April 28, 1905.

THE RAILWAY AGE

674

NOISIAIQ LLYNNIONIO 3HL NO 8TYNOIS—LN3OSIHO P NIIND IHL NO ONITYNDIS

0 o4/ LA o809 swop QUE o 240047 10041G 0/
LU019/G - o Pl h S04y 2007 Yoy %7 w0 Ji110ef Doy.eann) S, sty P2 :S&. Bungaopao4u) /1101919
09 j104 010K 110U <015 ey (Rt 7 wonun ‘ b GETLE iy Gt 209 wonip
)0 L/L0ULY 80 “IP00M L120,507 oy Awo,
?\Mk“&“ . 200050 L oy g pon o7 oy, . . B swoy o, \sw“. v auroy
o 1004 1104 200/ 1700 ( SESANYSUL IO paod Sy Suryropsequy P3740/ 000 oy L8980
of E FF o

p @ P 5 9
G S0 i ) o £y W A e ﬁ_ i
P , P, ® . P 5@ . 7 @,1%» .
i o R SR VE T E SN v % IR DN 2 T P i

x P 9 P - ?® 9 ,@...@[wawm.w@
IR %ﬁ JERE & TR FD R

o9 ¢ r ¢ & 3 7¢ ? @ ¢ 9

Y %, P ?% ¢ ¢ -
RS N T P ' S A 0 S R Y R

wi\\wﬁu [ | r ¢y F

P i
) oo R I R . R A B S % LI FalF

u.ﬁL.w %_.

[T ] % T T m:u R E R EEEr ARREEa|

Y Tl

5 P F P i
P %gm% L CRAL T P . ngm . LLN P I Lﬂ _,M_._ w_is_u
mm 4.ﬁ rlsiznl|._mw lenx\\xu»*l%g .
s ] . A ﬁr Y S O R (i a2 NN 05 P |

OV AVMIIVY InL

;_0

-9 @_‘EF

Google



- Original from
D d by
iitized by (( ;(}Ogle UNIVERSITY OF MINNESOTA



- Original from
D d by
iitized by (( ;(}Ogle UNIVERSITY OF MINNESOTA



677

THE RAILWAY AGE

April 28, 1905,

‘NOISIAIQ VOOONV.LLVHO 3H.L NO S81YNDIS—LNIO83HO » N3IIND IHL NO BNITVNDIS

- <)
, . yooneyoar> i . e S e NI W N A VAR AU W e NP N
T r _r . r r.°_ £t
wnyy PISoodes - 2500 ps T E E T L T L —* h_ L t T b HJ
2 WL ] ] & & ) Lﬂn = o) &n o) & _mW
edose4p + 10uBI© d40ydows P Vo) o q@s\&q& 2] 020410 LIYUH o2/0g woxily B0 010)
N N T S U —_ 4 TN S/
N n , rF . Pl el [ r oo F F oz N r
1 T Td I 47 j{h Fd T 471 i g g T o T ] -l q_ .F mm
[ ) @0 oo T8 o) e &3 ] i) @ . & ] @ & 7] &2 &x&o
e wInGy 0 o043y Y3349 Y0P 9Y/14434/n0) Y1485049
—— ~ s T N I N N~
. RS W » r r . I R n .
[ B Il T T J1 ] T J 7 I T T TJ 1 1 _
& 2] & w® &2 B 7z, o] da oy & o] [ e 52 & & iz i) @
voieg A7 1313y b1 Bunsse
- P —~ — e\ T T !
R » N o N N . s f b o LT
'R SR _ N R A T [ R RS B S R T A _
i) & & 2 e & 7] 71 22 E @ 7 2] @ ] il iz 2] @ 3
0407 Fpoosy Iy 439 000UYI0Y /0%y L2/0K48  [f 10407
A - = P rPE_. A R S 9 %% _7® Ay
r T I~ - 7 d [ d A1 4 14 1§ T} I /. T BRSNS T
2 [ @ # e &2 L) o2 & ) ] d ) ® &2 B @ &
Y09 BT W dog \\S\.\ I vowrs 204 ANTQR Y 00K 00 LU0 4357 owspy

i AP A Y —t - ! ' . ? . - e , a m.\le"H _«.H
g T8 d P T e T 174§ T J L !
@ & 2] @ ] s B2 &2 & & s e w 2

Surouo7 Jpouy I L0 SyELGens cuow )y B&.\ vy9 P00y s\&.\&\

e hmm_ o
@ &2 muw @m i & M _ww 3 ) ) o #2

w9q04 LAY MW 00044 Y4/ <2/ Il
) AN !, b 1 1 ? b . )-SR ! ! . .
N T T < T D S G S G R B SO I R I W amS mm—" bu w.ﬂ (9
) @ @ @ w o @ ‘b e da o @ @ o @ @ dp  _op
woys/ Sw“mq\w SqunyS  Sjoksg [0y wOLIY Uiy Aoyt ryu YO Y40y w2108 Y20y 104/ Eroqiu  swonym

.1 . 't . SO 2 SR 1 S r ? [ ., .
[ T3 T i Trs _w.muw g0 T I8 1 1 ] Ly [ a | = T §17 Y
L\WW_EEG Q\e.\&@:{né E»u ﬁ_m_ POOKLUAILY & n& wsq\w\&u n._m_ \m\\%ﬁ\g\% me &m_w\‘ \\\imwm\ &u ﬁ\w\b% ’ &u nrwxﬁ% \N\WWN\R\N \uwwswm.\\‘m'w




678

THE RAILWAY AGE

April 28, 1905.

trains are run around the tunnel, while northbound trains
are able to drift through the tunnel without danger of stall-
ing. An inspection of the types and locations of signals at
and near Harriman Junction, as shown in one of the illustra-
tions accompanying this article, will make clear the ingenious
arrangements which obtain at this point.

On the Cincinngti division, the arrangement of signals
approximates as nearly as possible to the ideal one desired
by the operating department, and its efficiency falls very
little below the theoretical perfection which follows the
physical peculiarities of the line. On the Chattanooga divi-
sion, however, this state of affairs is not yet approached,
although the plans are perfected and every change made in
the location of a signal is toward the final end. The reason
for the inferiority for the arrangement on the Chattanooga
division arises from the fact that the first considerable in-
stallations of automatic block signals were for the protec-
tion of trains at isolated points, such as tunnels and sharp
curves at the bottom of heavy gradients. Gradually these
gaps have been filled in, with results which are less perfect
than would have been the case had the line been studied as
a whole from the beginning.

Reverting again to the southernmost end of the double
track south of Emory Gap: Here the automatic signals are
used both for blocking trains and for showing the position
of the switches. All of these signals are controlled by track
circuits and by circuit controllers, which latter are attached
to a facing point lock lever, so that signals cannot resume a
proceed position until the switch is set and locked for the
desired route, and also until the track on the block in ad-
vance is clear. This reduces the number of interlocking
levers at this place, and is an illustration of how necessity
becomes the mother of invention. There was here a surplus
of material of various kinds which had been taken out of
service at another place, and by relocating some of the auto-
matic signals the use of the small existing interlocking ma-
chine was possible without the purchase of any new material.

No distant switch signals are used between Cincinnati
and Chattanooga, because the block signaling arrangements
are complete and all block signals are electrically connected
with every switch which concerns them. On difficult or dan-
gerous parts of the line, where watchmen are maintained,
plugs governing the signal circuits are placed in each watch-
man’s shanty for use in case the track should be obstructed
by falling rock or a slide. This has proved of great value
in many instances. The signals themselves are of the mo-
tor type styles “B” and “C” of the Union Switch & Signal
Company, while the power is derived from batteries furnished
by the Electric Storage Battery Company of Philadelphia.
All circuits are polarized, with no line wires, and the main-
tenance of the system is therefore reduced to its simplest
form.

South of Chattanooga, on the Alabama Great Southern,
there are no automatic signals, but here all switches are pro-
tected by distant signals, which are interlocked with the
switchstands. A very clear form of target is used, with a
rather high target rod and targets, with the blades placed in
planes which are at right angles to each other.

A letter signed “A” appeared in rhe Raijlway Age on
March 3, and while asking some questions concerning the
operations of these signals, animadverted rather strongly
upon some mistaken premises. It is not possible here to
correct all of tue misconceptions or to answer all of the ques-
tions, but Mr. W. A. D. Short, superintendent signals of
the Queen & Crescent route, undoubtedly will be happy to
relieve “A” of his remaining doubts. Certainly and without
qualification, if “A” has a serious purpose and is not a purely
academic inquirer, an inspection of the line under actual con-
ditions of operation will clear many of his uncertainties and
give him an entirely new idea as to safe single track opera-
tions. Usually, the most difficult person to convert from
an adherence to ancient train dispatching methods is the
train dispatcher, whose whole education and experience have
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been gained under that system, but there are no more en-
thusiastic advocates of the methods adopted on the Cincinnati
Southern than the train dispatchers themselves. A 31 order
is given only to the superior train, and 19 orders are given
merely for the guidance of trains, which are run often three
minutes apart; two fast trains on one portion of the line,
although scheduled 10 minutes apart, are usually not much
more than four minutes apart.

It is not an exaggeration to say that, for safety of method
combined with simplicity of operation, the 336 miles from
Cincinnati to Chattanooga is not equaled or even approached
on any other railway in the United States and probably not
in the world. It is an object lesson for those who wish to
know, as well as for those who ought to know, what can and
should be accomplished upon the railways of the United
States toward securing the safety of their trains.

RAILWAY BOOKKEEPING IN DIFFERENT COUNTRIES.*

BY CHEVALIER AUGUSTE VON LOEHR, AUDIT-CHIEF, KAISER
FERDINANDS NORDBAHN.

The question which this report discusses reads: “Bookkeeping
generally ; description of the different existing systems; comparison
from the double point of view of efficiency and economy: the ques-
tion of adopting one uniform system on the different railways.” The
same writer, reporting on a similar subject at the sixth session of
the International Railway Congress at Paris, in 1900, stated that
no satisfactory results could be achieved in connection with book-
keeping and accountancy questions by the usual method of sending
a list of questions to the different rallway managements, and he
therefore adopted the plan of sending a description of the system in
use on one road to serve as a model for the answers. Few replies,
however, were received, and the renorter continues:

“The limited amount of Information I have recelved has con-
firmed the conviction 1 already expressed in my report to the sixth .
session, that it would be quite futile to look for a system of accounts
which would be generally applicable to all countries and under all
conditions; for any system must always be in intimate relation with
the laws, the concessions, the finance and the tariffs, that Is to say
with conditions which differ radlcally in the case of every country
and every management, which vary according to whether the rail-
way is owned by the state or by a company, and which even depend
on the habits and customs of the diffcrent people. Consequently
there can be no question of uniformity, except as far as a few
general principles are concerned. It is just as impossible to take
a system which has given excellent results in some countries, and
apply it in its entlrety to another set of conditions; for once it Is
detached from its basis, from its interconnection with the other
services, and transplanted to a foreign soil, it loses all its coherence,
even its meaning and its efficacy.”

From the Information recelved the reporter finds it to be the
general rule that bookkeeping is strictly divided into two sections.
the expenditures and the receipts, each looked after by the head of
a different department. This separation is considered necessary on
account of the essentially different nature of the two branches, but
a wide difference in methods is found, and the question is raised
whether it would not be advisable to have one office or department in
connection with the general management to deal with all the ac-
counts.

It will no doubt be generally admitted that (every allowance
belng made for the differences due to the special conditions of each
individual management) only a very limited number of the possible
systems can be looked upon as being suitable and correct. As a rule,
in the case of smaller concerns, the complete centralization of all the
business in connection with the accounts, in one office, is to be
recommended ; whereas, it would In the case of the larger rallways
be advisable to adopt a certain decentralization, which is however
really unavoidable, were it only on account of the greater extent of
the railway system; but such subdivision should by judicious ar-
rangements be limited to a strict minimum and should only apply
to the really local business of these district offices. In the head of-
fices, however, even in the case of the largest railway systems, all
the operations in connection with the accounts should be vigorously
centralized In one large independent department. Only in this way
is it possible to obtain the clearness and quickness necessary for the
proper carrying on of business.

On the continent of Europe the greatest centralization is to be
found In the case of the Kaiser Ferdinands-Nordbahn at Vienna.
There everything in connection with the accounts is dealt with by
one separate independent department, which is responsible to the
general manager only. This department not only attends to the audit
proper (checking and classifying, charging), but also makes up the
monthly accounts ; it consists of two principal sections, one for expendi-
ture and one for revenue, which again are each divided into a number
of subsidiary offices. A great contrast to this system is to be found,
for instance, in the organization adopted on the Vienna-Aspang Rall-
way (Austria). In this case the audit of the different departments
is attended to by the departments which the vouchers concern. Be-

*Abstract of a report to be presented at the seventh session of
the International Rallway Congress to be held in Washington in
May, 1905, and published in the Bulletin of the congress, February,
1905.



