
tween 10,000,000 and 11,000,000 is the figure.

The independently operated motor bus is not now the
menace that it was, for the industry itself has, to a very
great extent, taken over that very necessary adjunct of
the transportation service. Happily for the industry, for
the bus manufacturers and for the people themselves, a
better understanding of the bus situation has been arrived
at. The financing of independent bus operation by
manufacturers in localities already served is largely a
thing of the past. This is for the common good, for
ruthless competition in a business which should be a regu-
lated monopoly can only work harm for all alike. We of
the electric railway industry should not, however, com-
plain if bus or other transportation service is given in
territories needing service if we ourselves decline to
give it. »

IarproveDp SERVICE AND NEW METHODS

No one, if fair minded, can say that the electric rail-
way industry has not in the past few years endeavored
to better its service. This is the one thing it has tried
to do, not because of altruistic impulse—I think no such
claim has ever been made—but because if it was to live
and eventually to prosper, it was necessary to renovate
its viewpoint and adopt new methods and procedures.
This it has very effectively done, not only by adding new
and modern railway equipment but by adding motor bus
auxiliary service, paying more attention to its personnel,
giving the public more complete information as to its
needs and necessities, and above and beyond all else,
endeavoring to render a service under the most trying cir-
cumstances in a gracious and attentive way.

The industry has been courageous in the face of great
difficulties. Tt has steadfastly maintained that it is
rendering a necessary service to the people. It has tried
frankly to express just what its troubles are and what it
needs to make it prosperous and therefore a better servant
of the public. Its efforts at salesmanship during the past
few years have been noteworthy, with the result that in
many instances much good has accrued not only to the
industry but to the people as well. It is very gratifying

to report and be able to say that, generally speaking,
of the communities—there are a few exce
throughout the country have rallied to the sup
the industry and endeavored to help it, not only
creasing rates of fare but in many other ways. 1
a good sign, for it means co-operation and team:
which in the long run must surely win.

Apvisory CoUNCIL PRINCIPLES

.Last year your advisory council laid down some {
mental principles which it was thought would be ¢
fit not only to the companies but to the employ
the public as well. These principles your co
stands for, and it believes if they are followed th
not help but be of benefit to all alike. The me
portant of these are:

1. The companies must obtain the friendly co-
tion of the public.

2. The companies must have their executives
accessible to their employees and the public. The
welcome suggestions made in the interest of the
grant reasonable requests and have a genuine int
the welfare and progress of the communities in
they operate.

3. The employees must realize that their interes
those of the company are the same, and ma
effort to be useful public servants in an honest er
to make friends for themselves and their company

4. The public must favor a just system of r
and consent to rates of fare that will make its tran:
tion agent a solvent industry.

5. The public must understand that the best ser
the lowest cost can be obtained in a communit
through the operation of all public transportation
efficient organization.

6. The public must realize that 75 per cent
people use the public transportation service in the
occupations, and insist that their authorities en
enforce such effective traffic control that the
vehicles may have a relatively unobstructed use
streets.

Indiscriminate and unregulated parking of autorr
on business thoroughfares is an evil which still
and it is evident that only with the passing of ti
better acquaintance with the results of such evil w
stopped. Not only is such practice harmful to the
portation companies but it is also harmful to the m
whose front door it clogs. It slows down traf
because of so doing becomes a public nuisance.
tinued, it can only mean additional and unnecessar;
tion hecause of the cost of widening streets.

GOVERNMENT OWNERSHIP

There are some among us who are favorable to
ment ownership and operation of public utilities
are not many, however, for the feeling in /
which is the outgrowth of the thought expresse
Constitution, is still too strong for private initia
endeavor. And yet, if the people want to co
keep electric transportation in city and suburban s
I cannot think otherwise—it may be they will
in extreme cases, to take over such operation, ¢
such deficits as may come about to the taxation |
A better thing, and a more likely thing, will be :
people fairly to regulate and compensate th
portation companies so that they will earn a f
on the fair value of the property used and useful
public service.



[he Autobiography
of a Thin Dime*

By E. F. Wickwire

Vice-President Ohio Brass Company, Mansfield, Ohio

his 1s one of the author’s characteristic ad-
_resses, containing a wealth of philosophy
ith a 1928 model dress that is planned to
lease his auditors, much as he would have
Fem please by dressing up their cars

“T am a Dime—Ten Cents

“I am not on speaking terms with the Butcher

“I am too small to even look at a pint of Ice Cream
“I am not large enongh to purchase a good Cigar

“] am too small to buy a ticket to a Movie

“1 am hardly fit for a Tip

“But, believe me, when it comes to Street Car Fare
“] am considered Some Money.”

’)ERHAPS you've heard the story of the sailor who
was visiting his boyhood chum who had become a
minister. The sailor had a parrot. The minister
had a parrot. The parrots were hung up side by
e. They looked at each other for a minute and each
#s suspicious of the other. Finally the minister’s par-
it, in 4 funereal voice, said:

“What must we do to be saved?”

€The sailor's parrot thought that over for a minute and

en remarked:

“Pump like h , or we’ll all be lost.”

I think the question asked by the minister’s parrot
irikes a familiar chord in the minds of all of us con-
cted with the electric railway industry. We have been
ing to work out the right answer to that question for
iite a spell.

Maybe you’ll agree that the answer given by the
tlor’s parrot to the minister’s parrot pretty nearly
ts the nail on the head.

The next question that perhaps naturally comes to
dind is: “Are we steering the ‘old boat’ in the right
ection to reach safe waters?”

And this is a vital question that concerns everybody
nnected with the industry—whether he be an operating
n or a manufacturer.

Recently I noticed a card displayed throughout a manu-
cturing plant which read something like this:

‘Who is your real boss?”
‘Is it the president? No.”
‘Is it the superintendent? No.”

“Is it the foreman? No.

“Your Real Boss is the CONSUMER of our Product—the

n who buys the article that you are helping to make.
If he is satisfied with your Product, he will continue to

Abstract of an address delivered at the annual convention of the

terican Electric Railway Association, Cleveland, Ohio, Oct.
to 7, 1927.
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patronize you. If not, you will lose his patronage, perhaps with-
out even hearing a complaint from him.

“Furthermore, the quality of your Product is the yardstick by
which hc measures the pnce he is willing to pay for it.

“It is not simply a question of satisfying yourself—you must
satisfy him.

“At times you may think he's & ‘Crank,” so keep this definition
of a Crank before youl

“A CRANK IS A FELLOW WHO INSISTS ON CON-
VINCING ME, INSTEAD OF LETTING ME CONVINCE
HIM.”

Doesn’t this same principle apply to the electric rail-
way industry? Isn’t the user of our product—the car
rider—the real boss? And isn’t it up to us—all of us—
to satisfy him in order to progress and prosper?

And if we are really aiming to satisfy this real boss
—the consumer—doesn’t it stand to reason that we must
constantly study his likes and dislikes; find out what
appeals to his spending instinct, and do our utmost to
develop our product accordingly?

You may say, “That sounds all right, but it’s not such
a simple matter to read the minds of the fickle public
in our case.” And I agree with you thoroughly. But
I think you agree with me that a determined, intelligent
and organized effort on the part of all of us will find
ways to accomplish our purpose.

1t’s a good mark to shoot at—and you know Cleopatra
finally “made her Marc.”

We might do a lot by estahlishing scientific research
departments. I use the term “scientific”’ because any-
thing is scientific when we don’t quite understand how
to accomplish it.

I recently heard a man who has been prominent in so-
called scientific research work for improving the auto-
mobile make this remark:

“Qur constant aim is to find out what appeals to the
public; what it will buy, because anything that can he
sold can be manufactured.”
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Isn’t that a significant comment, “anything that can be
sold can be manufactured?”’ And wouldn’t we do well
in our own industry, both operating man and manufac-
turer, to dig a little deeper into that point? _

I doubt if there is any field in which the mechanical
and technical problems have been more intelligently,
logically or thoroughly worked out than in the electric
railway industry. Hampered by low fares and working
under that first fundamental law of railroading—"serv-
ice must be maintained under every condition”—there
is no denying that electric railway men have accomplished

wonders.
Tue AutoMoTIVE MAN’S PHILOSOPHY

This automotive man whom I have quoted has evi-
dently studied people from this standpoint. To quote
him further:

Every trade in the world hates the introduction of a new idea
into its routine, if the idea looks new. Therefore, be careful how
you wrap it up. They award medals for a new idea only after
it becomes old.

So we must study that end of the thing and the business rela-
tionships, the common, every-day, work-a-day things, simply to
find out whether we do it by force of habit, whether there is any
sense to it or whether there isn’t.

So the principal way to start research in any organization is to
start at your desk. ' Turn it 180 deg. around and see how much
different things look. Just move a few things around. Go to a
different restaurant to eat, or do something differently.”

{Suppose in our case he might suggest riding to work on a
street car.]

That is all that is wrong with us; we get to doing the same
thing in the same way every day and all the rest of the world
disappears.

So we have to get out of the rut; that is the greatest problem
that research has today, to get us mentally out of the rut, and
the rest of the things come as a matter of course.

I have taken the time to quote these remarks from a
man high up in automobile research work partly be-
cause -they appeal to me as very much worth while in
themselves and also because the development of the auto-
mobile has created an entirely new set of conditions in
the electric railway industry.

So. whether we like it or not, the automobile seems to
be our principal competition. And a little analysis of
some of the ways the automobile industry has appealed
to the public in motor transportation may emphasize the
importance of some points as applied to our case.

For example, we all know that the “appeal of appear-
ance” has been one of the strongest selling factors in
the automobile industry.

Knowing, as we do, that the decided changes and im-

provements in the lines and appearance of the 1928
model motor car, as compared with, say, the 1918 model,
have appealed so strongly to the public, is it reasonable to
assume that it will not respond to more of the same kind
of treatment, applied to the trolley car? There is a
question of degree of course, and this doesn’t mean that
the trolley car has to look like an automobile, but it
should look less like the old. “5-cent” street car.
. The motor car industry has not been able to get motor-
1sts to adopt the polecat’s motto, “don’t hurry—others
will,” so it has made marked improvements in recent
years in the matter of quick acceleration, and you will
find it featuring this point in its advertising and in its
sales talk.

In the matter of comfort, the motor car manufacturer
h..as- made constant improvement, even to the point of pro-
viding, in some cases, cushions stuffed with “goofer
feathers, or fuzz from peaches.”

Here, again, enters the question of degree whe
sidering the trolley car, but it doesn’t stand
that a man is cheerfully going to transfer his pan
anatomy from a wide, comfortably cushioned autc
seat to a narrow, hard-surfaced trolley car seat.

Automotive engineers will tell you that quietne
power do not naturally go together in a gasolin
and yet they have spent years trying to make |
as quiet as possible. And it stands to reason th
nervous system suffers so much from the sq
rattles that develop, in the motor car, he al
sensitive ear for the grinds and howls that dev
trolley car. ,

Last, but not least, we all know that the trol
that presents a clean, bright, attractive appeara
a strong appeal to the public.

The motor car has developed one outstan
acteristic in the American public today, and tha
patience. People won't walk, nor will they wait ¢
in fact, they can scarcely wait for a traffic sis
change.

Like the little Irishman who was hurrying alon
flivver and was stopped by the traffic officer, w
“Wait! Pedestrians are now passing.” After
impatiently for a minute the little Irishman ye
cop, “Say, when kin a Catholic get past here?

SPEED, BUT FOR WHAT PURPOSE?

A big percentage of the people today are ru
around in motor cars, hurrying to get somew]
half of them don’t know what to do after they
Nevertheless, they demand speed in the matter
portation, and I believe that most of us have ¢
that we have to face that issue squarely.

There’s no use trying to satisfy the car riders
satisfies us. 'We must deliver the kind of a pr
satisfies them, or it won’t work any better tha
to amend the Constitution without first amet
people to fit it.” Their requirements may see
sonable, but is it easier to rebuild the public or to
our product?

These truths bear much repetition; they but ¢
what the sailor’s parrot said about the necessity
ing on pumping—“pumping” new ideas into the i
to keep pace with changing conditions.

Why will people willingly pay taxes to prov
and more street space for private cars and then
an extra penny or two to ride on street cars, whic
five times the number of people for a given a:
street space?

At the opening of our county fair the other d
estimated that 10,000 automobiles had arrived an
2,000 people.

One reason for all this “scotching” on street
is because shrewd politicians everywhere ha
elbows with and studied this “real boss” that
talking about—the consumer of our product.
know that it’s not hard to convince him that he :
pay .10 cents to ride in the trolley car that he u
in for 5 cents—or one that even looks like t
used to ride in for 5 cents.

Yet shopkeepers tell us that the working
days is buying silk shirts. And the working girl
ing silk stockings—so I've heard. Cotton s
“on their last legs,” and, by the same token.
street cars are on their last wheels. And it’s a
that the 1928 model shop girl will cheerfully pay
to curl her 1928 model silk stockings under t,
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# “silk stocking” model rail coach if she gets half a
ice. And no wise politician would attempt for a
ite to tell her that she couldn’t afford it.

it most of us realize that modernized equipment alone
hot solve our problem successfully. It must go hand
ind with modernized merchandising methods. And
bncouraging to note that the industry as a whole has
icovered how to sell its service, instead of simply
ling patrons to buy it, as they did in the old “horse-
buggy” days.

this connection, the aim of your committee on co-
tion of manufacturers is to inspire manufacturers
hke a more intelligent and intensive study of the in-
v's needs, and so stimulate the creation of more new
together with creative selling effort in presenting
{ ideas to operators.

it that the manufacturers have not been making im-
tments. One look at the excellent car exhibit at this
tntion will offset any such impression. We've made
i#d start and will undoubtedly create and adopt im-
jments much faster from now on, particularly in
et to further changes in the lines and outward ap-
ince of the car.

hg ago the automobile industry called in the artist
pate new body designs, and the artist may have
iht a spark plug was a horse. But he went ahead
jeautified the lines of the automobile body. Then
Foduction man was called in, and he said, “It can’t
it to look like that.” But the executive said, ‘“This
d just an artistic picture; it’s a commercial proposi-
it must be built”—and they found a way to do it.
ere is nothing like calling in the right man when
lvant something done. Like the Scotchman who
id to put up a brick building—so he called in a Free

t next subject on the program this morning is
d “How the Industry Is Progressing,” the idea
fto present short talks by operating executives relat-
b accomplishments of the year on properties in
ds parts of the country.

{as been well said that “‘the individual today counts
4 little in the entire make-up of the industry that
ly an exchange of ideas and finding out how little
sow, do we go back home and want to learn more.
tould all listen to these new ideas and Five them

il are all pretty much alike as human beings, and
Mfime a new idea is presented we are quite willing to
Mat’'s wrong with it, because it’s more fun to throw
Kithan to lay them.
shouldn’t we go a step further and say, “Can you
gme that difficulty?” And if you do overcome that
ou may develop another. And if the project is
while, you can go ahead and solve that difficulty—
oldon’t get tired too quickly.
phervatism has its place, but progress means pioneer-
’s all right to “keep both -fect on the ground,” but
't walk far if you do.
DEt’'s not be backward about presenting new ideas at
meetings for fear they may sound radical.
il} the Christian Science testimony meeting that I
bout recently. There were many enthusiastic talks
bledging the inspiration and help received from
dBaker Eddy, the founder of Christian Science.
itiily, a meek-looking little woman in the audience
élnd said, “I’'m only a visitor here and never heard
Baker Eddy before, but I just want to tell you
tlydia Pinkham has done for me.”

Evolution of Regulation
and Accounting*

By Harry Boggs
Herdrich & Boggs, Certified Public Accouniants,
Indianapolis, Ind.

Harry Boggs

complexity. This is the history of regulation and
accounting.

As most of you are connected with an enterprisc that
is regulated by law, it might be interesting to know that
regulation is not a recent invention or a new discovery.

The difference between private enterprisc and public
calling are the most salient characteristics of the law of
business relations. The causes of these differences are
more economic than legal.

In public callings the state imposes affirmative duties,
but in private enterprise usually the duties or restrictions
are ncgative in character.

The history of the development of this distinction be-
tween public business and private calling show clearly
the legal and economic basis upon which the modern law
rests. |[Mr. Boggs then reviewed some of the regulations
in medieval times, pointing out the economic basis.]

[After citing certain classes of business that are now
usually considered as public utilities Mr. Boggs takes up
the question of why they are so classified.] ;

The question arises, why these classes of business are

l :\ OLUTION means the ascent from simplicity to

* {bstract of a paper presented at the annual c_on_t'cnfion of the
American Electric Railway Accountants’ Association, Clevelond,
Ohio, Oct. 3 to 7, 1927.



668

ELECTRIC RAILWAY JOURNAL

regarded as public utilities and subject to state regula-
tion, when other businesses are not so regulated. The
principal reason is economic. It takes comparatively little
capital to open a shop or a grocery store, therefore the
field of these callings is practically unlimited as to com-
petition, and competition may be expected to reg'u.lz_lte
service and prices. But the classes of public utilities
hereinbefore named require large investments. To at-
tract the capital required for such investment it is con-
sidered necessary in most cases for the state to grant a
monopoly : that is, to guarantee the company which pro-
vides this service that it shall not be subject to com-
petition in its field and that it shall be permitted to earn
a reasonable return upon the fair value of its property
actually used and useful for the convenience of the
public. ' .

In return for that grant, and in order to prevent the
monopoly from becoming burdensome on the public—
that is, from charging exorbitant rates, or giving inade-
quate service—the state makes exact and rigid regula-
tions for the conduct of the hbusiness. These are affirma-
tive duties. The state says that the business shall he
conducted in a certain manner.

Let us take. for the purpose of comparison, an electric
railway utility and any typical private enterprise, such
as a merchandising or a manufacturing business.

In the first place the character of a public utility cor-
poration is such that in order to furnish adequate service
to the public a very large fixed investiment is required.

While this may also be true, to a degree, of some
manufacturing concerns, in commercial undertakings the
capital turnover occurs several times each year and the
fixed investment is relatively not large.

A manufacturing plant may operate when and as long
as it pleases those in charge of its affairs. Its products
usually can he stored until needed. The capacity of the
plant can be adjusted to the demand of the market. but
the size and capacity of the plant of an electric utility
must he sufficient to meet the highest peak demand made
upon it, even though that demand continue but for a
short time.

A ntility furnishing electric current must be in con-
stant operation and production, 24 hours a day. A utility
must serve all who apply and must sell its product with-
out discrimination in price. Those who are engaged in
manufacturing and commercial enterprises are not so
restricted.  They may sell or not sell, as they please.

ia |

Members of the exhibit committee

On the other hand there are certain advant;
privileges which accrue to public utilities whic
shared hy those engaged in private enterprise.
certain legislative restrictions upon competit;
inure to the benefit of the utility.

So we find that the determining factors
to these matters are econontic and not legal a
inexorable economic law which governs and

AccoUNTING Is AN IMPORTANT FACTOR

Now that we have briefly traced the dev
regulation, let us talk about the accounting
for a few minutes, to see if there has been an
ments worth while and to determine. if possil
much importance to industry attaches to this
profession.

| Attention was directed by the speaker to
methods in vogue when trading was first i
hy human Dbeings and showed how transa
recorded then.|

In years gone by many merchants viewed
ing department as a needless expense and
The very first thing that transpires after any
pany is organized is to call for an account
up a set of records, thereafter to he kept in
ner as will correctly reflect the true condition ¢
throughout its corporate history.

The owners of a large corporation may hav
ful institution, but they must depend upon
ing department to keep them posted on the
business and warn them of the leaks.

1 am sure that no public utility can properly
without a competent accounting department.
prescribes just what accounts shall be kept a:
when periodical reports must be made to the co
and the books must he accurately kept in ords
reports will tell a true story. ‘

We all know that the income tax law has
important factor in bringing about a wider 1
of the indispensability of the accountant.

Some of the highest executives in our la
tries have come up through the accounting ¢

May I leave with you the thought that th
department is rapidly mounting to its proper
utility field as well as in the commercial a1
world and must eventually be recognized
important and vital factor in every business

-~ eengy
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Is Fair®

By George B. Cortelyou

an Joint Committee of National Ultility Associations

NHE Joint Committee of National Utility Associa-
tions had its genesis in war conditions. To ex-
lite the placing of their resources at the disposal
€ government and to serve as a means of contact
he government on the larger problems created by
i, the utilities formed several joint committees.
1 of the war naturally brought an end to these
ities, but it was thought best to continue some
f organization that would function in time of
and that would facilitate connnon action on qgnes-
lof larger import affecting the utilities. The pres-
it committee was the result.
¢ national utility associations comprise the follow-
he \inerican Gas Association, the National Electric
‘ouzmon and the .\merican Electric Railway

e the fact that the country as a whole has ac-
and indorsed the policy of private ownership,
tion and management of the utilities, ardent advo-
of contrary policies appear from time to time with
i ])lans that would involve the government in vast
res, whereas every practical feature of their
) far as they have any practical features—could
d. at infinitely less expense. by the normal ex-
d development of existing private agencies.
nld have us believe that goverument can carry
mess better than those who have grown up n
ve made it what it is today. and this in spite of
that litter the road over which government
has traveled in the past. Many of these en-
stic theorists are less concerned with the success
lir particular project than with gaining an entering
for their paternalistic ideas.

American people want to be just and fair. Of
fere can be no question. They have proved it time
m hoth in their domestic affairs and in their ex-
{ relations. Temporarily they may be misled by
ted and partial information, they may follow false
r a tune, but i the long run they reach sound

onelusions in the long run, if the run is too long.
able damage may be done before the situation can
Surely we are justified. then, in attempting to
Ithis by pointing out the errors and fallacies in-
etin many of the proposals affecting the utilities

druct of an address delizered at the annual cmn'cn!im_x of the
Elcc!rw Railway Association. Cleveland, Ohio, Oct.
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George B. Cortelyou

that are urged from time to time, by disseminating reli-
able information concerning them and by endeavoring to
keep the line of progress as straight and unbroken as
possible.

There is neither mystery nor hidden purpose in the
program of the jomt conunittee. Its work will he carried
on openly and frankly. It seeks no favors: it asks only
that its presentation of the utility situation he considered
and dealt with on its merits. But that such presentation
may be so dealt with. it exercises the commoun right of
all .\merican citizens or orgamzations to be heard on
all matters in which they are interested that become the
subject of public debate or decision, and having presented
its case it will, with confidence. abide the informed judg-
ment of the people.

We believe that an informed pullic 15 a just publie.
We intend, therefore, to give the public the truth about
the utilities, their aims, their hopes, their difficulties, their
accomplishments. We shall try, among other things, to
demonstrate that the entry of govermuent. whether
national, state or local, into this field is eonstitutionally
unsafe. politically nnwise, economically unsound and
competitively unfair. And this we shall do. not wholly
from the selfish standpoint, but because it is the obliga-
tion of every good citizen to fight the spread of theories
which. if adopted. would undermine the structure upon
which our national progress is founded. We believe that
we can so present the outstanding merits o{ utility service
under private ownership that' an informed public will be
unwilling o abandon the solid ground of that system
for the quicksands of goverument owuership.

Although the utilities as a class are rightly regarded
as among the most stable of our industries, they are by
no means exenmpt from the effects of changing conditions
and the necessity of adapting themselves to them. ’eriods
of readjustment are always difficult and often painful.
The dislocations caused l)) the war, with costs far out-
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stripping rates, were a severe trial to the utility interests,
but they met the situation with faith and courage. The
aftermath of the war brought its problems also, and these
too are being met in the same spirit.

Among the ever-present facts of the utility situation
is that of competition. In the case of the gas and elec-
tric companies, this is largely indirect, except in the
great and growing industrial field. Gas, especially, must
meet the competition of other fuels such as coal and oil
where heat is required in industrial operations. The
electric company, in its wholesale department, deals with
similar conditions. Of course, both are legal monopolies
in the sense that there is usually but one gas company
and but one electric company serving a given territory,
and to this important extent they are relieved of direct
competition.

When we come to the electric railways, we find the
competitive sitnation greatly intensified. The phenomenal
increase in the use of the passenger automobile, the bus
and the truck reacted with serious consequences upon the
electric railways, both urban and interurban. They were
faced with grave losses, many were forced into receiver-
ships, and many miles of track was abandoned. Had they
outlived their usefulness, were they about to disappear
from our streets and highways and take their place
among the relics of an age that had passed? To these
questions many were prepared to answer in the affirma-
tive and were getting ready to sing the “swan song” of
the electric railways, just as in earlier years there were
those who doomed the gas industry to extinction when
it lost the major part of its lighting load to electricity.
But happily in neither the one case nor the other were
the prophets of evil justified by the event. Just as gas
recovered from its temporary setback and marched on
to triumphs undreamed of in that early day, so the elec-

tric railways, now that they are getting their “second

wind,” are gradually working out of their difficulties and
are more than holding their own. Public opinion, which
at first was inclined to be somewhat apathetic, is now
awakening to their value as a means of economical mass
transportation.

Much of course remains to be done. Their credit must
be restored, which can be accomplished only by larger
earnings, and this in turn may call for further revision
of fares in some instances; equipment must be modern-
ized, better business and accounting methods must be
adopted, service must be improved, discriminatory taxes
and other oppressive exactions must be abolished, and so
on. All agencies of transportation, whether street rail-
way or bus, must be so co-ordinated that unnecessary
duplications of service and facilities will be avoided.

Substantial progress is being made along most of these
lines. The important thing is not so niuch the speed at
which we are traveling as the direction in which we are
going. The electric railways are headed in the right
direction. Their return to the place that is rightfully
theirs in our transportation system will be hastened if
they are protected from the type of competition that is
merely destructive in its effect and that in the end bene-
fits no one, the public least of all.

This does not mean that competition should be done
away with, even if that were possible. There is no
stronger incentive to effort than competition, actnal or
potential, and one kind or the other is present in every
industry. We of the utilities do not know at what
moment our products may be challenged by new dis-
coveries, new inventions, new developments, but we must
be prepared to meet the challenge whenever it comes, on

the basis of service and price. If we cannot do
must step aside or be pushed aside. We are m
sengers in the industrial boat, but working men
the crew. We must “pull our weight” and a litt
We exist to serve the public, and our contributio
public welfare must be measured by the touchs
service. 1 Y

Progress

Is the Achievement of Man
Minds and Many Hands
That Is the Glory of Life*

By Dr. Alfred W. Wishart

Pastor Fountain Street Baptist Church
Grand Rapids, Mich.

Dr. Alfred W. Wishart

practice of inviting ministers to address

of business men. He thinks the necessity t
sales demands high-powered salesmen whose ct
in trade is emotion. Ministers are assumed t@
masters in the art of arousing emotions and s
der aid to salesmen. Then, again, religion,
clerical co-operation lend respectability to bu
tures and help to establish confidence in the mi

IN A RECENT magazine article a writer deg

*Abstract of an address delivered at the annual conve
American Electric Railway Association, Cleveland,
3to 7, 1927.
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public. . If that is a true explanation of the
of ministers on convention platforms, I am out
here for several reasons.

, because I believe a religion or a business that
otion above reason invites disaster. Confidence
d will in business must be rooted in something
stantial than sentiment. People may be swept
feet temporarily by emotional appeals, but unless
d business can meet the demands of our intel-
d actual needs, the whirlwind will pass away,
in in its wake. In the long run we have to

ly, I believe that while prayer has its proper
e, it has its limitations. It requires something
prayer to please the public, to deal justly with
and to make business profitable. Piety is no
for hard work, efficient management, enterprise
elligence..

tly, I must frankly express a sorrowful con-
any effort to palm off on the public cheap and
ods, inefficient service of any sort and unsound
al ventures in the name of the Golden Rule or by
d of advertising sprinkled with pious slogans. The
igion in business is downright honesty and
ng, which means giving a dollar in value or
every dollar received.

his in ‘your business demands a variety of high
intelligence and character. It requires you
with changing conditions, to meet new needs,
iently with the many difficult problems that
nodern traction companies. A manager who is
tive and dull of perception to keep up with
new ideas, new methods, is as big a detriment
iness as outworn equipment and machinery.
on the scrap heap.

e ideas and methods, refusal to change with
nditions, sticking to old traditions that have
ning and utility are causes of many failures
and of loss of power and prestige in religion.
s that overtook public utilities in the period
e are beginning to emerge were largely the
d policies, corrupt or inefficient methods and
refusal to face the facts of changing social,
| economic conditions. During that unhappy
were frightful economic losses, embittered
een the people and public utilities, strikes
political alliances. The new order of things

which is gaining ground every year is the result of the
labors of men of vision, courage, faith and initiative.
They are the pioneers of a new era in which the street-
car service has been improved and public confidence has
been created through judicious appeals to reason. The
old methods of protecting public utilities through cor-
rupt political influence are being abandoned. How many
are still wandering in the wilderness, unconverted and
unconvinced, you know better than I.

Perhaps this is one of the reasons for my being here—
to help the progressives convert the unprogressives. Eyes
have they, but they will not see; ears have they, but
they will not hear. May I humbly suggest that one
ground of hope for the unregenerate is that most of the
progresstves are relatively recent converts? To a great
degree the sufferings of public utilities have been brought
upon them by those engaged in the business as financiers
and executives. Some were the work of demagogues
who took advantage of evils that should never have ex-
isted. Others were the result of failure to keep up with
the march of applied science. And still others were due
to a blind refusal to appeal directly, frankly and intel-
ligently to the public.

Patience is indeed a great virtue. Rome was not built
in a day. To make matters worse, we no sooner think
we have solved our problem than some new idea upsets
our theories and requires us to grapple with fresh prob-
lems. That is life. This modern world, especially, is no
place for skeptics and cowards, the lazy or the stubbornly
inefficient. Hence these conventions that inform, inspire,
encourage and enlighten! No man, no ccrporation, no
country, is sufficient unto itself alone. We need one
another. Progress is the achievement of many minds
and many hands. That is the glory of life. Civilization
is impossible without co-operation, friendship, patience,
courage and mutual confidence. There is no sharp boun-
dary line between religion and business. Your great
enterprise, the business of daily transporting millions of
people in this broad land of ours, demands moral qualities
of a high order as well as engineering skill and executive
ability. The reason is that morality is basic to business,
for business, after all, is life. Your contacts are not only
with machinery but folks. Your problems are not all
technical, mechanical, financial. They are problems in
human relationships. And I do not see how such prob-
lems can be successfully dealt with if we ignore the moral
factors of human contacts.

W e exist to serve the public, and our con-
tribution to the public welfare must be
measured by the touchstone of service.

—GEeorGE B. CorTELYOU.

ll




hat Makes Good Track?:

By Frank B. Walker

Chief Eng'neer Eastern Massachusetts Street Railway

HEN the Eastern
Massachusetts Street
Railway was reor-
ganized in 1919 several hun-
dred miles of track was
in poor physical condition,
and it became’ necessary to
carry out an extensive reha-

bilitation program. New
funds were limited, and it

was a problem in economics
as well as in engineering to
carry out the work success-
fully.

The way and structures de-
partment was completely re-
organized and decentralized.
New track machinery was
purchased, an intensive study
was made of modern methods
in use on other roads and
some new ones were devised.
A course of training on
modern track construction
and maintenance methods
was given to supervisory and
productive forces.  Three
hundred and ninety miles of
track has been completely
rehabilitated and  welded.
Only 10 miles of unpaved and
67 miles of paved track was
Jaid with new rail. Thus it will he seen that 80 per cent
of the rehabilitation was carried out by using the old rail.
By the use of modern methods of straightening ra.ils.‘ re-
pairing and welding joints, surface welding and grinding.
this track has been put in good operating condition at a
cost ranging from $1 to $2 per lineal foot. The total
estimated saving is not less than $3,000.000.

The condition of the old rail was such that it could
not he re-used without the vertical bends heing removed
and the joints welded. We developed a new bender con-
sisting of a girder heam, on the center of which was a
35-ton jack with heavy yoke passing underneath the rail
joint and with adjustable feet for various lengths of
bends. On the rehabilitated track 150,000 joints were
straightened out with this type of hender at a cost of
only a few cents each. Tn 1921 after about 15,000 joints
of various types had been welded, the metallic arc method
was adopted and has heen standard on this property
since. Of the more than 175,000 joints of this type that
have beén welded, failures have heen fewer than with
any other method.

It was found that much of the old, lighter rails could
e welded by the use of the original angle bars, with

*Abstract of a paper presented at the annual (_m_l.z'('ufiou of the
American Elecirie Railway Engineering Association. Cleveland.

Ohio. Oct. 3 to 7. 1927.

F. B. Walker
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the outstanding flange cut
by an acetylene tg
Although this kind of §
had considerably less stret
than the rail, many thousa
of old plates were used
only a small number {faj
This led to the conclu
that the actual strengt
the welded joint was o
as much consequence as
quality and kind of weld
This is especially true on
T-rail and 9-in. girder
paved streets. Of our
of more than 130,000 we
joints none has failed by
pact. Such few {ailu
have occurred have bhe
account of secondary stre
from the welding proces
temperature changes, ang
believe that properly weé
joints will not fail on ace
of wheel impact. The ¢
pany has recently devi
a new Dbase-plate he
type of rail joint, whic
stronger than the fish-
tyvpe and is cheaper. .
than 2,000 of these are
in service.

Grinding joints was considered an important
the program, and 175,000 joints have been grou
of a total of about 200,000 in the entire system.
these 122,500 were surface welded before they
ground. Corrugations in the head of old rail to the
tent of about 640,000 lineal feet, were ground out
currently with the rehabilitation program. The pa
ing of cars over rail joints and corrugated rail has
practically eliminated, and noise has been reduce:
minimum.

We are trying to bring our property, and have
succceded, to the point where there are no bad jo
noisy tracks. \We are competing with rubher=
vehicles, and it is essential that we eliminate track i
and particularly those track noises caused by bad j
corrugated rails and pounding special work. In this
nection it may be of interest to note that we are we
all exterior and interior rail joints of all special wal
it is helieved that by the elimination of such bolted
the life of special work will be materially lengthenee
the noise from pounding joints eliminated. So fa
has bheen no trouble due to breakage of such w
special work.

Our present standard paved track is similar t@
on many other properties. consisting of either 7-in..
T-rail or 9-in. 104-Ih. girder rail, metallic arc-w
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tie rods on 5-ft. centers, tie plates, 6-in. x 8-in. x
reosoted hard pine ties and 6 in. of ballast. This
hout $+4.40 to $5.40 per foot of track, exclusive of
. depending on type of rail, traffic, etc.

ticular attention has been paid to drainage, as the
t enemy of good track is water. Most of the old
needed more drainage, especially on country lines
there were no side ditches. The tracks formerly
ackfilled to the tops of the rails and for long dis-
the track area was below the highway level. One
problems was to convince highway and municipal

Total -
Track Defects- IR
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have shown a steady decrease on the Eastern Massa-
3 Street Railway since the inauguration of the track
tation program

es that we should be allowed to raise our tracks
th the shoulders of the adjacent road. An
c campaign of education was carried on, with the
at we were permitted to raise and ditch about
s of country track. As a result the tracks are
sily maintained, water is carried into the side
to culverts, snow is more easily removed, and
tter conditions exist than heretofore. In cities
er of drainage is different, but by placing more
ns and seeing that the pavement itself is sealed
the entrance of water along the rails and into
de and ballast the question is largely solved.
atter of suitable ballast for both paved and un-
aick received considerable thought. The old com-
used broken stone hallast on a portion of its
ack and on one or two lines in the country. On
ick broken stone is undoubtedly best. [t is also
t expensive. On the major portion of our coun-
 a good quality of bank-run gravel was used.
vy service country lines stone was used. On
acks the practice of using broken stone was ad-
for several years, but on account of its increased
| the fact that the modern type of pavement
ffectually sealed the track area against the en-
f water, the use of screened gravel was adopted
years ago, and it has been found not only that this
pensive but that it is as good as if not hetter
ken stone.
enance costs of paved and unpaved track have
terially reduced in those sections of the track
we been rebuilt or rehabilitated and particularly
e rail joints have heen welded. The welded
track has been successful beyond our expecta-
Maintenance expense has been reduced at least
mile per year. Riding qualities have been

EASTERN MASSACHUSETTS STREET RAILWAY., ACTUAL COSTS
CITY TIRACK CONSTIRUCTION

4 .liowsll. " Lowell, Lowell,
ridge Street awrenece Street  Bridge 8
Acet. 1,380 Fr. 600 F. Qz.fso Fr.'
3 ‘ . " ) . 7 [n. T-Rail 7-in T-Rail 7-1n. T-Rait
Superintendence. . . , ., $83 335 $100
; ’llf?ellas 823 364 1,336
3 R 905 418 1,496
4 Rails 7 1,686 722 2913
Rail fastening . 574 247 "976
8 Track roadway labor . . 1,870 1,004 2,965
9 Misel. track expense. . 147 80 435
Total............ $6,088 $2,870 $10,221
Cost perfoot. . ..... $4.41 $4.78 $4.48

materially improved. Bond renewals, formerly at the
rate of ahout 20,000 to 25,000 per year, have gradually
decreased to almost nothing on welded track and only a
few hundred per year on the remainder of the system.
Return circuit on all lines is in excellent condition, and
very rare indeed are complaints made of electrolysis
conditions. Derailments due to track defects, bad joints
or special work and such other causes have decreased
from about 1,000 per year to about 40 per vear.

For every $100 spent on track, $H is spent for
material and $56 for lubor. The human side of track
work is, therefore, of more importance than the material
side, if viewed from a dollar standpoint only. An
engineer recently asked, “What makes good track *” To
this we replied, “The hearts and muscles of the mien
who do the work.” On this property the great need of
having work performed properly and by men who knew
how to do good work was early recognized. Although
the methods employed must be fundamentally sound and
the rails, ties. hallast and other materials must be proper
for the location. the most important thing is to do the
job in a workmanlike manner. We have imbued all of
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Yearly record of joints welded on Eastern Massachusetts
Street Railway :

our men with the idea of not being satisfied with “*good
enough” and remembering that the Dbest was ‘“none
too good."

It is of the utmost importance to have interested men,
whether it be supervisory or productive, and it was not
difficult to get those men interested. We tryv to have no
old time “hosses” ot this job. Ou the contrary, those of
us who are in authority endeavor to be instructors rather
than drivers. As a parting thought, | will say that such
success as this track department has had on the Eastern
Massachusetts property has been hecause we have consid-
ered the human element as of more importance than the
material one.



Trends in

Motor Coach Engineering*

By H. D. Church

Director of Engineering White Motor Company, Cleveland, Ohio

ating requirements of

the modern motor coach
is rapidly setting up new
standards of engineering in
motor coach design. Certain
engineering practices that are
perfectly safe on other types
of vehicles have no place in
a modern motor coach. The
design of any piece of mech-
anism is determined by
operating requirements. A
satisfactory motor coach de-
sign must be one that either
earns or saves money for its
operator. The most impor-
tant developments in the im-
mediate future will probably
be in the direction of refining
and improving present de-
signs to give greater safety,
greater passenger comfort
and, last but not least, lower
operating costs.

Considering the various
chassis units, the engine,
clutch and transmission are
those in which the greatest
improvement is to be ex-
pected in the near future. In the broadest sense,
the engine design is determined to a large extent by
the maximum torque requirements. ~The engine must
have a number of cylinders that gives inherent bal-
ance, and the maximum torque requirements will be
an important factor in determining how many cylinders
are used. With the present-day fuels a distinct limita-
tion on the cylinder bore is imposed by the detona-
tion characteristics of the fuel. A discussion of this
phase of engine design would take too much time, but
considering the factors involved, it is not likely that
cylinders of larger than 4}-in. diameter will be used,
owing to difficulties with detonation and cooling of piston
heads. There is something to be said in favor of each
of the three types of cylinder construction in use today
—namely, the sleeve valve, L-head and overhead valve.
Each type is being constantly improved, and actual serv-
ice alone can give the ultimate answer as to which is the
best.

The engine lubricating system is at the root of many
troubles today. Full forced feed to all working parts
1s essential. Provision for properly cleaning the oil is

SEVERITY of the oper-

A;fb'”de laf ta .pa;?er_lpresmlz:led at the annual canvention af the
terican Electric Railway Engineering Assaciatian, Cleveland,
Ohia, Oct. 3 ta 7, 1927. -
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desirable, as well as somig
sign of oil cooler to mai
proper viscosity in
weather. A lubricating ¢
that should be given mor
tention in design is the e
nation of oil leaks.
engine or chassis unit v
is covered with dirt e:
nally as a result of oil |
is hard to inspect for c
tion, and difficulties that
have developed are less |
to be discovered. Imp
ments in engine desig
well as in lubricating sys
will undoubtedly give n
longer life to all the e
bearings.

The importance of rig
on the life of the wo
parts cannot be ove
mated. A sufficien
crankcase and cranksh:
sign will go a long
toward the eliminatio
bearing troubles and
P tendant expense. Stil

of the cylinder block
head is also important.
the detachable cylinder heads almost universally

inder head studs does not distort the valve seats o

Rapid progress is being made in exhaust val
ing, which will greatly lengthen the periods betwe
regrindings. Improvements in the induction syste
coming which will give better distribution, higher
effective pressures for the same detonation and |
economy with the present-day low volatility fuels

All engine accessories, with the possible exce
the fan, should be positively driven through inclo
automatically lubricated chains or gears. Clutche
probably have lower unit pressures and better pra
for heat dissipation in order to prolong the life ¢
facings. Some provision to insure a really sof
progressive engagement throughout the life of the £
is highly desirable, as it will save wear and tear ¢
entire driving train between the clutch and the
wheels. It is probable that pedal pressures will
creased in order to prevent driver fatigue. Trans
modifications are to be expected in the directions of
gear shifting and greater silence in the geared

Chassis frames are being designed to give grez
sistance to twisting, which should permit the |
lighter bodies without the sacrifice of body life. |
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pnnection, I think, there are interesting possibilities in
ie development of light-weight bodies.
There is a strong trend toward greater accelerative
ity to enable the coach to keep its place in modern
ffic; by the same token better brakes are needed. I
ieve that metal-to-metal brakes on all four wheels
erated by compressed air or some other form of servo
vice. will soon be considered indispensable. This
onstruction utilizes the entire vehicle weight for braking
ction, requires little muscular effort of the driver, is
cellent from a cooling standpoint, and its action is
ically unaffected by oil, water or grease on the
king surfaces.
'he use of low-pressure tires should become more
eneral, due to the demand for increased passenger com-
In addition, there should be a distinct decrease
1assis depreciation when low-pressure tires are used,
to the added cushioning effect, which protects the
e chassis from minor road shocks. The more wide-
ead acceptance of low-pressure tires has probably been
newhat delayed by several causes. In the first place,
have not as yet fully demonstrated their ability to
/e the same cost per mile as the high-pressure tires.
is 1s because of overloading and constructional difh-
es met by the manufacturers. Low-pressure tires
one other less serious drawback, in that they require
eater mechanical advantage in the steering gear.
here will probably be distinct improvements in chas-
ubrication. The lubricating requirements of a motor

age per day. Many of the points requiring lubrica-
are inaccessibly located, with the result that they are
ected or else the time required to get at them is too
t. The solution may be some form of central lubri-
it or thoroughly housed constructions carrying a
cient supply of lubricant for long periods.

he question of riding qualities is also due for con-
ration. The variation in spring load between a part-
enger load and a full-passenger load is great, and
ns should be provided to insure comfort under either
ition.

wo very important items are body heating and venti-
ion. The exhaust gas-heating system_which has been
nsively used in the past will probably be replaced
some system using water or air. Some satisfactory
ision to give adequate body ventilation without
ts is also most desirable.

Considering for a moment the more radical design
)ssibilities, there are several promising developments
ight. The double rear axle construction, which has
en used for the past few years both in this country
abroad, is attractive from the standpoint of good
ng qualities, less damage to road surfaces and ability
carry the maximum loads on pneumatic tires within
limited over-all width. However, this construction
olves some difficulties in taking care of the torque
tions from the driving and braking loads. From the
dpoint of traffic_congestion, the present-day motor
h probably has reached the limit on over-all length.
s possible that future developments may result in a
plete relocation of the various chassis units in an
eavor to obtain more seating capacity within the pres-
t over-all length.

It is difficult to prophesy the future of motor coach
ign with any degree of accuracy. The rapid increase

h chassis are exceptionally severe, due to the high *

in motor coach use has brought about a specialized vehicle
in such a short period of time that the engineering
fraternity has found it difficult to keep pace with the
operating requirements. It is safe to say, however, that
the design of the motor coach of the future will be
dictated primarily by the demand for safety, comfort and
reliability, and it is certain that with close co-operation
between the motor coach operators and manufacturers
we can look forward to a constant improvement in de-
sign, with an attendant reduction in operating costs.

Mode;n Cars

Effect Economies *

Modernization and Budgetary Control of a
System Will Convert a Deficit
to a Surplus

By W. R. McRae

Superintendent Rolling Stock and Shops
Toronto Transportation Commission, Toronto, Canada

speedy rolling stock, equipped with safety devices and

modern appliances for fast loading and unloading,
fare collection, etc., attract the riding public. The car,
being modern in itself, is not sufficient from the point of
view of maintenance and operation. Modernization must
not stop there. To get the best from this equipment,
modernization must be carried into the office, shops and
car houses in the form of design, equipment organiza-
tion, system and method. The result of this is lowering
maintenance and operating costs and promoting among
the personnel a spirit of co-operation, a pride of accom-
plishment and association, in a modern electric railway
system.

On Sept. 1, 1921, modernization of the Toronto Trac-
tion System commenced. The Toronto Transportation
Commission unified the railway systems, taking over 838
passenger cars previously operated by the Toronto Rail-
way Company and 70 cars operated by the Toronto
Civic Railway. Delivery of new rolling stock commenced
in October of the same year and continued until the
orders for 575 new cars had been completed in August,
1923. These cars included two types of Witt cars and
large roomy trail cars. At intervals, 491 of the Toronto
Railway cars were scrapped. The remaining 347 cars
were of the pay-as-you-enter type, the bodies of which
were of such design and in such physical condition as
to warrant reasonable expenditure to redesign and con-
vert in a manner that would permit of their being oper-
ated under the standard operating conditions adopted
on our system, which included a uniform system of front
entrance for all types of motor cars. ]

Modernization did not stop with the redesign of
bodies; storage air-brake equipment was scrapped in
favor of brakes of the latest design. Obsolete fenders

IT IS indisputable that attractive, comfortable and

*Abstract of on address delivered at the annual convention of the
American Electric Railwaoy Engineering Association, Cleveland,
Ohio, Oct. 3 to 7, 1927
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were replaced with life guards. Hand straps were re-
placed by hand rails  Stoves were replaced hy modern

heaters. Monitor windows were replaced by modern
ventilators. Trolley catchers and tail lights were in-

stalled. Manually operated doors were changed to pnen-
matically n])erated On 156 cars spur gears were
discarded in favor of helical, and the ratio chauge(l for
train and trailer operation.

New shops were designed and constructed, utilizing
modern methods in the progress of the work and
equipped with modern machinery and appliances. Obso-
lete car houses were abandoned or rebuilt. Some existing
car houses were redesigned and enlwrged to correspond
in efficiency with the new car
houses that were erected.

The I.C.C. uniform sys-
tent of accounts was adopted.
with many subdivisions. The
rolling  stock  department
installed a complete cost sys-
tem in the shops and car
houses, together with a sys-
tem of compiling individual
and group cumulative mileage
for passenger and service
cars, huses and coaches, and
a record system for all
component parts of equip-
ment that could he identified
by numbers. Histories and
maintenance costs are kept
of the different groups of
the modern equipments as
well as individual motors,
armatures, compressors, ete.
Additional new systems were
put into force using mile-
age instead of daily or week-
ly schedules for inspection.
lubrication, etc., and standard
practice cards were placed
in shops and car houses
covering this type of work.
Mechanical labor-saving de-
vices, such as adding and calculating machines, filing sys-
tems, etc., together with furniture of the most moderu
type, were installed in a newly erected office building.

Budgetary control was adopted by the commission, and
it naturally followed that this system of control was ap-
plied in its fullest sense by the rolling stock department.

The Hillcrest shops have a labor budget covering each
of the 24 pay periods in the year under ten separate
headings of maintenance and expense—i.e., maintenance
of equipment, passenger car body maintenance, truck
maintenance, brake maintenance, service equipment main-
tenance, electric niotive equipment maintenance, shop
machinery maintenance, shop expense, miscellaneous
equipment expense aud conducting transportation.

Each of the eight shop sections, such as motor shop,
truck shop, etc.. has a labor budget under headings that
apply to the work of each section. This requires 40
budgets, each covering 24 pay periods. Fourteen hudgets
are required for the seven carhouses. Maintenance of
equipment and conducting transportation are the only
headings used in each division. Within ten days of the

W. R. McRae

I0l.70, No,

end of the pay period labor distributions for each sh
section and carhouses have been compared with huds
and reports issted to the chief inspector, master mech
general foremen and foremen. Amounts are conver
into dollars per thousand car-miles and analyzed
excessive expenditures. These results are curved for
purpose of records and comparisons.

The costs of each of the carhouses are based upy
the actual mileage of cars operated out of each divisi
These costs are classified under thirteen headings—i
maintenance of eqmpment car body maintenance, tr
maintenance. brake maintenance, electric motive eq
ment maintenance, conducting transportation, insp
car cleaning, car shuntit
shifting, car oiling. m
per pull-iin. miles per
spection and pull-ins per

spectiott.

The results are ple
graphically for each
house, together with

average costs of the six otl
carhouses. and blueprinted
copy of each being sent
the senior foreman for
carhouse. The compet
nature of these graphs crea
keen rivalry among
various carhouse statfs
at the same time proy
cost data of a valuable natu
Does this  modernizat
process pay r <\ comparis
of the records shows qu
effectively the value
modernization.  Over
period of 1923 to July. 19
inclusive, the recduction it
number of pull-ins for di
ent portions of the equipme
was quite substantial, as
will note : Bodies 80 per ce
trucks 64 per cent, hrakes
per ceut and electric equ
ment 61 per cent. Because of these reductions it is
pected that our maintenance of equipment for 1927 %
cost $375,000 less than for 1922. The total reductior
the various classifications over the period from 192
June, 1927, inclusive, were found to be: Mainten
of equipment, 33.9 per cent; armature maintenatice,
per cent; controller maintenance, 59.1 per cent ; eleci
motive equipment maintenance, 60.8 per cent: lal
charged to equipment maintenance. 53 per cent. |
carhouse payroll has been reduced 10 per cent si
1924, in spite of the fact that our cars are cleaner a
more attractive than at that time. The advent of 0
rolling stock considerably reduced the paint shop paye
but the time arrived when repainting became a necess
to maintain the standard of appearaunce required.
1 think that we are unanimous in the thought il
modernization is the keynote of the electric railway
today. The purchase of new rolling stock when po:
modernizing old cars wheu warranted, budgetary cont
of all expenditures and standard practice throughout'
department will convert a deficit to a surplus.




Prove
Economical®

By W. E. Bryan

Superintendent of Power
United Railways of St. Louis

ENTOUS comparisons of automatic and non-auto-
atic substations have necessitated an estimate of
rtain operating economies obtainable with auto-
I
attempt to give some actual figures covering such
mies on the property with which I am connected,

1922, due to increases in the number of cars oper-
yver the system as a whole, a number of our manual
became overloaded. some to a serious degree.
courses were open: (1) the installation of addi-
| equipment in existing stations where this was
e, and (2) the installation of the additional equip-
i automatic stations located in the districts served
1€ overloaded stations. We decided on automatic
ns, so that we now have seven such stations aggre-
8,600 kw. in capacity. These seven stations ef-
a reduction in the load of nine mannal stations,
indicates the widespread effect of the new stations.
stations have now heen in operation for about
ars.

he studies of past years it was estimated that the
1 operation and maintenance of an automatic sta-
y of 1,000-kw. capacity, would be $750 to $1,000
ar. On a kilowatt basis the ratio of such costs
tomatic stations as compared with manual stations
as shown by the 1926 report of the committee on
generation and conversion, from 7.1 per cent to
er cent, with an average of 254 per cent. These
proved that even during the initial period of auto-
ubstation operation a material saving was realized
score.

aparative data for two 1,000-kw. manual stations
'0 1,000-kw. automatic stations in St. Louis, taken
the auditor's accounts, show that the operating and
nance costs of the two manual stations for the
ar period 1925-26 averaged $3.540, whercas the
rable figure for the automatic stations averaged
Stated in percentage, automatic operation cost
r cent of manual operation. The annual difference
2410 in favor of the automatic station on a 15 per
sed charge basis would justify an investment of
0 for automatic control equipment for the manual
s. However, certain types of manual equipment,
years ago, are not altogether suited for automatic
tract of a paper presented ot the annual convention of the

an Electric Railway Engineering Association, Cleveland.
el 3 t0 7, 1927,

W. E. Bryan

operation. and this is true of the two manual stations
referred to.

Power cconomy is, of course, one of the principal
wdvantages of automatic substations. Most railways pur-
chase power on the basis of a demand charge plus an
energy charge. In any study of power questions, there-
fore, both of these elements must be considered. The
nse of automatic stations in urban districts tends to
decrease the demand figure, as the improved voltage pos-
sible with automatic stations, as usually located, permits
of more coasting for a given schedule speed. High
voltage may increase rheostatic losses at the car, but
where considerable free running is possible, the net result
is improved acceleration and higher speed. In congested
areas, where schedule speed is primarily dependent upon
traffic congestion rather than on voltage, high voltage in-
creases rheostatic losses without, however, an attendant
improvement in schedule speed. It has actually heen
found in several cases that a marked improvement in
trolley voltage in congested areas has resulted in a serious
increase in the power demand with no improvement in
operating conditions.

Probably the most satisfactory method of avoiding this
condition is by the use of the shunt-wound converters.
The two St. Louis stations installed in the heart of the
congested district use this method. having a drooping
characteristic from 600 volts at no load to 560, volts at
full load and 540 volts at 150 per cent load. This ar-
rangement has resulted in holding the voltage at the cars
in this district at practically the same figure as existed
formerly, so that there has been no increase in rheostatie
losses or in power demand. There has been, of course, a
marked decrease in the /2R losses in the feeders. An-
other advantage of the use of the shunt field is that in
case of overload the automatic stations “back off’ from
the load, which is thus shifted to adjoining stations.
This arrangement, coupled with the current-limiting re-

()
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sistances at the stations, permits the moving of an
abnormal number of cars at reduced voltage under
emergency conditions.

As to distribution losses, a feeder section fed from a
station located at one end of the feeder has a certain 2R
loss, but with a second station at the other end of the
feeder section the distribution loss would be less. On the
other hand, with light loads, the operation of both stations
would result in light loads on the converters, with at-
tendant decrease in efficiency. The point at which the
second station should be brought on the line can be
determined mathematically.

The two St. Louis stations in the congested district
are roughly a mile apart, and as they are connected by
heavy feeder copper, they might be considered as a single
two-unit station with an unusually long bus between
units. We have set the relays at these stations so that
one unit operates somewhat as does the lead unit in a
two-unit station, the second umnit coming on when the
voltage drops to 520 volts. This arrangement has been
altogether satisfactory from an operating standpoint.

Another situation often found on street-railway sys-
tems where distribution losses are an exceedingly im-
portant factor is a long heavy feeder section fed from
a distant station. Under normal conditions the distribu-
tion loss on such a section is serious enough, but if a
blockade of cars occurs, the trouble becomes cumulative.
Cars pile up in the section, further reducing the voltage
and extending the time during which power must be fed
over the long feeding distance. The feeding of such
a section from an additional station or stations reduces
the demand figure, saves energy and, what is much more
important, materially improves operating conditions. It
is difficult to evaluate this third benefit in dollars and
cents, but no railway man needs to be told that this ad-
vantage very often outweighs, in the eyes of the manage-
ment, those other advantages which involve a direct
saving in energy.

ErLEcTROLYSIS MITIGATION

All of you are familiar with the effect on electrolysis
mitigation of an increase in the number of stations from
which the general distribution system is fed. The 1921
report of the American Committee on Electrolysis brings
this out very clearly. Our new stations being rather
widely scattered, we expected and have actually realized
a marked decrease in electrolysis troubles. Our greatést
trouble from electrolysis has occurred on underground
transmission cables, of which we own and operate 81
miles. Shortly after the first of these cables was in-
stalled, back in 1903, we experienced a great deal of
trouble due to sheath corrosion where return railway
current left the cable sheath. This was easily corrected
by installing drain wires so as to keep the cables negative
to other earth structures and lead the current safely to
the negative bus. This cable was laid in tile or con-
crete duct.

In 1913, at the time of receipt of Keokuk water power,
a large amount of duct of a somewhat porous texture
was laid by the local power company, and the new cables
laid at that time by the power company and ourselves
larg?ly occupied these new ducts. Although the pre-
cautions previously in use were taken from the start,
serious corrosion of the sheaths developed, this corrosion
occurring not in the vicinity of the substations but in
those localities where the current flowed to the cables
and where the current density on the sheaths was the
greatest. This corrosion depended on the amount of

current flowing to and along the cable sheaths, ang
became necessary to reduce these currents. In
in one of the districts particularly affected, which
fed by a 4,000-kw. manual substation, we instal
insulated return system, which materially bettered
tions, although damage previously done continu
show up.

The distance between substations feeding the dist
in question and the overloaded condition of these
stations justified the installation of two auto
substations between the old manual stations, whi
duced the potential gradients along rail, cable, etc.
small proportion of their former value. The actual
burnouts for the five years prior to the installati
the automatic substations were 63 for the system
for the lines in question. For 3.7 years subseque
the installation of these stations there have be
burnouts on the system, of which seven were on t
mentioned previously. The decrease in underg
cable troubles was from 12.6 per year before inst:
the automatics to 7.6 per year afterward. On the
principally affected the burnouts in the two
averaged 5.6 and 1.9 per year respectively. The r
why the general decrease is not proportionately as
as the decrease in the section hitherto referred t
because the older cables were laid in nou-porous
and did not suffer to the same extent from sheath:
rosion as the newer cables.

The approximate net cost to us per cable burnot
$500. The average reduction in burnouts, amou
five per year, is due almost solely to the increase
number of feeding points and is therefore a ¢
automatic substation operation. Thus we have 2
of $2,500 per year on this score. I might add t
power company has had a comparable decrease
cable burnouts.

As might be expected, the use of automatic substat
brought a decrease in general electrolysis com:
There was a decrease from a maximum of 51 co
in 1919 to fifteen in 1927 (to date). For the fi
just prior to the use of the automatics co
averaged 43.8 per year, while since they have a
33.2 per year, a decrease of 24 per cent. Based
average cost per electrolysis claim, this means a
amounting to some $750 per year, and as damage
are not particularly conducive to good feeling,
duction has a good effect on public relations.

IMPROVEMENT 1IN OPERATING VOLTAGE

The greater the number of feeding points the hi
the average system voltage, and as the new station
often placed at points of low voltage, the effect on
ice may be quite appreciable. This effect, beca
variation in other conditions, is difficult to eval
dollars and cents. Improved voltage on an inte
line not only may reduce the number of cars req
maintain a given schedule but will also, because @
creased schedule speed, serve as a means to me
petition of buses and private automobiles. On
systems, while the effect may not be so mar
improvement is applied to a greater number of
Good voltage tends to keep cars on schedule and is
ticularly valuable in case of blockades. With the
ent method of feeder control, heavy loads of short
tion on individual feeders are carried up to the I
the safe capacity of the converter, and usually b
this point is reached the cars have passed to the
tory of an adjoining station.



Cost of Crime

to Electric Railways Each
Year Is Enormous®

By W. L. Barnhart

Resident Vice-President National Surety Company,
New York, N. Y.

' ERHAPS no statement that has appeared in public
“print recently created quite such widespread interest
as did the article by Mark O. Prentis which ap-

red in the Manufacturers’ Record a few weeks ago,
imating the cost of crime in the United States today
etween fifteen and sixteen billions of dollars. This
bure places crime as one of the leading industries of the
inited States. The annual loss through crime is shown
| be greater than the entire foreign trade of the United
es, which amounted to less than ten billion dollars
26. In fact, our annual losses through these danger-
s and brainy criminals who are preying upon the busi-
iss public are greater than the aggregate value of all
agricultural products grown in the United States
g the past year. Crime necessitates the employ-
of more than half a million people who do_nothing
but endeavor to combat the criminals, comprising
police forces, our sheriffs’ organizations, our jailers
all the public servants whose occupations are de-
jndent upon crime.

Aﬂd who pays that gigantic loss? Who is charged

th such enormous tribute to the power of the criminal ?

‘hy, you and I, and every business man—we all must

Jy our share. We pay it in taxes to take care of the

plice and the courts, we pay it in higher burglary in-

ce rates when criminals become especially rampant
1S section or in any other portion of the country.

{e pay it in higher prices that other busiress men must

darge for their products to repay themselves for their

@n losses through crimes, and sometimes we pay it

ough our own lives or the security of those nearest

dearest to us when the modern criminal gets in a

r and, to secure his own liberty, takes without

tion a human life.

. Prentis estimates the loss due to fraudulent securi-

at $500,000,000 per year. I dare say that there has
er been a time in history when there were as many

cunterfeit signatures and raised and altered shares of
sick on the market as exist today.

mbezzlement is the second big cause of loss. It is
mated that the amount lost annually from that cause

11$150,000,000. Embezzlements have been on the in-

e recently not only in number but in total amounts.

of our investigators told me the other day that

reas losses of $10,000 to $15,000 were considered
five or six years ago, today embezzlements of

0,000 and $150,000 are quite common.

e electric railway field has seemed to prove an un-

Abstroct of a paper presented at the annual convention of the
ican Electric Railway Accountants’ Association, Cleveland,
, Oct. 3 to 7, 1927.
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usually fertile one for large embezzlement, probably due
to the large sums handled by many utility companies,
and due, in part, I think, to lax methods of auditing and
checking up accounts of trusted employees. Too often
the auditors, cashiers and bookkeepers are left with
too few outside checks upon their operations.

The recent experience of a certain transportation com-
pany is an example of what might befall any company
neglecting to audit its books carefully. When the cashier
of this particular company disappeared, a complete audit
of the books showed a loss of nearly $70,000. It was
learned upon the cashier’s arrest that, being successful
in covering up a paltry $350 which was stolen {rom him,
he had carried out the practice to the extent of $67,000.
all for his own use.

Still another case may be cited—this, in way of con-
trast, being a quickly negotiated fraud. The paymaster
of the traction company involved, with a payroll amount-
ing to $41,000 in his care, slipped away with the entire
sum instead of returning to his office, as he had done
so faithfully for many years. Craving a part in a
speedy gambling affair, he met up with the “type,”
eager to prey upon his desires. One week was the time
required to extract the entire $41,000 from the pay-
master.

What were the mental processes of this man who thus
in an instant reversed his record of fifty years of blame-
less living? Who knows? [ confess it’s too deep for
me. But it may be that for years he had suppressed
desires for just this sort of thing, for years he had day
dreams and night dreams of being able to do it some day
—to sit in and play for big stakes. Perhaps that payroll
fascinated him and it may have often figured in his
dreams as a way of helping him make a big winning.
Maybe these suppresscd longings, these inhibited desires
just backed up in his brain, like water backs up behind
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a dam in the spring freshet, and suddenly when the
pressure gets too great the dam goes out., and all that
has been held hack all these years goes out with a rush,
carrying the traction company’s $41,000 with it.

CAUSES oF CRIME

In investigating hundreds of cases of embezzlement
and defalcation, we find the chief canses of crime to be:

1. Speculation and gambling. Probably 60 to 70 per
cent of all embezzlers have lost most of their stealings
through gambling—on the stock market, through bucket
shops or by playing the races. The gold digger type of
woman has seemed to become more numerots and more
insistent in her demands for jewels, fur coats and all the
things that take money to buy. Aund seldom does she
seem to care how her victim gets the money to satisfy
her whim, just so she gets it.

2. High cost of fast living and fast women. High
life as practiced these days in the large cities is an ex-
pensive process. Expensive liquor, high night club
charges, speculators’ prices on seats for popular shows
and so forth. have been a factor in many a defalcation.

3. Liquor and drugs. Those who wmvestigate our
claims tell me that there is no question that high cost and
poor quality of liquor and the growth of the drug habit
have had a great deal to do with increases in crime today.

4. “Keeping up with the Joneses.” Extravagant living
is unquestionably responsible for a great deal of em-
hezzlement and crime today. Installment sales and long
retail credits have made it easy for the average American
family to live bevond its income, and the spirit of “keep-
ing up with the Joneses™ is in the air. Things go along
so far. then bills accumulate and creditors get ugly, and
the temptation to steal from the emplover may be very
strong. %

5. Finally. the factor responsible for the least of all
our embezzlement crime is actual family needs. Sickuess
or death or trouble of children or parents mav put an
unusual burden on an employee and he may steal because
that seemis to him to be the only way ont.

Such are the five chief reasons upon the emplovee’s
part. But there are vet three causes of crime for which
you must accept actual respousibility and I am not sure
that. after all. they are more vital causes of embezzle-

ment losses than anything the employee may be respon-
sible for.

Tue Rareway Compraxy's RESPONSIBILITIES

Here are vour responsibilities for the growth of crime:
L. The employee steals from you because he is able to
find a way of doing so without fear of being detected.
In other words, your employee, an expert in figures. finds
a vulnerable spot in your armor. If he couldn't find a
way to steal without fear of prompt detection, he would
not hecome an emhezzler.

I should be foolish to attempt to tell you folks, who
are professional auditors, how to establish checks and
counter-checks on your accounts. Let it suffice to say
that every case of loss reveals that somewhere a treas-
urer or auditor has fallen down in his duty of knowing
what is going on. Some loophole has been left unguarded
and through it your bank account has been attacked.

Have frequent outside audits made. Get the bhest
talent you can and pay for the best and most complete
check-up. It may save you many thousands in losses.
Devote some of your thought and energy to finding out
yourself what's going on. Go over the books occasionally
and draw off some figures for comparison. Auny auditor

“lentlessly pursue and prosecute them if they

or treasurer worthy of the name should have s
personal checking figures that would tell him v
that something was wrong when several thousa
had been extracted from the bank balance in
Another duty no treasurer should ever int
subordinate is that of going to the hank to get !
celed vouchers and then checking them up with t
book stubs. We know of many cases where e
raised or forged checks. got the money, and t
to the bank for canceled vouchers and dest
evidences of their guilt before they got hack t
2. The second way in which you employers
crime is by not knowing enough about the hom
your employees. If more employers had an idea
their emplovees were doing after hours, h
embezzlements would be nipped in the hud. |
suppose quite as many defalcations are
through the employer accidentally finding o
ployee's scale of living or his night dissipatios
any other cause.
We recommend that every employer of labe
have one or more “assistant managers"” whose
it would be to mingle with the employees. espe
handling mouey, and find out as much as pos
them. He shonld be a man of tact so that
would never suspect his duties, and he should
some actual work to do about the place, hut
function should be to mingle with the men. to
with them at nights, to learn anyvthing that mi
interest to his employer.
3. Third and last, don't put too much trust i
It sounds wonderfully noble and altruistic to tru
body, to proceed on the basis that all men ar
But to believe in everyone has proved costly:
Remember this: Only the trusted men can
was that very trust placed in him which ga
opportunity to steal. Aud who shall say |
doing him a kind act to trust him so implicis
very trust made him a criminal, an outlaw:, ¢
the eyes of the world, a betraver of the f
family and his employer. the wrecker of the h
wife and children.
No, my dear men, you are really handing
ployees a curse instead of a blessing when you
too far. If you won’t do so for your own
won't do it for the safety and security of
morney, you owe it to vour employecs to insts
have the added protection. the added stiffen
moral backbones, that comes through the kno
they are honded by a large surety company th

And if you should decide upon this course.
secure adequate protection. Little, $5.000 a
bonds are hardly a drop in the bucket as comj
the $50.000, the $100.000 and the $150.000 fi
that are so common today. !
Wouldn't it have been infinitely better from
point of the employee. from the standpoint of
a whole and from the standpoint of his emplo;
account to put a strong restraining influen
employee. such a restraining influence, for
comes from the knowledge upon the part of t
that he 1s under heavy bond. that his every
checked up by competent auditors and that
steal the long arm of organized surety pros
follow him, and will bring him to justice soo
no matter how far away he goes or how long.
escape immunity from punishment ?



MSCUSSION of any
broad maintenance
problem is naturally
into two parts. First,
nost important. are the
les involved and their
of application. Sec-
e the practices that de-
as the result of the ap-
on of the principles.
rally speaking, main-
ance work is a tinkering
t of operation, with dif-
et pieces of equipment,
or less widely apart in
0N, requiring repairs at
1e time and with no
arent connection between
causes or the times of
e. The problem is
complicated by the
variety of things a
nance mechanic is ex-
to he able to do.

15 small wonder, there-
that construction work
atich more efficiently or-

Idren we got pleasure out of huilding things, but
f us took care of our blocks when the game of
g was over.

“development of the building or production instinct
i tesulted also in the development of a production
ique.  Relatively small numbers of men now produce
b quantities of iaterial as the result of that technique.
i technique is the combination of such principles as
lardization. specialization, functional organization,
S0 forth. and the final result is mass production.
this sketchily drawn contrast between the tinkering
dods of maintenance and the production methods of
tion really exists, it is obvious that maintenance
san be vastly improved and simplified.

tract of a paper presented at the annual convention of the

Electric Railway Enginecring Association, Cleveland,
t. 3 to 7, 1927,

Maintenance
of a Large Overhead System *

By M. W. Cooke

Superintendent of Power and Inclines Pittsburgh Railways, Pittsburgh, Pa.

Mass production methods can be
applied to the construction as well
as to the repair of overhead lines

A large railway system
covers so much territory that
the natural tendency has
been to break the line main-
tenance crew up into small
units and place the units at
different parts of the system,
in much the same way that
the cars are housed at differ-
ent parts of the system. This
is the so-called distriet or
division form of organiza-
tion. The number of men is
small and the variety of the
jobs large. so that there is
little opportunity to put the
work on a functional basis
and secure the henefits of
specialization.

If it were possible to pick
the entire railway system up
and put it o a conveyor, it
would also be possible to
have repairs made as the
several parts passed the men
whose specialty it was to re-
pair each of them. The

2d and handled than problem of having an ade-
- M. W. Cooke - :
nance work. The de- quate supply of machinery
) build things or to be and tools would be greatly
up in construction is common to all of us. Even reduced. because it would be necessary to have them at

only the one place. The problem of supplying material
with which to make repairs would he reduced for the smme
reason.  Supervision would be made so simple that in-
stead of the supervisor spending his time and energy
locating the men out on the system he could spend them
studying and organizing the work so as to secure ever-
increasing efficiency.

It is, of course, not possible to put the railway on a
conveyor, but it is possible to run the equivalent of a
C()I)\’(‘:\‘nt' past the railway. By consolidating men, ma-
chinery, material and supervision and moving the com-
Dination over the system as a unit it is obvious that
repairs can be made mare cfficiently than hy having the
component parts of the consolidation working at widely
separated places. After the method has been in cffect
long enough, it is reasonable to expect cither a higher
standard of maintenance for the same cost, or the same
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standard at a lower cost, or both higher maintenance
standards and reduced costs. Human nature being what
it is, a reduction in costs and a better standard of main-
tenance will both be secured. The psychological basis for
that statement is well known.

The adoption of this method will involve some diffi-
culty, and it is to be expected that troubles will develop
which will result in pressure tending to break it down,
especially during the transition period. Undoubtedly
more failures will occur while the tinkering process is
being tapered off and the mass method is not fully in
effect. However, unless both methods can be afforded
simultaneously, there will be nothing to do but grin and
wait for better results to follow.

The organization of the line department to secure the
best results by using mass production methods will vary
somewhat with local conditions. It is essential that it
be organized on a functional basis, so as to secure the
benefit of specialization. The work can be divided on
the basis of routine and emergency, or usual and unusual,
or, in more familiar language, repair and construction.
These jobs that have to be done over and over again, are
to be assigned to the group doing the routine, usual or
repair type. The other jobs are to be assigned to the
group doing the emergency, unusual or construction type
of work. To illustrate, the changing of ears or of span
wires is a routine job, while the stringing of long renewal
sections of trolley wire is a construction job. Another
way of looking at this division of work is to consider it
from the standpoint of size. A small job will fall in the
repair classification, a big job in the construction classifi-
cation; the whole point being that the work assigned to
the floating mass production crew is such as not to delay
it unduly, and thus interfere with its prime advantage,
which is its rapid rate of movement over the property.

The rate at which the crew moves will depend on the
amount of work which has to be done. This rate can be
varied to suit the requirements of the job by varying the
size of the crew and the amount of equipment assigned.
It is to be expected that it will take longer to go around
the first time or two than it will on later trips, because
the first few trips will plow into the system a backlog
of material the renewal rate of which is low.

Careful judgment will have to be exercised on the
initial overhaul trips not to renew material which might
reasonably last until the next time around. If there is
any doubt about a given piece of material, it should be
changed as a matter of course.

Since the schedule is set up on the basis of the length
of time the most rapidly wearing part will last, it is
obvious that a fine sense of judgment will have to be
exercised with reference to the parts that wear longer.
Some will last two or three times as long and in the
interest of economy should not be renewed. In order to
preserve the efficiency value of the grouping of men and
machinery, the work to be done should be laid out for
the crews, so that no time will be lost mspecting and
debating about the renewal of a given piéce of material.
:I‘his laying out can be done by having the line inspected
m advance of the arrival of the crew, and the parts for
renewal marked, or a list made of their kind and location.
Such a list from a compenent inspector will enable the
supervisor.in charge of the crew to assign the work in
advance to each unit, and the whole job can then proceed
without delay.

The schedules being set up on the basis of the life of
the most rapidly wearing part, that part now assumes a

~

value not before recognized. Obviously, if by
tuting another type in its place, or by redesign, th
can be increased, the overhaul period can be Ien‘f‘,,
and further economy achieved.

It is to be expected that as a further result of t
method the ratio of labor to material in the cost of
maintenance will change—that is, it will be nece
spend less money for labor—although in fairne
rate of compensation per man should be increased,
the amount of money spent for material should ds
Generally speaking, the cost of labor in line mainte
work is greater than the cost of material. If the m
advocated here were successful, the spread betwee
two items should narrow and probably closely app:

Just where the two should stand with refer
each other is probably impossible to etermine a
and will vary with the cost of both labor and 1
but it is certain that as the spread between the
narrowed the condition of the plant should impro

Lack of time prevents the carrying of the d
over into the construction phase of the main
problem, but it would appear that by suitable modi
the same mass production method might be applied.

Development of methods of this kind not only s
prove economical to the railways company but sk
the same time improve the quality of the service
public and the condition of the men who do the w

Handling

Passenger Revenu
By Horace L. Howell

Consulting Engineer, Meyer & Wenthe, Chicago, Ill.

may be effected in the accounting and aud
passenger revenue, based upon the use of
fare tokens, versus the use of paper tickets, in tran
fare payments, are of interest. ,
The first economic value gained with the use of r
tokens, as compared with the use of paper ticket
the initial or investment cost. The initial cost
tokens is chargeable to capital account, since tok
indestructible and therefore are a part of the cor
physical inventory. On the other hand, the cost o
tickets is an operating charge, the paper ticket
used but once to transact the single fare paymen
On most properties it is found that the single
is put into circulation about 50 times, or once eac
during the year; this means that the cost of the
paper ticket will be materially greater than the 1
cost of the metal token over a given period.
The amount of the second economic -phase res!
from the use of metal tokens depends primarily
physical arrangements of the property—that is, t
tem of fare collection employed; the rates of fa
provisions at receiver’s or main office, and the
the company.
The important and vital work of checking thro
earnings can be accomplished more economically,

RELATIVE merits and the possible economies

*Abstract of a paper presented at the anmual convention
American Electric Railway Accountanis’ Association, Ci
Ohio, Oct. 3 to 7, 1927.
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Sl with a greater degree of positiveness through the
{of “all metal” fares and mechariical auditing methods
ith paper tickets, regardless of what provisions are
0 separate and comnt the latter.

labor cost incident to manual sorting, auditing
struction of paper_tickets is ‘considerable. The
15 slow and involves added handling and detail,
s the metal tokens can be sorted and.counted with
ed accounting machines more rapidly and with
ndling, thereby effecting a saving in the labor

2 ~

question frequently arises as to whether or not it
ssary to obtain a new supply of metal tokens with
uguration of a change in the commutation fare
‘This is a matter of importance and s worthy of
nt. When a change in fare becomes effective,
will naturally be a quantity of tokens in the
ion of the riding public, representing tokens
asly sold but not as yet collected in fare payments.
ondition will prevail whether the change in fare
increased or decreased. At no time, however, will
I turn-in of these unredeemed or unused tokens
roximate their full 100 per cent book value, since
ill be a considerable number of these outstanding
ither lost or carried away. In the event of a
on in the commutation rate of fare, the probable
om this transaction would offset the probable loss
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that might occur with the inauguration of an increased

tare rate.

_ In comnection with the peration of any property hav-
g a commutation or reduced fare rate, there will un-
doubtedly be a collection of a number of foreign tokens.
The amount of volume of such collection of foreign
tokens will vary somewhat in proportion to the size of
the operation, the number of reduced fares in daily circu-
lation and the proximity of the railway systemi to other
reduced fare operations.

[ am advised that our association now has this mat-
ter in hand and is concerned as to what should be done
to best take care of exchange settlements for foreign
tokens between member companies.

The writer avails himself of this opportunity to state
that he is an ardent advocate of the establishment of but
two adult rates of fare—that is, a cash and a commuta-
tion rate of fare. The differential between the cash
rate of fare and the commutation or token fare should
be as wide as possible, since it would then tend to re-
establish the single coin unit form of fare payment and
facilitate platform transactions and permit of economies
in the accounting and aunditing of the passenger revenue.
This system of fares would also expedite passenger plat-
form movements and would in turn he reflected in the
car schedules.

In conclusion, it may prove of interest to note briefly
the relative advantages and disadvantages of the use of
both paper tickets and metal tokens as follows:

Parer Ticker FARE

Advantages—Good for handling in large quantity sale
lots. Useful for clearly stating fare rates and privileges.
Good for hand collection, since canceling with punch is
obvious by inspection.

Disadvantages—Can be counterfeited without great
cffort or expense. When sold in strips, can be torn short
and thereby ohtain more tickets than to which entitled.
Can be split, thus making two tickets from one. Not
conducive to good accounting—thus affording opportu-
nity to peculate, holdout and resale. The printing charge
is a recurring operating expense. Requires considerable
lahor for sorting, counting, destroying, etc. Makes for
slow auditing. Tess sanitary.

MEeTaL TokeEN FAre

Advantages—One investment in tokens will suffice for
years, since they are indestructible. They lend them-
selves to mechanical accounting because of uniformity of
size and shape. Difficult to reproduce. Metal basis
gives them a greater intrinsic value. Speedy for trans-
acting fares on platform with changers. All fares are
metal. Makes for quicker and better mechanical audit-
ing, thus reducing labor cost.

Disadvantages—Bulky in weight for large quantity
sales. Limited at present to but four distinctive size
diameters. other than those of standard coins.

—

T he noblest religion in business is downright honesty
and square dealing, which means Qrving a dollar
in value or service for every dollar received.

—Dgr. ALFRED W. WISIART.




“The Claimant’s Doctor”

How May He Be Convinced of the Company’é’l‘
Fairness and His Friendly Co-operation Enlisted?

By Hart E. Fisher, M.D.

Chief Surgeon Chicago Rapid Transit Company,
Chicago, North Shore & Milwaukee Railroad and Other Companies

HIS subject is pri-
I marily one of public
relations between a

transportation company and
its customers, the traveling
public. ~ The successful
claims man and his assist-
ants can make more true
and loyal friends for his
company by cordial business
intercourse with claimants,
than can any other official
or department. High-
handed, high-pressure, criti-
cal and gruff tactics can
make more and lasting ene-
mies than all other em-
ployees combined cun
counteract.

When a person is in-
jured, be it trivial or
serious, he may be so men-
tally disturbed that he will
do and say things that he
never would have done or
said in calmer moments.
Many people are ignorant
of the methods of big busi-
ness and its routines, and
when under stress of an accident they are afraid if they
say anything regarding their injuries that their words will
be misconstrued and used against them in suit. The
past performances of unscrupulous employees in claims
work in making small settlements of cases, the rough
treatment that many claimants experienced at the time of
making settlements, the suspicion evidenced on the part
of the claims men that claimants are malingering, have all
been magnified by the average claimant, with the result
that the old, obsolete claims methods are the ones that he
has in mind when he is injured. It is up to each one of
you as executives in our industry to eliminate from you
personnel those employees who do not have the milk of
human kindness and the business finesse essential to suc-
cessful claims men. A settlement, made with a claimant
who goes away dissatisfied and settles his claim in a frame
of mind that it is the best he can do under the circum-
stances, is a costly investment, many times over what 2
satisfactory settlement of a few more dollars would cost,

*Abstract of a paper presented at the annual convention of the
Amcncan Electric Railiwcay Claims Association, Clezeland, Ohia,
Oct. 3 to 7, 1927.
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besides losing a |
the company in
tact.

It may be ask
this got to do
fidence and co-
the claimant’s d
answer is—if
the confidence
in our honest
good intentions. t
understanding
quickly be incu
claimant’s doctor
turn, will have
the fairness of
men and the co
represent. You
vince a claiman
our honest inter
patient tells h
pleasant contact

cal ald is secu

hospital, the att
part of the medical man summoned by the ¢
thoroughness with which an examination and
instituted and the speed with which the cl
on the job to be solicitous as to the comf
of the patient. There is plenty of time fo
later, if we gain the claimant's confidence
and excitement of the accident, or soon aft
time to prepare the patient for settlement i
comfortable and calm.

The claimant’s doctor now enters the sc
request of the claimant or the company
secure the name of the claimant’s doctor
injury and then invite him on the case at
show by this action that you have nothi
and that you value his aid. In most cases t
claimant in a more receptive and confid
your real intentions. If it is a liability
to have your own surgeon working in harn
with the claimant’s doctor. Do not qum
doctor’s expenses and the hospital bills, |
just as you yourself would expect to be treate
for if some other company was liable for
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Keep claim adjusters away from the patient
discharged, cured or healed as far as medical
| seience can do. If the patient is turned
family physician, keep your interest up in the
do not belittle the doctor by sending so-called
r examiners out to check up on him, under the
securing an examination. Untactful, pompous
, feeling their importance, having an attitude of
n as to the patient’s real injuries, who are sent
company to consult with the claimant’s doctor,
more to cause a feeling of distrust and resent-
the part of the doctor than anything T can think
the physician on the case in an ethical manner,
opinions and you will ‘get his co-operation. Do
it elaim adjusters to call up the claimant’s doctor
ously, making suggestions, asking for informa-
5 to treatment, or asking him when the claimant
to settle. This may seem a trivial matter to
- is resented Dy the attending physician as a

on on his professional rights.
I
SEE THAT THE Pnysician Is Paip

he company ecalls a physician to an accident or
case to a hospital it should guarantee the doctor
ospital that all bills will be paid up to the time
notified to the contrary. Failure to pay initial
er it is found that there is no liability makes
ligerent, and hard feelings arise that bode no
company in future contact and- co-operation
d lacking. Yon hate to lose a dollar, so why
1 expect the doctor or hospital to hold the bag
by your transaction when, by nature of their
, a great deal of their work is done without
ion. Furthermore, each hospital has on its
ors who are located in the vicinity, and they
large family. When the hospital or one of the
difficulty with a claims man or a surgeon sent
mpany, it will be spread over the entire hospital.
or’'s grievance becomes the grievance of the
, until sentiment in that hospital is antagonistic
| the company and your cases are not wanted.
1ext claimant’s doctor may be on the staff of some
hat has had unpleasant relations with your com-
d you will suffer in securing his wo-operation.
doctor is antagonistic you can Dbe sure that the
he is treating will look upon your efforts with

times a claimant is not honest with his or her
d after a settlement is made for a stated sum
doctor’s bill, the claimant does not pay the doc-
say that is no concern of yours as you have
1 sum to the claimant. That doctor's advice
ment have made it possible for you to make a
economically, and you want to hold his good
st the day when he might again be a claimant’s
w easy it is to ascertain if the physician has
when you settle with the claimant. Get in
h him so that he knows you are at least trying
rd his interests. He will appreciate your
nd be glad to assist you in the future. Aunother
ce is to assure the claimant’s doctor that you
care of his bill when the case is settled, so he
ve worked in vain, should the claimant fail to
or his services.

purposely refrained from mentioning claim-
doctors who are not honest with the company
' what is known as “blind” cases, but you can

secure even their co-operation if your attitude is right.
No matter how guilty a man may be, he does not relish
being considered a crook or a fraud. If he can be made
to look at your side of the case and if you have the
services of competent surgeons, he will, of necessity,
modify if not retract his claims as to injury. The fault
most common in handling these cases is to permit this
class of doctor to see that you bhelieve they are frauds.
They assume the role of a discredited doctor and so con-
fide this to their clients.

When a claimant’s doctor sends his bill to you for
services that have heen rendered a claimant, do not take
the attitude that his charges are exorbitant., This puts
the doctor in the light of having wilfully padded his bill.
If he reduces the bill in order to secure the money with-
out suit, he will remember this the next time he has con-
tact with one of your company’s claimants.

When a claimant makes a settlement under stress,
which is unsatisfactory to him, be careful, as he may be
the relative of some physician and in the future you
may have the unpleasant sensation of having this doctor
attend a claimant. Most likely, he will recall the poor
settlement or inadequate services rendered by your per-
sonnel and advise his patient of the fact, therehy creat-
ing antagonism in an otherwise fair and honest claimant.

Spread your medical and surgical cases among the gen-
eral medical profession in your locality and do not de-
pend upon the services of a chosen few who are given
the bulk of the work out of friendship, or because they
make calls at a low figure. This makes the future claim-
ant’s doctor feel that he is slighted. Make as many
friends as you can in the entire medical profession. It
is better to have too many doctors making calls for you
than to have one doctor disgruntled because favoritism
is shown to a few of the elect.

Very often, in all sincerity a doctor advises a claimant
to settle with the company as he believes the patient has
recovered or that there is no possibility of any future
disability resulting from the injury. The claimant settles
in good faith. In a short time some unforeseen condi-
tion arises resulting from the injury, and the patient is
forced to undergo further medical attention and asks for
further aid. If you call in his doctor, offering assistance
toward putting the patient in good health, you make last-
ing friends of both the claimant and his medical advisor,
and the return in friendly public relations for your com-
pany is tenfold over the additional money spent by you
after the case was settled.

TreAT THE CLAIMANT'S Doctor wiTH CONSIDERATION
1N CouURT EXAMINATION

Testifying in court is an event that no physician
relishes and he consents to appear as a witness only on
account of his obligation as the claimant’s doctor. This
is where many an otherwise friendly and open-minded
physician becomes antagonistic and resentful against
your company, which in turn means your claim depart-
ment, by the fact that you permit a so-called expert
medical witness to place the claimant’s doctor in the
position of telling an untruth, and the trial attorney at-
tempts to make a monkey out of him before a jury,
by his confusion. Remember, the jurymen are each
forming an opinion, and it is human nature to be on the
side of the under dog. Sympathy for an houest but con-
fused doctor on the stand at the mercy of superior clever-
ness and legal intelligence has been the deciding factor
in a verdict for the plaintiff, and at the same time a life-
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long enemy is made for your company. A little more
tolerance and cmmderatlon should be shown the claim-
ant’s doctor on the witness stand.

‘I believe all nien have open minds, and will co-operate
when théy knowall parties concerned are acting in a fair
and honest mauner ; but allow discord to creep into this
harmonious circle by some suspicious or untactful error,
and then there is cause for lack of confidence and co-
opera’non 1 believe that the friendly public relations
e‘clstmg today will make the settlement of claims easier
in the future, and claims men will experience the satis-
faction of knowing that each settlement has been the
teans of making many new friends for their company.

Co-operation

Among Public Utilities
in Local Territory™

By C. B. Hardin

General Claim Agent
United Railways of St. Louis

when the active co-operation of men in our line

of business was so imperative. The alignment
of the crooked doctor with the crooked lawyer has stim-
nlated the presentation of exaggerated and fraudulent
claims against public service companies, automobile
owners and industrial plants, sometimes of claims
against several different companies by the same parties.
The passage of a workmen’s compensation law in our
state lately has increased the activity of the ambulance
chaser in the solicitation of public liability cases. The
growing indifference to perjury by those in charge of
our law-enforcing agencies is quite noticeable, and the
increasing political power exerted by the ambulance
chaser and his henchmen has given more power to him in
the courts and over judges.

There are other unportant reasons for our co-opera-
tion. The claimant of no unusual prominence collects
from somne local company for a bona fide injury. Later
he has another accident in which my company alone is
involved. He does not publish to the world his former
claim experience nor the injuries sustained therein, and
I may pay him again for some former injuries certified
to by his physician working hand and glove with his
attoruey. 1 am next confronted with a “No Report™
claim. No amount of investigation has developed any
information from our employees. 1f I could go to a
properly functiouing central bureau, 1 mlght find that he
has had a previous claim agamst some insurance com-
panies’ assured, or against the city on account of some
sidewalk case, or against some other public service com-
pany—all “No Reports.” If so, I should be in a much
stronger position either to decline the claim or to make
a cheap settlement.

*Abstract of a paper presented at the annual canvention of the
American Electric Ratlway Claims Association, Cleveland., Olio.
Oct. 3 ta 7, 1927.

NEV ER has there been a time within my experience

Then a central bureau is a splendid check on you
own business. Handling 10,000 new claims a year do
ilot permit you or the members of your staff to remes
ber the repeaters nor the experience you have had wil
persons in the same block or immediate neighborhood.
proper filing of your record cards both as to name ay
address gives you this inforimation at a glance. We k
we often have to comnbat the bad influence of an impr:
dent settlement in a neighborhood, yet if fully inforr
we may sometimes be in a position to invoke the aid
satisfactory settlement or the satisfactory ending of sai
litigation, to our advantage.

So far we have been unable to get the co-operation
some of the other public utility companies in repo;
their personal injury claimauts, and noue of the in
ance company adjusters seems to be interested. 1 e
cite from my files a number of instances where m
could have been saved for my company had the r
of the claimants with other local companies
available. Y ou may say, “Well, why didn't you dig
such records?” In reply, I say, “Unless such records
voluutarily sent to a central bureau, you cannot ¢
by one-half the local field. You cannot obtain auth
to employ sufficient help to do this and it would
impracticable o have personal calls made on each oth
company on every personal injury claim.”

Mrans or GETTING CoO-OPERATION

In what way can co-operation be best accomplishe

First, by the organization of a central index b
to which all the liability insurance companies and pu
service companies in the local territory report the 1
and address of every personal injury claimant. Su
bureau could be operated for $200 per month. I
small city the expense would be lower. [t should
consulted by the various companies on every perse
injury claim. My company has- maintained such i
index for many vears at its own expense, furnisk
free information to anyone who will promise to rej
personal mjurv claimants. We put everything i
personal injury claimants, divorces, newspaper clippi
damage suits against others as well as our own, unu
happenings. adverse witnesses, including doctors. ju:
who serve on our cases, property claims declined,
quiries from other cities and records of any crooks

Second, by frequent informal meetings of the I
adjusters of insurauce companies, the chief represei
tives of the clatms departnents of the public service ct
panies and anyone else who might be interested in
work. The acquaintances made and friendships forn
through the meetings are most valuable.

Why do we have to work so hard to get this
operation? In the first place, the insurance compar
have not the same incentive to keep the cost of
settlements down, for if their claim experience wi
insured is bad. up goes his rate. Adjusters of w
insurance companies are permitted to take outside
ness. so do not hesitate to represent any of their a
and their guests or their emplovees against other ins
ance companies or public service companies. Then
adjusters of some of the small public service compat
have only a few claims to look after and are not imp
with the seriousness of the situation that now con
us. For the last two years I have paid out for my
pany nearly 7 per cent of its gross earnings i
investigation, adjustment and defense of claims of
character, and this year it will not be much better.
measure of relief will have to be found.



DISCUSSING “The Company Doctor and Litiga-
on,” I shall make some reference also to ‘“The
“laimant’s Doctor.” Consider briefly an injury which
v develop into a case of neurosis: A woman is hurt
. street-car accident. No bones are broken, but she
ruised, scared and shaken up. She calls her family
Suppose he makes little of the injury and its
he uses appropriate measures to relieve the pain
soothe the bruises. He discourages any suggestion
aim for damages, encouraging his patient to be-
that the company will treat her with perfect fair-
It is safe to say that under these circumstances

ury had oceurred by the patient falling on her
hen floor, which means in all probability that in
four weeks the whole incident would be a thing
past. '

'mp]mse the family doctor is hostile to the com-
's interests, even at the expense of his patient’s

difficulty in bringing about in his patient’s mind a
tion of introspection which leads her to dwell upon
magnify her symptoms. He makes it known that
s had cases of this kind which were followed by
and permanent after-effects. He drops the re-
that, as he understands it, the company is abso-
liable, and he sees no reason why it should not he
to pay for its carelessness. In such an atmosphere
type of claimant’s doctor has much to do with the
s and outcome of the case.

The company doctor must also be considered, but his
nection with the case will be considered later.

hen we have “The Professional Medical Witness.”
er whether we all have the same understanding
t is meant by a professional medical witness. A
d distinction should be made Dbetween a pro-
nal witness and an expert witness, not only in the
al but in any other learned profession.

he true professional medical witness as a medical
vho is ready to sell his evidence for money. To be
ess in this line he must necessarily adapt his goods
the purchaser. In other words, he must please his
tomer if he is looking for more business from the
e source. lLet us look into this matter and see
7 it works. I have medical men in mind who cor-
md to each one of my fingertips. If necessary, I
name them and describe fairly accurately their
idual methods, but they are practically alike in all
| particulars. They all “stand in” with one or
ore plaintiff's personal injury lawyers.

‘act of a paper presented at the annual conwvention of the
rican_Electric Railwoay Claims Association, Cleveland, Ohio,
3ta 7, 1927,

come of the case would be just the same as if

recovery. Such a medical man usually has but

The Company Doctor and
e Professional Medical Witness®

By John A. Leeming, M.D.

Medical Counsel Chicago Surface Lines

¥

A close relation exists between sueh lawyers and medi-
cal men. They refer cases to each other, and it is well
understood between them that while the doctor does no
husiness on a contingent basis and he must be prepared
$0 to swear on the witness-stand, yet he never thinks of
sending a bill for services unless a verdict is returned
against the defendant. The usual setting is something
like this: Take the case described above. The case gets
into the hands of a lawyer. He listens to her story and
makes arrangements for her to present herself to the
doctor who is later to appear in her behalf as a pro-
fessional medical witness.

The doctor proceeds to examine her, and listens
patiently and encouragingly to the list of subjective
symptoms, even though he knows full well he will not
be permitted to testify to them in court but will be, or
should hbe, limited strictly to objective findings. \Why
does he favor the relating of all the subjective stuff? He
will not say, though he has his reasons. A certain plain:
tiff on cross-examination, when asked if she had told
the whole story of her sufferings to the doctor who had
examined her a few days hefore trial at the request of
her lawyer, replied, *“Yes, the doctor #aid I should’go
over the story as often as possible so that I would have
it down ‘pat’ for the witness stand.” Bunt there are other
reasons. The professional medical witness writes a re-
port to the lawyer, but hefore doing so he tells him over
the phone that he finds very little objectively—increased
reflexes and an appearance of nervousness—but he says
she tells a fine story of her pain and suffering. and if
this story can be presented to him in the form of a
hypothetical question embodying also his few objective
findings, he would Dbe able to answer the question and ex-
press the opinion that the hypothetical individual was
suffering from traumatic neurasthenia.

Cross-ExayixaTioN oF ThE Ricur Kixp

How are you going to nullify the effects of such evi-
dence? There may be various ways, but the first step
in this direction is by the right kind of cross-examination.
1 advocate showing the close relationship between the
witness and the plaintiff’s counsel ; that the case was sent
to him by the lawyer for the express purpose of pre-
paring himself to take the witness stand and testify in
her behalf; that he has done the same thing in other
cases for the same attorney. | recommend next that he
be examined closely on the hypothetical question. mak-
ing him admit that in his replies he did not take any-
thing into consideration which was not contained in the
question, that in answering it he was not influenced in
any way by what the plamtlff told him and that his re-
sponses referred to the hypothetical person only and

687
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not to the plaintiff, that he assumed to be true every-
thing stated in the hypothesis, that if the assumed {facts
were not correctly stated in-any essential particular it
might change_his answer, that he assumed as stated in
the question that until the time of the accident the hypo-
thetical individual was a perfectly healthy woman.

In réference to his examination, I would ask him if
he had sent a written report of his examination to the
lawyer, whether he has a copy of it with him and, if so,
would he object to producing it. When this is evaded
or declined, I like to hear defendant’s attorney inquire
whether the witness has described everything he did in
his examination, if he has told everything he found
objectively, whether he learned while taking the history
that the plaintiff was well until this accident occurred.
and then follow this line of cross-examination by direct-
ing attention to the objective evidences described. In
the sample case under consideration these evidences
were an increase in the reflexes and an appearance of
nervousness. There may be given other alleged ob-
jective signs such as limping, muscular rigidity, rapid
pulse and heart action, etc.

It is a difficult and somewhat risky task properly and
safely to question a real professional on these symptoms.
Let me suggest a rule which I have presented to my
class in law school for many years: Never question an
adverse witness unless you are satisfied that his answer
cannot hurt you but may help you. Some of you will
say, “That is an easy rule to state, but a difficult one
to put into practice.” I am willing to agree with this,
but if men engaged in this line of work should fall down
because of this or other difficulties daily encountered.
they would be prostrate most of their time.

Let me suggest the following line of questions and
invite your criticism as to whether they would be safe
or whether the answers thereto could hurt your case.

Doctor, what is an objective symptom?

Do you agree with this definition, an objective symp-
tom is one which the examining doctor can discover
without the aid of the patient and which cannot he simu-
lated by the patient?

Do you think “an appearance of nervousness” is purely
obhjective?

Have you not seen “an appearance of nervousness”
with somewhat increased reflexes in women who have
never been injured?

In such cases will you name some of the various
causes which might produce it—not too many, on ac-
count of the time required—but give the jury about a
dozen of the most common ones.

In answering the hypothetical question, did you ex-
clude all such possible causes?

In making your examination of the plaintiff did you
make a careful investigation that enables you to exclude
all such causes in her case?

Did you examine the pelvic organs, the rectum, the
urine, the blood or take the blood pressure?

_Do you know whether this woman has any loca
of infection in her teeth cavities, tonsils, ac
sinuses of the upper air passages, appendix, f
tubes or gall bladder?

[If on direct testimony the doctor has omit
mention a pelvic examination and upon cross-ex
tion he says he has described everything he did .
he found:] '

Do you know whether this woman has any local |
irritation resulting from laceration of the cervi
metritis, anteflexion, ‘retroflexion, uterine pro
salpingitis or ovarian displacement ? j

In your experience as a medical man have :
come across cases in women who suffered fro
ache, headache, increased pulse, excessive refl
“appearance of nervousness” that was due to
have resulted from any of the pelvic disord
named ?

Suppose the plaintiff in court has co
presentation of evidence and annonnces, “\Ve re
suppose further that as a doctor acting in thi
of the company’s adviser you feel convinced
plaintiff’s medical case is vulnerable and can |
fully attacked, how do you proceed? My met]
studying carefully the plaintiff’s case during it:
tion and deciding what I believe to be a more
and accurate explanation of her physical con
recommend putting on a strong medical de
upon defendant’s theory. Do not be satisfied
offsetting plaintiff’s doctor with a medical m
offer a counter-opinion. Back up your jud
opposing plaintiff’s medical theory with two m
pert witnesses to her one, or three to her t
case may require. Prove this part of your
preponderance of the evidence. If properly
should be convincing to a fair-minded jury.
fails, your record is in much better shape for
ing court. Tn addition you should use your 1
to outdo the plaintiff in the quality, standing ai
ence of your medical witnesses. Confer freely
company's trial attorney ; assure him that the t
have outlined is confirmed and borne out by the ¢
ence of the best men in your profession, and
desires. make full notes for his use while qu
your doctors. Your final step in preparation
sult with competent, high-class and skilled spec
surgeon, internist, gynecologist or neurologist
this way back up your contention by presentin;
court and jury convincing evidence by real m:
pert witnesses.

I think I am safe in saying that in conipens:
in our state 50 to 60 per cent of the reversal
Supreme Court are based upon the medical th
troduced by the respondent as being more plaus.
reasonable, the language of the court in substanc:
*We cannot confirm an award based on speculatios
jecture or doubt.”

HE accident cost to the street railways of the coun-
try growing out of motor vehicle operation is not
far from $20,000,000 annually, to say nothing of the
cost resulting from collisions with persons on foot who
use the highways, or the loss of lives and limbs to

individuals.

—RusseLL A. Skars.
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The Company Doctor
and Litigation*

i o

| By Benjamin E. Sibley, M.D.

Surgeon Boston Elevated Railroad

Dr. B. E. Sibley

['Y EXPERIENCE indicates that a standard form
- of accident report is of great valye, since its
A& main divisions may be made comprehensive
tgh to cover all cases and by following the form the

relative to every phase of each case. Such a skeleton
may well express the views both of the eompany
and the company attorney on what information
tor’s report should contain. A blank form I am
, at present, is as follows:

1€, address, occupation, age, date of injury. date of
hination, place of examination, those present at ex-
Mation. claimant’s physician, physician's statement,
ahant's story of injury, past history of claimant, physi-
lfxamination, conclusion and opinion.

fithout attempting to discuss each of these headings,
Lis consider first the physician’s statement.

fie statement of the claimant’s physician is important.
3 Se it gives us the first information about the nature
sev.erity of the injuries sustained. The sooner after
iehiceident it is secured the better. Furthermore, get-
definite statements about what the physician found
l{slracl of a paper presented at the annual convention of the

wrican Electric Railway Claims Assaciation, Cleveland, Ohio.
8 to 7, 1927,

soon after injury puts him on record, before his impres-
sions are changed or modified by the afterthought of the
claimant, his friends or his attorney. Such an opinion,
given early in the history of a case, will more nearly
represent the doctor’s real views than one obtained later
or given for the first time at trial.

After the doctor’s statement I get the claimant’s story
of how his injuries were sustained. This inquiry should
he painstaking, to bring out clearly just how the injuries
were received, the direction of foreces operating to pro-
duee trauma, the foree of blows, ete. It is very impor-
tant to quote the claimant’s own words on many points.

With this story in mind, the examiner will quickly
note whether the injuries he finds are reasonable results
of the accident or whether the alleged injuries are not of
such character as to be caused in the manner deseribed.

Here again an early history is important and the exact
quotation of the claimant’s words most valuable. His
exact words, describing his injuries, incorporated in the
criginal report help to prevent enlarged elaims later and
convey to judge and jury a strong impression that the
claimant actually did say just what the doctor’s report
states and not that the doctor got a wrong impression or
orly nart of what the claimant meant to say.

It is well. however, for the examiner to he on his
ovard, in taking down the story given, not to present in
his report a picture which the claimant or his lawyer is
drawing for him. [ mean that a clever attorney may
~oach his client in the kind of a story to tell and the
latter may get the examiner unwittingly to overload his
report with tales unfairly favorable to the claimant.

I conclude this portion of my report with a concise
list of the claimant’s present complaints. This group has
a tendency to grow and at trial may hardly be recognized,
so that the list made at examination may serve as a
valuable check.

I also make a brief inquiry into the past history of the
individual. Even if the past history seems to have no
vital bearing on claims made at time of examnation, it
may have a vital bearing on elaims made at the trial.

Former injuries or diseases may be noted, which are
cansed hy pathological conditions. alleged to be the results
of recent injury. Or, if such happenings are denied,
information from hospital records or other sourees may
establish the fact of former injury as the cause of present
disabilities, and this will weaken or destroy the claimant’s
credibility.

PuysicaL EXAMINATION

The physical examination should be eomprehensive and
include more than the parts alleged to be injured. A
brief but adegnate picture of the entire patient should
be given, with a careful, detailed description of the parts
injured. The doctor should record conditions just as he
finds them. He should not try to minimize them but
endeavor to give them their true value. Upon his state-
ment of injuries foind the elaims agent depends in set-
tling cases and paying damages, and the company’s attor-
ney depends in deciding whether to fight the case or not.
As important, also, as a true picture of injuries found
is the doctor’s opinion of their importance aud their
prohable after effects. 1 find it advisable many tin.ws
to give a supplementary, confidential report, not e'mho.dlcd
in the formal one. This doeument may comntam views
which could not wisely be put in a report that might
appear in eourt.

For example 1 might wish to state that certain symp-
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toms following injuries, such as dizziness, headaches, etc.,
often persist for long periods. It is manifest that for
the company doctor to include such remote possibilities
in his report of a particular case where there was no
actual likelihood of them being true, might prove un-
fairly damaging, but he might like to call attention to
that possibility. The formal report should therefore re-
flect the doctor’s true personal estimate and not contain

extraneous impressions, which might be construed to give *

an inaccurate view of the case.

The value of the doctor’s” testimony in court rests
largely on his general intelligence ard honesty. On the
witness stand he should establish a reputation for hon-
esty by giving his real opinion” on ‘questions asked,
whether that opiniorn seems primarily to favor the com-
pany’s interést or not.

Doctors who will not make an‘admission which might
be detrimental to their side do not render as valuable
services to their company as those who give honest an-
swers, whatever they may be. But in giving these
answers the doctor’s general intelligence must come into
play. He should not allow himself to be led into a
discussion of subjects not relative to the case. When
asked his opinion on irrelevant matters or on subjects
with which he is not familiar, he should not hesitate to sav
“I don't know.” He should remember that he is not
expected to know everything, even in his own profession.
_ The more the doctor tries to express opinions on sub-
jects on which he is not well posted, the more tronble
he will have. The real issue may he so befogged that
the value of his testimony on subjects he did know about
will be lessened or lost.

i
-

Should the Company
Doctor Attend the

Claimant?*
By Dr. Ernest W. Miller

Milwaukee Electric Railway & Li-ght Company

Y H‘OUL!? the company doctor attend the claimant?
Emphatically, no. The company doctor, as such,

7 has no place in the medical world. The term
“company doctor” or “company physician” has long
enough suffered the stigma of criticism and has long
enough carried with it some unfavorable application. )
But the surgeon of the industry has a worthy profession
and a dignified one and he should attend the claimant.
For many years past and on every occasion possible
I have attempted to elevate the plane of the surgeon of
industry above that to which the old title has carried it.
It is only by constant endeavor along these lines that
we shall be able in the future to bring to this field the
acknowledgment it deserves. i
~ Last year, in this section, a paper was presented ofter-
ing many points in favor of non-attendance upon the
claimant. Such a policy may be entirely applicable in

*Ab_srrocf of a_paper presented at the annual convention of the
American Electric Railway Claims Association, Cleveland, Ohio,
Oct. 3 to 7, 1927.

Dr. E. W. Miller

a community with which the writer was fam
problems of the various railways are local. a
quite impossible to apply any fixed plan to all
properties. My opinion is based upon my ex
of attending the injured as a surgeon of the i
for the past sixteen years. :

The policy of the organization involved
treat: (1) Cases of liability only: (2) ca
injured patrons; (3) cases of liability plus some
tion settlements. After experience with each I
the most desirable is the one we follow—namely, t
or treatment of claimants where definite liability

To do so satisfactorily, a thoroughly organized 1
staff and staff of competent first-aid men are esse
This means also one or more men qualified to do all
of major surgery, traumatic and general. There
also be a close co-operation between the medical
claims departments.

In the event of injury, major or minor, the pati
assured not only of first aid but of complete trea
of the highest character. This certainly is to his i
rial advantage. The advantage to the company ca
he overestimated. The contact of a competent. res
surgeon of a community alleviates many of the cond
which naturally arise between the individnal clai
and the adjuster. Disahility. if any, is reduced t
minimum, and the returns to the company are defin

The surgeon of the industries shonld be equipp
the last word in his profession. He must put fort
best efforts, as any successful professional maun
do. My experience forces the conclusion that it is
sible for an organized medical service to treat pract
all of the injured patrons where Hability exists.

The patient who is imbued with the idea that he @
is receiving the best possible medical attention
have confidence in the physician, which leads to su
ful treatment of the patient. With recovery, both
and physical, a sane approach is laid for adjustme
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1
Iraffic Regulation®

By Russell A. Sears

General Claims Attorney, Boston Elevated Railway

|
| Uniform

advantages are set forth, to-
her with the applicability of the
Hoover Conference recommendations
~

R. A. Sears

INFERIENCES concerning motor vehicle opera-
tion held at Washington, the first in 1925, the
second in 1926, popularly and appropriately known
he Hoover Conferences, may be considered as im-
epochs in the history of the development of the

% 110 national conference since the Constitutional
tion was there dlsplayed a greater, more whole-
d and unselfish intention to prevent or reduce the
loss than was shown by the delegates in those
rences. Lvery state in the Union was represented,
he personnel of the conferences was a cross-section
’ﬂm citizenship of the country. More than a dozen
ittees composed of eminent and able men had met
ng the two convention meetings and prepared the
y for action without loss of time. After a full and
discussion the work of the convention was embodied

'\ﬁbstmct of a paper presented at the annual convention of the
tw7EIeczl;xc Railzeay Claims Association, Cleveland, Ohio,
07, 19

in the “uniform vehicle code,”
or less familiar,

That the electric street car is a very important factor
in the safe regulation of traffic needs no comment. In
all probability the accident cost to the street railways of
the country growing out of motor vehicle operation is
not far from $20,000,000 annually, to say nothing of
the cost resulting from collisions with persons on foot
who use the highways, without mentioning the loss of
lives and limbs to individuals. Hence as an economical
problem alone, anything or any means that will reduce
these losses is worthy of consideration.

There isn’t a recommendation made by the \\’ashmg-
ton conference or in the uniform vehicle code to which
the street railways can object concerning rules for the
safe operation of vehicles. Hence we should interest
ourselves in the observance and practice of those recom-
mendations, and we have a further reason for our inter-
est in the recommendations in that many of the railways
are at present operating motor-driven huses. A study
of the conference reports will also prove of help. With-
out going into the relative importance of street cars and
motor vehicles in the transportation of the public, this
much we are sure of : Both street cars and automobiles
are here to stay, at least for the present, and any advice
as to the operation of hoth should be welcomed by us.

Each delegate attending the conference should carry
to his own state its message and adwvice. As the subjects
dealt with in the conferences are of the highest impor-
tance to street railways, should we not ally ourselves
with those carrying on this work? This would seem to
be simply intelligent self-interest. As many other con-
ferences are being held, at least in the eastern part of

with which you are more

‘the country, of automobilists to promote safety on the

highways active association with such bodies would seemn
to be appropriate for a street railway man so that the
association may have the benefit of his experience and he
share theirs,

If there is no body corresponding to an automobile
safety association near by, then it is desirable to sit in
with any neighboring safety association. \Whatever be
its function, the subject of automobile accidents is always
pertinent and the reports of the Hoover conference
constitute the hest chart in existence from which one can
always find his position and the direction in which to
proceed.

At least we in Massachusetts think so, and we try to
think and do in practical terms. As this is written the
Governor of Massachusetts, prompted by the recom-
mendation of the Hoover conferences and the two state
conferences ‘called by him, has offered valuable trophies
to the three cities and towns having the best record
concerning highway accidents for the six months begin-
ning June 1, 1927,

What does this mean—an offer to award distinction on
the residents of the city or town excelling in care on the
highway? Isn’t it apparent that care of persons in the
streets and highways has a tendency to reduce highway
accidents—and who would profit more as a class than the
street railways? Finally, may I recommend this? Send
to the Secretary of Commerce for a complete set of the
commiittee and conference reports and recommendations
concerning higlhway accidents, read them carefully and
then deny, if you can, that you are more informed than
hefore and hence better equipped to carry on your own
work.



American Committees Continue Resear

Important changes in constitution the feature of reports this
year. Other reports on motor vehicle information,
education, insurance, rapid transit and

taxation presented

HIEF among the reports of committees of the American Association
this year is the one on revision of the constitution and by-laws, which
was adopted in its entirety at the convention of the association held

this week.

The changes provide for the admission of independent bus

operators under certain restrictions, revision of the financial structure of
the Advisory Council and a change in the dues.

Continuing the custom of the past two years, these reports were not read
at the convention, and this year for the first time, except for the constitution
changes, they were not made the subject of special mention. Abstracts of

the reports follow.

Rapid Transit

T WAS the opinion of the committee

on rapid transit that the most impor-
tant problem this year was to present an
authoritative analysis, from the view-
point of an economist with adequate
training, experience and standing, as to
the proper allocation of the burden of
cost in building rapid transit.

For some years the committee has
been collecting all the available data on
this subject, but felt the need of obtain-
ing a study from a purely economie
point of view. For this task it obtained
the services of Leslie Vickers, economist
of the association. He was given an
entirely free hand in the preparation of
a review of the economics of rapid
transit which accompanies the report.

Mr. Vickers’ study does not present
exact formulas or specific detailed plans
applicable generally, but advances prin-
ciples on which the procedure in each
city should be based. 1n his treatment
he considers rapid transit as a special
phase of general urban transportation
by conumon carriers. The rights of the
latter have been recognized in our com-
mercial and industrial scheme for many
generations.

Mr. Vickers says that the need for
rapid transit has grown with the eco-
nomic development of our cities into
residence and business districts widely
separated, which in turn is caused by
the high degree of specialization reached
within industry and commerce. The
study points out that although few cities
have any ranid transit facilities today,
many are calling for them on account of
street congestion. New surface routes
are possible only in the smaller cities,
where land values are low. In the
larger cities new street facilities must
be either elevated roads or subways.

New. thoroughfares confer benefits on
foyr distinct groups, according to Mr.
Vickers. These are (a) the city as a
whole; (b) the property owner; (¢)
the car rider, and (d) the automobile

owner. He concludes that new thor-
oughfares should be paid for by all who
benefit by them and not only by the
group that uses them.

The study further points out that the
city’s share of construction and equip-
ment can be met by taxation, the prop-
erty owners by assessment, the car rid-
ers by taxation and the automobile
owners Dy license fees and special taxa-
tion, without inflicting hardship on any
one group.

No rule is laid down applicable uni-

versally as to the proportions of these
payments or the means of collecting
them. In each city where rapid transit

G. A. Richardson

is proposed. a local survey, free from the
influence of politics, is recommended.

In an appendix to the report the com-
mittee presented extracts from reports
and documents relating to the consid-
eration of plans for financing rapid
transit in Philadelphia and Boston, to=
gether with some extracts of suggested
procedure on the physical development
of rapid transit in Boston.

Combined with the reviews and ex-
tracts of opinions included in previous
reports of this committee, the 1927 rapid
transit report concluded the survey
which the committee has conducted for
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several years and which has res
bringing together an exhaustive a
of the fundamentals of rapid t
reflected by men of various s¢
opinion interested in the subjec
The report was signed by
Andrews, W, B. Bennett, Edward
J. S. Doyle, S. E. Emmons,
Ehlers, B. J. Fallon, Thom
gerald, R. F. Kelker, Jr., E
llraith, W. S. Menden, D.
F. H. Shepard, C. E. Sm
Stewart, Jr.,, D. L. Turne
Walker, J. H. Alexander a
Richardson, chairman.

Revision of Consti
and Bylaws

HANGES proposed in the |
tion of the American Elec
way Association, as outlined
committee, were made necessary |
for the following purposes:
broaden the statement of the ol
the association to accord more
with actual practice; (2) to n
possible for the executive commi
admit, with proper restrictions,
panies operating any form of
interurban transportation system
to correlate more effectively the
between the national association a
geographical railway associ
throughout the country: (4) to p
for “plural voting” when de
(5) to consolidate the finances
advisory council with the finances
main association: (6) to revi
schedule of dues to the associatio
In the discussion of the reaso
these proposed changes the co
pointed out that the actual wor
association involves discussion
forms of urban and interurban
portation—not only electric railw:
every other form, including b
was felt desirable that the state
objects should be indicative of the
function of the electric rail 1
which is to provide transport
the community by whatever a
best fitted to the particular task
Regarding the second reason |
changes, the committee explain
some of the present members
association in smaller communi
resent companies which have ab
rail operation and have turned to
but which have continued men
under the old constitution. Th
the committee pointed out, simi
panies which have not gone thr
rail stage and which under the
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m cannot join the association.
are also dependable bus com-
es operating in conformity with the
fation standards but not technically
- under the definition of subsi-
or affiliated companies of rail
ations, which the association
desire to admit as members. In
posed constitution effective safe-
s have been thrown around the
of such companies so that the
ship may be protected against
ssion of companies the interests
tices of which might be inimical
: of the association or of any of
mbers.

the American association does
geographical sections, it was
ed desirable to provide a class
ership for the existing sectional
organizations, as such, in order

o

C. D. Emmons

, organizations in the industry.

reasons for the provision of
voting” are, first, to make it
to give proportional voting
,on such matters as the adoption
ering standards, to those com-
whose purchases represent a
part of the equipment mannfac-
or the industry. In other words,
any that buys several thousands
tain piece of eqnipment per year
‘have more to say, according to
“‘i mmittee, about the standards
to that equipment than a com-
t buys only fifteen or twenty
5 a vear. The second reason ad-
for the provision for “plural
" was that under the amended
tution permitting admission by the
ve committee of bus companies,
voting” would provide a check
the possibility of a large number
small companies becoming a
factor in determining the policy
e association. Accordingly, it was
d in the new draft of the con-
that in case a member demands
ral voting may be invoked and
ies will have one or more votes

- last two objects listed by the
tee—namely, the consolidation of
ances of the advisory council with
; ces of the main association, and

evision of the schedule of dues—
very closely related. Since the
zation of the advisory council, its

ogether the work of all the

expenses were supported by contribu-
tions fromm member companies sepuarate
from dues. This made double machinery
for the collection of funds from the in-
dustry in supporting what is essentially
one activity and it was felt by all those
concerned with the matter that it would
be much more equitable in the long run
to readjust the schedule of dues so that
the financial side of all American Elec-
tric Railway Association activities
would be consolidated. Careful studies
were made by a subcommiittee thor-
oughly representative of the various
classes of membership, and the scliedule
of dues was arrived at as a more equit-
able method than the old system of
dealing with the various classes of
members.

The report was signed by J. G. Barry,
H. V. Bozell, H. L. Brown, H. C. Clark,
F. W. Doolittle, J. E. Hutcheson, M. B.
Lambert, E. B. Meissner, L. H. Palmer,
Harry Reid, G. A. Richardson, Paul
Shoup, R. P. Stevens, ]J. H. McGraw
and C. D. Emmons, chairman.

Insurance

OLLECTION of a two-year his-

tory of insurance experience was
continued. The number of companies
reporting this year was 35 more than
a year ago, with $68,000,000 more
insnrance and $145,000 niore premium.
Tables which accompany the report
show for the 279 companies allocating
insurance to types of property covered,
insurance carried, premiums paid, rate,
losses and amount recovered, also the
same data for 60 companies which do
not allocate their premiums to the types
of insurance carried. The committee
also points out that the loss ratio is
declining.

At President Sawvyer’s request the
commiittee appointed a subcommittee to
give the subject of fire prevention spe-
cial attention. The conclusions in brief
follow :

Tap much emphasis can hardly be
laid on fire prevention for street rail-
ways. It often appears that where
several methods of reducing a particu-
lar fire hazard possess equal merit, one
is accepted by the insurance authorities
as the best and if followed, a maximum
insurance credit will be obtained. The
Engineering Mannal Section B-100-23
contains some very helpful suggestions
and reconinendations on this subject.
The Crosby-Fiske-Forster Handbook of
Fire Protection is a nationally recog-
nized anthority on all matters of this
sort, as are the varions pamphlets pub-
lished by the National Iiire Protection
Association.

It is advisable to submit plans of.all
new construction to the local rating
bureau, or vour insurance broker if he
is in a position to furnish insurance
engineering service, before the work is
started, to obtain their suggestions re-
garding details of construction and fire-
extinguishing equipment. Where auto-
matic sprinklers are to be prowded, the
plans should provide that the work be
done so as to conform to the burean
reqnirements.

In the effort to cut down expense on
new construction, it is easy to allow
fire hazards to creep in when, if fire
prevention were properly considered,
the additional expense involved would
save a great deal more than its annual
carrying cost in lower insurance rates.

Safety and fire prevention go hand in
hand, and safety committees should be
encouraged to give suggestions which
wilt help to improve the condition of
the property. If this places too great
a burden on the safety committee, the
work may be given to a separate com-
mittee organized to follow fire preven-
tion work alone. Such a committee
should be drafted from different parts
of the organization. The inspections by
this committee should embrace all
phases of fire protection, including
housekeeping, storage of combustible

P. E. Wilson

material and extinguishing equipment.
Inspection work will be greatly aided
if the employees feel that the manage-
ment is personally interested in the
work. The reports of inspection should
be followed closely to see that defects
are corrected as soon as possible.

Excellent results have heen secured
hy many member companies in engag-
ing the services of firm whose specialty
is fire prevention. This is applying in
a larger way the advantage derived in
forming fire prevention conmnittees
among our own staff and our own em-
ployees.

It is essential that all employees be
carefully instructed as to what they
should do in the event of fire. This in-
cludes giving the fire alarm, use of fire
extinguishers, running ont of hose, the
removal of essential records and prop-
erty, etc. From time to time fire drills
should take place to be sure that each
person not only understands what he is
to do but knows exactly how to do it.

Good housekeeping is largely the re-
sult of a habit of mind. There is noth-
ing that so influences a clean mind as
a dirty workshop or a dirty street car.
Therefore street railway managements
should lay great emphasis on the sub-
ject of good housekeeping, the result of
which will be not allowing waste to
accumulate abont the plant. Any in-
fraction of fire prevention rules shounld
be followed up as strenuously as infrac-
tions of rules for operation of cars,
the handling of revenue and all of



694

ELECTRIC RAILWAY JOURNAL

the other ramifications of our business.

The committee recommends that it
be continued another year with author-
ization to mnegotiate with insurance
rating authorities for a reduction in the
rates applying to street-railway proper-
ties. Such negotiations, naturally, will
require the closest co-operation of the
membership. The data collected indicate
such rate negotiations are warranted.

The association statistician, Mr. Mur-
phy, has again been invaluable to the
committee.

The report is signed by O. H. Bernd,
Edward J. Blair, A. C. Blinn, Granville
H. Bourne, C. E. Brown, W. C. Camp-
bell, N. H. Daniels, Samuel W. Green-
land, F. M. Hamilton, L. R. King,
A. D. Knox, F. H. Miller, John H.
Moran, A. B. Paterson, F. J. Petura,
B. L. Tomes, Edward A. West, H. B.

Potter, vice-chairman, and Paul L.
Wilson, chairman.
Education

N LAYING out its program for the

past year the committee decided not
to try to cover too much ground, but
to confine attention prncipally to con-
tinuing the work of last year along lines
that seemed most promising,

The advisability of conducting an-
other demonstration conference was
considered, but the committee concluded
that the purpose of that demonstration
had been accomplished as far as it could
be by that means. This purpose was to
arouse interest in the conference form
of instruction and to stimulate the hold-
ing of such conferences on as many rail-
way properties as possible.

Omitting numerous intervening de-
tails, the outcome of the committee’s
discussion and correspondence was a
plan for a “Training Course for Foreign-
Conference Leaders” to be held in con-
nection with the Cleveland convention.
The conferences will be conducted by
A. J. Sarré, of the New Orleans Public
Service, Inc., and Henry H. Norris, of
the Boston Elevated Railway, with the
assistance and co-operation of Frank
Cushman, of the Federal Board for Vo-
cational Education, Washington, D. C.

The invitations to enroll in the leader-
training course went out early in July,
to permit correspondence with the regis-
trants during the summer. Last year
five letters -with enclosures were sent
by the committee to the members of the
foreman-conference group. The result
was the building up of a spirit of
solidarity which facilitated the starting
of the discussion at Cleveland.

The committee and the men in charge
of the training course for foremen-con-
ference leaders wish to emphasize the
preliminary nature of this series of con-
ferences. In six sessions of four hours’
duration it is impossible to furnish the
equivalent of the longer courses avail-
able at other times and places for this
purpose. The course can form only a
part of the training desirable for con-
ference leadership. It is hoped, how-
ever, that as far as possible the men
selected may be those who have already

made a start in this field. The course
also should be followed by reading along
the lines suggested by the instructors.

Another subject which appealed to
the committee as urgent at this time is
the instruction of car operators, par-
ticularly along lines of courtesy, skill in
giving good service, interest in the job,
etc. A questionnaire was sent out to
ascertain the present practice in post-
employment instruction. The returns
indicate a substantial interest in sunch
training, but show that there is a wide
field here for study and improvement.

A representative of the committee

Edward Dana

attended the twelfth annunal convention
of the Engineering Extension Division,
Pennsylvania State College. A fore-
man-conference demonstration was a
feature of that convention.

In the course of its researches the
committee learned of much educational
and training activity that could not be
covered statistically. It is impracticable
to include accounts of all of this in the
present report, but typical descriptions
are appended to indicate the trends of
the best present-day educational effort.

The committee has been greatly en-
couraged by the interest of the indus-
try in its efforts. These appear to be
producing results. The “educational
director,” or his equivalent is increas-
ingly in evidence on electric railway
and allied properties. The committee
desired to make a definite contribution
to this development this year and to
avoid spreading its activities over too
wide an area. Co-operation by the in-
dustry in the leader-training course
will insure such a contribution.

Following the committee’s established
custom, a bibliography is appended to
this report referring to some of the
important recent articles in the field at-
tempted to be covered by the committee.
This makes no claim for exhaustiveness,
and the committee will welcome addi-
tions which can be included in the
revised report.

The report was signed by H. H.
Adams, George B. Anderson, A. H.
Armstrong, W. H. Boyce, W. H.
Burke, John A. Dewhurst, M. B. Lam-
bert, R. J. Lockwood, M. McCants,
F. H. Miller, Henry H. Norris, Arthur
J. Rowland, A. J. Sarré, T. H. Tut-
wiler, J. S. Hyatt, vice-chairman, and
Edward Dana, chairman.

Motor Vehicle Informati

UESTIONNAIRES were
< to determine the trend of
bus operations as affecting the e
railway industry. The results.
questionnaire follow:

1. Will the electric railways
section purchase and operate appi
more buses in 1927 than in 1926

As a broad generality the tre
appears to favor the operation ¢
preciably more buses by elects
ways this year. « From the
which reply in the negative, h
it seems more accurate to concls
a substantial part of the ele
ways have now reached the
which they intend to expand
operations, while a larger numb
perhaps have undertaken bus o;
more recently, still contemplate
tial increases in that form of |

2. Will these buses be u:
plant electric cars or to fur
tional transportation service?

A marked uniformity of o
cxpressed in the responses
query. New buses to be ope
vear will function largely as
crosstown service and gener
plementary to the existing
service of the electric railv
cerned. Ounly in small cities «
appear to be any intention of
ing the street cars with buses.

3. Is the number of buses
other than electric railways i
or decreasing?

Opinion is sharply divided
trend of independent operation
group reports increased ind
operations, while nearly an eqt
ber find the situation statior
decreasing. Where increases
they apply largely to interurb
tions and not always in competitic
electric railways.

4. Are the buses now being ¢
by the railways and by others
a fair return on the investment.

It is the concensus of opin
bus operations are not yieldin;
return on the investment. ln
bus service seems to be genera
remunerative than city bus o

5. What is the trend of bus d
your section—toward larger or !
buses ?

Apparently many operators
ready standardized on bus si
in their opinion best fit the lo
requirements. Our replies in
21 to 29-passenger buses are t
in city service, with larger buse
terurban routes. Where any
noted, it is almost uniformly
larger vehicles.

6. Is the trend toward more lu
buses or toward more passe
1,000 1b.?

A broad uniformity of opin
of two definite conclusions:

First, that interurban bus d
toward more luxurious equipn
with city buses the trend
lighter cars of plainer but r
fortable design; and

Second, that the trend is
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er buses—i. e., buses of struc-
tability, with six-cylinder motors
ble finish; buses designed with
onsideration to reasonable life
; maintenance cost.

at is the trend of the schedule
buses—faster or slower?
southern sections the responses
reflect a trend toward faster
e speeds. While this appears to
the general purpose, many re-
wer schedule speeds resulting
flic congestion.

here any change in liability in-
premiums, either higher or

1 reported the appropriation of
] funds to injuries and damages
the purpose of carrying their
e. The majority reported
in liability rates and none
grates. W * o
is the rate of fare tendency?
ase is there any downward
in the rate of fare; the ma-
ardless of their desires, antici-
nge, but several indicate an
ncy.
n buses operated by independ-
are obsolete or otherwise
use, is the tendency in these
indon the lines or buy new

)proximate uniiormity the re-
ect tenacity in the independ-
and an ability, with the
payments, to replace their

he bus manufacturers solicit-
s in competition with electric
ited lines? If so, who?

al majority exonerate the
acturers from the implication
fforts to establish independent
ive operations.”

is the tendency toward
ulage by trucks in vour ter-

some replies indicate a com-
y small increase in {freight
by trucks, nearly all agree that
se, either large or small, is
dlace; and none report a de-

 what extent have unregulated
bus lines been established and
e tendency toward an increase
in this kind of operation?

bservers located centrally in
ctive states note little if any
bus operations, but the ma-
port a small to large interstate

s—mostly increasing.

‘hat other indications do you see
territory that have bearing on
icy of future bus operations?
r as such a leading question
 expected to result in any uni-
f reply, it may be said that
look for increased bus opera-
Among the comments we find
tion that bus operation in
- will tend to become concen-
y under the management of
railways and the anticipa-
continued increase in the
le private automobile will have
t bearing upon future bus

3

15. What, in your opinion, should the
executive committee of the association
be giving particular attention to in re-
gard to the bus situation?

In the field of legislation four com-
panies direct the attention of the execu-
tive committee to the need for state or
interstate bus regulation in their re-
spective territories.  Others suggest
that the executive committee should in-
vestigate and give wide publicity to (1)
the relative function of the railway and
bus, and effect of bus competition
upon electric railway operations; (2)
the relative cost of bus and electric rail-
way operations when equally burdened
in respect to service regulations, taxes
and liability for injuries and damages;
and (3) the unseen cost of bus opera-
tion which the public pays through the
various forms of taxation that provide
for the upkeep of the highways.

Among the replies we find the pro-
mulgation and prompt adoption of a
uniform system of bus accounting very
strongly urged, while efforts toward
standardization of bus design and elim-
ination of high-pressure sales policy of
bus manufacturers toward prospective
bus operators are suggested.

The report was signed by Joseph
H. Alexander, Carl H. Beck, M. R.
Boylan, Luke C. Bradley, F. G. Buffe,
H. B. Flowers, M. B. Lambert, D. W.
Pontius, Harry Reid, R. B. Stearns,
W. B. Tuttle, E. P. Waller, S. B. Way.
vice-chairman, and R. P. Stevens, chair-
man.

Taxation

ONSIDERATION during the past

year has been given to the problem
of the complicated and discriminatory
tax systems which now prevail in most
states against street railways. In many
states street railways are carryving a
greater tax burden than is now carried
by other public utilities or by mercantile
and manufacturing corporations. This
fact was very clearly established for
New York State by the survey made a

few years ago by the special joint legis- -

lative committee on taxation and re-
trenchment, of which Senator Frederick
M. Davenport was chairman.

A survey conducted by the advisory
council of this association in 1925 and
1926 showed that street railway com-
panies in the various states were faced
with inequitable tax burdens similar to
those existing in the State of New York.

It is self-evident that when any in-
dustry is compelled to pay more than
two-thirds of its net revenue in taxes,
relief of some sort sliould be furnished.

We are calling attention to the above
inequalities of taxation, not for the pur-
pose of establishing that any other pub-
lic utility is not paying a large enough
share of the tax burden, but merely for
the purpose of showing that any system
of taxation which produces such inequal-
ity must be wrong in principle.

The report of the New York com-
mittee referred to, recommends the adop-
tion of a tax on public utilities based
on the elements of both gross and net
income and said that such a tax would

possess the advantages of certainty, sim-
plicity and equity. Your committee on
taxation has devoted its entire attention
during this year to the question of
whether it should recommend to this
association the adoption of the principle
of a gross net tax on street railways in
lieu of all other forms of state and local
tzg.xation, such gross net tax to be appor-
tioned by the state authorities among
the various nmwnicipalities or govern-
mental agencies of the state.

Tt is realized that the street railway
industry is now faced with a tax system
which has grown up historically by
piecemeal legislation applied at different
times to different classes of corporations,
with the result that such tax system has
the defects of uncertainty, arbitrariness
and complexity. [t is further realized
that the street railway industry is now
paying an unjust and discriminatory
portion of the tax burden of the various
states and that some simple and equi-
table form of taxation should be sub-
stituted in place of the present com-
plicated and discriminatory tax systems
which now prevail in most of the states.

The gross net tax, such as suggested
by the New York legislative committee,
would impose a minimum tax on the
gross revemie from operation of street
railways, even though its net revenue
from operation was small or non-
existent, and the rate of tax wounld in-
crease in the case of such street railways
as had a net operating revenue, such
rate of tax being increased in the pro-
portion that the net operating revenue
bore to the gross operating revenue.
The gross net tax, therefore, has, first,
the element of simplicity; second, the
element of equity, in that the rate of
tax is graduated according to the ability
of a particular street railway to pay such
tax, and, third, the element of insuring
a permanent stable revenue in that it
provides for the imposition of a min-
imum tax on gross reventes from oper-
ation irrespective of whether or not a
street railway has a net operating rev-
enue. At a meeting of the committee on
Dec. 10, 1926, a vote was taken by the
members upon whether it should recom-
mend this form of tax to the association.
The vote was 9 in favor and 1 opposed.

The members felt that in view of the
importance of the subject and that a full
membership of the committee was not
present, a subcommittee should be ap-
pointed, with the chairman of the com-
wittee on taxation as chairman, to pre-
pare a report to be submitted to all the
members of the committee for their
action by letter, vote or otherwise. This
report has not yet been completed, and
the committee on taxation asks that it
be continued for another year so that it
may act upon the question to he sub-
mitted by the subcommittee.

The report was signed by Charles H.
Allen, B. J. Denman, Robert M. Feustel,
Albert W. Flor, Harold L. Geisse, James
P. Griffin, Daniel J. Hennessy, William
A. Jackson, H. A. Mitchell, L. R. Nash.
D. J. Strouse, C. L. S, Tingley, A. C.
Watt, Paul E. Wilson, Edward W.
Wakelee, vice-chairman, and Alfred T.
Davison, chairman.



Latest Developments
in Accounting Methods

Reports of committees of Accountants’ Association sum-
marize progress during the past year. Wide range of sub-
jects covered illustrates scope of electric railway business

UCH activity characterized the work of the committees of the Ac-
countants’ Association during the past year. . The classification of
bus accounts adopted at the 1925 and 1926 conventions was adopted

by the National Association of Railroad and Utilities Commissioners last
October. The report of the committee this year is one of progress.

No

requests for a revision have been received, nor has it been found necessary

to 1ssue a condensed classification.

Abstracts of this and the other reports presented follow.

Stores Accounting

HE SUBJECT chosen for study

and report was storage, distribution
and accounting for gasoline, oils and
grease used on buses and automotive
equipment. Seventeen questions were
sent out to 55 companies. Forty-one
companies responded. Due to varying
conditions the committee’ made no ex-
tended recommendations.

The answers showed that the amount
of gasoline purchased a month ranged
from 3,000 to 1,000,000 gal. and that
the average for the 41 companies re-
porting was about 58,713. The total
purchases of gasoline for the vear of
these 41 companies was about 28,900,000
gal., having a value perhaps in excess
of $4.500,000. These figures show the

R. A. Weston

desirability of following the best prac-
tices to eliminate waste and to insure
statements of cost as correct as possible.

.T\\'enty—ﬁve companies purchase gas-
oline in tank wagons, seven in tank
cars, three in both tank wagons and
tank cars, two in both tank wagon and
from service stations, two from service

stations and two companies did not re-
port. In general the capacity of the
storage tank is for a few days only.

For measuring the gasoline delivered,
seven comipanies use tank wagon meas-
urenients, two companies use standard-
size cans and two companies use gage
tank cars. The remainder nieasure short-
age in the tank. In general. the method
followed in checking the quantity of
gasoline delivered is by means of wooden
calibrated sticks. One company that re-
ceives by tank car gages the car and
figures for temperature correction.

In receipting for gasoline, some com-
panies use special receiving forms and
others use regular receiving receipts.
The receiving record is checked against
the invoice generally. Only two com-
panies carry large enough supply so
that advantage can be taken of trend

of market. Most companies have small-
capacity tanks.
Inventories are taken at various

times as follows: yearly by one com-
pany, semi-yearly by one, monthly by
fourteen, daily by five and at various
times by eleven. No inventory is
taken by two companies and no report
was received from seven.

No companies reported any great
amount of trouble from the accumula-
tion of water in their tanks.

On the question of loss through
evaporation, wastage or other causes
one company reported an estimated loss
of from 14 to 2 per cent and one com-
pany 1.75 per cent. The rest estimated
less than 1 per cent or had no avail-
able data.

Sixteen companies gas their buses
from storage points, nineteen from stor-
age points and public stations, one from
wagons and public stations, one from
storage and wagons, two from public
stations and two companies made no
report.

In accounting for the gassing and oil-
ing of buses twelve companies use mate-
rial and supplies requisition and eighteen
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L. E. Lippiut
Retiring President Accountants® A

companies use special gas and @
sition.

Gasoline is purchased under :
contract by 23 companies, |
monthly contract by one and
ous other kinds of contracts
Nine companies have no cont
two companies made no rep

Twenty-seven companies 1
special ledger account for ga
teen do not; one did not re

Twenty-nine companies carr
their stores account, seven
charge this material direct to tl
account and five companies
report. With grease, twenty
carry it in stores account. ty
panies charge it direct and n
panies did not report.

Among the companies
forms used in gasoline and o
ing, the oue that has gone
sively into the operation of
whose consumption of gasal
proximately 1,000,000 gal. ¢
ported its methods in consider
Briefly, they are as follow

Blanket requisitions on th
agent are prepared by the st
ment. One requisition is
oline covering delivery at :
A separate requisition 1s 1
kind and grade of oil and gt
requisitions also specify th:
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re to be delivered as required and
the vendor makes deliveries,
any’s order number must be
on the delivery slip left at
very points by the drivers of
wagons. Purchase orders to con-
o the wording on the requisitions
ued by the purchasing department.
5 gasoline, grease and oil are re-
~at each point the vendor is
d, but at points where there is a
» consumption this is not necessary,
vendor becomes familiar with the
ents and makes deliveries at
intervals. When each delivery
 the clerk or foreman measures
ts of the tank; then he sees
ank wagon compartments are
e being emptied and that these
1ts are empty when delivery
and again measures the tank
very. A receiving report is
special receiving card, show-
ate, by whom delivered, what
and the guantity, the ven-
ery ticket and tank wagon
1e order number, and stating
k wagon compartments have
rved before and after delivery.
wagon contents are taken out
_ statement to that effect is
. place provided. The ven-
'y ticket is attached to the
aper copy in the receiving
nd the cardboard copy is
d forwarded at once to the
ment general office.
or renders hills for each
ade at each point. They are
en classified to the proper
The receiving card number
1 thereon, certified as to cor-
listed on a bill statement and
I to the purchasing department,
they are again checked as to
ind entered against the proper
Bills are then forwarded to the
» department for recording and

asoline or oil is put into buses
wise used, a daily memorandum
t on the quantity, this being deter-
by measuring apparatus on the
nd tanks, or, in the case of oil,
The data on these daily memo-
s are transferred daily at each
oint to a monthly gasoline and
rt. The consmmption is totaled
numbers several times a month
the total consumption per bus
noted periodically at short in-
5. At the end of each day the con-
n, receipts and quantities on
(by stick measurements) are
up and entered at the bottom of
and the “over” or “short”
as the case may be. These overs
ts are carried through to the
the month, where a net “over”
rt” is arrived at. Then the orig-
this report is forwarded to the
department, where it is checked
st the record of receipts (from
g cards) and invoices. It is then

to the auditing department
her checking. The net “‘over”
" for the month is then appor-
against each bus number shown
report in proportion to the con-
on of each bus to the total con-

sumption, for the purpose of keeping a
consumption record by bus numbers,

A special supplementary report is
made monthly by the stores department
to the anditing department of any deliv-
eries made in the month for which bills
have not been received, in order that
charge entries may be taken up in that
month for deliveries not hilled.

On a large system it is advisable to
have one man take complete charge of
gasoline and oil matters, for maintaining
relations with the vendors as to details
and for the general system of operation
as regards fuel and lubricants.

The report was signed by W. V., Shoe-
maker, W. S. Stackpole, F. E. Wilkin,
and R. A. Weston, chairnian.

Standard Classifications

DURIN G the past year the commnittee
received a notice from the Inter-
state Commerce Commission of a hear-
ing on depreciation for electric railways
to be held Feh. 28, 1927, at Washington.
This hearing was subsequenily post-
poned to May 23, 1927, and later in-
definitely postponed. In view of the

M. W. Glover

fact that when this subject came up for
discussion several years ago in connec-
tion with a similar hearing hefore the
Interstate Commerce Commission relat-
ing to steam railroads, a special commit-
tee was assigned to handle the subject
hy the American Electric Railway As-
sociation, the comnmiittee felt it would be
inadvisable to take any official action in
connection with the proposed hearing,
even though it appeared to cover an
accounting matter, which would pre-
sumably be handled by the Accountants’
Association. Nothing has therefore been
done on this subject other than to keep
in touch with developments. )
The subject of accounting questions
appearing in the question box of Aera
was brought to the attention of the com-
mittee and arrangements were made
with the editor of Acra that all account-
ing questions involving an interpreta-
tion of the classification of accounts
would be sent to the committee hefore
publication, in order that an official
answer could be secured when neces-
sary from the Interstate Commerce
Commission, in accordance with the ar-
rangement in effect between the burean
of accounts of the Interstate Commerce

Comimission and the committee, whereby
all inquiries relating to the classification
of accounts for electric railways are sub-
mitted to the committee before a ruling
is issued by the commission.

All accounting questions which do not
require an interpretation of the classi-
fication will, of course, be published in
Aera without reference to the committee.
The only questions submitted to the
committee will be where an interpre~
tation of the classification is involved.

During the year several inquiries were
received from electric railways operat-
ing in the United States and in Canada.
These were suhmitted to the bureau of
accounts of the Interstate Commerce
Commission and answers approved by
the committee and by the commission
were given. [These questions and
answers will be published in a later
issue of ELECTRIC RAILWAY JoURNAL.
—Eb.]

The report was signed by H. L. Wil-
son, I. A. May, P. S. Young, C. S. Mit-
chell and M. W. Glover, chairman.

Bus Accounting

HE most important development

during the past year was the
adoption hy the National Association
of Railroad and Utilities Commissioners
at their convention in Asheville, N. C.,
in October, 1926, of the hus classifica-
tion of accounts, approved by the Ac-
countants’ Association at the conventions
in October, 1925, and October, 1926.

This therefore makes the bus classi-
fication the standard classification of
accounts for motor bus transportation
companies and in future this classifica-
tion will be referred to as the “Standard
Bus Classification.”

During the past two years the standard
classification has heen used by a number
of companies operating in the states of
Connecticut, New York, New Jersey,
Pennsylvania, Maryland, West Virginia,
Virginia, Ohio, Indiana, Illinois and
Wisconsin, and is in use by companies
operating in the District of Columbia.
The classification is probably used in
other states by companies which have not
adopted a classification of bus accounts,
but the committee has not been ahle to
secure the names of the companies and
the other states in which the classifica-
tion is now in use. Its adoption by the
National Association of Railroad and
Utilities Commissioners, the member-
ship of which comprises the public
service commissions of all states as
well as the Interstate Commerce Com-
mission, should result in an increased
use of the classification and will pro-
wote uniformity in bus accounting
throughout the United States, which is
very desirahle.

During the year the committec has
received several questions relating to
interpretations of the classification. and
in accordance with the authority given
at the October, 1926, convention, an-
swers to these questions have been
given by the committee. [They will
appear in a later issne of this paper.—
En.]

The General Office Equipment Cor-
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poration of New York has issueq a
pamphlet entitled “Standard Accounting
System for Bus Operating Companies,”
using the standard classification as a
basis of the system suggested, and
copies of the pamphlet have been fur-
nished for distribution to the members
attending this convention.

The chief of the bureau of accounts
and statistics of the Pennsylvania Pub-
lic Service Commission invited the
committee to attend a hearing in Har-
risburg, Pa., Aug. 17, 1927, to review
a proposed tentative classification of
accounts for passenger motor transpor-
tation companies which has been under
consideration by the Pennsylvania com-
mission. A meeting of the committee
was held in Harrisburg on Aug. 16 and
the tentative classification was con-
sidered and compared with the standard
classification. The result of the ex-
amination of the two classifications
showed several small differences. The
committee attended the hearing on
Aug. 17 and offered verbal suggestions
relative to changes in the proposed
Pennsylvania classification to bring it
i line with the standard classification.
The chief of the bureau of accounts and
statistics at the close of the hearing
invited the committee to submit sugges-
tions in writing and stated that they
would be carefully considered before
the classification was issued by the
Public Service Commission. In re-
sponse to this invitation the committee
submitted a statement under date ot
Sept. 1, 1927,

It is needless to advance reasons
showing the desirability of uniform ac-
counting throughout the United States,
and it is hoped that the Pennsylvania
Public Service Commission, as well as
the commissions of other states, will
carefully consider this subject before
issuing a classification different from
the standard classification, which has
been approved by the National Asso-
ciation of Railroad and Utilities Com-
missioners. The most serious objection
to the adoption of different classifica-
tions in the various states is the fact
that a number of bus companies oper-
ate between states, handling interstate
passengers, and it would be manifestly
impossible for such companies to keep
their accounts under two different clas-
sifications if the states in which they
operated should issue different classi-
fications.

So far no requests liave been received

for a_more condensed classification than
that adopted at the 1926 convention, but
if smaller companies feel that a more
simple classification is needed, it can be
readily prepared from the two classi-
fications now in use, the complete
classification being prepared for com-
panies with annual operating revenues
in excess of $100,000 and the con-
densed classification for companies that
have operating revenues of less than
$100,000.

The report was signed by P. R.
Jacques, H. C. Kimball, C. R. Mahan,
C. W. Stocks, N. E. Stubbs, E. A.
Tuson. and M. W. Glover, chairman.

Representation at Convention of
National Association of Railroad
and Utilities Commissioners

HE chairman of the committee

attended the 1926-27 convention of
the commissioners, and while he took
no part in the discussions he was pres-
ent at practically all the sessions and
discussed matters of interest with mem-
hers and other guests of the association.

W. L. Davis

Probably the item of most importance
to this association was the action taken
by the committee on statistics and ac-
counts of public utility companies. This

committee, in its report, covered the .

following subjects: (1) Standard clas-
sification of accounts for motor vehicle
operations, (2) pending (or possible)
revision of the standard classification
of accounts for electric railways by the
Interstate Commerce Commission, (3)

destruction of records of public utiljt
The present status of each is:

1. The committee’'s report
mended for adoption two classificati
one covering operations with
revenue of more than $100,000
vear and the other for operations ¥
gross earnings under that amount.
report states that the uniform s
of accounts, made a part of the
has been adopted by the Am
Electric Railway Association. lu @
ing its recommendations, howeve:
report was submitted “with the p
that in so adopting these syst
accounts each state commission or
nlatory body having jurisdiction
matters will have the right to
or modify such system of accou
order to meet their own special
ments or needs.”

2. The chairman of the col
recommended that the commit
pointed to take care of this work
the coming vear co-operate w
Interstate Commerce Commiss
any changes or revisions in the p
classification of accounts for e
railways. The chairman also ac
in this same connection, that Cha
Eastman of the Interstate Co
Commission had been consulted g
approved the recommendation.

3. Recommendations were made
the subject of destruction of rec
assigned to the incoming commi
the present committee had not su
time to consider it.

The report of the committee or
tistics and accounts of public
companies was accepted by the ¢
tion; hence it will be very essen
this association to follow up the )
ountlined in sections 2 and 3
Possible changes in the situat
connection with a uniform regul
law (now under consideration)
possible revisions of the electric rai
classification may have an effect o
status of the bus classification an
application thereof.

The matter of accounting for re
als, replacements, retirements a
preciation on electric railways w
cussed informally by several pre
the convention, but it was not menti
in the proceedings.

The time and place of the nex
vention was fixed for the third v
October at Dallas, Texas.

The report was signed by \
Davis, chairman.

-

BUS operation is plaving a very mmporiant part in the transportation

field. * * * [t behoaves every member of onr association to put forth
every effort to have our standard classification of accounts for bus opera-
tion adopted by all state commissions and used by the bus operators,
rather than some time later to find onrselves confronted with a classifica-
tion put out by the several state commissions. It is highly important that

a national standard be adopted.

—From PRESIDENT LipPITT's address to the Accountants’ Association.




HIS year the committees studying equipment subjects were grouped
under the same general plan as that adopted by the way and struc-
tures group a year ago. The reports presented show clearly the bene-
results of this procedure. Committees studying the subjects of heavy
c traction and power generation and distribution continue to work
ndently. Abstracts of the reports follow.

FQ‘Wer Transmission and
Distribution

REVIEWING existing mannal
sections the committee agreed upon
| to be added to the section cover-
imsulators for contact bar supports
bmitted a drawing.
committee submitted specifica-
vering materials for catenary
). These are designed to be
eventually in a comprehensive
hication for overhead line material,
b Doth direct and catenary suspen-
. which will include the material
ng at present in the mannal.
committee reviewed the specifi-
ions for catenary overhead construc-
m for othier than steam railroad elec-
i for the purpose of preparing
" necessary revisions. It found that
mber of changes are desirable and
nted a list of them as information
The committee felt that there is

=

still much work to be done on this
specification and did not recommend the
adoption of these revisions at this time.

The committee continued the study
of trolley wire breaks and carried it
forward in a manner uniform with that
nsed in reports for 1925 and 1926, cov-
ering substantially the same properties.

The committee felt that the data
available are still insufficient for a full

comparison of results, and it is believed -

that next year, with four years of uni-
form data at hand, a more complete
comparison can be made and reasonably
safe conclusions stated. The commit-
tee called attention to the decreasing
frequency of trolley breaks, due to both
crystallization and wear, at points of
support.  Attention was also called
again to the increasing percentage of
breaks due to canses beyond the con-
trol of the line maintenance forces, such
as burn-downs and pull-downs hy cars,
etc. This item shows a steady increase
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Definite Recommendations
Made by Engineering Committees

Work do.ne during the past year by way and structures
and equipment divisions has progressed favorably
under new group organization.

Additional reports
presented on heavy electric traction and power subjects

Daniel Durie
Retiring President Engineering Association

from 27.1 per cent in 1922 10 34.6 per
cent in 1926.

At a joint meeting of the A.S.T.M.
and the association, the specification
for bronze trolley wire was discussed.
It was shown from the experience of
the past two years that the present ten-
sile strength requirements represented
selected material and could not be
reached by all good and acceptable
wire. It was also shown that the per
cent elongation in 10 in. for the 133,225
circmil size was slightly out of pro-
portion with the requirements for the
other sizes. The manufacturers also
pointed out that the present require-
ment (that grooved trolley wire should
have 95 per cent of the tensile strength
of ‘round wire) was not supported by
tests of the material, and there appeared
to be no reason why the tensile
strengths should not be the same for
wire of the same nominal cross-sectional
area. It was, however, also brought
out that grooved wire would not nor-
mally have as great an elougation as
round wire, with the result that a re-
duction in this requirement was agreed
upout.

With regard to the twist test, it was
shown that the present A.ERR.IE.A. re-
quirement was too severe for the larg-
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est sizes and that the A.S.T.M. require-
ment was not severe enough for the
smaller sizes. It was agreed to state
a minimum number of twists for each
size of wire, at the same time keeping
the test as a qualitative test to discover
defects.

The changes were embodied in a re-
vised specification which was sub-
mitted for approval.

A number of cases of radio interfer-
cnce were brought to the attention of
the committee, but in each case the
causes had been anticipated and de-
scribed in the 1926 report. Remedies
snggested in that report were applied
in a few cases with gratifying results.
No new additional sources of interfer-
ence were brought to the attention of
the committee since the last report
was made and it is the opinion of
the members of the committee that the
1926 report is comprehensive enough
to identify nearly all cases of radio in-
terfence caused by trolley car operation
and to apply a remedial measure.

The committee gathered some data re-
lating to the physical conditions and
methods employed on various systems,
with the idea of establishing a standard
by which the various methods of operat-
ing and maintaining overhead lines may
be compared. In making a preliminary
digest of these, it was found that there
is possibly a very fruitful field for in-
vestigation, the results of which, it is
expected, will set up an arrangement by
which an operating engineer may com-
pare his methods of using labor and
material and the results he obtains with
the methods and results obtained on dif-
ferent operating roads, traffic density
and such other factors of wear being
taken into consideration.

The committee recommended that
this subject be continued next year.

The committee has been in communi-
cation with various users of trolley wire
reels and found that, with the existing
divergence of opinions, no formal re-
port could be made at the present time.

The report was signed by J. Walter
Allen, S. H. Anderson, W. H. Bassett,
James H. Drew, D. D. Ewing, C. E.
Hancock, W. F. Healy, S. S. Hertz,
erk J. Keith, A. J. Klatte, John Leisen-
ring, H. S. Murphy, W. J. Quinn, M. B.
Rosevear, W. Schaake, A. Schlesinger,
Dwight L. Smith, R. E. Wade, George
F. _Wennagel, M. W. Cooke, vice-
chairman, F. McVittie, chairman, J. F.

Neild, secretary and Charles H. Jones,
sponsor.

Power Generation and
Conversion

UMMATION of the investigation

made regarding ventilation of auto-

matic substations was given. This was
arranged so that with a given machine
and knowledge of the load to be carried,
the quantity of air to be circulated and
the size of inlet and outlet openings
may be determined easily under various
combinations of plant factor and venti-
lating head. A brief summary of the
tests was given, together with a num-

ber of suggestions to substation de-
signers in the determination of char-
acteristics and arrangement of required
ventilating equipment and result in
generally improved temperature condi-
tions in substations.

The plant factor on railway sub-
stations generally averages less than

F. McVittie

50 per cent. Sustained overloads of as
much as two hours’ duration occur
frequently, however, but these are to
some extent counterbalanced by the
thermal storage capacity of building
structure and equipment as well as of
the machines themselves in so far as
the required temporarily increased dis-
sipation of losses is concerned. The
resultant temperature in the usual rail-
way station, after its customary two-
honr overload period, is decidedly lower
than that corresponding to a continuous
load of the same magnitude because of
this thermal storage capacity. It is
estimated that the masonry work alone
of an average two-unit substation will
absorhb 72 kw.-hr. per deg. C. rise in
temperature. Obviously some advan-
tage can be taken of these mitigating
circumstances in the determination of
the ventilating equipmient which must
he provided for dissipation of losses.
One means to this end is to determine
sizes of openings or fan capacities on
the basis of air circulation per unit of
loss during maximum eight-hour aver-
age load for stations of low plant factor
and decreasing the air circulation per
kilowatt loss as the plant factor in-
creases in some snch ratio as: 200
cuft. per minute per kilowatt loss for
stations having 50 per cent plant fac-
tor, 170 cu.ft. per minute loss for sta-
tions having 75 per cent plant factor,
140 cu.ft. per minute per kilowatt loss
for stations having 100 per cent plant
factor. corresponding to temperature
rises of the ventilating air of 9.5, 11.2
and 13.6 deg. C. respectively. Curves
were worked up on this basis for total
station losses at maximum eight-hour
average load, as high as 220 kw. They
may be extended indefinitely. The total
air circulation to be provided through
the building can be read on the lower
scale directly below the intersection of
the horizontal line corresponding to the
eight-hour average losses and the curve
corresponding to plant factor.

The free areas of inlet and outlet

openings required to obtain the
sary amount of ventilation in
ventilated stations depends on
locity which can be imparted to
of air, and this in turn depend:
on the arrangement of station equ
relative to the ventilating
Based on observations during
would seem that velocities equ
per cent of the theoretical velo
to chimney action alone can
obtained if machines are so
that their fan action aids the
action in the ejection of heated ai
the building.

As the capacity of individual ni
increases it hecomes necessa
sipate more heat per cubic fo
ing space. For equal capacit
generator sets require more
than converters, due to their
ciencies. For relatively large
outlets may hecome so lar
cupy the entire roof, resulti
pensive roof construction
ventilators or both. In some
roof ventilators may present ob
able architectural features. I
the high indoor temperature
with natural ventilation m:
uncomfortable, particularly
climates. It then becomes
collect the heated air as disc
the machines conducting it
This can be effectively acc
means of collecting housings

Forcep VENTILATIO

There are conditions mo
special where forced venti
proper solution as:

(a) When continuity of
highly important, it has be
advisable to install forced
where stations are subjec
tracted durations of dead calm
outdoor temperature.

(b) In noiseproof stations.

{c) Where air filters, v
ers or other known higl
against air flow are introdi

(d) In stations located
or underground where
available for ventilators of
for natural ventilation.

(e) In particular cases
charges and operating ¢
ventilation are less than t
ventilation costs.

Since it is the recirculs
heated air discharged
chines that causes a high a
perature, it seems logical
effective method of venti
collect this heated air am
outdoors. This procedure
easier problem than that
cooling air at outdoor t
the machines. It lends
readily to an arrangement in
and machines combine thei
eject heated air. Fans of
charge pressure can thus be
the heated air, being conl
allowed higher temperature
fan capacity be correspond
resulting in minimum ener.
tion of the motor.

Efficiency curves were
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500-volt and 1,500-volt 60-cycle
arc rectifiers in comparison
similar synchronous converters.
inherent characteristics of the
as at present designed are
at different from those of the
ous converter or the motor-
r set. The committee recom-
that the A.LLE.E. standard of
or synchronous converters and
renerator sets for railway service
ed to mercury arc rectifiers for
rvice. It was the opinion of
ttee that this method of rating
the rectifier on the same basis
otating machines and will avoid
n in the minds of operators
aking comparative studies of
1g machinery. It was recog-
ywever, that under the suggested
| of rating the rectifier of pres-
on will have a continuous ca-
eater than its nominal rating
that it will be able to carry
momentary loads than the con-
the same nominal rating.
nnaires were sent to 23 own-
operating companies in the
tates and Canada, requesting
characteristics of their rectifiers
rience thus far obtained in
Replies were obtained from
y all of these companies.

¢ operation was reported as
isfactory as fdar as the rectifier
concerned. Trouble has been
. however, with accessory
t of various kinds.
ort was signed by C. E. Ben-
A. Butcher, H. W. Codding,
rrett, H. W. Kidder, Nelson
ve. H. W. McRobie, Otto Naef,
Peters, W. S. Richhart, G. W.
. L. J. Turley, R. L. Weber,
inans, G. 1. Wright, W. E.
chairman; L. D. Bale, sponsor.

‘Wood Preservation

C. A. Smith

OUS committees have covered
ect of wood preservation so
that it remains only to keep
ions and recommendations up
and in line with those of other
ons, such as the American
eservers’ Association and the
Railway Engineering Asso-

ng timber in place has been

adopted by the two largest communi-
cating companies as standard practice.
As a result of the carefully compiled
reports from these companies there is
evident a rather widespread interest in
securing the longest life possible from
the pole timber now in line. While a
considerable number of companies
adopted such treatments during the past
year, these are in no position to add to
the information already presented in
previous reports. Those interested are
urged to obtain the reports which will
be issued by a committee on service
records of pole timber which was ap-
pointed by the American Wood Pre-
servers’ Association at its last annual
meeting. No further report has been re-
ceived on the Cobra treatments used
abroad and especially in Germany and
Austria.

Most of the users of the record form
reproduced in last year's Proceedings
do not keep any record of the treatment
or installation, but keep simply a record
of the number of ties or other materials
installed each year as a starting point,
and record is kept of the removal of such
treated materials from year to year.
When such removals take place, the date
of installation is obtained from dating
nails put into the material at the time
of treatment. Such a practice is very
satisfactory where a standard specifica-
tion has been adopted so that all of the
material is handled in the same manner
hefore treatment and the treatment itself
is standard.

The committee wished to impress on
all users of treated timber the impor-
tance of keeping some record of the life
obtained on all their particular materials,
as it is only by such records that neces-
sary changes in specifications can be
intelligently adopted and the actual econ-
omy of treated materials can be defi-
nitely obtained.

The continued and growing interest
in wood preservation as a part of the
country’s belief in timber conservation
supports continued interest in new pre-
servatives or methods. Information on
two of the newer preservatives is re-
ported this year. The first, wood pres-
ervation with insoluble inorganic salts,
is a new development in the form of
preservative salts said to remain in the
wood without loss due to leaching or
weathering influences. It was sought to
discover preservative materials which
would be as permanent as creosote, low
in cost and available in large quantities.
The second uses cold treater dust as a
wood preservative. Cold treater dust is
a smelter hyproduct obtained from the
Cottrell precipitators of smelting works.
The material comes in the form of a
finely divided powder. It is composed
mainly of arsenic trioxide usually con-
taining about 75 per cent of this sub-
stance mixed with compounds of lead,
copper, zinc, bismuth, selenium and
tellurium.

It was recommended that the commit-
tee on wood preservation as an inde-
pendent committee be abolished, and
that a special committee of the Way and
Structures Division be appointed to
handle the subject in the future. This

special committee should contain repre-
sentatives from the Power Division, as
this group is vitally interested in creo-
soted poles and crossarms.

_ The report was signed by J. M. Cur-
tin, T. H. David, J. L. Fritsch, W. H.
Fulweiler, Ernest F. Hartman, W. L.
Harwood, leo P. Scanlan, F. H.
Swayze, A, P. Way, R. H. White, and
C. A. Smith, chairman.

Purchases and Stores

J. Fleming

O CHANGES in the existing

recommendations and miscella-
neous methods and practices, as incor
porated in the Engincering Manual, arc
recommended.

Owing to the apparent lack of interest
in supporting a central exchange for
the disposal of unused, inactive material,
the large expense involved in its opera-
tion and the limited application of the
surplus materials offered, the committee
recommends against the establishment
of such an exchange. Instead, the fol-
lowing procedure is suggested: (1)
Endeavor to dispose of materials
through company subsidiaries or allied
companies, (2) seek permission of the
manufacturer to return surplus mate-
rials to him for credit or obtain from
him a list of other users who might be
interested, (3) canvass nearby proper-
ties, (4) advertise individually in trade
papers or seek an outlet through equip-
ment or second-hand dealers, (5) scrap
locally on the rccommendation of a
storekeeper or a committee duly author-
ized to act in such matters.

The committee outlined in its report
a schedule of routine methods to be
departments and suggested it be ap-
proved as a recommended method in the
Maiiual Section.

The committce belicves that a sys-
tematic plan for inspecting and testing
materials should be adopted by all rail-
ways but that such testing and inspec-
tion of materials are primarily a prob-
lem for the engineering department of
individual companies, and that depart-
ment should decide what methods should
be followed and the extent to which
standard tests should be applied. It is
helieved, however, that the stores de-
partment is in a position to handle the
inspection of a large percentage of
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stocks materials which will satisfy the
requirements. It is also the duty of the
purchasing or stores department to
bring to the attention of the engineering
or testing department the receipt of
materials on which testing instructions
have not been received or which should
De tested before being accepted.

The following subjects are recom-
mended for consideration by the com-
mittee on purchases and stores for the
year 1928: (1) Review existing pur-
chases and stores sections of the Manual
for revisions and corrections, (2) swudy
the advantages and economics of unit
piling and standard packages and recon-
mend a suitable system for use on elec-
tric railway properties, (3) study in-
vestment in material and supplies and
the cost of operating stores, (4) recom-
mend methods and practices for keep-
ing price records and pricing materials
and supplies received and issued.

The report was signed by J. Y. Bay-
liss, A. S. Duncan, A. L. Fischer, B. W.
Forkner, F. A. Jordan, P. F. McCali,
T. H. McGarry, W. E. Scott, C. Thor-
burn, W. J. Walker, A. E. Hatton, sec-
retary, A. A. Ordway, vice-chairman,
J. Fleming, chairman, and P. V. C. See,
SpPOnSOr.

Heavy Electric Traction

H. F. Brown

-

EVEN subjects were assigned to the

committee. The study of track and
third rail bonds for heavy traction work
was continued. It was felt that informa-
tion on the use of supplementary nega-
tives as an appendix to the tabulatioun
prepared last year of bond practice of
electrified steam roads and heavy trac-
tion lines will be a valuable addition to
the information on track bonding. A
questionnaire covering data desired has
heen prepared. A

Information is being collected on the
various factors involved in contact re-
sistance. This subject requires some
research and the compilation of data not
readily available at the present time.

There is no information available as to
the extent of reapplying bonds. In some
cases pin expanded bonds are reapplied
after again milling the terminals and
using oversize expansion pins. A num-
ber of properties make a practice of re-
moving and reapplying gas-welded
bonds. It is recommended that this sub-
ject be continued.
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Electrified steam railroad mileage and tonnage of electric locomotives, 1894-1926

It was understood that some experi-
ments had been conducted in Europe
with the thought that by applying a
coating to the rail and joint plate the
necessity for rail bonds might be over-
come. Nothing of this sort has proved
successful. It is possible that more in-
formation may be developed on this sub-
ject.

Some tests have been conducted to
determine the current carrying capacity
of the different types of rail bonds. The
tests have not been conclusive due to the
short sections of rail used conducting
heat from one bond to another. The
set-nps are hard to make and the prob-
lem is further complicated by splice-bar
design, bond length and rail sizes. It
is recommended that this subject be dis-
continued.

Information concerning rail joint
clearance and its effect on rail bond
design was presented, showing several
shapes and types of rail bonds serving the
saime purpose which are made necessary
by variation in the design of angle bars.

Drawings of a large number of angle
bars have been secured and these will
be used in compiling information. It is
recommended that this study be con-
tinued.

Pursuant to action of the committee,
the bibliography of heavy electric trac-
tion prepared by the committee was
turned over to the New York Library,
and its publication has now been au-
thorized. It is hoped that it will appear
in the library bulletin early in 1928.
Publication will continue serially until
the entire bibliography is complete.

Data on branch line electrification and
self-propelled cars and locomotives were
published in the report, bringing the
subject up to date.

Information on articulated trains
operated by nine different companies
has been obtained, and brought up to
date. The data now cover all such units
as the committee found were being oper-
ated in the United States, Canada and
England. No further information, other
than named, has been forwarded to date
from foreign countries. Articulated
train units are now in operation in
street car service, subway service and
steam road service and have recently
been added to high-speed interurban
service. The units actually operating

in the heavier services are still |
paratively new and limited in n
Further comparative operating
value are not yet available.

On account of the errors in the
tion of data on electrification, ele
steam mileage and electric loc
tonnage on steam roads appearis
last year’s report, the committee
the existing tabulation, retaini
same headings and including news
covering this year’s progress. The
mittee has also.brought up to d
chart, which was last published i
1925 report, showing the gro
steam railroad electrified milea
electric locomotive tonnage in
traction service in the United Sta
Canada. This chart appears her

The report was signed by
Armstrong, H. W. Cope, A. H.
John C. Davidson, J. H. Davis, J.
Duer, H. H. Febrey. James T.
ton, William E. Huber, E. C. Jolu
John O. Madison, M. W. Manz
Wells, A. H. Woollen, Morris |
secretary: J. M. Bosenbury, vic
man; H. F. Brown, chairman, and |
Miller, sponsor.

Unification of Car Des

H. H. Adams

INCE the progress report w
lated, following a meeting of
mittee held on Jan. 6, there
considerable development in the
of car and equipment design. 1
is increasing and considerable ¢
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ton is under way. The commit-
eves that its function at the pres-
e should be that of following
the development and directing
t along these lines, rather than
ing a niore elaborate report.

The report was signed by J. A.
Brooks, C. A. Burleson, W. J. Clardy,
L. J. Davis, C. Gordon, J. W. Hulme,
G. L. Kippenberger, J. Lindall, V. Wil-
loughby, A. L. Kasemeier, A. P. Jenks
and H. H. Adams, chairman.

committee held three meetings
g the year with chairmen of
1l committees present for the pur-

ing them the benefit of such sug-
as the standard committee
make. This policy was a
nge from that which was followed
ceding year, when no meetings
held, and it is believed that the
obtained under the new plan
much more satisfactory.
the case of special committee No. 2,
ay and structures cominittee ap-
the following specific recom-
ions, involving revision of ex-
anual sections:
) Revision of W-108-23 to agree
A.ER.A. specification regarding
ersinking of rivets.
Revision of clause 402-B in
06, 107, 108 and 109-23 chang-
th of flangeways.
Revision of clause 403, same
sections as above, covering
of groove.
) Addition of a new paragraph to
403 in above specifications cover-
matter of continuous flange

standing committee voted to
d clause 401-h-4, Manual section
-25, to read: “No variation will
lowed in dimensions affecting the
the splice bars except that the
template approved by the pur-
- may stand out not to exceed
. laterally.”
experiment in reorganizing the
eering Association with a group
g committee supervising the spe-
mmittees in its own division and
» upon standards submitted was
tried out in the way and struc-
division during the year 1925-
It was but natural that the first
5 operation under the new plan
s not all that might have been de-
Profiting by the first year’s ex-
nce, some modifications in the
ure followed were made during
past vear’s operation, with decidedly
al results. Tt is the opinion of
committee, as the result of two
' experience with the new method
dling the work in its division.
would be well to definitely fix
ocedure to be followed in taking
ballots so as to standardize this
1 standing committees. It is
imended that clanse 505-d of the
ions governing committees be
ed to read: “Before any recom-
lation of a special committee shall
laced before the association for
ion, it shall be approved by letter
- by at least a two-thirds vote of

f discussing their assignments

i
-

Way and Structures Division

the standing committee of the division
in charge. Such letter ballot shall be
taken in the following manner: In send-
ing out a report for ballot, two weeks
shall be allowed from the date of trans-
mittal within which all members of the
standing committee must submit their
initial ballot to the chairman, with a
copy to every other member of the
standing committee. A further period
of ten days shall then be allotted for
submitting a final ballot, thus giving an
opportunity for every member to re-
verse his original decision should he so
desire. Furthermore, if any recom-
mendation of a special committee in-
volves more than one division (as may
occasionally be the case) approval must
be similarly obtained from the other
interested divisions.”

It is the opinion of the committee that
if such procedure is adopted there will
uot only be a uniformity on the part of
all standing committees in taking such
letter ballots, but there will also result
a more intelligent ballot in each case,
as there will be presented a definite
opportunity to reverse an original ballot
in the light of such opinions as may be
expressed by the other members of the
committee in their original ballots.

The report was signed by C. A. Alden.
E. B. Entwisle, W. G. Hulbert, E. ]J.
Mcllraith, J. R. McKay, H. F. Merker,
C. A. Smith, A. T. Spencer, H. M.
Steward, W. W. Wysor, E. M. T,
Ryder, vice-chairman; H. H. George,
chairman.

Alloy Steels Other than Man-
ganese in Special Trackwork

OR a number of years manganese
steel has heen regarded by the in-
dustry as an approved product for use
in special trackwork. Production is
economical, fabrication is easy and a
uniform product is secured. A num-
ber of roads have had quite unsatisfac-
tory experiences in attempting to build
up and repair manganese steel in spe-
cial trackwork and cousiderable contro-
versy has taken and is still taking place
over the possibilities of making uni-
formly satisfactory repairs to this class
of steel. This, together with a desire
to secure a material which could easily
be machined in a track shop, has evi-
dently resulted in a search to secure, if
possible, a substitute. )
A number of manufacturers have in-
timated to the committee that they are
ready and willing to adopt a new alloy
steel for use in special trackwork, pro-
vided it can be manufactured as eco-
nomically as manganese steel and in

such tonnage as would justify the
training, and organization of crews.
Being familiar with the qualities of
chrome nickel steel as applied in direc-
tions other than for trackwork and with
a knowledge of its sensitiveness in
handling during manufacture and the
difficulty in securing a uniform product,
they advise that it should supersede
manganese steel only after it has proved
itself more serviceable and to present a
higher resistance to shock and abrasion
under service,

The commiittee, therefore, decided to
proceed with investigations to cover the
following points.

(a') Comparative prices of alloy steels in
special trackwork layouts.
. (b) Road tests or experience under serv-
ice with alloy steel layouts already installed
including the securing of records and com-
parative wear of manganese and other alloy
steels in existing layouts and on test pieces
and layouts to be installed during the cur-
rent year,

. (c) Practical tests of comparative supe-
riority of weldability of manganese and
other steels and a study of records from
the use of various kinds of welding rods.

(d) Laboratory tests on welded section
of alloy steels.

In general, manufacturers have pro-
duced only chirome nickel special track-
work in substitution for manganese
steel and the cost to manufacture has
been somewhat higher than the standard
manganese steel product. Layouts, how-
ever, have been furnished to the indus-
try for test purposes at about the same
price as quoted for manganese steel.

The committee has, through the
courtesy of manufacturers and the co-
operation of users, been able to secure
information as to location, date and con-
ditions of installation, and some wear
data on practically all of the special
trackwork pieces and layouts which
have been fabricated in alloy steels,
other than manganese, and which have
been installed in the United: States and
Canada up to the date of this report.
With the exception of some recent ex-
periments with chrome molybdenum
steel, all layouts furnished in other than
manganese steel were manufactured of
chrome nickel steel. Nearly all of the
layouts, records of which have been se-
cured by the committee, have been
manufactured to specification, an ab-
stract of which is as follows:

Chemical Analysia: Per Cent
Carbon. s aavivress cavanlasas 0: 45 LGIORSS
Manganese............couxe 0.60100.80
Phosphorous. . .......oouuu. . Not over 0.05
SUIPIIL o v soas e s saas Not over 0. 05

- Silicon.... Nataver 0. 40
Chrominm Noat lcas than 0. 80
Nickel. ... Nat leas than 2.75

Physleal Qualities
Elastio limit, pounds per square Not Less Than

[0 e N, e 60,000
Ultimate tensile strength, pounds

persquarelnch.............. 100,000
Elongationin 24n., percent .... 12
Reduction of area, percent...... 17
Minimum Brincll hardness. ... ... 200
Metal thickness of treads, inches 1t
Metal thickness of throatwayr,

TOCHON: -ison siantieinr s ruaiss s 1
Meta) thickness of hare at onter

edge,inches................. Y
Metal thickness of base at web,

FUCI0S. Cu i e e v g
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Committee Chairmen, Way and Structures Division

Baker
George
5. H. E.

4. C. H. Clark
Bachman

1. S, C
3. H. H.

The committee understands that
chrome nickel test pieces, including
some of the earlier installations, noted
below as having {ailed, were manufac-
tured with a chromium percentage of
0.50 and a nickel percentage of 1.25, but
dynamic and endurance tests have in-
dicated that the higher chromium and
nickel, as noted above, makes the steel
more resistant to shock.

Information secured as the result of
a questionnaire is somewhat conflicting.
The committee has arranged to have
five special trackwork manufacturers
make up as requested a number of pieces
of manganese steel and of chrome nickel
steel for welding tests. It has also ar-
ranged to have these welding tests made
by experienced welders on five electric
railway properties.

The committee believes that the pos-
sibilities from the use of alloy steels
other than manganese in special track-
work are such that the question should
receive further consideration than it has
been able to give. It therefore recom-
mends (1) That observations should
be continued on installations of chrome
nickel steel in special trackwork; (2)
that the experiments suggested be car-
ried to a conclusion.

The report was signed by R. B. Fehr,
F. G. Hibbard, E. F. Kenney, P. A.
Kerwin, B. P. Lagaré, R. H. Noderer,
O. C. Reyfuss, F. B. Walker and A. T.
Spencer, chairman,

Tongue Switch and Hard
Center Plates

OMPLETE detail drawings are
submitted for a “100-ft.”” solid man-
ganese switch, showing the general
plan, the plan of heel, sections at heel
and pin-holding device. Full-size iron

2. W. R. Dunham, Jr.

models of the switch tongue heel were
made to aid in studying its practical
action.

The type of heel and heel-fastening
device is novel in several particulars,
but is believed to be thoroughly sound
and to present several marked advan-
tages. The heel or pin is of the tadpole
type of 93-in. diameter and is carried
down to a bed on the base of the 7-in.
casting. This provides a vertical wall
of large dimensions which resists any
forward motion of the tongue under
trailing traffic. The distributed wear on
this wall will be very slight, even if the
holding device is not kept in operative
condition, so that the joint between leel
of tongne and casting should not in-
crease materially during the life of the
switch.

The supporting area under the heel
is as large as in any previous design and
is located with special effectiveness, as
the extreme rear portion has a bearing
directly at its edge, as the recess under
the casting back of the pin makes it pos-
sible to grind the bed true at this point.

The fastening device holds down and
back as well. It consists of a lever held
in place by a bolt which is readily
accessible. The lever makes contact with
the heel on an inside diaphragm at the
center of revolution, .thus providing
rolling motion instead of frictional wear.
The diaphragm also stiffens up the floor
of the heel. Drawings of this switch

. Spencer 7. E. M. T, Ry
. Gallor 9. AW, WM¥
10. A, E. Harvey

> o
2l
ol

were published in ELEcTRIC RALL
JourxaL, Sept. 24.

In the study of hard center p
committee decided not to take
question of methods of {fastenir
plates down to the castings, but |
sider the surface areas required |
care of tread widths, proper sup
pressures, etc.; also to consider tl
sibility ot selecting a limited
of sizes, each size to serve
given limits of frog angles; also
sider plate thickness, depth of gi
taper of inclines, etc. The com
has agreed on the limits, din
etc., referred to above and the;
shown on a drawing submitted.

The committee recommends:

1. Approval of tongue switch d
as “recommended design.”

2. Continnance of subject wi
structions to prepare designs fo!
other than 100 ft.

3. Approval of center plate d
sions as “recommended design.”

4. Discontinnance of subject.

The report was signed by C
Alden*, J. U. Bragg, E. B. Entu
R. B. Fisher*, H. F. Heyl, Willi
Hulbert, M. M. Johnston, D. R. ]
G. A. Peabody*, E. P. Roundey,
Wysor* and E. M. T. Ryder, chai

———

Track Ballast and Draina

T THE beginning of its stu
was the opinion of the com
that previous reports could be r
and brought up to date. It was
however, that all phases of the
jects under consideration wert
covered and that standard
with reference to ballast, rail, etc
been changed on a number of prop
*[1"ith reservations.
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therefore, that the only
on present-day practice
out a questionnaire. The
e not only a very wide
but also a wide dif-
inion as to what the
standard construction
s was naturally to be
s due, in a large measure,

ions. It shows clearly
ions or recommended
ght be adopted should
in their scope, so as to
latitnde in the selection
design, materials and

littee recommended that the
igned to the ensuing
nstructions to continue

t was, signed by E. J.
Lonis T. Botto, A. C.
Hawkins, J. H. Haylow
aker, chairman.

Section Rail

estigation of the desirabil-
ing a standard light rail
> secured statistics of the
7-in. grooved girder rails
American producers. These
given in an accompanying

ent standard rail has been
1913. While it has
nsive use, constituting 76.24
Bethlehem'’s production and
t of Lorain’s, the produc-

{ OF GROOVED GIRCER RAILS
~— Bethlehem* —
Pr

~——— Lorain ——

oduc- oduc-
tion tion
Per- Section Per-
No. cantage
89~-439 0.01
80=1392 . ...,
90-471 ......
93-419 1.58
95-376 ......
95=479 ...
96-357 0.01
97-420 0.64
97-424 6.42
97-527 2.08
101-486 ......
103426 ......
03-478 11.16
105.481 1.18
105-484 0.93
114-393 1.14
115-462 ......
115-508 0.51
116-434 6.50
...... 116-494 2.26
...... 120442 ......
122-467 0.10
122-491 50.04
128-456 15,44
100,00

riod 1922 to 1926 inclusive.

er sections is evidence of an
mand for a lighter section.
on of the statistics show that
1 known as Bethlehem 287A
03-478 has been most largely
is section has the rounded
lar to the present standard.
portion which receives the

is thinner and narrower,
line with the change in
trafficc. The base is also
arrower. These differ-

7
s v
32T

n| ”
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more particularly the
latter. A natnral draft

system under the regula-
tions is a practical im-
possibility. Many of the
objectionable features are
discussed in an article by
Mr. George appearing in
the June issue of Bus
Transportation, pages
338-339. Those who have
not read this article are
urged to do so in order
that they may gain a
better notion of the importance of study-
ing the regulations. This committee
will do all in its power to obtain proper
regulations but the thoughtful assist-
ance of the whole industry is needed to
obtain the best possible results for all
interests concerned in so important a
subject.

Two points relative to the regulations
should be emnphasized. The first is that
electric railway operators, or, for that
matter, any owners, are not in any sense
compelled to follow them when
designing garages. An owner
may choose to follow the regu-
lations when adopted, and in

this event will receive a mini-

L 55-”

Proposed design for 7-in., 103-Ib. girder rail

ences reduce the weight to 103 1b. per
yard.

Adoption of this section as an asso-
ciation standard would tend to eliminate
the other light sections and to secure
the advantages of simplified production
in this field. The committee copcludes
that it is necessary and advisable to
adopt a 7-in. grooved girder rail lighter
than the present standard -and that the
section known as Bethlehem 287A and
Lorain 103-478 is most suitable for that
purpose.

The report was signed by B. R.
Brown, H. M. Flanders, C. G. Keen,
E. B. Entwistle, vice-chairman; C. A.
Alden, chairman.

Motor Bus Garage Design

IN CONSIDERING this subject the
committee made a study of tentative
regulations for the construction and
operation of bus garages already pre-
pared by a special committee of the
N.I.P.A. A conference was also held
with the National Fire Protection Asso-
ciation committee on motor bus garages
and hazards and members of onr com-
mittee were supplied with a copy of a
tentative draft of regulations prepgred
by that committee. All our committee
members considered these too stringent
or requiring clarification, and many of
the changes suggested in the memoran-
dum prepared by ounr committee were
received by the N.F.P.A. committee and
incorporated in the third draft submitted
to the convention in Chicago.
Substantial agreement has been se-
cured on many features of the regula-
tions. However, notable exceptions are
to be found in sections governing areas,
wall openings, heating, and ventilating,

> mom insurance cost, or he may

design as conditions warrant,

transgressing stipulations in the

regulations, thus incurring for
himself an increased premium cost
comparable to the extent to which he
does not follow the regulations. There
are times in design when it is both
proper and economical to take a penalty
rather than carry out specific provisions
in the regulations. The second point to
be emphasized is that state and mmunici-
pal ordinances, where such are in effect,
naturally take precedence over these
regulations. It is suggested that, since
these are obligatory, they be checked to
make certain that they are not being
violated,

Outside doors should be of such a type
that they will be reliable and will oper-
ate conveniently. The width of door
will depend upon whether one or two
or more vehicles are to be accommo-
dated. A practical width is one provid-
ing at least 2 ft. of clearance on each side
of the vehicle. This committee recom-
mends an opening of not less than 16 ft.
for one bus and 24 ft. for two hnses.
Where sliding type doors are used there
should be ample leeway for clearance.

The height of doors for single-deck
huses should be at least 11 ft. and for
double-deck buses should be at least 14
ft. The former height does not permit
tower trucks to enter. It is desirable
to make the height sufficient to care for
any vehicle that might be brought into
the bnilding for repairs and for that
reason the question of whether the door
should be such as to permit a tower
truck entrance should be given consider-
ation.

The best types of doors are those em-
bodying these features: quick, easy and
economical operation, clear openings
(i.e., occupying, when open, the mini-
mum of useful space), convenience and
safety, automatic opening and closing.
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A mechanical operating device, such
as a push button regulating the opening
and closing of doors electrically, gives
the greatest satisfaction and the best
results. Such a control makes possible
the stopping of the door at any point in
its travel. A push button control which
must be held in during the time the door
is opening or closing gives the greatest
measure of safety. The control should
be conveniently located, preferably inside
under an operator’s care and charge.
The control should automatically stop
the opening or closing if the door meets
an obstruction in its travel.

Where all wood doors, of sliding,
swing or accordion type are used one of
the leaves should not exceed 6 ft. in
width. This may be increased to 10 ft.
if substantial steel framing is used.

All metal doors are more expensive
and require more substantial supports
than do other types. They are also more
difficult to repair when damaged. Such
doors, however, when properly installed,
give better satisfaction and results be-
cause they stay in shape.

The committee believes that, generally,
best results are obtained by using some
form of horizontal sliding door with
suitable guide rigging at the top and
supported and operated on adequate
wheels and track at the floor. The floor
guide should be slightly rounded and
above the floor rather than a groove.
The wheels should be flanged to operate
over the guide.

The committee included a drawing of
a bus washing machine used in Edin-
burgh, Scotland. Tt also presented plans
of two garage layouts. One was of
20,000 sq.ft. for 56 buses, the other was
of the Frankford bus garage of the
Philadelphia Rapid Transit Company
with ultimate capacity for 214 buses.

The washing machine can be used for
all vehicles from a small two-seater car
to a 52-seater double-deck omnibus. Tt
covers approximately 495 sq.ft. of floor
space. The extreme outside length is
29 ft. and the width between inside of
island curbs is 7 ft. 9 in. These islands
serve as the foundation for the frame of
the machine. Rounded at the ends they
contain a trough, 18 in. wide by 6 in.
deep, which extends the whole length
of each island.

The two center pipes on each side, are
movable and, being coupled together,
are actuated by lever handles. This
arrangement permits of the lowering and
raising of the spray of water as required.

The number of men required to oper-
ate the machine is three, one at either
side to manipulate the spray handles, and
the third at the front end to wash the
bonnet and front part of the body. The
time occupied in washing a bus is four
minutes, as compared with twenty min-
utes under the old method, and the quan-
tity of water used per bus has been
reduced from 150 gal. to 100 gal. each.
The water pressure is approximately
100 Ib. per square inch. [Further par-
ticulars of this machine will be published
in a later issue of this paper.—EDp.].

Pressure systems are, in part, Or
wholly, more or less widely used. Such
systems are not altogether suitable for

body washing. They do a very good
job on the washing of parts under the
bus body, trucks, etc., but frequently
damage the body paint.

Some companies are experimenting
with substances producing a dry wash
applied in solution form much as a pol-
ish, but the committee does not yet have
authentic data to show the results
obtained.

The report was signed by A. J. Black-
burn, G. H. Haldeman, A. Hughes, Jr.,
L. F. Parlette, W, W. Wise, and J. R.
McKay, chairman.

Effect of Rubber-Tired
Vehicles on Pavement

QUESTIONNAIRES were sent to
representative member companies
throughout the country and replies re-
ceived from practically all, containing
a variety of opinions, all of which, how-
ever, tended along the same general line
and to the conclusions which were
finally arrived at by the committee.

In reply to the question as to whether
there was an increase in the number of
failures of street pavement within the
railroad areas which are attributable to
the increased use of heavy rubber-tired
vehicles, a number of member companies
reported there had been no mnoticeable
increase. The majority, however, re-
ported there was an increase in the num-
ber of paving failures due to this cause,
in some cases to the wearing surface.
but in general the failures could be
traced directly to the fact that the pav-
ing foundation was too light for the
heavy -vehicular traffic of the present
day. It appears that there is no in-
creased wear to the paving surface on
account of the use of rubber-tired
vehicles carrying ordinary loads.

Inquiry as to the types of pavement
now used brought a variety of answers
showing the tendency in heavy traffic
areas to continue the use of granite
block and brick paving, wearing sur-
faces which are the least affected by the
increased wheel loads. Concrete paving
is coming into more general use, as it
provides a smooth riding surface and
has the advantage of combining the
wearing surface and base into one solid
slab. Asphalt paving is being used by
a number of street railways and is giv-
ing satisfactory service. Creosoted wood
block paving has shown the greatest
relative wear under heavy vehicular
traffic loads and many companies have
discontinued its use.

In general there is a decided ten-
dency to adhere to the usual wearing
surfaces, with the exception of creosoted
block, and to increase the depth or
strengthen the paving foundation, in
some cases by introducing reinforcing
in the slab, as all companies have con-
ceded the fact that the life of the pave-
ment depends largely on the foundation.

Regarding the cross-sectional contour
of the top surface of paving in track
area, it was formerly the practice in
many cities to crown the pavement be-
tween the rails and in the case of T-rail
track to lay the paving on the gage side

to meet the underside of the head
rail. The majority of the co
have found that the best results
obtained by laying the paving in
surface, level with the tops of t
thereby eliminating the impa
heavy wheel loads, which is inj
the pavement and track struct
cially at street intersections.

The use of rubber tires has intro
a hazard in operation over asphalt
ments, on account of skiddi
did not exist with the use of
and this feature is receiving
ation in some localities, with a
to use surfaces which have a b
ing effect upon the tires.

The conclusions of the com:
that damage is being done to tr.
ment due to the use of ru
vehicles which permit excessiy
trated loads and further t
vehicles generally travel at hi
speed, with abrupt accelera
stops, all of which has a detr
effect on the pavement.

The committee recommends
cities where paving failures
the track area a request be
proper city or state authoriti
up on the loading of trucks,
other vehicles above the
weight permissible for variou:
trucks, etc.

The report was signed by .
Alexander, C. W. Burke, W. G
thews, W. L. Wilson and A. E. F
chairman.

Track Constructi
In Co-operation zwith A.S.

URING the year 1923

tions for street railway t
struction prepared jointly by a co:
of the American Electric Railw:
gineering Association and a
of the American Society for
Improvements was approved
A.E.R.E.A. and published in th
as a “Recommended Speci
These specifications were adop
A.S.M.I. by letter ballot in 19
ing the year 1925, however, ce
tic changes in these specificati
recommended by certain n
the committee on street rail
ments and track construction
A.S.M.I. and these changes
bodied in a report submitted
members to the convention
A.S.M.L. in October, 1925,
sentative of the A.ER.EA
at this convention and reque
the suggested modifications be §
ther consideration and if ai
were found advisable such
should be passed on by a join
tee of the A.S.M.I. and A.E.R
fore “submission to A.S.M.
proval. This suggestion was
and the matter was referred
committee.

Since the reference of th
the new A,S.M.I. committee va
gestions were made by the 1
the A.E.R.E.A. committee
clearly shown that the propos
were not warranted. The A.
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after careful consideration, did
m it wise to recommend any
, in the present specifications. It
thought that it would be well to
e specifications to stand for
years or until a real need for their
on is shown. In the meantime
ommittee will consider carefully
tters pertaining to tracks sub-
d to it. If complaints should be
by members of the A.S.M.I. that
details of track construction work
. satisfactory the committee,
in conjunction with the com-
e of the A ERE.A, will furnish
omplainant information as to the
where similar types of construc-
» in successfnl use, and with this
on complainants can determine
elves the reason for the
. If, for any reason, the com-
is unable to give locations where
/pe of construction under criticism
sessful use, modifications of the
tions might prove advisable.
ort of the A.S.M.I. committee
opted. Apparently there will be
t made this year to change
ifications for street railway
s and track construction by the
The A.ER.E.A. committee
ds that the subject be re-
d to an ensuing committee with
ns to co-operate with the
in matters pertaining to speci-
for street railway pavements
d track construction.
eport was signed by W. R. Dun-
. Howard H. George, E. M. T.
W. W. Wysor and C. L.

, chairman.

Rail Corrugation

NG the current year the com-
ittee has continued its accumula-
data from test sections of track.
operating companies are Sso
distributed geographically that
k sections now under observa-
permit the accumulation of data
r a wide range of climatic, construc-
and operating conditions. The
umualted so far have not been
and digested in detail, as it is
o secure data covering a longer
L e attempting a detail study.
st autumn at the Barcelona meet-
of the International Association of
ays, Urban and Iuterurban Rail-
and Public Autobus Transpor-
2 sub-committee of the interna-
committee on standardization of
‘and track equipment presented a
{luable and rather extensive report on
ect of rail corrugation, or as
1l it in continental Europe, “un-
7 wear of rails.” There appears
be a rather general agreement be-
1 the tentative findings of the for-
mmittee and those of your com-

the mitigation standpoint the
| committee seems to be center-
ts attack on the problem of im-
‘ g rail quality. It believes that
rrugation is caused by frictional wear
periodic impact blows, and there-

fore to resist corrugation the rail should
be capable of resisting both frictional
wear and crushing. These requirements
call for a rail metal which has a high
elastic limit in order to withstand im-
pact blows without permanent deforma-
tion and a high work of rupture in order
to withstand the tearing off of particles,
or abrasion. The work of rupture is
measured by the area under the stress-
strain diagrams obtained in a tensile
strength test:

In making physical tests on test speci-
mens cut from corrugated and non-
corrugated rails the foreign committee
found that for each specimen of corru-
gated rail the work of rupture was rela-
tively low and for the non-corrugated
rails relatively high. The idea of work
of rupture as an item in the specifica-
tions for rail steel seems to he a new
and important one from the standpoint
of mitigating corrugation.

Foreign test data, analyses of data col-
lected by this committee on its inspection
trip in 1925, results of studies of hard-
ness of rail surface, physical character-
istics of corrugations and vibration of
track and equipment are presented in a
series of appendices.

As a result of its study of the various
data and information presented with
this report the committee makes the
following tentative suggestions relative
to corrugation mitigation :

1. Increase the contact area between
the wheel and the rail. This will reduce
the localized stresses which produce cold
working and abrasion.

(a) Select wheel-and rail contours
such as will give maximum area of con-
tact.

(b) Tilt the rails so that the heads
are inclined inward slightly.
(c) Use wider wheel

larger diameter wheels.

2. Minimize car nosing.

(a) Keeping a proper relation be-
tween wheel and track gages.

(b) The use of properly shaped wheel
and rail contours.

&) The use of longer wheel bases.

(d) Keeping the “play” out of bear-
ings.

(e) The use of longer cars or cars
with a greater distance between truck
centers.

3. Minimize vibration
loads.

(a) Better track and rolling stock
maintenance. .

(&) Minimizing the unsprung weight.

(¢) Minimizing wheel vibration.

4. Minimize wheel slippage.

(a) Maintain equal diameters of
wheels rigidly fastened to the same axle.

(b) Use independently coupled wheels
and in case of trailers, loose wheels.

(¢) Minimize car nosing.

(d) Use wheels with properly shaped
contours.

(e) Avoid extra tight or extra loose
track gage. ]

5. Improve the surface of the rail
head.

(a) Accepting only
from the mills.

(b) Keeping the tracks free from
sand, gravel and other street debris.

treads and

and impact

straight rails

(¢) Grind the rolling surface smootl:
before putting the track into operation.

(d) So constructing the track tha
the rail heads will be slightly above the
paving level.

The committee realized that many of
these suggestions are impractical in
specific cases. The apparent and im-
mediate causes of corrugation as far as
they may be determined by the data now
in hand are the cold working and abra-
sion of the rail head surface caused by
the irregularity of the rolling of the
wheels and by the vibration of the rails
and rolling stock, imposing excessive
loads on small areas of the rail surface.

As to the removal of corrugation, the
best information in the possession of the
committee seems to be that the corruga-
tions should be ground out as soon as
they appear and that the grinding should
be so done as to maintain a maximum
area of continuous wheel-rail contact
and to maintain this area centered
within the “middle third” of the rail
head.

The committee believes that the col-
lection of data from the test sections of
track now under observation shonld be
continned and that some experimental
sections of track should be installed with
the end in view of determining a type
of track construction which will better
resist corrugation than do existing types.
Tt also believes that the vibration studies
should be continued and that certain
physical laboratory tests should be made
on specimens from corrugated aud non-
corrugated used rails.

The report was signed by C. H.
Clark, E. B. Entwisle, D. D. Ewing.
secretary, R. B. Fehr, H. Fort Flowers,
C. R. Kinnear, T. J. Lavan, E. L. Lock-
man, A. M. Nardini, J. Ormondroyd,
H. Jackson Tippet, Claude I.. Van Au-
ken, H. S. Williams, vice-chairman. and
W. W. Wysor, chairman.

o

Rails

ELATIVE advantages of 7-in. rail

and 9-in. rail are outlined in the
report of the committee, but no attempt
has been made to prescribe the use of
either type. After considering the
varied conditions under which 7-in.
rails have been selected, the committee
finds them to have the following ad-
vantages:

1. This rail, on account of its lesser
depth, requires less excavating and in
most instances requires less material to
be installed in the way of foundation
and structure. .

2. For a specified weight per yard a
7-in. rail with a proper distribution of
metal would afford considerably greater
lateral stiffness on account of the base
and head being heavier. Similarly, the
7-in. association standard rail compared
with the heavier 9-in. association stand-
ard rail bhas almost the same moment
of inertia about a vertical axis in spitc
of its lesser weight. Lateral stiffness
of a tangent rail in track is very help-
ful in maintaining pavement, while at
the same time, it reduces the nced for
tie rods. When paved with granite
the 7-in. rail requires less reinforcement
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from the tie rods than does the 9-in.
rail. When asphalt pavement is used.
many railway companies are, on account
of the concrete going to within 3 in.
of the top of the rail, no longer using
tie rods.

3. 1f rails are to be welded in tracks,
the cost of the welding in many of the
modern methods is cheaper for a 7-in.
than for a 9-in. rail. While it might
be argued that the weld in the 9-in. rail
will give greater strength than the weld
in the 7-in. rail, it is nevertheless true
that as a general thing the weld on the
7-in. rail has more than sufficient
strength for its purpose.

4. When repairs are necessary, a
7-in. rail affords cheaper maintenance,
because less paving material must. be
broken away and later restored. Where
there is a concrete base for asphalt
pavement, this is a considerable item.

5. Seven-inch rail requires about 10
per cent less tonnage per unit length
of track. If the 9-in. rail offered suf-
ficient advantage, this question might
be ignored, as the added cost might be
justified, but other things being equal
this item is considerable.

6. The drilling in the 7-in. rail lies
more nearly along the neutral axis than
in the 9-in. rail and for that reason
weakens the rail less. This may seem
of little consequence, but breaks through
bolt holes are.not unusual.

7. For such companies as have oc-
casion to bend rail, the 7-in. rail af-
fords greater economy on account of
greater ease in bending. While the
moment of inertia of the section about
a vertical axis is not so much greater
in a 9-in. rail than in a 7-in. rail, that
about the horizontal axis is very much
greater in the 9-in. rail, and this would
add largely to the cost of rail bending
because of the vertical set required in
connection with lateral bending. Those
who do not bend their own rail would
therefore expect to pay more for curved
rail if it were 9-in. instead of 7-in.

8. The matter of transporting rails
from supply vards to the job would
show considerable advantage in favor
of the 7-in. rail, as to both cost and
convenience of handling on account of
the greater ease of loading and handling
with the consequent less likelihood of
accidents to men.

Advantages of 9-in. rail are:

1. While a 9-in. rail requires a deeper
splice bar and more bolts than does a
7-in. rail, it nevertheless provides a
stronger joint. This is important in
tangent track, but is more so in special
trackwork, where a similar advantage is
attained when cast-in arms are used.
There is no doubt that a 9-in. rail cast-in
is firmer and less likely to loosen than
would be a 7-in. rail. The internal
joints being stronger than with a 7-in.
rail, there is a further advantage tend-
ing to prevent looseness of arms. This
reason has been very largely recognized
any many railway companies that are
using 7-in. rail for tangent track cling
to 9-in, rail for use in special trackwork
because of extra strength thus procured.

2. Because of the greater beam
strength of the 9-in. rail there is a

better distribution of load over the sup-
porting seil, which permits less deflec-
tion and therefore less disruption of
foundation. It is not uncommon to find
two pieces of track built under practi-
cally identical conditions on the same
character of soil and with practically
the same traffic, where the 9-in. rail
stands up firmly for a great deal longer
period than does the 7-in. rail. This
result is due to the lesser deflection of
the 9-in. rail. In the larger cities where
there is greater congestion of traffic and
where there is also more burrowing into
the street, the additional strength of the
9-in. rail is a considerable advantage,
not only because it is easier and safer
to take care of while construction work
is going on underneath such as sewer,
conduit, water pipes and gas main work,
but because after the work has been
finished and restored in such manner as
such work is usnally restored, the 9-in.
rail offers a far better support to the
load than does the 7-in. because usually
the excavations are not properly back
filled and at the point where the ex-
cavation has been made there is often
no support at all and the rail must
serve as a bridge as well as a rail.
Therefore when it is found desirable
on account of soil, pavement, traffic or

other conditions to use a stro
the additional height and weig
9-in. rail may be well worth
ditional expense.

3. Where certain kinds of
are concerned, the 9-in. rail off
facilities than does the 7-i
granite block is used
cushion of sand, there wou
7-in. rail only 1 in. of concrete
tie and this 1 in. of concret
cally useless, as it offers but
help’ in bridging the space bet
A heavy load applied between
often forces the concrete tl
1 in. concrete over the ti
off, if it has not already beco
and loose from shrinkage.
ite used is of 8-in. type,
7-in. rail would not offer suf
for the installation.

In conclusion it is reconm
this committee be dischar,
subject discontinued for the
until such time as there shall
new reason for giving it
sideration.

The report was signed
Bragg, G. H. Haldeman, R
ford, E. S. Myers, John
Oscar Williams, and H.
chairman,

-~

Rolling Stock Division

OLLOWING are the subjects re-

ferred to special committees. The
chairman of each special committee has
met with the standing committee on
rolling stock so that the reports have the
advautage of joint advice and help.

Committee No. 1, Manual Review—
The report has been submitted to the
standing committee on rolling stock and
approved by it by letter ballot and has
been referred to the Executive Com-
mittee.

Committee No. 2, Motor Coaches—
The report has been submitted to the
standing committee on rolling stock and
approved by it by letter ballot and has
been referred to. the executive com-
mittee.

Committee No. 3, Study of Car
Equipment with Reference to Appear-
ance, etc—This report has been sub-
mitted to the standing committee on
rolling stock and approved by it by
letter ballot, and has been referred to
the executive committee, which, with
the elimination of the last paragraph
approved same and recommended it to
be published for distribution in advance
and presented on the floor of the con-
vention.

Committee No. 4, Car Lighting—
This report has been completed and
submitted to the standing committee,
which has approved same by letter
ballot. It has in turn been submitted
to the executive committee, which voted
to approve the report for advance pub-
lication and for submission to the mem-
bership for letter ballot on those parts
recommended to be included in the
Manual. The report will also be pre-

sented on the floor of the

Comnmittee No. 5, Stud
Roller Bearings for Truc
report will be presented at
vention.

Committee No. 6, Lubr
report has been submitted
ing committee on rolling
proved by it by letter ballo
submitted to the executive
for its action.

Committee No. 7, Suction
This report has been sub
standing comunittee on roll
approved by it by letter |
been submitted to the
mittee which has appro
recommended its present
convention floor.

Committee No. 8, Side
Brushes — This report h:
mitted to the standing
approved by it by letter ba

Committee No. 9, Noi
The report has been sub
standing comunittee and
letter ballot.

Committee No. 10, Ge:
port has been completed an
to the standing committ
stock which has approved
balloot. It has been s
executive committee whi
proved it and reconmen
tion on the convention

Committee No. 11, |
ing Devices—This report
pleted and submitted t
committee on rolling st
approvel it by letter b
been presented to the ex
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ch has approved it and recom-
its presentation on the con-

hittee No. 12, Journal Boxes—
port has been completed and has
bmitted to the standing com-
n rolling stock, which has ap-
ived it by letter ballot. It has also
#n submitted to the executive com-
for its action.

mittee No. 13, Limits of Wear—
eport has been submitted to the
committee and approved by it
ter ballot.

report was signed by J. A.
5, W. W. Brown, M. R. Hanna,
Hipple, J. S. McWhirter, A. D.
orter, T. H. Nicholl, R. B.
, W. G. Stuck, H. S. Williams,
lark, chairman, and R. S. Bull,
1airman.

of Equipment Section of
the Manual

TING standards and specifica-
s referring to equipment, which
nded in the 1926 issue of the
il, were reviewed, and the follow-
isions and additions recom-

26 — Design of Brake Shoes,
Keys, and Gages. To provide
al clearance in the flange groove
shoes, dimensions of the shoes
1anged. Te reduce the number
wings in the Manual, the six
shoes, together with heads and
re presented on three drawings.
— Dimensions for Height of
ms and Bumpers for Interurban
The committee decided that
d height of platforms for inter-
cars was not needed, so the para-
‘on this suhject was withdrawn.
the paragraph on standard height
impers, which previously was
as 43 in., was changed to
. “The standard height of bumpers
interurban cars measured from the
{ the rail to the bottom of the
per should rot exceed 43 in.”
. 14-25 — Dimensions of A.E.R.E.A.
el Wheels. To prevent misunder-
ding, the following paragraph was
ided: “The hub diameters given in
tables of steel wheel designs should
looked upon merely as maximum
to take care of eccentric bores.
the inspection and acceptance of
els, the specification E 7-21 should
ern in all cases, and wheels accepted
ted on hub-wall thickness within
olerances given in the specification.”
he committee recommended the fol-
ng addition to the tables in order
provide for bolting on pads to re-
e noise in operation: “Four holes
be included in standard wheel
for electric railway service in
to provide for the bolting on of
pes to reduce noise in operation.
en specified, these holes should be
st 1 in. in diameter and should be
ted on a radius approximately 2 in.
he inside diameter of the rim.”
-12— Automatic Conplers for
ban Cars and Radial Draft Rig-
To obtain information regarding
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Committee Chairmen, Rolling Stock Division

1. F. J. Foote
2. A. T. Clark
3. W. S. Adams
4. Hugh Savage
5

. R. W. Cost

the number and different types of coup-
lers now in service, a questionnaire was
sent to all electric intecrurban roads. Re-
plies from approximately 125 were re-
ceived and tabulated. They relate par-
ticularly to the location and installation
of couplers on cars.

It was recommended that a special
committee be appointed to consider this
subject and that the present specifica-
tions be withdrawn.

E 101-12—Specification for the Loca-
tion of End Connections on Interurban
Cars Used in Car Exchange Service.
The drawing showing location of end
connections was revised, and a new
one submitted with revised dimensions.

E 216-26 — Motor Leads. To give
more information regarding the recom-
mended practice in insulating connectors
of motor leads the following paragraph
was added: “They may be insulated by
slipping on a piece of rubber hose
with ends taped to keep out water, or
a method of insulation may be used, as

6. J. C. McCune
7. W. G. Stuck
8. C. W. Squier
9. V. Wi
10, .

Berry
A. Hutchins

shown in Fig. 5.” A new drawing was
submitted and included as Fig. 5.

In reviewing the various standards
and specifications now included in the
Manual the committee found a large
number which have been taken from
other associations. Revision of such
specifications is very difhcult. To
lessen the trouble the committee recom-
mended that when it is found desirable
to adopt standards, specifications or
recomnmend practices of other associa-
tions, committees of thie Rolling Stock
Division make no attempt to reproduce
the full standard, but that some form
of reference be used in the Manual call-
ing attention to the specifications,
standards or recommended practices,
giving a brief smmmary as to what they
include and information as to how
copies of the standards may be obtained.

The report was signed by Walter S.

Adams, Thomas H. Nicholl, H. S.
Williams and Clarence \W. Squier,
chairman.
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Motor Coaches

SUB_]ECTS assigned to this commit-
tee are:

1. Study motor coach design and con-
sider motor coach standardization.

2. Investigate maintenance methods
and inspection schedules in motor coach
operation. ]

The study made by the committee dis-
closes action on the part of several
organizations, including the Society of
Automotive Engineers and also state
regulatory bodies, in the matter of
adopting  standard specifications for
motor coaches.

There appears to be a lack of uni-
formity in prescribed motor coach speci-
fications and regulations by state regu-
latory - authorities, which is attributed
to independent thought and action on
the part of these bodies. In addition
motor coach specifications recognized
by organizations representing the indus-
try show a similar lack of uniformity.
This points to the necessity of standard-
ization in fundamental and controlling
factors, such as over-all length, width,
rear and overhang, width of doors,
the location of rear-end emergency
doors, etc.

While the committee is of the opinion
that uniformity in design with reference
to certain dimensions is important and
if not carried out might seriously ham-
per interstate operation, the rapid de-
velopment of the industry makes it
appear inadvisable at this time for this
committee to recommend definite stand-
ards of design and construction. To
do so might curb initiative on the part
of manufacturers and limit the range
of specifications on the part of operators
in the procurement of equipment for
their needs.

The committee has reviewed the work
of last year’s committee and indorses
the philosophy of inspection on a mile-
age basis. This enables maintenance to
be carried out on a unit basis, results
in minimum time consumed for repairs
and aims to avoid road difficulties.

The advent of the gas-electric motor
coach has brought about the develop-
ment of an inspection and maintenance
schedule applicable for this type which
your committee believes will be of gen-
cral interest. The schedule, which is
included in the report as Appendix A,
is employed by a large operator of gas-
electric motor coaches.

The committee recommends:

1. That the subject of motor coach
design and standardization be continued
and that the committee continue the
work in conjunction with standards
committee of the Motor Coach Division
of the Society of Automotive Engineers.

2. That the committee also consider
the matter of bus design from the stand-
point of unit construction and accessi-
bility to wearing parts, which is of vital
importance to economical maintenance.

3. That the committee continue the
subject of maintenance methods and in
spection schedules and consider pre-
scribed standards covering limits of
wear of parts as a means of efficient
and economical maintenance.

The report was signed by H. L. Der-
bink, W. H. Downey, H. C. Eddy,
F. A. Klock, L. H. Palmer, A. ]J.
Scaife, C. W. Stocks, and V. W. Berry,

chairman.
PR

Car Equipment

IN LAST year’s report this committee
suggested a means of bettering the
external appearance of a single-end car.
Recently a car has been rebuilt to em-
body these recommendations. New
features are a tapering of the front end
to give a pointed appearance and the
addition of a visor over the front win-
dows, which not only helps accentuate
this but also provides a very practical
means of preventing glare in the mo-
torman’s eyes.

There is a distinct .trend away from
the old-style slat-covered floor. In ad-
dition to the linoleum, rubber and
similar types of floor covering, atten-
tion is called to composition floorings
which are applied in a plastic state with
a trowel. Such a type of flooring lends
itself readily to the addition of cove
edging, with consequent easier sweeping
of corners. Such a floor may be flushed
with hose and water without fear of
damage to the body or -equipment.
Stream-line painting is very much in
vogue at the present time and it is
contended that its application to cars
will do much to improve their appear-
ance from an artistic standpoint as
well as giving them a modish, up-to-date
air. To give cars a long, low, speedy
appearance the sides of the car should
be broken up into two or more bands,
instead of having one solid color.

A second principle which produces a
long, low appearance is the avoidance
of vertical lines and bands, particularly
of a dark color.

A third principle is to create tapered
ends, and in the case of a single-ended
car to make the front end of the car
look as if it were intended to be the
front end of something instead of a
duplicate of the rear end. While this
is largely a function of the design of
the car, yet this principle is bound up
inextricably with the theory of stream-
line painting. There is one line on
the front end of a car to which little
attention has been paid from the artistic
viewpoint, yet its importance should be
stressed. This line is the gutter over
the front door. If this slopes down-
ward toward the front, a pointed, pleas-
ing front results, while if it slopes
downward toward the rear, a much less
favorable impression is produced.

The adoption of a strictly high-grade
seat is recomnmended for both city and
interurban service. The meaning of the
term “high-grade seat” is intended to
include a seat of the deep upholstered
type with a spring or yielding back.
It is recommended that the maximum
height of the cushion be 174 in. above
the floor.

There is a marked trend toward in-
dividuality in seat design—that is, to
make double seats resemble two seats.
An example of this is the bucket type
seat. Modifications of this appear in

the usual type of seat back, by
two convex curves to give the
ance of separate backs and a d;
some sort between the two hal
cushion.

Due to the difficulty in ada
higher grade seats to double e
tion and the consequent neces
reversible type, attention is
a swivel operation. This al
seat to be rotated and accomp
same result as the reversible se

It is recommended that in
tion of seat covering attention by
to the adoption of material tha
ture and color will convey the
sion to the public of being u:
A black leather or imitation
therefore less desirable than t
shades which are not so
which will not show dust as
the textile coverings, colors
modern and of the neutral ti
convey a restful feeling to
senger.

In last year’s report mi
made of linen slip covers for
means of creating the impre
cleanliness and modern appe:
is also a practice that may be
cover worn upholstery and
sets look like new. Figur
available to show what costs
expected with their use.
on one property cost less tl
and can be laundered for a ¢
from 24 to 4 cents each.
mated life is approximately
and it is stated that they may |
either side out. ]

It is almost universal practic
tric car construction to pla
on the same centers as the car
as to provide one entire windo
seat. In bus body constructi
is not rigidly adhered to and
are spaced as desired irresp
distance between posts. T
accomplished without serious
criticism and so establishes a
that may be followed in c
tion where it is desired to
seat backs with spring uphol
backs with greater pitch to
their comfort. It also offers
tion for bettering the appea
by the use of wider windows
used at present. Wider wind
heretofore been discouraged
basis that if a seat be provi
window it would reduce
capacity materially, but
would allow almost any spa
posts.

During the past two years
periments have been tried in
ment of cars, both city and i
with better quality seats.
of these tests are now becom
able and the consensus of
that the provision of better
entirely justifiable expend
tracts added patronage
volume to make it a pay
Attention is called to the
development of a tvpe of
provide the desired element o
comfort and yet may be pre
moderate price. A stand:
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is desirable and might help
ion, although this is thought
ssible of accomplishment dur-
present stage of development,
least it cannot be attempted until
what is required become bet-
lized than they are at present.
to be noted in connection with
e of so-called de luxe cars, or
ed up with high-grade seats,
floors and the many other re-
that go to make up a high-
- that this entails greater care
g than was the case in the
ind less luxurious types of car.
nce of dirt in the fine car is
ore noticeable and its presence
rable, whereas with the poorer
car, dirt is not of as great mo-
ough of course always objec-

in

e

importance to seats in the
of a comfortable ride is the
yrings and the attendant mount-
Is which cause the car body to
or poorly. There is need for
research to improve riding
Verdict on this quality should
ot upon personal opinion but
tific study with the assistance
ording seismograph.
ers must be given a comfort-
, so it is of prime importance
ie handling of the cars, smooth
and stopping be practiced.
probably nothing more aggra-
o the passenger than a jerky
o the end that the best may be
from the equipment, it is
ed that well-equipped in-
schools with competent instruc-
yrovided to give embryo motor-
best possible training. It is
nmended that traveling check-
employed to see that the in-
is being put to the best use.
it is recommended that a
mechanical inspector ride
- once a month to report on its
condition.
ject of car convenience, com-
appearance is one of the most
questions before the equip-
n today, as it embodies all of
ntials which go to make suc-
peration of a property as far as
e concerned. Unless these
re given their proper consid-
. the ride is not a salable com-
and the passenger will not give
ronage if there is any other form
portation available. The need,
, 1S to furnish a vehicle with
luxury about it. which will
esire in the public to ride in
ference to the private auto.
the great needs of the indus-
sell its wares first to its own
s, and this means giving to
per tools with which to carry
work and equipment to which
~point with pride. This is the
successful merchandising of the

report was signed by O. H. Bas-
mes A. Brooks, John A. Dew-
J. Jonas, G. L. Kippenberger,
fahon, W. R. McRae, H. S.
, chairman.

Car Lighting

ECOMMENDED practice in car
lighting was presented by the com-
mittee, as follows:

1. The position of the normal reading
plane shall be a 45 deg. plane at a
height of 33 in. above the car floor at
the seats. Attention is called to the fact
that in measuring intensities sufficient
readings should be taken to insure a fair
average of the illumination throughout
the car.

2. For adequate and comfortable
illumination in street railway cars, an
average minimum intensity of 6 foot-
candles, measured on the normal read-_
ing plane, should be provided. This
value of intensity may be obtained by
employing the standard Mazda lamp for
electric railway service with an efficient
diffusing or reflecting accessory and an
expenditure of 2 to 4 watts per square
foot, measured between bulkheads. of the
car.

3. In city and suburban cars where
standing passengers may cast objection-
able shadows on the reading matter of
those seated, it is recommended that the
lighting units be mounted directly above
the seats on the sides or in combination
with outlets on the longitudinal center
line above the aisle.

4. For interurban cars which usually
carry only a seated load, it is recom-
mended that a single row of lighting
units, consisting of inclosing domes or
open-type reflectors be mounted on the
center line above the aisle.
car where seats are arranged with backs
to the windows, the above system should
be augmented by side lighting, consist-
ing of small open type or inclosing howl
units.

5. It is recommended that provisions
be made for the proper illumination of
entrance and exit steps. Usually one
lamp, equipped ordinarily with an effi-
cient dugable metal reflector mounted
above each door, will provide for safety
and_minimum delay.

6. To prevent reflected glare on the

motorman’s window at night from in-

terior lighting units, it is recommenderl
that a blind or an inclosing screen be
placed back of the operator. A sloping
glass window will also afford relief from
such glare ard will enhance vision.

7. It is recommended that the head
lining of a car be finished in a light
color to secure the greatest possible
efficiency in the utilization 8T natural
and artificial light. .

A miscellaneous method and practice
on car lighting was also presented which
included a number of typicel arrange-
ments. The selection of a lighting fix-
ture, exclusive of the light source, was
considered largely one of individual
taste. There is no reason why any
efficient lighting unit cannot be clothed
with a fixture giving pleasing lines and
artistic proportions without seriously
affecting its illuminating efficiency.

The modern open-type fixture 1is
equipped with a holder which grips the
reflector fitter evenly and firmly to min-
imize breakage under conditions of car
vibration. The “angle of shading” of

In a chair -

a light source by means of an open-type
reflector depends chiefly on the location
of the lamp filament with respect to the
lower edge of the reflector. From gen-
eral observations many of the reflectors
now used in such installations are of
inadequate length properly to shield the
light sources from the eye of passengers,
or are held in fitters with immproper lamp
positions. It was recommended that
open-type reflectors be selected with
sufficient length to provide at least 20
deg. “angle of shading” when the light
sources are located 7 ft. or less above
the floor.

The bowl for dome fixtures employed
for center mounting is usually 12 in.
in diameter and is ordinarily nsed with
a lamp or lamps not exceeding 150
watts. A greater valuc of wattage in
this size bowl would result in a unit
having excessive brightness. With the
relatively low mounting height available
in the electric railway car, the use of a
shallow bowl will usually improve the
general appearance and proportion of
the installation.

Five typical car plans were presented
to illustrate different lighting designs
to obtain an illumination intensity of 6
foot-candles on the 45-deg. reading plane
in each installation.

The requirements of intensity and dis-
tribution in lighting the seating com-
partments of cars can be met by em-
ploying any one of the following
systems:

System No. 1. Center lighting with
two 56-watt Mazda lamps or a 100-watt,
32-volt lamp, equipped with a shallow
reflector recessed in the ceiling and cov-
ered by an inclosing bowl of medium or
light density white glass.

System No. 2. Ceuter lighting with
a 56-w<ns1:XMLFault xmlns:ns1="http://cxf.apache.org/bindings/xformat"><ns1:faultstring xmlns:ns1="http://cxf.apache.org/bindings/xformat">java.lang.OutOfMemoryError: Java heap space</ns1:faultstring></ns1:XMLFault>