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The most widely discussed design develop-
ment exhibited at the Convention » »

a 40-passenger Gas Mechanical Coach and

a 44-passenger Trolley Coach » » »

|
Low cost, light weight, mass transportation. .
|
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~ « n the Operator’s OWN words

“The trolley bus can be operated at full speed
with its ceater twelve feet away from the center
of the overhead wherever necessary to pass parked
or slower moving vehicles. Large trucks, such
as moving vans, running directly under the over-
head wires, can be overtaken and passed at full
speed without the slightest danger of dewirement.
Delays are experienced by rail cars due to slower
moving vehicles on the track, but they are not so
common in trolley bus operation.”

« v« from paper presented by a traction company official at the

May Meeting of the New England Street Railway Club.

Be sure to get your copy of Special Publication 1927, “The

Trolley Bus”, just off the press, from our nearest district office.

Service, prompt and fﬁcient, by a coast-to-coast chain of well-equipped shops

Westinghouse

T 31928
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"I'he price of
survival

HETHER any given elec-

tric railway property can or
cannot survive depends on just so
many vital factors.

Certainly one of them 1s mamte—
nance of way.

Whatever else a road may do, it can-
not survive if the track deteriorates
so that bumpy rail drives away rid-
ers, racks the rolling stock and
damages the track structure.

Arc Welding and grinding the
joints, grinding out corrugations
preserves traffic, cars and track.
The cost of such maintenance is
surprisingly low if you use the mod-
ern equipment and supplies we
offer.

Eureka Radial Rail Grinder

3132- 48 East Thompson Street, Philadelphia

AGENTS

Chester F. Gailor, 50 Church St., New York
Chas. N. Wood Co., Boston
H. F. McDermott, 208 S. La Salle St.. Chicago
F. F. Bodler, San Francisco, Cal.
H. E. Burns Co., Pittsburgh, Pa,
Equipment & Engineering Co., London
Railway & Welding Supply Co., Toronto, Onta., Canada.

Alax Electric Are Welder : @ 5182
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Did 1

our co
- at the PY

Convention?

Here is a booklet

dealing with the most recent methods employed to improve
braking performance on street railway cars, viz., quick brake
applications with a Relay Valve, flexible control of cylinder
pressure with a Self-lapping Brake Valve, and High Braking
Ratio with adequate size brake cylinder . . . It also gives
results of tests conducted on a prominent rai|way property
with cars having these improvements, which indicate a re-
markable shortening of stopping time and distance with the
consequent improvement in schedule speed and operating
safety . . . If you did not obtain a copy of this booklet at
the convention write for Publication 9076. |t may suggest
the possibility of like improvement on your property.

WESTINGHOUSE TRACTION BRAKE COMPANY
General Office and Works » »  Wilmerding, Pa.

(2258)

WESTINGHOUSE TRACTION BRAKES




6 ELECTRIC RAILWAY JOURNAL

October, 1931

It‘ Won't Be
Long Now—

X : SOON the biting winds of winter will sweep about

the benumbed feet and ears of impatient car-

waiters. Huddled in safety zones and troubled
with their own thoughts, little will they understand
the difficulty of maintaining car schedules in the grip
of sleet and snow. Nor little will they care; warmth
and home will be their chief concern.

TYPE C TROLLEY SPLICER

The preference shown by scores of line su-
perintendents for the Type C Splicer has made
it the best seller in the O-B line of splicers.
Its narrow cross section, low center of gravity,
strength and durability mean trouble-free ser-
vice for years to come. Described, page 542,
O-B Catalog No. 20.

TYPE D SPLICING EAR

A splicing ear designed particularly for heavy
service. Combines great strength with good
wheel or shoe clearance.. Shown, page 546, O-B
Catalog No. 20.

O

IMPROVED CLARK SPLICER
This improved Clark Splicer is substantially

What an opportunity to hold the praise and support
of street car riders. What an opportunity to win
new support and revenue. Summer dependability
even with the difficulties of winter operation will be
the aim of street railway companies this winter as
never before. Overhead will be whipped into shape
to withstand the additional loading of sleet and snow.
Trolley breaks, the cause of much winter-dissatis-
faction, will receive most careful consideration.

Many railways will pin their faith upon O-B Splicers
for quick and lasting repairs this winter. O-B splic-
ers go into place easily and they stay there. Their
holding power exceeds the strength of new wire.
The ‘carefully tapered approaches of O-B Splicers
provide a smooth underrun which gives the effect of
a continuous trolley wire. There is less danger of
the wire crystallizing at the splicer, and less risk
of repeated breaks.

designed and is used where low cost is the
chief consideration. Described, page 549, O-B
Catalog No. 20.

1483L

A little present forethought, a check into the supply
of splicers will certainly prove profitable—for it
won’t be long now.

OHI0O BRASS COMPANY

Mansfield, (B Ohio, U. S. A.
Canadian Ohio Brass Co. Limited [NZd| Niasgara Falls, Ontario, Canada

New York ¢ Pbiladelphia + Boston - Pittsburgh * Chicago * Cleveland - St.Louis - Atlanta - Dallas - Los Angeles - San Francisco * Seattle
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The Parade of Progress

LleE kT ] 4
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The progress of electric railways has not
been spectacular, but it has been consistent.
Year by year, improved methods and equip-
ment have enabled them to render safer, faster
and better service.

The part played by National Pneumatic
Door Control in this constant improvement
of service has been of incalculable value to
the industry. The Automatic Treadle alone
has saved millions of dollars in operating ex-
pense. Other developments of equal impor-
tance have been produced continually by

these “specialists in door control” during

their thirty years of existence.
The following literature is available without
obligation. Write for it.

Door and Step Control Bulletins

*Why Airdoors for Buses™

"Maintenance Manual for Motor Coach Airdoors”
“Door Control for the Trolley Bus'

NATIONAL PNEUMATIC COMPANY
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CONTI NUOUS
PATRONAGE

is derived from Comfort

Comfortable seats that invite the car rider te sit down and enjoy the morning
paper on his way to work are essential to continuous patronage.

But under the covering of that seat must be inbuilt quality to insure long life
and low maintenance for the operator.

Art Rattan seats have gained a reputation among operators for lower mainte-
nance. The seats are designed for the rough, constant service of railway traffic
and to offer comfort that invites steady patronage.

Originators of many of the most widely used designs, Art Rattan invites you to
consult them on seats for your service. Both the initial and operating costs
are surprisingly low.

Art Rattan Works, Inc

Cleveland.Ohio .o o.eeo.Qakland, California

BUILDERS OF DE LUXE BUS AND STREET CAR SEATS
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. [NEYSTONE CAR % BUS EQUIPMENT

Manufacturing Plant in Philadelphia

We are

Manufacturers
of

CAR AND BUS .
ELECTRICAL EQUIPMENT

‘The name of our company often gives the impression that
we are merely jobbers or agents for manufacturers.
Contrary to this, we are anxious for all operators to realize
that we are and have been manufacturers of transportation
specialties for over 30 years. We maintain extensive re-
search facilities and a competent engineering staff. Let us
supply vour new cars and buses.

Refer to our Catalogs No. 7 and No. 9

ELECTRIC RAILWAY JOURNAL

Exhibit
at Atlantic City
Convention, 1931

Partial list of Keystone Bus,
Trolley and Trolley Bus
Specialties

Golden Glow Headlights
Safety Lighting Fixtures
Trolley Catchers

Faraday Signal Systems
Motormen’s Seats

Line Material

Samson Trolley Cord Portable Lamp Guards
Rotary Gongs
Air Sanders

Hunter Illuminated
Destination Signs

Fare Registers

Trolley Harps
and Wheels

Pinion Pullers

Gear Cases Insulating Materials

Other equipment for up-to-date
service.

ELECTRIC SERVICE
SUPPLIES (CO. Mamfacturer

RAILWAY, POWER AND INDUSTRIAL
ELECTRICAL MATERIAL

Philadelphia;
District offices at 111 N. Canal St., Chicago; 50 Church 8t., New

Home office and plant at 17th and Cambria Sts.,

® york; Bessemer Bldg. Pittsburgh: 88 Broad St., Boston: General
Motors Bldg., Detroit: Canadian Agents, Lyman Tube and Supply
Company, Ltd.. Montreal, Toronto, Vancouver, Winnipeg.
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Confidence Strengthened by Progress Shown

at A ER.A.

the 50th annual convention of the American Electric
Railway Association held at Atlantic City last week was
an outstanding illustration of the ability of the local
transportation industry to maintain its record of
progress despite all obstacles. Both the attendance and
the size of the exhibit were remarkably large for a year
of severe business depression. Altogether more than
4,000 persons attended the convention. While this was
somewhat less than the attendance at the A.E.R.A.
convention in Atlantic City two years ago, the propor-
tion of operators was larger than usual, the decrease
being mostly among the ladies and guests. This excel-
lent showing demonstrates again the high valuation
which the industry places on the annual meeting.
Some 80,000 sq.ft. of exhibit space was sold, approxi-
mately four-fifths of that sold at the convention two
years ago. A particularly interesting feature of the
exhibit was the display of transportation vehicles
on the Boardwalk. This included the latest type of
interurban car, a large and a small city car, a large and
a small trolley bus, motor buses of various sizes and
a taxicab. All were painted a uniform color and
decorated with the symbol of the association to empha-
size the idea of co-ordinated transportation.

SUCCESSFUL and encouraging in every respect,

Com petition of Private Vebicles Slackenin g

VERYWHERE a spirit of confidence was in the

air. Many indications could be seen of the grow-
ing recognition of the importance of public transporta-
tion. This was emphasized particularly by the remarks
of several speakers from outside the industry, as well
as by the reports of various committees of the associa-
tion. That a substantial volume of traffic has been lost
by the public carriers to the private automobiles is well
known. There is reason to believe, however, that this

Convention

trend has about reached its apex. Automobile registra-
tions are not increasing at their former rapid rate.
Financial as well as physical limitations are bringing to
a close the era of providing more and more roadway
space in urban areas for the use of private vehicles.
The existing roadways are already overcrowded in most.
cities and it is becoming more clearly evident every day
that adequate public transportation facilities are abso-
lutely indispensable.

All of the operating companies have suffered as a
result of the general business and industrial depression.
Some report a slight trend back toward public trans-
portation on the part of people who are finding private
transportation too expensive under existing conditions.
This gain in patronage, however, has been small as com-
pared with the losses due to widespread unemployment.
Nevertheless the operating companies have been able in
a considerable measure to balance their budgets by cur-
tailing expenses in proportion to the decrease in revenue.
How this has been done was the subject of lively dis-
cussion at several of the luncheon conferences.

Equipment Modernization Attracts Attention

ROGRESS in modernization of rail equipment

aroused keen interest among the delegates. The
presentation of a report of the work being done by the
Electric Railway Presidents’ Conference Committee
drew a large crowd to the meeting hall. While no
attempt was made to go into detail concerning the
research being conducted under the auspices of this body.
the summary presented by its chief engineer gave the
audience a much clearer understanding than they had
before of what is being done. Then, too, the display
of transportation vehicles on the Boardwalk under the
auspices of the Manufacturers’ Advisory Committee
showed that much progress in design already has been

ErEctrIC RaiLway JourNAL—October, 1931
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made. Great interest was shown in this display as well
as in the new equipment exhibited in the Auditorium.
The improvement in products indicates that the manu-
facturers are spending money on dcvelopment even in
the face of curtailed buying.

Closely akin to the interest in rail-car development
was that displayed in the trolley bus. Representatives
of companies which operate trolley buses were subjected
to close questioning by other transportation men who
are considering the use of this vehicle on their own
properties. It was brought out clearly that under cer-
tain conditions the trolley bus possesses numerous
advantages. At the same time the comment on this sub-
ject indicated a general recognition that this new vehicle
is not a universal remedy for all transportation troubles,
but should be adopted and used only where conditions
are suitable.

As in previous years, the railway men were much
interested in motor bus developments. Many new
designs were shown. Those that appeared to attract the
greatest amount of attention were the large types for
heavy-duty and the small-capacity types for light traffic.
Discussion of motor bus design, operation and main-
tenance took place both at the regular sessions and at
the luncheon conferences.

&

Need for Better Fare Structure Reco gm'zed

NTEREST in the subject of fares was no less keen

than that shown in the new equipment. A conviction
has been growing in the minds of transportation men
for several years that the industry knows too little about
fares and the way the public reacts to changes in rates.
This matter has been under intensive investigation by
a special committee of the American Association for
the purpose of ‘‘determining the relation between price
and patronage.” No simple and easy solution of the
problem has been found nor is such a solution likely.
Certain conclusions have been reached, however, with
which there is likely to be gencral agreement. It is now
widely recognized that the old flat rate for anybody rid-
ing any distance at any period of the day is no longer
satisfactory. Experiments are being made to develop a
fare structure on the principle that the occasional rider
should pay the maximum rate, the regular every-day
rider should have a reduced rate, and that some sort of
attractive special rate should be offered to stimulate
riding in the off-peak hours.

Coffin Award Won by Milwankee Conipany

RESENTATION of the Charles A. Coffin Award

was, as always, a notable feature of the convention.
This year the prize was won by the Milwaukee Electric
Railway & Light Company for its record of “continuity
in progress,” despite the adverse influences of general
economic conditions. This company’s achievement in
so adjusting its rates that both riding and revenue have
been increased, in reducing operating expenses with-
out sacrificing efficiency, in improving its safety record

and in building better public and employee relationships
were recognized as outstanding contributions to the
mndustry during the year. The recent accomplishments
at Milwaukee have been of a high order and should give
real encouragement to the efforts of other managements
to overcome the .obstacles of a similar nature which they
themselves are facing.

Committee Work Prominent on Pro gram

WHILE the arrangement of the convention pro-

gram this year resembled that of previous years
in most respects, certain worth-while improvements were
made. Presentation of reports of certain committees of
the affiliated associations at the sessions of the American
Association tended to draw a larger number of delegates
to the general meetings and to secure wider attention
for the excellent work these committees are doing. Dis-
cussion of topics of broad interest at the meetings of
the affiliated associations encouraged the attendance of
a considerable number of the higher executives.

Some criticism was voiced, however, because of the
overcrowded condition of the program. Since the gen-
eral sessions of the American Association lasted longer
than was expected and planned, the schedule for the i
of the day was somewhat deranged. Most of the
luncheon conferences were late in beginning and even
later in closing. This in turn delayed the start of the
afternoon sessions, so that it was difficult to comiplete
the day’s business in the time available. '

Improvements Developed Will Continne
Effective in Better Times

UMMARIZING the impressions of this year's con-

vention, the local transportation industry is seen in a
thoughtful and earnest frame of mind. But the atti-
tude that is being taken is distinctly hopeful. The at-
tention being concentrated on the most pressing problems
—fares, equipment, schedules and traffic regulation—
shows that the industry is not standing still. On the
basis of actual experience, plans are being worked out
that will improve conditions and methods. Many of the
delegates reported beneficial results from such improve-
ments as alrcady have been put in efiect—improve-
ments that are more than methods dictated by mere
expediency.

While general business conditions remain as un-
settled as they have been recently, it is too much to ex-
pect a marked improvement in the situation of the trans-
portation companics. But transportation men can and
do expect hetter times, and they are now making plans
through Dboth management and methods that should
redound greatly to the benefit of the industry, when the
inevitable upturn from present subnormal conditions sets
in. The close of the convention left both the operators
and the manufacturers with a decided feeling of renewed
confidence and faith in the future prospects of the
industry.

EvLecTtrICc RAILWAY JourNaAL—F0l.75, No.11
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Newly Elected Presidents
of the

AMERICAN and AFFILIATED

G. A. Richardson

American Association

Guy A. Richardson, elected president of the
American Association, is vice-president and gen-
eral manager of the Chicago Surface Lines, one
of the most exacting posts in the fieid of trans-
portation the world over. He has had wide
experience as an operator in city, suburban and
interurban service, although in recent years his
work has been largely with properties of the
first magnitude rendering city service. In all its
fields of endeavor, operating, mechanical per-
sonnel and pnblic relations, the Chicago Surface
Lines has been most successful. The association
is assured in Mr. Richardson, as its president, of
the same broad sympathy and understanding
being brought to bear on its affairs that has char-
acterized his previous work in its behalf as a
committeeman and as an officer.

C. 1. Jones, elécted president of the Engineer-
ing Association, is general manager of the Chi-
cago, South Shore & South Bend Railroad. He
is an engineer turned executive. And his ac-
complishments as an executive are refiected in the excelient
record made by his company in a field in which it has been
unusually difficult to establish a record in the last decade. It
was under his direction that the road was returned the winner
in the Coffin prize contest in 1929. Mr. Jones wouid be the last
man to lay claim to the accomplishments of that road, but it
does remain a fact that he was one of the chief operating offi-
cials of the company under whom its activities were co-ordinated
S0 successfully.

elected president of the Claims Association,

J. W. Giltner,
be agent for the

has recently been advanced from chief ciaim
transportation companies centering at Akron, Ohio, to general
ciaim agent of the Penn-Ohio Transportation System. 1lis
connection with the electrio railway industry dates from 1907,
wien he joined the claim department of the Indiana Unton
Traction Comprany, Anderson, Ind. He has also served in rail-
way claim work at Portiand, Ore., and at Pittsburgh, and iIn
accident insurance claim work. It has been said of Mr. Giitner
in his own company that he has all the virtues of his predecessors
and few of their fauits.

A SSOCIATIONS

J. E. Heberle

Accountants’ Association

R. N. Graham

Transportation and Traffic
Association

C. H. ]dnes

Engineering
Association

J. W. Giltner

Claims Association

J. E. Heberle, elected president of
the Accountants’ Association, is assist-
ant to the president of the Capitol
Traction Company, Washington, D.- C.
Well schooled in commercial subjects,
4 including accountancy, he became
stenographer-cierk in 1908 to J. H. Hanna, who was then assist-
ant chief engineer and is now its president. So well ronnded
has been his training that Mr. Heberle has turned his talents
successfully to a myriad of problems. 'Ask Heberle, he knows,”
has become a slogan in Washington. And his wide experience
has been most helpful in the work of the Acconntants’ Association,
the Engineering Association and the Transportation and Traffic
Assoclation. He advanced from chief clerk of the engineering
department to chief clerk and statisticlan, to assistant secre-
tary and finally to assistant to the president.

R. N. Graham, elected president—of the Transportation and
Traftic Association, is vice-president and general manager of
the operating units of Transportation Securitles Company, a
snbsidiary of the Commonwealth & Sonthern Corporation, oper-
ating at Youngstown and Akron, Ohio. Penn-Ohfo, as the sys-
tem is calied, has been honored three times with highest nationai
awards. It received the Coffin medal in 1926, and its largest
operating unit, the Youngstown Municipal Raiiway, received
the award again in I1930. The Brady safety medal went to
Penn-Ohio in 1927. Mr. Graham is a lawyer turned execntive.
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Fifty Years of
Service and Readjustment

By

J. H. HANNA

President American Electric Railway Association
President Capital Traction Company

HERE is no law in the broad

I scheme of life so changeless as

the law of change. Civilized peo-
ple demand progress in their methods
of living. The local transportation
business has lived up to the demand
for change throughout its history of
100 years, and particularly since the
founding of the association 50 years
ago. The addresses at the first conven-
tion in Boston in December, 1882, ex-
hibited a clear understanding of the
street railway man’s responsibility as
a public servant and a wide grasp of
the economic and social problems which
local transportation must aid in solv-
ing. The need for change was clearly
apparent to the speakers.

The five decades which have passed
since that convention in Boston have
been marked by five “distinct phases in
the history of local transportation. The
first was that of experimentation. The
industry was searching_ for the best
tool. It was found in the electric rail-
way system.

The '90’s were the era of develop-
ment and rapid growth. In two years,
electric railway mileage had grown
from 29 to 1,260. After ten years,
electric railway mileage had increased
fifteen-fold and constituted 95 per cent
of the total. But the industry did not
merely grow in size. The car and
motor of 1900 were vastly different
and much improved over those of ten
years before.

The following decade was the era
of prosperity and substantial but slack-
ened growth; track mileage increased
82 per cent and the number of passen-
gers carried and the value of road and
equipnient were approximately doubled.
While operating revenues in this period
increased 129 per cent, already the
effect of longer hauls and single fares
was appearing, and net income after
operating expenses grew but 123 per
cent. Engineering developments con-
tinued but consisted chiefly of refine-
ments and improvements in designs
already stabilized.

Having put its business on a sound
foundation both financially and mechan-
ically, the ‘industry as a whole began to
take stock of itself and brought about
a complete reorganization of the as-
sociation. Under the presidency and
leadership of W. Caryl Ely in 1905

the present form of organization of a
parent and affiliated associations was
set up, permanent offices under a full-
time secretary established in New York.
and the interurban railways recognized
by the change of name to the American
Street and Interurban Railway Asso-
ciation. At the 1910 convention, the
rather cumbersome name of the asso-
ciation was changed to that now used.

The fourth decade of our association’s
history must be marked as a period of
changing conditions and, in many in-
stances, serious financial difficulties.
No longer could the business be classed
as a monopoly. The vast number of
automobiles brought personal transpor-
tation within the reach of millions of
people who formerly depended upon
mass carriers.

While undoubtedly much loss in
revenue had already taken place due
to automobile competition, the matter
does not seem to have been seriously
considered by electric railway men
until about 1915, when the so-called
“jitncy” appeared and quickly spread
over the whole country. The jitney
was quickly followed by motor-driven
buses. While the use of buses was
at first contested by many street rail-
way operators, the more farseeing soon
realized that the bus offered 2 new but
useful means of serving the public, and
in a few years it was adopted by the
industry as an additional means of ren-
dering service. Again, the electric
railway men, like their predecessors,
recognized the law of change and
showed their willingness and desirc to
furnish the public with any form eof
transportation which might best suit its
needs.

The last ten years of our associa-
tion’s history has been a period of re-
adjustment and rehabilitation. Mauny
changes have taken place. For the first
time clectric railway men began to
realize the necessity for merchandising
their service. The association’s activ-
ities were largely revolutionized, and
thorough scientific investigation of all
phases of the industry have been under-
taken. The outstanding achievement of
the association during this period was
the formation of the Advisory Council
by John N. Shannahan, while he was
president of the association, in Decem-
ber, 1924. The establishiment of the

Council and the appointment of a man-
aging. dircctor grcatly expanded the
nature of the service which the associa-
tion rendered.

The law of change still goes oun.
This great industry is no longer merely
the electric railway industry, but is the
agency which must be ready to furnish
mass transportation to the inhabitants
of our cities by rail, by electric or gas-
oline bus, or by any other means which
is now or may eventually be available.

The Prcsidents’ Conference Commit-
tee, by means of a scientific investiga-
tion such as never has been attempted
before, is developing the ideal street car
which will give a new kind of service,
which the people demand, at a lower
cost. A similar investigation is under
way through association activities to
determine what nature of fare structure
will best suit present-day conditions.
Many other important problems, such as
employee relations, traffic congestion,
and taxation, are receiving the same
thorough consideration by association
committees.

It can be stated without question that
the service which we render is a neces-
sity and that mass transportation is an
essential industry. Recognizing this
fact and also recognizing that existing
conditions are entirely unsatistactory
from every viewpoint, it becomes the
responsibility of the owners and oper-
ators of the companies now furnishing
transportation service to show the way
out of the wilderness.

Some of the requirements for im-
provement are:

From the companies—Arst, better a
more economical cars, furnishing a
faster and speedier service than that
now generally offered; second, a well-
balanced financial structure with obliga-
tions not in excess of physical assets;
third, a fare structure which will more
nearly distribute the cost of the service
in proportion to the benefits rendered
and which will attract the profitable
pon-rush and short-haul rider.

From the public—and its help must
be obtained through the activitics of
the companies themselves—first, a defi-
nitely fixed {franchise or operating
agreement which shall assure such
stability to the undertaking that new
capital will be available; second, sym-
pathetic regulation which, while thor-
oughly protecting the interests of the
public, will allow freedom to manage-
ment, and give co-operation with them
wherever possible; third, rclief from
all special taxation and in some in-
stances, no doubt, definite financial help.

If the co-operation of the business
men, of regulatory bodies, of the press,
and of the public generally, is obtained,
this great industry will pull itself out
of its present difficulties and live up to
the long line of successful achievements
in serving the public, which have
marked its history for the 50 years
just behind it. o
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Broad Aspects of Transportation

Discussed by American Association

EEN interest in a variety of
Kbroad problems now facing the

local transportation industry was
shown by the large member of delegates
attending the general sessions of the
American Association. The activities
of this association commenced with a
gencral session on Monday morning in
the auditorioum ballroom. President
J. H. Hanna called the meeting to order
and introduced Joseph B. Perskie, city
solicitor of Atlantic City, N. J.,, who
spoke a word of welcome to the con-
vention and delegates, to which Mr.
Hanna responded on behalf of the as-
sociation. The president then gave a
historical review of the industry’s serv-
ice and readjustment during the past
50 years, concluding with a number of
recommendations for the industry’s de-
velopment in the future. He called
attention particularly to the need of
further studies on franchises, farc
structures, engineering research, mod-
ernization and merchandising methods.
An abstract of Mr. Hanna’s address
will be found elsewhere in this issue.

Joseph P. Day, prominent in real
estate activities in New York City, dis-
cussed the relationship between trans-
portatibn and urban property values.
“Public transportation,” he said, “is the
key to real estate values in every city
from New York to San Francisco.
Our most successful real estate oper-
ators do not wait until rapid transit
facilities® are completed before making
their land investments. They buy
strategic locations in outlying sections
knowing that when public transporta-
tion catches up with population growth,
the value of their investment will have
multiplied many times over.” Mr. Day
discussed traffic problems and told the
part transportation has played in aiding
in the decentralization of our larger
cities.

Merle Thorpe, editor Nation’s Busi-
ness, Washington, D. C,, prefaced an
address, on ‘“Keeping Open the Arteries
of Trade and Commerce,” by interpret-
ing the factors which are influencing
present economic conditions. He rec-
ommended a revision of individual and
collective mental attitudes, aggressive
salesmanship and a decrease in the hope
of relief by government. Mr. Thorpe
urged that the energy of the American
Electric Railway Association be de-
voted to the education of public opinion.
“Car riders, industries and business
firms view with an unsympathetic eye
the problems of this great industry,”
he said. “The street railway invest-

J. H. Hanna

President

ments are in an unstable condition. Great

difficulty is experienced in obtaining

new capital, and a large proportion of
the few improvements that have been
possible during the last few years has
been financed out of earnings or
through unsecured loans provided by
stockholders. They forget that, despite
the enormous increase of automobile
ownership, the street railway still
carries 75 per cent of all the people
transported within large cities. They
forget there is invested approximately
$5,500,000,000 in the securities of these
companies. They forget the industry
ranks eighth in the amount of invested
capital in the United States. They give
time, thought and attention to the diffi-
culties of the textile industry, the coal
industry, the oil industry, but they take
your industry for granted.

“If the public would regard your
problems with a purely selfish interest,
would realize that it is a national in-
dustry and not local; if it would ap-
proach local problems with this broader
outlook, such an outlook would greatly
benefit the public. It is not alone the
preservation of a $5,000,000,000 invest-
ment. The problem is much more far-
reaching than that, because as the in-
vestment is impaired, billions of dollars
of real estate and business will he
affected. The hope lies in a better
understanding of the complexities of

city transportation on the part of the
public and the public’s officials.” Mr.
Thorpe’s address is abstracted more
fully elsewhere with this issue.

The report of the Committee on
National Relations was presented by
C. D. Cass, general counsel A.ER.A.
Mr. Cass described the activities of the
Washington, D. C., office during the
past year, and the present status of
legislation which is of interest to the
transportation industry. An abstract of
the report appears elsewhere in this
issue. He particularly called attention
to the order recently handed down by
the Interstate Commerce Commission in
the matter of depreciation for steam
railroads and telephone companies.
This decision prescribes the classes. of
property for which depreciation charges
may properly be included under oper-
ating expenses, and the percentages of
depreciation which shall be charged with
respect to each of such classes of prop-
erty; and prohibits the carriers from
charging to operating expenses any
depreciation charges other than those
prescribed. All carriers subject to the
jurisdiction of the Interstate Commerce
Commission inay eventually be subject to
this requirement of law, Mr. Cass said,
and the recent order of the commission
affecting the telephone companies and
the steam railroad companies is the
first normal step in the application of
the statute to all carriers under the
commission’s jurisdiction. Mr. Cass
believes that the final attitude of the
Interstate Commerce Commission in
this matter will no doubt be adopted
and utilized as a standard by various
State commissions in dealing with the
purely intrastate electric railways and
other public utilities within their re-
spective States. He looks for a final
standardization, nation-wide in extent,
affecting all utilities subject to commis-
sion regulations in the matter of de-
preciation and depreciation accounting.

Mr. Cass pointed out that the purely
intrastate carriers not now subject to
the jurisdiction of the Interstate Com-
merce Commission are vitally interested
in the subject matter of depreciation,
as well as are the electric railways en-
gaged in interstate commerce, and re-
porting to the commission. “I call this
to your attention,” said Mr. Cass, “be-
cause I think that there must be sonie
very careful, painstaking, serious think-
ing in regard to this subject, not only
by those who will be directly and im-
mediately affected by an order of the
Interstate Commerce Commission issued
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in respect of depreciation and deprecia-
tion accounting for electric railways,
but also by the intrastate and purely
urban carriers who consider themselves
remote from the jurisdiction of the
Interstate Commerce Commission, and
who have been happy and contented
that they were so.”

The second session of the Ameri-
can Association, held on Wednesday
morning, opened with a report of the
Committee on Revision of Constitution
and Bylaws. G. A. Richardson,
vice-president and general manager
Chicago Surface Lines, presented this
report, an abstract of which is given
elsewhere. Following Mr. Richardson’s
report, a resolution was presented by
J. N. Shannahan, chairman the Ad-
visory Council, for the appointment of
a special committee to assist in the
preparation of a brief on the subject
of mass transportation, to be presented
in behalf of the association to the
United States Chamber of Commerce.
The Chamber issned an invitation to
the association to co-operate in this
matter, and assist it in its general study
of transportation throughout the coun-
try. Mr. Shannahan’s resolution was
unanimously adopted.

Francis X. Busch, formerly attorney
for the city of Chicago, addressed this
session on the subject of public rela-
tions of transportation. He dealt prin-
cipally with conditions in Chicago, and
emphasized the value of rendering a
constantly improved service as the
greatest factor in any public relations
program. He paid a compliment to the
present Chicago transportation manage-
ments and their application of this
principle, and told how it was reflected
in the public approval of the new co-
ordinated transportation scheme for
that city. Mr. Busch’s address is ab-
stracted on a following page.

Dr. Thomas Conway, Jr., president
Cincinnati & Lake Erie Railroad, and
chairman of the Electric Railway
Presidents’ Conference, opened a dis-
cussion on the activities of that body
by summarizing its organization and
present status. He told, in a general
way, of its activities for the past year,
of the work it is doing in its field
laboratory in Brocklyn, and its gen-
eral program for future work. He then
introduced C. F. Hirshfeld, chief en-
gineer of the conference, who addressed
the meeting on the subject of “Progress
Toward Improving the Street Car.”
Mr. Hirshfeld described the work
which is in progress in Brooklyn and
the organization of the personnel doing
this work. His report is abstracted on
another page. His address was accom-
panied by a motion picture film which
showed the use of several precision
instruments developed for the meas-
urement of distortion of car bodies
under various loads. The film also
showed the construction and applica-
tion of a trailer equipped with a photo-

electric device for measuring voltage,
main current, acceleration, distance and
time elapsed. It illustrated studies
being made of the effect of accelera-
tion on passengers, the reduction of
noise, illumination, ventilation and the
action of various members of a car in
motion,

The third general meeting of the
American Association was held on
Thursday morning. Charles Gordon,
managing director A.E.R.A.,, was the
first speaker. He suminarized his ac-
tivities as managing director during the
past two years and described the func-
tioning of the association’s personnel.
His address dealt particularly, however,
with a review of the convention’s
accomplishments, and referred to the
valuable reports submitted by the com-
mittees of the various associations dur-
ing the year.

Joe R. Ong, chairman Committee on
Operating Economics (Transportation
and Traffic Association), spoke on the
control of economic factors in opera-
tion. Discussing the economics of elec-
tric railway operation, Mr. Ong said:
“During the War, when the necessity
for co-ordinated effort between different
armies was paramount, it was found
necessary to have liaison officers.
There was some such thought in the
minds of those suggesting the needs
for a committee on operating economics.
This committee, while not intending to
encroach upon the subject normally
within the scope of other affiliated as-
sociations, must of necessity touch upon
many items that may appear to overlap
in order to co-ordinate the subjects
properly.

Mr. Ong discussed the necessity for
increased speed, the rider’s demand for
modern design and comfort, in equip-
ment and the securing of fare struc-
tures which will increase revenue. He
listed examples of traffic-stimulating
programs carried on by many com-
panies. His address is published in
greater detail on a following page.

James AW. Welsh, chairman Commit-
tee on Economics of Rolling Stock
Application (Engineering Association),
discussed the economic: considerations
in the selection of a vehicle. Mr. Welsh
described his message as a guide to the
selection of the best forms of trans-
portation to meet the diverse conditions
existing on various properties. Mr.
Welsh’s discussion on vehicle analysis
and the determination of costs appears
elsewhere in this issue.

E. J. Mcllraith reported for the Com-
nittec on Street Traffic Economics, and
Leslie Vickers, economist A.E.R.A,, re-
ported for the Committee on Fare
Structures. Abstracts of these reports
will be found elsewhere.

Awards for the Anthony M. Brady
safety contest and the Electric Traction
speed contest were made at this
session. In the absence of Arthur
Williams, president American Museum

of Safety, Guy C. Hecker, gcneral
secretary, A.E.R.A., made the Brady
awards. Edward Dana, manager of the
Boston Elevated Railway, received the
medal and certificate for the winner in
the large-city class. John Ross, chicf
engineer, Department of Street Rail-
ways, Detroit, accepted the certificate
of honorable mention in the large-city
class. In behalf of the Calgary Mu-
nicipal Railway, K. B. Thornton, presi-
dent of the Canadian Electric Railway
Association, accepted the medal for the
winner in the small-city class. R. N.
Graham, vice-president and general
manager Youngstown Municipal Rail-
way, received the certificates of honor-
able mention for his company in this
class. No award was made in the inter-
urban class. A separate article in this
issue deals with the Brady contest.

T. Fitzgerald, chairman of the Speed
Contest Committee and vice-president
of the Pittsburgh Railways, awarded the
silver cup to the Chicago, North Shore
& Milwaukee Railroad. S. A. Morrison,
assistant general manager accepted for
the company. Honorable mention was
given to the accomplishments of the
Cincinnati & Lake Erie Railroad; the
Chicago, Aurora & Elgin Railroad, ant
the Milwaukee Electric Railway & Light
Company.

A report of the Committee on Resolu-
tions was made by D. W. Pontius,
president Pacific Electric Railway. Tlhe
following officers elected during the
Wednesday morning session were in-
stalled for the ensuing year.

President—G. A. Richardson, vice-presi-
dent and general manager Chicago Surface
Lines. .

First Vice-President—]. H. Alexander,
president Cleveland Railway.

“Second  Viee-President — Walter A
Draper, president Cincinnati Street Rail-
way.

Third Viee-President—W. E. Wood,
vice-president Engineers Public Service
Company, New York City.

Treasurer—Barron  Collier, president
Barron G. Collier, Inc.,, New York City.

For operating members at large of
the Executive Committee for the three-
year term expiring 1934:

A. B. Patterson, president New Orleans
Public Service, Inc.

Robert M. Feustel, president Indiana
Service Corporation, Fort Wayne, Ind.

For manufacturer members at large
of the Executive Committee for the
three-year term expiring 1934:

M. B. Lambert, assistant to wvice-presi-
dent Westinghouse Electric & Manufac-
turing Company, New York.

H. E. Listman, vice-president General
Motors Truck Company, Pontiac, Mich.

John B. Tinnon, sales manager Metal &
Thermit Corporation, New York City.

For operating member at large of the
Executive Committee for a one-year
term:

A. M. Hill, president Charleston Inter-
urban Railroad.
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Improving the Street Car

By

C. F. HIRSHFELD

Chief Engineer
Eleciric Railway Presidents’ Conference Committee

VERYBODY knows that the strect

railway industry is sick. You
kuow it, the banker knows it, the public
knows it. The symptoms of the disease
are very evident. Income is not suffi-
cient to balance all proper costs and
yield a reasonable profit. Thus far all
agree. But when it comes to diagnos-
ing the case, when it comes to account-
ing for the symptoms displayed by the
patient, the doctors disagree.

It must be admitted that the patient
is already an elderly gentleman. He
has not always been in the most perfect
health, but until recently the troubles
were confined to isolated spots. Now
the patient seems to be suffering from
some sort of general complication of
troubles which is rapidly sapping his
vitality.

There is one group of doctors who
quite cold bloodedly maintain that the
dear old gentleman has served his use-
ful life and is now ready for the in-
dustrial scrapheap. Those who have
thus given up the patient seem to com-
prise on the one hand learned and able
men who do not have much time to
devote to this rather unpromising and
not overly remunerative patient, and on
the other hand rather young practition-
ers who are inclined to jump at conclu-
sions without giving adequate study to
the subject and his symptoms.

Another group believes that although
the patient is suffering from a serious
ailment, he is still a very necessary
member of the community and that he
can be cured by proper treatment. Un-
fortunately the doctors in this group
differ among themselves as to just what
1s the basic trouble and what curative
remedies should be used. Thus there
are some that insist that the old gentle-
man’s diet is entirely wrong; that he
change his diet, that is adopt a differ-
ent fare system. There are others who
claim that he is simply dissipating his
strength and nervous energy by at-
tempting to cover too wide a field of
activity. They advocate that he con-
centrate on the heavier tasks and per-
mit younger and more agile individuals
to handle the lighter ones. Another
group insists that the clothing which
the patient wears in public is all wrong,
reflects the customs of a bygone gen-
eration, affects his health by giving him
an inferiority complex, and places an
unnecessary and very heavy load upon
his remaining energies. Some would
have him wear light-weight and bright-

C. F. Hirshfeld

colored clothes in place of the heavy
and somber raiment of which he is so
fond. Others would have him merely
adopt rubber heels. And so on through
a long list.

When doctors disagree the patient
suffers, and he has done so in this case.
However, there is still hope, because a
far-sighted group, after studying this
patient and his activities, has concluded
that he is not incurably ill, that he still
performs a very useful function in the
community, that he can be put into
condition to become self-supporting, and
that he will be saved if it is in their
power to save him. They are wise
nmien and have determined to consider
all means of influencing his health,
not to confine themseclves to one or
another pet hobby, They have there-
fore divided themselves up into com-
missions of comumittees, and each of
these units is busily studying what has
been assigned it. One has taken the
condition of the patient’s blood stream,
another the way in which he orders
his daily life, another his diet, another
his clothing, and so on. They believe
that, if they can assemble all the facts
about this patient, he himself will have
sufficient intelligence and ability to cure
himself under proper medical guidance.

It is my privilege to outline the plans
and activities of one of these com-
mittees, specifically the one which is
studying the old gentleman’s clothing
in which he appears in public, and by
which the public judges him. This
committee suspects that his present
antiquated garb not only places an un-
necessary drain upon the patient’s ener-
gies, but that it also causes the general
public, and particularly the younger part
thereof, to class him as an antique and

to pass him by, either in mirth or in
pity. This particular group is called
the Electric Railway Presidents’ Con-
ference Committee. :

The job is to find out what is wrong
with the present-day street car, to dis-
cover what is now required of a street
car, and then to guide the genius and
producing capacity of the industry in
the design and construction of a rail
vehicle suited to modern urban needs.

There are two ways of undertaking
such a commission. One is the inspira-
tional method ; the other, the fact-find-
ing or research method. We might
have adopted the first and have pro-
duced within a few months a car de-
sign as different from the conventional
vehicle as fertile imaginations could
devise. The result would have been
spectacular and the immediate cost
would have been low. But the value
of the product would almost certainly
have been small, its chief claim to dis-
tinction would have been its novelty.

We chose instead the slower and less
spectacular, but much more certain,
fact-finding method. This is the method
that industry has recently adopted
from the scientists and which has
proved so effective in improving indus-
trial processes and products. It de-
pends quite simply on the determination
of all significant relevant facts, so that
final action can be based upon real fac-
tual knowledge instead of upon morc
or less arbitrary decision between con-
flicting opinions, traditions and rules
of thumb. It is our belief that if we
determine and publish the mnecessary
facts, the brains and genius already in
the industry will prove competent to
take advantage thereof in the produc-
tion of new designs.

The fact-finding method is not neces-
sarily experimental. In this case it in-
volves complicated analytical work and
the compilation of statistical informa-
tion, in addition to test and experiment.
The test program constitutes, however,
the largest part of our fact finding.
Tt includes among other things the
accurate determination of the charac-
teristics of present available cars and
equipment. For this purpose we have
set up a field laboratory on the prop-
erty of Brooklyn & Queens Transit
Corporation.

We must use the modern car as a
point of departure. We want to know
just how strong it is in different re-
spects and whether any of the com-
ponent parts are stronger than they
need be or weaker than they should
be. The car body is treated as a box
girder and subjected to loads which
simulate those experienced in use.

But we must not confine our atten-
tion only to the car body. The trucks
represent a large part of the weight
and of the cost, and they are of out-
standing importance with respect to
performance. Therefore we are study-
ing the truck experimentally just as
we are studying the car body.
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Anothier thing that we want to know
is how a modern car starts and comes
up to speéd—that is, we need the time,
distance and force relations. We are
using an entirely new method for this
purpose and it is giving us very exact
data.

Ultimately we hope to produce a car
which will start and stop as readily
as possible. But what do we mean by
this? Among other things, we mean
as rapidly as the passengers can tol-
erate. No one knows just what pas-
sengers can tolerate and therefore we
have in progress at the University of
Michigan experiments to determine the
facts.

Our investigations indicate that noise
reduction is one of the most necessary
improvements. In fact, complete elim-
ination is the ideal to be approached
as nearly as possible. If we are to
approach such an ideal it is not suff-
cient to measure only the volume of
noise. We must break the total volume
down into a noise spectrum, determine
the frequencies which are responsible
for the greatest volumes, and then run
these frequencies down to their sources.

During recent years the illumination
of street cars has been given much

thought. We are measuring the inten-
sity of illumination in different typical
modern cars, and we are also obtain-
ing data from which the expectable
characteristics can be determined in
advance witli greater precision than is
now possible.

Discussion with car riders has
brought out the fact that better ventila-
tion is highly desirable. Therefore,
much work is being done on this sub-
ject. The ventilation of the ecar is
studied by creating in the car a uni-
form mixture of carbon dioxide and
air within it, and theu determining the
rate at which the carbon dioxide dis-
appears under different operating con-
ditious.

We realize fully that both funds and
time are limited; we realize that our
major task is the production and proot
of a greatly improved car; we realize
only too well the imperative need of
haste. Of necessity, our first efforts
must be experimental, that is, fact find-
ing in character. Similarly, our first
bulletins must deal with methods and
later ones with determined facts. But,
the entire program is planned with a
view to reaching practical, usable re-
sults as quickly as possible.

el

i

Economic Considerations
mn the Selection of the Vebicle

Based on the report of the
Committee on Economics of Rolling Stock Application

By

JAMES W. WELSH

Consulting Engineer, New York, N. Y.

FOR years the medical profession
sought the remedy for the ills of
humanity in cure-alls, tonics, medicines
which toned up or stimulated the heart
and body as a whole. It was not until
Pasteur in 1876 discovered that specific
bacteria were the immediate causes of
special diseases that any effective prog-
ress was made in combating bodily ail-
ments. .Is not this the lesson for our
industry? We must isolate the troubles,
break down the problem into its simplest
elements before attempting a solution.

The Committee on Economics of Roll-
ing Stock Application believes the route
or line is the starting point for such a
study. Each route of the system should
be segregated and set up independently
for the purposes of analysis as though it
were a separate company. It should
have its own valuation of property de-
voted to transportation service and a

James W. Welsh

separate road and equipment account.
After this, as far as possible, all oper-
ating and maintenance should be directly
charged to the route in the first in-
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stance, rather than to be so allocated on
some arbitrary basis of apportionment.
Such a method of fact finding is
equally applicable to any form of trans-
portation, whether composed of rapid
transit, surface rail route, or trolley and
gas bus operations.

This study will permit the actual cost
of service, including all investment
charges as well as all other expenditures.
to be determined for each route. Com-
paring its cost thus obtained with its
revenue discloses its profitableness or
the reverse. The effect of such an
analysis is to bring out in sharp relief
the gains and losses on the system.
There will be found far greater varia-
tion in the earning power of routes on
the same system, than between any two
systems in the country. If fares were
fixed by the costs of service, route by
route, almost any system would have
some favored line with short-haul and
dense traffic where the fare might be
cut to a cent or two. Other lines would
require rates as high as 25 or 50 cents.
Such a fare plan would, however, soon
be self-destructive, as it would be im-
possible to secure sufficient traffic on the
lean routes in order to make them earn
a reasonable return at any fare,

A striking result of the varying costs
on routes is shown in the example of a
system of 30 routes. The analysis dis-
closes that only half of the routes have
a cost per passenger equal to the average
system fare of 8 cents. On the remain-
ing routes, the fares would range from
7 cents to 19 cents.

When you reflect that the margin be-
tween costs and revenues is usually
close, it is evident that attention paid
to these losing routes might readily
balance the budget without disturbing
the fare on the whole system. It is not
suggested that fares should actually be
varied in accordance with the route
costs, but” when such losses are thus
revealed, the desirability of considering
other types of vehicles in such cases is
very positively indicated.

In comparing the economic value of
bus and rail car, each has one outstand-
ing claim for superiority which the other
lacks. For the rail car, its unquestioned
advantage to date is its high peak-load
capacity with all that entails in lower-
ing rush-hour costs. For the bus, the
absence of track investment is its high
point of pre-eminence. On the invest-
ment side of the equation we find the
average capital devoted to street car
operation is five times its annual reve-
nue; while with the bus the investment
and annual revenue are equal; hence for
the same revenue (assuming this repre-
sents equivalent capacity) the bus de-
mands but one-fifth the capital invest-
ment of the rail car. On the basis of a
6 per cent return on the investment in
each case, the bus could reach a 94 per
cent operating ratio, while the electric
rail car must hold its ratio down to 70
per cent.
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Too often this whole problem is
looked upon as a mere refinement and
as of little practical importance when
a company is harassed by many diffi-
culties. On the contrary, what question
can be of greater importance than the
selection of the very mode of transpor-
tation itself; or, still more vital, whether
to continue operation at all. Perhaps
a part of the difficulty responsible for
such a viewpoint is the unconscious
assumption that any change from rail
car operation presents too many diffi-

culties, both political and financial as
well as economic.

Should we not think of this problem
as our job to produce a unified trans-
portation system for our communities?
It would be a built-up organism com-
posed of high-speed rapid transit lines,
surface rail routes, trolley buses, gas
buses, de luxe coaches and taxicabs. It
would be a placing together of all forms
of transportation, each the best of its
kind for its place, all into one unified
whole.

Public Relations of
Transportation

By

FRANCIS X. BUSCH

Taylor, Miller, Busch & Boyden
Chicago, III.

AN ARTICLE by Francis H. Sisson
in the August issue of the ELEcTRIC
RaiLway JournaLn graphically presents
a most anomalous situation in that
branch of the public utility industry
which he includes under the heading,
“Operations of Electric Railways in
Mass Passenger Transportation.”

Quoting from the latest United
States census of electric railways, he
says that while the total number of
passengers carried by electric railways
increased nearly 300 per cent in the
25 years from 1902 to 1927, and while
the number of car-miles operated and
the amount of invested capital were
doubled, the net return, after deducting
operating expenses, including taxes and
municipal impositions, declined from
3.3 per cent in 1902 to 3.1 per cent in
1927,

Despite the essential nature of pas-
senger electric transportation—14,500,-
000,000 customers served yearly—a
service without which the cities of our
country could not exist—it is generally
conceded by well-informed persons that
the operation of passenger electric
street railway transportation, even with
the supervising regulation of rates by
public utility commissions, does not
offer a field of investment as attractive
as that to be found in other utilities
and in industry generally.

Mr. Sisson, after ascribing the al-
most uniform lack of satisfactory earn-
ings by the country’s mass transporta-
tion agencies to higher operating costs
and increasing antomotive competition,
stresses the fact that one very important
cause of the difficulties of electric rail-
way companies has been the oppressive
and arbitrary treatment they have so

Francis X. Busch

often received at the hands of public
officials.

Public support, through an adequate
franchise and sympathetic understand-
ing and co-operation of public officials,
is indispensable to a successful man-
agement of a public transportation
system. Prosperity for the industry
cannot exist withount this support and
co-operation. In this connection Chi-
cago furnishes, as the doctors would
say, “some splendid clinical material.”

In May of 1930 the City Council of
Chicago passed, and the people at a
referendum in July approved by a vote
of more than five to one, an ordinance
granting to a company which is {o
acquire all the existing surface and
elevated railway properties, an indeter-
minate franchise upon terms which will
permit the consolidation, refinancing
and extension of the present properties,
including subway construction to be
financed wholly by the city through
special assessments, the accumulated

traction fund, or general bonds. The
ordinance further provides, not for a
fixed and unchangeable rate of fare,
but for the charging of a rate of fare
to be determined by the lawfully con-
stituted regulating authority, sufficient
to produce a reasonable return on the
capital invested. It is an ordinance
which deals jostly with the city and
the utility and is in accordance with
recognized sound economic principles.

Taken by itself, there is perhaps
nothing particularly significant in this
statement. However, when it is con-
sidered in the light of the fact that
the preceding traction ordinances,
passed in 1907, were twenty-year fran-
chise grants definitely providing for
and contemplating acquisition of the
properties by the city for municipal
ownership at the end of those grants,
and when it is further considered that
for more than 25 years—from 1897 to
1923—the public attitude towards Chi-
cago traction managements had been
one of suspicion, distrust, and un-
broken hostility, there is indicated a
reversal of public opinion so complete
that a search for its cause should be
profitable.

During the period from 1897 to 1907
it was declared on every hand that
Chicago’s traction system was conu-
trolled by a defiant and corrupt man-
agement, which furnished the most
inadequate and inefficient transportation
to be found in any large city in the
United States, The hostility of public
sentiment toward the traction companies
was repeatedly reflected in political
campaigns and municipal policies. Car-
ter H. Harrison was elected Mayor in
1897 on an anti-traction franchise issue.
He was re-elected on variations of that
issue in 1899 and 1901 and 1903. A
strong sentiment for municipal owner-
ship and municipal operation developed
during this period. In 1905 Jundge
Edward F. Dunne, an out-and-ont advo-
cate of municipal ownership and opera-
tion, was elected Mayor.

It was in this atmosphere that the
1907 street railway ordinances were
prepared. Among other things, these
grants provided for a division of the
net receipts of the operation of the
properties. The city was entitled to
receive 55 per cent of all net annual
receipts remaining after the payment
of operating expenses and a fixed re-
turn of 5 per cent per annum upon the
capital value of the traction properties.
This was expected to create a fund
with which the city might, either be-
fore or at the expiration of the grant.
purchase the properties for municipal
ownership and operation.

In the eight-year period following
1907 $91,000,000 was spent for addi-
tions and betterments, which laid the
solid foundation npon which was later
built the finest electric surface railway
system in the world. Prompt and faith-
ful compliance by the companies (until
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prevented in 1915 by World War con-
ditions) with the provisions of the
ordinances for building extensions and
betterments undoubtedly mollified to
some extent general public distrust of
the railway managements, but sentiment
on the whole continued antagonistic.

The 1907 ordinances were undoubt-
edly the best ordinances obtainable at
the time of their passage. As the years
passed, however, unforeseen changes
developed, due to the widespread use
of the automobile, the new competition
in buses and transportation, and ad-
vancing costs due to the high price
levels of the war and post-war periods.

By 1918 it was obvious alike to the
city and companies’ representatives, in
view of Chicago’s traction history, and
with a franchise expiring in less than
ten years, that the financial demands
for necessary extensions and better-
ments of the street railway system could
not be met. An attempt was made to
agree upon a new franchise. In spite
of practically unanimous newspaper
support a proposed ordinance was de-
feated at a referendum, largely because
of the expressed distrust of the then
management of the properties.

Such was the state of affairs and
such the state of public opinion when,
in 1923, the active management of the
Chicago Surface Lines (operating all
of the electric surface railways in
Chicago) was changed. The change
developed an immediate improvement in
scheduled service, instituted better
supervision and therefore more de-
pendable operation. As the public
found less crowding, greater regularity,
and less of a “devil-may-care” attitude
on the part of the men, the citizens
began to manifest a kindlier attitude
toward the company.

‘Almost  simultaneously with the
change in company management came
a change in city administration. An-
other effort was made to “settle the
traction question,” Another ordinance
was drafted providing for the imme-
diate vesting of title to all of the trac-
tion properties (surface and elevated)
in the city. The city was to give in
exchange for the properties certificates
bearing 5 per cent interest, payable, as
to principal and interest, out of the
earnings of the properties. The city
by the ordinance obligated itself to
maintain a rate of fare sufficient to
meet operating expenses and provide
for the amortization of the certificates.
The ordinance was overwhelmingly de-
feated. Political groups antagonistic to
the administration feared that the fare
would have to be largely increased to
meet the obligations of the ordinance.
Opposition of radical groups that it
did not provide for more immediate
municipal operation, and opposition
from a growing element opposed to
either municipal ownership or operation,
combined to bring about its defeat.

In 1930 the company asked for per-

mission to install trolley bus service.
The trolley bus showed such superior
riding qualities and passenger conve-
nience that the public officials were
at once impressed with the progressive
ideas of service and equipment shown
by the company. The Chicago public
now feels that it can look to its trans-
portation company to keep fully mod-
crnized and give appropriate service as
conditions develop.

A willingness on the part of the
management of the companies to par-
ticipate in programs of improvement; to
co-operate with city officials in the set-
tlement of problems where the knowl-
edge or skill of its employees may
prove valuable; to render continuously
to its patrons, with a respectful group
of contented employees, the best service
of which its property is capable; to
meet and discuss frankly and {fairly,
either before regulatory bodies or in
the company’s offices, the unjustified as
well as the justified complaints of citi-
zens or citizen associations—this con-
duct reversed the public sentiment of
Chicago as it existed prior to 1923.

It is one thing merely to operate a
transportation system. It is quite an-
other thing to operate a transportation
system so that the public that is served
is satisfied and possessed of such con-
fidence in the management that it is
willing to extend its operating rights
in the confident hope that it will receive
even better service. Therein rests the
job of management—to do its daily job
well, to apprehend and meet exwa de-
mands put upon the service, and %o
interpret correctly the needs of the hour
in transportation. There also is the key
to satisfactory public relations. Direct
relationship with the public occurs on
one or two occasions during each day
when your equipment and your oper-
ators carry one member of the public
to or from his home. No other utility
affords such intimate contact. It is this
contact which forms individual opinion.
It is the multiplication of these indi-
vidual opinions which molds public
opinion. It is an appreciation of this
fact by the management of the electric
railways in Chicago that has made this
story possible.

et
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Determining Relation Between
PRICE 4nd PATRONAGE

Based on the report of the

Committee on

Fare Structures

By
LESLIE VICKERS

Economist

American Electric

Leslie Vickers

THE one great problem in fares
today is how to fill up the empty
seats that most of our systems have in
the off-peak hours. In other words,
what we need is a fare that will im-
prove the load factor. Cities may be

Railway Association

able to do something to help us by
staggering the hours of work, etc., so
that our peaks both morning and eve-
ning will be spread out over a longer
period, but we must help ourselves in
the matter of getting revenue out of the
seat-miles which have to be operated if
we are to maintain a public transporta-
tion system at all.

Because we know so little about
matter connected with fares the Fare
Structures Committee of the Amer-
ican Electric Railway Association was
called into being. Its task is to
try to formulate the principles which
should govern the establishment of
fares, and to do this it must study the
history of fare changes in the past and,
at the same time, conduct on its own
account or encourage the conduct of
such experiments throughout the coun-
try as will give it a basis of experience
in the present day.

Undoubtedly the two main factors to
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be considered in a discussion of fares
are the cost of rendering the service to
the company which performs it and the
value of the service rendered to the
person who buys it. We deal with
niasses, not individuals. We cannot say
that this customer costs us so much and
that customer costs us a certain other
amount. It is difficult for us to tell
how far they ride or to determine the
limits of the groups which we call peak
riders, for whom our cost of service is
undoubtedly high. Unlike the gas and
electric and other industries, we have
no exact metering device, and the best
that we could do if our fares were to be
determined on the cost to us would be
to set up arbitrary distinctions.

We know that it costs more to carry
a passenger in the peak hours than in
the off-peak hours. Then, too, we know
that it does not cost us as much to
transport a passenger in the reverse di-
rection as it does in the direction of
the main traffic flow. We are rapidly
coming to the conclusion that the dis-
tance which a passenger rides is one of
the least important elements in our costs
in urban service. On the other hand,
the length of line provided, together
with the number of cars which must be
in service on that line, is very im-
portant. .

We must never lose sight of the fact
that while the cost of the individual
serviee may be of importance to us, of
far more importance to the user is the
value of that service and of the ease of
substituting something else for it. If
he won’t patronize it at the price we
charge, we may have to reduce the price
as most sellers of commodities have to
do. We must find the price that he
will pay. We can no longer consider
our custoniers as a group which put one
single value on the service that we have
to sell but as a mass divided up into
a great number of groups who set dif-
ferent values upon it. | If we cannot sell
all of our goods on the main floor, let’s
put some of them down in the bargain
hasement and reduce the price to move
them. Our service is a perishable serv-
ice. Once the street car has moved
along on its journey, the service which
it had for sale on that trip can never
again be offered. Those empty seats
have been offered without takers. Our
job is to find a fare structure which
will sell a greater part of our service,
popularize public transportation and
provide us with funds to enahle us to
keep on improving the only thing we
have to sell—namely, service.

There seems to be little dispute now
that the casual rider or the one who
patronizes the service just occasionally
should pay the maximum rate. There
seems to be agreement also that the
wholesale rider should be recognized as
such and a concession granted to him
even though he is usually a patron at a
time when it costs most to serve him.
There is a growing conviction in the

industry that we must coax the public
back to the use of our service at off-

- peak times by some kind of price con-

cession, and while no one is in a posi-
tion to present a formula universally
applicable to bring this about, such ex-
periments as those of Milwaukee, Bos-
ton, Gary and Cleveland, to mention
only a few companies, have done much
to show us the way to better merchan-
dising.

While, generally speaking, it takes
only two people to make a bargain, in
the electric railway industry it takes,
as a rule, threee When a large de-
partment store decides to change its
merchandising policy, it marks down its
goods, advertises the sale and clears
the shelves. When we decide on a
change of price, we usually have to
go to a commission and obtain per-
mission to do so. Some of these regu-
latory bodies, notably that in Wisconsin,
are fully alive to the necessity of quick

action and of sympathetic action, and
part of the success of the Milwaukee
Company is due to the ready assistance
which the Wisconsin Commission has
given to it. But not all commissions
are of this type. One of the tasks which
lies immediately before us is that of
convincing the commissions of the de-
sirability, from a public standpoint, of
allowing considerable latitude in fare
structures and opportunity for exper:-
ment. .

We do not propose to wait until we
have the ultimate solution of the fare
problem., We propose to help com-
panies to find that solution for them-
selves and to put into practice right
away, if not the best method which may
take us years to discover, at least a
better method, and one which gives
promise not necessarily of an immediate
increase in net, but of an increase in
patrenage from which an increased net
will ultimately and inevitably follow.

Keeping Open the Arteries
of Trade and Commerce

By
MERLE THORPE

Editor Nation’s Business

Merle Thorpe

FACTS arc the least developed of
our natural resources. Fallacious
thinking is responsible for most of our
present problems. It follows that reme-
dies for relief are largely the result
of starting from the wrong premise,
from an unreal situation set up by
rumors, half-truthg or downright mis-
representation. Whole sections of our
industrial life suffer today from in-
dustrial fallacies of the past. Perhaps
none has suffered more than transpor-
tation, particularly electric railways.
Popular fallacies about business are
born of old wives’ tales, of honest half-
truths, of political expediencies, of mis-

used statistics. Parenthetically, nothing
is so dangerous as a perfectly good
“statistic” in the hands of an amateur.
It becomes a national menace in the
hands of a demagogue.

It will take only a little common-
sensible reflection to understand that
“the public be damned” {fallacy of 30
years ago was not, nor could it be, the
attitude then or now of our public util-
ities. Yet, from that fallacious premise,
and others, have sprung misunderstand-
ing, suspicion, distrust and reprisal,
which have taken the form of confisca-
tion, operation, regulation, supervision
and a thousand obstacles in the way of
efficient operation.

The electric railways got the back-
wash of this popular antipathy. As a
result, the transit facilities in most of °
the larger cities of the country have
fallen behind the standards for other
phases of modern urban life. The
unwillingness of the people and the
people’s representatives to co-operate
wholeheartedly in solving the problems
of mass transportation has brought its
own penalty—the penalty of inconve-
nience, crowding and dangers encoun-
tered in using transit facilities, or ex-
perienced when walking or driving in
congested traffic areas. At the same
time, the users of these facilities, whose
interests were always brought to the
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fore by *“friends of the people” are
aware that while the service afforded
them has decreased, the price they pay
has invariably increased.

We pride ourselves on being a highly
intelligent people. Yet the charge still
stands that we are a nation of economic
illiterates. An example is present in
your industry. Business interests and
the newspapers, which should foster
the freest exchange of commodities
and services, should approach traction
problems with a sympathetic interest
toward their proper solution, but in-
stead they have been indifferent and, in
many cases, have lent themselves to
partisan politics, which has retarded the
growth and business activity of many
communities.

Measures for better city transporta-
tion are closely interwoven with eco-
nomic and political life, and require
public co-operation for their solution.
The problems are complicated and of a
technical nature. They should be
studied in the light of the community
as a whole. But interests of a partic-
ular section or group, local politics,
prejudice, and selfish interest have pre-
vented, in the past, and continue to
prevent, at the present time, the man-
agement from doing a real job.

Even responsible business men an
property owners understand little of the
great importance of local transportation
in its relation to the physical, economic
and social development of their cities.

Transit deficiency and traffic conges-
tion exact an intangible yet a great toll
upon their business and upon property
values. Even the street car rider takes
little or no interest in constructive
measures which would improve the
service rendered him, his comfort and
convenience. He is wholly indifferent,
if he is not found in the ranks of
agitators, to increased taxes and ex-
penses, subsidies to school children; yet
it is he, in the last analysis, who pays
the bill. His mind is full of suspicion
and prejudice, because he still believes
that the policy of a public utility is that
“the public be damned.”

Not only the street car riders—we
must remember that there are 40,000,-
000—but the industries and retail busi-
nesses whose very lives depend upon
mass transportation, are indifferent to
the serious problems facing street rail-
way service. They are quick to pick up

" another fallacy that the street railways

are doomed, that they are back-numbers,
and must give way to new forms of
transportation. Yet any man in his
sane mind must realize that it will be
many, many years before other forms
of transportation will take the place
of street cars. And many, many
changes will have to be made affecting
the entire layout of whole cities before
such can come to pass. The hope lies
in a better understanding of the com-
plexities of city transportation on the
part of the public and the public’s
officials.

Control of Economic Factors
in Operation

Based on a report of the
T. & T. Committee on Operating Expenses

By
JOE R. ONG

Director of Research
Cincinnati Street Railway

Joe R. Ong

NDER present conditions existing

in the industry, railway manage-
ments should be open to the considera-
tion of any and all suggestions which
give promise of bettering the net reve-
nue if only to a slight degree. While it
is granted that measures which will
prove of great benefit to one property
may not be adaptable to every other
property, the report of the committee
on operating economics of the T. & T.
Association treats the subject in a suffi-
ciently broad manner to provide sugges-
tions which might be applicable to
almost any transportation company, re-
gardless of size or location.

Following are some of the means used
to give increased schedule speed:

1. Installation of field tap controls to
speed up cars. .

2. Installation of quick-acting brakes to
increase braking rate.

3. Installation of electric track switches.

4. Rerouting in business sections to elim-
inate left turns.

5. Change in stop distances to reduce
rumber of stops per mile. (Stop dis-
tances recommended by various companies
are from 600 ft. to as great as 1,400 ft.)

6. Elimination of all layovers.

7. Combining of lines to eliminate loop
mileage.

Several companies have definitely
proved the value of modern equipment
from a revenue-producing standpoint by
comparing the riding index on lines so
equipped with the riding index on lines
using older equipment. One company

reports an increase of 7 per cent in rid-
ing on lines with new equipment, or
about 2,000 new revenue passengers per
new car per year. Other companies
which have acquired new cars during
the last two years report that riding has
held up better on the lines equipped with.
1ew cars.

MercHANDISING MeTHODS USED TO
INCREASE REVENUE

Special traffic stimulators have been
tried in several cities in connection with-
bargain days at retail stores. Some:
companies have worked' out a joint
ticket arrangement with theaters, parks,
and promotors of athletic games. Others
are conducting sales meetings with their
employees in their endeavor to increase
the sale of rides. One company presents
a weekly pass to each new family arriv-
ing in the community, with a letter from
the manager urging the newcomers to-
use the street cars, and pointing out the
economy and time saved by using the
convenient car service for every purpose.

Practically every company reporting
has recognized the value of advertising
in some form to spread the message of
safety and econamy in connection with
their service. The use of posters and
car cards is general. Most companies
use newspaper space.

Several companies have increased
their revenue through the development
of chartered bus business. This is
stimulated by the use of both direct mail’
advertising and posters in the cars as
well as newspaper advertising.’

It is more difficult to summarize the:
various things which have been re-
ported as effective in reducing operating
expenses. In some cases, perhaps,
major reductions can be made at a single
stroke, such as the introduction of one-
man operation, resulting in a material
reduction in trainmen’s wages, or the
substitution of new equipment for old
resulting in a material reduction in the
equipment accounts. If the new equip-
ment permits a materially higher speed,
then this will produce a further reduc-
tion in trainmen’s wages.

In addition to reducing car-hours by
speeding up schedules, most companies
have been endeavoring to reduce total
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<car-miles to the lowest point consistent
with public needs. Traffic checkers
have heen employed to make a count of
the passengers at various hours of the
day, and schedules have been made more
flexible so that service could be adjusted
to meet daily needs. Many companies
have been making greater use of their
cut-back facilities so that the former
headways are maintained in the more
thickly populated portions of the city,
while service is reduced at the outer
ends of the lines. One company, oper-
ating a co-ordinated service operates
street cars only in densely populated
areas, and uses buses to provide service
beyond the limits of street car operation.

In connection with the operation of
buses, several practices have been en-
tioned which are worthy of consider-
ation. The use of a vehicle of the proper
size for the amount of traffic on the
line is mentioned as the way used on
one property to stop some of the leaks
in bus operation. By purchasing ten
single-deck buses to use in place of
double-deck buses in off-peak hours,
one company has produced a saving of
some $33,000 per year. Substitution of
buses for street cars at night, on Sun-
days and holidays, or at other times
when riding is low, has produced a very
satisfactory saving in operating costs in
several cities.

el
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Costs and Competition
in Street Use

Based on a report of the
Committee on Street Traffic Economics

By
E. J. McILRAITH

Staff Engineer
Chicago Surface Lines

O ONE denies that, in this period

of remarkable automotive develop-
ment, the private automobile has con-
siderably reduced the number of riders
on street cars and buses. Neverthe-
less, I am of the opinion that the
effect of the automobile upon the public
carrier has been largely overestimated.
By far the greater proportion of all
motor vchicle riding is new riding
created by the antomobile, and actually
non-competitive in character, although
it is true that much of this travel in
cities could be quite satisfactorily served
by puoblic transportation. The facts
are that while automobile registrations
were increasing phenomenally, pas-
sengers carried on railway cars and
buses of the electric railway industry
of the United States were also iucreas-
ing slowly to a maximum in 1926. The
decrease from that time to 1930 in num-
ber of passengers carried has been only
9 per cent.

The Committee on Street Traffic
Economics has conducted a study of
the past history of the automobile as
it has affected the mass transportation
agencies, and made some analysis of
what the future may bring. The era
of rapid growth in the autoniobile field
has definitely passed. Sales resistance
is becoming greater, and the number of
persons who may be classed as poten-

E. J. Mcllraith

tial motor vehicle purchasers is be-
coming less each year. Since 1923 new
equipment purchases in each year have
been less than in the year before. This
trend will continue for several years.
Registration increase in the next five
years will probably be only about 10
per cent, although it may amount to
20 per cent. Up to four years ago, the
yearly increase had always been 10 per
cent and more.

It is our conclusion, then, that the
period of most serious competition from
the automobile; measured in numbers
of vehicles, has already been practically
reached. In the larger cities, especially,

there is good evidence that the in-
creascd crowding of the streets and the.
cost of travel in private automobiles
is definitely limiting the utility of the
private motor vehicle. As the charac-
ter of the public vehicle and the service
rendered by it are improved, it is not
farfetched to say that the street car and
the bus may in the near future be held
in higher favor for the growing propor-
tion of daily city travel.

Street crowding, often called traffic
congestion, is definitely traceable to the
increased riding habit in the private
automobile with its higher street occu-
pancy per passenger served. For ex-
ample, a single-track street car line will
carry, at about maximum capacity,
13,500 people in one direction. A simi-
lar width of pavement used by private
automobiles only will carry but 1,575
people. Thus, it requires practically
nine traffic lanes to carry as many
people per hour as can be carried by
the single-track street car line.

TrarrFic ConTrOL WILL GIVE
AMPLE STREET SPACE

Yet, extravagantly as private auto-
mobiles use the pavement area in coni-
parison to the more efficient street car,
there is ample street space in every
city to carry at least twice the present
motor traffic with no more crowding
than at present. How can this be
achieved? Simply by the application
of traffic control and regulation meas-
ures designed to use the street most
effectively. If these are put in force.
it will mean that much of the present
curb parking on crowded streets will
have to be eliminated, progressive
traffic signals must be installed in mauy
places, so timed as to speed up, rather
than hinder, traffic movement. Many
traffic signals already installed will
have to be removed, and more rigid
control and supervision over the least
necessary types of vehicles during the
crowded periods of the day must be
accomplished. This is not a dream—it
can be and is being accomplished. The
methods used are not spectacular, they
do, not cost a great deal of money, but
they accomplish much in saving of time
and money to the citizens of a city.

Some contend that the traffic prob-
lem can only be met by wider streets,
more streets, elevated highways and
grade separation—all extensive struc-
tural changes. All of these devices
may have some place in a comprehen-
sive traffic plan, but neither one nor
all will ever solve the traffic probleni.
Often they only tend to aggravate fur-
ther the present congestiou by encour-
aging less efficient street use by private
automobiles. If our present street
system were to be used as efficiently as
it could be, keeping in mind first the
reasonable needs of majority, city streets
would easily be able to handle all the
present traffic with a liberal factor of
safety for the future.
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Progress in Meeting Major Problems

Outlined at

Advisory Council Session

Coffin Award Presented to Milwaukee Electric Railway &
Light Company. Lack of confidence principal deterrent
to world business revival, according to Julius H. Barnes

TEPS taken by the industry to solve
Sits problems and a comprehensive

outline designed to end the world
depression were presented at the Ad-
visory Council session, held at the audi-
torium on Tuesday night. A large
crowd filled the convention hall to hear
these vital messages and to witness the
presentation of the Coffin Award to the
Milwaukee Electric Railway & Light
Company.

J. N. Shannahan, chairman of the
Advisory Council, opened the meeting,
and in his remarks cited the growth
of the association and what it has ac-
complished. He discussed the problems
of preserving the investment, securing
credit, impressing the public with the
essentiality of public transportation,
street congestion, improved service, and
co-ordination, and told what had been
done in the past year toward solving
them.

FUTURE OF THE SERVICE A
MAjor QUESTION

“It is proper,” Mr. Shannahan stated,
“that we should seek to conserve the
large investment of the industry, The
investor is entitled to fair treatment
on the part of the public. Regulation
by public bodies should function to
permit him reasonable safety and a fair
return in earnings, as well as to insure
to the public reliable and convenient
service at reasonable cost. Unless the
former is granted, the latter is impos-
sible. “Unless the investor is fairly
treated, private capital will be with-
drawn to safer and ‘more remunerative
fields. Unwise public treatment can
sacrifice investments already made in
good faith, but it cannot force new
money to be put into a public service
cnterprise. When that condition oc-
curs the credit necessary for improve-
ment and extension will not be available
and the quality of service which the

J. N. Shannahan

public has a right to expect will not be
possible. Our business has suffered
for a number of years from lack of
credit. Until at least a portion of past
investments is salvaged and reasonable
safety provided for the future, this con-
dition will remain. From the investors’
standpoint alone, this situation is one
to challenge the attention of every fair
minded and thinking citizen. But its
direct public aspects are of even greater
importance. The major question to
which we seek to direct attention is not
so much what is to become of the local
transportation business, as what is to
become of the service itself. This is a
question that concerns the public even
more than it does the investor.

“Of course, it assumes that public
transportation service is indispensable
and will remain so in the future. There
is no need for me to establish for this
audience the fact that the service of
the companies reprcsented here is a vital
necessity to the millions who are de-
pendent npon it for their daily travel

needs. But there are many in this motor
age, who, not fully aware of the facts,
are inclined to jump to the conclusion
that street railways are rapidly out-
living their usefulness. Those who hold
this view do not realize that despite the
widespread ownership of automobiles,
approximately 75 per cent of those who
travel to and from central business
areas in the larger urban centers of the
country are dependent upon public
transportation for their daily travel
needs. Nor are they aware that during
the relatively short periods of maximum
demand; that is, during the rush honrs
morning and evening when workers are
traveling between their homes and
places of employment, public travel
facilities are even more vitally neces-
sary then is indicated by figures based
upon the total movement throughout
the day.

“Any suggestion that public transit
facilities can be dispensed with, even
in this age of luxurious automobile
transportation, is economically and
physically inconceivable. No program
of street aud garage construction would
begin to permit everyone to travel in
cities by automobiles, even if we are
willing to assume that they could afford
to do so. The need for public trans-
portation service in urban areas is in-
creasing—not decreasing. Though the
widespread ownership of private cars
enables many to !provide their own
transportation, this very convenience of
the automobile has created a large in-
crease in social and economic activity
and in the habit of moving about.

“Street congestion is today one of the
most serious problems of the modern
city. As fast as improvements are made
in existing arteries theyv are saturated
by the insistent demand for additional
street space. We are convinced that
the improvement of public transit to
the point where the public will be wil -
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g o use it to a larger extent for
ordinary travel purposes is an impor-
tant factor in the solution of the street
congestion problem. In fact, this seems
to offer the only economically feasible
method of remedying the traffic jam of
modern cities and avoiding the threat
to the stability of hundreds of inillions
of centrally located property values.

“This industry has not been sitting
by waiting for others to aid in the
solution of its problems. While seeking
public co-operation it has been exert-
ing itself to the utmost to put its own
house in order—to improve its tech-
nique and methods to the limit of its
financial ability. Coming after more
than a decade of economic stringency,
the additional pressure of the past year
lias called upon our courage and in-
gennity to the very utmost. Neverthe-
less, it is gratifying to be able to report
that very real progress has been made
during the past year in the application
of modern co-operative research to the
important and immediate problem of
developing improved types of street
cars. Progress has also been made
by the Committee on Fare Structures
whose purpose is to analyze the problem
of street railway fares with the object
of developing an equitable and fair sys-
tem of local transportation rates which
will provide not only necessary revenue,
but which will tend to stimnlate that
class of riding needed to balance our
load factor so that the transportation
system may be made of maximum use
to the community.

“If we stop for a moment to consider
ourselves objectively, it may help us
to realize that our efforts to solve our
own problems take on a new signif-
icance. If we can do that, we can go
back to our appointed tasks to take
up the problems of the future, to en-
counter success and failure, difficulty
and achievement, inspired by the reali-
zation that we have a vital part in a
great enterprise, a great adventure—
that of making our country and the
world a better place in which to live.”

MiLwAUKEE COMPANY PRESENTED
wiTH CorrFiN MEDAL

Following Mr. Shannahan’s address,
President Hanna read the report of the
Committee on the Charles A. Coffin
Foundation Award and presented to
S. B. Way, president and general man-
ager of the Milwaukee Electric Rail-
way & Light Company, the Coffin Medal.
William A. Daniels, representing the
Employees’ Association of the Com-
pany, was given the accompanying
check for $1,000. Abstracts of the
briefs presented by the four competitors
in the contest appear elsewhere in this
issue.

The address of the evening was made
by Julius H. Barnes, chairman of the
board of the Chamhber of Commerce of
the United States. “Lack of national

and international confidence is the chief
cause of the present difficult situation
and its restoration is the chief need of
tlie world,” Mr. Barnes declared. *The
evil effects which flow from lack of
confidence are apparent. It creates
caution and fear, and shrinks the normal
expenditures of ordinary living which
maintain manufacturers, merchants, dis-
tributors, transportation and factories.
It results in reduced consumption, low-
ering of commodity prices, the sale at
low prices of good securities and pre-
vents the flow of capital {rom the centers
where it tends to accumulate in idle-
ness to the places and employments in
which it is needed.

Sounp Courses OUTLINED TO
REsTORE EQUILIBRIUM

“The time has come when business
men of the world must take determined
action in defining sound courses under
which a restored equilibrium of busi-
ness may reflect into a restored welfare
of whole peoples. This program,” Mr.
Barnes continued, ‘“must include in its
essentials these points:

“l. France and Germany must earn-
estly and sincerely seek an accord by
which the world shall have a political
moratorium, The time has come for
nations to think less about borders and
frontiers, and more about expanding
interchange of goods and finance on
which will rise the welfare of all
peoples,

“2. Great Britain is assured of a
friendly understanding and ‘co-opera-
tion in these days of trial and perplex-
ity. Balanced budgets and national
economy will rebuild her financial posi-
tions.

“3. For all of Europe, an atmosphere
of peace and confidence would greatly
contribute to the welfare of their
peoples, Business men hope the com-
ing disarmament conference in Europe
will point the way to lighter burdens
laid on industry and on individuals in
all these countries. More than that it
should create a new spirit of inter-
national good will, thereby stimulating
international finance and international
trade.

“4, South America with its vast poten-
tialities for trade and commerce will
lay the foundations for a new confidence.
But political instability repels timid
capital. There must be a realization
that self government assures a continu-
ity of administrative responsibility
under which capital may venture.

“5. Here in America we also have the
problem of how to restore national con-
fidence in such a way that our resources
and energy shall expand the fabric of
trade until it takes up the fringe of
unemployment. These things are sug-
gested to restore confidence and enter-
prise in America: (a) Join the World
Court, and thereby show international
co-operation and good will; (b) Pre-

pare to support a sound program oI
international finance to follow the short
moratorinm; (c¢) Press for effective
results from the coming disarmament
conference; (d) Stretch and spread
employment to the utmost; (e) Revise
the 40-year-old anti-trust laws which
today destroy the small business; (f)
Frame our tax requirements to spread
justly and fairly where it can best be
borne without injury; (g) Give regu-
lated industry like the railroads a fair
chance to maintain their earnings and
credit; (h) Exercise economy in na-
tional expenditures; (i) Reassure the
individual American that we shall pre-
serve the traditions of private enter-
prise, and that governments shall be
an enmpirc only to preserve fair play
between its people; (j) Continue to
adjust the protective tariff; (k) Use
the great reservoir of American sym-
pathy and its genius for organization in
caring for cases of individuai mis-
fortune, and (1) Avoid in any form,
donations from the national treasury
as charity dole.

“6. For all self-governing peoples of
the world this period of distress should
invoke a sober study and understanding
of the relations of governments to the
individual activities of their people.
Clearly, after the occurrence of these
last few months, people who aspire to
self-government must demonstrate iheir
fitness for such exercise of power. It
is necessary that they clarify their con-
ception of the province of government.

EconoMic Forces BETTER UNDERSTOOD

“Today in America, there has never
been such an understanding of the
economic forces which have culminated
in this depression, and with it never

such quick human sympathy as desires:

to be helpful in alleviating the mis-
fortune and distress that flows from
this dislocation. This depression seems
deeper because of the advanced stand-
ards to which we have attained. After
all the real capital of people rests i
their character and their ability. They
can rebuild from misfortune. They
can re-create'and reconstruct. But they
need for that a confidence resting on
conviction that they have a free and
fair opportunity. In that respect there
is a solemn obligation on government
that it shall preserve that fair field of
opportunity. There is a solemn obli-
gation as well on business leadership
that it shall recognize that modern busi-
ness is invested with welfare of all its
workers and that it must labor unceas-
ingly to advance that welfare. This I
believe to be the conviction of the busi-
ness world today.

“This spirit in business leadership and
the evidence that self-governing people
are possessed of understanding, self-
control, fortitude and courage will re-
create confidence—the first prerequisite
to world recovery.”
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American Committees

N ANY noteworthy accomplish-
Mmeuts are recorded in the re-
: ports of the committees of the
American Association for tlie year just
ended. Addresses covering the work of
the Committees on Fare Structures and
Street Traffic Economics were presented
at the general session of the associa-
tion on Thursday, and appear in
abstract among the other addresses. Re-
ports of the special committees on Re-
vision of Constitution and Bylaws, and
Employee Relations are presented
below, as are the reports of the Standing
Committees on Publicity and National
Relations.

National Relations

The Interstate Commerce Commis-
sion, in a series of hearings, has had
under consideration the problem of
highway transportation, and the Wash-
ington officc and its staff have been
utilized by the attorneys of several mem-
ber lines in the preparation and presen-
tation of evidence in the aforesaid hear-
ings. Six member companics utilized
the Washington office and library for
several days, and the general counsel
and his staff assisted in the preparation
of exhibits and evidence of ten wit-
nesses who took two full days to put in
their evidence in the aforesaid hearings.

Following the presentation of evidence
by six member company lines, and on
account of the importance of the gen-
eral subject of highway transportation,
the general counsel, at the direction of
the Executive Committee, prepared and
filed a brief and argument with the
Interstate Commerce Commission on
behalf of the American Electric Rail-
way Association, setting out in consider-
able detail the position of the Associa-
tion on this all-important subject.
Copies of such brief and argument were
printed and distributed to all mmember
companies, State and national associa-
tions, public utility commissions, State
officials, chambers of commerce, and
parties in interest generally.

For several years the committee has
been endeavoring to obtain a clarifica-
tion of the Interstate Commerce Act
so that electric railways reporting to the
commission may know what their status
i3 under the law. The position taken
by the Government concerning inter-
urban electric railways has raised such
a fog of uncertainty in regard to the
position of such railways under the
Interstate Commerce Act that a final
settlement of this troublesome problem
must be had before any electric railway

Had Active

Year

that reports to the commission may be
certain of its status.

Efforts have been made from time
to time to interest Congress in the sub-
ject, but in the absence of agreement
on the part of the Interstate Commerce
Commission and the statc public utilities
commissions and the industry as a whole,
no progress has been made in obtaining
the necessary statutory enactments.
Representatives of your committee have
had several conferences, during the past
year, with representatives of the Legis-
lative Committee of the National Asso-
ciation of Railroad and Ultilities Com-
missioners, and with representatives of
the Interstate Commerce Cotnmission,
for the discussion of proposed legisla-
tion to remove the ambiguities in the
Interstate Commerce Act. Such discus-
sions and conferences, it is believed,
have materially advanced the ultimate
solution of the problem of clarifying
the act. Until such legislation is passed
or until the Supreme Court by a deci-
sion clarifies the subject, no electric
railway reporting to the commission
may be at all certain of its status under
the excluding language of various pro-
visions of the act.

At the request of certain member
lines, the Washington office made a
study and report on the subject of the
Safety Appliance Acts and their appli-
cation to electric railways reporting to
the commission as found in the various
decisions of the Federal courts. In con-
nection with this subject it should be
pointed out that the Safety Appliance
Acts generally require electric railway
equipment operating on electric rail-
roads reporting to the commission to
comply with all their provisions.

At the direction of the Executive
Committee of the association, the Wash-
ington office canvassed electric railway
mail-carrying lines (both member and
non-member lines) in regard to the
commencement of an action for the in-
crease of electric railway rates of mail
pay. In the last decision of the Inter-
state Commerce Commission fixing
rates of mail pay for short-line steam
railroads, the rates so fixed were con-
siderably higher than comparative rates
paid to interurban companies carrying
mail. It was thought that possibly a
case might be prepared to enhance the
earnings of interurban companies from

mail pay, and a bulletin was put out
to all electric railways reporting to the
commission asking co-operation. After
the receipt of a number of letters indi-
cating a lack of interest, and a request
on the part of the heaviest mail pay
electric line member that the subject be
dropped for the present, the matter was
filed for future reference and will again
be taken up at a more propitious time.

In this connection, the committee
points out that an inequality exists in
the rate of pay fixed for electric inter-
urban lines as compared to short-line
steam roads, and it is the thought of
the committee that a persuasive case
could be made before the commission
to secure increased rates for interurban
mail-carrying lines.

In the 71st Congress there were three
sessions. The bill in which this indus-
try was most interested as a construc-
tive piece of legislation was the Motor
Bus Bill. It passed the House early
in the 71st Congress, but failed to pass
the Senate. Tt will no doubt be a ineas-
ure of major importance during the
coming session of Congress which con-
venes in December. In passing, the
committee calls attention to the fact
that the December Congressional ses-
sion is so evenly divided between the
major parties that at the time this
report is written no one can predict with
accuracy which party will organize and
have control- of the committees in the
House of Representatives. The natural
result of this condition will be that con-
structive legislation will be difficult to
pass. In other words, the power in
Congress will be exercised without the
restraining effects of party responsibil-
ity. The committee looks for a ¢on-
siderable number of bills proposing leg-
islation adverse to the electric railway
industry’s interest, and on this account
the committee renews its request, and
desires to emphasize it this year, that
all member lines respond promptly to
calls for information and assistance in
legislative matters.

Revision of the Constitution
and Bylaws

After thorough discussion the com-
mittee agreed that it would be inadvis-
able to attempt to carry out the original
plan of effecting a complete revision of
the association’s basic document this
year. It was felt that the drafting of a
complete revision should be deferred to
give more time for- further study to
the many angles of the problem. A
plan was discussed for anticipating the
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proposed complete revision of the con-
stitution and bylaws by changing the
name of the association this year to
aceord with the broader field of inter-
est of its member companies than is
indicated by the present name. The
committee decided, however, that the
advantages to be gained from a change
in name at this time do not outweigh
the disadvantages that might ensue
from premature action on this detail
before the entire problem of constitu-
tion revision is worked out.

The committee recommended the sub-
stitution of the following paragraph in
place of four existing paragraphs in
Section IV (a) dealing with mem-
bership:

“One of the qualifications for ecompany
membership shall be that in the opinion of
the Executive Committee, the applicant
shall be eonducting its business in eon-
formity with the policies of this associ-
ation. In considering applications for
membership the Executive Committee
should seek the advice of member com-
panies in the ierritory in which the appli-
cant conducts its business and shall give
consideration to the standing of the appli-
cant among such neighboring members.”

The committee also considered two
changes in the eonstitution recom-
mended to it by the Nominating Com-
mittee, The first of these involves a re-
duction in the number of vice-presidents
from four to three, and the second pro-
vides for the ereation of an additional
operating member at large on the
Executive Committee to serve for a term
of one year. The Nominating Com-
mittee suggested that a move should be
made this year toward eliminating the
practice which has grown up of
nominating the vice-presidents in pro-
gression through four grades to the
presidency. Adherence to this prece-
dent has meant in effeet that the man
nominated for fourth viee-president has
been named for the presidency of the
association five years before the year in
which he is expected to serve. For a
number of years many officers and mem-
bers of the Executive Committee have
held that this custom is not good
practice for the association to follow,
and it has been urged that a change
should be made in the eonstitution
whieh would change this practice.

The second change recommended by
the Nominating Committee, that an
operating member at large be added to
the Executive Committee to serve for a
term of one year, was proposed in order
that all interests coneerned might be
fully represented on the Executive
Committee next year when the impor-
tant subject of complete revision of the
constitution will be under eonsideration
again. The suggested ehange will also
maintain the present number of operat-
ing company representatives on the
Executive Committee, the new office of
member at large for a one year term
taking the place of the fourth vice-
president. -

After full consideration the ecommit-
tee voted unanimously to adopt the
changes in the constitution recom-
mended by the Nominating Committee.

Another item considered was a sug-
gested addition to the bylaws growing
out of a question of interpretation with
respect to the method of calculating
dues payable Dby operating member
companies, the particular point involved
being the meaning of the phrase
“gross receipts derived from eleetric
railway operation and other forms of
transportation service” as used in Para-
graph (b) of Seetion XIV. The in-
terpretation placed upon the present
Paragraph (b) of Seetion XIV by the
Finance Committee was that gross re-
ceipts used for ealeulating dues should
include all operating revenue aecounts
from Nos. 101 to 119, inelusive. The
drafting sub-committee agreed with this
interpretation of the present bylaws but
felt that it was inadvisable, for the
future, to include Income Account No.
118 (Power) in calculating dues. The
following paragraph was thereupon
adopted to be inserted between the
present first and second paragraphs of
Division (b) in Section XIV:

“Gross receipts as used herein shall be
the sum of operating revenues from all
forms of transportation engaged in hy the
company and its controlled subsidiaries,
and shall include operating revenue ac-
counts Nos. 101 to 119 inclusive, with the
exception of Account No. 118 (power) as
prescribed by the Interstate Commeree
Commission Classification of Aecounts for
Electric Railways, or their equivalent for
the other forms of transportation.”

In eonclusion, the committee recom-
mended strongly that the work of eom-
plete revision of the constitution and
change in the name of the association
be continued, and that every effort be
made to complete the entire reorganiza-
tion of the association’s structure dur-
ing the next assoeiation year.

Publicity

At the beginning of the present asso-
ciation year, the Committee on Publieity
adopted a program of eight major sub-
jects with which it should deal during
the year. Those subjeects were: traffic
congestion relief, economy and safety
of public transportation, community
value of eo-ordinated publie transpor-
tation, selling publie transportation,
aceident prevention, intereity service,
modernized franehises, and tax relief.

Traffic congestion relief has been fea-
tured above other subjeets. The com-
mittee has tried particularly to draw the
attention of newspapers, periodicals,
civic bodies and public officials to the
causes of traffic congestion and ap-
proved remedies for it. In all publicity
material direeted to these sources, the
committee has endeavored to tie up the
sitnation with the broader aspects of all
urban life, in order that the problem

might not be dismissed as a minor thing
which, if igunored, eventually would
solve itself. The cominittee has re-
ceived a cordial and intelligent response
to its effort, especially from the daily
newspapers.

Despite the fact that all accident pre-
vention committees of the various asso-
ciations have been disbanded, the pub-
licity committee has continuously earried
on a safety program. It regrets very
much the dissolution of these accident
prevention committees, because in pre-
vious years they have been the source
of many valuable advertising and pub-
licity suggestions. Inasmuech as acei-
dents still are draining the industry of
about 4 per cent of its gross receipts,
the committee suggests consideration of
the advisability of a study designed to
co-ordinate the aeceident prevention
work of the assoeiation and the Na-
tional Safety Council, Street Safety
Section.

Progress has been made in the study
of direct selling of transportation, but
this situation still is in an ineipient
state, and only a brief report can be
made on it. The director of advertis-
ing has -co-operated with one of the
major companies in canvassing 6,000
families to get their reaction on serv-
ice, and to lay a groundwork for in-
tensive direct sales planning. The
survey was made by 30 employees in
their spare time, and results were very
enlightening and satisfactory. This work
continues. 1

The advertising section at present 1s
engaged in putting into shape material
torwarded from many parts of the country
in conneetion with community value of
co-ordinated transportation. Limited
service has been rendered in eonnection
with modernized franchise in intereity
service and tax relief subjects. The
reason for this is that there have been
few developments on these three sub-
jects within the association during the
last year. )

Because of unusual economie condi-
tions, which varied greatly in different
parts of the country, the committee en-
deavored this year to make its serviee
to members more personal than ever be-
fore. The writing of loeal copy, it was
felt, would be most beneficial. Pri-
marily, an issue of the loose leaf’ad«-
vertising folder, containing some 2.500
samples of advertisements and posters,
was prepared and distributed. Companies
then were urged to write the associa-
tion speeial requests. The response was
encouraging, an average of ten a week
being received throughout the year.
This was approximately double the spe-
cial requests for the previous year apd
also was the high mark for any special
association service.

The eommittee lelieves that reecent
developments and improvements in port-
ahle talking miovie machines make it
advisable the feasibility of entering the
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talking film field be carcfully con-
sidered. A shortage of speakers always
has cxisted within the industry, and as
a result publicity has been restricted.
The conviction has existed for a long
time that the industry’s story should be
told more broadly by word of mouth.
Particularly there should be a speaker
at every Statc and sectional transporta-
tion meeting, and at as many large busi-
ness gatherings of all kinds as possible
to present the industry’s problems from
a national standpoint. This program
has not been carried out because of
lack of time, cost and other considera-
tions. The committee believes that if a
practical portable talkie projection ma-
chine can be obtained, and the proper
films made to go with it, talking pro-
grams could be presented at many such
meetings.

As to the major subjects to be fol-
lowed during the coming year, the com-
mittee believes that the eight approved
at the outset of 1931 still are the most
important confronting the industry and
it wonld again recommend that they be
given major attention.

Employee Relations

It was decided to focus attention of
the committee for this season largely
on the following activities:

1. Promulgating the plan for train-
ing leaders for employee conferences
of all kinds by sponsoring training
courses wherever and whenever such
courses are desired locally and arc finan-
cially feasible. .

2. Studying, with thc aid of the re-
search facilitics of the association, what
appeared to be topics of outstanding
interest in the personnel field, including :
(a) Bonuses and awards. (b) Retire-
ment annuities (pensions), and group
or other insurance schemes. (c¢) Em-
ployee training and follow-up.

3. Studying the whole field of em-
ployee relations with a view to recom-
mending, for the guidance of future
committees, the topics most likely to
prove profitable for investigation.

4, Providing such participation in the
annual convention program as would
help to arouse interest in the recom-
mendations of the committee. Included
were plans for a luncheon conference
to be sponsored by the chairman and
for an exhibit of the personnel work of
member companies. A leader-training
course, to be held at the time and placc
of the convention, was considered but
was deemed impracticable at this time.

Subcommittees were appointed to
carry out assignments made in accord-
ance with the above plans. At the later
meetings of the committee the work of
these subcommittees was reviewed and
their recommendations acted upon.
‘Their reports, which have had the
consideration of the main committee,
are presented as appendixes.

At the beginning of the season the
committee had hoped to arrange for
four or five regional training courses
for conference leaders. On account of
the adverse conditions in the industry
it proved practicable to hold but two
courses, one in Chicago and one in
Boston, Both were successful, cach in
a slightly different way although the
scope and plan of both courscs were
similar. In Chicago there was greater
interest among electric railways and a
slightly larger attendance. One result
of the Boston course was the appoint-
ment of an inter-utility committee (elec-
tric railway, electricity and gas) to
continue the intcrest through some kind
of informal “get-togethers.” A leaflet
was prepared setting forth “The
A.E.R.A. Plan for Training Leaders
to Conduct Conferences.”

A special subcommittee, after a carc-
ful study of this subjcct, came to the
following conclusions: That industry
should take steps to formulate its own
plans for retirement of aged and dis-
abled employees based upon uniform
principles; that a portion of the prob-
lem of old-age maintenance should be
placed upon the individual, or in other
words, permanent retirement plans
should be contributory and not entirely
free; that such plans should be carefully
calculated, trusteed and made financially
sound.

The same subcommittee reports the
following conclusions under thc above
heading: That the recent depression,

with its consequent unemployment, has
emphasized the real value placed upon
group-insurance protection for the em-
ployee, and that group insurance acts
as an acceptable tie-in between employer
and employee; that group insurance
programs should be built upon a con-
tributory rather than a free basis; that
programs covering health and accident
are highly desirable, whether separate
or tied in with group insurance.

Research by the subcommittee as-
signed to this topic disclosed enough
actual and extended experience with
bonuses and awards, especially in con-
nection with accident reduction, to fur-
nish a factual basis for intelligent
analysis of their local applicability on
any property. Many companies are
securing substantial benefits from bonus
plans. The subcommittee has per-
formed a helpful task in indicating the
trends in this field, without going into
details of particular plans.

In view of a decision not to hold an
Atlantic City training course this year,
it was decided to arrange for visits by
a representative of the committee to
conveniently located properties with a
view to arousing greater interest in the
conference plan. Mr. Cox made the
two-week tour in which he visited a
number of properties in Virginia, Ken-
tucky, Ohio, and Maryland and in each
city gave such assistance along per-
sonnel lines as was desired locally and
was feasible in the limited time avail-
able.

Sl

Old and New Executive Committees
Hold Convention Meetings

FINAL meeting of the outgoing

Executive Committee was held at
Atlantic City on Sunday evening, Sep-
tember 27, just prior to the opening of
the 50th Annual Convention. Brief re-
ports were received from the various
convention committees indicating that
all preparations had been completed for
the opening on the following day. Chair-
men of several of the standing and spe-
cial committees outlined briefly the re-
ports which their committees had to
submit. At the conclusion of the meet-
ing, D. W. Harvey, general manager
Toronto Transportation Commission, in-
vited the American Electric Railway
Association to hold its next annual con-
vention at Toronto in conjunction with
the convention of the Canadian Electric
Railway *Association.

On Thursday afternoon, the first meet-
ing of the new Executive Committee
was held with the new president, G. A.
Richardson, in the chair. F. W. Doo-
little, chairman Finance Committee,
spoke at some length on the financial
affairs of the association, and outlined
a program for the coming year which

met with the unanimous approval of the
committee. President Richardson aun-
nounced the appointment of a committee
to co-operate with the managing director
in the preparation of a brief to be pre-
sented to the United States Chamber of
Commerce in connection with its study
of the urban transportation problems.
Appointment of a number of committee
chairmen for the coming year was also
announced as follows:

Finance—F. W. Daoalittle.

Subjects and Meetings—\Walter A.
Draper.

Publicity—Barron Collier.

Aduvisory Equipment Financing—Thomas
Conway, Jr.

Revision of Constitution and By-Laws—
F. W. Doolittle.

Co-operation with State and Sectional
Associations—F. R. Coates.

Employee Relations—A. B. Paterson.

Fare Structures—Edward Dana.

Insurance—H. B. Potter.

Manufacturers’ Advisory—Safford K.
Colby.

Street Traffic Economics—E. J. MclIlraith.

Taxation—E. W. Wakelee.

Policy—J. H. Hanna.
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COﬁi?’l Award won by
"MILWAUKEE

T.M.ER.&L. brief tells how riding and
revenue were increased and service improved.
Notable records of accomplishments were
also presented by electric railways in Balti-
more, Des Moines and San Francisco

CHIEVEMENTS of an unusually
Ahigh order of merit were recorded

by each of the four contestants in
the ninth annual contest for the Charles
A. Coffin Award made to “that electric
railway company within the United
States and Canada which during the
year has made a distinguished con-
tribution to the development of electric
railway transportation for the con-
venience of thc public and the benefit
of the industry.” As in previous years,
six principal factors were considered
in making the award. These arc:
(1) more riders and more revenue;
(2) a friendly public; (3) lower costs
and increased reliability of service;
(4) increased safety for riders, em-
ployees and the public; (5) co-operation
between management and employees;
(6) finaneial accomplishments. Pres-
entations were made by the following

companies:
Des Moines
Railway, Mar-
ket Street Rail-
way of San Francisco, the Milwaukee
Electric Railway & Light Company, and
the United Railways & Electric Company
of Baltimore. These presentations show
the successful efforts of all of the compet-
ing companies in improving the service
rendered by them to the public, their
progress in merchandising rail trans-
portation, the exercise of great in-
genuity in planning and carrying out
programs of improvement against the
influence of many opposing forces. All
of the contestants have reason to be
proud of their accomplishments, and
it was only after prolonged considera-
tion that the committee selected the
Milwaukee Electric Railway & Light
Company to receive the 1931 prize.

Riders and Revenue Increased at Milwankee

The

Milwaukee company
ordinated railway and bus service to
nearly 1,000,000 people

furnishes co-

¢ YONTINUITY in progress” is the
phrase selected by the Milwaukee
company to describe the achievements
recorded in its presentation. The brief
points out that when an undertaking
has been under the same direction fer
more than a generation, sensational
changes from one year to the next are
unlikely. The achievements recorded
are the fruition of policies long and
persistently pursued. Nevertheless, the
company was able to meet the letter of
the contest specifications through the
work done in the immediate past.
Improving service to attract patron-
age and adjusting rates to popularize
the use of this service were outstand-
ing achievements of the Milwaukece
company. ‘“More riders and more reve-
nue” were accomplished literally despite
the devastating . effect of widespread
unemployment.
The introduction of a new fare struc-

ture on May 4, 1930, was accelerated
by the demand of the city of Milwaukee
that a single fare schedule should be
applicable to any area annexed. The
Railroad Commission did not recognize
the eity’s argument as valid, but it
did make the fares apply within a
radius of about 5.5 miles, instead of
3.7 miles, regardless of political sub-
divisions. The plan adopted made ex-
tensive use of the weekly pass as told
in an article published in the Septem-
ber issue of the JournaL. In the first
year after the change, revenue was
fully maintained in the face of the hard
times, and riding increased 8.65 per
cent, whereas car-hours decreased 6.9
per cent. Peak loads were reduced
because of economic conditions, but the
total traffic increased because of the
short-haunl, off-peak riding induced vy

the pass.
The combination of 10 cents cash
(formerly 7 cents) and the pass

reduced the time of fare transactions
by 60 per cent thereby raising the net
operating speed in twelve months from
9.22 to 9.73 m.p.h., while the ratio of
one-man operation rose from 82.2 per
cent to 89.5 per cent. A further de-
parture from traditional practice was
the removal of all direction, route and
intersection restrictions from transfers
This resulted in a pass type of transfer
which is good up to 14 hours after the
original time of tendering fare. The
effect of this hourly pass was to in-
crease cash fares in the face of the
seasonal downward trend. Apparently,
this is due to the creation of short-haul
round-trip riders.

Facilities of the Milwaukee company
have been increased steadily year by
year. The modernization of the several
interurbans extending out of the city
has involved the largest single outlay
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of capital. The company was faced by
the alternative of allowing these inter-
urbans gradually to go to seed, or
bringing them up to a standard that
would quicken MAlilwaukee's growth to
the status of a great metropolis. A
similarly progressive policy has been
adopted for the expansion of freight
business, including co-operation with
motor-truck concerns for store-door
delivery.

That the company foresaw the pos-
sibilities of motor bus operation, and
knew how to protect itself against com-
petition, despite the absence of regula-
tion, is apparent from the fact that its
interurban bus operation goes back to
1919, its city feeder bus operation to
1920, and its city de luxe operation to
1923. Almost all of such operation was
new mileage. Rail lines have been ex-
tended and modernized—not sacrificed.
In 1930, intefurban bus vehicle-miles
were 23 times greater than in 1921,
advancing from 100,032 to 2,320,175.
Round-trip route-miles at the same time
increased from 59 to 1,938.6.

This company pioneered in the
United States with the use of powdered
fuel and high-pressure steam. Its efhi-
cient power practices are reflected in
the low cost of energy delivered to the
railway department. In substation work
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Both the number of passengers carried and
the passenger revenue of T.M.E.R.&L.
Company have been increased in recent
years

this company was also among the first
users of the mercury arc rectifier, The
brief outlines changes in substation
practice, including the introduesion of
automatics. The modernization of the
interurbans was accompanied by im-
proved voltage, obtained chiefly throngh
increasing the number of substations.
Trolley and span wire breaks are con-
tinually decreasing. Composition trol-
ley wire is saving about one-third of
the renewal cost. Particularly interest-
ing is the graphiting of trolley wire
which has helped greatly to make pos-
sible the 100 per cent use of trolley
shoes.

The statistics presented show that
with equipment of rising average age,
pull-ins have been reduced and main-
tenance cost cut steadily from year to
year. Special attention has been di-
rected to betterments in air brakes and
treadle-door mechanisms, whereby the
braking distances have been shortened
and door accidents reduced.

Outstanding achievements of the way
and structures department were the in-
troduction of chrome nickel special
work and higher standards of concrete
track construction, with liberal use. of

Establishment of improved rapid transit service to outlying towns has been an
outstanding accomplishment of T.M.E.R.&L. Company

specialized machinery. The passage ef
time has demonstrated that these prac-
tices are sound and economical.

AMuch could be said of safety prac-
tices and policies, but the measure of
cfficiency probably will always remain
the percentage of gross earnings de-
manded for the injuries and damages
account. In this respect, the Milwaukee
company reports that this ratio fell to
2.76 per cent in the first year of the
new fare structure. Among special
achievements of the safety work are:
Reduction of treadle accidents through
various improvements; development of
a clinic for accident-prone trainmen,
which has raised all but a hopeless few
to rccords better than the average:
successful use of the spirit of emulation
in attaining and retaining high per-
centage of men completely free of
chargeable accidents for periods of one,
two and three years; interest-arousing
methods of discussing accidents by
means of a portable traffic laboratory,
and by showing that greater safety
with greater speed raises the bonus.

Since 1911, the company has deait
with its employees through an Em-
ployees’” Mutual Benefit Association
whose activities probably are the most
varied in America. Through a plan
whereby employees pay 75 cents a
month dues and the company pays 1.25
per cent of operating revenue, it is
possible to give the members a great
variety of benefits in health work,
pensions, insurance, social activities, and
education for every helpful purpose.
The attainment of twenty years of
unbroken industrial peace is offered as
an argument for the success of this
plan.

In 1921, Milwaukee inaugurated ap-
plied psychology in the selection of
trainmen. Since the first work along
these lines, it has improved its methods
to the point where nearly all the men
who show superiority in the tests prove
equally superior in practice. So satis-
factory have been the results, that
psychological selection has been ex-
tended to such non-manual employment
as carhouse clerks, in addition to power,
substation line and shop jobs.

One branch of the Employees’ Mutual
Benefit Association is an educational
department, which, in the course of
eleven vears, has grown to the extent
of offering about 100 different courses.
Many of these courses are of direct
value to different types of transporta-
tion employees. All E.M.B.A. lessons
are free, regardless of the student’s
performance. If outside courses are
taken, the expense is defrayed by the
E.M.B.A. upon evidence of satisfactory
completion by the student.

When the original merit and demerit
systemn was widely tried by electric rail-
ways nearly a generation ago, the Mil-
waukee company accepted it on the
basis that the permanent success of
such a scheme depended upon assuring
the employee continued financial benefit
from better work. The fear motive
was regarded as of no permanent value.
Time has justified this policy. Instead
of dropping the grading system for
platform men, Milwaukee has revised
and expanded such grading since 1914.
Furthermore, the principle of mutual
gain-sharing has been extended to an
increasing variety of jobs in all the
engineering divisions and even to cer-
tain kinds of clerical work. In general,
the men receive 40 or 50 per cent of
the savings due to more efficient
methods. Since the company carries
the administrative expenses of the bonus
system:, the employees really get the
lion’s share.

There are two outstanding financial
achievements of the company. First,
the fixed charges have been consistently
reduced. In 1920 the funded debt was
52 per cent. Furthermore, in 1930 the
total capitalization was about $9,000,000
less than “total property and plant,”
thereby bringing the funded debt ratio
down to 48 per cent.

An achievement of the current year
has been the redemption of 6} per cent
notes which are not due until 1933, and
the calling of 7 per cent War-time
preferred stock. This. saves $100,000
per annum in fixed charges.at a time
when such savings count most. More-
over, the remaining securities are en-
hanced in value.

ELectric RATLWAY JOoURNAL—October, 1931

579




Second, the record of the company
in the sale of preferred stock to cus-
tomers may be summarized by stating
that professional salesmen have been
engaged in this work since its formal
organization in 1918; that the company
has paid dividends on its preferred

Stability Achieved at Baltimore

ODAY residents of Baltimore can
say of their street railway service
not only that it is up-to-date, that its
fare is reasonable, and that it is finan-
cially a stable and dependable industry,
but they can say, in a sense never pos-
sible before, that it gives them “rapid
transit.” Behind this lies a record of
accomplishment ably presented in the
company’s brief for the Coffin Award.
A policy of strecet railway management
and operation, shorn of display and
directed to the achievement of stability,
produced in 1930, for the United Rail-
ways & Electric Company of Baltimore,
a depth of public confidence, a soundness
of financial rating, and, for the past
year of depression, a rclative constancy
of patronage and revenue sufficient to
demonstrate the inherent vitality of a
carefully guided transportation utility.
First there confronted this company
the need of a rate of fare commensurate
with modern costs and service de-
mands. The years following the_World
War had witnessed a succession of
“street car fare cases” before the Mary-
land Public Service Commission, each
one approached by the.company with
the hat-in-hand manner, almost apolo-
getically, each one fought by the Peo-
ple’s Counsel, each increase granted
grudgingly. Nonec of these rates began
to produce a rate of return approaching
the 74 to 8 per cent returns earned by
other utilities and sanctioned by public
regulation and the courts. In the face
of this situation, this company began,
on Aug. 1, 1927, its fight for legal
sanction of the principle that a rate of
return of 74 to 8 per cent should also
be approved for electric railway utilities.
It began also at the same time a
fight for a proper and adequate dec-
preciation reserve. Kor many years
public regulation had decreed that the
amount to be laid aside annually by
this property for depreciation should
be 5 per cent of its gross revenue. As
a part of its case for a fare that would
produce a just return on the value of
its property, the company contended for
a method of computing depreciation
that would put a stop to the direct an-
nual losses in equity, accruing to the
owners of the property because of the
lack of balance bétween actual deprecia-
tion and the depreciation reserve.,

The fight was carried finally to the
United States Supreme Court, which,
on Jan. 6, 1930, rendered an opinion
that depreciation allowance is properly

stock without a break
for 30 years; and that
the price of its 6 per
cent preferred in recent
years has fluctuated less
than United States 4}
per cent Liberty Bonds.

figured on present
value, and that any at-
tempt to enforce rates
yielding less than 74
per cent (in this case
7.44 per cent) was as
confiscatory for an elec-
tric railway utility as
for any other utility. As
a result of this decision,
a straight 10-cent fare
went into effect on Feb.
6, 1930.

Then began the sec-
ond stage of the com-
pany’s program — Serv- ,
ice improvement.
Throughout the summer
of 1929, the staff of the company had
worked on plans and specifications for
new rolling stock, and early in the fall,
a definite statement of a conservative
program of service improvement was
publicly made. This program involverl
the purchase of 50 modern street cars.
More than three months before the
Supreme Court’s decision was handed
down, bids on the construction of thesc
cars were asked for. At least two
weeks before the decision arrived, con-
tracts had been awarded. So encourag-
ing were the company’s operating re-
sults after the new fare became effective
that the board of directors promptly
authorized an expansion of the im-
provement plans to call for the purchase
of 150 new cars instead of 50, and to
include a three-year program for re-
building and speeding up 300 cars then
in service. It was possible to announce

—\"WWW

The information bureau of the United Rail-
ways & Electric Company of Baltimore
answers 100,000 questions a year

Speedy service with attractive new cars has won popular
favor in Baltimore

this publicly within two months after
the new fare had gone into effect.

The third step in the company’s pro-
gram was to solve the problem of reha-
bilitating electric railway credit. Faith in
the soundness of this company’s posi-
tion even before the United States
Supreme Court’s decision and the
launching of its service improvement
program, was based upon the apparent
stability of its earning power as shown
in the statements of its gross earnings
over the past six-year period. In this
time the company's earnings have
scarcely varied more than $500,000. But
after the decision in “the Baltimore
Case,”_faith in the company's stability
and belief in the soundness of its eredit
increased to a notable extent.

A readiness to listen to public appeals
for reasonable expansions and exten-
stons of service helped in 1930 to con-
tinue and to enhance a favorable state
of public understanding and co-opera-
tion with the company. In spite of the
fact that 1930 was not generally viewed
as a favorable year for undertaking
expansions and extensions, this com-
pany, during that year, added four new
bus lines; double-tracked a single-track
car line in the suburbs for a distance
of three-quarters of a mile; built new
track, loops and curves at sixteen dif-
ferent points on the system for more
efficient operation of the new cars, and
carried on for the entire year the oper-
ation of a 25-cent de luxe coach line
introduced in Baltimore in the fall of
1929. This -line proved unprofitable,
and was given up at the end of the
year.

With all these advances in the promo-
tion and improvement of the company’s
service, operating expenses in 1930
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were $300,083.78 less than those of
1929. In addition to this, fixed charges
were reduced $102,200 through the
retirement of the portions of funded
debt to which reference has been made.

Despite higher operating speeds,
Lieavier street traffic, etc., the company
had a decrease of 5.2 per cent in total
accidents in 1930 compared with 1929.
No distinction is made in the figures
between *‘Chargeable” and “Non-
Chargeable” accidents. Since 1919 street
railway accidents of every sort in
Baltimore have been reduced 38 per
cent.

Nomne of these accomplishments would
have been possible without the most
unselfish, thoroughgoing and enthu-
siastic employee co-operation. During
1930 a series of “Public Information
Conferences” was inaugurated with
employees who were members of neigh-
borhood and community associations in
Baltimore. Through this system there
was present at each neighborhood im-
provement association meeting during
the year a United Railways’ man, a
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Average speed of street cars has been sub-
stantially increased in Baltimore

respected resident of the neighborhood,
fully equipped to answer all questions
about street railway problems of that
community or of the city generally, or
authorized to see that the questions
were fully and frankly answered by
some qualified person in the company’s
organization.

A suggestion box system, calculated
to make of the company’s 5,000 em-
ployees a “Bztter Service Army” con-
stantly on the alert for chances to im-
prove service and produce economies,
made a remarkable record in 1930. A
regular and permanent system of group
conferences for groups of supervisory
employees, reached, in 1930, a point of
perfection greater than it had previ-
ously attained. But perhaps this com-
pany’s outstanding accomplishment af-
fecting the relationship between its
men and its management lies in the
changeover from two-man to one-man
operation when the new cars went into
service, involving a total reduction in
platform personnel of 32.8 per cent.
It was accomplished with the utmost
smoothness and lack of friction by the
simple expedient of making most of the
new installations during periods of the
year when additional men would nor-
mally have had to be hired.

In general, this company’s method
of merchandising its service involved

irank publicity about its affairs, the
distribution of information about the
company's business and its service,
making it easy to use the cars and
buses conveniently by inviting queries
of all sorts; contacts with all public
officials whose work affects the com-
pany’s business; performing free ad-
vertising services for civic bodies

engaged in civic or neighborhood pro-
motional or charitable affairs; the swift
and satisfactory adjustment of service
complaints, and promoting the use of
the service not only by these means,
but by advertising designed to increase
public realization of the superior econ-
omy and convenience of street car
riding.

Substantial Economies Effected at Des Moines

THE Des Moines Railway claims
to have demonstrated that street
cars can be operated efficiently at very
low cost in medium-sized American
cities, and that they must, therefore,
be continued in these cities as the
principal mode of public transporta-
tion. Of all its accomplishments in
1930, that of greatest interest to the
entire electric railway industry is this
claim to efficient operation at low cost

All cars in Des Moines were operated
by two men during the first half of
1930. Complete changeover to one-man
operation of cars was effected in the
six weeks from July 4 to Aug. 1&
Consequently, the full economy of one-
man operation was not realized during
1930. Nevertheless, the operating ratio
for the year was 62.26.

This healthy condition of the Des
Moines Railway today stands out in
striking contrast to that prevailing be-
fore the advent of the present manage-
ment on July 16, 1929. In early 1929
a labor dispute which had seethed for
vears was as yet unsettled. Fifty
archaic trolley cars with wooden seats
were operated daily. Two men were
kept at work on every street car. The
old company was hampered by public
and political ill will, and hopelessly
mired in receivership.

For years the progress of the com-
pany had Dbeen spotted with strikes,
fare difficulties and occasional suspen-
sions of service. During 1921, a model
service-at-cost franchise had been

granted by the city. At the same time,
a new union contract had been signed
which provided for the employment of
two men on every car until 1940. This
contract closed the door to the main
escape from increasing expenses. The
company asked that a new contract be
signed with the union and that the oper-
ation of one-man cars be permitted.
The union refused to change the con-
tract, and was upheld in its stand by
the State Supreme Court. Revenues
continued to drop. The introduction
of $1.25 weekly pass in 1926 helped
to remedy the decline, but did not com-
pletely cure it. The company passed
into the hands of the receivers, and
finally was sold to the present owners.

Among the difficulties which con-
fronted the new management were the
following :

1. An operating expense of 27 cents per
car-mile, without depreciation.

2. A tax burden that had increased by
leaps and bounds until it consumed 10 per

cent of the total gross revenue of the

company.

3. A strongly organized disgruntled
group of trainmen, who had been con-
cerned in the past in numerous strikes.

4. Intense opposition to one-man cars,
Efforts had been made for years to break
the contract that prohibited the operation
of one-man cars until 1940. The new man-
agement had not purchased this contract
with the balance of the property at the
receiver’s sale, and therefore was con-
fronted with the necessity of either enter-
ing into a new union contract providing
for ome-man operation, or of refusing to

The Des Moines Railway has demonstrated that street cars can be efficiently
operated and at low cost in medium-sized American cities
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deal with the union as an organization.

5. A deplorable state of public relations.
Newspapers were extremely unfriendly.
The property for ten ycars had been the
campaign issue of politicians. Public ill
will had been fostered in a large measure
by the struggle between the trainmen and
the company.

6. Thirty per cent of all street cars were
obsolete and unfit for operation under
modern conditions.

7. One hundred and one fairly modern
ears not equipped for one-man operation.

In addition to these immediate prob-
lems, it was necessary to develop ways
and means of turning a decreasing and
insufficient net revenue into a figure
that would warrant the continuation of
the property as a railway undertaking.

Accomplishments ‘recorded during
1930 include the following:

1. Operating costs without depreciation
were reduced from 27 to 17.62 cents per
car-mile. This was accomplished by the
elimination of dead wood in all depart-
ments, and through consolidation and
elimination of departments.

2. Through efforts of the company, a
new law was passed by the State Legis-
lature which places tax jurisdiction of
public utilities under the State tax coni-
mission instead of the three city, State and
county bodies. It is believed that taxes
will be greatly reduced under the new
method of assessment.

3. During the year 1930, a previously
lhostile group of trainmen has become a
decidedly friendly one. Despite everything
that had gone before, the trainmen in-
structed their officials to appéar before the
City Council to withdraw their previous
objections to the operation of cars by one
man, and have since manifested a spirit
of friendly co-operation toward the
company.

4. One-man operation was accepted and
approved by the trainmen, the city author-
ities and the riding public.

5. An era of friendship and trust between
car riders, civic bodies and the company
has replaced the old antagonism. News-
papers have ceased their attacks upon the
company, and every paper, without excep-
tion, is now friendly to its interests.

6. New labor agreements were negoti-
ated which permits the operation of the
cars by one man.

7. Improvement in net income from a
state of anticipated default to complete
solvency. It is the belief of the present
management that a surplus will result with

-
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the return of business to normal condition.

8. Thirty per cent of all equipment was
obsolete eighteen months ago. One hun-
dred and sixty-three street cars were main-
tained. In eighteen months, 63 cars have
been scrapped, and 50 new cars of modern
design have been placed in service. Ten
were purchased in late 1929. Forty more

were bought in 1930. One hundred and
forty-five cars are now maintained to
render 30 per cent more service.

9. In order to institute complete one-
man operation, it was necessary to remodel
101 cars. This was accomplished in 100
days. Within six months, 145 one-man
cars were in service.

New Franchise a Notable
Achievement at San Francisco

ETTLEMENT of an extremely com-

plicated franchise situation, in the
face of what were generally conceded
to be almost hopelessly adverse con-
ditions, was the outstanding accom-
plishment reported by the Market Street
Railway, San Francisco. The problem
was originally tackled by the new
management five years ago. A mili-
tantly hostile press was leading well-
organized political ownership forces
which had already established one of
the strong city-owned street railways
of the country. This same savage op-
position had the public behind it suffi-
ciently strong to have just previously
defeated, by a vote of 9 to 1, an effort
to turn over the privately owned lines
to the city at a fair price, and was in
full cry to “take the property as junk”
on “a streak of rust” basis. So strongly
were the city legislative officers bound
by their avowed policies to “drive the
private company of the city,” that they
could not participate in a move to settle
the tangle fairly without laying them-
selves open to the charge of having
“sold out.” And they openly boasted
that victory for them lay along the
course of exterminating private capital
from the street railway business in San
Francisco.

The new management embarked upon
a policy of winning its rights directly
from the public, despite the hostile
press, and aimed at a form of operating
grant to take the place of expired and
expiring franchises which would place
the matter out of reach of politics.
Recognizing that in the past the in-
dustry has found political settlements
expensive and unstable at best, the com-

pany succeeded with the pecople where
it could not make progress with the
press and legislative officials. The com-
pany’s operating permit is now a part
of the city charter by vote of the pco-
ple. The charter, of course, is the
mandatory law governing the city's
lawmakers. The charter amendiment
also relieves the company from certain
destructive provisions which are still in
the charter, but, by virtue of the new
operating permit, do not apply to the
company’s property. While the city's
right to purchase for purposes of
municipal ownership and operation re-
main unimpaired, the new operating
permit protects the company by pro-
viding that such purchase shall be at
“fair value.”

To achieve these ends, the funda-
mentals of good service—public frank-
ness and an open-door policy to public
and employees alike—constantly pro-
gressing improvements in service and
equipment, were relied upon. The
ideas developed on the property, and
advanced practices, worked out else-
where in the industry, were applied
impartially to attain success.

The property has been well main-
tained and many improvements made
wholly out of earnings. Speed has been
materially increased and power costs
cut despite some of the heaviest grades
in the country and increased traffic
signals. Accidents were reduced 27.7
per cent in 1930. The company's
bonded debt was cut from $12,329,000
in 1925 to $8,857,500, a reduction of
$3,471,500. WVithiout any demands from
the men, wages were increased $225,000
per annum.

The illuminated white fronts of the Market Street Railway cars have both merchandising and

EvLectric RAiLwAY JourNAL—V0l.75, No.11

accident prevention value

582



Luncheon Conferences Cover

Many Important Subjects

noon on three days during the week,

were organized in four groups of
three eachi: (1) meeting problems dur-
ing the depression, (2) co-ordination,
(3) service improvement and fare ex-
periments, and (4) traffic regulation
and planning.

Large and Small City Activities

Results of outstanding policies and
methods adopted during ‘the present

lUNCHEON conferences, held at

business depression by large-city
companies, by small-city companies
and by interurban lines were the

subjects of three luncheon conferences.
The first, sponsored by J. H. Alex-
ander, president Cleveland Railway,
dealt with the problems of the large city
class. Dean J. Locke, director of re-
search United Railways & Electric Com-
pany, Baltimore, opened the discussion
by showing the effect of 150 new cars
on earnings, costs and speed. He stated
that the new equipment has created new
revenues of about $2,000 per car per
vear, has reduced operating expenses
and platform labor costs alone by about
$2,500 per car per year, and made pos-
sible the speeding-up of service on ten
lines from 4 to 14 per cent.

C. H. Evenson, superintendent of
transportation Chicago Surface Lines,
told of the modified working conditions
accepted recently by the platform men
in Chicago, showing how this saving
will amount to approximately $600,000
per year. Mr. Alexander discussed
wages and told of reductions of
rate during the 1921 depression, and
suggested staggered work to provide
time for extra men. S. W. Greenland,
vice-president and general manager
St. Louis Public Service Company,
pointed out the danger of forcing men
to lay off one day in cight or some
such similiar arrangement if a change in
wage agreement is to come up in the
near future. He said that it would be
used 2s a reduction in wages, and any
proposed reduction would be considered
an additional cut.

K. B. Thornton, general manager
Montreal Tramways, discussed econ-
omies made on his property by telling
how savings had been put up to each
departinent supervisor. The result far
exceeded any major move that the
management could have made at the
time. Results of fare change and ex-
perimental fares in Milwaukee were

given by S. B. Way, president Mil-
waunkee FElectric Railway & Light Co.
Modernization and merchandising
were strongly recommended as proper
steps to effect economies on the small-
city property. The luncheon on this
subject was sponsored by F. L. Butler,
vice-president Georgia Power Company,
C. W. Gifford, general manager Des
Moines Railway, discussed the economy
program in Des Moines which has been
carried on since 1928, and told of the
reorganization of departments and de-
partment eniployees, and of how a per-
manent reduction of 10 per cent in
operating expenses was made. J. H.
Pritchard, manager Lynchburg Traction
& Light Company, told what was being
done in Lynchburg, Va. to effect econ-
omies. He showed that twenty new
one-man cars purchased in 1928 had
permitted an increased speed of 16 per
cent, and had effected a saving of about
$42,000 a year in operating expenses—
enough to pay from 12 to 16 per cent
return on the purchase price of the cars.
George R. Green, vice-president and
general manager Northern Indiana
Railway, discussed the wage reduction
on his property which was made upon
the request of the employees without
solicitation by the management. He
pointed out that his company, over a
period of years, had been developing
with the men a feeling of mutual confi-
dence. The policy of letting the men
know the facts resulted in the men vot-
ing 100 per cent to accept a reduction
in wages as a stabilizing factor for the
company and their jobs. H. H. Dartt,
president and general manager Scranton
Railway, urged small companies to mer-
chandise their service. He explained
his company’s program of improving
equipment and then advertising the bet-
ter service. J. P. W. Brown, vice-presi-
dent Tennessee Electric Power Company,
Nashville, Tenn., outlined his company’s
program of economy under four heads
—improved maintenance, resulting in
a reduction in cost from 2.6 to 1.9 cents
per mile; reduction in accidents due to
a vigorous safety campaign ; advertising,
and cfforts with other business interests
in the city to maintain employment.
Co-ordination of buses with rail serv-
ice and the operation of store-door
freight service was discussed by Frank
Karr, vice-president and general counsel
Pacific Electric Railway. P. T. Reilly,
manager, Delaware Electric Power

Company, told that economies were
effected in Wilm.ngton when 32 new
cars were put into service, 46 old ones
modernized, standardization of buses
completed, one-man operation put into
cffect, and 15 iles of unproductive
track abandoned. P. V. C. See, vice-
president and general manager Akron
Transportation Company, discussed re-
organization and abandonment of some
of his company’s lines which resulted in
a saving of $5000 per month. One
garage and one car house were closed
due to this change and efficiency in
operation and maintenance was put
directly up to department heads. F. G.
Buffe, vice-president in charge of oper-
ations, gave details and figures on the
new profit-sharing plan in force at
Kansas City. An abstract of his talk
appears elsewhere in this article.

Interurban Problems

The third luncheon, devoted to the
solution of the interurban problems, was
held under the sponsorship of C. H.
Jones, general manager Chicago South
Shore & South Bend Railroad. C. Thor-
burn, purchasing agent Pacific Electric
Railway, described in detail the struc-
ture and operation of his company’s
motor freight business, He dealt par-
ticularly with rates necessary to meet
competition and the advantages of using
local draymen in various towns served
by the freight lines. Daniel Durie,
vice-president and general manager
West Penn Railways, Pittsburgh, Pa.,
told of the service betterments made on
the West Penn Lines, and the use of
employees for merchandising the serv-
ice and stimulating more riding. L. L.
Huntoon, public relations manager Chi-
cago, Aurora & Elgin Railroad, told of
his company’s employee solicitation sur-
vey, and the formation of a “Tours
Bureau” to educate people in the terri-
tory to ride to Chicago.

Edward A. Keenan, passenger traffic
manager Cincinnati & Lake Erie Rail-
road, told of a market analysis made
for his company by the use of a ques-
tionnaire. These questions were an-
swered by passengers on the de luxe
trains and resulted in the management
making numerous changes in operating
metliods. Among these changes were
extended ston-over privileges for sales-
men, free parking at terminals and ride
stimulating fares. Dr. Thomas J. Con-
way, president Cincinnati & Lake Erie
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Railroad discussed interurban car de-
sign. He emphasized the necessity for
speed on interurban lines, and said that
high-speed cars should be designed as a
result of wind tunnel tests. Using
power to fight the wind is throwing
money away, according to Dr. Conway.

Traffic Regulation and Planning

Three of the luncheon conferences
were devoted to discussion of traffic
regulation and planning. The first of
these, held on Tuesday under the spon-
sorship of E. J. Mcllraith, considered
signals, signs and regulations. The
subject was introduced by Burton W.
Marsh, city traffic engineer, Philadel-
phia, Pa., who spoke of recent develop-
ments in signals, particularly those
actuated by the movement of the vehicle,
both automotive and rail. The evils of
over-signaling, particularly in the na-
tion’s capital, were brought out by E. D.
Merrill, president and general manager
Washington Rapid Transit Company.
Advantages resulting from the use of

- electromatic signals under various con-

ditions were ontlined by Alonzo R.
Williams, vice-president and general
manager United Electric Railways of
Providence, R. L.

Under the sponsorship of Walter A.
Draper, a luncheon conference held on
Tuesday considered the subject of plan-
ning new traffic facilities. Maj. J. P.
Hallihan, chief engineer Detroit Rapid
Transit Commission, spoke of the dan-
ger to pedestrians and users of electric
railways resulting from the present
trend toward increasing street widths.
He referred to the possibility of re-
quiring not only one lane, but all vehic-
ular traffic between the street car and
the curb to stop whenever the street
car stopped. Another solution of the
problem which he suggested was the
relocation of tracks to place them
nearer the curb, thus creating a road-
way in the center of the street for
throngh vehicular traffic. E. P. Good-
rich, consulting engineer, New York,
expressed the opinion that double-deck
streets are an architectural fantasy and
an ecomonic fallacy. Experience shows,
he said, that the benefits resulting from
the construnction of such streets are not
sufficient to justify the cost. Advan-
tages of by-pass routes .were discussed
by Lewis W. MclIntyre, traffic engi-
neer, Pittsburgh, Pa. Other speakers
at this luncheon were William S. Can-
ning, engineering director Keystone
Automobile Club, Philadelphia, Pa.,
and Major Carey H. Brown, engineer
director Rochester Civic Improvement
Association.

Parking and garaging were the sub-
jects of a third luncheon conference
at which T. Fitzgerald, vice-president
Pittsburgh Railways, acted as sponsor.
Experience with no-parking regulations
in Kansas City was outlined by Dan
Fennell, general superintendent of
transportation Kansas City Public Serv-

ice Company. He pointed out that the
experiment had been tried during a
period of depression, and had, therefore,
been blamed by the merchants for a loss
of busincss which more probably was
attributable to general conditions. A
prepared discussion by D. W. Pontius,
president Pacific Electric Railway, was
read by A. V. Thompson, manager
transportation department General Elec-
tric Company, San Francisco. Mr.
Pontius told of the gradual tightening
of parking restrictions in Los Angeles,
and predicted that eventually no park-
ing would be permitted in the downtown
business district. How the parking
situation in Washington, D. C., has
been improved lately was explained by
C. Melvin Sharpe, assistant to the
president Washington Railway & Elec-
tric Company. H. D. James, Westing-
house Eletcric & Manufacturing Com-
pany, described an automatic parking
garage recently developed. His talk
was illustrated by a small working
model.

The Trolley Bus

That interest in the trolley bus is in-
creasing was evidenced by the attendance
of almost one hundred delegates and the
intensive discussions at this luncheon,
sponsored by A. B. Paterson, president
New Orleans Public Service, Inc.

In presenting C. H. Evenson’s paper,
“What the Trolley Bus Has Meant to
Chicago,” W. C. Becker, Chicago Sur-
face Lines, related the steps leading to
the initial installation in Chicago, and
told of the results of the vehicle in the
various types of service for which it
was adopted. ‘

W. B. Brady, Central Public Service
Corporation, read a paper by A. P.
Lewis, Rockford Electric Company, on
trolley bus operation in a city of less
than 100,000 population. Although pre-
vailing conditions made the installation
an expensive one, it is estimated, on the
basis of present results, that savings
will bring a 20 per cent return on the
excess investment over gasoline buses,
without including any increasc in
revenue.

“Finding the Proper Place for the
Trolley Bus in New Orleans” was the
subject of a paper by I. O. Mall. The
speaker stated that two separate studies
have been made in his city for the pur-
pose of determining the field of applica-
tion of the vehicle, particularly as com-
pared with street cars. The first deals
with the vehicle itself— its principal
characteristics, limitations and cost of
operation, and the second with the
trolley bus in relation to existing trans-
portation facilities.

Stops at curbs, accidents, icy weather
operation, life of tires, maneuverability,
acceleration rates, depreciation, fran-
chise taxes, headways, comparative
costs, and sizes of the vehicle were
other topics discussed extensively at the
meeting.

Co-ordinating Rail and
Bus Services

No longer is the bus regarded as a
competitor of other local transportation
agencies—it is regarded as an important
ally which can be used for many
classes of service, and co-ordinated with
the ecxisting vehicles in use. This
thought was expressed emphatically by
the speakers at the bus luncheon, pre-
sided over by Adrian Hughes, ]Jr.,
superintendent of bus transportation,
United Railway & Electric Company,
Baltimore, Md.

Tracing the several steps leading to
the adoption of the bus by electric rail-
ways, Carl W. Stocks, editor of Bus
Transportation, stated that mass transs
portation operators now consider the
bus as a unit to make more money. Mr.
Stocks referred to the improvements
made in recent years in vehicles, and
stressed the importance of sound mer-
chandising, thorough maintenance and
proper operation.

E. S. Pardoe, Capital Traction Com-
pany, told of the experience with de
luxe city bus lines in Washington, D. C.,
and discussed the accompanying prob-
lem of selecting routes, adjusting
fares, selection of the most cconomical
equipment and meeting competition from
unregulated taxicabs.

The history of co-ordinating the
street cars and buses of the Public Serv-
ice Co-ordinated Transport, over the
past eight years, was related by A. T.
Warner.  Stating that co-ordination
means the economically proper use of
each vehicle, the elimination of duplica-~
tion of service and the welding of the
two services in one complete whole, Mr.
Warner told of the many uses made of
buses in adjusting and supplementing
services.

In concluding, Chairman Hughes ex-
pressed his views on the extent to which
the several types of transportation units
could be co-ordinated and spoke of the
results in this regard in Baltimore.

The Taxicab

Although it was generally agreed that
the taxicab was a desirable unit to co-
ordinate with existing types of mass
transportation vehicles, it was consid-
ered of first importance that electric
railways co-operate with the legitimate
cab companies to eliminate the cut-rate
cab. and bring about legislation which
would place the cab in the common car-
rier class, before it be adopted. This
thought proved the keynote of the taxi-
cab luncheon, sponsored by F, G. Buffe,
vice-president Kansas City Public Serv-
ice Company.

Naming the steady reduction in rates
and the flooding of the field by car
manufacturers with vehicles for cut-rate
operators as the two biggest plagues of
the industry, H. A. Innes Brown, editor
of the Taxi Weckly, pointed out that
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with the lower rates few companies were
able to operate at a profit, and that with
the number of cut-rate cabs ever in-
creasing, the competition with both
street cars and legitimate cabs was be-
coming nothing short of a menace. He
stated that the cab should be classed as
a common carrier and regulated strictly
as a public utility.

Expanding on the seriousness of cut-
rate competition, W. W. Cloud, presi-
dent of the National Association of
Taxicab Owners, stated that these cabs
were educating the public down to price
and not up to standard. He urged that
organized mass transportation systems
and legitimate cab companies unite and
struggle for fair, sane, regulatory meas-
ures, that would insure stability of oper-
ation, give confidence, enable the render-
ing of safe, responsible service and se-
cure an adequate financial return,

Rankin Johnson, Trenton Transit
Company, related the experience of his
company in the operation of taxicabs
and told of the efforts to assimilate the
vehicle as a part of a co-ordinated local
transportation system.

Paul' H. Geyser, Terminal Cab Corpo-
ration of New York, stated that the
manufacturers desired legislative meas-
ures to stabilize the industry, and de-
clared that co-operation of organized
transportation companies and legitimate
cab owners would benefit all concerned.

Relating the experience of his com-
pany in co-ordinating the taxicab with
other vehicles, Chairman Buffe said that
every effort was made to direct business
to the cahs. Co-ordination, he stated,
was brought about principally through
regulating the operation of the cabs,
combining maintenance and accounting
departments, and advertising.

Fare Structures

Particularly provocative in thought
was the discussion at the luncheon on
fares on Thursday which was attended
by more than 50 operators. Chairman
Doolittle so conducted the meeting as to
induce discussion, and many questions
were asked intended to dispose of points
about which there might be misunder-
standing on differences of opinion.

Among those who participated were
Messrs. Mall, New Orleans; Holden,
San Antonio; Chase, Gary: Glazer,
Cleveland ; Boardman, Boston ; Williams,
Providence; Moody, DMilwankee: and
Burlingham, Pittsburgh. The topics
ranged from the efforts made at New
Orleans to distinguish between the load
factor and the use factor, through the
San Antonio zone trial, the S-cent zone
experiment in Gary, the zoning experi-
ment in Cleveland, the community fares
on the Eastern Massachusctts Street
Railway, the use of the pass in Provi-
dence, the selling of transportation in
Milwaukee, and the interurban zone sys-
tem on the West Penn, with 175 miles
of route serving 25 major communities,

the largest of which is 55,000. On this
system there are 80 fixed fare zones,
varying in length, but averaging 2.06
miles in length.

A statement by Mr. Boardman that
his company had made 311 fare reduc-
tions illustrated well the lengths to
which the operators are prepared to go
to sell the service. A particularly perti-
nent statement was his comment that
sales of passes on that system varied
from 4 per 1,000 of inhabitants in Law-
rence to 23 per 1,000 in Fall River.
The trend of opinion was that the dis-
position was to give the rider the breaks.

Scheduling Operation and
Supervision

Lively discussion featured the lunch
on scheduling. Joe R. Ong, Cincinnati,
the sponsor, introduced A. J. Fink, St.
Louis, who stated that the work done
on his property in the last two years
has resulted in an increase in speed from
871 to 9.62 m.p.h., measured in plat-
form time. Time points have been
eliminated, and the men have been given
instructions as to how to get over the
road most quickly. Unnecessary stops
have been cut out. As a result, accidents
have been reduced 29 per cent. One-
man lines constitute about 17 per cent
of the total, but give 25 per cent of the
car-miles. R. A. Pierson, Los Angeles,
told of similar methods being used in
his city. The speed has been increased
10 per cent in two years, while the acci-
dents have goune down 26 per cent. C. H.
Evenson, Chicago, told of the need to
have a real analyst to make the sched-
ules. He believes that cars should be
run on time to the fullest extent pos-
sible, and that there will be a riding
response to this.

J. Metcalf, Toronto, told the results
with headway recorders which were in-
stalled extensively on his property. The
recorders are placed in division head-
quarters while there is one in the head
office of the lines of the downtown dis-
tricts. A total of 70 contactors were
installed at a cost of $20,000. The com-
pany also has 136 private telephone
boxes from which the car operators can
call to a central dispatcher. This sys-
tem eliminates delays and prevents dis-
putes. W. W. Holden, San Antonio,
spoke briefly of the telephone dispatch-
ing system. He believes that in small
cities where long headways are neces-
sary, it is preferable to schedule cars on
even spacing, such as 10, 15 or 20 min-
utes. Small cards are published giving
the schedules of the long headway lines,
and similar information is published on
the bulletin boards. Traimmen are rated
on their schedule performance which has
gone up from 70 per cent of the cars
on time to more than 90 per cent.

Dean J. Locke. Baltimore, said that
the effect of slack schedules on the
patrons is bad. On his property, the
correct running time is determined by

many stop-watch observations made by
riders on the cars. This record is broken
down into the time for stops, delays and
run. After the correct running time has
been determined in this way, a car is
placed on “midnight test.” It is run
over the route by a specially trained
motorman to simulate daytime condi-
tions. The schedules are then made out
with this running time as a basis. By
this method the slack time has been re-
duced to a minimum.

J. W. Welsh, New York, mentioned
the importance of uniformity of opera-
tion by individual motormen to conform
to the schedule. It is necessary to train
the men intensively to do this. In ob-
taining such a result it is necessary to
watch carefully the former history of in-
spectors and supervisors, according to
J. L. Smith, Montreal. A man who has
risen to his position from that of motor-
man is not likely to be careful in check-
ing running time as is one who has
been a conductor. Several other speakers
agreed on this point. Alonzo R. Wil-
liams, Providence, believes that sched-
ule making is an art, but that it is worth
all of the cost.

Training the Platform Man

Ralph W. Emerson, Cleveland, intro-
duced F. G. Buffe, Kansas City, who
discussed in considerable detail the plan
for compensating the trainmen adopted
by the Kansas City Public Service Com-
pany. Briefly, the men get 25 per cent
of the net income whether the stock-
holders of the road obtain any return
or not. Up to the present time this
payment has been made in bonds of the
company so that at their market price
the men obtain a return considerably
greater than current interest. In the
first six months $83,000 was distributed
among the employees. He said that the
net result has been a decrease in acci-
dents, in equipment failures and in de-
lays to service, and that the net return
to the stockholders has been increased
materially even after deducting the
amount paid the men.

Adrian Hughes, Jr., Baltimore, told
of the excellent results obtained by hav-
ing the local school boards give intelli-
gence tests for rating the men. This, he
said, not only simplified the work of the
company but put the responsibility for
the selection of the men on a civic body.
A number of speakers pointed out the
values of conference training and schools
of various sorts for the employees. The
question of payment for time spent in’
school was discussed at some length, It
was the opinion of those present that
careful use of the time paid for but not
worked would make it possible to put
the men in school on the company’s
time with little if any additional cost.

Another problem which has given
considerable trouble is the training of
older men. Conference training has
apparently given the best results.
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Brady Awards won vy

Boston ELEVATED and
CarLgary MUNICIPAL

FTER carefully considering and
Aanalyzing the records submitted

by 118 electric railway companies
entering the competition for the An-
thony N. Brady Safety Award, the
committee selected the Boston Elevated
Railway to receive the medal in the
large-city class, with honorable mention
to the Department of Street Railways,
Detroit. The Calgary Municipal Rail-
way was selected to receive the medal
in the small-city class, with honorable
mention to the Youngstown Municipal
Railway. No award was made in the
interurban class.

Before proceeding to the task of
determining the winners of this year,
the committee had a careful study made
by the statistical department of the
A.ER.A. of the whole basis of classi-
fication. This investigation confirmed
the opinion, expressed in last year’s re-
port, that the scheme of classification
heretofore in use was not well adapted
to bringing into competition companies
whose operations were fairly compar-
able in character. As a result an en-
tirely new system of classification has
been adopted, as well as a new method
of rating the records of the companies
within ecach class.

VEH1CLE-Mi1LE Basis UNSATISFACTORY
FOR, COMPARING ALL SYSTEMS

The most obvious weakness of the
old classification, which was based
solely upon the number of vehicle-miles
operated, was that it made no distinc-
tion between <city and interurban opera-
tion. Only a moment’s reflection is
necessary to realize that there can be
no common basis on which to compare
a city system operating on congested
streets with an interurban line operat-
ing wholly or partly on a private right-
of-way. The committee, therefore, had
no hesitation in deciding that for the
purpose of awarding the medals, the
companies should be divided into two
main classes, city and interurban, with

- separate prizes to be competed for in
each class.

Another less obvious but almost
equally potent source of difficulty was
revealed by the researches of the asso-
ciation’s statistical department. In
making these studies attention was
concentrated principally upon the num-
ber of collisions, both because they are
the most serious kind of accident and
because they are the type of accident

that 1s most definitely within the control
of the operators. It was known, of
course, that the number of collisions
tended to increase with the size of the
company, but the interesting fact
brought out by statistical analysis was
that in city operations not only the
number of collisions, but the frequency
of them, increased with the population
of the city served. Thus, when the
companies were arranged in order ac-
cording to the populations of the cities
served, the number of collisions per
100,000 car-miles operated increased
with the population, and when the two
factors were plotted against each other,
the result was a smooth curve rising
quite rapidly as the population increased
up to 300,000 and then rising much
more slowly as the population increased
beyond that point.

City ENTRI1ES JUDGED IN Two
PoruLATION CLASSES

This suggested first, that, in rating
the city companies, their accident rec-
ords should not be compared directly
with one another but in relation to their
performance within their class; and
second, that because of the change in
the slope of the curve at 300,000 popu-
lation, the group of city companies
should be broken down into two
classes—those serving cities of less than
300,000 population and those serving
cities of more than 300,000 population.

The committee, therefore, decided to
adopt this method in rating the com-
panies. Of course, other factors such
as the number of fatalities, number of
personal injuries, number of boarding
and alighting accidents, etc., were also
taken into consideration as heretofore,
but the greatest weight was attached
to the records made by the contestants
with respect to collisions.

The decision to make no award in the
interurban class was due to the fact
that the data received from this group
were not sufficiently detailed to permit
an equitable decision. This is due to
the peculiar conditions under which
they operate, which make it necessary,
in order to compare them, to secure
data in a great deal more detail than
most of them are able to furnish from
their ordinary records. Some inter-
urbans operate entirely on private
rights-of-way; others operate entirely
on public streets and highways; and
still others operate partly on private

rights-of-way and partly on public
streets, the proportions varying among
different companies. Some interurbans
operate in and through large cities,
while others operate only through re-
latively small towns and villages.
Obviously, in order to compare such
companies it is necessary to know the
amount of service on private right-of-
way and the amount on public streets
and highways. It is also necessary to
know the number and populations of
the cities and towns through which a
road operates, and the proportion of
its service given in each town. All
of these data were requested from the
companies, but none was able to give
complete information. The largest and
most representative interurban com-
panies did not even attempt to give it.
It was, therefore, impossible to deter-
mine what company was entitled to the
award.

FURTHER INTERURBAN STUDY NEEDED

Without these data, it is impossible
to compare the companies. Even with
such data in hand, the committee doubts
whether the results arrived ats would
be entirely equitable. It recommends
strongly that before another prize con-
test is inaugurated an intensive study
of the whole question be made, prefer-
ably with the assistance of experienced
interurban operators.

Canadian Meeting
Well Attended

ANADIANS present at the conven-
tion held an informal meeting on
Wednesday morning, Sept. 30. K. B.
Thornton, Montreal, president of the
Canadian Electric Railway Association,
presided. A number of matters were
discussed in a general way. On behalf
of the Toronto Transportation Com-
mission, D. W. Harvey, general man-
ager, stated that an invitation had been
given to the American Electric Railway
Association to hold its convention next
vear in Toronto. There was some dis-
cussion as to the time and place for the
Canadian Electric Railway Associa~
tion’s annual meeting next year, Mr.
Harvey also extending an invitation to
that body to mect in Toronto either at
the same time as the American Asso-
ciation or at the regular time for the
Canadian meeting. Attention was called
to the work of the headquarters staff
of the Canadian Association, which has
met with good response from the mem-
bership. A number of compilations
have been prepared, and are available
for the covering features of railway
operation on Canadian roads.
Following the general meeting there
was a meeting of the Executive Com-
mittee of the Canadian Electric Rail-
way Association. Mostly routine busi-
ness was transacted.

ELEcTRIC RATLWAY JOURNAL—V0l75, No.11

586



RESEARCH Is Theme of

Engineering Sessions

RESIDENT L. D. BALE, in his
Paddress to the Engineering Asso-

ciation, sounded the keynote of
“Research” as expressing the work of
the association during the year, and as
being an absolute necessity in the solu-
tion of many of the major problems ot
the industry. As proof, he mentioned:
first, the conduct of a thorough investi-
gation of electric railway cars in order
that progressive improvements may be
made ; second, scientific research involv-
ing the field of economics found in the
work on fare structures by the Ameri-
can Association, and third, the work
of the Committee on Economics of Roll-
ing Stock Application. This last com-
mittee is making an extensive study to
determine the relative advantages of the
several types of rolling stock—rail car,
trolley bus and motor bus—under any
given set of conditions, so that the
industry will be supplied with knowl-
edge leading to a definite decision rela-
tive to the desirability or feasibility of
making extensions to existing lines or
substituting one form of vehicle for
another, or of the abandonment in part
-or in whole of an existing route.

“In this highly competitive age,” con-
tinued Mr. Bale, “the individual can no
longer be guided largely by his own
views and opinions. More than ever
we nced to act collectively, to base our
judgment and our decisions on the re-
sults of scientific analysis of all the
available facts. Here is where this asso-
ciation can be of maximum service. It
has the machinery, and is in an excel-
lent position to conduct scientific
research.”

Frank R. Phillips, in a paper read in
his absence by Thomas Fitzgerald,
stressed the importance of the engineer
in all projects for modernization of
transportation service, particularly with
competitive conditions of today, and the
necd of developing executives from the
ranks of the engineers. A lively dis-
cussion followed, and several speakers
pointed out methods for improvement
and economies.

Reporting for the Committee on Eco-
nomics of Rolling Stock Application,
James W. Welsh, New York, pointed
-out that it is not possible to determine
the place of the several vehicles avail-
able by means of a mathematical for-
mula. So-called constants fluctuate with

L. D. Bale

President

the amount of service given, and politi-
cal and financial ramifications also must
be taken into account. In the discus-
sion, H. C. Patton brought up some
of the problems involved in determining
revenues and expenses of individual
routes.

L. C. Winship presented the report
of the Committee on Heavy Electric
Traction. In the discussion, H. F.
Brown, New Haven, pointed out that
the steam railroads are facing the same
problem as the electric railways in
shrinkage of passenger revenues due to
highway competition. Perhaps high-
ways should be taxed so as to make them
self-supporting, he said, rather than to
charge the cost to the taxpayers, includ-
ing the railway systems. Electrification
is today cheaper than at any time in a
generation, according to Mr. Brown,
due to low labor and material costs.
If the railways can be sure of the busi-
ness, they will proceed with many
installations.

Martin Schreiber related the experi-
ence of the Public Service Co-ordinated
Transport with a Diesel-electric bus. He
was hopeful that the development of this
type of drive will be of great value in
transportation work. Discussing this
paper, Col. G. A. Green pointed out
some of the problems connected with
the Diesel engine, and believed that a
great deal of work will have to be done

before all the fundamental problems are
solved.

Award of the ELECTRIC RAILWAY
JoUurRNAL maintenance prize to the
Georgia Power Company, Atlanta divi-
sion, was made by W. W. Wysor,
chairman of the committee of judges.
This year the award was based on data
showing the general character, quality
and cost of the maintenance work done
by the various companies in the industry
during the year. Honorable mention
was given to the Department of Street
Railways, Detroit; Memphis Street
Railway; New Orleans Public Service,
Inc., and Virginia Electric & Power
Company.

Mr. Wysor presented the report of
the Committee on Nominations, the fol-
lowing ticket then being elected for the
cnsuing year:

President—Charles H. Jones, general
manager Chicago, South Shore & South
Bend Railroad, Michigan City, Ind.

First Vice-Presidenti—P. V. C. See,
vice-president and general manager
Akron Transportation Company, Akron,
Ohio.

Second Vice-President—E. M. T.
Ryder, way engineer Third Avenue
Railway System, New York, N. Y.

Third Vice-President — Howard H.
George, superintendent of way Cleve-
land Railway, Cleveland, Ohio.

Exeeutive Committee — Officers and
L. D. Bale, junior past-president, A. T.
Clark, W. E. Bryan, J. Fleming and
C. A. Smith.

Following the election, the new offi-
cers were installed and the past-presi-
dent’s badge was presented to Mr. Bale
by the incoming executive, Mr. Jones.

Separate sessions of the four divi-
sions of the Engineering Association,
power, purchases and stores, rolling
stock, and way and structures were
held on Tuesday and Wednesday after-
noons. FEach was presided over by the
chairman of the division, who outliner
the results of committee work during
the year, and received the reports of
the various groups. A brief résumé
of the sessions follows:

Power Division

Sessions of the Power Division were
held on Tuesday and Wednesday with
Dwight L. Smith, chairman of the
Standing Committee on Power, presid-
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ing. Reports of the several committees
were received.

Considerable discussion developed on
the subjcct of mercury power rectifiers,
following the presentation of a paper
by H. W. Codding, Newark, N. J.,
giving the present status of the device
for railway servicee D. C. Wesr,
Westinghousc FElectric & Manufactur-
ing Company, held that it will be neces-
sary to develop a rectifier which can
supersede the rotary converter for all
purposes. He belicves that greater
reliability and higher efficiency will be
reached within the near future. On
the subject of interruptions, Mr. Cod-
ding stated that the more recent rec-
tifiers have bettered performance re-
cords. All rectifiers that are being
made will carry overloads according to
the standard guarantee for conversion
equipment,

Another subject of interest was
trolley bus overhead construction. A.
J. Klatte, Chicago, showed lantern
slides and movies illustrating the
method of erecting the overhead line
in Chicago for the recent trolley bus
installation. In the discussion, L. W.
Birch, Ohio Brass Company, pointed
out that tests show the negative trolley
shoe wears three times as fast as the
positive shoe. The reverse is truc of
trolley wires, the positive wire wearing
twice as fast as the negative. In re-
sponse to a question, Mr. Klatte stated
that with shoes it has been possible to
reduce the trolley pole pressure to about
22-24 1b. per shoe.

Results of the collection of informa-
tion on trolley wire wear were given
by H. S. Murphy, Philadelphia. In-
formation which his committee has
been gathering for a number of years
was presented in a detailed report.

Effects of street railway equipment
and service characteristics on energy
consumption was the subject of a paper
by T. F. Perkinson and R. H. Sjoberg,
of the General Electric Company, read
by Mr. Perkinson. Influence of a
number of variables was pointed out.
Increasing the rate of accelcration re-
quires a larger power peak, but the
energy consumption for a given run
decreases slightly. Raising the free-
running speed by changing gear ratios
requires a greater current and also more
energy. Reducing the time of coasting
calls for more energy with a very
slight gain in schedule speed. Increas-
ing the rate of braking results in a
faster schedule with some increase in
energy. ‘Reducing the time of stop
gives an appreciable increase in sched-
ule speed with no effect on the cnergy.
Reducing the number of stops increases
the schedule speed materially with
lower energy consumption. Reduction
in car weight is reflected directly in
lower power demand and energy. The
authors held that no practicable gen-
eral analysis of the problem is univer-
sally applicable aund each particular

change in equipment must be considered
by itself. A number of delegates dis-
cussed the paper, bringing out the effect
of the service variables. Morris Buck,
New York, pointed out that the changes
discussed could be placed in® two
groups; one representing possibilities
with 1o modification of cquipment,
while the other required cither new
equipment or physical changes that
could be made only at considerable ex-
pense. In the former class, the ad-
vantages can be obtained only by the
co-operation of the transportation de-
partment through teaching the operators
to run their cars more economically.

Trophy Awarded to Georgia Power
Company in Journal Main-
tenance Contest

Spacing of substations for 600-volt
d.c. railways was the subjcct of a paper
by E. A. Imhoff, Chicago, read bhy
J. F. Neild. A number of charts
showed the effects of the various ele-
ments. They indicated that a combina-
tion of high substation cost with low
feeder cost will dictatc the greatest
spacing of substations, while a com-
bination of low substation cost with
high feeder cost will give least spacing.

Purchases and Stores Division

Standardization of methods was the
chief topic of discussion at the two
sessions of the Purchases and Stores
Division on Tuesday and Wednesday
afternoons with C. A. Harris, Phila-
delphia Company, presiding as chair-
man. After a brief presentation of the
standing committee rcport by the chair-
man the reports of the several commit-
tees were read and discussed.

A paper on standard packaging for
electric railways by A. E. Hatton,
superintendent of materials West Penn
Railways, was read by J. Fleming, pur-
chasing agent Capital Traction Com-
pany. Edwin W. Ely, of the Bureau
of Standards, gave a formal discussion
of Mr. Hatton's paper which evoked
many comments from those present.
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“Handling Bus Materials From the
User’s and the Vendor’s Viewpoint®
was then presented by W. E. Scott,
superintendent of supplies Philadelphia
Rapid Transit Company. Mr. Harris
led a lengthy discussion on this topic.

Rolling Stock Division

Following the reading of the stand-
ing committee report by chairman
Thomas H. Nicholl, superintendent
buildings and equipment Cleveland Rail-
way, the first session of the Rolling
Stock Division featured two papers:
“Brake Lining Development and Brake
Tests,” by F. C. Stanley, chief engi-
neer Raybestos division of Raybestos-
Manhattan, Inc.,, and ‘“Experience in
Trolley Bus Operation,” by W, C,
Wheeler, engincer of equipment Chi-
cago Surface Lines. Mr. Stanley’s
paper pointed out the fundamental
principles controlling the design of
braking mechanisms and the selection
of brake lining material. Maximum
speed of vehicle, rate of retardation
and frequency of brake applications
were enumerated as the important fac-
tors in the temperature rise of brake
drums. Mr. Stanley also described
various forms of brake tests used by
his company. Mr. Wheeler’'s paper,
abstracted elsewhere, cvoked questions
from J. H. Walsh, superintendent of
bus maintenance Middlesex & Boston
Street Railway, and from P. V. C. See,
general manager Akron Transportation
Company.

“Aluminum—Its Uses and Past Ex-
perience in Car Construction” was the
subject of a paper by A. H. Woollen,
engineer Aluminum Company of Amer-
ica, at the second session. Several cars
that have been built with aluminum
alloys were illustrated. In designing a
car of aluminum alloys, said Mr. Wool-
len, the first consideration should be that
of deflection. In general, if the deflec-
tion of the car frame members is kept
within satisfactory amounts, the stresses
in the various parts will rarely exceed
5,000 1b. per sq.in., although 12,000 1b.
per sq.in. under impact and 15,000 Ib.
per sq.in. under static loading is entirely
safe.

The designer can kecp down costs by
employing shapes, shcet, castings, forg-
ings and other standard aluminum prod-
ucts to the fullest extent and by watch-
ing the radii of bends. The extrusion
process for producing aluminum offers
a means of avoiding much shop cost in
the making of joints and bends in such
parts as belt rails, window sills, side
posts and anti-climbers. Where neces-
sary, however, hot bending or forming
of the aluminum alloys can be done.

Welding of aluminum by the oxy-
acetylene or oxy-hydrogen method and
electric arc welding by metallic or car-
bon arc electrode are practical. How-
ever, aluminum welds arec castings and
there is an appreciable decrease in
strength. The welding of side posts to
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belt rails also should be avoided, he said.
The remainder of this session was
devoted to the presentation of eleven
committee reports. Each of these re-
ports was discussed at some length.

Way and Structures Division

Cost of track construction was the
principal theme of discussion at the
Tuesday afternoon session of the Way
aund Structures Division. A paper de-
scribing certain work done in Washing-
ton was read by E. P. Goucler, en-
gineer of way and structures Capital
Traction Company. Howard H. George,
superintendent of way Cleveland Rail-
way, in a prepared discussion of Mr.
Goucher's paper, gave interesting data
on the cost of track construction on
his property. He placed special em-
phasis on the importance of vibration
of the track structure as a means of
insuring a good bond with the concrete.

The adoption of a few standard de-

signs of track was recommended by
John B. Tinnon, sales manager Metal
& Thermit Corporation, in a paper
presented at the Wednesday session.
He expressed the opinion also that the
average way engineer is not sufficiently
familiar with the designs and methods
used on properties other than his own.
The problem of economical track con-
struction is not the problem of the
management, the holding company or
the banker, he said, but it is the prob-
lem of the way engineer. In conclusion,
he urged that way engineers interest
themselves more keenly in the problems
connected with selling electric railway
transportation to the public.

The report of the Standing Commit-
tee on Way and Structures was pre-
sented by C. A. Smith, chairman, at
the Tuesday session. Reports of vari-
ous committees werc presented in sum-
marized form. Abstracts of these re-
ports appear elsewhere.

s
-

A Typical

Urban Track

Construction

By
E. P. GOUCHER

Engineer of.Way and Structures
Capital Traction Company
Washington, D. C.

OUR present standard type of sur-
face track construction consists of
A.ER.E.A. 7-in,, 103-1b. girder grooved
rail, with Thermit weld joints, installed
on International bent steel twin ties,
on 6-ft. centers, with solid concrete
pavement to the top of the rails. The
twin ties which we use are so formed
or bent as to provide an arched effect
from rail to rail, and at the same time
reduce the amount of excavation and
concrete necessary for the construction
by abont 295 cu.yd. per mile of single
track. They are punched for the stand-
ard type forged-steel clip and tee-head

bolt as furnished by the tie manufac-
turer. We nse truck mixed concrete of
a 1-2-34 mix, furnished by a local con-
tractor. The trucks are of 3-cu.yd.
capacity, and the water is added and
the material mixed for five minutes after
arrival at the job, under the supervision
of the concrete foreman.

The old track was jacked out of the
street, and necessary excavation and
grading were done with pneumatic tools.
Full sized wood templates of the finished
excavation enabled us to trim very
closely to line. The old ballast was very
compact, and made an excellent founda-

Labor and Material Costs per Foot of Track

EEEECTIDG. (0 oo i pies e s e s e
Excavating and removingold track................
Disposal—excavated material*...................
Installing steel ties
Installing wheel rail. ..
Thermit welding joints
Surfacing and lining.
Concretingf.........
Watchmenandlampmen. .......................
Sundry labor and material, including tools, etec.t... ..
Portable crossovers, including aignals and switchmen

Grosatotali,. . .ooivirinnrivieinereniianinnns

e D e e e o O T »
*Average haul about 1} milea.
11ncluding burlap, labor sprinkling, etc.
1No tool or equipment rental charged.

Costs- Labor
Labor Hauling Material Total Hours
el i $0.177 0.101
0.636 ... Lo 0.636 1.400
0.158 6.133 ... .. .291 0.377
0.086 0.608 1.299 1.393 0.182
0.072  ..... 1.607 1.739 0.138
0.113 0.001 0.194 0.308 0.210
0.211 OROOZI o 0.213 0.424
0.420 0.004 2,667 3.091 0.982
0.337 s s 0.337 1.279
0.145 0.062 0.218 0.425. 0.315
0.357 0.008  ..... 0.365 0.850
$2.712 $0.218 $6.045 $8.975 6.258
0.011 0.014 (0.655) (0.630) 0.027
$2.723 $0.232 $5.390 $8.345 6.285

E. P. Goucher

tion for the new track. Due to a slight
raise in the grade of the new track,
we were able to leave in some of this
material under the new ties and directly
below the wheel rails. As there was
an existing 6-in. porous tile subsoil
drain between the tracks, no other drain-
age was installed on the new work.

The new track was carried on old
scoria brick and small wedges, and held
to line by means of blocks and wedges
between the rails and the roadway and
dummy concrete. As far as possible,
the concrete was poured from the trucks
directly into the track space. It was
tamped under the ties with an Inter-
national tamping machine, followed by
an experimental vibrating machine sent
us by the tie manufacturer. This ma-
chine consisted of two air-operated tie
tampers mounted on a piece of 7 in.
channel iron. Althongh crude, in some
respects it was superior to the newer
models, its main drawback being the
notse. The only finishing necessary
after the passage of the vibrating ma-
chine—and this is where grooved girder
rail proves its worth—was the dragging
of a short length of 4-in. hose over the
concrete.

We think that the method we are
now using is as satisfactory, from an
economical and practical standpoint, as
is possible at the present time for rigid
track in paved streets. We are not
entirely satisfied, however, that the noise
cannot be considerably reduced. There
is no question but that all solidly
concreted tracks are too noisy. Noise
is one evil on which we are going to
have to spend considerable thought and
energy if we expect to continue street
car operation. Probably a bituminons
surface would be beneficial, although
slightly increasing the cost, and we ex-
pect to experiment along that line on
our next reconstruction job.

Construction costs on this track com-
pared favorably with our past experi-
ence with surface track laid with 100-Ib.
T-rail on-treated ties, and concrete to
the top of the rails. In the table are
given the unit prices paid for labor and
concrete materials, and the labor-hours
expended on the work, stated as dollars
per lineal foot.

ELecTrIC RAILWAY JOoURNAL—Ociober, 1931

589



Experience inTrolley BusOperation

By

W. C. WHEELER

Engineer of Equipment
Chicago Surface Lines

UR early experience in trolley bus

operation led to a number of sug-
gestions for mechanical and electrical
improvements in each subsequent lot
purchased. The original buses were
equipped with swiveling trolley wheels.
The weight of the harp and wheel was
approximately 1225 1b., and with the
18-ft. pole it did not function satisfac-
torily. Due to the inertia of the dead
weight, excessive tension was required
to hold the wheels in contact with the
wire, and it was found also that when
one pole would come off it would whip
enough to dewire the other. Springs
were added to increase pole tension,
but they had no effect on the tendency
of the pole to whip when dewired. The
inertia of the weight at the end of the
pole was also detrimental in that under
high wind pressure or rates of accelera-
tion the pole would be pulled away from
wire contact. Mine type wheels and
harps tried were lighter in weight than
the original ones, but did not help suffi-
ciently to offset higher maintenance
charges. With the development, how-
ever, of the swivel type shoe, econdi-
tions have been materially improved.
The new assembly weighs approximately
5.25 1b,, only slightly more than 40 per
cent of the original. This has made
possible a reduetion of the shoe pressure
on the wire, removal of the extra springs
that were installed, and practically elim-
inated any tendency to whip or cause
dewirement of the other pole.

Another source of annoyance was
brakes, coupled with a decided steering
wheel vibration on certain buses at the
time of brake application. This was cor-
rected by the substitution of a plain
type of thrust bearing in the bottom
part of the steering knuckle in place
of the roller bearing that was furnished
as original equipment. The brakes on
trolley buses have the handicap of poor
ventilation and the possibility of oil
leakage from wheel and transmission
bearings. As summer temperatnres are
encountered, together with conduction
of heat from the brakes of the wheels,
the grease becomes so thin in severe
service that oil seals must be kept in
practically perfect condition if the buses
are to maintain braking ability. Another
factor in brake troubles is the wide vari-
ation in brake pedal travel and pres-
sure. Our efforts to standardize or
make uniform the application of the
brakes lead us tc believe that a total

W. C. Wheeler

of approximately 4 in., all of the lost
motion being at the “off” position to
insure release, and pressures between
18 1b. minimum and 40 Ib. maximum,
will be the most desirable. A short
pedal travel does not permit of quick
and accurate determination of braking
pressures. If the spring pressure is too
weak, it will create a tendeney for the
operator to fan the air on rough pave-
ment, due to insufficient support of the
foot; while a pressure that is too high
will tire an operator in all-day service.

The brakeshoes are now giving a satis-
factory life after an early period of
trouble with chatter, sereech and rapid
wear. Properly fitting shoes and ven-
tilated rims and wheels are necessary
in severe service if shoc life is main-
tained.

Proper selection of tire sizes lias an
important bearing not only on the tirc
life but on other factors, such as step
heights and brake drum ventilation.
Load distribution on wheels affeets the
braking effort available at each wheel.
The heat from braking in severe service
requires adequate ventilation of the
drums and wheels, as overheated brake
drums will cause rapid wear on brake-
shoes, and also affect the oil seals and
their effectiveness. Better results have
been obtained where tire sizes are such
that these conditions can be met, and
the tire loads are kept within the tire
manufacturers’ rating of capacity. Brake
testing equipment has reduced trouble.

In making provision for trolley bus
nmiaintenance we have followed standard
electric railway practices, and the men
have been carefully selected from reg-
ular earhouse maintenance forees.
Motors, control, heaters, and a great
amount of the air brake equipment are
comparable with railway parts and the
maintenance of this equipment is carried
on along the same lines, The differ-
ences in braking and gear equipment
are quickly learned, and the care of tires
and steering mechanism are the only
new parts to be maintained. We believe
that this careful selection of street car
maintenance men for servicing trolley
buses has been a valuable aid in secur-
ing our high standard of maintenance
and operation.

’,

Bus Materials
Present New Problems to Stoméeeper

By
W. E. SCOTT

Superintendent of Supplies
Philadelphia Rapid Transit Company

HETHER in steam, eleetric car

or bus operation, the old ABC
of the stores department still exists—
serve the operator, keep the line run-
ning, but don’t forget the investment.
Regular demands must be protected and
emergency parts stocked. Minimums
do not put gaskets on the engine.
Certainly a control feature must be
established, but I would hesitate to ex-
press an opinion for one method over

travel of 5 in. with an effective travel another. The AE.R.E.A. manual con-

tains an adopted plan of stock control
which many operators indorse. Its
scope includes:

1. Subdivision of imaterial into classes,
each containing material of a similar na-
ture.

2. Actual review of each item by physi-
cal count at least once each month.

3. Actual review of consignments con-
tracted for.

4. Summary of stock on hand and ma-
terial on order and the preparation of
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requisitions for purchase of future require-
ments at least once each month.

S. Compiling of statistics by classes from
the dollar and cents view to determine the
efficiency of operation.

Physical handling of bus materials
is generally divided into four groups,
as follows, each of which has its peculiar
problems :

(1) Gas and oil. (2) Tires. (3) Units.
(4) Repair parts.

In Group No. 1 the railway store-
keeper forsakes his former problems of
solid storage, such as rail, ties, wheels,
etc., and enters a field of liquid storage
and transfer. Each operator attacks
his problems in a manner best suited to
conditions. Some operators have found
it economical to erect a large bulk
storage plant with a capacity to handle
steamer tank loads. Other operators
locate their bulk storage at garage
points adjacent to railroad sidings, or
procure gas from contractors in bulk
lots.

Oil is usually contracted for delivery
as required to garages and service sta-
tions. Somie stores organizations main-
tain oil reclamation plants where the
used product is thoroughly cleansed and
brought back to its original state.

For many railways, tires are mnot a
problem for the storekeeper, inasmuch
as tires are being mounted by the con-
tractor and used on a mileage basis;
the problem of storage being theirs
together with the mounting. But for
those operators who are faced with
storage of their own rubber, it is essen-
tial that all precautions are taken to
insure against aged rubber, and that
the stock of rubber is intelligently
measured by the turnover.

Storage facilities for the ease of
handling the units in Group No. 3
should be provided. Special skid plat-
forms for ease of movement through-
out the shop to storage house have
been prepared for this material. These
platforms are also provided with spe-
cial arrangements for lifting chains to
avoid damage to the unit.

In Group No. 4, standard storeroom
arrangements such as bins, cases, racks,
etc., should be provided. Wood and
steel cases are in general use. How-
ever the daylight steel cases are found
to be more generally used and certainly
afford a saving in space, better light,
lower costs, tend towards better house-
keeping and permit a more accurate
count of stock. Above all else, the
proper identification of material stored
must be made.

The vendor has his problems which,
in a general way are ours all over
again. He provides a system of con-
trol based on sales. He cannot afford
to tie up a lot of dollars in inactive
material, and his turnover must also
be consistent with his investment. I
now give vou the vendors, views from
two sources. One vendor states: “My

company does not believe that material
problems are yours; we think that they
rightfully belong to us. Your material
requirements should be handled by one
of our service departments and go from
our shelves to your buses. Our outfit
is large and there are maintained
throughout the states close to 100 serv-
ice stations where we are always ready
to serve your parts requirements.”

The other vendor stated that his com-

pany maintained five service parts de-
pots placed at stragetic points in the
country and serviced with parts by the
general depot located at the factory.
Each of these depots maintained a 24-
hour service for customers’ use. His
recommmendations with regard to ma-
terial was that supply departments of
the bus operators maintain their own
storerooms and that material be ordered
through these five general depots.

-

Diesel Engines in Transportation

By
MARTIN SCHREIBER

General Manager in Charge of Plant
Public Service Co-ordinated Transport
Newark, N. J.

Martin Schreiber

EUROPE up to this time has been
the leader in Diesel engine work,
because of a large differential between
the cost of gasoline and fuel oil. The
Diesel engine was invented and devel-
oped in Germany, Up to date, there are
substantially 3,500 Diesel buses and
trucks actually in operation in Austria,
England, France, Germany and Switzer-
land. Capitol District Traction Com-
pany, Albany, N. Y., has operated a Mack
bus equipped with a 6-cylinder Mercedes-
Benz Diesel engine and General Electric
propulsion units for a period of eight
months. This bus has run about 24,000
miles. The fuel mileage is 5.22 miles
per gallon as compared to a gasoline-
electric unit that has a fuel mileage of
2.78 miles per gallon.

The Diesel engine experience of Pub-
lic Service Co-ordinated Transport,
Newark, N. J., covers approximately
two years.
ation. It fits in with a schedule with
gasoline buses on one of its city lines.
This bus is a Yellow Coach Z-240,
equipped with a Mercedes-Benz Diesel
6-cylinder engine with electric drive,
The fuel consumption is about 5.50 miles
per gallon, as against 3 miles for the

One bus is in regular oper- -

gas-clectric buses. This superior fuel
economy of the Diesel engine, together
with the fact that the entire ignition
system is eliminated, makes it partic-
vlarly attractive to fleet operators. The
engine %and accessories are actually
simpler than the gasoline assembly.

Mercedes-Benz Diesel engines, with
which Public Service Co-ordinated
Transport has experimented, are of the
indirect injection or pre-combustion
chamber type. The fuel pump and in-
jection nozzles are standard Robert
Bosch products. The engine is started
readily, even if cold, and the bus can
be driven almost immediately—no long
warming-up period is necessary. Road
performance is equal to that of gasoline
buses of the same power, and the ex-
haust is practically colorless and odor-
less. These engines have been oper-
ated by numerous drivers and maintained
by several garages, demonstrating that
extraordinary care or skill in operation
or maintenance is not required.

An important advantage of the use of
Diesel engines is the elimination of the
fire hazard in motor coaches, as well
as in the storage, handling and trans-
portation of the fuel. Another advan-
tage 1s the elimination of the ignition
system and carburetor, which would
materially reduce the number of service
interruptions. Failure of the fuel sup-
ply due to vapor lock, which is experi-
enced in some gasoline vehicles during
hot wecather, would, of course, be elim-
inated by the use of fuel oil. Experi-
ence demonstrates cooling water and
exhaust temperatures are noticeably
lower than in gasoline engines.

Operating experience appears to jus-
tify an intensive development that should
soon produce satisfactory engines. A
considerable attitude on the part of
fleet operators and their substantial en-
couragement, amounting to a demand,
will greatly hasten domestic Diesel
development.
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Engineering Committees Show Results of

RESEARCH WORK

Heavy Electric Traction

Six subjects were handled during the
vear by the Committee on Heavy Elec-
tric Traction. On the review of the
existing Manual sections, it was recom-
mended that the sections on clearance
between contact conductors and perma-
nent way structure be withdrawn pend-
ing joint action with the Anerican Rail-
way Association’s Electrical Section.
Several conflicts in the Manual section
on 600-volt direct-current trolley con-
struction were found, and it was recom-
mended that these conflicts be referred
to the Power Comunittee. It also was
recommended that due consideration be
given to clearance of conductors asso-
ciated with the overhead electric con-
tact systems in any new clearance speci-
fications.

The study of track and third rail
bonds for heavy traction work was con-
tinued, and it was recommiended that
the specifications for'stud terminal bonds
be revised as suggested in the report.
It also was recommended that the
methods of joining third rails by other
than bonding and methods of applying
welded bonds be studied further.

A complete tabulation of oil-electric
locomotive operating statistics for 1929-
30 was presented by the subcommittee
on this subject. The study of train
operation, particularly articulated units,
was continued, and additional informa-
tion was given. Data on additional
locomotives which have become avail-
able since the last report were published,
including the motive power for several
of the latest electrifications.

Power Division

1. Manual Review—Stranded copper
wire tables comprising bare concentric
soft-drawn copper ; bare concentric hard-
drawn copper, A.S.T.M. Class A strand-
ing ; bare concentric hard-drawn copper,
A.S.T.M. Class B stranding ; barc con-
centric hard-drawn copper, A.S.T.M.
Class C stranding; and bare concentric
hard-drawn  copper, extra flexible
stranding, were prepared and presented
as recommended standards. Work was
started on revision of the secction on
paper-insulated cables. The Manual
section on the joint use of wood poles
was revised in detail, and was pre-
sented for approval as a supplement.

2. Mercury Power Rectifiers—This
represents the sixth year of study on
the subject by this committec. Sum-

-
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maries of operating results for the
calendar year 1930 are included in
tabular form. Another table gives the
record of the rectifier units installed or
on order in Ameriea. The bibliography
also was brought up to date.

S. Catenary Specifications — A study
was made of new types of imessenger
for catenary construction. A tabulation
was given of catenary systems of a con-
siderable number of electrified steam
railroads and heavy interurban lines. It
was recommended that this study be
continued. The study of insulators dur-
ing the year resulted in the development
of several designs for pin type and sus-
pension type insulators for voltages
from 0 to 1,500, 1,500 to 3,000, 3,000 to
11,000 and 11,000 to 22,000. It was
recommended that this subject be con-
tinned. A classification was presented
of the various types of supporting struc-
tures for catenary lines.

6. Trolley Wire IV ear—Detailed sta-
tistical information relative to trolley
breaks was included, bringing the sub-
ject up to date through 1930. For the
first time, the tables include data on
kilowatt-hours and wire used for re-
placements. A study of the practical
and economical sizes and types of trolley
support ears for general use was begun.
The study of larger sizes of grooved
trolley wire was continued, and a pro-
posed revised specification was pre-
sented. An attempt was made to de-
termine a fair method of comparing line
maintenance performance as an aid to
reducing trolley breaks. It was recom-

mended that this subject be continued as
the work is considered ouly a prelimi-
nary step that is based on incomplete
data.

7. Trolley Construction Specifications
—This committee presented a revised
specification, which was prepared to
conform with the latest edition of the
electrical safety code, and incorporating
the recommendations of former commit-
tees. Wherever possible, revisions were
made to conform with similar items in
tlie specifications for catenary overhead
construction. These revised specifica-
tions are stated to be complete and
modern, and are satisfactory for adop-
tion. It was recommended that the
existing Manual Section D 101-16 be
discontinued.

8. Trolley Wire Reels—A design for
a larger-size reel was prepared for in-
clusion in the present standards to pro-
vide for the new large-size trolley wire
recently adopted. There is a tabulation
of the capacity of the reels for various
sizes of trolley wire. It was recom-
mended that the attention of the users
of trolley wire reels be drawn to the
fact that more consideration should be
given to specifying the use of standard
reels,

9. Trolley Bus Owverhead Counstric-
tion—Changes were recommended in the
existing Manual Section D 106-25, the
drawings to be rearranged and addi-
tional ones to be inserted, and changes
made in several subdivisions. These
changes were submitted as an appendix.

10. Lightning Protection—After re-
viewing the reports of last year’s com-
mittee on this subject, and in considera-
tion of the fact that definite information
regarding the effect of lightning on all
overhead power circuits is not avail-
able, the committee did not believe it
was in a position to revise the Manual
section on lightning protection at this
time. As an appendix, a brief review
of information collected in the past two
years was given,

12. Ferrous and Non-ferrous Matciials
—The year’s report covered briefly the
work being done by the Electrical Sec-
tion, A.R.A., the American Society for
Testing Materials, and the American
Foundrymen’s Association. A hibliog-
raphy also was given of specifications
for coating ferrous materials to prevent
corrosion.

13. Trolley Voltage Surveys— The
question of proper trolley voltage for
congested urban distribution was eovi-
tinued. Results of tests made i1 Cii-
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cinnati and in Pittsburgh with reduced
voltage in the congested districts were
presented. First conclusions show that
it is possible to make a considerable sav-
ing in power on the basis of the Pitts-
burgh test. This seemed to be greatest
at the lowest practical operating voltage,
i.e, 450 volts, At Chicago on the
Surface Lines in sufficiently congested
areas it appeared possible to reduce
trolley voltage without reducing the
speed of the cars, and, at the same time,
to derive benefit from reduced peak
demand. On the Chicago Rapid Transit
Lines a substantial saving in power was
possible with reduced voltage, but at the
expense of speed. In Montreal a con-
siderable saving in energy consumed
with a reduction in demand by the nse
of reduced voltage was possible. In
Cincinnati the test demoustrated that
a reduction of voltage in the congested
areas would cut power costs but little,
and can be accomplished only by sacri-
ficing speed in the congested areas. The
committee concluded that additional
properties should make studies of re-
duced voltage. It held that reduction of
trolley voltage is in some cases not
feasible, due to the same substation feed-
ing hoth congested areas where maxi-
mum speed cannot be obtained and other
areas where maximum speed can be ob-
tained. It also held that a feasible
scheme of providing constant illumina-
tion could be provided, and that any
reduction in trolley voltage in the con-
gested areas should be used in service
only in the event that economies can be
realized without reducing car speeds, or
without interfering with the operation
of cars and associated auxiliaries.

Purchases and Stores Division

1. Manual Review—It was decided
that the recommended stock book system
of controlling materials and supplies ap-
pearing in the Manual should be re-
viewed with the idea of bringing it up
to date. Accordingly, it was assigned
to Committee No. 6 for study. Prog-
ress has been made in the preparation
of an index for the A.E.R.A. classifica-
tion of materials and supplies.

2. Unit Piling and Standard Pack-
ages—Twenty items were agreed upon
for standard packages of material pecu-
liar to electric railways, which are the
major users of this class of material.
General agreement of railway com-
panies was obtained, and, after a poll
of the Executive Committee, the recom-
mendations were referred to the Divi-
sion of Simplified Practice. After a
few minor changes, quantities for the
twenty items were agreed upon. The
Navy Department and 56 manufacturers
and users have accepted the recom-
mendations. The committee is continu-
ing its study of quantities for standard
packages for other items common to
electric railways.

3. Stores Investment and Costs—A
questionnaire was sent to various elec-

tric railway companies asking for data
on investment in material or supplies for
the year 1929. Detailed information on
the basis of this questionnaire is in-
cluded. It was shown that there is an
average of 17.41 per cent turnover, or
that portion of the stock which is moved
monthly in relation to the stock on hand.
This is equivalent to an annual turnover
of 2.09 times. The per cent turnover
figures show clearly that companies
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operating buses only have a much
higher rate of turnover than those
operating railways only, or both rail-
ways and buses. The committee recom-
mends to member companies that in-
dividual studies be mmade of investment
in material and supplies with a view of
securing the highest possible turnover.

6. Material and Supplies Control—
This committee presented a report of
progress only, giving answers to a
questionnaire on the subject of stock
control, as received from 42 companies.

7. Handling of Bus Materials—The
report consisted of a discussion of meth-
ods of stock control, methods of identi-
fication, methods of storing, methods of
procurement on supplementary order
contracts, regular purchase orders,
emergency purchases, and the co-
ordination with the manufacturers for
proper tagging ‘and marking. It was
recommended that the subject be con-
tinued, and that detailed data be in-
cluded in future reports on several of
the sections. A number of other fea-
tures concerning handling of bus ma-
terials were suggested as subjects for
the committee to investigate.

8. Handling of Stationery and Printed
Forms — The subject was considered
largely from the view of physical con-
trol of stationery, methods of preparing

forms and obtaining them, co-operation
with government standards of typified
forms, regulation of deliveries and cen-
tralized control. It was brought out
that several large companies were able
to reduce the number of printed forms
by about half after a study had been
made and outlined in a questionnaire
sent to the members. The report was
submitted as one of progress only, and
it was recommended that the work be
continued. :

Rollin g Stock Division

2. Motor Coaches—The uniform mo-
tor bus specification code was recom-
mended for approval. Progress was re-
ported on the study of a number of
subjects, including standard sizes of
destination signs and window glass,
static testing of bus bodies and chassis,
maintenance schedules, necessity for
definite oil specifications, chassis lubri-
cation, recent improvements in the man-
ufacture of gear lubricants, and the use
of fuel oil for Diesel engines. Informa-
tion was compiled on mileage run by
various companies between chassis lub-
rication. An extensive survey proved
that great improvements had been made
in brakes and brake drum material.
Disposal of exhaust gases, ventilating
and heating were covered in a question-
naire, and tabulated as an appendix.

3. Car Design—Tendencies in car de-
sign indicate a continuation of greater
use of the possibility to improve the
appearance of cars. This is shown in
lower body floor and roof construction,
and in streamline painting effects.
Wider windows or post spacings of 36%
to 40 in., as compared to those used in
the past of 294 in., have also been used
to emphasize the long, low appearance
of the car. Reference was also made
to the installation of groups of cars
equipped with trucks and motors of the
new high-speed light-weight types. Ex-
tensive tests were conducted during the
year on the Chicago Surface Lines on a
number of equipments, including the
later type high-speed motors and trucks.
A summary of the results obtained is
included in an appendix. Another ap-
pendix gives power losses in electric
street car reduction gears. The report
also referred to the work of the Presi-
dents’ Conference Committee,

4. Lighting — This committee con-
tinued: its study during the past year
on headlighting for electric railway
cars. A complete proposed revision of
Manual Section D 121-30 on car light-
ing was presented in an appendix. The
principal revisions include recommenda-
tions of the use of dash illuminating
headlights, recommendations for rapid
transit car lighting, a method for com-
puting illumination for various types of
cars, together with other essential data.
Further investigation was made on the
use of 32-cp. lamps for interior illumina-
tion of motor coaches. The information
gathered was presented in detail in an

Evrectric RatLway JournarL—Qctober, 1931

593




appendix. Another table was presented
showing the demand for the twelve-
month period, ending May 31, 1931, for
street railway lamps, together with
other pertinent inforination.

5. Car Trucks—Revision of Manual
Section E2-27 to reduce the possible
end play of the axle by } in. was rec-
ommended. A study of nosing was
made, with the result of an alternative
type of journal bearing with a flat top
to eliminate rolling out of place, along
with a buttonless axle and wedge
which takes all the end thrust on the
end of the axle. Another design
of flat top bearing was also submitted
for use with the standard axle. An
alternative design of brakeshoe key was
submitted, which is thicker than the
standard key, and is designed to prevent
loose keys. Replies were received from
about 29 companies on roller bearings,
but no conclusions were drawn from the
data collected.

7. Trolley Buses—A set of rules and
regulations based on car wiring, but
reworded, as proposed by the N.F.P.A.
was presented. The latest design of
swiveling type shoes has greatly im-
proved operation over the heavier
trolley wheel, it is stated. Standardiza-
tion of motor-mounting bolt holes for
the 50-hp. motor was proposed, as well
as standardization of preparation of
the armature shaft for speedometer or
odometer drive, nomenclature and de-
signation of motors and trolley buses.
It was recommended that in wiring
trolley buses or reading wiring dia-
grams, the left-hand trolley base be
considered as positive.

8. Air-Operated Car Equipment—A
number of practices tending to reduce
the use of air and so prevent over-heat-
ing of the compressor were recom-
mended. Methads of installation of air
piping were proposed. The precipita-
tion of water from compressed air and
the main reservoir cooling system was
discussed in an appendix, and the
method of installing a radiating pipe to
eliminate danger of frozen air equip-
ment was proposed.

9. Noise Reduction—Investigation of
resilient wheels was continued. Tests
were made on the Lauhoff type wheels,
but have not progressed sufficiently to be
presented in the report. Tests made
during the year confirmed the previous
report that a cushioning of rails in
track construction would reduce the
sort of noise produced by the car by at
least 25 per cent. Sound determinations
on gear cases of standard types as com-
pared with similar ones covered with a
heavy coating of a rubber-like cement
were made. By this method, the noise
was reduced as much as 40 per cent. It
was recommended that soundproof gear
cases, floors, wheels and trolley bases
be used, as well as a form of track con-
struction in which the rail vibration is
muffled. It was recommended that light-
weight cars be developed, with a maxi-

mum of the car structure being spring
borne.

10. Rheostatic Car Heating—Informa-
tion has been collected on this subject,
and plans have been made to conduct a
series of tests on several properties to
determine the proportion of heat that
can be supplied from a rheostatic source.
Those companies which have experi-
mented already show that it is passible
to obtain 30 per cent to 60 per cent of
the heat required in this manner.

13. Limits of Wear—It was recom-
mended that limits of wear be adopted
as recommended practice: On inter-
urban cars, no wheels to have more than
1-in. hollow tread; treads not to be
more than 3% in. wide; original clear-
ance plus wear between pedestal guides
and journal boxes to be limited to a
total of 4 in. for either lateral or longi-
tudinal movement. Further study of
the subject was also recommended.

Way and Structures Division

1. Manual Review — Changes in
Manual Section W 42-29, specifications
for design and manufacture of tie rods,
were recommended. It was proposed
that a new Manual section be adopted
covering recommended standard specifi-
cations on track bolts and nuts, to be
identical in structure with the A.S.A.
specification covering similar material.
It was recommended that the A.R.E.A.
girder rail section included in the 1929
A.ER.A. Manual be included in the
Engineering Manual of Recommended
Standards. Revision of Manual Sec-
tion W 21-23, specification for quenched
carbon steel track bolts be taken up.

2. Special Trackwork—Data were ob-
tained on the experiences of the use of
the association’s design of tongue
switches and minor changes in the
design for their betterment. Designs
were also furnished for expansion
joints. Designs for hard center inserts
for mates are also included in the spe-
cial committee’s program.

4. Wheel and Rail Contours—Conclu-
sions of the committee indicated that
the problem is not very practical of
using cylindrical wheels with rails hav-
ing curved or sloping heads.

5. Wood Prescrvation — Information
was given on the number of subjects,
including economies obtained by operat-
ing utilities through the use of treated
timber, possibilities of a combination
preservative and fire-preventive treat-
ment for timber, preservation of timber
for use in car and bus construction and
maintenance, and practice of boring
preserved ties for spikes. The commit-
tee also stated that the subject has been
quite thoroughly covered, and recom-
mended that a small membership be
continued to keep the industry in touch
with new dBvelopments.

6. Arc Welding—Several changes in
specifications for welding rods were pro-
pased for consideration of the American
Welding Society. Maintenance of the

present contact and working arrange-
ment with the American Welding So-
ciety and the A.S.T.M. was recom-
mended. It also was proposed that the
committee personnel be reduced ma-
terially until such time as there is work
of a more definite nature to be under-
taken.

7. Alloy Steels for Special Track-
work—Tests were continued on welds
on special steels, including 11 to 14
per cent manganese stecl, chrome-nickel
steel and silico-manganese steel. These
welds were made with various elec-
trodes. A truncated cone was substi-
tuted as a drop test specimen for the
sharp-pointed cone used in last year's
tests. Detailed test results and a dis-
cussion by the members of the com-
mittee making the tests were included.

These tests covered a wide range of
compositions and physical characteristics
of alloy steels suitable for special track-
work. They were made in several dif-
ferent laboratories under the direction
of the chairmen of the subcommittees to:
which they were assigned. The indica-
tion was that the weld metal deposited
should be of a hardness approximating
that of the parent metal. In that event
the cold working due to the blows of
the hammer was better distributed and
the deformation of any one part lessened.
In general, the finding was that prog-
ress is being made, and that there is
a trend toward definite conclusions
which will be of great value in field
work.

It was recommended that the study
of alloy steel in use in special trackwork:
and the methods and materials for weld-
ing be continued. It also was recom-
mended that the assignment of develop-
ments in the Sandberg sorbitic process
of rail hardening be assigned to the
comimittee on rails, No. 14.

8. Pavecment — Studies of types of
pavement, contour and foundation, and
recommended types of construction suit-
able for modern heavy load conditions
on city streets, were made by this com-
mittec. Attempts of previous commit-
tees to design typical track and pave-
ment structures were not practicable,
according to the report. A preliminary
discussion of the economics of track
pavement was made by this year’s com-
mittee. This outlined a method of at-
tack and presented formulas for in-
vestigating annual cost. It was recom-
mended that the general subject be
continued under the latter title.

14. Rails—A form for branding rails
was recommended for adoption. The
relation between the rail wear on a
given section of track approaching stops
and between stops was furnished by the
Cleveland Railway, the results being
given in an appendix. Information was
presented on the mathematical proper-
ties of the association’s standard girder
rail sections. It also was proposed to
incude in the Manual the calculated
weights of various rail sections.

EvrectrIC RAILWAY JOoURNAL—V0l.75, No.11

594




Fake Accidents and Legal Problems

Considered by Claims Men

HAT they lacked in numbers

those in attendance at the ses-

sions of the Claims Association
on Tuesday and Wednesday made up in
intimacy and enthusiasm. The opening
session on Tuesday was begun as a
luncheon meeting, continuing through
the afternoon. C. E. Redfern, president
of the association, and claim agent
United Electric Railways, Providence,
reviewed briefly the work of the
previous year. Following routine busi-
ness, there was lively consideration of
the question of whether the association
should act as a2 clearing house for in-
formation concerning fake -claimants.
The issue was discussed pro and con, as
was also the question of the training of
claims investigators. For various rea-
sons, the proposal was abandoned that a
formal organization be set up through
which a clearing house might bedeveloped
in the claims field, but it was decided
that the various companies should ap-
prise each other through the association
where cases arose that were palpably
fraudulent in their aspect.

At the session on Wednesday, J. S.
Kubu, chairman of the Committee on
Uniform Negligence Law, and assistant
superintendent of the accident depart-
ment Cleveland Railway, presented his
report. He went quite thoroughly into
a discussion of the procedure connected
with the introduction of a bill of this
kind in the recent Ohio Legislature, a
bill it was felt would have passed except
for the confusion incident to the last
minute conclusion of business in the
Legislature. The bill was contested by
the insurance group, but the Cleveland
Railway openly sponsored the measure.
In fact, officials of that company spoke
in favor of the bill at Columbus. Dur-
ing the discussion, it was brought out
that a court decision has been rendered
in Michigan in which it is distinctly
held that passengers in automobiles are
not entitled to recover where negligence
has been proved. H. R. Goshorn, general
claim agent Philadelphia Rapid Transit
Company, explained a somewhat
similar Jaw passed by the Pennsylvania
Legislature four years ago.

Since G. T. Hellmuth, chairman of the
Committee on Claims Association Work
and its relation to the American and the
Transportation and Traffic Associations,
was not able to be present, his report was
read by J. W. McCloy, who acted as
secretary of the meeting. The opinion
expressed was that the Claims Associa-
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C. E. Redfern

President

tion can function most fully and in a
most valuable way through separate
sessions. The report by Mr. Hellmuth
was received and placed on file. Secre-
tary G. C. Hecker of the association was
then called on by Mr. Redfern to ex-
plain the problem of the relation of the
affiliated associations to the parent as-
sociation. Mr. Hecker went into the
relationship in some detail, but said
that it seemed to him the present method
of procedure was somewhat cumbersome
in that, under it, an executive set-up
was imposed upon the separate associa-

Chairmen of Claims Association
Committees

1—Wallace Muir, Nominations

2—J. S. Kubu, Uniform Negligence Law

3—G. T. Hellmuth, Study of Claims Asso-
clation Organizatlon

4—Bert C. Wood, Claims Department Prac-

tices
J. W. Giltner, Subjects

tions similar to that of the main associa-
tion, a set-up that militated against the
most expeditious handling of association
affairs. It was his opinion that under
any change made in the constitution, the
claims men should be fully represented
in the main committee activity. It was
up to them to evolve a plan which they
considered best suited to their require-
ments, and then to fight for it.

Owing to the unavoidable absence of
Hon. Horace Stern, of Philadelphia, the
address intended to be delivered by him
was not made,

Since it also was impossible for R. H.
Nesbitt, attorney for the Ohio Edison
Company at Akron, Ohio, to be present
to deliver his paper, “The Inter-relation
of Claim and Legal Departments,” it
was read ably by Mr. McCloy. This
paper was shot through with the dry
humor for which Mr. Nesbitt is so well
known.

At the conclusion of the reading of
Mr. Nesbitt’s paper, Mr. Redfern called
upon H. R. Goshorn, the dean of the
profession, to address the meeting. Mr.
Goshorn, was visibly moved by this
mark of recognition. He explained that
it had been possible for him to attend
only two of the meetings held in re-
cent years, but that this had in no
way decreased his real interest in the
affairs of the claim agents and the
problems that confronted them as a
body. At the conclusion of Mr. Gos-
horn’s remarks, Mr. McCloy referred to
the fact that he had recently been ap-
prised of the death in Seattle of George
Carson, who was president of the as-
sociation in 1915 and 1916, and who
had long been active in claims work,
having started with the Seattle Electric
Company many years ago. Subsequently
he served for a short while with the
Fifth Avenue Coach Company in New
York, but returned to Seattle. A
resolution of sympathy was adopted for
transmission to Mr. Carson’s family.

J. W. Giltner was then installed as the
new president. He said that the respon-
sibility for the work of the association
was not only his, but that of his as-
sociates. He made a strong plea for co-
operation to re-establish the work of the
association. As he saw it, there was
some merit perhaps in Mr. Hecker’s
proposal to merge the work of the Claims
Association more closely with that of
the main body, but he apparently was
not fully convinced that the method of
procedure which has heen suggested
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was sufficiently tangihle for him to at-
tempt to subscribe to it at this time. In
concluding the session, the past-presi-
dent’s badge was conferred upon Mr.
Redfern. The roster of officials for the
new yvear as elected following the report
of the Committce on Nominations was
as follows:

President—J]. W. Giltner, chief claim
agent Northern Ohio Power & Light Com-
pany, Akron, Ohio. i

First [7ice-President—L. H. Butter-
worth, claim attorney Boston Elevated
Railway, Boston, Mass.

Second Vice-President—Trevor C. Neil-
son, claim agent of the East St. louis

& Suburban Railway, [East St. lLouis, lil
Third Viec-President—G. T. Hellmuth,
general claims attorney Chicago, North
Shore & Milwaukee Railroad, Chicago, Il
Secretary - treasurcr—Guy  C. Hecker,
general secrctary American Electric Rail-
way Association.

Executive Committee—Edwin J. Page,
general claim agent United Railways &
Electric Company, Baltimore: S. 4
Bishop, general claim agent Pacific Elec-
tric Railway, Los Angeles; J. S. Harrison,
general claims attorney Jacksonville Trac-
tion Company, Jacksonville, Fla.; Frank
D. Edmonds, supervisor of claims Inter-
borough Rapid Transit Company, New
York.

The Inter-Relation of
Claimand Legal Departments

By
R. H. NESBITT

Attorney Ohio Edison Company
Akron, Ohio

T TIMES 1 have felt that there was
a tendency on the part of some
utilities to underestimate the importance
of the claim department as a- part of
the organization. Some look upon it
as a sort of barnacle, not ranking in
importance with other parts of the
work. In my humble judgement there
is no place where the earnings can
be more easily and quickly dissipated
than through an undermanned, poorly
organized and poorly supervised claim
department. Not only is the work im-
portant from the standpoint of financial
cutlay, but it is equally important from
the standpoint of public relations.

It is important, if the company is to
have the confidence of the public which
it serves, that its claim work be done in-
telligently, efficiently and in snch man-
ner as to leave as good a feeling with
the claimant as is possible.

The taking of intelligent statements
concerning accidents and the effecting
of fair and prompt settlement is a mater
that requires not only training but the
right type of individual. In making
investigations it is true as a rule that
the sympathies of a witness to an acci-
dent are generally with the injured
party, and consequently it is not easy
to overcome this feeling and secure
from the witness an actual statement of
the facts. The witness is frequently
hostile toward the company hy reason
of some real or fancied grievance
growing out of some past experience
in which he, himself, or some member
of his family was involved. Again, the

witness is busy and does not want to
be brought into the controversy. All
of these factors make the work of the
claim agent extremely difficult and, in
my judgment, it requires a trained man
and one qualified by temperament to
cope with the situation which he meets.

The work of the claim agent is not
only difficult but in many ways it is not
very satisfying. You are never quite
certain whether the settlement you have
made is a good one, or a fair one;
whether you have paid too much or too
little; whether the injury claim is a
real one or merely fanciful. Yon
have no stick by which the particular
injury can be measured. You are deal-
ing with a very intangible commodity
that has no market price—a fixed defi-
nite amount that can be ascertained by
consulting some price list.

Moreover, I want to speak briefly
concerning the matter of its supervision.
Inw the first instance, I believe that
there should exist between the lawyer
and the claim agent a feeling of mutnal
respect. By this I mean, not only the
respect which one man has for another
as a man, born of the feeling that such
a man is an honest, decent, right-think-
ing and right-acting individual, but a
respect also for the work or task that
each is attempting to perform. Some-
times there may be, and perhaps is,
a tendency on the part of the legal
department to forget or overlook the
fact that the claim department has its
own distinct job. Such an attitude is not
productive of the hest results and at

times not only tends to destroy initia-
tive on the part of the claim agent,
but prevents him from maintaining a
well-organized, close-knit and efficient
claims organization.

I conceive it to be the duty of a
well-organized claim department to
make a prompt and careful investi-
gation of each and every accident. The
care and diligence to be used cannot
always be measured by the apparent
seriousness or lack of seriousness of
the injury. In making an investigation
it is, of course, important to locate all
of the witnesses possible, but it is much
more important that the statcments
actually taken reflect the facts as the
witness knows and observes them.

From every viewpoint, in my opinion,
it is most important that the statements
taken from witnesses reflect the facts.
The opinion of the legal department on
the question of liability is based upon
the facts which appear in the file. It
relies upon the statements secured by
the investigator as evidencing the facts
surrounding the happening. I know of
no more disconcerting thing in the trial
of a case than to find that the state-
ments set forth as facts by some of the
witnesses are not the facts at all, but
have been colored and distorted either
by the witness or by the investigator
taking the statement. In these days I
am quite certain that the company, and
its legal department as well, would
prefer having the {facts in advance,
secured by a proper investigation, than
to ascertain them afterwards and per-
haps in the midst of a trial. The im-
portance of securing the truth in in-
vestigation should be brought home to
every investigator,

Perhaps the most frequent point of
difference between the claim and legal
departments has to do with the value
to be placed upon a particular claim.
Generally speaking, the legal depart-
ment can determine the question of
lability, and it is seldom that there is
any difference of viewpoint between the
lawyer and the claim agent upon that
subject. However, when we come to
consider the value of a claim there is
frequently a divergence of opinion.

Personally, however, I feel that the
claim department, and particularly the
chief claim agent, if he is an experi-
enced man, as he of course should be,
15 in a better position to judge the valne
of a claim than the legal department.

In our organization the claim depart-
ment has followed what I regard as a
very good practice by endeavoring to
give the legal department certain ideas
with regard to the claimant and the
witnesses. The file generally contains
statements which give in more or less
detail the appearance and characteristics
of the claimant as the claim agent ob-
serves them. The same is done as to
the witnesses. This information is
frequently very helpful to the legal de-
partment in assisting and fxing the
valuation upon the claim.
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Accountants Sz‘udy

Aprrtionment of Costs

EDUCED company income has
Rgiven the accountant another grave
responsibility, that of aiding in
keeping up the net. Steady trimming
of the expense account, reducing sched-
ules, and saving wages, power and
material, have necessitated an enormous
amount of work by the accounting
department in adjusting the various
items and calculating the final results.
With the expression of this thought,
C. E. Yost, president of the association
and treasurer and assistant secretary
Delaware Electric Power Company,
Wilmington, Del., opened the conven-
tion of the Accountants’ Association on
Tuesday afternoon. Although the asso-
ciation’s members have heen pressed for
time because of the present emergency,
the several committees, Mr. Yost stated,
had labored diligently in the preparation
of valuable reports. President Yost
referred to the publication of answers
to various accounting questions sub-
mitted to the committee on standard
classification of accounts, and to the
report on budgetary control, a timely
contribution for guiding in the prepara-
tion of the annual budget for next year.
Following the presidential address,
E. H. Utley, Jr., read the report of
W. L. Davis on the annual convention
of the National Association of Railroad
and Utilities Commissioners. Mr. Davis
referred to three committee reports of
interest to the accountants and gave
extracts from the recommended pro-
visions for uniform laws on the issuance
of public utility securities.

The report of the Committee on
Standard Classification of Accounts, of
which M. W. Glover, general auditor
West Penn Railways, is chairman, was
presented by E. A. Tuson, general
auditor Public Service Co-ordinated
Transport. Discussion of various costs
offering difficulty in classification was
entered by J. E. Heberle, P. C. Kilfoyle,
L. P. Hixson and J. P. Hudson.

Mr. Tuson also read the report of
the Subcommittee on Bus Accounting,
of which he is chairman. Mr. Tuson
said that the steam roads were also
vitally interested in this work and sup-
plemented the regular report with a
statement of the several states that had
adopted the standard classification in
whole or in part.

An abstract of the report of the
Committee on Budgetary Control, of
which R. Gilman Smith, statistician the

C.E. Yost

President

North American Company, is chairman,
was read by J. E. Heberle, assistant to
the president of the Capital Traction
Company. It was brought out in the
discussion by C. R. Mahan, W. H.
Scott, C. E. Yost, E. A. Tuson, J. P.
Hudson, and C. Frankland that a budget
is a real boon, particularly in a time
like the present, if the department heads
are alive to the responsibility of keeping
within the budget. The above reports,
as well as the other two referred to, are
abstracted on the following pages.

Officers for the coming year, nomi-
nated by the committee headed by
Edwin H. Reed, vice-president, Utilities
Gas & Electric Company, are:

President—]. E. Heberle, assistant to
president Capital Traction Company,
Washington, D. C.

First Vice-President—E, A. Tuson, gen-
eral auditor Public Service Co-ordinated
Transport, Newark, N. J.

Second Vice-President — C. R. Mahan,
comptroller Chicago, North Shore & Mil-
waukee R.R., Chicago, IIl.

Third Vice-President—E. H. Utley, Jr.,
general auditor Chicago, South Shore and
South Beud Railroad, Michigan City, Ind.

Members of the executive committee—
J. D. Evans, geueral auditor St. Louis
Public Service Company, St. Louis, Mo.;
John H. Moran, general auditor Boston
Elevated Railway, Boston, Mass.; R. Gil-
man Smith, statistician the North Ameri-
can Company, New York, N. Y.; and C.
Frankland, auditor Cincinnati Street Rail-
way, Cincinnati, Ohio.

These officers were unanimously
elected to head the association.

At the opening of the Wednesday
session, C. R. Mahan stated for J. D.
Evans, chairman of the Committec of
Fare Collections, that no formal report
had been prepared. Mr. Evans, how-
ever, prepared a comprehensive descrip-
tion of the fare structure of St. Louis
and the systems of collection and ac-
counting used in their connection, and
Mr. Mahan abstracted its contents.

Mr. Mahan also presented the report
of the Committee on Property Records,
of which he is chairman. This report
is ahstracted elsewhere.

The accountants were addressed at this
session on “Cost of Fare Collections”
by C. W. Stocks, editor of Bus Trans-
portation, and on “Individual Route
Costs as Influenced by Fixed Costs” by
I. O. Mall, research engineer transpor-
tation, New Orleans Public Service, Inc.
Mr. Stocks gave a comprehensive list of
all costs, both capital and operating, in-
volved in the collection and accounting
of fares, and urged that companies re-
vamp their systems fer the purpose. of
reducing expenses.

It was brought out in the discussion
of the first paper by J. E. Heberle,
C. E. Yost, C. H. Allen and C. B.
Trubenbach that complicated fare sys-
tems for buses slowed up the service,
involved large ticket costs, required
extensive accounting and resulted in
more errors. It was suggested that
companies analyze their systems of fares
to see to what extent they might be
simplifted.

Following Mr. Mall’'s paper, a num-
ber of questions were asked on the
bases used in the computation of route
costs and on the extent to which such
a survey could be used for an entire
system. E. A. Tuson, J. E. Heberle,
Dean J. Locke, C. E. Yost, H. R. Bige-
low and E. H. Utley, Jr., contributed
in this discussion.

Following the report of the Commit-
tee on Resolutions, read by W. H. Scott,
the new officers were installed and the
past-president’s badge given to C. E.
Yost. The incoming president, J. E.
Heberle, urged the members to become
familiar with all of the departments in
the transportation business and to
strive for a maximum degree of co-
operation in the solving of company
problems,
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Cost of Collecting Fares
By
C. W. STOCKS

Editor Bus Transportation

C. W. Stocks

WITH the growing tendency to use
several classes of fares, it would
seem that the time is right for manage-
ments to analyze the methods and prac-
tices that have grown up over a long
period of years, to see if, by revamping,
improvements cannot be made that will
effect a material saving in the expense
of this most important phase of trans-
portation.

To simplify the problem, so it may
be easily understood, and in order that
the full cost may be included, “The
Cost of Collecting Fares” can be
broken down easily into major items,
the sum of which will represent the
total money cost. These are: (1) In-
terest on plant and equipment used;
(2) cost of supplies; (3) labor re-
quired for aunditing and checking col-
lections; and (4) secret service inspec-
tion costs.

A listing of the capital charges would
include the following :

1. Investment in storeroom fixtures—
vaults, shelving, office furniture.

2. Investment in distributing facilities—
boxes, trunks, bags, locks, keys, trucks,
cars.

3. Investment in facilities at point of is-
suance—safes, shelving, locks, keys, office
fixtures, furniture.

4. Investment in collection devices for
use on cars and buses—overhead registers,
registering and locked fare boxes, turn-
stiles.

5. Investment in mountings on cars and
buses for collection devices.

6. Boxes, receptacles, etc., provided fare
collectors—change makers, ticket punches,
work boxes, change booths.

7. Fixtures and furniture at receiving
points for vehicle operators—coin counting
devices, safes, money bags.

8. Fixtures and furniture at auditing
points for revenue turn-ins—furniture,

safes, calculating and adding machines,
coin counting mechanisms, wrapping ma-
chines, ticket and transfer counting ma-
chines or weighing devices, other miscel-
laneous equipment.

9. Stock of repair parts for maintaining
fare collection devices—fixtures, benchcs,
tools, test blocks.

Under operating costs the following
items should be listed :

1. Printing cost of tickets, tokens, and
transfers.

(A) Tickets—Number and eclass of each
printed per year, number sold (recorded in
ticket float aceount), number colleeted, per
cent of waste or waste cost, shipping
charges from printer.

(B) Tokens—Number and classes pur-
chased, number sold, number collected,
replacements necded, shipping charges from
manufacturers.

(C) Transfers—Style and type used,
individual routes or system, cost of print-
ing, number issued, number collected, ship-
ping charges from printer.

-

2. Storage and auditing charges—rent of
storage space for tickets, tokens or trans-
fers prior to issuance, wages of storckeep-
crs, auditors for checking purposes and
other employees, rontine stationeiry costs
(report blanks, record books, letterheads,
other office supplies).

3. Distribution costs on system for tick-
ets, tokens and transfers—repairs to boxes,
trunks and bags or other means of ship-
ment, trucking charges from storerooms to
points of issuance. (Labor, gas, oil, main-
tenance of wvehicle.)

Determining Route Costs
By
I. O. MALL

Research Engineer, Transportation
New Orleans Public Service, Inc.
New Orleans, La.

IT IS impaossible to measure the char-
acteristics of route performance by
a casual perusal of conventional system
records. It is generally recognized that
in a composite railway system there are
paying lines and non-paying lines, and
that the better paying lines must help
support the lighter trafic or feeder
lines. With declining business and
shifting traffic conditions, it becomes
imperative that studies be made of in-
dividual routes. Complete elimination
of some routes may be in order. Sub-
stitution of cheaper service may be
practical. To measure accurately these
factors, it is desirable to segregate the
system into independent routes, and to
develop the traffic characteristics and
operating costs for each route with par-
ticular regard to fixed charges.
Determination of the fixed charges
for each route requires that the value
of all physical property be apportioned
to the respective rontes. The classified
accounts established for fixed capital
records are of such a general nature
that they do not facilitate such a segre-
gation. It becomes necessary, there-
fore, to break down these accounts into
such units as will permit this allocation,
and bring out those salient features
from which component costs may be
formulated. The basis of the invest-
ment value may be reproduction cost

as of specific date, or, if figures are

I. O. Mall

available, as determined by the book
value of fixed capital.

It is of particular importance that
those items of physical property spe-
cifically chargeable to a route be shown
separately from the remaining items,
which are applicable against the system
as a whole and chargeable to each route
on an equitable basis. The problem of
roadbed valuation is complicated be-
cause of the various types of track
construction encountered, and the fur-
ther fact that the classified accounts
treat the unit parts of the structure
as separate and apart from the whole.
The amount of the roadhed investment
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for a particular route is measured
largely by the physical requirements of
the - streets over which the route must
pass.

It is also desirable to develop a unit
value for each type of street car oper-
ated. Here again the problem is com-
plicated, in that the classified accounts
separatec the electrical equipment of
cars from the cars themselves. A de-
tailed valuation of individual cars with
their proper equipment must necessarily
be compiled. _

In one table may be outlined the in-
vestment by divisional items for a
typical car line, in relation to the in-
vestment for an entire system of which
this line is a part. This table also
should show the amount of fixed

charges consisting of interest, renewals
and replacements and property taxes.
The divisional maintenance and operat-
ing expenses for this same line may be
shown in a second table. Unless special
cost records have been developed, thesc
charges must necessarily be taken from
the classified accounts and allocated to
the respective routes on an equitable
basis. From the devecloped costs pro-
vided by these tables, thcre may bhe
shown in a third table an income state-
ment indicating the return on the in-
vestment required for its operation. A
similar statement for each route of a
system provides an indication of the
relative ability of the respective routes
to absorb the investment and operating
costs of the entire system,

Accountants’ Committees Make
Reports

Valuable

OUR major committees of the Ac-

countants’ Association prepared re-
ports during the year for presentation
at the convention, the Committees on
Standard Classification of Accounts,
Bus Accounting, Budgetary Control and
Property Records. The Committee on
Fare Collections made no formal re-
port or recommendations.

Standard Classification of
Accounts

On April 2, 1917, the Interstate Com-
merce Commission issued Bulletin No.
14, listing 440 interptetations in answer
to questions relating to the uniform
system of acounts issued by the com-
mission in 1914, Since that time, many
more questions have been sent in for in-
terpretation. The accountants’ com-
mittee has an arrangement with the
Bureau of Accounts of the I.C.C. to the
effect that before rendering a decision
on any questions raised, the bureaun will
submit the questions and proposed
answers to the accountants’ committee
for consideration and discussion. The
important questions, secured from the
committee’s files, were printed along
with the answers in the appendix of this
year’s report. The answers have not
been formally issued by the commission,
and are, therefore, subject to revision.
A total of 146 questions, covering the
classification of many types of charges
were answered in the report.

Bus Accounting

During the past year the work has
been almost entirely limited to contacts
with other bodies looking toward the
adoption of a uniform accounting system

N

»

Chairmen of Accountants
Association Committees

1—W, L. Davis, Representative for Ac-
countants’ Association at Annual Con-
vention of the National Association of
Railroad and Utllities Commissioners

2—R. Gliman Smith, Budgetary Control

3—NM. W, Glover, Standard Classification of
Accounts

4—E. H. Reed, Nominations

6—Charles R. Mahan, Property Records

A. Tuson, Subcommittees on Bus
Accounting

J. D. Evans, Fare Collections

J. E. Heberie, Subjects

that would be accepted and recognized
throughout the country. The commit-
tee’s contact with the Interstate Com-
merce Commission resulted in the draft-
ing of a tentative classification which
the commission, however, has not yet
seen fit to issue. The main reason for
this is that Congress has not yet given
the commission authority over motor
bus operation. Pending the enactment
of some such legislation, the Bureau of
Accounts is holding the matter in
abeyance instead of submitting it to the
various State commissions and other
interested bodies for their approval. It
should be remarked that the tentative
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draft as it now stands is in substantial
harmony with the A.E.R.A A. standard
classification.

Budgetary Control

Last year the committee ascertained
the reaction of many railways to the use-
fulness and desirability of budgetary
control. Among other questions, mem-
ber companies were asked whether the
committee should make a detailed study
of budget procedure, and, if so, in what
manner such a study could be made most
useful to electric railways. It was the
majority opinion of the replies received
that the committee should undertake an
investigation of this sort.

An examination of the suggestions
offered to the committee indicated that
the reporting railways were most in-
terested in the following phases of
budgets and budgetary control:

1. Clarifying the use and functions of
the budget idea. :

2. Outlining the method and technique
of budget procedure.

3. To present: for study a number of
budget systems, methods and forms actu-
ally in use in other companies, so that
comparisons may be made and desirable
modifications instituted.

In its report, the committee felt it
desirable to clarify the use and functions
of the budget idea first.

Following a detailed outline and
description of the budget system, the
report appended explanations and typical
forms covering the operating budget and
cash requirements budget in use by the
Cincinnati Street Railway, and the con-
struction budget procedure in use by
the subsidiaries of the North American
Company.

Property Records

Property records of a carrier should
be kept in sufficient detail to determine
and assemble readily the various ele-
ments of costs comprising the plant ac-
count for the specific purpose that the
information is intended to be used.
Financing capital expenditures, rate
making, and the creating of reserves for
depreciation, or renewal or retire-
ment, all are dependent upon certain
recognized elements contained in the
investment of road, equipment and prop-
erty accounts.

The purpose of the committee was
not to recommend any fixed procedure
at the present time, but rather to stimu-
late the interest of the accountants in
this important phase of accounting, in
order that the association may be in a
better position to consider the problem
when it may become necessary to com-
ply with regulations of a wuniform
classification, prescribing definite units
to be considered in the matter of depre-
ciation.

The report outlined in detail the
procedure now followed by one of the
member companies which finds it satis-
factory to meet all present requirements.
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T. & T. Association Studies

Results of Committee Work

ing the past year formed the basis

for the major part of the discus-

sion at the two sessions of the Trans-
portation and Traffic Association at the
Atlantic City convention. “Never, dur-
ing my sixteen years service with this
association,” said President Paul ‘Wil-
son in his opening address, “have the
members devoted sa much effort or given
so willingly of their energy for research
work than during the past year. The
plan decided upon in California in 1930.
to bring all committees together during
the year, was carried out in meetings at
Cincinnati and Chicago, and the results
have been so satisfactory that I heartily
indorse the continuation of that policy.”
Mr. Wilson discussed current eco-
nomic conditions as they affect trans-
portation and traffic. “How is it pos-
sible,” asked Mr. Wilson, “to furnish
a reliable public transportation service,
a rapid service, a safe service, com-
fortable and economical transportation,
if we are not to be protected by ade-
quate regulation of trafic? How shall
we meet the competition of the privately
owned car, street stored at public ex-
pense? How much longer shall we
discomfort our patrons to avoid colli-
sion with traffic forced into the path
of our vehicle to avoid the parked
vehicle? The franchise right to trans-
port passengers for hire is a mockery
when the streets in which this right
has been given are contracted from
highways to lanes and at times to “no
thoroughiares”? The monaopoly of the
public carrier in most cities is today
synonymous with liability. It has been
a frequent plaint of many of us in this
association that the executive heads of
our companies have been too often unac-
quainted with their business as seen
through the eyes of the traffic employee.
I firmly believe that our present ad-
versity may, in this particular, be a
blessing disguised, because with expense
mounting in direct proportion to the
growth of this congestion of our streets
increased income cannot be secured, for
we are prevented from the real use of
the facilities we operate. No problem
in this industry is so pressing for solu-
tion as how to remove the unneces-
sarily parked automobile from the pub-
lic highway. We still are the carrier

C OMMITTEE accomplishment dur-

Paul E. Wilson

President

L
of a majority of the people. Surely
the rights of the majority must prevail
and just as surely must we assert their
rights.”

Following Mr. Wilson’s opening ad-
dress, the association heard the annual
reports of the Executive Conunittee and
the secretary-treasurer, and approved
the recommendations of the Committee
on Nominations by electing the follow-
ing officers for the coming year.

President—R. N. Graham, vice-president
and general manager Youngstown Munici-
pal Railway.

First Vice-President—F. L. Butler, vice-
president Georgia Power Company.

Second Vice-President—Adrian Hughes,
Jr., superintendent of bus transportation,
United Railways & Electric Company,
Baltimore, Md.

Third Vice-President—D. L. Fennell,
general superintendent of tramsportation,
Kansas City Public Service Company.

Seeretary-Treasurer—Guy C. Hecker.

For members at large to the execu-
tive committee ;

C. H. Evenson, superintendent transpor-
tation Chicago Surface Lines.

W. W. Holden, manager San Antonia
Public Service Company.

R. W. Emerson, vice-president Cleve-
land Railway.

R. W. Emerson, vece-president Cleve-
phia & Western Railway.

The first subject brouglht to the atten-
tion of the association was that of the

transportation employee. Clinton D.
Smith, general manager Philadelphia &
Western Railway and chairman of the
Committee on the Transportation Emi-
ployee, rcad the committee's report
which recommended the broader use of
the industrial talking movie in educa-
tional work. The recommendations of
this committee will be found elsewhere
in this issue.

A paper prepared by R. S. Soule led
the discussion on this report. He in-
dorsed the recommendation of the comi-
mittee for the use of industrial talking
pictures, but added that in his opinion
it should in no way interfere with the
conference methad of education which
has been so successful.

The report of the Committec on the
Passenger was then presented by W, B.
Brady, vice-president Central Public
Service Corporation. The report sum-
marized an intensive study on the sub-
ject of surveys and their use in a
number of cities throughout the coun-
try. This committee urged the use of
employees for making the survey. An
abstract of the report follows this
article.

A. F. Blaser, chief engineer Cleveland
City Commission, in a prepared dis-
cussion read by the secretary, sum-
marized this report on the passenger by
pointing out the likes and dislikes of
the public at large. In substance, he
showed that a company operating with
low fares and convenient transfer sys-
tem, with speed, comfort, convenience,
economy and dependability gave a
security to the public, not only to the
habitual rider but to the occasional
rider as well.

A. J. Fink, director of transportation
St. Louis Public Service Company, and
J. H. Pritchard, manager Lynchburg
Traction & Light Company, Lynchburg.
Va., discussed the subject of transporta-
tion surveys in St. Louis and Portland,
Ore., respectively. Mr. Fink told ot
the general merchandising plan being
carried on by his company and showed
how, by use of personal contact and
the radio, the public was kept informed
of major improvements and develop-
ments. He particularly explained how
the personal element phase of the
survey overcamec the obstacles in chang-
ing operations of lines from two-man
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to one-man operation. Mr. Pritchard
based his discussion on the transporta-
tion analysis made in Portland, Ore,
where lie was located before going to
Lynchburg. He stated that the survey
there brouglit to the front such criti-
cisms of company operations as incon-
venient transfer points, lack of comfort,
poor ventilation, inadequate knowledge
of schedules, safety, and claims prac-
tices.

Although it was conceded that a
transportation survey was, in some
form or other, necessary and desirable
in giving the public what it wanted,
there was a pronounced dissent to the
method outlined in this committee re-
port. Alonzo R. Williams, vice-presi-
dent and general manager United Elec-
tric Railways, Providence, R. 1., J. B.
Stewart, Jr., general manager in charge
of operation Cincinnati Strect Railway,
and Eustace Smith, Jr., execntive assist-
ant Toronto Transportation Commis-
sion, frankly opposed the employee
personal contact with the public in the
matter of surveys of this nature. Mr.
Williams obtains information of the
public’s wants through his employees in
everv-day contacts without special solic-
itation. Mr. Smith explained the func-
tioning of a transportation research
department in Toronto and how it keeps
in contact with public desire and
opinion for the guidance of his com-
pany’s development and improvement
programs.

R. N. Graham, vice-president and
general manager Youngstown Munici-
pal Railway, and W. W. Holden, man-
ager San Antonio Public Service Com-
pany, expressed thie opinion that per-
sonal contact surveys emphasize details
of operation which are sometimes over-
looked by the management, and that by
means of these surveys criticisms and
comments are obtained from people
who are not regular passengers. H.
R. Biery, director of public relations
Cincinnati Street Railway, asked the
association to give special consideration
to the point hrought out in the com-
mittee report with regard to special or
reduced fares in the evening hours
when groups of several persons or
families usually avail themselves of
private transportation vehicles.

The second session of the association
was also devoted to the study of com-
mittee reports. The report of the Com-
mittce on Operating Economics was
placed before the meeting, approved and
accepted without reading because Joe R.
Ong, director of research Cincinnati
Street Railway, chairman of this com-
mittee, used this report as the basis of
his address before the general session
on Thursday morning. The report is
abstracted elsewhere in this issue.

C. W. Wilson, manager of research
department  Pittsburgh  Railways, as
chairman, reported for the Committee on
the Movement of the Vehicle. This re-
port presented a study of many factors

of operation, equipment and traffic
which affect the movement of strect
cars and buses in the city streets. An
abstract of this report appears elsewhere.

This report brought out a long and
interesting discussion. D. J. Graham,
manager of railway utility Winnipeg
Electric Company, led the discussion
by commenting on equipment, schedules,
car stops and traffic interference. He
recommended reconstruction of cars to
obtain the best possible circulation of
passengers, improved braking equip-
ment to obtain faster deceleration rates,
the adoption of motors to obtain higher
speeds, and the installation of better
seats, good _lighting and ventilation.

Burton Marsh, traffic engineer City
of Philadelphia, was the second speaker
in this discussion. He commented on
the report, and, from the standpoint of
cquipment said that the railways had
to improve their equipment to set aright
an automotive-minded public. He urged
the railways to lead in fostering intelli-
gent traffic regulation by community
officials, and pointed out the necessity of
discipline in the operation of traffic sys-
tems. He recommended the use of
safety zones wherever possible and
stated that railway managements could
be of great help to traffic officials in
getting these established. Mr. Marsh
discussed signals and other devices for
traffic control.

E. J. MclIlraith, staff engineer Chi-
cago Surface Lines, offered several

constructive criticisms of the report.
He objected to a statement which in-
dicated that the gas bus and trolley bus
are generally accepted as being better
able to negotiate modern traffic. He
stated very emphatically that under like
conditions of traffic density, street cars
will move at greater speeds than gas
buses or trolley buses. Mr. Mcllraith
discussed schedule construction and
maintenance and pointed ont the neces-
sity for having experts do the engi-
neering work in the construction of
schedules.

A. R. Williams, vice-president and
general manager United Electric Rail-
ways, Providence, stated that manage-
ment must approach the problem of
vehicle movement from the angle of the
community as a whole and recom-
mended co-ordinated effort with city
authorities to remove factors which are
now hindering efficient movement.

T. Fitzgerald, vice-president and gen-
eral manager Pittsburgh Railways, told
of the accomplishments in Pittsburgh
as a result of an expert engineering ap-
proach to the subject. He told how the
rewinding of motors on cars had per-
mitted speed increases of as much as 17
per cent and showed how the faster
service had increased revenues.

At the end of this session Paul
Wilson, as president of the association,
installed the new officers and received
the past-president’s badge from R. N.
Graham, the incoming president.

=

T.&T.Committee Accomplishments

The Passenger

This report presented a plan for ob-
taining a qualitative analysis of the
business of transportation. It stressed
the benefit which will accrue to any
company which goes out, with its own
men or with professional outside help,
to determine the sales possibilities of
the product it has to offer to its local
public. This not only brings to the
knowledge of the residents through the
visit of a courteous employee the exist-
ence of an up-to-date transportation
system ready and anxious to serve them,
but these same employees return to the
office and bring not only that criticism
which makes for more efficient service
but encouragement as well and “leads”
for the further sale of transportation.

Furthermore, in their capacity as in-
terviewers the men meet the public in
an entirely new relation and have an
opportunity perhaps for the first time
for many of them to obtain the point of
view of the passenger.

[n cities where surveys have been
made, careful study was made in ad-
vance in order to obtain opinions from
representative sections of the com-
munity. Such sections were divided

into income groups, groups living near
the established transportation facilities
or farther away from them, automobile
owning and non-automobile owning
groups, etc.

In the group living at a distance from
established facilities, the predominant
demand was for some kind of trans-
portation, both from owners of auto-
mobiles as well as non-owners. These
surveys are, in fact, the finest evidence
ever collected of the essential part that
public transportation plays in urban life.
Many were assured by real estate
agents that such transportation would
be provided, but now blame the trans-
portation companies for the plight that
they are in.

*These surveys establish the rapidly
growing realization on the part of own-
ers of the difficulty of using automobiles
in cities except at night, due to traffic
congestion and parking troubles. But
at night, for attendance at places of
amusement the automobile shows no
waning popularity. This is partly be-
cause such use is frequently for several
persons or whole families where the
cost of individual street car rides be-
comes large in proportion. The com-
mittee helieves that earnest attention
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should be given to the possibility of
winning back these family groups
through some form of fare reduction
during the off peak hours,

These surveys showed the transfer is
by no means popular, especially in
cities where winters or summers are
severe, Evidence shows that pas-
sengers will do much to avoid the in-
convenience of transferring. The com-
mittee urged the necessity of a careful
study of routing with more considera-
tion to the passenger and perhaps a
little less to the operating department.

The Transportation Employee

Particular attention was given in
this report to a recommendation that
the development of the transportation
employee be facilitated through the nsc
of the industrial talkie. Numerous
practical methods were found on many
properties for training transportation
employees for higher standards of
service. It was the opinion that the in-
dustry shonld concentrate on the super-
visors to train them for higher stand-
ards of performance. It was convinced
that success of training or sales pro-
grams required first that the super-
visory group become not only sales-
minded bnt also fully competent to
enforce training programs.

Practices used by competitors in car-
rying on their sales training programs
were summarized. Tire manufacturers
and distributors of automotive fuel sup-
plies use the industrial talkie exten-

sively in their sales development
schedules. For instance the difference
between profitable and unprofitable

operation of a service station appar-
ently depends upon two major factors,
which have analogies in the transporta-
tion field:

1. Keeping the cnstomer’s gasoline
tank filled, his engine properly sup-
plied with oil and his car adequately
equipped with tires.

2. Making the sale the occasion for
a perfect contact.

The chief competitor, therefore, is the
service station as much as it is the
antomobile itself. Hence recognition
must be given to the sales instructions
for service station attendants, a group
who in average intelligence are com-
parable with the operators in the trans-
portation industry. This method in-
volves the industrial talkie to a greater
degree than any other item. It has the
following advantages:

1. Eliminates unprepared speeches and
instructional programs.

2. Avoids repetition of statement and,
therefore, boresome material.

3. Secures the most effective delivery of
the instructor or executive.

_4. Affords nnlimited use, and conserves
time,

S. Secures the talent of executives now
going to waste for lack of time to make
contacts with employees.

6. In training and sales programs, the
talkie secures in dramatic style: (a) Vis-

Chairmen of Transportation and
Traffic Association Committees
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3—Clinton D. Smith, Transportation Ein-
ployee

4—C. W. Wilson, Movement of the Vehicle

5—Joe R. Ong, Operating Economics

6—\W. B. Brady, The Passenger

nal illustration of sales principles; (b)
carefully prepared instruction; (c) 100
per cent standardization of instruction; (d)
maximum coverage of employees.

The committee believed it would be
possible to prepare industrial talkies
which would include fundamentals of
training applicable to any transporta-
tion company. It discounted the con-
tention that each company has a local
situation which would prevent the adop-
tion of a general film. Attention was
drawn to the fact that competitors re-
frain from the use of a home-made
preparation of industrial films but pre-
sent their sales problem to specialists
who properly dramatize the situations
and use the technique possessed only by
a film service organization.

The committee recommended that an
appropriation be authorized next year
for the making of a 1,000-ft. talking
movie, under the supervision of a joint
committee representing both associa-
tions and the Director of Advertising,
which would be made available to mem-
ber companies at a nominal cost. An
appendix listed a number of situations
suitable for film adaption.

Movement of the Vehicle

Enough has been done to demonstrate
without question that the street car can
once more resume its place and hold its
own in urban traffic, according to the
committee. It stated its belief that no
one factor can do more to stimulate the
morale of the industry and to improve
public attitude toward it than the return
of a common conviction by operators
and the public that a modern street car
is not an obsolete impediment in city
traffic and that it can move aggressively
with the traffic stream. While the effect
of such an intangible as movement can-
not be measured exactly, it exerts a
powerfnl influence upon the general out-
look of the industry, the attitude of ex-
ecutives, the morale of trainmen, the
satisfaction of the present riders, the

appeal to the potential riders, the im-
pression upon the general public and
upon municipal administration officers.

Movement involves reduction of time

between terminals, of course, but there
is much more than just “'so many miles
per hour.” For many years the state-
ment that “the street car is the slowest
vehicle on the street” has been dinned
into our ears. To a large extent this
still is literally true. To say that the
industry has been whipped and has not
been doggedly trying to absorb the
blows that have come in the process of
the change from a monopolistic to a
keenly competitive field would be un-
fair and untrue. Reason has insisted
that mass transportation is a vital neces-
sity of populous communities, that the
street car is the onc economical mass
carrier, and that stabilization and im-
provement would inevitably materialize.
There is no denying, however, that the
inability to re-equip completely with
new, modern vehicles and the disheart-
ening effects of traffic interference have
had their adverse influence upon initia-
tive and enthusiasm.

But there is now a new note. Execu-
tives, patrons, street car operators, and
antomobile drivers have seen street cars
hold their own in the traffic stream with
antomobiles that were in the habit of
cutting in on them at will. Many of
these were new cars of new design, but
among them were some of the samc

street cars that had in the minds of

some been relegated to a position of
permanent obsolescence, Car operators
have felt a new encouragement when
the response to their controllers made
antomobiles hesitate and then show
signs of respect. Passengers have ex-
perienced and felt the satisfying pull
of a quick, yet smooth, acceleration that
has put them on even terms with anto-
mobile drivers in getting away from
stops. And in many instances, so far
as outward appearance goes, they were
the same cars that had been in service
for years.

Accomplishments so far have been
relatively modest. They definitely in-
dicate, however, what the possibilities
are. Refinements to the improved
equipment are needed and are being
worked upon. The important thing is
that a reasonably effective, tangible an-
swer to the problem of negotiation of
modern urban traffic by strcet cars—
not only by new cars but by cars that
are not new—is being daily seen and
experienced.

The committee chose the following
factors for their study of vehicle move-
ment.

1. Equipment: With emphasis on strect
cars now in service.

2. Factors affecting movement, other
than equipment, over which transportation
officials have direct control.

3. Factors involving traffic interference
over which electric railway transportation
officials do not have direct control.
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Bus Men Discuss

Legislation and Sales Promotion

securing federal regulation of in-

terstate bus operations, ways of
promoting traffic sales, the necessity of
improving the safety of operation and
the development of terminal facilities
occupied the attention of delegates to
the fifth annual convention of the Na-
tional Association of Motor Bus
Operators held at Atlantic City, Sept.
28 and 29. For the first time the bus
meeting was held simwultaneonsly with
the A.E.R.A. convention, thus afford-
ing bus operators an opportunity to in-
spect the annual exhibit. Arthur M.
Hill, president Blue & Gray Traunsit
Company, and also president Charleston
Interurban Railroad, Charleston, W. Va,,
was re-elected president of the or-
ganization, and R. T. Whiting, vice-
president and general manager, Wash-
ington Motor Coach Company, Inc.,
Seattle, was re-elected vice-president.

An address by Senator Barkley, of
Kentucky, member of the Committee on
Interstate Commerce of the U. S.
Senate, on the necessity and desirability
of interstate bus regulation was pre-
sented at the convention. The Senator
expressed the opinion that legislation
should be enacted at the coming ses-
sion of Congress, and that it should in-
clude provisions for the issuance of
certificates of convenience and neces-
sity and protection for carriers already
furnishing satisfactory service.

The previous bill, designed to secure
regulation, has failed of passage, the
Senator said, due to difficulties in secur-
ing agreement on details, and not be-
cause of differences as to whether or
ot there should be regulation of inter-
state bus operations. He referred, par-
ticularly, to the amendment which was
introduced at the last session which
would have made it mandatory for the
commission to issue duplicate certifi-
cates over the same route. In his
opinion, those who have pioneered and
developed a service should be protected
and given the opportunity to furnish
the service deemed necessary before an-
other company is given permission to
operate over the same route. Inasmuch
as bus operators, railroads and their
employees, State regulatory authorities,
and the Interstate Commerce Commis-
sion are all urging the passage of the
legislation desired, he said he could not
see how Congress could long postpone
passage of a suitable measure. In his
opinion hus operation is as nuich a pub-

CONSIDERATION of the need ot

Fifch Annual N.A.M.B.O. Con-

vention held at Adantic City

gives members opportunity to
inspect A.E.R.A. exhibit

lic utility as water, light and gas com-
panies and therefore just as needy of
regulation for its own as well as the
public’s protection.

Improvements in terminal facilities
were reported to be progressing steadily
according to the committee studying
this phase of bus operation. It was
suggested that operators should devote
more attention to the education of their
agents to sell through transportation,
establishing a particular counter for this
purpose if the city is large enough to
warrant it. The use of a national guide
was advocated in the belief that a
greater dissemination of schedule infor-
mation will react in the increased sale
of through tickets.

Elimination of exhaust and engine
odors from the bus body was suggested
by the Committee on Equipment De-
velopment, H. B. Hewitt, chairman, as
of paramount importance. The in-
crease in the ratio of horsepower per
unit weight was cited as one which
should mean better schedule perfor-
mance. Steering ease incorporated in
some of the newer vehicles would
eliminate driver fatigue, it was said, and
should promote greater safety of
operation,

More care in advertising by the
spending of nioney where greater value
could be obtained, the employment of
advertising counsel and the use of co-
operative methods was reported by the
Committee on Advertising, C. W.
Stocks, chairman, as the principle de-
velopment in this field of sales promo-
tion.

A resolution authorizing the prepara-
tion of a bill to be presented to Con-
gress on practically the same basis as
the one previously drawn followed the
Legislative Committee’s report, which
was presented by S. A. Markel. An-
other resolution put the association on
record as opposed to the placing of
tariffs on importations of petroleum and
its products.

The contention that bus lines do not
pay sufficiently for the cost of highway
construction and maintenance and do
not contribute sufficiently to the general
cost of government should be countered
by acquainting the public fully with

what the buses are now paying, in the
opinion of Ivan Bowen, attorney Grey-
hound Lines.

How a large company educates its
ticket agents and information clerks
was described by J. B. Walker, Grey-
hound Lines. By using a series of
charts, agents become acquainted with
the rest of the organization and are
shown what their function is in the
promotion of the company’s business.
The ,importance each agent and each
passenger secured bears to the com-
pany’s success was carefully pointed out,

That safety in operation is a factor
in the promotion of sales and in the re-
duction of costs was indicated by the
remarks of Marcus Dow, safety direc-
tor Greyhound Lines. Training of
drivers, he said, must be started before
the man is put to work and continued
during the whole period of his employ-
ment. It is essential to keep up in-
terest in accident reduction, and to do
this the entire corps of driver super-
visors must be equipped to command
continued attention to the subject all the
time.

Alfred Reeves, general manager of
the National Automobile Chamber of
Commerce, urged operators to exert
every effort possible to cultivate the
friendly co-operation of other highway
users. He suggested carriers consider
that even though they feel that they are
highly taxed, the vast majority of high-
way costs are still being borne by the
private car owners.

The second afternoon session was de-
voted to the presentation of Bus Trans-
portation’s second annual awards to
those companies which had shown the
greatest improvement in the efficiency
and operation of their maintenance de-
partments. Presentation of the awards
was made by L. F. Stoll, publishing
director of Bus Transportation, Avia-
tion, and ELECTRIC RAILWAY JOURNAL.

Awards were made to Community
Traction Company, Toledo, and Capital
Traction Company, Washington, D. C.,
in the city classification, and to Blue &
Gray Transit Company, Charleston,
W. Va, and Blue Ridge Transporta-
tion Company, Hagerstown, Md., in the
intercity group. Two awards for both
city and intercity companies were made,
depending on whether the annual mile-
age was more or less than 3,500,000.

The convention voted to hold the an-
nual meetings for the years 1932 and
1933 at Chicago.
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Panoramic view of the Boardwalk Pageant depicting mass transportation in its many phases

Co-ordinated Transportation Featillh

Golden Anniversary Exhibit

EVER has a more striking pic-
N ture of co-ordinated transporta-

tion been presented than was
portrayed by the exhibit at the 50th
annual convention of the A.E.R.A. at
Atlantic City, Sept. 28-Oct. 2. This
year’s show was the first in two years,
there having been no exhibit at San
Francisco in 1930. Since the 1929 ex-
hibit, which was the first held in the
auditorium, advances in products avail-
able to the transportation companies
have been many. New types of cars,
buses, trolley buses, electrical and me-
chanical equipment, track materials and
accessories have been developed. The
floor area covered by the exhibit this
year was 80,347 sq.ft. A total of 123
exhibitors were represented.

To observers it appeared that the ex-
hibitors this year utilized the space at
their disposal to better advantage than
in past years. Perhaps fewer products
were shown, but the manufacturers
placed greater emnphasis on the latest de-
velopments. In the past two years the re-
search of the manufacturers has brought
out new designs, which while not in all
instances embodying radical changes,
showed marked refinement from pre-
vious models. Detailed refinements of
design and production that were born
of experience in the field and in the
laboratory were incorporated in a large

number of the products exhibited. A
touch of the historic, contrasting the
old with the new, the past with the
present, added considerable interest.
For the convenience of the delegates
the displays were arranged in groups
according to the type of products. Espe-
cially prominent was the impressive dis-
play of the Aluminum Company of
America, which occupied the entire
stage. Immediately in front of this
was the section devoted to motor vehi-
cles, automotive accessories and tools.
The remainder of the floor was filled
with railway accessories, carefully
grouped, with the trackwork and main-
tenance-of-way exhibits occupying a
section on the south side of the floor.

TRANSPORTATION PAGEANT ATTRACTIVE

Among the displays that were out-
standing, judged by the interest of the
visitors, might be mentioned the Board-
walk pageant of vehicles on the Con-
vention Hall Plaza, which was ar-
ranged by the Manufacturers’ Advisory
Commiittee to conunemorate the golden
anniversary meeting of the American
Electric Railway Association. This
display brought together all of the units
except a rapid transit car that might be
used in a co-ordinated transportation
system for a large city. It consisted of
ten separate vehicles all finished in a

uniform attractive color scheme of light
green and white, so that the interest
would center on the vehicle itself rather
than on some peculiarity of external
finish. Heading the column was a high-
speed interurban car of the Philadelphia
& Western Railway. Following this
was a large city car, then a medium-
sized city car. Then came a 40-pas-
senger trolley bus and a 30-passenger
trolley bus. Four buses appeared in
order of size: a 42-passenger, a 38-pas-
senger, a 3l-passenger and a 2l-pas-
senger. A taxicab brought up the rear
of this column. A pleasing historic
touch was added to the pageant by the
display of a horse car of the vintage of
1882, by its contrast showing the tre-
mendous strides that have been made in
the mass transportation industry.
Much interest was shown in the
Philadelphia & Western car, which was
developed jointly by the railway and the
J. G. Brill Company after more than a
year’s research. It embodies radical
departures from standard practice. Its
streamlined exterior with wedge-shaped
front windows was striking. Being
designed to cut down wind resistance
at speeds of 80 m.p.h., it gave the imn-
pression of speed. The design carries
out many of the trends of recent years.
The body is all aluminum except for the
body bolster and the roof carlines.
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To the left of the P. & \W. car was a
large city-type car, one of an order for
130 built for the city of Detroit by the
St. Louis Car' Company representing
the modern type of heavy city cars.
Next in line was a double-truck me-
dium-sized city car built for Santiago,
Chile, by the J. G. Brill Company.

Following the three cars was a stand-
ard 40-passenger trolley bus built by
the Twin Coach Corporation. It has
the new central control design for elec-
trical equipment, and was of the same
general type as the trolley buses fur-
nished to several systemns.

Then came a Brill 30-passenger trol-
ley bus of standard design, illustrating
the smaller-sized vehicle of this class.

To the left of these vehicles were, in
turn, four buses of various sizes. First
was a 42-passenger bus built by Mack
Trucks, Inc., for heavy service, with
front entrance and rear exit. Next came
a Model 54-A bus built by the White
Company. It was of front-entrance,
center-exit type, and seated 33 passen-
gers. At its left was a Model Z-29
bus built by the General Motors Truck
Company. It had an all-metal body, and
was designed to seat 31 passengers.
Fourth in the line of buses was a 21-
passenger city-type vehicle of the Fargo
Motor Corporation, designed for cir-
culating load. The taxicab at the end
of the line was a new model built by
General Motors.

Main Rarmnway ExHiBIT
IN AUDITORIUM

Inside the auditorium the display of
street railway equipment covered a wide
range. Trucks, maotors and brakes were
features in several .of the exhibits.

Of three types of trucks exhibited,
two were built for worm drive. The
J. G. Brill Company showed its new
90-E truck, in which the drive, with a
7.1 to 1 reduction, consists of a hardened-
steel worm meshing with a bronze
worm wheel pressed directly on the axle.

The No. 52-C truck recently brought
out by the Timken-Detroit Axle Com-
pany for city service was the feature of
this manufacturer’s display. This truck
differs from the company’s previous
model, the 52-B, in having bronze jour-
nals and solid axle shafts. The worm
gear set is of the underslung type with
three-bearing worm shaft mounting.
Automotive leaf springs carry the frame
and motors and serve to maintain the
axles in proper relation to each other.

Of interest in the car truck built for
the Indiana Railroad and shown by the
General Steel Castings Corporation was
the inclusion in a single unit of the
wheel piece members—transom, pedes-
tals, motor support brackets and inciden-
tal brackets for hanging clasp brakes.

Motors covering the entire traction
field were displayed by the General
Electric Company. In addition, some
old motor equipments were shown to

illustrate the many improvements that
have been made during the last 30 years.
The modern equipment included a 35-
hp., 600-volt motor, designed for high
accelerating rates, and weighing com-
plete 1,500 1b. Another unit of recent
design was the GE-1154, 600-valt, 50-hp.
motor of high-speed design for trolley
bus and street car service. It weighs
complete 785 1b. Equipment for the
modern gas-electric bus comprised a
DT-1121 generator suitable either for
single or double-motor drive and a GE-
1151 motor used for double-motor drive.
The latter unit weighs complete 510 1b.
In the trolley bus field there was shown
a Type PCM control unit designed for
handling two 50-hp. motors, and a 10-ft.
light-weight air compressor.

The Westinghouse Electric & Manu-
facturing Company’s motor exhibit in-
cluded seven types. The largest of
these was the 190-hp., 600-volt motor
built for the 300 cars to be operated in
the New York City subway. This mo-
tor weighs complete 5,300 1b. Other
displays showed the Type 511, 35-hp.,
600-volt motor, with single-reduction
gear, designed for 26-in. wheels in city
service, and the Type 510-E, 35-hp.,
600-volt motor, designed for 26-in.
wheels, of which there are about 9,000
in service. Motors for trolley bus serv-
ice included the Type 1426, 50-hp., 600-
volt, high-speed motor weighing 830
Ib., and the Type 1427, 35-hp., 600-volt,
motor, weighing 630 Ib. The Type VA
trolley bus control equipment with foot-
operated master controller was exhibited
on a rack, with complete control ap-
paratus for rear mounting. Other con-
trol equipment was the Type VA car
control and the Type XM-39 recently
ordered by the Chicago Surface Lines.
Renewal parts were grouped by related
lines. This display included complete
field shunting equipment, motor parts,
and electro-pneumatic valves.

Several attractive displays were de-
voted to brakes, bearings and gears for
electric cars. In this group the West-
inghouse Traction Brake Company fea-
tured the new self-lapping brake valve.

A traction hooster, designed to afford
greater retarding force to the car by
means of magnetic shoes pulling the
truck frame toward the rails to shorten
the stopping distance, was also dis-
played. The Safety Car Devices Com-
pany had a complete operating model
with air brakes and control equipment
using the new type of seli-lapping brake
valve for hand and foot operation.

In this line of equipment, the Na-
tional Brake Company displayed a Pea-
cock 1250 brake, an improvement over
the No. 440 brake, in use largely in the
equipment of electric locomotives. It
was displayed as the highest-powered
hand brake on the market.

The American Brake Shoe & Foun-
dry Company exhibited its A.E.R.E.A.

standard patterns of steel-backed brake
shoes, and malleable-iron brake heads
and keys. Clasp brake equipment, as
used on multiple-unit high-speed trucks,
and miscellaneous steel castings used
in street railway work, were shown by
the American Steel Foundries.

The Chillingworth Manufacturing
Company exhibited a variety of gear
cases; typifying modern construction
and design, for both Westinghouse and
General Electric motors. This com-
pany also showed for the first time a
gear case which was treated with a
compound to silence the noise caused
by the gear and pinion.

To those historically minded the ex-
hibit of the Tool Steel Gear & Pinion
Company, showing the evolution of the
Tool Steel gear in 25 years, was of spe-
cial interest. In the line of more mod-
ern equipment this company showed a
high-reduction unit for high-speed mo-
tors and a lead-quieted gear.

Of chief interest in the exhibit of
the Johns-Manville Corporation was
the full-size section of a street car in-
sulated in the floor, walls and roof with
Salamander car insulation. The ceiling
of this car was treated with J-M acousti-
cal correction. This system of sound
and heat insulation and the acoustical
correction have been installed in many
passenger cars of steam and electric
railways. For buses, the Johns-Man-
ville Corporation displayed a complete
line of friction material, which included
the new molded and compressed lining
for heavy mechanical brakes.

Evidence of the increasing use of
roller bearings in cars was indicated by
the exhibits of the Timken Roller Bear-
ing Company and the Hyatt Roller
Bearing Company. Both companies
showed a complete line of roller bear-
ings for cars. In addition, Hyatt dis-
played a roller bearing journal box.

Principal forms of aluminum used in
railway construction were shown by
the Aluminum Company of America,
which included structural shapes; spun,
die and permanent mold castings; forg-
ings; fabricated sheet, plate and mold-
ing; cable and busbar; tubing and
conduits. Several finishes for aluminum
were also displayed. One of the items
of great interest to railway men was a
thin-wall conduit which weighs less than
one-half as much as steel conduit.
Another railway item was the stator
frame for the Reading traction motor,
said to be the largest railway motor
frame casting of aluminum alloy.

The DuPont Company exhibited a
large number ‘of panels of different
Dulux colors, its new type of finish for
electric cars and buses. These panels
were exposed alongside of paint, var-
nish and enamel finishes of the regular
type to indicate improvements in dura-
bility. These displays were planned to
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show a better retention of gloss, greater
resistance to fading, elimination of
failure by checking and cracking. The
serviceability claimed for Dulux finishes
is due principally to a new synthetic
vehicle in the product.

Samples of Haskelite, Plymetl, flat
Haskelite panels as used for bus floors,
card racks and seats featured the dis-
play of the Haskelite Manufacturing
Corporation.

Car AxD Bus AccessoriEs HAVE
LARGE SECTION

Displays of car and bus accessories
took up a large portion of space in the
convention hall. The general arrange-
ment and attractive appearance of these
exhibits fitted in well with the larger
oues to create a noticeably superior ap-
pearance of this year’s show. In this
line of exhibits were many types of
seats and seating material, door engines
and door-control systcms, heaters, turn-
stiles, registers, and other equipment.
Noticeable among this class of exhibit
were the great improvements made in
door-operating mechanisms.

The National Pneumatic Company
arranged effectively full-size working
models of its latest door-operating sys-
“tems in several table displays which in-
cluded systems with vacuum door en-
zines and pneumatic engines. Entrance
to this booth was made through a
treadle-operated door. The full-size
models included a newly developed
treadle-operated sensitive-edge door for
buses Among other doors with safety
features were one model with a revers-
ing door engine for buses, and a folding
double door for electric cars with a
selective door engine operating at con-
stant speed. The general arrangement
oi this booth, and the display of old door
engines made it very attractive.

Just across the aisle the Consoli-
dated Car Heating Company showed its
pneumatic door equipment and several
types of heaters and heater controls.
The special new offering here was a
blast heaters with a silent blower in
which the current to the heating ele-
wment is automatically cut off when the
motor is stopped. Other items were
an improved thermostatic control, elec-
tric heater for cars and buses, a steam
heater for buses and a safety switch
panel for trolley buses.

The Gold Car Heating & Lighting
Company featured three types of heat-
ing elements—open coil, low-voltage
and high-voltage inclosed elements. The
Electric Service Supplies Company had
a complete line of Keystone car and
bus equipment. Special attention was
given to a working model of the
Mueller-Evans bus heating and ven-
tilating system, and a new ventilator.

Together with many of its standard
products the Economy Electric Devices
Company displayed the Superior trolley
slide for city and interurban cars, and

a new lubricating paste for trolley wire.
Railway Utility Company showed
Chromalox strip heaters, heat regulaters,
ventilators and ground detectors.

The Johuson Fare Box Company dis-
played the new type of fare collection
designed exclusively for the Twin
Coach Company and installed in the
Taxicoach. Other products of this com-
pany were an electrically operated fare
box equipment, which had an instanta-
neous overhead registration, a Johnson
“Universal Changer,” and the Type D
hand-operated registering fare box.

Several types of recording instru-
ments and registers were displayed by
the Oluer Fare Register Company.
These included the Vibracorder, which
produces a complete seven-day record
of the movement of any motor vehicle,
and the Tachograf which records the
running time and idle time, and also
records the exact speed at which the bus
was operated at any time. Other dis-
plays were a full line of Ohmer fare
registers and ticket-printing registers.

The Perey Manufacturing Company
featured in its exhibit the Coinpassor,
a coin-controlled turnstile of the type
installed on many of the Brooklyn Bus
Corporation’s buses.  Several other
types of turnstiles for street cars and
for subway and elevated systems were
also on display.

Latest developnients in transfers de-
signed primarily for use on one-man
cars, and a complete line of samples
covering all kinds of tickets in strips
and bulk were shown by the Globe
Ticket Company, along with ticket print-
ing machines.

An extensive line of car seats and
seating material may be cited as an ex-
ample of the contribution of accessories
manufacturers in improving the ap-
pearance and comfort of the transporta-
tion unit. Among special offerings of
these exhibits were the reclining and
semi-reclining models by Hale & Kil-
burn, reclining seats with aluminum
alloy frames by S. Karpen & Brothers,
and another very light seat with a mag-
nesium alloy frame Dby the Kelton-
Aurand Manufacturing Company. Other
exhibitors of seats were the Art Rattan
Works and Heywood-Wakefield.

Besides non-inflammable material for
seats and curtains the Pantasote Com-
pany had something new in insulating
headlining and wainscoting. Uphol-
stered fabrics of the L. C. Chase Com-
pany comprised Velmo, mohair velvet,
Leatherwove and other grades.

Upholstering leathers of all types
were displayed by the General Leather
Company. These included standard
leathers aswell asthe new chrome leather
known as Velvalea and Transitan.

Porcelain-enameled stanchions, grab
rails and scat handles in white and vari-
ous colors were shown by the Ellcon
Company. This exhibit included Ellcon
fittings, special interior trim, chromium-
plated and stainless steel.
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The O. M. Edwards Company dis-
played quickly removable sash for street
car and bus service, and similar sash
in the drop type for the de luxe buses.

The Tuco Products Corporation
showed Tucolith for car and bus floor-
ing. In addition, roofing materials, and
rockwool insulation, a light-weight fire-
proof insulator with high sound-dead-
cning qualities, were also on display.

Bus ExHiBITs IMPRESSIVE

Manufacturers of buses did a splendid
job in their exhibits this year. The
display of buses was felt by those who
saw it to be undoubtedly the most in-
pressive that has been held at any time,
anywhere. It showed the most com-
prehensive selection of motor vehicles
for the transportation industry, and
forcefully brought home the fact that
the design and production of the bus
has reached a far higher plane than
was evident at any previous exhibit.
Many important trends in the design
of the bus were noticeable.

It was apparent that manufacturers
have paid a great deal of attention to
body design and general harmony of
appearance. Developments in body de-
sign in practically all types of buses
for urban service have been made with
i view to minimizing the time for load-
ing and unloading of passengers. Wide
doors and low step heights were in
cvidence. There was a noticeable trend
toward the street car type of body and
to the use of the center and off-center
exit doors. Remarkable attractiveness
of body appearance has been obtained
by the greater use of streamline de-
signs. Also significant is the emphasis
that has been placed on the general
reduction in weight per passenger. The
use of all-steel bodies and the light
alloys have brought about a general
reduction in weight of practically all
models. This trend, together with the
development of more powerful engines,
resulting in a higher ratio of horsepower
to weight, is making practicable a steady
increase in the capacity of buses.

This important tendency toward
larger and larger capacity buses was
accompanied by increasing attention to
efficient and economical small-capacity
units for light feeder lines and small
properties. Several of these small-
capacity buses were displayed, attract-
ing the aitention of many operators.

The street car type, 43-passenger bus
was displayed as the latest addition to
the Mack line. It is powered by a
single 110-hp., six-cylinder engine and
incorporates for the first time a Vickers
hydraulic booster for power steering.
This model has a 46-in. center-exit door
and a front-entrance door of the same
width. Mack also exhibited a 17-21-
passenger light six. Besides the bus
models, Mack had an interesting display
of parts and running assemblics. A«
model of the hydraulic steering gear
hooster was shown in actual operation.
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Much of the interest in the large ex-
hibit of the General Motors Truck
Comipany centered in a new 40-passeu-
ger all-metal bus, equipped with an
engine of 150 hp. Considerable reduc-
tion in weight for this capacity has
been obtained by the extensive use of
aluminum alloys for the body members
and frame sections, Departure from
designs of Yellow buses was made in
this model by the adoption of the street
car type of body with an off-center exit
door and the rear mounting of the
engine. The engine is removable as a
unit with the rear axle center. A new
type of steering mechanism, used in
this model for the first time, facilitates
the haudling of this large vehicle. Es-
sentially, it consists of a worm sector
pivoted on the axle with the shortest
possible steering links to the steering
arms. Seven other bus models, one of
which was on the plaza, were displayed
by General Motors, ranging in size from
a 2l-passenger parlor type to the 40-
passenger bus just described.

SmarLL Buses Arso SHowN

One of the interesting displays in
the low-capacity field was the Twin
Coach Model 15, seating seventeen pas-
sengers. This is today the smallest
capacity vehicle built by Twin Coach.
It features a self-operating automatic
clutch. This model might best be de-
scribed as a miniature Twin Coach with
a single engine. Twin Coach also
showed a 40-passenger dual motor bus,
similar to those purchased by the
Brooklyn Bus Corporation, having a
Perey turnstile for fare collection. The
Taxi-Coach, in both urban and interur-
ban types attracted considerable atten-
tion.

A newly developed center-exit bus
and a new six-cylinder engine designed
for special types of service featured the
display of the White Company. Six
buses, ranging in capacity from 20 to
40 passengers and a newly designed
power repair truck comprised this com-
pany’s exhibit. The new center-exit
bus has a seating capacity of 33 passen-
gers and the center door is treadle
operated. The new engine, shown for
the first time, is of the six-cylinder
overhead type similar to the standard
series of engines of the company. All
models displayed were mounted on the
new White-Bender steel underbody, de-
veloped to give rigidity and to protect
against road twisting.

Together with the 40-passenger all-
steel model, the American Car &
Foundry Motors Company exhibited sev-
eral parlor car and city types of buses.
A large highway express tractor truck
and the 175-hp. Hall-Scott engine were
also on display. The 40-passenger bus
has a front-entrance door just back of
the front wheelhousing and an exit door
at the rear, air-operated with electric
control. This model is powered by a
120-hp. Hall-Scott engine.

Fargo Motor Corporation exhibited a
33-passenger street car type bus and
two 2l-passenger buses, one of the par-
lor car type and the other of the city
type. A 29-passenger parlor-car type
was also displayed. The 33-passenger
all-metal bus was designed for circulat-
ing loads. It weighs 12,010 1b. com-
plete on the road, or 364 1b. per passen-
ger capacity. It is powered by a
straight eight. All Fargo models featured
low weight per passenger capacity.

Studebaker with a 25-passenger
street car type bus and a chassis, and
the Reo Motor Car Company made up
the remaining bus exhibits. Reo ex-
hibited a 21-25 passenger bus chassis
of new design, a 25-passenger pay-
enter city type bus, and a 21-passenger
reclining seat bus with inside luggage
rack. The new chassis is powered with
a 101-hp. six-cylinder engine and has
chrome-nickel cylinder blocks.

Displays of bus bodies were made by
the Bender Body Company and the
Wiener Body Company. Bender showed
two skeleton city pay-enter badies, one
of composite construction and the other
all metal. This unfinished display was
made to illustrate the steel under-struc-
ture and the iron framing. The Wiener
Body Company showed a 25-passenger
hody on a Model 54 White chassis and
a 32-passenger semi-de luxe observation
body on a Model 65-A White chassis.
This company also had a collection of
historical photographs showing advance-
ment in bus body design since the early
days -of the industry.

Hercules Motors Corporation showed
a series of six and four-cylinder engines
completely equipped, and a complete line
of Hercules parts. The Sterling En-
gine Company exhibited the Sterling
Petrel bus and truck engine, rated at
150 hp. at 700 r.p.m. Also on display
was the Sterling Viking eight-cylinder
rail-car engine, the largest and most
powerful engine of its type built.

In the line of bus accessories, many
very interesting displays were made.
Among these may be mentioned the
display of automotive air brakes for
buses and heavy-duty commercial vehi-
cles by the Bendix Brake Company, to-
gether with air harns, signals and other
air-operated accessories.

The Leece-Neville Company showed
a complete line of automotive electrical
equipment which included voltage-regu-
lated electric generating systems used
on present-day buses, comprising gen-
erators of various capacities and their
respective control units. One system
was on demonstration to show some
of its many distinctive features.

A carburetor and spark adjusting
machine, marketed under the name
Casam, was the principal display of the
Cities Service Company, which also
included various grades of lubricating
oils and greases. This machine was
shown in the portable and stationary
models. It detects and measures the

‘

unburnt gases emerging from the ex-
haust line by picking up a sample of
the exhaust gas and burning it to
record the heat generated in terms of
per cent of complete combustion.

A new development in a fuel supply
system made its first appearance in the
display of S.B.U. Pumps, Inc. It con-
sisted of a gasoline pump, direct con-
nected to a vapor and splashproof elec-
tric motor operated with battery current,
and of automatic pressure and volume
control valves built into the pump.

LaTesT 1N TroLLEY BUSES

Of interest to trolley bus operators
were the displays of this type of vehicle
on the Boardwalk and in the conven-
tion hall, and also the displays of over-
head material by the Ohio Brass Com-
pany and the Westinghouse Electric &
Manufacturing Company. Altogether,
five trolley buses were exhibited. In
addition to the two on the Plaza three
trolley buses were on display in the
anditorinm.

Distinctive features of the new Yel-
low Coach 44-passenger trolley bus are
the extensive use of aluminum alloys
and the rear mounting of the motors.
In addition, this model has a new cen-
tralized under-body control system,
light alloy trolley poles, and a full
blower system of ventilating all con-
trollers, motors, compressors, etc.

The Brill trolley bus of 40-passenger
capacity has a total weight of 18,260
Ib. Tts underframe and superstructure
are of integral steel construction, and
the underframe center sills, correspond-
ing to automotive chassis framing, are
deep channel steel pressings extending
the full length of the vehicle. The body
is spring mounted on Timken axles de-
veloped specially for trolley bus use.
The motive power consists of two 50-hp.
motors with a double worm gearing
housed in the double-bowl rear axle.
Each motor drives one wheel through
its own propeller shaft and gearing.

The 40-passenger trolley bus built
for the Memphis Street Railway by the
St. Lonis Car Company is equipped
with two 50-hp. motors, air brake, pneu-
matically operated doors, with a treadle
at the rear exit.

Together with the standard overhead
equipment for electric car service, the
Ohio Brass Company displayed a new
improved line of overhead materials and
equipment for trolley bus service. These
included a new light-weight trolley bus
base with a touring range indicator and
overhead material for special work.

Westinghouse equipment for trolley
bus overhead included an electrically
operated frog, a molded feeder insulator,
a ball-and-socket hanger, and the latest
design of light-weight trolley base of
welded structural steel shapes.

C. 1. Earll showed a retriever de-
signed especially for trolley bus serv-
ice. Trolley bus equipment displayed
by the General Electric Company in-
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cluded a PCM control unit designed
for handling two 50-hp. motors, a 10-ft.
light-weight air compressor and a new
pneumatic lap brake equipment.

Track DispLays MANy

Among the new developments of the
manufacturers of rails and special work
was a new type of track construction
jointly displayed by the Carnegie Steel
Company and the Illinois Steel Com-
pany. The new GEO type of track,
recently developed in Germany, differs
from that generally used in America
in the design of tie plate, method of
fastening it to the tie and to the rail,
and the use of a treated and compressed
wood shim with each plate. These
companies also exhibited a pair of rim-
toughened wrought-stcel wheels on
short sections of steel cross-tie track.

Besides the Dardelet thread-lock
bolts and nuts, the Bethlehem Steel
Company also displayed {frogs, mates
and crossings of silico-manganese steel
together with standard products such as
a solid manganese switch and steel ties.

Another historical display was that
of the Lorain Steel Company in which
models of street railway trackwork
which manufacturers were called on to
make during the early development of
the industry were exhibited, together
with rails, switches, frogs and other
trackwork of modern design. The
Buda Company and the William Whar-
ton Company showed their standard
products in switches, mates and frogs.
In addition, the Wharton Company
showed frogs reconditioned by welding
with Timang rods.

Instruments used in recording tread
and flange contours of wheels in service,
and various sizes of Naco spun-steel

car wheels were in the display of the
National Malleable & Steel Castings
Company.

Demonstration by the International
Steel Tie Company of the “mortar flow”
methods of placing concrete around all
types of paved track with high-frequency
vibration attracted many of the way
engineers. To point out the results of
this method of placing concrete, a sec-
tion of paved track construction was
cut away to show the Twin tie, and to
show the bond between the steel and
concrete. A new vibratory type screed
for finishing concrete track paving and
setting concrete in all types of construc-
tion was shown.

A layout to show the method of
thermit-welding rail joints under traffic
was the chief display of the Metal &
Thermit Corporation.  Rail-welding
preheaters and rail clamps of the latest
design and other improved apparatus
for thermit welding were also included
in this exhibit.

Several types of rail grinders were
shown in operation by the Railway
Track-Work Company. These included
an improved high-speed rail grinder,
the “Vulcan” rail joint grinder and the
“Eureka” radial rail grinder. In addi-
tion this company showed an “Ajax”
electric arc welder, ‘“Ajax” trolley
wire and several grades of grinding
wheels and bricks.

Complete lines of rail bonds were dis-
played by the American Steel & Wire
Company and the Electric Railway [Im-
provement Company. In this class of
equipment the Rail Joint Company
showed base-supported continuous joints
and reinforced joints adapted to the
latest methods of welding. Seam welded
rail joints were displayed by the Una

Welding & Bonding Company. In ad-
dition to the complete line of rail bonds,
the Electric Railway Improvement Com-
pany showed auxiliary welding equip-
ment and parts.

Transmission and distribution wire
material for electric railway and trolley
bus operation were the chief displays
of the Bridgeport Brass Company.
Included with these were samples of
fittings of “Phono” and “Duronze”
alloys as well as samples of copper-
ground rods. The latter item is a new
product by this company.

In the display of the Anaconda Wire
& Cable Company, a specially designed
catenary system with Hitenso trolley
wire for the Pennsylvania Railroad and
sections for other electrified railroads
were featured. Non-ferrous Anaconda
wire, cable and accessories were also
shown. These items are designed to
eliminate trouble caused by rust and
vibration. Other displays of wire and
cables were those of the American Steel
& Wire Company and the Okonite-
Callender Cable Company. The latter
company displayed various types of im-
pregnated paper cables, including Oko-
nite-Callender super-tension cables and
their joining accessories.

Ornamental fluted steel poles and the
monotube strain and distribution poles,
pole fittings and street lighting equip-
ment were displayed by the Union ‘
Metal Manufacturing Company. The
monotube poles are of cold-rolled open-
liearth steel, making one-piece contin-
uously tapered tubular poles, without
horizontal joints.

Automatic Dblock signals for inter-
urbans and subways were featured by
the Nachod and United States Signal
Company.

An arntractive transportation display once again filled Atlamic’'s City huge auditorium
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Trend of REVENUES and EXPENSES

Incresse Opemting

Incress.

Increase
or

$* PerCent*
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Per Cent* Per Cent*
Boston Elevated Rallway, Boston, Mass.
Aug., 1930.... 2280 322 7.81 2,113,183 1.65 274,728
| PSRN 3.78 2,091,718 0.52 59,868
4.04 2,157,474 1.29 221,188
10.84 2,066,206 2.66 71,150
8.20 2,178,896 2.24 235,950
8.43 2,082,456 6.23 314,067
8.33 1,952,032 5.3 142,339
7.30 2,019,081 §.92 309,212
7.00 1,909,176 7.93 275,740
8.70 1,993,753 }.36 143,804
5.32 2,073,5 7.04 99,815
0 s 7.68 2,021,305 512 271,777
B .. 2,098,072 7.99 1,948,492 7.79 344,901
Brooklyn-Manhallan Translt System, New York, N, Y.
Aug., 1930.... 4,727,623 §.39 3,558,841 6.64 465,144
Sept.....oov... 4,834,251 2.49 3,453,431 4.5¢2 662,323
36,7 2568 3,572,553 .22 758,817
4.37 3,366,923 6.98 689,470
2.66 3,546,963 5.25 814,788
5.48 3,475,330 7.01 674,029
3.79 3,159,903 5.96 583,468
2.56 3,475,847 3.87 814,360
£.09 3,458,940 3.35 804,235
.31 3,438,037 4.51 913,877
17l 3,466,384 3.49 870.919
3.24 3,499,609 3.02 631,791
3.27 3,419,932 3.90 423,123
lmklyn & Queens 'l‘ranslt System, New York, N. Y.
6.45 1,595,256 7.1 120,864
4.66 1,564,271 5.66 213,728
5.20 1,597,166 5.60 214,924
5.65 1,522,735 7.68 187,822
.40 1,560,950 6.11 250,893
8.18 1,541,235 7.68 197,355
3.98 1,416,1 5.40 176,217
1.98 1,602,862 £2.58 227,472
1.29 1,592,919 3.11 208,514
2.50 1,585,293 1.85 286,334
1.29 1,609,335 0.34, 221,493
1.94 1,550,897 3.34 227.012
1,849,792 1.23 1,574,167 1.32 142,067
Capltal Tractlon Company, Washlugton, D. C.
Aug., 1930.... 314,513 2.48 268,561 4.09 16,103
t. g . 268,066 1.61 30,259
288,351 1.48 58,638
273,481 1.64 42,659
274,221 3.21 67,651
280,514 3.30 37,705
252,080 6.68 30,521
270,962 3.86 43,847
273,436 5.89 65,123
281,344 1.61 50,959
276,751 1.84 45,841
258,341 1.62 9,438
251,657 6.29 17,408
Aug., 1930 4,488,146 12.20 3,796,705 8.06 680,219
Sept. 4,568,564 9.60 ,789,472 4.40 713,323
Oct. 4,879,570  10.79 3,933,416 7.85 799,118
13.48 3,769,538 6.86 712,177
8.09 3,984,572 9.89 767,348
12.65 3,825,964 56.37 718,129
10.90 3,665,038 8.04 601,726
$.35 4,287,237 5.34 557,167
4.48 4,092,047 0.36 675,629
9.38 3,802,582 4.81 724,514
8.76 3,629,943 5.38 664,122
9.74 3,579,566 5.98 580,118
Aug..c.o.oo... 4,018958 10.45 3502,795  7.74 589,056
Department of Street Rallways, Delrolt, Mich.
Aug., 1930.... 1,516,209 £9.0¢ 1,426,941 18.67 52,778
. 1,010,161 £6.36 1,436,175 12.59 61,711
1,579,476  £5.84 1,458,238  14.91 22,933
1,481,1 £3.35 1,333,571  13.38 4,890
1,610,1 £2.69 1,440,503  £1.67 23,052
1,550,656 £8.54 1,421,575 £0.95 12,759
1,431,468 £5.58 1,323,683 18.96 28,309
1,696,308  16.58 1,415,021  18.68 133,347
1,605,536 19.51 1,368,187 20.82 101,041
1,531,767 £2.42 1,306,654 18.75 75,494
1,416,647 £0.71 1,302,075 13.86 34,977
1,256,741  18.89 1,243,831  14.38 144,112
iy |66,9Z7 23.04 1,154,835 19.08 144,888
lhst«em Massachusetts Street Rallway, Boston, Mass.
624,332 9.42 444,429 10.38 28,399
012,237 7.18 448,470 0.88 21,271
3,872 8.48 467,773 4.92 15,811
590,856  10.90 449,032 1.60 205
670,964 11.93 516,913 1.71 20,841
700,96 7.68 472,079 2.88 36,145
39,344 6.62 434,904 2.83 33,058
685,614 3.63 472,317 1.58 28,982
617,705 5.21 434,716 2.59 9,906
629,827 5.14 450,887 0.23 23,599
622,11 0.43 447,131 272 5,090
602,832 2.83 459,166 0.41 24,412
608,034 2.61 450 584 1.38 10,712

*Decreases or deficits sre shown by italic figures.

. Increase Operating Incresse
Operating or nsee ar
Revenue Decresse and Taxes Decrease

Per Cent* $ Per Cent*

Net

Increase

or

Income Decresse

$*

Fonda, Johnstown & Gloversville Rallroad, Gloversvilie, N. Y.

64,592 18.82 62,484
2,267 11.61 63,549 6.42
75,708  17.80 66,353 0.69
72,024 13.82 66,314 0.23
79,764 15.78 67,438 7.38
74,018 13.38 62,239 7.98
75,201 7.83 64,051 7.61
70,660 0.48 62,685 4.90
72,560 8.29 61,040 6.82
63,338 13.81 59,346 9.15
58,406 4.11 59,429 y.58
61,749 4.40 527,896 7.34
Galveston-1Touston Electric Rallway, llouston, Tex.
Aug., 1930.... 47,425  11.42 28,402 8.12
42,823 16.49 28,052 14.83
38,032 11.56 27,266 6.85
36,974  12.49 44,183 9.68
36,166 15.00 27,949 1.79
33,291 £0.15 25,057 9.18
32,281 19.80 22,990 9.64
32,904 £2.38 24,732 1469
34,729 15.98 24 132 1198
39,889 12.63 24,992 11.61
41,484 11.27 25,961 11.24
Houslon Eleciric Company, Houston, Tex.
244,033  12.41 177,452  10.89
51,919 9.00 175,905 10.42
267,306 7.67 181,499  10.67
247,21 10.00 176,739 1.96
258,219 9.84 180,678 0.68
242,554  10.562 176,792 11.08
23,256 14.11 163,249 12.96
244 396 10.97 170,067 12.70
222,528 10.09 159,897 10.71
214,241 . 158 10.50

661,520 7.85 466,816 12.07
54,477 5.26 454,818 9.66
691,672 £.54 506,107 2.41
542,672 11.02 430,907 8.24
577,425 13.69 421,987 14.26
509,641  £0.77 395,953 19.80
498,0 5.89 388,126 3.81
568,653 1.95 398,855 5.94
547,992 7.17 395,315 6.46
581,953 434 389,538 8.87
581,093 1.58 398,980 15.£9
550,906 8.41 395,741 1638
597,050 976 sueiiuen

Interborough Rapld Translt Company, New York, N. Y.
Aug., 1930 5,183,166 4.69 4,121,083 5.06
Sept. ,684,267 0.17 3,983,368 7.78
Oct. 315,679 1.18 4,162,660 0.83
Nov 65,365 4.96 3,869,340 0.00
Dec. 77,864 0.62 4,194,315 3.96
Jan., 1931 23,645 4.42 4,538,833  10.83
Feb 70,354 .27 3,653,798 2,10
Mar.. 93,013 2.24 3,973,704 4.61
Apr.. 27,713 2.38 3,993,181 2.83
May. 06,273 4.37 3,932,452  3.98
June........ 22,428 1.88 926,068 2.52
uly 5,140.337 $.38 3.864.469 6.25
Aug 4,916,794 7.07 3,720,781 7.28
Jacksonville Tractfon Company, Jacksonvyille, Fla.
Aug., 1930. 77,441 1210 78,177  13.82
Sept......... . 78.529 9.54 75,012  11.15
(6] B o0 84,424 12.50 76,374 13.72
NV Wwnem e in 81,250 1£.24 69,437 16.02
DB o 89,903  11.47 74,836  11.49
Jan,, 1931..... 87,160 8.08 77,998  18.67
BeBicoiac. von 76,205 15.60 75,462 £8.1}
Mar: e e 84,018 1£.36 77,758 4.09
ADPr- .l ol ie 81,695 11.48 74,847 6.67
MBY . . ivoin o ,798 9.96 76,856 4.57
June....coc0 0 73,708 6.80 73,904 5.68
Julye.oneoannn 70,046 11.08 73,815 5.10
AR e 66,836 13.69 71,639 8.36

$Net income is shawn for the preceding twelve montbs.
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12,690

24,700
20,259
7,828

t

82,135
84,893

114,359
117,39}
'116,770
116,819

573,872
571,857

507.530
404,721

768,482
131,270
161,417
272,021
298,152
248,972
321,587
212,644
189,134
207,096
216,406
641,400
621,219

d
68,188
66,335
66,525
62,599
63,204
58,133
77,874
87,048
92,578
97,550
100,491
106,454
111,654
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Trend of Revenues and Expenses by Months (Concluded)

. Increase Operating Increasa
Operating  or nses or Net
Revenue Decrease an

Increase

or

Taxes Decreasa Income Decrease

$ Per Cent* $ Per Cent* $* PerCent®
Kansas Cliy Publlc Service Comipany, Kansas Clly, Mo. 1 t
Aug., 1930.. 622,554 18.17 530,094 '11.41 15,479 6411
Sept. 650,114 9.99 524,324 18.12 50,261 i
725,428 4.89 200,311 12.90
706,577 5.29 572,066 7.04
758,045 1.78 570,065 14.68
711,215 6.5¢2 577,741 12.67
640,676 6.87 32,583 9.7¢
216,637 2.58 572,319 7.85
709,515 0.68 565,328 6.23
701,286 2.87 562,482 7.66
655,957 0.17 540,187 6.23
613,628 3.19 533,084 9.23
600,311 8.57 518,559 2.18
Long Island Rallroad, New York, N. Y.
Aug .. 1930, .. 3,968,936 5.21 2,635,376 5.06 1,152,651 6.59
Sept. 7.33 2,462,056 7.07 928,655 8.58
6.80 2,446,346 8.97 29,067 1.77
4.20 2,249,258 14.66 483,180 89,15
6.60 2,130,182  16.87 596,812 42.11
5.656 2,210,263 9.85 321,141 8.00
7.48 2,074,216 9.13 332,002 3.86
3.09 2,234,418 9.00 49,501  24.64
4.69 2,269,029 7.87 533,425 1.97
$.00 2,338,313 8.03 695,032 9.93
6.78 2,351,016 7.6 902,010 56.76
¢ 9.69 2,594,463 2.78 783, 315 32.75
L 11.48 W o Snlsiamivis eisiuigle
Market Street Ballwa.y, San Franclseo, Cal.
Aug., 1930.. 770,284 6.69 643,287 5.48 72923 16.56
Sept. 45,298 5.36 626,770 3.74 64,731  16.38
786,012 8.78 675,908 6.49 57,384 }5.68
729,407 8.81 615,613 8.18 60,457  £9.25
75,508 5.12 639,249 6.5¢ 83,460 0.08
738,092 5.56 641,519 4.88 45011 12381
68,931 8.17 576,661 8.22 41,002 7.29
757,960 6.40 633,346 6.81 72,828 0.05
745,252 8.72 620,106 7.06 73,837 3.46
733,105 7.60 619,934 8.21 62,805 2.08
704,769 6.19 654,225 1.75 32,384 11.82
700,996 4.68 598,082 7.97 52,186  60.40
726 480 5.69 607,925 5.60 68,175 6.51
New York, Westchester & Boston Rallway, New York, N. Y.
196,405  10.58 152,180 0.41 184,982 22,45
03,617 8.18 165,256 6.57 192,861 £9.568
202,046 7.62 138,192  14.09 190,748 £0.81
184,690 8.74 170,542 .52 216,451 19.75
190,136 12.31 138,592 17.80 205,029 16.75
182,249  13.76 160,800 9.44 220,394 82.37
161,311 15.02 149,521 11.18 282,308 £9.4¢
181,729  12.80 144,442 3.54 195,802 £4.31
186,708 13.08 142,832 0.31 189,142 19.00
195,905, 16.11 149,268 0.4 186,389 £5.70
193,820 14.62 142,600 3.46 188,007 £3.70
195,461 12.9 146,820 0.40 188,581 23.56
180,965 8. 79 142,111 8.62 197,099 8.65
Northwestern Paclfic Rallroad, Sausallto, Cal.
Aug., 1930.. 638,476  11.48 415,502  18.64 210,115 4.03
Sept. 548,282 8.68 471,657 3.78 16,471  83.57
555,867 18.49 534,858 4.44 7,447  B5.e2
333,193 7.7} 421,71 16.38 92,567 120.85
12,319 20.77 465,220 3.4 158,491  74.68
283,852 £1.78 401,656 14.41 123,928 14.76
SO T 273,818 27.40 387,512 1296 128,631 68.87
308,466 £4.17 408,068 14.43 109,856  48.81
322,742 25.68 402,400 16.66 88,300  58.51
346,743  28.61 362,722 £4.85 28,885 931.64
380,604 2£4.50 368,559 17.82 1,920 95.39
479,098  19.97 354,413 9.69 1|0 013  }3.64
464342 e2e7 .0, Fo0s 0o 0 owon
Staten Isiand Rapld Trauslt Company, New York, N. Y.
Aug., 1930.... 233,371  13.92 168,110 11.19 49,486  33.97
8ept. 206,908 15.93 165,525 4.87 6,127 60.78
205,631  10.58 167,586 6.49 29,723  £6.11
178,652  17.4¢ 161,608 0.58 10,788  80.37
178,474 9.08 160,715 42.29 5997 9268
120,387 9.58 158,982 6.85 1,448 1146
161,415 18.58 142,565 9.20 2,151 93.49
123,723 7.98 159,035 7.78 1,164 81.24
176,863  10.76 147,210 13.28 23,169  S81.91
188,151 11.61 163,148 7.61 ,268  63.19
204,452 9.12 150,345  16.01 39,203 0.38
202,230 17.12 163,479 13.68 25,402 38.08
192,386 1542  ........ Chan e ksl o oy
Third Avenue Rallway System, New York, N. Y,
. 1,350,064 5.88 1,180,853 8.08 46,540 28.34
1,428,136 3.48 1,162,528 8.36 45,636 277.91
456,688 4.08 1,205,455 9.73 36,257 317.06
1,373,335 5.87 1,146,168  10.17 12,079 130.15
1,438,752 3.49 1,197,249 8.61 26,250 186.44
,393,054 5.10 1,128,797 9.14 1,594 96.33
1,274,832 +27 1,020,302 8.56 11,148 126.49
1,418,429 3.38 1,174,984  6.86 27,364 430.88
1,408,235 .25 1,155,880 6.98 44,331 250,25
1,464,031 5.29 1,072,5 7.70 76,972 32.40
440,848 2.88 |.145 871 6.19 9,746  76.91
1,394,973 2.4 1,140,036 5.96 41,829 1,924,08
v seis: 1,302,353 3.63 1,087,507 7.90 1,067 129.27

*Decreases or deficits are shown by italic figures.
fNet income is shown for the preceding twelve months,

. Increasa Operating Increase Increase
Operating or Expeunses or Net or
Revenue Decrease and Taxes Decrease Income Decreasa
$ Per Cent* $ Per Cent* §* PerCent*
United Electrie Rallways, Providence, R. 1.
Aug., 1930,.. 495228 ... 442,076 ..... 3,643 e
Sept 93,296 12.7¢ 434,036 10.39 8,376 7204
531,803 18.76 @ ...... coee 41,223  53.80
506,318  14.68 439,930 1288 16,958  54.87
559,363  13.0¢ 460,420 21.9¢ 51,623 889.51
543,940  13.39 493,596 12.9% 37 95.6.
82,566  14.30 437,444 13.02 5,508 150.71
524,299  10.44 480,958 9.38 6,238 £65.73
510,645 9.39 470,964  7.60 9,992 }56.60
9,278  10.84 474,803 7.5¢ 15,021 168.18
482,703 9.40 438,362 815 4,633 £01.09
462,601 10.24 436,574 4.84 22,069 502.72
445932 1015 420,929 478 23,467 75417
United Rallways & Electrle Company, Baltiniore, Md.
Aug., 1930.... 1,198,180 8.34 831,241  18.41 6,119 71.42
Sept. 261,7 8.71 995,80 5.08 10,050 75.81
7.28 1,049,306 4.84 25,163 71.18
10.26 983,047 7.40 9,200 87.30
8.19 1,043,315 7.26 36,200 54.64
10.90 994,411 11.89 ,38, 69.2¢
15.78 891,421 15.97 24,088 231.15
14.90 981,026 14.76 12,212 84.94
13.50 966,424 13.56 11,440 8298
13.78 991,107 11.98 2,206 96.99
10.29 963,857 7.59 36.959 198‘.95
10.55 946,646 1.86 117,
13.3% 947 614 1.76 180, 96.1 3, 067 .}ﬂ

Monthly and Other Financial Reports

Operating Operating Gross Net
Revenue xpenses Taxes Income Incoms
$ $ $ $ $

British Columhla Electric Rallway, Vanconver, B. C.
June, 1931..vc.een.... 773,689 5
June, 1930............
12 mo. end. June, 1931.
12 mo. end. June, 1930.
Calgary Munlcipal Rallway, Calgary, Alta.
7 mo, end. July, l93| 466,673 329,035
7 mo, end. July, 1930.

Connecticut Company, New Haven, Conn.

8 mo.end. Aug,, 1931.. 7,210,118 5,351,803 357,227 1,621,527 614,232
Edmonion Radlal Rallway, Edmonton, Alta.

August, 193)......... 51,948 39,650 ... 12,292 5,782
August, 1930......... 55,330 43,449 L .iees 11,880 53‘46
8 mo. end. Aug., 1931,. 486,069 355,603 ....... 130,466 :
8 mo. end. Aug., 1930.. 545,834 367,291 .. iieis 178

Honotulu Rapld Translt Co., Honolulu, Hawall

July, 1931, .0 0000 0 85,552 50,790 2,337

July, 1930............ 90,581 50,616 9,059

A 6, 1930.ioinnnes 85,402 53,316 7,337

August, 1930.......... 86,480 50,902 9,149

8§ mo. end. Aug., 1931.. 669 508 405,422 63,236

8 mo. end. Aug., 1930.. 693 810 408,043 71,455

Lethbridge Munlelpal Rallway, Lethbridge, Alta.

7 mo. end. July, 1931.. 24,637 23,328
7mo.end. July, 1930.. ........ ...c....

Mexico Tramways, Mexleo Clly, Mex. (in pesos)

July, 19300 oo s i 787,420 854,350a .......
July, 1930............ 50,380  926,960a .......
7 mo. end. July, 1931.. 5,403.970 5,986.1200 .......
7 mo. end, July, 1930.. 5.873,150 6, 2901200 ....uns
August, 1931.......... 02,460 8642700 ...oois
August, 1930.......... 850,640  924,090¢ .......

New York Rallways, New York, N. Y.
August, 1931........., 459,294 393,169 .......
August, 1930.......... 452,242 408 D671 osaieirnie
8mo. end. Aug., 1931.. 3,600,829 3,148.835.
8mo. end. Aug., 1930.. 3,674,872 3.327,412a

New York State Rallways, Rochester Lines

7 mo. end. July, 1931.. 2,270,905 1,975,420 142,303 148,183 42, 337
7 mo. end. July, 1930.. 2,641,823 2,148,482 149,909 342,431 .......

New York State Rallways, Rochester, N. Y. (System)

8mo. end. Aug., 1931.. 4,286,810 3,517,374 350,923 5; 373 895,569

8mo. end. Aug., 1930.. 5,339,970 4,298,365 355,539 ISZ ...... i
New York Stale Rallways, Syraense Lines

7 mo. end. July, 1931.. 1,006,934 922,024 72,765 12,145 o0t 4
7 mo. end. July, 1930.. 1,165,930 997,565 74,336 93,999 i
Pacific Electrie Rallway, Los Angeles, Cal.

6 mo, end. June, 1931... 7,103,277 5,932,506 539,743 757,576 978,80}

6 mo. end. June, 1930. . 8,014,552 6,825,728 542,682 854 148 » 948,282

Regina Munlelpal Rallway, Regina, Sask.

7 mo. end. July, 1931,, 182,287 1489240, 000 33 313 66,419
Zmo.end. July, 1930.. ..ciiiee  cpsnaare revesaae eauy e 30,691
Seatile Munlelpal Street Rallway, Sc.nt(lc, Wash.

7mo. end. June, 1931.. 2,442,533 ........ ........ 166,426
7 mo. end. June, 1930, 2 696 128 . cvsramie o seimsra 119,726
United Traetlon Co., Albany, N. Y.

8 mp, end. Aug., 1931.. 1,282,119 1,178,564 94,800 8,755 195,96¢
8mo. end. Aug., 1930.. 1,514,271 1,313,988 92,029 108,254 ........
Youngstown Munlclpat Rallway, Youngstown, Ohlo

JUly 931 caveobie s cio 111,486 122,838 ........ 11,852 38,365
JUIY, 1930 00 ciciisinn  sonian et swresiise | seamia Ll ¢

Italic figures indicate deficits. a lncludea taxes,

ELectrRIC RATLWAY JourNAL—October, 1931
610




NEws of the Industry

Improvement Projects

Montreal, Que.—During the current
year, Montreal Tramways has spent
nearly $2,000,000 on capital account. Ad-
ditional trackage has been laid, subways
have been constructed and various im-
provements and additions have been
made to existing equipment. A notable
addition to bus equipment this year has
been the purchase of twenty new buses
of modern design. Of these, fifteen were
supplied by Associated Equipment Com-
pany of Canada, and the remainder from
the Leyland Company. An important
piece of construction is the erection of a
tunnel underneath the Lachine Canal, at
a cost of $2,500,000, to which the Mon-
treal Tramways is pledged to contribute
not more than $825,000.

+

South Bend, Ind.—A street car route
to serve the new residental and industrial
development in the region of the Bendix
Aviation Corporation offices and plants
here was put in operation on Sept. 22.
This route, formerly known as the
Washington Street line, was extended
to serve its enlarged territory and will
hereafter be known as the Bendix Drive
line, according to George R. Green, vice-
president and general manager of the
Northern Indiana Railway.

+

Chicago, Ill.—After five weeks of in-
tensive preparation, the great Western
Avenue substation of the Chicago Sur-
face Lines recently was moved 17 ft.
eastward from its original location. The
work was accomplished successfully in
thirteen hours, and the electrical ma-
chines were in operation throughout the
course of the moving. Many novel engi-
neering expedients developed in the
course of the preparations, but the entire
operation, including installation of the
trolley wire feeder cables in permanent
locations and the foundation and back
filling work was completed in consider-
ably less than the scheduled time.

-‘.

Brooklyn, N. Y.—The Civic Council
of Brooklyn has approved a substitute
of the plan advanced last spring by the
engineering department of the Board of
Transportation for the easterly extension
of the Fulton Street four-track subway
beyond Alabama Avenue. The new
route will continue beyond Truxton
Street to Rockaway Boulevard in
Queens, thence along Rockaway Boule-
vard to 120th Avenue and easterly to
120th Avenue, Queens.

Fare Chan ges

Youngstown, Ohio—Weekly bus and
street car passes will be reduced from
$1.25 to $1 on Oct. 18 by the Youngs-
town Municipal Railway. Several months
ago, the rate was reduced from $1.50.

Some Figures that Tell the
Facts About Milwaukee

Figures made public for the first time
since the new fare schedules went into
effect on May 4, 1930, on the lines of the
Milwaukee Electric Railway & Light Com-
pany show an increase of 0.02 per cent in
gross passenger revenue for the first year
under the pass and revised fares. The
new rates went into effect at a time when
all business was on the downward trend.
Despite that, the Milwaukee company’s
metropolitan passenger revenue increased
from $8,562,696 to $8,564,564. The gain
was only $1,868, but during the year
unemployment increased in Milwaukee at
least 20 per cent.

Since May 1, however, gross passengcr
revenue has been going down as the de-
pression continues. For twelve months,
ended Aug. 31, the gross revenue for the
metropolitan area fell from $8,571,210 in
1930 to $8,375,930. The decrease was
$195,280, or 2.03 per cent. The figures
for July, for instance, show a 5.1 per
cent decrease in revenue.

The manner in which the company has
held its own has brought many experts
to Milwaukee to study its methods. The
results of the first year of operation of the
pass and new rates show that the city
and suburban lines carried more passen-
gers than the year before at a lower aver-
age rate of fare, and yet revenues held
about stationary during severe economic
depression.

The gross number of passengers carried
during the twelve months from April 30,
1930, to April 30, 1931, was 196,394,472,

The Business OQutlook

VERYTHING now depends upon

how far the administration’s
emergency efforts will restore public
confidence, permit prompt pressure to
be brought toward domestic re-infla-
tion, and be snpplemented as soon as
possible by concerted international
action. The securities and commod-
ity markets are evidently still un-
certain as to how thoroughly the
deflation doctrine has been repudiated
here and abroad, and how aggres-
sively a reversal of the process will
be carried out. Faced, further, with
the prospect of continned unemploy-
ment, slack business, coming Congres-
sional chaos, and prolonged political
and financial instability abroad, they
will probably be subject to extreme
fluctuations for a considerable period.
In the meantime, domestic business
indicators show no definite turn for
the better, but they still hold slightly
above the bottom established by basic
consumption requirements.

—The Business Week.

as compared to 180,756,845, an increase of
8.65 per cent. For the year ended Aug. 31,
there was still an increase—193,617,873,
as against 184,888,869, or 4.7 per cent.

For the year ending April 30, 1931, the
distribution of riders was as follows:

Cash passengers dropped from 34,010,-
428, to 23,080,313, or 32.14 per cent, and
ticket passengers from 92,457,048 to
26,367,445, or a drop of 71.48 per cent.
Both the cash and ticket fare was in-
creased on May 4, 1930. As against those
figures, pass riders were 89,967,895, based
upon a careful check showing that the

(Continued on Page 614)

Indiana Bus Bill Under
Scrutiny

Another chapter has been written in
the attempt to prevent publication as
law by the Secretary of State of the so-
called House Bill No. 6 when attorneys
for citizens of Indianapolis and Muncie
presented their oral arguments against
the bill in Marion County Circuit Court.
House Bill No. 6, as it stands, removes
the control of all buses from the munici-
palities, and places it in the hands of the
Public Service Commission. Plaintiffs
contend that the act reached the office of
the Secretary of State on the last night
of the 1931 legislative session and was
signed as a valid act of the Legislature
without having been approved by the
Senate. The Marion County grand jury
has under way an investigation of the
alleged irregularities in the bill’s pas-
sage. A temporary injunction now
restrains the Secretary of State from
publishing the bill as a law.

—

Taxi Becomes 2 Menace

Business men have asked the City
Council of Lincoln, Neb., to include in
the new taxicab ordinance, now pend-
ing before it, a provision that the mini-
mum fare shall be 15 cents. They base
their plea entirely on the need of pre-
serving service as furnished by the Lin-
coln Traction Company. Men out of
work have put their cars into taxicab
service, causing rate demoralization. In
one instance a fleet of taxicabs is charg-
ing a uniform rate of 10 cents for the
S5-mile ride to eastern and northeastern
suburbs compared with the railway
company rate of 12 cents. The com-
munication sets out that the railway
company probably could not for long
surviyve this new competition. Fears are
expressed that the company may seek to
abandon its suburban lines, The pro-
posed taxi ordinance requires meters for
all cars, bans cruising and limits parking
in downtown areas.

ELEcTrRIC RAILWAY JoURNAL—October, 1931

611



Bus O perations

Rome, Ga.—The Georgia Power Com-
pany has petitioned the City Conmunis-
sion to abandon its bus line route to
Lindale through South Rome, and re-
route the vehicles out Sccond Avenue
and Maple Street to Lindale.

Rochester, N. Y.— The contract for
use of bus routes of the New York State
Railways in and between Rochester and
Sodus Point, made oun June 10, 1931, be-
tween W, T. Plumb and B. E. Tilton as
receivers of the Rochester Railway and
the New York State Railways and the
Rochester Interurban Bus Line, Inc.,
has been approved by the Public Serv-
ice Commission. The contract has also
been approved by the United States
District Court.

+

New York, N.Y.—Discussing opera-
tions of the Third Avenue Railway for
the fiscal year ended June 30, last,
Slaughter W. Huff, president, points out
in the company’s pamphlet report that
the cost of bus operations during the
year was reduced more than 4 cents a
mile from the previous year, while re-
ceipts per bus-mile increased more than
1 cent. Substitution of buses for trolleys
in Westchester is gradually taking place.

+

Houston, Tex.—The Houston Electric
Company has been granted permission
by Council to establish an express bus
line to serve Southwood, between the
I.-G.N. tracks and Scott Street and
Beélmont, Grand Park and Foster Place
additions, located just outside the city
limits. The fare is to be 10 cents with
transfer privileges.

+

Peoria, Ill.—The Illinois Power &
Light Corporation will substitute trolley
buses on certain routes here for trolley
service, under authority of the Illinois
Commerce Commission. [Fares will re-
main unchanged. The seating capacity
of the new buses will be larger than that
of the street cars now in use, The
amount of service will also be increased.

+
Sedalia, Mo.—The Public Service Com-
mission has granted the City Light &
Traction Company permission to sub-
stitute service by bus for its street car
system.

Service Chan ges

Philadelphia, Pa.—Negotiations are in
progress between the Delaware River
Joint Commission and the Philadelphia
Rapid Transit concerning the operation
of the proposed line over the Delaware
River Bridge. It is considered likely
that the agreemnent with P.R.T. will be
established on the basis of 3 cents for
each passenger and that the fare on the
line will be 10 cents. Officials have said
it would be necessary to charge the same
amount as passengers are now paying for
a bus ride between Camden and Phil-
adelphia. Engineers estimate that at
least 65,000 persons will ride daily in
high-speed electric trains when they are

in operation over the bridge. This figure
is approximately 30 per cent of the
177,468 persons who crossed the river
in Dbuses, motor cars, ferries, horse-
drawn vehicles and other means of trans-
portation in a 24-hour period.

+

Chicago, IIl.—The City Council has
adopted a resolution frowning upon the
plan of the Chicago Surface Lines to
place one-man cars on 26 routes. The
request of the company for authority to
use one-man cars is pending before the
Illinois Comerce Commission. At a
recent hearing on the request, William
H. Sexton, corporation counsel, obtained
a continuance of further hearings until
he could ask the City Council to deter-
mine the city's policy on the matter.

+

La Crosse, Wis.—The city will likely
oppose the petition of the Mississippi
Valley Public Service Company to the
Public Service Commission for a change
in operating schedules of street cars and
buses. The city feels that extra cars and
buses should, be put into service during
rush hours of the day and evening. It
has been suggested, that the company be
permitted to abandon its car system on
the 23rd Street line and substitute buses.
The company petition requests: sub-
stitution of a fifteen-minute service on
the north side line instead of present ten-
minute service; substitution of fifteen-
minute service on La Crosse Street-
South Avenue bus line instead of the
present twelve-minute schedule: and to
discontinue operation of the 23rd Street
line from 23rd Street to 4th and Main
Streets, and substitute a fifteen-minute
stub service,

+

Chicago, Ill. — Attorney Francis X.
Busch, representating the Surface Lines,
has served notice on the Illinois Com-
merce Commission that, if the one-man
service is not allowed, the only alterna-
tive for the company will be the reduc-
tion in number of the two-man cars now
in operation. The commission recently
refused to issue a temporary order per-
mitting one-man cars on certain desig-
nated cars, but authority from the com-
mission is not needed to curtail service,

+

Wausau, Wis.—The Vallev Transit
Company, subsidiary of the Wisconsin
Valley Electric Company, has withdrawn
its petition with the Public Service Com-
mission, in which it asked to be per-
mitted to discontinue the bus service in
Merrill. At a meeting of the company’s
officials and city officials, H. L. Geisse,
vice-president, declared that the bus com-
pany has lost about $30,000 since it
started operation, but that the company

Comz’ng Meetz'ngs

Oct. 12-19 — Annual Safety Con-
gress Incinding Special Electrie
Railway Section, Chicago, 1il

Oct. 29-30—Annual Transportation
Meeting of Society of Automotive
Englneers, Washington, D. C

Nov. 19-20—NMiddie Atlantic States
Ilgqulpment Men's Association, York,

a.

Jan. 27-29, 1832—Electric Railway
Association of ICquipment Men,
Southern Properties, Richmond, Va.

will endeavor, if it has the help of the
people, to keep the line going for those
who are constant riders. He asked citi-
zeus to suggest how the line can be
operated without showing a loss.

Memphis, Tenn.—Thousands of visi-
tors at the Alid-South Fair were per-
mitted to inspect one of the new trolley
buses of the Memphis Street Railway to
bc put in operation on the Lamar Avenue
line about Oct. 15. R. N. Smith,
“Operator No. 336,” was in charge of
the car all week. He will operate the
new conveyance.,

+

Kenosha, Wis.— The Metropaolitan
Motor Coach’ Company, Inc, which
operated between Kenosha and the State
line, has been authorized by the Public
Service Commission of Wisconsin to
abandon the route, which will be taken
over by the North Shore Lines.

Financial News

Hammond, Ind.—H. K. Cuthberton, of
the Public Service Commission, has in-
dicated that State approval will be given
to the sale of the Calumet Railways, Inc.,
by the Insull interests to Walter J.
Cummings. Mr. Cumimings pledged at
the hearing that he immediately will ex-
pend $150,000 to rehabilitate the system
should the commission rescind an aban-
donment order obtained this year and
approve the sale.

+

Detroit, Mich.—The Detroit Motor
Bus Company has agreed to accept the
ofler of $616,000 made by the Depart-
ment of Street Railways of the city for
its real estate plant with the proviso that
it buy all other properties as well. The
D. S. R. had said it was willing to pay
$232,000 for a number of new coaches.
The company agreed to this. The re-
mainder, consisting of 400 coaches of
varying age, plus plant machinery and
other equipment, was valued by the com-
pany at $2,345,476. E. Cyril Bevans,
spokesman for the company, asserted
that a fair appraisal of the bus company
property showed $3,378,000 to be its
reasonable present market value.” He
charged that the appraisal conducted by
the city has been haphazard and super-
ficial.

+

St. Louis, Mo.—The decision in the
case under which the wages of the em-
ployees of the St. Louis Public Service
Company went to arhitration was ren-
dered on Oct. 9 upholding the plea of
the company to the entent of a 10 per
cent reduction.

*

Toronto, Ont.—A friendly settlement
has been reached between the city and
the Toronto Hydro by which the latter
agrees to pay local improvement taxes
on Hydro properties. According to the
Globe, if pressure is exerted to bring the
Toronto Transportation Commission,
operating the municipal railway and bus
lines, into the same tax-paying class,
the adjustment may not be so easy, since
any considerable invasion of its surplus
would, conceivably, result in increased
fares.

(Continued on Page 613)
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Rescinding of Baltimore’s
Park Tax Discussed

Mayor Jackson, of Baltimore, has let
it be known that he does not see how he
can at this time favor the elimination of
the park tax now paid to the city by the
United Railways & Electric Company.
The Mayor said, however, that he in-
tends to suggest to President Storrs that
as to any other relief to which the com-
pany may feel it is entitled, his company
present its case to the City Council.

The law passed by the Maryland Gen-
eral Assembly, authorizing the Mayor
and City Council to eliminate the park
tax, also provides for them to grant a
reduction in the tax, if the city cares to
render partial relief.

Early in September Mr. Storrs dis-
cussed the whole subject in a letter to
the Mayor, who now says he will reply
to this letter within a few days.

At a session of the City Council held
on Oct. 5 a resolution was introduced
designed to place the Council on record
as unalterably opposed to either the
elimination or reduction sought. The
resolution was referred to the Board of
Estimates withont discussion. So far
no ordinance has been introduced dealing
with the sunbject.

Not for a long time has anything oc-
curred in Baltimore which has aronsed
so mich public interest and discnssion
as the move made to either abolish or
reduce the park tax. A number of the
neighborhood improvement associations
have passed resolutions opposing any
change.

Cleveland Rates Modified

A compromise rate schedule, proposed by
officials of the Cleveland Railway when
city aunthorities objected to the double in-
crease of fares within a week, has been
approved by Cleveland, East Cleveland
and Cleveland Heights City Councils.

For a trial period of 60 days, the rail-
way will charge a 10-cent cash fare and
73-cent ticket rate (four tickets for- 30
cents) in the city of Cleveland with a
1-cent charge for transfers.

Fares for through rides to East Cleve-
land and Cleveland Heights will be 12
cents cash or 9 cents by tickets, with five
tickets for 45 cents. A ride wholly within
either municipality will be the same as the
Cleveland fare.

The compromise schedule for a 60-day
trial period was advanced when city aun-
thorities objected to the proposed increase
from 8 to 9 cents cash fare on Oct. 4,
and a boost from 9 to 10 cents cash fare
on Oct. 11.

While the cash fare in Cleveland has
been increased 2 cents, the ticket fare has
been raised less than half a cent, to in-
duce regular riding.

Mayor Wants Transportation
Matter Settled

Mayor Miller of St. Lonis, Mo, in a
message to the Aldermen on Sept. 25
urged the board to “find an early answer
to the vexing question” of mass trans-
portation, pointing ount that nearly
'$35,000,000 in bonds and notes of the St.
Touis Public Service Company will mature

New Home of
McGraw-Hill Publications,

330 West 42d Street,
New York N

within the next three years. The Alder-
men last spring retained former-Congress-
man Cleveland A. Newton to serve as
special counsel in transportation matters.
The Mayor said:

Through the report of the Transporta-
tlon Survey Commission and an earller
report prepared by the city’s then con-
sulting engineer, C. E. Smith, your board
Is in possesslon of all the facts avallable
on this subject. You have the benefit of
the opinion of experts, arrlved at after long
and careful study, not only of the trans-
portation questlon generally, but of those
phases of it peculiar to our local situation.
With the help of former-Congressman
Newton, who has been specially employed
for this purpose, it should not be difficult
for your board to find an early answer to
this vexing question.

Delay in finding such answer before the
maturity of the bond issue and note and
before the expiration of the present fran-
chises a few years later, might seriously
embarrass our car riders and St. Louis
business interests. I earnestly recommend
that your board devise a satisfactory plan
for the solution of this transportation prob-
lem before the close of the present session.

Financial News

(Continued from Page 612)

Buffalo, N. Y.—The International
Railway has brought snit to recover
$2,823, representing an alleged overpay-
ment on its corporation income tax for
the 1928 calendar year. After the pay-
ment of an original tax of $87,656, the
income tax bureau increased the tax
liability to $103,080. During the year
1928, the company purchased for retire-
ment $272,000, par value, bonds of the
Buffalo Railway, the Crosstown Strcet

Railway, and the Buffalo & Niagara
Falls Electric Railway for $248,467. The
company now disputes the validity of
the order of the income tax department,
requiring it to pay a tax on the profit on
the bonds so retired.

Regulation and Legal

Columbus, Ohio—The State Utilities
Commission has sustained its former
order, rejecting a proposal of the Lake

Shore Electric and others to cancel
their joint tariffs with the “western
chain” of Ohio internrban railways.

The application to cancel the tariffs was
filed to become effective Jan. 17, 1930,
but the commission postponed the effec-
tive date and in its answer the “western
chain” contended a monopoly would be
established, should the proposal be ap-
proved. The “western chain” is com-
prised of the Dayton & Troy, Western
Ohio Railway & Power, Findlay, Ar-
cadia & Fostoria and the Fostoria &
Fremont Railroad. As a result of the
action just taken the joint tariffs will
be continued in effect.

General

Baltimore, Md. — The Consolidated _
Gas, Electric Light & Power Company
has announced the consummation of a
twenty-year contract for power with the
Pennsylvania Railroad covering the en-
tire electrification requirements of the
Pennsylvania systemn from the Susque-
hanna River at Havre de Grace, Md.,
to Washington. Power for this line will
be supplied early in 1933.

+
Jacksonville, Fla.—Members of the
City Council's special franchise com-
mittee are said to lock with favor upon
alternative proposals made by the Jack-
sonville Traction Company for a new
franchise to replace the one under which
that firm now operates but which expires
next January. Under terms of the new
proposal the company asks for a net
return of 8 per cent upon a capital invest-
ment of $2,500,000, and offers to pay a 3
per cent gross tax to the city out of sur-
plus returns over 8 per cent net to the
company.
+

Detroit, Mich.— The Mailler-Schorn
plan advanced for stimulating street car
riding here will go on the ballot at the
election next month. Last spring a
plan of between-tracks safety depots and
associated subwalks in combination with
express street car and local bus service
was lined up for submission to the
people, but the matter did not appear on
the spring ballot under promise that the
plan would appear at the fall election.
Within the last two weeks 49,000 signa-
tures were secured requesting that the
matter be placed on the ballot, with but
25,228 signatures actually required. The
City Clerk has since certified to the Com-
mon Council that more than the neces-
sary signatures had been supplied for this
proposition to be placed before the
people on Nov. 3.
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Results in British Columbia

A reduction of nearly 2,000,000 passen-
gers for the year as compared with the
previous year’s operations was revecaled in
the annual report of the British Columbia
Power Corporation, controlling the British
Columbia Electric Railway and subsidiary
companies. Slowing up in the building
trade and condition of the lumber business,
two important industries centered in Van-
couver, are largely responsible for the de-
cline in the number of passengers carried.
Car mileage increased 561,000 over the pre-
vious year due largely to the increased
number of cars in service during rush
hours. Freight revenue, being largely de-
pendent on the movement of transconti-
nental freight showed a heavy decline.
In a five-year survey the report shows:

Passengers Freight
Carried Tonnage
74,249,659 343,320
76,113,515 454,111
77,694,731 553,391
063.656 487,8%

Facts About Milwaukee
(Continued from Page 611)

average passholder gets 22 rides per pass.
Transfer rides on the pass were 36,803,271
at the rate of nine transfers per weekly
pass. ‘Transfers during the same time
dropped from 54,289,369 to 20,175,548, due
to the decrease in cash and ticket riding
and the popularity of the pass.

Under the unusnal efforts made through
various types of cut-rate passes, riding in-
creased by 25,000 to 30,000 passengers a
day. Peak-hour riding, however, decreased
by about 31,000 passengers a day, but the
off-peak riding has increased by 56,000
to 61,000 passengers daily. Short-haul rid-
ing in the downtown and outlying districts
has been stimulated through the pass and
more liberal transfer privileges.

The company estimates that 67 per cent
of its riding is by the pass and that the
average fare on the pass now is 4.55 cents
a ride. Figuring that 16 per cent of its
passengers pay cash, and 17 per cent buy
tickets, it points out that the average farc
now is 6.1 cents a ride as against 6.76 cents
before May 4, 1930.

The commission’s prediction that the
new fares would give the utility $400,000
in additional revenue has not materialized.
In anticipation of the theoretical increase,
electric light rates to residential and small
commercial users were reduced $482,000
as an offset. The reductions in the rates
for electricity will, however, remain in
cffect.

The coming of the pass has helped to
increase the car speed in Milwaukee’s
metropolitan area from 9.261 m.p.h. to
9.733 m.p.h. the first year and to 9.86
m.p.h. at present. Prior to the pass, car
speed was slowing np. The time consumed
by the trainman now in handling cash,
tickets, etc., is 60 per cent less than for-
merly. Nearly 78 per cent of the evening
rush-hour rides require no fare handling.

It is also pointed out that in 1926 6 per
cent of the metropolitan area was more
than one-quarter mile from a street car or
bus line while now only 3.2 per cent of
the area is in that category.

Forez'gn News

British Railroads Hostile to
Electrification Report

Proposals made in the report of the
Weir committee on main-line electrifica-
tion have been submitted by the Govern-
ment to the railroads, but there appears
to be no likelihood of a reply calenlated
to lead 1o early action on the lines sug-
gested by the committee. In the present
financial position of the companies, even
with a large measure of Government
assistance, an expenditure of $1,305,000,000
spread over a number of years, requires
very serious consideration, and the reports
received by the railroads from their experts
are likely to induce the general managers
to approach main-line electrification
cantiously.

During the present period of depression
the possibility of a combine to include the
main-line railways and their competitors
has been broached, but opposition to any
such plan remains strong.

So far the railroads have not yet replied
to the Government’s request to furnish
their observations upon the Weir report,
but it is known that they are definitely
against it. Even taking the figures put
forward by the committee, which may be
regarded as showing the case for elec-
trification in a favorable light, the feeling
is that the companies would not be justi-
fied in contemplating the expenditure of
so large a sum, in view of the way in
which their traffic receipts are shrinking.

Suburban electrification, however, stands
on a different footing. Here the commit-
tee estimmates that there will be a return
of 13 per cent on a capital expenditure
of $225,000,000. This is a far less specula-
tive proposition, especially in view of the
agreement under which the suburban lines
will be included in the London traffic pool.
When the London Passenger Transport
Bill is passed into law much is likely to
be heard about suburban-line electrification.

Trolley Bus Progresses in
England

The extensions of the trolley bus system
on the routes of the London United Tram-
ways, described recently in ELECTRIC RAIL-
WAY JOURNAL, are now nearing completion.
In Nottingham the Corporation has
ordered thirteen trolley buses, while
Chesterfield Corporation has two such
buses on order.

New Subway Traffic Record
set Up in London

A subway traffic record of more than
30 years’ standing was broken in London
recently, when more than 300,000 people
attended the Royal Air Force Pageant at
Colindale. The number of passengers
arriving at the Colindale Station of the
London Underground Railway during the
day was 108,000, or 10,000 more than
last year and the hxghcst number ever
handled at any subway station on a single
day. If allowance is made for the huge
crowds of people arriving at Hendon and
Burnt Oak stations (closc to Colindale)
for the pageant, the total number of those

traveling in the two directions during the
day would be not less than 250,000. The
previous subway traffic record was made
30 years ago at the Bank Station of the
Central London Railway on the occasion
of the celebration of the return of the
City Imperial Volunteers after the South
African War. Although this record has
been approached on several occasions, it
had never been broken before.
-

Bow Collectors for Glasgow

The Glasgow Corporation Transport
Department has decided to fit all its street
cars with a new type of overhead collector.
the invention of Fischer de Tovaros, con-
sulting electrical cngineer to the Budapest
City Tramways. The Fischer bow col-
lector takes the form of a special steel
plate, 39 in. long by 4 in. wide, with
grooves 24 in. long by 3 in. wide and % in.
deep, filled with grease, which reduces
wear, minimizes breakage, and prevents the
formation of ice. At terminals reversal
of the collector is automatic. The collector
is almost noiseless in operation, is com-
pletely free from sparking, whistling and
vibration, and causes no interference to
radio reception. The Glasgow authorities
began experimenting with the Fischer bow
five years ago, when eight cars were so
equipped. Birmingham, Aberdeen and sev-
eral other cities are also trying the device.

Electrification of
Russian Railroads

The work of electrifying new railroad
lines in the U.S.S.R. was recently begun.
In the Urals operations are in progress
on the Lunevsk branch carrying coal
from the Kizel Basin. This branch will
be electrified for a distance of 113 km.
Work has already begun in the Lenin-
grad-Oranienbaum district with a branch
to Gatchina, and on the Mineralnye
Vody branch, in the Caucasus, from
Mineralnye Vody Station to Kislovodsk.
The length of each of these electrified
branches will be 72 km. The first Soviet
electric engines will be built at the
Kolomma factory in the Moscow region.

.

London, England—In spite of the
prospect that the London County Coun-
cil tramways may be transferred to the
proposed Transport Board, the County
Council continnes its schemes of im-
provement. E. Sanger, chairman of the
Council, recently recalled that the sub-
way between Victoria Embankment and
Sonthampton Row, which formerly could
take only single-deck cars, was reopened
for traffic on Jan. 14 last after it had
been rebuilt to accommodate double-
deck cars. The stations on the subway
were modernized and an improved
scheme of lighting was installed. At
the tramway power station in Greenwich
a new and more economical plant of in-
creased capacity is being substituted for
old plant at an estimated cost of £450.-
000. Arrangements have been made for
modernizing the fleet of tramcars and
for anticipating futurc demands.

+
Lanarkshire, Scotland—The tramway
routes of the Lanarkshire Transport
Company have ceased operation. Serv-
ice by bus has been substituted.
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PERSONAL MENTION

G. D. McGwinn Succeeds
Colonel J. H. Alexander

Announcement was made in Cleveland,
Ohio, on Oct. 7 of the election of George
D. McGwinn as president of the Cleveland
Railway to succeed Joseph H. Alexantjer,
resigned. Mr. McGwinn has been a vice-
president of thie company since last May
when the Van Sweringen interests became
active in the affairs of the company through
the placing of C. L. Bradley, Alva Bfadley,
Col. Otto Miller and Mr. McGwinn in
executive posts with the railway.

Colonel Alexander said he planned to
remain in Cleveland and establish an office
as a railway consultant. In his letter of
resignation he said:

1 have for some time been giving con-
sideration to the severance of my connec-
tion with the Cleveland Railway before
the expiration of my present term. For
a variety of reasons, with which the chair-
man is famiiiar, permit me herewith to
tender my resignation as director, member
of the Executive Committee and president,
effective immediately.

No indication is contained in the account
of the change in the Cleveland Plgm
Dealer that an official statement regarding
the matter was made by the management,
but that paper did pay a gracious co_mph-
ment to both men in an editorial which it
concluded in part as follows:

The substitution of George McGwinn for
Joseph H. Aiexander in the president’s
chair was not unexpected. So far as the
administrative direction of the company
goes it means iittie. To many, the depar-
ture of Coionel Alexander from an enter-
prise with which he has been connected
since the days of Tom L. Johnson brings
a pang of regret. He has had an important
part in giving this city what, in spite of
its present woes, is one of the best electric
railway systems in America. His successor
has a record of administrative achievement
which justifies the esteem in which he is
heid both by his empioyers and by the
community.

From the time of his graduation frgm
the Case School of Applied Science with
a degree in mechanical engineering in ‘1905,
with the exception of service as assistant
to the general manager of the Pittsburgh
Railways for a few years, and absence
from duty with the engineering forces
during the War, Colonel Alexander’s
activities have been confined to the local
transportation svstem in Cleveland. Imme-
diately following his graduation from the
Case School, he took a position as 'cl:nef
engineer with Tom Johnson's Municipal
Traction Company in that city, and in the
bitter struggle for supremacy between rival
street railway interests which kept the city
in a turmoil for the next four or five years
Mr. Alexander fought shoulder to shoulder
with his chief. The outcome of that battle
was the Tayler franchise, a model of its
sort, under which the Cleveland properties
have operated with conspicuous success
ever since.

Following his experience in Pittsburgh
Colonel Alexander returned to Cleveland
as chief engineer in the office of Peter Witt,
at that time the city’s transit commis-
sioner, where he rendered exceptional serv-
ice in assisting to solve the local transporta-
tion problems. In this capacity he

G. D. McGwinn

attracted the attention of the late John ]J.
Stanley, the doughty president of the
Cleveland Railway, who engaged his serv-
ices in 1916 as assistant to the president.
Responding shortly afterwards to the na-
tion’s call to arms he received an appoint-
ment as major in the administrative
section of the construction division of the
army, being presently advanced to the rank
of colonel. Under his general direction
at one time were the labors of nearly 400,-
000 men engaged on contracts involving
the expenditure of approximately $1,500,-
000,00

Returning to his job at Cleveland he was
elevated to the vice-presidency of his com-
pany, which office he filled until the death
of Mr. Stanley in October, 1926, when he
succeeded to the presidency.

In addition to his official duties, Colonel
Alexander has found time to take an active
part in the affairs of the AE.R.A, of
which he is now first vice-president. as weli
as to take part in many local activities in
the city of Cleveland. Among other honors
which have been bestowed upon him have
been the presidency of the Cleveland Engi-
neering Society, the presidency of the
Cleveland Safety Council and the presi-
dency of the Ohio Safety Council.

Mr. McGwinn went into electric railway

Col. J. H. Alexander

operation in Cleveland more than a year
ago through the channcls of building man-
agement and construction. He had pre-
viously been a specialist in building man-
agement. Among the structures of which
he was in charge were the Citizens' and
the Union Commerce National Bank build-
ings in Cleveland. When the Union Trust
merger was brought about, Mr. McGwinn
was confronted with the problem of hous-
ing the forces of four banks in a building
that was considered too small for one.
He managed it for three years, while the
Union Trust building was under construc-
tion, and then was made vice-president and
building manager of the Union Trust
Company.

Veteran Cincinnati Employee
Honored

More than twenty-five executives and
operating officials of the Cincinnati Street
Railway, Cincinnati, Ohio, assembled on
Sept. 15 at the Gibson Hotel to honor
F. J. Venning, superintendent of power,
on the occasion of his 70th birthday. The
affair was a surprise to Mr. Venning,
who had a luncheon engagement with his
general manager, J. B. Stewart, Jr.,, to go
over various company matters. Instead
of going to the dining room on their
arrival at the hotel, Mr. Stewart piloted
the way to one of the private dining rooms,
in which were assembled his fellow asso-
ciates, headed hy Walter A. Draper, presi-
dent of the railway.

Rounding out 51 years of service in the
electrical business, Mr. Venning's first
work in electrification of horse cars was
in Savannah, Ga. in 1890, when he in-
stalled the first railway motor installed by
the Westinghouse company. Prior to this
time, he was employed by the Pennsylvania
Railroad as a fireman, then as an engineer.
In 1889 he joined the Westinghouse com-
pany, installing electric motors. In 1893
he joined the Citizens' Traction Company
of Pittsburgh, where he remained until
1910, when he entered the service of the
Cincinnati Street Railway. On March 1,
1918, Mr. Venning was appointed superin-
tendent of overhead lines and two years
later took over the superintendency of shops
and equipment. On Feb. 1, 1926, he was
appointed superintendent of power, which
position he holds at the present time.

—_——

John F. Collins Made Receiver
at Saginaw

John F. Collins, Jackson, Mich., has
been appointed receiver for the Sagi-
naw Transit Company, Saginaw, Mich.,
by Judge Tuttle in the United States
District Court. The Saginaw Transit
Company operates street cars and buses
in Saginaw as well as a short interurban
line to Zilwaukie.

Approximately 200 miles of railroad
are now operated by Mr. Collins. The
systems included under his direction are:
the Lansing Transportation Company,
the Jackson Transportation Company,
the Battle Creek Transportation Com-
pany, the Kalamazoo Transportation
Company, the Saginaw Transit Com-
pany, and the Eastern Michigan-Toledo
Railroad, of which he is the receiver.
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C. O. Guernsey Directs Brill
Engineering Activities

All Brill engincering activities have been
placed under the direction of Charles O.
Guernsey as chief engineer of the J. G.
Brill Company and its subsidiary com-
panies.

Mr. Guernsey has been connected with
the Brill organization since 1923. During
his association with Brill he has taken a
keen interest in the modern trend in the
design of electric railway rolling stock
and other types of urban and interurban
transportation equipment. The rapidly
increasing prominence of the trolley bus
as a factor in the public passenger trans-
portation field resulted in Mr. Guernsey’s
appointment as chief automotive engineer
on Jan. 1 last. Subsequently, the appar-
ently successiul application of worm and
other modern type drives to electric car
trucks, streamline body design and other
similarly modern practices resulted in the
unification of all Brill engineering activ-
ities under Mr. Guernsey’s direction. He
will be located at the Philadelphia plant.

For ten years before he joined the Brill
organization, Mr. Guernsey was affiliated
with the Service Motor Truck Company,
Wabhash, Ind., as chief engineer and later
as vice-president in charge of the com-
pany’s railroad division, the activities of
which were transferred to the Brill Com-
pany in 1923 at which time Mr. Guernsey
was appointed chief engineer, automotive
car division. Under his direction the ex-
tensive line of Brill rail motor cars for
steam railroads was developed.

Herbert Morrison Withdraws
as Transport Minister

Herbert Morrison, Minister of Trans-
port in the English Labor Government,
has declined to carry on under the new
National Government. He was practically
the promoter of the London passenger
transport bill, intended to promote the
co-ordination of the London passenger
services. Even the motor transport people
were quick to recognize the service
Mr. Morrison has performed, and to ex-
press regret at his decision not to throw
in his lot with the newly formed National
Government. A contemporary in that field
says:

The declsion is all the more important in
view of the announcement that the London
passenger transport blil wiil be proceeded
with as an agreed measure. Whatever the
future may hold for Mr. Morrison and his
party, we shall always be grateful to him
for having put real iife into the Ministry
of Transport. He has displayed a prac-
tical appreciation of the industry's point
of view, and thus ensured its eco-operation
in the Important measures which have
marked his spell of office. Mr. Morrison

wiil certainly be remembered as one of the
most successful Ministers of Transport.

A .V. Guillou With
Wisconsin Commission

A. V. Guillou, for 43 years assistant
chief engineer for the California Rail-
road Commission, has resigned to be-
come chief engineer of the newly
reorganized Public Service Commission
of Wisconsin. Prior to his connection
with the California Commission, Mr.
Guillou was associated with a number
of California power companies. After

his graduation from the University of
California in 1912, he spent two years
with the Westinghouse Electric & Man-
ufacturing Company in East Pittsburgh,
and then joined the Pacific Light &
Power Corporation, later merged with
the Southern California Edison Com-
pany as cominercial salesman. Later he
became district manager for the Mount
Whitney Power & Electric Company.
When that company was taken over by
the Edison Company in 1919.

P. ]J. Pybus Minister of
Transport

P. J. Pybus, Libcral member of Parlia-
ment for Harwich, has been appointed
British Minister of Transport. Mr. Pybus
is a well-known business man, and is a
director of the English Electric and other
companies. G. M. Gillett, Labor member
of Parliament for Finsbury who, in the
last government, was secretary to the

Department of Overseas Trade, has been
appointed Parliamentary Secrctary to the
Ministry of Transport, in succession to
J. A. Parkinson, Labor member for Wigan.
AMr. Pybus is a member of the Institution
ot Electrical Engineers. In 1917 he was
crcated a C.B.E. for his services to the
Ministry of Munitions during the war.
He has beecn a member of various govern-
ment commissions and cominittees.
B o

Charles H. Forsgard, who has been
acting general manager of the Com-
munity Traction Company in Toledo
for nearly four years, has been made
vice-president and general manager and
elected a director of the company. Over-
whelming approval of the ten-year ex-
tension of the service-at-cost ordinmance
by the electorate was taken partially as
a compliment to Mr. Forsgard for the
many operating improvements and econ-
omies together with unification of bus
and street railway service under his

guidance.

W. B. Wheeler Made
Superintendent of Transportation

Copyright by Bachrach

W. B. Wheeler

William B. Wheeler, who has had a
long, practical and successful career in
street railway work in the Metropolitan
District of New York, has been advanced
to superintendent of transportation of the
trolley and bus lines of the Third Avenue
Railway System, New York.

With very little opportunity for formal
schooling in his formative years, and with
no personal influence back of him, Mr.
Wheeler has fought his way unp through
all the stages, educating himsclf as he
went along and winning promotion by
deserving promotion. His many {riends
who have recognized his sterling qualities,
his indomitable ambition and his deter-
mination to make good are expressing
their gratification at this latest recognition
of Mr. Wheeler's abilitics, not only on
his account, important as that is, but be-
cause of the message of encouragement
which that recognition carries to other
men in the ranks. :

Even to his superiors, the intensity of
the man has been a source of wonder.
Mr. Wheeler has found time for other
activities, some collateral with the street
railway enterprisc. He took an active part

in the affairs of the Metropolitan Section
of the ALER.A., and was president of
that organization. He has been for a num-
ber of years on the board of fire commis-
sioners in New Rachelle where he makes
his home. He has also served as president
of the Republican Club in New Rachelle.

Mr. Wheeler was born in Brooklyn on
Oct. 13, 1873. He received his early edu-
cation in the public schools of that city.
The training was brief, however, as at the
age of twelve, upon the death of his father,
he was obliged to go to work to help sup-
port the members of his family. Later he
engaged in the photographic business with
success, only to see this enterprise go on
the rocks in the panic of 1894, But he
was not to be dissuaded. He again began
at the bottom as a conductor on the
Atlantic Avenue Railroad in Brooklyn,
determined to make street railway trans-
portation his life work. He was attracted
by the opportunities offered in Manhattan
by the Metropolitan Street Railway Sys-
tem, and became in timc a conductor on
the Broadway cable line. A few years
later he became a starter at the Lenox
Avenue Depot.

So he continued to advance up through
the various grades, educating himself in
the various collateral lines, until he became
general superintendent of the Westchester
Electric Railroad, .operating trolley lines
in New Rochelle and Mount Vernon. He
was holding this position in 1919 when
President Huff of the Third Avenue Rail-
way Systemn commissioned Superintendent
William E. Thompson to reorganize the
transportation department. In this re-
organization Mr. Wheeler was selected
first as superintendent of schedules and
later as assistant superintendent of trans-
portation. This position he has filled suc-
cessfully for a number of year, and upon
the relinquishing of the active duties of
the transportation department by vice-
President Thompson, he became the active
head of the departinent as superintendent
of transportation.
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Many Promotions Made
by Penn-Ohio System

William Muldoon to Fill New Position of General
Superintendent—Added Responsibilities for Messrs.
Brackett, Weller, Giltner, McKenna and Shaner

HE new position of general superin-

tendent of the Penn-Ohio Transpor-
tation Systemn, comprising electric railway
and bus service in Youngstown and War-
ren, Ohio, and New Castle and Sharon,
Pa., and connecting those cities, has been
filled by thc appointment of William
Muldoon. As gcneral superintendent, he
will have direct charge of the operating,
maintenance of way and maintenance of
equipment departments.

When the service-at-cost franchise was
adopted for the city railway and bus opera-
tion in Youngstown in January, 1919, Mr.
Muldoon was selected by William L. Sause,

and interurban lines connecting those cities
and also Warren, Niles and Leavittsburg,
Ohio. Mr. Brackett went to Youngstown
in 1916 as dispatcher for the Youngstown
Municipal Railway following nine years as
dispatcher and inspector at Houston, Tex.
He was placed in charge of the Haselton
carhouse, Youngstown, as foreman in
1918, and was promoted to general shop
foreman in Jannary, 1923. Four years
later he was promoted to assistant super-
intendent of equipment, a position in which
he has continued up to the present.

Perry R. Weller has been appointed
superintendent of automotive equipment

i. G. E. McKenna

2. William Muldoon 4. P. R.

Youngstown's first street railway commis-
sioner, as his assistant, and he continued
in that post until the present time, having
intimate connection with the operation and
development of the Youngstown lines.
Prior to entering the commissioner’s office,
AMr. Muldoon was deputy clerk of the
Youngstown City Council for ten years.
Before that he was employed in the offices
of the Wabash Railroad in Chicago and
of the Pennsylvania Railroad in Youngs-
town.

A. D. Brackett, for more than four
years assistant superintendent of equipment,
has been appointed superintendent of car
equipment of the Penn-Ohio System, com-
prising electric railway lines in Youngs-
town, Ohio, New Castle and Sharon, Pa.,

3. A. D. Brackett

S. J. W. Giltner

Weller 6. C. H. Shaner

of the Youngstown Municipal Railway and
affiliated companies of the Penn-Ohio Sys-
tem, with headquarters in Youngstown.
Mr. Weller has been connected with the
company sinee April, 1925, prior to which
he was with the service department of the
Buick Motor Company at Indianapolis.
He enteréd the employ of the Penn-Ohio
in charge of cost control in the mainte-
nance of way department. In 1926 he
was made statistician and research engi-
neer in the commercial department, and
two years later was appointed general fore-
man of the Mahoning Avenue garage,
Youngstown. He eontinued in that posi-
tion till his promotion to superintendent
of automotive equipment for the system.
J. W. Giltner, for the last ten years

chief claim agent for the transportation
companies centering on Akron, Ohio, has
been appointed general claim agent of the
Penn-Ohio  Transportation System with
headquarters in Youngstown. In his new
position Mr. Giltner has charge of the
claim departments of the Youngstown
Municipal Railway, the West End Trac-
tion Company, the East End Traction
Company, the New Castle Electric Street
Railway, the Shenango Valley Traction
Company, Penn-Ohio Coach Lines Com-
pany and affiliated transportation compa-
nies serving Youngstown, Warren and
Niles, Ohio, and New Castle and Sharon,
Pa., and connecting those places.

Mr. Giltner’s connection with the elec-
tric railway industry dates from 1907 when
he joined the claim department of the
Indiana Union Traction Company, Ander-
son, Ind. Subsequently he was assistant
chief claim agent for the Portland Rail-
way, Light & Power Company, Portland,
Ore., assistant chief of the adjustment
bureau of the associated bureans of the
Pittsburgh Railways, and superintendent
of the Pittsburgh claim department of the
London Guaranty & Accident Company,
Ltd. In May, 1918, Mr. Giltner went to
Akron as assistant chief claim agent of
the Northern Ohio Traction & Light Com-
pany, and three years later became chief
claim agent, continuing in that post till
his appointment to the Youngstown
properties.

George E. McKenna has been promoted
from assistant chief claim agent to chief
claim agent of the Akron Transportation
Company, Northern Ohio Interurban Com-
pany and Penn-Ohio Coach Lines Com-
pany, Akron, to succeed J. W. Giltner.
Mr. McKenna has been assistant chief
claim agent at Akron since *March 15,
1922, He entered railway claim work in
Buffalo, N. Y., in 1913 and continned in
that work in Buffalo and in New York
City for four ycars. Following eighteen
months’ service in the U. S. Marine Corps
during the World War, he went to Akron
and entered the claim department of the
Northern Ohio Traction & Light Com-
pany in September, 1920.

C. Howard Shaner has been appointed
safety supervisor of the Akron Trans-
portation Company, Northern Ohio Inter-
urban Company and Penn-Ohio Coach
Lines Company, Akron, succeeding Glenn
H. Shaw, who has been appointed director
of safety of Ohio Edison Company. Mr.
Shaner continues as safety supervisor of
the Youngstown Municipal Railway and
other companies with headquarters in
Youngstown, Ohio, where he has been
supervisor of the accident prevention work
since Sept. 1, 1922.

During this period these companies, com-
prising the Penn-Ohio System, have won
highest national awards three times, the
Charles A. Coffin gold medal for the Sys-
tem in 1926, the Anthony N. Brady gold
medal for the system for 1927 and the
Coffin gold medal again for the Younngs-
town Municipal Railway in 1930.

Mr. Shaner entered railway work as a
tramman for the Pittsburgh, McKeesport
& Connellsville Railway in McKeesport
in 1902. He went to Youngstown as a
street car operator in 1909, and was
selected as safety supervisor of the Youngs-
town Municipal Railway in 1922, Soon
thereafter, however, his duties were en-

larged to include the entire Penn-Ohio
System.
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J. W. Maxwell Heads Seattle
Commission

The Municipal Railway Commission at
Seattle, Wash., has chosen J. W. Maxwell,
vice-president of the National Bank of
Commerce, as chairman of the commission
which will undertake to outline a program
for operating the municipal railway. The
Commission has been assured by Mayor
Harlin and the City Council that it will
have a free hand in its endeavors, and in
the appointment of a railway manager. The
commission has established offices in the
City-County Building, and invites sugges-
tions from citizens. Under the present pro-
visions of the city charter, the commission
can act only as advisers to the City Council.

In accordance with the Council resolu-
tion creating the commission, its members
drew lots to determine the length of their
respective terms. A. A. Murphy drew the
one-year term; Rowland W. Watson, the
two-year term; Mr. Maxwell, the three-year
term; Charles P. Moriarity, the four-year
term, and N. D. Moore, the five year term.
Succeeding appointments will be made by
the Mayor for five years.

——

H. W. Olcott, Jr., long connected with
the Insull interests in publicity and ad-
vertising work in Chicago, South Bend
and Indianapolis, has resigned from the
Interstate Public Service Company to
join his father in the insurance broker-
age business in New York. At Indian-
apolis he was manager of publicity and
advertising for the Interstate and other
companies., Mr. Olcott wrote on his
chosen subjects in a sprightly manner,
but one that reflected a thorough knowl-
edge of the topics he discussed, and that
carried conviction. For more than five
vears he was a contributor to ELECTRIC
RAILWAY JOURNAL.

*

~Arthur G. Kjellgren, for the past
nineteen years employed by the Rock-
ford Traction Company, Rockford, IlI,
has been appointed general superintend-
ent of transportation for the Central
Illinois Electric & Gas Company, a posi-
tion newly established further to co-
ordinate the various departments of the
company under one direction. He has
recently been trammaster in charge of
all interurban cars +:«md buses.

Thomas N. McCarter, president of
the Public Service Corporation of New
Jersey and a brother of the late Uzal H.
McCarter, long president of the Fidelity
Union Trust Company, Newark, has
been made chairman of the Executive
Commitee of the bank, a new post.

+

Lawrence B. Sizer has been appointed
to the position in advertising and pub-
licity work for the Insull interests at
Indianapolis held by H. W. Olcott, Jr.
Mr. Sizer has been engaged in utility
publicity work for about three years.
He has had well-rounded experience in
newspaper work, climaxed by a term as
sports editor of the Benton Harbor
(Mich.) News-Palladium. That in itself
is severe training, for sports recording
must be done with gusto and accuracy.
Every reader of the news of sports has
his heroes. And the way of the writer
who does any of these herces even a
seeming injustice is not easy.

OBITUARY

Thomas Scott

Thomas Scott, general roadmaster of the
Montreal Tramways, Montreal, Que., died
recently-after almost 40 years service with
that organization. During that time this
pioneer street railway builder personally
supervised the installation of all the pres-
ent 300-mile track system in Montreal.
Moreover, the personnel of the track de-
partment of the Montreal Company includes
three sons, a son-in-law, and several grand-
children of Mr. Scott, all of whom received
their training under his broad experience,
forceful personality and unexcelled knowl-
cdge of city railway track work.

When Mr. Scott joined the old Montreal
horse car system in 1892, he found tracks
built of flat strap rail spiked to 6x8 in.
wooden stringers. In the three following
years this construction was entirely re-
placed by 56-1b. tee 72-1b. girder and the
88-1b. girder guard rails, laid on 7-ft. ties
with wood block paving. Subsequently,
in 1899, such construction was in turn
replaced by 87-1b. high tee rail supported
on concrete stringers with scoria block
paving. Finally in 1911 and 1913 to date,
the present Montreal standards ol track
construction, consisting of 115-lb. girder
grooved and 132-1b. girder guard rails on
8-ft. wood ties, stone ballast foundation,
concrete paving base and granite block or
sheet asphalt paving were installed by the
Montreal roadmaster. Mr. Scott spoke
with authority on tramway construction
methods in use before hack saws, acetylene
torches, crane cars and other mechanical
aids were known.

Born at Salisbury, N. B., in 1860, the
late roadmaster commenced an active rail-
road career when sixteen years of age by
assisting his father to build the Canadian
Pacific Railway line between Edmundston
and Saint Leonard. Following completion
of this work, he was engaged with the
Miramichi Railroad, then constructing a
line between Marysville and Woodstack,
N. B. Later he assumed charge of the
Greenville Junction Section on the Cana-
dian Pacific Railway.

In 1892, when the Montreal Street Rail-
way commenced to install track for the
first electric lines in that city, Thomas
Scott was called to Montreal by the late
F. P. Brothers. Subsequently, in 1897,
he laid 25 miles of electrified track for the
Jamaica Electric Railroad in Kingston,
Jamaica; and later, in 1899 and 1900, built
some 10 miles of line in Georgetown,
British Guiana.

William Scott, eldest son of Thomas
Scott, has been appointed to succeed him
as general roadmaster in Montreal.

R. S. Campbell

Robert Stewart Campbell, a prominent
figure in the electrical industry 30 years
ago in Salt Lake City, died at his home in
that city on Sept. 5. Mr. Campbell was
born in Salt Lake City in 1854, and secured
his electrical engineering education at the
University of Utah. In 1873 he entered
the employ of the Utah Northern Railway,
at Logan, Utah, and later was elected
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Mayor of that city, in which capacity he
served two terms. After spending several
years in general business, he became man-
ager of the Utah Light & Power Company,
with supervision also over the street rail-
way system in Salt Lake City. In 1906 he
negotiated the sale of the company to the
E. H. Harriman interests.

Gus Koch

Gus Koch, for many years coast agent
of the St. Louis Car Company, died en
Sept. 19 of injuries resulting ifrom an
antomobile accident on Sept. 17 while he
was crossing Kearny Street at Sutter
Street in San Francisco. For more than
30 years he ably represented the St. Louis
Car Company. Mr. Koch would
have attained the age of 81 years on
Sept. 24, During his later years, Edward
S. Sullivan, his office associate and friend
for more than 25 years, acted as his
assistant and succeeds to his office as
Coast agent. Mr. Koch played an im-
portant part in the early development oi
electric transportation on the Coast. Few
railroad men on the Coast were more
widely known or held in higher regard.

G. B. Willcutt

George B. Willcutt, vice-president and
secretary and a member of the board
of directors of the Market Street Rail-
way, San Francisco, died in that city
on Sept. 17, at the age of 72. He was
the dean of local transportation men on
the Pacific Coast, having completed 45
years association with the Market Strcet
Railway and its predecessors. At the
time of his death, he was also assistant
secretary of the California Oregon
Power Company, a position which he
had held for some years. He was grad-
uated from the University of California
with the class of 1879, and later studied
at the Massachusetts Institute of Tech-
nology, from which he was graduated in
1883. Prior to entering the street rail-
way business, he was a mining engineer
and was one of the original engineers
on the famous Anaconda mine in Mon-
tana.

Col. Edward Alfred Simmons, pub-
lisher of The Railway Age and several
other publications, died of a cerebral
hemorrhage on Sept. 30 in his home in
Brooklyn. He was 56 years old.
Although it was necessary for him to
leave school when he was only fourteen
years old, Colonel Simmons rose to
prominence as a publisher, manufacturer,
soldier and civic worker and became
a leader in many clubs and national
societies. For twenty years he had been
president of the Simmons-Boardman
Publishing Company. He also was chair-
man and president of the American Saw
Works, the American Maching Tool
Company and the Rogers-Eagle Grind-
ing Machine Company, all of Hacketts-
town, N. J.
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INDUSTRY MARKET AND TRADE NEWS

Bids Received for New York
Subway Cars

The cost of 300 additional cars fully
equipped for service on the Bronx,
Long Island City and Coney Island sec-
tions of the new city subway system
will be about 27 per cent less than that
of the 300 cars ordered eighteen months
ago, according to the Board of Trans-
portation. Four bids were received for
the cars, and two for the motors and
control.

The lowest bid of $6,326,400 for the
construction of 300 was submitted by
the Amerjcan Car & Foundry Company,
the builder of the first 300 cars. West-
inghouse Electric & Manufacturing
Company, which also equipped the

original order, submitted the lowest bid
of $2,220,000 for the motor and control
equipment for 300 cars. Bids on blocks
of 1,000 and 1,500 cars were received
from the St. Louis Car Company, being
$28,625,000 and $43,612,500 respectively.

Decision on the number of cars to
be ordered has not yet been made by
the Board of Transportation, but it is
reported that the American Car & Foundry
probably will receive the contract if less
than 1,000 cars are ordered.

Board of Transportation engineers
calculate that the contract awards on
the basis of the lowest bids would pro-
vide 300 fully equipped cars for $8,546,-
400, or $28,488 per car, as compared with
$11,376,397, or $37,921 per car, for the
order of eighteen months ago.

South American Bus Market
Beckons Manufacturers

A promising future market in South
America for American trucks and buses
is indicated by a survey of the automo-
tive division of the Commerce Depart-
ment. Despite the world depression,
truck and bus registrations in South
America have trebled during the last
five years. Figures show that the
American automotive industry has sup-
plied from 90 to 95 per cent of the total
number of these vehicles.

At the close of 1922 there were 5,078
trucks and buses in operation in South
America. By the end of 1924, this num-
ber increased to 14,678. The next two
years proved to be 'the turning point in
commercial vehicle development. At the
end of 1926 more than 56,000 commercial
vehicles were registered. In 1928, the
total registration had increased to 134-
000, and in 1929 it rose to 174,000. By
the end of 1930, the figure was 182,000.

Argentina and Brazil account for 78
per cent of the total number of trucks,
having a total of 171,000. Chile, with
10,632 trucks, and Uruguay, with 9,330,
are next in nnportance. The number of
buses in operation at the end of 1930
was 10,623, with 2,800 in Argentina, 1,500
in Brale 1,500 in Venezuela, 1,475 in
Chile, and 1250 in Colombia. The re-
mainder were distributed in smaller
amounts in the other countries.
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Foreign trade advisers report that
despite progress in recent years much
remains to be done in highway con-
struction in South America, The total
road mileage for the continent is in-
significant when compared to the 3-
000,000 miles in the United States. It is
estxmated that nearly half of the road
mileage  in South America is in
Argentina, with Brazil having about one-
fourth. Because of the unfavorable
economic situation the 1931 highway
programs have been generally trimmed.

$2,500,000 for Mechanical Parts
of Pennsylvania Locomotives

Orders for the construction of the
chassis and mechanical parts of 60 elec-
tric freight locomotives were announced
by the Pennsylvania Railroad. Elec-
trical equipment for these locomotives
and for 90 electric passenger engines
was ordered in the spring from the
Westinghouse Electric & Manufacturing
Company and the General Electric
Company.

Construction and material costs for
the 60 chassis ordered will aproximate
$2,500,000. Parts included in this order
consist of driving wheels, axles, trucks,
frame and cab, and the structural parts
in which the electrical apparatus will
later be installed.

Of the locomotives ordered, 30 will
be built by the Lima Locomotive Works
at Lima, Ohio, 20 by the Westinghouse
Electric & Manufacturing Company,
Eddystone, Pa,, and ten in the Pennsyl-
vania Railroad shops, at Altoona, Pa.

Construction schedules call for deliv-
eries on the 60 locomotives to begin in
March of next year. It is anticipated
that the 150 freight and passenger loco-
motives to be used in the New York-
Washington electrification will be ready
for operation in 1933.

—_——

Osgood Bradley Speeds Con-
struction of Subway Cars

The recent order for twenty cars ob-
tained by the Osgood Bradley Car Cor-
poration from the Ferrocarril Terminal
Central de Buenos Aires, Argentina, will
be completed by Dec. 1. Details of
design and the specialties to be used have
been settled, and the construction work
is now progressing rapidly.

Motors and control equipment will be
supplied by the General Electric Com-
pany, each car having two 125-hp. mo-
tors, inside hung. Westinghouse Air
Brake Company will supply the air
brakes and compressors, and the Na-
tional Pneumatic Company the door
mechanisms. The exterior finish will
be Dulux, and the interior trim and
headlining of aluminum alloy. Seating
capacity is 47 and the total weight is
72,000 1b.

The cars will be used in the operation
of the new subway now under con-
struction.
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J- G. Brill Completes Delivery
of 40 Cars

During the past month the J. G. Brill
Company has made deliveries of ten cars
to the Philadelphia & Western Railway,
and 30 cars to the Cia Chilena de
Electricidad, Ltd., of Santiago, Chile.

The Philadelphia & Western Railway
cars are for high-speed interurban serv-
ice, and have a capacity of 56 seated
passengers. These cars have an over-all
length of 55 ft. 2 in. The total weight
has been held down to 52,290 Ib. by alumi-
num body construction.

The South American cars are of the
two-man, double-truck type, with a seat-
ing capacity of 36. These cars will be
operated in city service. Motors and
control for both orders were furnished
by the General Electric Company. The
body is all steel, making the total weight
of the car 32,500 1b. Doors are of the
end folding type, with Consolidated Car
Heating Company mechanism.

Specification details for the Philadelphia
& Western cars:

Number of units..coovivovenreiiineieinns., 10
Type of unit. One—man, motor, passenger, interur-
ban, double end, double truck

NUMbEr Of BeAtNT L <0 diiriic s e o si0isuia b0 eleieib 56
DDREO Ol BIHCEL | s soisicsvmisis s o5 05e s S wials e 6/22/31
DIALE O UOIVEIY .+ - oo 0s 55 cvos s nivne onvsinone 9/10/31
Weighta: Carbody.....coovvnevninennnnenn 21,3301b.
T T L nommn Saoco ORI 16,0001b.
Equipment 14,960 1b.
Totals. ... 52,290 1b
Bolster centers. ..341t. 0in
Length overall....... ..55ft. 2in.
Length overbody poats.............c00ue 37 ft. 8in.
Truck wheelbase.........c.oeoivevenennn. ft. 6in.
Widthoverall.......coiovvuvinenneennn, 9 ft. 2}-in.
Height, rail to trolley base............... 10 ft. 631-in.
Window poat spacing e AT
Bod{ .................. Aluminum
BRO0L, a5 sisie e vnis .Oregon fir, arch
Doors....covseocnes peime s sven e Plymetl end
Air brakes.. ... Westingbouse Air Brake, straight air
emergency with safety control
Armaturebearings.’ ....... 0iiiiiiiiiiiins Sleeve
XL S o e e Annealed steel

W General Electric, 127-B-9

ompressora.
A St ae ssiio 0 sno s nsnsanen iinass Flexible
Gontrel . Vit e General Electric, P.C.-12-N.
Couplam. .o . -vveesvizssoconns Tomlinson, Form 16
Curtain fixtures......Adams & Westlake, red No. 65
Curtain material.. .. o....vs.eneonsee. . Pantasote
Door mechanism. National Pneumatic Co

DR T s ST8ls <l a div/sa 045 ¢ swie e dinieie e e re e Folding
Fare boxes .Obmer, portable
BIpAalT v os o s douis imis i Aluminum (Dulux)
Floor covering......... Double thickness, Oregon fir

Gears and pinions. .. .General Electric, beat treated
Glass. . Libby-Owens non-shatterable in side sasb.
Du-plate non-shatterable in vestibule and doors

Hanud brakes .. . Peacock staffless
Hand straps . .Stainless steel tubing
Heat insulating material...... .. . Armatrong Cork Co.
Hosters o o oo s Consolidated Car Heating Co.
Headlights. ....... Obio Brass, special 12, SDF type
HOBUIBIOR, . » <o o0 v vmimis + 1000 0 wmapis o minn Aluminum
Interior trim. . Chromium glated
Journal beanngz ........... Sleeve
Journal boxes. . . Brill, semi-steel
Lamp fixtures....... Adame & Westlake, No. 26-A-30
Motors. ... Four General Electric, 706—B inside hung
Painting scheme............ Maroon and tan, DuLux
OB TP © o 000 o 75 = Biitind = mio 881e i wminn o 560 Arch
Roof material.c.......covvviinuennnenns Oregon fir

Safety.car devices. . Dead man feature with door and
brake interlock
g:sh fixtures....... Adamas & Westlake, stainlesa steel

............................. Brill, No. 202-F
EERL RBHCHIE e b esve o diaiviniss sioonie oieivate 21t. 9in.
Seatingmaterial.....o..cvveiiiioiasannss Leather |
Slack Adjusters . .American Brake Co.
R TR O T e (e 20 = =(o.o:s0 o wivmiave siaceinie = nie Stirrup
Step tread.s Mumrnum arm-ehp
D R N e = o4 oind s oie/asurs i aains ovie 89-E-2
ERUIBYOTEULC o . vha e o s BnlL automatm
W DERIRE T s g o6 Rolled steel, diameter 28in,

Speclal devices. . Mirror on eachb end. Crew Signal
l_yatem. Faraday single stroke bell, storage battery.
xide Ironclad KXK-9, Pyrene fire extinguisbera.

o



Bus Deliveries

Baltimore Coach Company, Baltimore,
Md., ten A.CF, 29-passenger, street
car type.

Brooklyn Bus Corporation, Brooklyn,
N. Y., 60 Twin Coach, 50 Model 40, and
ten Model 30.

Columbia Railway, Gas & Electric
Company, Columbia, S. C, two Twin
Coach, Model 30.

Connecticut Company, Hartford, Conn.,
nine Yellow Coach, 38-passenger, city
type.

Eastern Massachusetts Street Rail-
way, Boston, Mass., ten Twin Coach,
eight Model 30, and two Model 40.

Los Angeles Railway, Los Angeles,
Cal, seven Yellow Coach, 25-passenger,
city type.

Middlesex & Boston Street Railway,
Newtonville, Mass., four White, Model
64A,

Pacific Electric Railway, Los Angeles,
Cal,, seven Yellow Coach, 25-passenger,
city type.

Reading Transit Bus Company, Read-
ing, Pa., two Twin Coach, Model 30.

St. Joseph Railway, Light & Power
Company, St. Joseph, Mo., two Mack,
21-passenger, city type.

Syracuse Railway Co-ordinated Bus
Line, Syracuse, N. Y., six Twin Coach,
Model 30.

Third Avenue Railway, New York,
N. Y., ten White, Model 54A.

United Railway & Electric Company,
Baltimore, Md., ten Yellow Coach, 33-
passenger, city type.

West Ridge Transportation Company,
Giraud, Pa., one A.C.F., 25-passenger,
parlor type.

Worcester Consolidated Street Rail-
way, Worcester, Mass.,, ten Yellow
Coach, seven 38-passenger city type, and
three 29-passenger, city type.

Brooklyn Bus Corporation
Orders 50 Mack Buses

Brooklyn has placed with Mack
Trucks, Inc., an order for 50 buses of the
Model BT, Metropolitan type. The bus
has a 43-passenger capacity and is pow-
ered with a six-cylinder, 126-hp. Mack
engine. Deliveries of this order, which
is said to approximate $600,000, are ex-
pected to be completed within three
months.

This order increases the number of
buses ordered by the Brooklyn Bus
Corporation to 200. The Twin Coach
Corporation received orders for the first
150 buses and has already delivered a
large portion of the order.

The Mack order is for a street car
type bus, with a center-exit door, and a
front-entrance door just ahead of the
front wheel. The doors will each have
a width of 46 in. to permit two streams
* of passengers to board or alight.

Conspectus of Indexes for September, 1931

Complled for Publication In ELECTRIC RAILWAY JOURNAL by

ALBERT S.

RICHEY

Electric Rallway Englneer, Worcester, Mass.

Latest Montb Year Last Freentes s
Ago Ago High Low
Street Railway Fares* Sept., 1931 | Aug., 1931 | Sept., 1930 | July, 1931 [ Sept., 1926
1913 = 4.84 7.81 - .78 : .35
Electrlc Rallway Materials* Sept., 1931 | Aug., 1931 { Sept., 1930 | Dec., 1926 { Aug., 1931
1913 = 100 116 113 133 159 113
Electr]c Railway Wages‘ Sept., 1931 | Aug., 1931 | Sept., 1930 | April, 1931 { Sept., 1926
1913 = 100 232.9 L .8 233.2 .
ElectrlcRy,Construction Cost*} Sept., 1931 |t Aug.,, 1931 | Sept., 1930 | Nov., 1928 | Aug., 1931
Am. Elee. Ry. Assn. 1913 = 100 167 167 196 206 167
General Construction Cost Sept., 1931 | +Aug., 1931 Sept., 1930 | Jaa., 1927 | Aug., 1931
Eng'g News-Record 1913 = 100 171.4 : 99.6 ; ;
Wholesale Commodities Aug., 1931 | July, 1931 | Aug., 1930 | Sept., 1928 | June, 1931
U.S.Bur. Lab. Stat. 1926 = 100 70.2 : 84.0 - 70.0
Wholesale Commodities Sept., 1931 | Aug., 1931 { Sept., 1930 | Jaa., 1928 | Sept., 1931
* Bradstreet 1913 = 9.21 8.49 8.79 10.42 57 8.49
Retall Fond Aue., 1931 } July, 1931 | Aug., 1930 | Dec., 1926 | June, 1931
U. S.Bur. Lab. Stat. 1913 = 100 119.7 119.0 143.7 161.8 118.3
Cost of Llving July, 1931 | June, 1931 | July, 1930 | Nov,, 1926 { June,193]
Nat. Ind. Conf. Bd. 1923 = 100 85.9 85.9 95.2 104.0 85.9
General Business Sept. 5, 1931| Aug. 8, 1931!Sept. 6, 1930{Oct. 6, 1928 |Aug.29, 1931
The Business Week Normal = 100 72.5 73.4 83.5 117.6 71.0
Industrlal Activity Aug., 1931 | July, 1931 | Aug., 1930 | Feb., 1929 { Aug,, 1931
Elec. World, kw.-hr. used 1923-25 =100 97.3 97. 105.3 140.4 97.3
Bank Clearings Aug., 1931 | July, 1931 | Aug., 1930 | Oct., 1929 | Aug., 1931
Outside N. Y. City 1926 = 100 66.0 68.6 86.9 111.8 66.0

*The four index numb~rs marked with an
asterick are computed by Mr. Richey, Fares
index la average atreet railwav fare in all United
States cities with a populatinon of 50,000 or
over except New York City, and wecighted ac-
cording to population. Street Railway Materiala
index ia relalive average price nf materials (in-
cluding fuell used in street railway operation

L o

and maintenance, welghted according to avcrage
use of such materiala. Wagea index is relative
average maximum hourly wage of motormen,
conductnrs and operators on 115 of the largeat
street and Interurban railwaya operated In tbe
United States, weighted according to the aumber
of auch men employed on thege roads.
1Revised,

Material Prices
OCTOBER 2, 1931

Metals——New York

.................................... 4,23
I\xckel ingot.. .
.......... 3.95
Tm. Straita 5
Aluminum, 98 to 99 per cent.i.eviernennnns 22.90
Babbitt metal, warehouse
Commercial grade. . .. vowsn e woainasiss e 3ANTS
Getiernl] 80rvice,ouerens ¢ sioiny sisos sana 29.00
Track Materials—Pittsburgh
Standard steel rails, groas 0. ..0v0ovvnas $43.00
Track spikes, -in. aad larger, per 100 b $2.70
Tie platea, ateel, cents per 100 b 1.95
Angle bara, cents per 100 Ib 2.75
Track bolts, per 100 Ib. 3.90
Ties, 6m.x 8m.x8 ft., -
White Oak, Chicago..co.veeveronranonns 1.05
Long leaf pine, New York.......... seee. 1,00
Waste—-New York.
Waaste, wool, centaperlb.......ocoveuneann 11.00
Waste, cotton (100 Yb bale), cents per lb.:
WHILE . oo viasis » slmsiis o snraiiealal R 6.50-9.00
ColoTed.: . ov.i tiiisio v aeiniey ceinissals G .5.50-8.00
Wire—New York
Bare copper wire, centaperlb.............. .00
Rubber-covered wire, No. 14, per 1,000 ft... 33 75
Weatherproof wire base, cents per Ib... Pate 1.00
Paint Materials—New York
Linseed oil (5 bbl. lots), cents per Ib.. 8.20
White lead in oil (100 Ib. keg), cents per Tb.. 13.25
Red Tead inioil.....on . oeimess s e 14.75
Turpentine (bbl. lote), centa per gal... 8.00
Putty, com’'l grade, 100 Ib. tubs, centa per Ib 5.50
Hardware—Pittsburgh
Wire nails, per keg..........o.o0 be e $1.90
Sheet. iron (24 gage), centaperlb....oeve.. 2.40
Sheet iron, galvanized (24 gage), cents ger Ib. 2.90
Auto body aheets (20 gage), centa %er 3.10
Fender atock (20 gage), centeperlb....... .20
Bituminous Coal
Pittsburgh mine run, net ton....... e e $1.35
Central Il ecreeninga.... ....coooeicaaeeses 1.00
Kansas ecreaninga, Kanaas Cityvis sy 1.10
Big seam, Alg., MIDETUD. ..0cuiornncnnne 2.1
Smokeleas mine run, ChiCago. . «.oovneeeess 1.90
Paving Materials
Paving stone, granite, 5 in., f.0.b.:
New York-—Grade |, per thousand....... $120.00
Wood block paving 35. 16 1b. treatment,
N.Y., peresq.yd., f.0.b...scivineeneranns 2.00
Paving brick, 3}x85x4 N.Y
carload lots, f.0.b 50.00
Paving brick, 3x8}x4 N.
carload lote, f.0.b 45.00
Cmshed stone, {-i
V0 enice s simie oo sisiaine, wiszeiwontt SRS 1.80
Cement Chicago, in carload lote, without
bags, delivered,. . oeoeonesraiesens e 1.95
Gravel, i-in., cu.yd., wholesale, f.0.b........ 1.60
Sand, cu.yd., wholesale. Fob. .onaage 1.00
Asphalt mn pkg N.Y., f.o.b. raf., per ton.. 16.00

Scrap—New York

Heavy copper, cents per Ib
Light copper........c.covenen-
Heavy brass..
ZATic Y, o

Mixed babbitt
Battery lead plates......
Cast alumizgum..
Sheet aluminum
Auto radiators.
Tires, standard,
Inner tubes, mixed, per cwt...

Old Material—Chicago

Steel car axles, net ton.......

Cast iron car wheele, gross ton .75
Steel car wheels, gross ton.... 9.00
Leaf eprings, cut apart, gross to 10.00
Angle bars, gro8a t0nN..veceeiioceocnrsonns 9.50
Brake shoes, net t00..00cecoeiniaeiiaecnns 6.00
Steel rails (short), gross ton...oc.cewueaies 11.25
Relaying rails, grose ton (65 Ib. and heavier) 24.50
Machine shop turainge, gross ton........... 4.25
Coil springs, per gross toM......ccoavarnrns 10. 25
Froge, awitches and guarde cut apart, per

e o P e T S e s o i < G 8.25

EvLectric RAiLwAY Journar—F ol.75, No.11
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(JULY TO JULY)

2.a0000.000.000
PASSENGERS CARRIED
WITH ONLY 9 FATALITIES

Most of the trolley-cars
are Peacock Staffless

Brake equipped . . .!

How About Yours?

SAFETY-SPEED-CERTAINTY

National Brake Company

890 Ellicott Square, Buffalo, N. Y.

Canada:—Lyman Tube & Supply Ce., Ltd., Montreal
The Ellecon Co., General Sales Representative, 50 Church Street, New York City
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Modern pneumatic truck tires —regardless of make —
need a modern rim which makes tire changing quick
and easy.

Let your eye follow that arrow, and you will see
how Goodyear builds the rim which meets this need
— a split base rim with continuous ring and open end
valve slot—a rim that takes the fight out of tire changing.

You can use Goodyear K Rims straight through your
fleet—on Jarge wheels or small ones. They mean greater
speed in mounting tires or taking them off —as well as
safety, lightness with strength, and are fully interchange-
able. Find out all the advantages—and savings—specify
K Rims — write to Rim Department, The Goodyear Tire

K 28 & Rubber Company, Inc., Akron, Ohio.
for 28° bevel mountings ““THE MAN WHO CHANGES THE TIRES LIKES ‘K’ RIMS"
Sizes: 5", 6", 7", 8" v

and 9-10”

K28 ' K18
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OODYEAR TIRES

Forty coackes comprise the

ARE THE ONLY TIRES
TO USE IN OUR TYPE
OF SERVICE"

Tires exclusively

—says Tanner Molor Tours

ee
W{ERE distances are great and safety must be
ecombined with dependable performance. ..Goodyear
Tires are the only tires for our type of service.” These
statements are taken straight from a letter written by
Tanner Motor Tours. “In your All-Weather Tread we
get surc-footed safety that is so important, partienlarly
over mountain roads. The Supertwist cord, too, gives
extra resilience and vitality so that delays in our
schedules have been praetically unknown. That is why,
for the past five years, we have been using Goodyear

Tires exclusively.”

Isn’t that a good reason why your fleet

also shonld be on Goodyears?

PAYS TGO SPECIFY GQODYEARS WHEN YOU ORRER YXEW COACHES
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MILW AUKEE WINS -

T O AR

L R L L N AN H AT 1]

Wells Street, Milwaukee, between 28th Street and 33rd
Street.  This pliotograph shows excellent condition of track
and pavement six years after laying.

o T IR
’1
-

- s - *

y “ |- Tt
= s b pl

S~ /Bt h et :

Greenfield Ave., Milicaukee, nine years after laying of track
and paving. &

O

. 120 Broadway, New York, N. Y.

Pittsburgh Chicago Albany So. San Francisra Toronto




October, 1931 ELECTRIC RAILWAY JOURNAL 15

SCORES AGAIN!
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COFFIN AWARDS Since 1923

Users of Thermit Welding
are marked with check v

- CHIC., NO. SHORE
e V|1923 & MILW. RR.

. p 7 \ ~ b N

<« MORE REVENUE FROM MORE Al NORTHERN TEXAS

RIDERS ™ The Milwaukee Way! TRACTION CO.

PITTSBURGH RAILWAYS

L COMPANY

® This was the principal theme in the Milwaukee Brief!

Everything possible to make riding attractive! A fare
system to appeal to the poeket-book! Rolling stock that
is modern and comfortable! . . . And track that is

PENNSYLVANIA-OHIO

1926 ELECTRIC CO.

smooth riding and quiet.
GRAND RAPIDS
1927)  RAILROAD CO.

Milwaukee was one of the early users of Thermit! Siuce
1915, they have been steadily adding to the number of

Thermit welded joints.

VIRGINIA ELEC. &
1928 POWER CO.

S RYNESNES

Now 709 of all track of this Company, located in paved

streets, is Thermit welded.

One of the “aceomplishments™ cited in the Milwankee 1929 C&HISCO'SBOENSSROQE

Brief for the Coffin Award is their reeent adoption of the

new method—" Thermit-Welding-Under-Traflic.”” Here YOUNGSTOWN
it what they say it does—(1) eliminates night-work; (2) \/ 1930| JAUNICIPAL RY. CO.

obtains better workmanship in daylight; (3) decreases

hazards of night-work; (4) effeets savings by welding ; MILW. ELEC. RY.
joints ax soon as rails are cut-in to the track, instead of =t & LIGHT CO.

placing temporary paving. and re-opening at night.  When
rails are ent-in several days in advanee of welding, the
track foundation may be loosened and damaged before the
welds are applied,

WRATION

120 Broadway, New York, N. Y.

Pittsburgh Chicago Albany So. Francisco Toronto
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3 INDIANA SERVICE CORPORATION
NEW LIGHT WEIGHT CARS

EQUIPPED WITH

Commonwealth Trucks

“EQUALIZED SWING MOTION TYPE”

Thesc high-speed interurban passenger cars are
an outstanding example of modern engineering.
They are equipped with Commonwealth light
weight equalized swing motion trucks, the
frame including pedestals, likewise the bolster
and spring plank being integral steel castings.

7W"//',_—-,
)
P____—-——" ~ A\ I~ L AR &

ol I..-'.

Commonwealth trucks are a most important
factor in making possible an unusually high-
speed schedule. These trucks provide for the
utmost in riding comfort, maximum of safety
and lowest possible maintenance costs. Investi-
gate their possibilities for vour service.

GENERAL STEEL CASTINGS
CORPORATION

EDDYSTONE. PENNA,
GRANITE CITY, ILLINOIS
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98,000 MILES

ER EXIDE

B L S gk

“We are higniy pleased with the service%d economy made possible by Exide Batteries"—Reading Transportation Company.
Let jig show you how to get lowesi cost per bus mile.

M

AT is the average service Reading Transportation Com-
panl (Reading Railroad) get from their Exide Motor Coach Bat-
teri 89 buses now in use—4,000,000 miles operated in the past
roper maintenance an important factor.

The experience of the Reading Transportation Company is only
one of the many proofs that Exides give lowest cost per bus mile.
It’s the built-in dependability, uniform rugged construction, plus
proper maintenance that makes Exide Batteries cost least per mile.
There are no weak spots in an Exide . . . rebuilding is not neces-
sary. This battery is in your bus till it wears out, and it gives you
reliable performance all the way.

The Exide Motor Coach Battery—long-lived
dependable, economical.

Of course you want to keep maintenance figures from piling up.
The question is, “How?’’ Our extensive engineering experience en-
ables us to show you how to get lowest cost per bus mile. Don’t hesi-
tate to make your problem ours. We want to serve you as well as sell
batteries. To show you that, while first cost is slightly more, Exides
cost least in the long run. Write today for facts. No obligation.

Ex10¢

BATTERIES

THE ELECTRIC STOREGE BATTERY COMPANY. Philadelphia
THE WORLD'S LARGEST MANUFACTURERS OF STORAGE BATTERIES FOR EVERY PURPOSE

Edide Batteries of Canada, Limited, Toronto
3]

GIVE LOWEST COST PER BUS




ELECTRIC RAILWAY JOURNAL

SOCONY helps 5°Ve
17
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One of the Socony fueled and lubricated buses operated by the Cayuga Omnibus Corpora.ion between Auburn and

Syracuse, N. Y. This company also operates buses in Auburn and the surrounding territory.

ROM 22.3¢ per bus mile to

20.8¢ per bus mile . . . that's
the reduction made in operating
expenses since Socony has been
fueling and lubricating the twenty-
one buses of the Cayuga Omnibus
Corporation operating in the city
of Auburn, New York, and in the
immediatevicinity. Also—the buses
have turned in better service rec-
ords with less time out for repairs

since Socony was put on the job,
fulfilling the company’s motto,
“Intelligent Transportation.”

For low-cost, efficient operation,
you will find that Socony products
fuel and lubricate your fleet most
satisfactorily. That’'s so whether
you operate six buses or sixty, and
whether you run them ten miles
a day or one hundred.

October, 1931

‘

—a

SOCONY

BANNER GASOLINE SPECIAL GASOLINE plus ETHYL %i;é
SOCONY DE-WAXED MOTOR OIL .

STANDARD OIL COMPANY OF NEW YORK
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PABCO

MULTIPLE

FROM CALIFORNIA &
TO SOUTH AFRICA .

MASTIPAVE
adds years of life

Durban, South Africa, says:* After 2700
to street car floors. ..

miles, carrying 423,000 passengers, "'no

signs of wear whatever” . . . "maintenance cost nil" . . . "cars cleaned in
one-third of the time’' . . . "easier on conductors’ feet’ . . . "continuing
to cover all cars.”

In San Francisco a similar story. And wherever MASTIPAVE is used!
Street cars, factories, railroads, schools, hospitals, offices. Any floor or
stairway that must withstand heavy traffic. Will even outwear steel treads.

MASTIPAVE is very low in cost and extremely durable. Waterproof, rot-
proof, vermin proof. Non-slip even when wet. Resilient, quiet. Write for
free booklet.

* Name on request

THE PARAFFINE COMPANIES, INC. THE COTT-A-LAP COMPANY THE LOW-COST
475 BRANNAN STREET, SAN FRANCISCO SOMERVILLE, NEW JERSEY
Offices in Principal Cities LONG-LIFE
Manufacturers of Pab-Cote, Pobco Multi-Service Paints, Varnishes, Locquers and Enamels, Pobca Waterpraofing Paints ond
Compounds, Mostipave, Pabca 10, 15 ond 20 Yeaor Roofs, Maolthoid Membrane Daompcourse, Pabcobond and Other Products FLOOR COVERING
151 © 1931

.+ PABCO MASTIPAVE - -




ELECTRIC RAILWAY JOURNAL October. 1931

MORE
MORE

and
OPERATORS

21-PASSENGER CITY TYPE COACH

21-25 PASSENGER PARLOR COACH
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1-Prefer these sizes

21

2-Prefer Fargo Coaches

in these sizes

More and more operators are showing a preference for these sizes on
many routes for reasons of. greater economy and greater adaptability.
And more and more operators are selecting Fargo Coaches for the
following reasons:

BECAUSE the City Type, with seats for 21 passengers and aisle and
loading well space for upwards of 40 standees, provides the increased
capacity needed for the peak hours. -

BECAUSE circulating load features in the City Type assure rapid pas-
senger movement. '

BECAUSE the 21-25 passenger Parlor Coach, with reclining seats, pro-
vides ample capacity for average inter-city service.

BECAUSE these coaches . . . with a wheelbase of 172 inches . . . provide
the greatly desired flexibility in traffic and the interior roominess usually
available only with a much longer wheelbase.

BECAUSE each coach is modern through and through—with its economical
120-horsepower 8-cylinder engine that is readily accessible or quickly
removable; full-floating worm-drive rear axle; 10" double-drop frame;
unusually short turning radius; internal hydraulic 4-wheel brakes with
booster; 10%-gallon cooling system; and many other features whose
advantages have been amply proved by exacting operators for hundreds
of thousands of revenue miles.

DIVISION OF CHRYSLER CORPORATION

FARGO MOTOR CORPORATION, DETROIT, MICHIGAN
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For low cost-per-mile
For trouble-free service

' For Safety

It is significant that Bethlehem

Wrought Steel Wheels are so widely
used on electric railways. Signifi-
cant, because there is no more
severe service demanded of wheels than that resulting from today’s
higher speeds, and the much quicker starting and stopping of cars.
Only wheels of high character can stand up under the extremely

heavy traffic of modern cities and their suburbs.

Bethlehem Wrought Steel Wheels have strength, endurance and wear-
ing qualities worked into them during the process of manufacture.
Five distinct forging and rolling operations arz required to make a
Bethlehem Wheel. The forging gives the metal density and toughness.
The rolling establishes a refinement of grain structure, with a corres-
ponding increase in strength and ductility. Each wheel is carefully

inspected at every step throughout the process of manufacture.

If you investigate these wheels you will learn, as so many other eiec-
tric railway executives have learned: that for trouble-free service, for
safety, for low cost-per-mile, Bethlehem Wrought Steel Wheels are

unsurpassed.

—_—
BETHLEHEM STEEL COMPANY General Offices: BETHLEHEM, PA.

District Offices: New York, Boston, Philadeiphia, Baitimore, Washington, Atlanta, Buffalo, Pittsburgh,
Cieveland, Cincinnati, Detroit, Chicago, St. Louls.

Pacific Coast Distributor: Pacific Coast Steel Corporation, San Francisco, Los Angeles, Ssattle,
Portland, Honoiulu.

Export Distributor: Bethiehem Steel Export Corporation, 25 Broadway, New York City

BETHLEHEM

Wrought Steel Wheels
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. Cold weather
' ; commg.’ ‘

Be Prepared

. . . change to the correct

winter grade -of KOOLMOTOR OIL

the perfect Pennsylvania Motor Oil

HIS Winter protect your

L heavy-duty, high-powered
bus engine—and your profits
—against the wear, tear and ex-
pense of hard starting. Prevent
undue, costly strain on your
batteries and starting mecha-
nism by using KOOLMOTOR Oil
—the ideal Winter lubricant.

This special low cold-test
oil flows freely at the touch of
the starter—distributes quickly

to moving surfaces—elimi-
nates the drag of slow starting.

And remember the fact that
KOOLMOTOR Oil cools as it
lubricates. This cooling feature
is equally as important to your
hot running bus engines in

~ Winter as in Summer—com-

bustion temperatures are the
same inside your engine
irrespective of whether outside
conditions are warm or cold.

Cold days are coming—be
prepared! Order your Winter’s
supply of KOOLMOTOR now.

Write to CITIES SERVICE
60 Wall Street New York

Cities Service
Radio Concerts

Fridays, 8 P. M., Eastern
Standard Time, WEAF
and 36 Associated Stations
on N.B.C, Coast-to-Coast

SERV
) €,
Network — Citles Service

&
Ny Z
S ()
Orchestra, Cavallers and

ONCE - ALWAYS
— Jessica Dragonette.

Cities Service Oils and Gasolene
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ELECTRIC RAILWAY JOURNAL
MAINTENANCE AWARD

Eyesontend o e

EORGIA POWER COMPANY

ATLANTA DIVESION

Jowr Ms corlritation
fo thee fmpwrocsaoment of
mainfonanny: prociices i (e
DrOvEs R DR Lo (ndesiry

throwgh participotion e

FLECTRIC RAILWAY JOURNAL
AINTENANCE CONTEST

THE

NOVEMBER NUMBER
OF

ELECTRIC RAILWAY JOURNAL

will illustrate and describe the maintenance methods and equipment used
by the Georgia Power Company in obtaining the remarkable results that
won this Award.

Special articles in the November Number will be devoted to this subject,
analyzing in detail the maintenance methods and practices, and the equip-
ment used by the winning company, such as rolling stock and shops, way
and structures, overhead lines, buses, materials, parts and supplies.

In the advertising pages of that Number, additional information will be
found in the advertisements of leading manufacturers, displaying and
explaining the details of their latest products.

The November Number will be mailed to subscribers November 5. Adver-
tising forms will close October 23.

Cuts and copy should be sent to Electric Railway Journal,
330 West 42d Street, New York City, N. Y.

October, 1931



Six Cylinder Model Weighing 5500 Pounds « « « $3500 . 0. b. Kent, Ohio
MODEL “15” 17 PASSENGER
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THE MOST TALKED ABOUT

WIN COACH builds vehicles to meet a
Tproblem. This is the history of the institu-

tion and of the man, Frank R. Fageol. It is
the secret of any success we have in the transpor-
tation field.

In 1922 there was a real demand for a low hung,
swift moving coach for the development of com-
mercial transportation on the great highway sys-
tem which the private automobile had bzen instru-
mental in developing.

Thereupon Fageol presented his famous Safety-
Coach, which really sponsored highway passenger
transportation as we know it today.

In 1927 the Urban Street Railway executives were
looking for a motor coach with body and loading
arrangements similar to those of the rail trolley car
upon which they had built their business for the
previous 30 years.

Thereupon Twin Coach offered the successful and
standardized 40 passenger Twin Coach with dual
motors, today by far the largest seller in its class.

Right now scores of operators in the railway and
inter-city bus field are seeking the other extreme,
a thoroughly reliable small coach built of genuine
motor bus parts and at a list price not to exceed
$3,500.00 fully equipped. They have been in many
instances trying to meet their needs with converted
general purpose automotive truck or pleasure car
chassis, bearing locally built utility bodies.

Neither the patron nor the operator has been happy
with such equipment.

Based upon the actual economics of the situation
facing the operator and from the wealth of bus
engineering experience we now offer for this re-
cently arisen situation the Model 15 Twin Coach.

It is built really to fill the schedules of franchise
lines where service must be rendered for policy
reasons, whether there is a profit or not; it is built

to carry 17 seated passengers plus quite a few:
standees, providing for them roomy quarters, full
head room, touring car riding comforts and quick
passage due to surplus power and the maneuver
ability in traffic which comes with a 132” wheel
base and a 69” width~—plus a driver out in front

There is something about the low hung appearanc
of this unit that gives it a fascinating and inviting
appearance as far as the prospective customers or
the curb are concerned. It has but one step o
entry, 12” in height, and the floor level inside the
vehicle maintains this height, giving with the
wide door an unusually quick loading and unload:
ing arrangement.

The unit is built of the best materials we can buy
all metal with body sides and roof of duralumin.
Powered with 6-cylinder Twin Coach designed engin
‘(built'by Hercules) mounted on rubber, it offers
tough resistance to hard service in outlying distric:
with questionable road surfacing. Furthermore i
asks remarkably little in the way of maintenanc
including gas and oil. In fact the unit shows qualit
manufacture in every appointment; even to hardwat:
interior trim, painting and seat structure.

We do not believe this vehicle could be built at th
price except under a manufacturing policy like ou:
own where we purposely build a standardized lin
of vehicles placing ourselves in a position to utiliz
materials purchased on the basis of interchange
ability between models. Every part in this vehicle;”
except for proportion, has stood the test of servic
in the hundreds of Twin Coach units already o
the road in gruelling “stop-and start” service.

As remarked heretofore, in producing this unit we
go from the extreme of our success with the larg
40-passenger vehicle to the building of this ne

small transportation tool, because the success of
our institution we believe always will lie in our
ability and readiness to meet the situation facing |
the customer.

LARGEST EXCLUSIVE BUILDERS

“STOP AND START” TRANSPORTATION |

>
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General Specifications

All Twin Coaches Manufactured Under Patents Pending and Issued

Overall length with bumpers and visors. 213"

Overall length without bumpers and visors . 20215"
Overall width) oo . e 69
Overall height (loaded) .. . ot 874"
Wheel Base ... e 132"
Tread, Front and Rear . 590"
Turning Radius, approx. R e
Body Overhang, Front . i - 31"
Body Overhang, Rear _ — § - 35"
Interior Head Room in Aisle . : - 74"
Interior Head Room at Seats ... . 6515"
Road Clearance, minimum under rear axle..__ 8"
Road Clearance, lowest point of body . 10”
Maximum Body Clearance at Front End ... ool 1134"
Maximum Body Clearance at Rear End.___ ¥o

Weight _ o I S,SOOA]bs. (ap;;r_ox.)
GENERAL ASSEMBLY—Body and running gear structural framework

all made out of steel, riveted together. Running gear consists of special
shape brass steel channel cross members onto which spring brackets are
mounted.

Tux1V,x1Y, standard tee iron used for body structure extending from
body rail to the roof and down to the other side in one picce, except at the
end where short interconnecting members are employed. Window upper
and lower headers consist of 1tx!Yx1Y; angle iron, extended clear around
body except that at the entrance and emergency doors the lower window
headers are interrupted.

Body outside covering, including roof, roof corners and lower body, is of
¥s” thick heat-treated aluminum alloy sheet.

Flooring consists of 34" thick 7-ply Fir Plywood, specially treated for
maximum serviceability. The floor is supported on body sides and at
center by means of stee]l structural members. Floor finish consists of
especially prepared plastic composition painted on. This gives 2 maximum
durability and light weight, and is especially easy to maintain.

Glass is used clear aronnd the body. The front corner sash hinge for
ventilating purposes, while windshield glass is 4" laminated safety glass
and stationary mounted.

Rear end full quarter corner glass is 14" plate, while rear end flat glass
is 14” double strength, Grade “A,” window glass.

The side windows are provided with heavy duty brass satin nickel finish
life sash, the detailed construction and installation of which is exactly the
same as used on the Models 20, 30 and 40 coaches. The upper sash is
interchangeable with the intermediate size of sash used on the Model 30.
The entrance door is just back of the right front wheel housing and con-
sists of two leaf hinged door, one leaf of which is hinged out from each
door post. The door construction consists of extruded alaminum covered
by Ys” thick heat-treated aluminum alloy sheet metal. The upper section
of the door is paneled with 4” double strength window glass. Manual
control is used for the door from the operator’s scat.

EMERGENCY DOOR—Located on left side directly opposite service
door, made out of dural structural members paneled on outside with heat-
treated aluminum alloy sheet and equipped with raise sash on upper end to
match other sash.

LIGHTS—Haeadlights, two Guide Tilt-Ray type 535 flush mounted.
Marker Lights, standard bechive 3” dia. mounted on each corner of roof.
Tail Light, Guide type 264 with Stop Light and License Plate Bracket
built integral.

Interior Lights, Two, 5" frosted glass dome lights with 21 C. P. lamps.
Dash Light, one dash light at instrument panel.

BUMPERS— s spring steel front and rear. These will be the same as
delivery unit— (excepr wider).

VISORS—Sheet aluminum visors on front and rear ends.

ROOF DRAINAGE—Drip ledges provided above doors and windows.
INTERIOR FINISH-—Hex. shape pilasters over window posts, betwecen
upper and lower window headers. 20 ga, sheet aluminum mounted to
blocking with oval head wood screws above window upper headers. Pro-
vision for 11” advertising cards on each side.

SEATS—Seating capacity, 17 passengers, seated. Ample room in aisle for
standees. Seats, chrome tan leather, semi-bucket type with sheet aluminum

backs and aluminum pedestals. Ample knee room provided throughout.
Seating arrangement consists of four dual seats facing forward on lefp
side. Three single seats facing forward on right side. One single seat
facing toward rear over right front whecl housing and fonr passenge
settee seats facing forward across rear end. Driver’s seat at left front
corner where maximum visibility is assured.

HEATING-—Kysor Muffler Heater with two floor registers located under
seats on left side.

Burgess Muffler used in back of Kysor heater muffler to get maximum silence
in operation.

DESTINATION SIGN—Destination sign is located at front end over
visor. Glass opening 5” high by 31!%” wide.

REAR VISION MIRROR-—Rear vision mirror installation above
driver, giving complete view of rear and interior.

PAINT SPECIFICATIONS—The same as on other coaches.
MECHANICAL UNITS—Springs—42" long, 2” wide, chrome vana-
dium steel. All springs are interchangeable. Large eapacity rubber bushs
ings used throughout requiring no lubrication. Snubbers consist of rubber
block type clamped to springs with “U” bolts.

Front Axle—Timken drop-forged cye-beam section, No. 11706-2. _
Rear Axle—Timken No. 51500 semi-floating gear type of conventional
design. The standard ratio is 4 5/6 to 1.

Brakes—Four wheel internal expanding hydraulic brakes, 214" wide b§
15” dia. Moulded brake lining and nickel cast iron drums. Emergency
brake on transmission, manually controlled with hand lever at driver®
right.

Steering Gear—Ross, Model 220 cam and lever type. Steering gear i
located at left side ahead of front axle and conneccted to axle steering
wheel with longitudinal ball joint type drag link. 18” wood steering whee
Engine—One Hercules, 6-cylinder engine at extreme front end ecenter of
body, housed off to give satisfactory dissipation of heat and minimus
passenger and driver interference. Detachable “L” head aluminunm pistons
No. 3 bell housing and with rubber mounting bushings pressed in
sockets, cast integral in bell housing and gear case cover to provide t
rubber cushioned four-point support. Engine has accessibility through &
and motor honsing and through removable shield on right front w
housing. Bore and stroke, 3% x 4%; 281.7 piston displacement; 33.7
N.A.C.C. rating; 73 H. P. at 2,800 R.P.M. 176" lbs. torque at 1,001
R.P.M. Force-Feed lubricating system through positive gear pump:
External type oil filter. Zenith carburetor with Airmaze Cleaner. A€
fuel pump, driven off camshaft. Declco-Remy Automatic Advanee Dis
tributor (the same as used on large coaches). D-R Starting Motor. D=8
6-volt generator.

Clutch—Extra large single disc type with J-M lining and nickel iron pres
sure plate. Oilless bronze pilot bearing. Clutch eontrol consists of shol
remote linkage 2' pedal.

Self-operating Automatic Clutch optional at small additional cost.
Starter—Eclipse antomatic.

Transmission—Brown-Lipe Model 30-C, equipped with heavy duty gear
Ratio 3.3 to 1 in low, 1.68 to 1 in second and 1.1 in high and 4.45 to
in reverse; equipped with standard speedometer drive take off and pr
peller shafc emergency brake. Free-wheeling unit on rear of tran!
mission. Free-Wheeling housing carries the emergency brake spid
Transmission shift control by means of conventional lever bent forw
slightly to reach driver’s seat.

Drive Shaft—Cleveland Steel Products No. 285 series with SKE self
aligning roller type midship bearing and SKF midship bearing housing if
drive line (the rear drive shaft is the same as used on delivery unit).
Chassis Lubrication—Alemite throughout.

WHEELS—Twin Coach cast wheels, spoke type made by Dayton. Hal
cast integral front and rear. TIRES—Heavy duty balloon 7.50 x
RIMS—Goodyear type “K.” SPARE TIRE CARRIER—A:t rear

in vertical position against body panel, substantially mounted. HOR

6 volt vibrator type. WINDSHIELD WIPER—Folberth heavy d
mounted on windshield side post. BATTERY—Exide, 3XEIR, 6
rubber case with folding lift handles mounted at right front corner,
accessible. SPEEDOMETER-—Driven from back of transmissio
Stewart-Warner head mounted on instrument panel in front of driv
Flexible cable drive.

TWIN COACH CORPORATION, KENT, OHIO
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Two Great Advaneces in
Car Heating Equipment

TERMINAL EXTENSIONS . [ e Q UTILITY”

[JUNCT 10N BOX

Reflector

TYPE
Car Heater
WITH
Chromalox
ARSAET gy evomwexmaosounrs T ogG Enclosed Units

Gives Full Use of Electrical Energy Input.

RADIATOR

Directs Maximum Amount of Heat to Lower

Part of Car.
Heats the Feet and Not the Seat.

The Greatest Improvement Ever Made in Elec-
trical Car Heaters.

“UTILITY-ARCOSTAT*

Temperature Control

Regulates Within One Degree
Fahrenheit of Any Predetermined
Temperature.

Permanent Operating Point.

Highly Sensitive.

In Actual Service, Through Two
Heating Seasons, of 1197 Axcostats
Tested and Examined, Only One
Out of the Entire Lot Failed to
Function 100 Per Cent.

Write at once for full information

- emge
Railway Urtility Co.
Makers of Heating and V entilating Equipment for Electric
and Steam Railway Cars, Trackless Trolleys and Buses

2241 Indiana Avenue Chieago, 1llinois
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11,400 miles a day. Four million miles a year! Every one
of these miles in the South, where summer heat puts an
extra strain on tires. Yet under these gruelling conditions,
the Camel City Coach Company, operating a fleet of
seventy-five huses— HAD ONLY FIVE ROAD DELAYS
FOR THE FOUR MILLION MILES! But let Mr. J. L. Gil-
mer, President of the Atlantic Greyhound Lines, Camel
Coach Division, tell you about it :—*“Even under the most
severe conditions of road and weather,” says Mr. Gilmer,
“we have found Firestone Balloons, plus Firestone serv-
ice, an unbeaten combination. As you ean imagine, our
adoption of Firestone has proven a very considerable
operating economy in addition to increasing the traveling
comfort of our passengers and the punctuality of onr
schedules.”—Firestone Balloons for your trucks or buses
SAVE you money; REDUCE your road delays. Your
Fircstone dealer nearby will be glad to tell you the whole
story. When purchasing new equipment, be sure to ask for

Firestone Balloons, Tuhes, Rims, Batteries,
Brake Lining and Accessories

Yevest

B U S B A L L

4 4 LISTEN TO THE VOICE OF FIRESTONE EVERY MONDAY NIGHT OVER N. B. C. NATIONWIDE NETWORK » »
Copyright, 1931, The Firestone Tire & Rubber Co.
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Long-lived strength
unfailing efficiency
lowest center of gravity
permanent silence
these are combined only in

TIMKEN WORM DRIVE

for cars, trolley buses, coaches

THE TIMKEN-DETROIT AXLE COMPANY, DETROIT, MICHIGAN
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Better than the best laid
plans and the furthest reach-

ing theories, is the leadership
which puts them into effect.
Rea”eadership discerns the
value of effort and weighs
present sacrifice against

future security. Real leader-

| ship gives and commands

a full measure of coopera-
tion. [ogether, leadership
and cooperation can master

any situation.

RSHIP

ST

G.COLLIER

INC.

NEW YORK CITY
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I

1

The Responsibility
of the

Railroad Fquipment Manufacturer

Every railroad equipment manufacturer realizes the respon-
sibility that rests on his shoulders. He must supply equip- .I
ment that will enable the railroad to operate economically,

with a minimum of repairs and replacements and with abso-
lute safety. No manufacturer will assume this responsibility
without a great amount of experience behind him. In addi-
tion he must maintain a constant series of laboratory experi-
ments to improve his product and to keep abreast of operating
conditions. His raw material must be of the best and this
material, as well as every step in his process of manufacture,
must be carefully checked, inspected and supervised. Many
manufactuters continue to inspect their equipment even after
it is placed in service. Thus manufacturers are able to stand
behind the things they make, and to accept the responsibility
for them. The Standard Steel Works Company, because of
their adherence to these principles, take pride in accepting
their responsibility with assurance. Their products are safe

and long - lived.
i s i -

STANDARD STEEL WORKS COMPANY

GENERAL OFFICES & WORKS: BURNHAM, PENNA.

CHICAGO NEW YORK PHILADELPHIA ST. LOUIS
AKRON PORTLAND SAN FRANCISCO

M
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Interurban cars weigh

12,990 lbs. les:

“ALUMINIZED," the average interurban car can weigh 46,000
Ibs. instead of the usual 58,990 Ibs. *“ Aluminized™ cars have equal
strength and are nearly 6 1/2 tons lighter. 7,450 lbs. of the light
strong alloys of Alcoa Aluminum displace 20,800 Ibs. of steel.
Result, the “aluminized™ car, lifting 389,700 ton-miles a year off
your tracks, cuts power costs, wear and tear on motors, brakes, etc.

The additional cost of *“‘aluminizing™ interurban cars is absorbed
in 31 months by savings in power costs alone. Based on a cost of
008 cents per 1,000 lbs. of car per mile, it costs 5.78 cents to
move the old-fashioned (58,990 Ibs.) car 1 mile. The *““aluminized™
car weighing only 46,000 Ibs. costs 4.508 cents per mile. Operat-
ing the usual 60,000 miles per year of interurban work, this
power saving of 1.273 cents per mile by the *“aluminized™ car
results in a power saving of $764 per year.

When you “aluminize™ you can use the light strong alloys of
Alcoa Aluminum for under-frame, including body bolsters, side
sills, cross members and apparatus supports. Use it too for all
metal work in the body, including side plates, end plates, roafs
and finish inside and outside. It can also be used for numerous
truck, motor, and apparatus parts.

Standard structural shapes of the strong alloys of Alcoa Alumi-
num from which street cars and railway coaches are made are
carried in stock. Plates, rivets, bolts and screws are also available.
The engineering handbook, “Structural Aluminum,” is available
at $1.00 a copy. Address ALUMINUM COMPANY of
AMERICA; 2463 Oliver Building, PITTSBURGH, PENNSYLVANIA.

|U M
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TROLLEY AND CONTACT WIRE is an important Roebling
product and hundreds of miles of it span the country. Yec it is
merely one of many types of Roebling Electric Wires and Cables
serving electric railways everywhere.

Locomotive wire, bond wires, pantograph cable, power cables,
parkway cables, railway signal wires and cables—these are simply

a few of the Roebling Wires and Cables made for electric rail-
Raslway Signal Wires and (Cables »

Parkway Cables » Power Cables; Paper, way service. There is hardly an electric wire and cable need that
Cambric, Rubber; Braided or Leaded » . . & . .

Car Wire » Locomotive Wire » Bronze cannot be satisfied by the complete and diversified Roebling Line.

Trolley and Contact Wire » Copper 5 - . 5 &

Trolley and Contact Wire » Copper Y OUF inquiry for further information and prices would be wel- ‘
Transmission Strand » Guy Wire and o :

Strand » ‘Bond Wires » Ground Comed by any Roeblmg Ofﬁce llSted'

Wires » Welding Cable; Trailing and
Electrode Holder » And a wide variety JOHN A. ROEBLING’S SONS COMPANY, TRENTON, N. J.

of asber Wires and Cables. Atlanta Boston Chicago Cleveland Los Angeles New York
Philadelphia  Portland, Ore.  San Francisco  Seattle Export Dept., New York, N.Y.

ELECTRICAL WIRES AND CABLES



BESENT business e¢onditions have ¢reated many

new and perplexing problems for the motor coach

industry. To sucecessiully cope with the chamnged

operating conditions, vehiele improvements that




'I(l‘o men can rer oﬁ'« anpd replace an onlzr >
plaat assembly, irfcluding radiator, engi
and transmission as a unit, in llu’-e{u t
time urtlmanly required to remove a mn’i‘

Arailable in Type V, Type 2.)0,aml¢w})o

ENGINES . . .

Four engines of
basically similar de-
sign but of different
displacement and
power range have
been developed, in-
suring maximumin- -
Aerchaungeability of
‘parts, reduced in-
veutory charges and
simplified mainte-

“ ,  nance,

BRAKES . . .

The new Yellow du-
plex brakes, consist-
ing of feur brake
shoes, simultane-
ously actuated by
dual air brake dia-
phragms provide
larger brake areas,
insure more efficient
braking, more uni-
farm wear, longer
lining life and less
maintenance.

AL BODIES . . .

Corffirm"ﬁl‘ml of slaudanh-ed and ml('rc'hangmble
parts and sections, precision built over jigs andfx
tures, simplifies’ upkeep, reduces inventory requ
ments, prorvides exceptional light weightavith great
strength, loager life and more rmmug#Jmsmbrlnl
Standard on Models Z-29, Z - 38 Typc 40 nnd Type:

;.1/

will ateraet additional reve-

nue. incerease dependability

of service and reduece costs

are essential. & At a time

when any curtailment o

xtemsive rescarceh and engi

neering development might

be judged excusable. Yellow

Coach has put more impctnﬁu

than ever behind the pro-




netion of new and improved

equipment and advancements

in mechanical design. & The

rge to strive constantly for

perfection...to make today’s

tchievements superior to those

pf wvesterday . . . has been

esponsible for many recent

evelopments of great im-=-

ortance to the progress of

Parlor and ‘eity service coaches of inter-
mediate capacity featuring new standards
of performanece and earning power.

v

Equipped with either 130 or 115 h. p. engines
which are interchangeable. Cmnplele poiwer
mmu tes.

Ve -

.
%

A universally satisfactory 33 passenger:
transcontinental type coach, refined to still
higher peaks of performance, reliability,
long life and low-cost maintenance. Com-
plete power plant removable in 10 minutes.

TYPE 40 . o 0 o S50

An entirely” new con('cplum of light u etght

lou cost” mass lrun.\porlalum.“ 1507 hip.
616" engmo mounted in-rear,-remotable: .
in 15" minutes. Fr)rly pacwuger ('apacciy‘

TYPE 44 . . . o0
All the design im-[.)r(

40, mcorporat('d n 5
coach of 44 p




L ® e v -
highway transportation. ¥ Yellow Coach has confidently eon-
tinued its development work to insure the future prosperity

of the industry and to justify the proud distinetion of serving

vear after year as the leading producer of motor coaches.

A Coach for Every Class of Service

W Pass. ENGINE
Type " VEEL- Capac- Cyr. DisprLAcE-
Base :
1TV MENT

185" 16  Low High Headroom Parlor Coach 331
185" 21-23 City Service Coach 331
185" 21  Observation Parlor Coach 331
215" 25  City Service Coach 301

185" 16  Low/High Headroom Parlor Coach 353
185" City Service Coach 853
185" 21  Observation Parlor Coach 353
215" 25 City Service Coach 353

225" 25  Observation Parlor Coach 468
295 City Service Coach 468
2957 29 All Metal City Service Coach 168
225 Observation Parlor Coach 325

25 ¢ All Metal City Service Coach © 525
240" All Metal City Service Coach 616
250" Observation Parlor Coach 616
213" All Metal City Service Coach 616
213" : All Metal City Trolley Coach Electric drive
350r50hi.p. motors

Gas eleclric drive and double deck equipment also available.

GENERAL MOTORS TRUCK CO., Pontiac, Mich.

Subsidiary of Yellow Truck & Coach Mfg. Co.
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Test after test has definitely proved that the

S q y t h e new Texaco System ofcar-journal lubrication
- saves money. It has been proved through

years of actual service on a number of im-

cq r b U ye rs portant roads. Many buyers of rolling stock
in the electric railway field are now speci-

fying this system for all new cars. Those now

in operation are rapidly being equipped. @ The Texaco System, which includes
the application of Texaco Oil Seals and the use of Texaco Lovis Oil as major
factors, gives more effective lubrication than had before been thought possible.
The savings are surprising. ¢ Detailed facts and figures are available to any
interested railway engineer. Write The Texas Company and ask to have a
Texaco Inbrication engineer call and show you exactly what has been done
on other roads—or better yet, let him arrange with you for conclusive
tests on your own cars. Find out what this Texaco System will do for you.

THE TEXAS COMPANY, 135 East 42nd Street, New York City

AN TEXACO
*N lubricants



42 : ELECTRIC RAILWAY JOURNAL October, 1931

that qualify for ANY service

No matter how exacting your service conditions may be,
Carnegie Wrought Steel Wheels will more than measure up
to your requirements. They are built to withstand the stress
of modern traffic—peak loads, rapid acceleration and emer-
gency stopping. The rolling and forging process by which
they are manufactured imparts to the steel exceptional
strength and endurance—exceptional safety.

Carnegie Wrought Steel Wheels have long been accepted as
the standard of excellence under railroad passenger cars,
where the service is severe and where utmost safety pre-
cautions are taken. Under electric cars they render the same
safe, trouble-free, economical service. Before you invest in
wheels, investigate the many advantages of Carnegie Wrought
Steel Wheels.

CARNEGIE STEEL COMPANY . PITTSBURGH, PA.
Subsidiary of United % States Steel Corporation

CARNEGIE

WROUGHT STEEL WHEELS
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EVIDENCE OF SERVICEABII.I'I'Y

- TRou.Ey pouas

HE first requirement in trolley poles is adequate and
lasting strength, which must be provided without

excessive weight. Economy in operation of the car, efficiency

in service, and safety to the public will depend on the .
fulfillment of this demand..

The heat-treating and other processes under which
NATIONAL-SHELBY Trolley Poles are made, fully develop
the potential qualities of the special, high-grade steel which

has been chosen for superior strength.

The design of these poles gives complete balance, obviates

undue weight, and puts maximum reinforcement where it is

most needed. Every pole, before leaving the mill, undergoes

the most thorough tests and inspections, to make sure

that it is free from defect. Write for complete information.

NATIONAL TUBE COMPANY. Pittsburgh, Pa.

Subsidiary of United States Steel Corporation

ONAL 7. POL
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—uwill wake up
vour Drowsy Cars

IT IS surprising how
easily old cars may be given new life and
energy . . . They can be converted into
Safety Cars—which are safer, and
FASTER, especially when equipped with
the Relay Valve and the Self-Lapping
Brake Valve . . . These devices assure
very quick build up of brake cylinder
pressure and unusually flexible control of
this pressure. . . . . .

SAFETY CAR DEVICES Co.

OF ST. LOUIS, MO.
Postal and Telegraphic Address:

WILMERDING, PA.

CHICAGO SAN FRANCISCO NEW YORK
WASHINGTON PITTSBURGII
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DAVIS % WH EELS

What Does

It Cost
Alter You've

Bought |£7?

T"vis is the question to ask

about wheels.

With the Davis “One-Wear” Steel
Wheel the first cost is the last.

Contour conditioning and all its

attendant expense never troubles

the Davis Wheel.

Special composition steel triple heat
treated, provides unique qualities
that are characteristic only in the
Davis Wheel and make them truly
“"One-Wear."”

FNY i o300 N <y \EEL FOUNDRIES
NEW YORK CHIOr\e1e) ST.LOUIS
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THEY WERE USING 1310 BOLTS
ON 1331 MACHINERY

Design and materials had kept pace but obsolete, costly
bolts were still used. An interesting R B & W case history

A PURCHASING AGENT for
an R B & W customer asked us
for prices on a type of bolt we
had not made for his industry for
years. We went to see what he
intended to use the bolt for, and
encountered a mechanical an-
achronism not without a vestige
of humor.

A certain piece of equipment had
been improved every few years,
with the exception of the bolts,
which remained the same type of
20 years ago, much too heavy for
current requirements, and very
expensive to make. The bolt had

been designed in the days before
cast iron flanges were replaced by
the more ductile pressed steel
flanges now in use, and when other
parts of the equipment were cruder
than now. But no one had thought
to modernize the bolt design.
Of course the customer
appreciated the suggestion
of the R B & W Engineer-

ing Service that a standard

bolt would serve the purpose and
cost considerably less.

Has your bolt and nut design
kept pace with other improve-
ments? Does this offer an op-
portunity for constructive cost
cutting and improved value of
your products? Make the
R B & W Engineering Ser-
vice your Bolting Material
Counsel.

RUSSELL, BURDSALL & WARD BOLT & NUT CO.

ROCK FALLS, ILL.

PORTFEHESTER, N. Y.

CORAOPCLIS, PA.

Sales Oflices at Philadelphia, Detroit, Chicago, San Francisco, Los Angeles, Seattle, Portland. Ore
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THE BIG
/V[Wﬂ- 0 470MV£R
A Truck Builf 1o Do YOUR Job

The new Reo Big Four-Tonner is a heavy truck for heavy
work, massively constructed at all vital points. It is engi-
neecred for safe and profitable high-speed travel. The Big
4-Tonner engine develops 101 h. p. at the low speed of 2600
R. P.DM.. has seven big main bearings, full force feed lubri-
cation even to piston pins. The eylinder block of chrome
nickel iron increascs valve scat and cylinder wall life seven
times. Built in three wheelbase lengths, from tractor to van
types — offercd at the lowest price ever
placed on a comparably heavy 4-ton truek
of equal specifications!

1. Powerful heavy duty,
101 H. P. Six Cylinder
Engine.

2. Heavy Duty 4-speed
Transmission.

3. Brake Booster stand-
ard equipment.

4. Chromec nickel cylin-
ders—wearing 7 times
longcr than grey iron.
Seven bearing crank-
shaft.

3. Dual wheels standard
equipment.

6. Extra long springs;
helpersprings,stand-
ard equipment.

7. Framereinforced by7
heavy crossmembers.

8. Powerful 4-wheel hy-
draulic brakes.

9. Heavydutyfull-float-
ing rear axle.

1@. Extra heavy frames.

Side channels10“deep

%* thick, with con-
stant flange width of
3 inches.

11. Available in three

wheelbase lengths

from tractor to van
type.

REO MOTOR CAR COMPANY
LANSING — TORONTO

150-inch wheelbase chassis . .« . $2800
170-inch wheelbase chassis . . . $2875
190-inch wheelbase chassis . . . $2950

f.o0.b. Lansing

600

- BIG ¢TOMVER
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REDUCES COST
32¢ PER 1000 (AR MILES
WITH NEW LUBRICANT

FLYING over the rails ... at sixty and sometimes
seventy miles an hour ... the trains of one large
high speed electric railway system® had long

been subject to excessive bearing failures.

For the past ten months this company has
operated all cars with L. C. Motor Journal Oil.
A recent check up for this period of operation
showed practically complete elimination of hot
boxes. It discloses a saving of waste consump-
tion for the first five months of $1,001.00 and
$497.00 saved in journal brasses consumption.
A total saving of neorly 32 cents per thousand

car miles has been accomplished.

On other high speed lines .and in ordinary

October, 1931
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street car service Standard Oil Company (Indiana)
lubricants and service have proved equally suc-
cessful. In practically every instance marked
savings have been made in power and waste
consumption with an attending increase in
the life of bearings and a reduction in bear-

ing temperatures.

You will find it profitable to investigate
L. C. Motor Journal Oil. Our engineers will be
glad to furnish information and data. Address

your request to the Electric Railway Division.

*Name an request.
STANDARD OIL COMPANY
{Indiona) (1209)

210 So. Michigan Avenue Chicogo, lllinois

L. C. MOTOR

JOURNAL

OllL

THE IDEAL YEAR AROUND MOTOR JOURNAL OIL FOR ELECTRIC RAILWAY SERVICE
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.II—-IERE’S A FLUTED §STEEL -POLE

FOR EVERY TYPE 4OF SERVICE
\ R

o

ot l;

In Las Angeles, Union Metal Poles support trolley span wires, street lights and distribution lines.

WENTY-FOOT Fluted Steel Poles for trolley span Wherever wires are strung overhead, Fluted Steel Poles
wire support—sturdy thirty-footers for distribution can do the supparting job, and do it efficiently.

lines—double thick steel for unusually heavy loading— R N tel P oted cresminde. i one- piete From highio tite

fifty and sixty-foot poles for cross-country lines. In shart, steel, welded with a vertical seam and then cold-rolled.

strength and height to meet every pole requirement . .. In poles up to forty feet in height there are no horizontal

And for city streets, where appearance is especiolly im- joints to collect maisture and hasten corrosion . . . Fluted

portant, ornamental pole bases can be supplied in o wide Steel Poles take standard fittings, are easily adaptable

variety of designs. to unusual requirements and will last for yeors without

The application of Union Metal Poles is almost unlimited. heavy upkeep expense.

THE UNION METAL MANUFACTURING CO., General Offices and Factory: CANTON, OHIO

Sales Offices: New York, Chicago, Boston, Los Angeles, Son Froncisco, @ Distributors: Graybar Electric Compony, Inc.; General Electric Merchon-
Dallas, Atlanto dise Distributors. Offices in all principal cities.

Abroad: The Canadian General Electric Co., The Internotional General Electric Co., Inc.

UNION METAL
DISTRIBUTION POLES
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~ Is it good engineering ?

. . . to court failure in time
or to insure success from the start?

Competent engineers claim that there
are eleven movements possible in an
ordinary paved track structure resulting
from as many more contributing causes,
each one of which may cause the failure
of the structure. These men recognize
that even with the most careful engineer-
ing and construction, it i1s impossible to
assure against such failure.

With DAYTON TIES, however, only
2 of these 11 movements are possible—
deflection between supports and rail

vibration . . . of these 2, the first per-
mits the DAYTON TIE to exercise its

full function, while the second is com-

pletely absorbed in the Dayton asphalt
cushion tie block.

The varying traffic conditions of 20
years have yet failed to reveal the slight-
est raill movement or substructure disin-

tegration where DAYTON TIES have
been used.

Is it good engineering—is it sound econ-
omy to court failure in time or to insure

success at the start—Isn’t the answer

obvious?

THE DayToN MEcHANICAL TIE Co.
DayTtoxN, OHIO

The better tie . . .

without an alibi
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Milwaukee and Pittsburgh

believe in oﬂ'ering
bargains for
passengers ...

caﬂ"e‘l‘ it was announc
normaid,

ident. Ti-
ce Pret  is expected F -

Statistics prove they
smsegL oget the passengers

Quoted from “The Business Wezk”

The necessity of maintaining street railway traffic has
mothered many merchandising innovations. Qutstanding
are the “bargain fares” which the Milwaukee Electric
Railway & Light Company has introduced. The weekly
pass has proved very popular. It costs $1.00, is transfer-
rable and is good for any number of rides. Around 50%
of revenue now comes from this source, says “Electric
Railway Journal.” The 10c. cash fares account for 16%,
while the 6-trip tickets, worth 50c. bring in 17% of
receipts. More people go home for lunch from downtown,
and short-haul traffic has increased. Wide use of the pass
has increased speed of operation.

Last Christmas a 75¢. pass was put on sale, and about
3,000 were bought each week.

Later a 75¢c. shopper-theatre pass was introduced and is
still being used. This ticket is good from 9 a.m. to 4 p.m.
and after 7 p.m. weekdays, after 9 a.m, Saturdays and all
day Sundays. On an average, about 1,800 shopper-
theatre passes are in use weekly.

A . 29
Pastime Pass This summer an attractive
50c. night pass was put into effect 1o induce people to take
interurhan rides for recreation. Another innovation was
the 15¢. “pastime pass,” which with an additional cash pay-
ment of 10c. is good for unlimited riding in the evening
on de luxe city buses,

GLORE

TICKET COMPANY

(wee! gL
TicKee ly for A

This P, 5 0 porecesion
s 1o remaif =0 60D ON S

No. W. GDOQU

Pittsburgh—featured in a former PHILADELPHIA

Globe advertisement has achicved EACIOKIES BALESOEEECES

p— . Philadelphia Los Angeles Cincinnatl Plttshorgh
similar results. Write for our ex- Boston New York Baltimore Cleveland
perience on this subject of passes. Atlanta St. Lonls Deg Moines

GlO be TICKETS... TRANSFERS...IPASSES
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B PA KL/ and. the
madern TRAILER TRAIN

No need to stress the fact that trailer train operation is a rapidly growing, decidedly economical form of

modern highway transportation . . . Likewise there is little necessity 1o explain the obviously indispensable
place brakes by Bendix-Westinghouse hold in the success of this important branch of highway commerce
* Universally accepted as the standard control for modern heavy-duty transport units, Bendix-Westinghouse
Automotive Air Brakes, in their unchallenged success, are merely
maintaining a confidence born of a manufacturing background of
more than a half century * Lightning quick, powerful, traditionally
dependable, Bendix-Westinghouse control is something more than
just a brake . . . This modern equipment assures constantly perfect
equalization of braking pressures, greatly lengthens periods bhetween
adjustinents, increases lining life, provides an automatic safety fea-
ture in case of a break-away, at any point, in train operation and
makes every truck or tractor a potential trailer carrier * Write
today for more specific information regarding the countless advan-
tages of modern Air Brake Control . . . Address BENDIX-
WESTINGHOUSE AUTOMOTIVE AIR BRAKE COMPANY at

Pittsburgh, Penna.
6296

BENDIX -
WESTINGHOUS

S e b

ZAUTO/X\OTIVEF“ BRAk‘“iEW

e MR TR, e
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ce
I HEY tell me there’s five or six million of us—
out of jobs. .

“I know that’s not your fault, any more than it is
mine.

“But that doesn’t change the fact that some of us
right now are in a pretty tough spot—with families
to worry about—and a workless winter ahead.

“Understand, we're not begging. We’d rather have
a job than anything else yon can give us.

“We’re not secared, either. If you think the gooil
old U. S. A. is in a bad way more than tempo-
rarily, just try to figure out some other place you’d
rather be.

“But, until times do loosen up, we’ve got to have
a little help.

October, 1931

“So I'm asking you to give us a lift, just as I wonld
give one to you if I stood in your shoes and yon in
minc.

“Now don’t send me any money—that isn’t the
idea. Don’t even send any to the Committee which
signs this appeal.

“The best way to help us is to give as generonsly
as yon can to your loeal welfare and charity organi-
zations, your community chest or your emergency
relief eommittee if you have one.

“That’s my story, the rest is up to you.

“I’ll see it throngh—if yon will!”

—Unemployed, 1931

THE PRESIDENT’S ORGANIZATION ON UNEMPLOYMENT RELIEF

Walter S. Gifford

Director

COMMITTEE ON MOBILIZATION OF RELIEF RESOURCES

Owen D. Young

Chairman

The President’s Organization on Unemployment Relief is non-political and non-sectarian. Its purpose is to
aid local welfure and relief agencies everywhere to provide for local needs. All facilities for the nation-
wide program, including this advertisement, have been furnished to the Committee without cost.
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BY THIS SIGN
YOU WILL
KNOW THEM

TRADE MARK

SYMBOL OF A COMPLETELY
OWNED OPERATION FROM
TREE TO LOADED CAR

This Warranty Mark signifies
Dense Long Leaf Yellow Pine,
correctly seasoned and uniformly
graded, and it is branded on

every piece of Jackson stock.

Selling Agents

GEORGE G. LEAVETTE
Room 416
25 Broadway
New York City

F. B. MERRITT
Room 1560
First National Bank Rldg.
Detroit, Mich.

JacksoN Lumser Co.

Moaufocturers

Lockhart, Alabama

A CROSSETT WATZEK GATES INDUSTRY
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Illinois

Resurfaces
632 M| I_NES WITH BRICK

A3

{Above) Completed brick resurfacing of

worn concrete by Illinois State Highway

Department on Ronte 4 south of Springfleld.

This gives tha highest typa highway at
fow cost.

(Inset) Worn siab being prepared for curb
and brick resurfacing.

Photos by courtesy of Divison of Highways,
State of Iliinoia

LLINOIS began a brilliant chapter in high-
way economy this year, by widening and
resurfacing worn concrete roads with brick.

A total of 63.23 miles constituted the initial
program.

Thus, slabs that have not too far approached
the end of their usefulness are being saved for
many years to come. Brick pavements built 30
and 40 years ago are in constant use today,
although not nearly so well constructed as
these Illinois brick resurfaced sections.

The economy and sound judgment in resur-
facing with brick is apparent. The worn con-
crete—unsatisfactory as a pavement—will make
a good base on a subgrade that has received
its full settlement. Mastic cushion and bitumi-
nous filled brick surface prevent transmission
of cracks. Weather and traffic will have no
effect on the brick surface. The existing slab
has been transformed into a low-maintenance
road extraordinarily well suited to all traffic.

Highway engineers, officials and taxpayers
will ind much of interest in this Illinois work.

Further information on resurfacing with
brick may be had by addressing the National
Paving Brick Association,1245 National Press
Building, Washington, D. C.
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FIRST ELECTRIC TRAIN ~ 1893
HE first electric train was operated in Chicago in 1893 at the World's Fair.
Mr. ]. S. Doyle, now of the Interborough Rapid Transit Company of New
York, supervised the installation of the wiring on this train and used Okonite

wire and Okonite and Manson iapes throughout. This train was the forerunner

October, 1931

1]

ALL
ISN°T
GOLD
HE 1honght eontained in that
Told saying “All is not gold

that glitters” may well be
applied to trolley wheels.

It takes the finest in materials and
workmanship to produee Kala-
mazoo Trolley Wheels. They
always provide ample coundnetivity
and resist the wear caused by
pounding against trolley ears.

Let us tell you why we have sup-
plied continuously for over 25
years, many of the couuntry’s lead-
ing Eleetric Railways. ‘

THE STAR BRASS WORKS

Kalamazao
Michigan

%

KALAMAZ00 %,

I TR o U TE LR L LT TET LRI LA LTI D TR RS E TR LT TR TR LI T T TR LT AR R a Y
2 3 W .

Long Weanng

Even the rongh brogans of stamping
workmen do not injure the hard, tough
surface of Tuecolith floors.

> REASONS WHY

Tueolith is the popular flooring mate-
b rial for ears and busses.
f}!& 1. Long Life 4. Fireproof

2. Attractive 5. Sound Dcadence
3. Non-Slip Surface 6. Banitary

G

TUCO PRODUCTS CORP.
30 CHURCIIL ST., NEW YORK

PEOPLES GAS BLDG.
12Z 8. MICHIGAN AVE, CHICAGO

B U T T TR T Y

T
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S . .

of all of the heavy iraction lines in the world —Ezﬁway or
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they demanded the best of wire and tape in 1833, so do their successors

today. Thus Okonite is found wherever severe operating conditions exist,

THE OKONITE COMPANY

Founded 1878

THE OKONITE-CALLENDER CABLE COMPANY, INC.

Factories: Passaic, N. .

Paterson, N. |.

Now Ready!

YOUR

FREE COPY

of the
New 1931
Catalogue of

McGRAW-HILL BOOKS

on Engineering and Business

1931
CATALOGUE

ERE is the key to the latest, most authoritative and prac-

tical information for reference and study in your field.
1n the more than 1500 books described in this catalogue will
be found the latest advances, vital new data, methods of
leading concerns in all lines, the cream of experience, the
knowledge of experts—the information that leads to suc-
cess today. Furthermore it shows how to place your book-
buying on an easy budget basis. Get the books as you need
them—pay for them by the month as you use them.

Send for your free copy todayl

SEEEREPEE e NN N AR NN SR I NN A UARSEREO NN NS ENSRERENEESSEEENREEEEEENE
McGraw-Hilt Book Co,, Inc., 370 Seventh Avenue, New York Clty.

Send me the new 1831 MOGRAW-HILL CATALOGUE of Engineering and
Business Books. This catalogue i3 1o be sent entlrely without cost.

BOArOIN oo connnasroneasssasssnssnsasnsosssasasesssnsssissess

ClLy #nd State....cossivencsocasssonsosensssanasnsancocsnsns E. 10-31

Schedules can be main-
tained with unfailing reg-

* ularity when Nachod
Headway Recorders
automatically supervise
the line. They tab,in
print, the exact time that each car passes the points of instal-
lation, thus, giving you & daily report of all car movements.
Simple in mechanism ... dependable ... durable. No adjust. :
ing ... just daily winding and change of record. Write for
particulars and prices. Nachod & United States Signal Co., Inc.,
Louisville, Ky., Manufacturers of Block and Highway Cross-
ing Signals.

““Nachod Spells Safety’’

NACHOD feadway
RECORDERS
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NATIONAL
ELECTRIC
RAILWAY

SPECIALTIES

“Armature” Babbitt Metal

Our products have been
thoroughly tested to
meet your requirements.
This saves you the
trouble of frequent
tests to attain satisfac-
tory results. In our
long contact with the
industry we have had
every variety of prob-
lem to solve. Let us
give you the benefit of
this experience.

The “Vigne” Bimetallle
Armature Bearing

“Tiger”’ Bronze Axle and
Armature Bearings

‘““More-Jones”’
Trolley Wheels
and Harps

NATIONAL
Bearing Metals
Corporation

ST. LOUIS, MO.

Jersey City, N. d. Pittshurgh, Pa.
Peortsmonih, Va. St. Paul, Minn.

New Yeork, N. Y.
Meadville, Pa.

October, 1931

AU OB T

250 Park Avenue

PANTASOTE

TRADE MARK

—the car curtain and upholstery material that
pays back its_cost by many added years of
service. Since 1897 there has been no substitute
for Pantasote.

AGASOTE

TRADE MARK

—the only panel board made in one piece. It is
homogeneous and waterproof. Will not separate,
warp or blister.

Standard
for electric railway cars
and motor buses

Samples and full
information gladly
furnished.

The PANTASOTE COMPANY, Inc.

NEW YORK

T R T AT

November

Issue Closes
October 23rd

-

Early receipt of copy
and plates will enable
us to serve you best—
to furnish proofs in
ample time so changes
or corrections may be
made 1f desired.

ELECTRIC RAILWAY JOURNAL
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STUCKI SIDE BEARINGS

SPECIAL CARBON STEEL
NEAT TREATED

LARGE WEAR SURFACES
FREE ROLLER
ONLY TWO PARTS

A. STUCKI CO.

Canadian Representative
The Mo!den ('o., Ltd., Montreal, Canadn

P

OLIVER BLDG., PITTSBURGH, PA.

[ MADE TO DO ONE
JOB WELL

Since the earliest days of the industry
electric railway executlves realized the
economy and efficiency of good trolley
and bell cord. '
For over 50 years Silver Lake Trolley
and Bell Cords have met these require-
ments. Today they are even more ac-
curately fitted to their jobs

Write for samples.

It

SILVER LAKE COMPANY
Newtonville, Mass. -

7
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Whistling to keep up
- your courage helps
while waiting for the
“comeback” of pros-
perity. It is far more
he|pfu|, however, to
set the stage for better
days by keeping down
your present costs.

Brake shoe costs can be
kept well in hand by
standardizing on the
one best ‘type and

| grade of shoe for every
Ll purpose. There's no
8 economy in low priced.
19 shoes which raise your
N car-mile costs.

Whistle for our repre-
sentative who will be
glad to furnish you
with facts and figures.

The American Brake Shoe

and Foundry Company
230 Park Ave., New York
332 So. Michigan Ave., Chicago

e UTTHB ]
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ALBERT S. RICHEY

ELECTRIC RAILWAY ENGINEER

WORCESTER, MASSACHUSETTS

EXAMINATIONS
REPORTS-APPRAISALS-RATES
OPERATION-SERVICE

ALLIED ENGINEERS, Inc.

Engineers and Constructors

20 Pine Street
New York

Transportation Examinations

and Reports

THE BEELER
ORGANIZATION

Engineers and Accountants
JOHN A. BEELER, DIRECTOR

Traffic — Traction
Bus-Equipment
Power- Management
Appraisals Operating and
Financlial Reports

Current Issue LATE NEWS and FACTS
free on request

52 Vanderbllt Avenue, New York

WALTER JACKSON

Consultant on Fares
and Motor Buses

The Weekly and Sunday Pass
Differential Fares—Ride Selling

Suite 6-A
616 E. Lincoln Ave., Mt. Vernon, N. Y.

C. B. BUCHANAN, Presldent
W. H. PRICE, JR., Sec’y-Treas.
JOHN F. LAYNG, Vice-Presideat

Buchanan & Layng
Corporation

Engineering and Manogement,
Construction, Financial Reports,
Traffic Surveys and i
Equipment Maintenance

BALTIMORE
1004 First Natlonal ::l‘sz“Y gtnx‘
Bank Bldg. o

Phone: Hanover: 2142

J.ROWLAND BIBBINS

CONSULTING ENGINEER
TRANSPORTATION
UTILITIES

Transit-Traffic Development Surveys.
Street Plans, Controls, Speed Signals,
Economic Operation, Schedule Analy-
ses, Bus Co-ordination, Rerouting.
Budgets, Valuation, Rate Cases and
Ordinances.

EXPERIENCE IN 25 CITIES

2301 Connecticut Avenue
Washington, D. C.

R. F. KELKER, JR.

ENGINEER

20 NORTH WACKER DRIVE
CHICAGO

TRANSIT DEVELOPMENT
OPERATING PROBLEMS
TRAFFIC SURVEYS
VALUATIONS

HEMPHILL & WELLS

CONSULTING ENGINEERS

Gardner F. Wells
Albert W. Hemphill

APPRAISALS
INVESTIGATIONS COVERING

Management

Reorganization
Construction

Operation

50 East 42nd St., New York City

BYLLESBY ENGINEERING
and MANAGEMENT
CORPORATION

231 S. La Salle Street, Chicago

New York Pittsburgh Saa Fraaocisce

'SANDERSON & PORTER

ENGINEERS
for the
FINANCING—REORGANIZATION
—DESIGN—CONSTRUCTION
of

INDUSTRIALS and
PUBLIC UTILITIES

Chicago New York San Francisco

The P. Edward
Wish Service

50 Church St., NEW YORK

Street Railway Inspection
DETECTIVES

131 State St., BOSTON

NOVEMBER
ISSUE

Closes October 23rd

Early. receipt of copy and
plates will enable us to serve
you best—to furnish proofs
in ample time so changes or
corrections may be made if
desired.

ELECTRIC RAILWAY JOURNAL
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Every Wire Welded

Erico
Type CAEH
Bond

All wires exposed to the welder’s
arc, a large area of welded con-
tact is secured with a minimum

Well Bonded Rails are
Etficiency Insurance

Speed, efficiency and economy — rail bonds
have a lot to do with all three—are impor-
tant equipment.

With Erico bonds you are assured track re-
turn circuits of maximum capacity through-
out the life of the track. Whatever your
track construction there is an Erico Rail

of weld metal. The hook holds Bond to fit your requirements.

the terminal just right for quick,,
sure application.

Write us for full information.

The Electric Railway Improvement Co.
2070 E. 61st Place, Cleveland, Ohio

63

Let us tell

you why
Send for
Catalog. 7

|

3

HEMINGRAY

HEMINGRAY GLASS COMPANY

General Offices and Factory Muncie, Indiana

ELECTRIC CAR-HEATERS
THERMOSTATIC CONTROL

STEAM HEATERS FOR BUSES

COMPLETE PNEUMATIC DOOR AND
STEP OPERATING EQUIPMENT

HIGH & LOW VOLTAGE BUZZERS & BELLS

SAFETY SWITCHES
SAFETY SWITCH PANELS

NG CO., INC.

NEW YORK ALBANY CHICAGO
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Don’t do a
half job!

US operators can’t afford to run the risks

of frozen radiators . . . tied-up rolling
stock, costly repairs! Some safeguard against
freezing must be taken...

... BUT ... don’t do a half job!

Follow the recommendations of anti-freeze
compound manufacturers who advise a thor-
ough cleaning of the cooling system before
the use of their product. At only a fractional
part of the cost of any anti-freeze solution
you may use, Oakite materials will give the
thorough preliminary cleaning needed to
assure maximum protection during the win-
ter months.

An Oakite material circulated through the
cooling system removes every trace of oil,
dirt and grease. The job is easily and quickly
done . .. a few minutes now may save hours
of trouble later.

Let our nearby Service Man tell you how
Oakite can save money for you on radiator
cleaning, parts cleaning, bus washing, and
every other shop cleaning job. Write today.
No obligation.

Oakite Service Men, cleaning specialists, are located in
the leading industrial centers of the U. S. and Canada

Manufactured only by
OAKITE PRODUCTS, INC., 28B Thames Street, NEW YORK, N. Y.

OAKITE

TRADE MAAM 200 v S PAT DFF

Industrial Cleaning Materials na Methods
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This index 1s published as a conveni to the reader. Every
care is taken to make It accurate, but Eleciric Railway
Journal assumes no responsibility for errors or omissions.
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word, minimum charge $2.00.

Proposels, 40 cents a line an insertion.
COPY FOR NEW ADVERTISEMENTS ACCEPTED UNTIL 3 P, M, ON THE 20TH FOR THE ISSUE OUT THE FIRST OF TIIE FOLLOWINGO MONTH

-
S)EAR@HMIGHT SECTJI@N

empLoYMENT : Business : OPPORTUNITIES :

UNDISPLAYED—RATE PER WORD:
Pogsitions Wanted, 5 cents a word, minimum
$1.00 an insertiona, payable io advance.
Positions Vacant and all other classifica~

tions, excepting Equipment, 10 cents 8

INFORMATION:

Box Numbers in care of our New York,
Chlcago or San Francisco offices couunt

10 worde additional in undisplayed ads.
Digcount of 10% If full payment ia made in
advance fon four consecutive insersions of

= undisplayed ads (not including proposals).

SCR

EQUIPMENT— USED or SPECIAL
DISPLAYED—RATE PER INCH:

1 nch. T, SOl SRR $6.00
2 to 3 dnches. B . Vo o8 5.76 an inch
4 to 7 Inches.sses o ranonine 5.560 an Inch

Other spaces and contract rates on request.
An advertising inch is measured vertically
on one eolnmn, 3 columns—30 inches—
to a page. R.J.

Over 6000
other men
in the
Electric
Railway
Field
will see
this page

Then—isn't this
the logical place to
advertise any busi-
ness wants you
may have of inter-
est to Electric
Railway men?

EMPLOYMENT
BUSINESS

or

EQUIPMENT
OPPORTUNITIES,
Etc., Etc., Etc.

DISMANTLING?

Let us handle this for you. We specialize in buying and
dismantling entire railroads, street railways, industrial
and public service properties which have ceased operation.
We furnish expert appraisals on all such properties.

Consult us also about New and Relaying Rails—all
weights and sections. You will like our service.

The Perry, Buxton, Doane Company

Boston Office, P. O. Box 5253, Boston, Mass.
Pacific Sales Office—Failing Building, Portland, Oregon

HL control, automatic air brakes.
Substation.
Substations.

Automatic Substation.
10—Standard Interurban Box Cars.

FOR SALE

Five or six high speed Interurban Passenger Cars, light weight, complete,
approximately 38,000 Ibs., equipped with four General Electric 247 Motors,
K control, full safety features, single end operation and including magnetic
brakes. Cars are three years old, equipped with new Cincinnati type trucks.
28-in. wheels. Free running speed approximately 52 miles per hour, on 650
volts. By changing gear ratio, could be admirably adapted for city service.

2—4-motor Freight Cars, each equipped with Westinghouse 557, 150-hp. Motors,
1—300 kw., 33,000/445 volt, 60 cycle, 600 volt, D.C., Westinghouse Automatio

2—500 kw., 33,000/445 volt, 60 cycle 600 volt, D.C., Westinghouse Automatic

1—500 kw., 33,000/445 volt, 60 cycle, 600 volt, D.C., Westinghouse Portable

Terms can be arranged.

FS$-258, Electric Railway Journal, 520 No. Michigan Ave., Chicago, IlI.

POSITIONS WANTED

ARMATURE winder, electrlcian, 15 years’ ex-
perlence; referencea furnlshed: go anywhere

on short notice. PW-248, Electric Rallway

Journal, 883 Mlssion St., San Francisco, Cal.

WANTED position as working foreman, either

night or day, twelve years' experience,
Handy with carpcnter tools. Can  wind
armatures, and do all kinds of wiring. PW-259,
Electric Railway Journal, Tenth Ave. at 36th
St., New York.

POSITION VACANT

TRACK foreman wanted, familiar with special

track work on high-speed electric lines. i
yon desire such a position insert an advertise-
ment in the Searchlight Section of Electrie
Railway Journal,

5

FOR SALE

10 Double Truck
Four Motor Shear

Snow Plows
First Class Condition
Also 85

Cleveland Fare Boxes
Prices Reasonable
Eastern Massachusetts
Street Ry. Co.

Boston
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650,000
SAFE... quick. .. quiet

| ohns-"
Manville
BRAKE BLOCKS

are establishing
\  unbelievable
service
records

TOPS at high speed—stops at low
S speed—stops with the brakes hot
~—stops with them cold—25,000 miles
of stops through the congested traf-
fic of a busy eastern city. And this set
of Johns-Manville Brake Blocks is
still in good conditlon, ready for
thousands of miles more of cost-free
operation.

Test a set of J-M Brake Blocks on
the toughest route your buses travel.
Notlce the high speeds, thesmoother,
quicker stopping, the safer braking
they permit. Watch how they reduce
upkeep costs. Check up on the thou-

Jolms -Manville

Jouns.unnniie

Bus & Car Insulatlion

r-u,n (n

Tile Flooring

sands of miles additional service they
give you—notice how shop lay-ups
for adjustments are reduced—how
road delays are climinated. J-M
Brake Blocks increase tire life. They
spare the brake drums, cut the risk
of accidents and lessen the fatigue
of drivers.

J-M Brake Blocks have been de-
signed to stand up under high speed,
heavy duty operation—and they do.
Made of asbestos, of uniform struc-
ture throughout, their gripping
power remains positive and constant
at all stages of wear. Every fleet owner

Packings
Frictlon Tape

Asbestos Exhaust Pipe Covering

STOPS

concerned with keeping costs down
should investigate this modern tested

friction material. Address: Johns-
Manville, New York, St. Louis, San
Francisco, Cieveland, Chicago,
Philadelphia, Montreal.

SERVICE TO BUS
TRANSPORTATION

Mastlcoke & Truss Plate Flooring
Brake Blocks & Linings
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sented many new
developments, the results of continued efforts to pro-
vide equipment measuring up to the highest standards of
performance and maintenance.

PHILADELPHIA g ~=—
& WESTERN , ‘ .
HI-SPEED CAR '

After extensive wind tunnel
tests, which demonstrated
the power economies pos-
sible, this highly stream-lined
car design was developed.
Equipped with four 100 H.P.
motors, it weighs only 52,400
Ibs.

2

g et

=

R F e i T

NEW BRILL 90-E
WORM-DRIVE
TRUCK

This low-level, light-weight
truck has inside-hung, high-
speed motors and worm-type
drive for smooth, comfort-
able and quiet operation.
Loaw unsprung aweight features neaw 90-E Truck

NEW DESIGN
FOR BRILL
TROLLEY BUSES

Both the new Brill “30” and
“40" Trolley Buses are of a
new simplified design. One
is equipped with a single 50
H.P. motor and the other has
two motors. An improve-
ment in equipment installa-
tion practice is evident in
both vehicles. The require-
ments of both the smaller
and larger communities
14 were given consideration in

il both the design and equip-
‘ LS ment. One of five Brill 40-passenger Trolley Buses for Peoria

THE J. G. BRILL COMPANY
PHILADELPHIA
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Umana s street 1:2111Wa.yI

modernized its power-supply
with G-E automatic equipment

Interiors of tuwo G-E
equipped antomatic
substations operated
by Omaba and
Council BluffsStreet
Railway

Y ESTABLISHING nine automatic synchronous-con-

verter substations, completely G-E equipped, the
Omaha and Council Bluffs Street Railway Company has
realized these principal advantages:

Reduced substation operating expense
Saving in power

(a) through improved distribution

(b) through load-responsive automatic control
Improved voltage regulation resulting in faster acceleration
and higher schedule speeds
Better public relations due to modern equipment and
better morale of car operators

Other outstanding advantages are the reliability of service and
flexibility of operation. The new system permits individual sta-
tions to be shut down without interfering with the service. While
this company chose to renew its entire system, some of the indi-
vidual advantages can be obtained in other cities without so com-
prehensive a change. We invite you to consider the possibilities
of modernized substation equipment. The services of a General

Exterior of one of the substations Electric transportation specialist are always at your command.
130-31

GENERALE@ELECTRIC

ENGINEERING QERVICE PRINCIPAL cC1T1!lES

S ALES






