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Passenger Car Window Glass 
One feature of a railway car upon which all passengers 

are qualified to pass judgment is the window design. This 
part of a car structure is worth a careful study when 
new_ equipments are being planned. The shape of the 
windows has a great deal to do with the impression a car 
creates upon those who see only the exterior, as well as 

those who ride within the car. Next in importance to 
the proper contour for a car window and the choosing 

of the sash fixtures so that accidents may be minimized, is 
the choice of the glass. The cost of window glass is 
made up not only of the installation cost, but of the charges 
for maintenance occasioned by breakage. On the score of 
appearance also, glass should present a smooth, flat sur
face devoid of bubbles and irregularity. In general the 
window sash of high-class cars are glazed with coach 
glass, polished plate, or so-called "cylinder" glass. The ex-

• perience of the Kansas City Railway & Light Company has 
tended greatly to favor the latter named grade of glass, 
and is mentioned here as illustrating the good results to be 
derived from careful observation of replacement materials 
and their costs. The records of this company for one 
year show that there were in operation cars with 10,000 

sash containing cylinder glass 5/32 in. and 3/16 in. thick, 
and 9000 sash with AA coach glass. All these cars were 

in ~ity service. During the year the cost of replacements 
of the 10,000 cylinder glass windows was only about 55 
per cent of the cost of replacing the AA glass. It is 
stated that the original cost of the cylinder glass is about 
three times that of the coach glass, but that a considerable 
economy is shown when the cost of glass and labor for 
renewals is considered. It is the careful observation of such 
maintenance details as these that serves to place a repair 
shop on a basis for maintaining equipments in the best 

condition at a low expenditure. 

Submitting Samples of Car Painting 
About this time of the year every large railway system 

begjns overhauling its open summer cars, and the question 
arises of how much to spend on painting and va rnishing. 
The cost of painting cars depends very largely on the 
methods employed. Some are much more expensive than 

others, and it is possible to spend as much as $50 per car 
or as little as $5. From a study of specifications alone, 
it is not easy for the executive officer who must decide on 
the expenditures to be made to determine what method 
will produce the best results for the least money. One 
large city system in the East solved this difficulty by tak

ing four cars of the same type and same general condi
tions and repainting them with different methods. One 

car was scraped to the wood, all paint burned off and was 
completely repainted and varnished, giving it the appear
ance of a new car. This cost $40. Another car had the 
paint freshened up with a paint cleaning compound and 
the varnished parts coated with a special oil mixture of 
about the same composition as ordinary varnish, but not 
boiled. This cost only $5.50. The two other cars were 
partially repainted and varnished with different degrees of 
thoroughness. These four sample cars when completed 
were submitted to the general manager for a decision as 
to which method to adopt for the remaining cars. The 
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appearance of the car whi ch cost only $5.50 to refi nish 
was so favorable that the cheap method will be foll owed 
this year in overhauling the several hundred open cars 
operated by thi s company. Without a sample before him, 
the genera l manager would have found it hard to believe 
that a car could be put in good conditi on, so fa r as painting 
was concerned, fo r such a small expense, and in this par-
1icular case the manage r believed from his ex perience that 
there was not enough diffe rence in durability between the 

two methods to warrant the addi tional cost. T he practice 
of another road to tes t the durab ility of two different 
makes of varni sh is to , arni sh half of the mai n panel of a 
ca r with one kind and half with the other . In thi s way 
both a re subject to the same conditions, a nd the wea r ing 
quali ti es are very evident. 

Census Statistics of the Street Railway Industry 
T he elec tr ic ra ilway industry is developing so rapidly 

tha t the Census Bureau did well to make quinquennial col
lection o f the stat isti cs, instead of wai ting unti l ten year :, 
fo llowing the last report, or unti l 1912. T he census, for 
wi1i c;1 the prelimina ry figures are avai lable this week, a re 

io r the year ended Dec. 31 , 1907, a nd it is interesting to 
notice that they correspond closely to the unofficial figures 
publi shed las t A ugust by thi s paper. The census fi gures 

fo r 1902 a re a lso included in the table publi shed thi s week. 
T he most striking feat ure o f the record is the la rge in
crease during the past fi ve years in mileage, cars and earn
ings from opera tion. T he la tter, indeed, have grown 63.9 
per cent in the fi ve yea rs, or prac ti cally 14 per cent per 

yea r , and during the year 0nded Dec. 31, 1907, reached 
the enor mous total of $418, 187,858. This amount, how
eve r, includes the earnings from lighting and power serv

ice of those electri c ra ilway companies which are also en

gaged in the commercial lighting a nd power business, but 
is exclusive of income from securi ties owned, returns from 
inves tment in rea l estate not used fo r opera tion purposes. 
etc. The rece ipts from lighting and power in the 1902 
report we re something over $7,000,000, and could probabl) 
be conservatively estimated during 1907 a t about $20,000,-
000. Deducting thi s amount from the earnings from oper
ation qu oted above, the ea rnings from purely r a ilway op

eration would be slightly less than $400,000,000. T his is 
a pproximately one-fift h of the gross earnings fro m opera
tion of the steam rail roads of the country reporting to the 
Interstate Commerce Commission fo r the year ended J une 
30, 1906, and is equal approximately to fo ur-fifth s 01 
the passenger revenue of th ese steam railroads. 

It is int eresting to note that during the past five years 
t he ope rating expenses of th e elect r ic railway companies 

have increased pract ically 8 per cent more than the earn
ings from operati on, or 76.6 per cent, instead of 68.9 per 
cent, and that taxes and fix ed charges incr eased practically 
1 o pe r cent more than earn ings from operation, so that 
the net income of the electric ra ilway compani es shows an 
increase of only 31.8 pe r cent , or less than half tha t of the 

g ross, as compared with fi ve years ago. 
The capita l stock outstanding has increased 59.5 per 

cent and the bonds outstanding 72.9 per cent during the 
five-year period, making the total outstanding capital lia

bilit ies $3,774,772,096. T his represents an increase of 59.5 

per cent in capital stock and of 68.9 per cent in outstand
ing bonds, or the ratio of net income to capital stock out
standing during 1907 was practically only 2 per cent and 
the ratio of the increased net income to increased capital 
stock since 1902 was only 1.2 per cent. The table of 
ave rages g ives some interesting figures in this connection, 
as it shows increases in salaries and wages paid of 73.5 
per cent and 71 per cent, respectively. T he wage earners, 
howeve r, have gained per individual by this change more 

than the salari ed employees, as their wages have increased 
8.2 per cent, while the remuneration of the average sal

a ried employee has advanced only 5.6 per cent. 
Turning now to the sta ti stics on phys ical equipment, the 

combined effect of consolidations and the development of 
long distance power transmission eng ineering is clearly 
indicated in the small increase, only 2.7 per cent, in the 
number of power sta tions, while the development of high

powered station apparatus is clearly shown in an increase 
of only 8.5 per cent in the number of steam and gas en
gines, but an increase of 92.2 per ce nt in their kilowatt 
capacity an<l I I0 .4 per cent in th e kilowatt-hour output. 
T he table a lso testifi es in a striking way to the develop
ment in the direction of longer cars by the disproportion
a tely low incr ease in the number of ca rs and car-miles 
compared with that of passengers carried, and to the rapid 

extension of the use of transfers since 1902 in the ratio 
between increase of fa re passengers and of transfer pas
sengers. 

Preventing Mechanical Failures of Motors 
In the effo rts of many master mechanics to a void elec

t rical defect s in ra ilway motors on the street it sometimes 
happens that the mechanical side of motor adjustment is 
ove rlooked. T here a re few more aggrava ting t roubles than 

those which block the line fo r many minutes a t a time, 
and the cost of a mechani cal fai lu re often runs far above 
th~ expense o f the shop repairs. As a rule an electrical 
trouble in a railway motor operati ng in regular service does 
not mean the same danger to passengers that is liable to 
be present in a mechani cal failu re . I t may be spectacular 
and the cause of annoying damage suits, but in the major
ity of cases, probably, the mechanical fail ures are to be 

more dreaded. A short circuit in an armature, a grounded 
field or commutato r or a burned-out lead is ra rely capable 
of injuring any one's person, whereas a ser ious derailment 
may follow such an accident as the dropping o f a motor 

. or lower shell from its suspension, to say nothing of the 
delay which ensues while the car is being put back on the 

line or otherwise placed in condition for removal. 
Careful inspection in the car house will do much to fore

stall motor dropping. Too much care cannot be taken to 
make sure tha t all the bolts are tight and of the proper 
length before the car goes into service. In one recent case 
where the car-house force were certain that all the bolts 
were tight before the car went into service from the pit, it 
was found that there was just one bolt still in the motor 
a fte r it dropped on the street, with the nut gone; the cor
responding corner bolt was gone, and when the motor 
dropped it broke the hinge bolts. It is most important for 

motors to be provided with cotter pins and bolts of suffi
cient length are a necessity for reliable service. Simple 
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as these preca utions are,· their neglect opens the way to 
serious trouble for an operating company. Only less im
portant from the standpoint of possible se rvice interrup

tions a rc failures to keep the bearings suitably lubri cated, 
hasty truck adjustments and the care less running of 111 '.) tor 
lead -; across sharp edges or against shi fti ng metal surfaces. 

Cab Signals and Automatic Stops 
An appendix to the annual report of the Interstate Co111-

111erce Commi ssion sent to Congress last week reviews the 
work of the Block Signal and Train Control Board during 
the fir st year of its existence. The duties c,'r this board of 

four signa l experts who were appointed in July, 1907, em
brace an investigation of block signals, automati c stops and 
cab signals and other devices designed to promote the 

,a fety of ra ilway operation. So far, the board has con

li ned itself to an investigat ion of some 371 devices of which 

248 relate to signals and automatic stops. Out of 184 
inventions which have been finally passed on only 12 signal 

and train-stopping devices have been found to possess 
sufficient merit to warrant the board in recommen<ling an 

actual service trial. · These figures are quoted here as 
-;hawing in a concrete way the general lack of knowledge 

,,f the requirements of apparatus of this character on the 
part of inventors who waste their time, money and energy" 

on developing impractical devices. While the object of 
the investigations of the board has been primarily to dis

cover suitable safety devices applicable to steam railway 

operation, the report contains much of interest to electric 
ra ilway managers. The fundamentals of safe operation 
of railway cars or trains are the same whether the motive 

power be steam or electricity. 
One of the subjects discussed by the report and of spe

cial interest to electric railway managers relates to auto

matic train stops worked in connection with fixed visual 

signals, a safety device whose use has been confined to 
da te entirely to electric subway and elevated railways. 

T he efficiency of these stops has been satisfactori ly dem
onstrated in such protected locations where they are not 

subject to the effects of heavy snow and frost and possible 
tampering by trespassers and where a very high main

tenance and inspection cost is warranted by the dense 

traffic. The board does not consider the experience gained 

under these conditions, however, to be conclusive as to 
their effic iency in unprotected locations. In the existing 

installations of automatic stops, the assumption has been 
that the motorman would properly control the movement 
of hi s train in accordance w ith the signal indications and 

the automatic stop is only intended to come into play when 
fo r any cause the moto rman is incapaci tated; in this re

spect it ha s precis_ely the same function as the "dead man" 

nn the controller handle. Motormen do not ordinari ly have 
a companion in the cab as does the engineman of a steam 
locomotive and for this reason there is perhaps a stronger 

a rgtiment for the introduction of such devices on electri c 
ra ilways than on steam railways. 

The object of a cab signal is entirely different from that 
of an automatic stop, though the two devices have been 
combined in most of the plans submitted by inventors to 

the board, since it is a simple matter to actuate a stop 
mechanism with the same control used for the cab signal. 

Ca b signal s a re intended primari ly to give a prominent 
warning close at hand to the engineman or motorman of a 
dangerous con<lit ion of track ahead. If the warning is not 

heeded the stop comes into play. There are arguments for 
and against the use of cab signals. In bad weather when 
fixed visual signal s alongside of the track may be ob

scured by snow or fog, an indication in the cab cannot be 
mi ssed or mistaken. Under any conditions, the indications 

of a cab signal are more likely to be impressed on the 

mind of the motorman or engineman than those of an ex

terior fixed signal. They ca n be made to give both visible 

and a udible warnings and are e)lsily combined with an 
automatic stop mechani sm. On the other hand, the place 

for the motorman to center his attention is on the track 
ahead. A cab signal is a temptation to close the windows 

and trnst to the signal in side, which is not absolutely in

fa llible. If the signal apparatus on a motor car or loco

motive gets out of order and there arc no fixed signals 

along the roa<l the car or train must proceed under the 

protection of a flagman ahead. Cab-signal apparatus must 
be constrncted on the sa me principles as any other signal 

mechanism, namely, that a failure of any part will result 

in a danger signa l and not a false clear signal. One reason 
for rejecting many of the plans submitted to the board was 

that the inventors had violated this principle by using a 

normally open ci rcuit. \Vith an open circuit a failure of 

any part of f1e apparatus cannot be <letected by a distinctive 

indication of the signal and may exist as a source of danger 

for a long time. 
The use of "wi reless'' communication between the con

trolling circuit and th e apparatus on the car is an inter

esting characteri st ic of an experimental installation of cab 
signals and automatic stops on the line of the Suburban 

Railroad Company in the outskirts of Chicago. A coherer 

is made part of a closed circuit on the car and this circuit 

is broken, giving a danger indication on the cab signal if 

the particles in the coherer cease to be held in contact by 
the effect of the Hertzian waves emanating from a con

tinuous-line wire st rnng along the track. 

In referring to the merits of automatic stops and cab 
signals the report of the board states that in Great Britain 

the cab signal is considered only as a convenience, while 

"in America, both cab signals and automatic stops have 

been proposed as safety devices purely and on the assump

tion that the vigi lance of enginemen and motormen cannot 
be improved to the point of insuring a sat isfactory degree 

o f safety while using only the present visual signals.'' 
E lsewhere in the report also, the authors refer to the evi

dently g reater efficiency of British railway employees as 

compared with the men employed in simi lar positions by 

the railways of the United States. 

The report concludes with a st rong endorsement of tele

phone train dispatching as against telegraph dispatching 
with the Morse code. Several steam roads have adopted 

telephones for train dispatching during the past two years 
and their experience has been that telephones are as safe 
and convenient as the Morse-code telegraph. The contin
gent liability of indistinct or incorrect transmission of 

words and figures must be guarded against in both systems 

of communication by good tra ining, discipli ne and by re

peating back all messages. 
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THE POWER SYSTEM OF THE ROCHESTER RAILWAY & 
LIGHT COMP ANY 

T he Genesee River has three falls and seven rapids 
within the corporate limits of Rochester, which is 7 miles 
south of Lake Ontario, into which the Genesee River 
flows. The water power thus available has long been util
ized for manufacturing purposes and supplies a consider
able part of the power required in the railway and light
ing service of the Rochester Railway & Light Com
pany. T he company, however, is not dependent entirely on 
Genesee water power because it possesses several steam 
power stations and also receives about 4000 hp from 
Niaga ra Fall s. T he railways served by the power equip
ment of the company consist of the city system of Roches
ter with suburban branches to lake resorts on each side 
of the Genesee River and interurban lines to Sodus Point, 
40 miles distant, and Cananda igua , 27 miles distant. 

The water power furnished by the Genesee River at 
Rochester, while practically unlimited dur ing a short sea
son of the year, falls to so low a point during other por
tions of the year that it is only possible at times to get 
enough water from Brown's Race to run the condensers 
for the engines. Water storage on the Genesee River 
has been discussed from time to time; but thus far noth
ing has been done. The New York State W ater Supply 
Commission in its report just issued has recommended 
the erection of a storage dam capable of holding 18,000,-
000,000 cu. ft. of water at Portagevill e, N. Y. This 
amount has been estimated to be sufficient to provide a 
yea rly average flow of 800 cu. ft. of water per second for 
power purposes and will increase by nearly 20,000 the 
actual 24-hour horse-power now developed at Rochester. 
Inasmuch as the schem~ of poundage at Portageville will 
cost in the neighborhood of $IO,ooo,ooo, which would be 
appor tioned among the benefited districts, there is li ttle 
likelihood of the plant being carried through for at least 
some time to come. It is necessary therefore for the 
Rochester Railway & Light Company to keep some steam
driven stations in operation. 

A list of the generating stations and substations at 
present operated by the Rochester Railway & Light Com
pany follows: 

Sta- Generating or 
tion Location Power Substation 
A Mill & Commerce Sts . . ..... . Steam.. . . . . . . . . . . . .. . .. Generating 
B Upper Falls ... ........ .. ... Steam and water ......... .. Generating 
C Brown's R ace . ........ ... .. Steam, water and b attery .. . Generatjng 

R Pit:~ ::U:::: : : : : : : : : : : : : : ~:~:~:: : : : : : : : : : : : : : : : : : : g:~:~:~j~~ 
F Johnson & Seymour Race .... Water and battery ... . ..... Generating 
G Middle Falls .... .. ... . . .... . Water ... .... . .. . ......... Generatmg 
H Carroll & Fitzhugh Race ..... Water .. ......... . ........ Generat_ing 
I Brighton, N. Y ... . ......... .. ... .. ................ .. Substation 
JK Barge Canal, Greece, N. Y ......... . ................. . Substat!on 

Portable sta tion ................................... .. Substation 
L Charlotte, N . Y ............. Steam and batter y ........ . Gen. and sub. 

Rf b~~fri~·:·r :::::::::::: : ~~e~m_. :: : ::: :::: :::::::: :~~b~t!~~~ub. 
0 Sodus, N . Y..... . ............... Substation 
P Webster, N . Y........ . .. Batter y.·· ............... Substa tjon 
0 Williamson, N . Y ........... Battery ................... Substation 
R Charlotte, N . Y ... ........... ....................... . Substation 
S Dispatch, N . Y ............. W ater ....... . ........... . Gen. an? sub. 

f; t\~~~~r~. ~. v_. : : : : : : : : : : : : : : : : : : : : : : : : : : : : : : : : : : : : : ~~~~i!~i~~ 
V Canandaigua , N. Y .......... Steam ................... . Gen. an!1, sub. 
W Gates, N . Y .... ............. . . .. ....... .. ......... .. Substation 
X Littleville, N . Y ...... ..... . Water ................ .... Gen. and sub. 

The Brown's Race station, known also as station No. 3, 
is the largest of the combination stations of the company 
and is the subject of this article. It is located at about 
the geographical center of the city. 

GENERAL ARRANGEMENT 

The station is built on the westerly bank of the Genesee 
River against the rocky cliff. The solid rock extending from 
the race on the west at an elevation of about IO0 ft. above 

low water was channeled down to about a grade of 58 ft. 
for the main floor of the boiler room. Below this for a 
distance of IO ft. is a basement for the ash hoppers and 
ash troughs, while toward the river there is another step 
cut in the rock 30 ft. below the boiler room basement for 
the engine room. The latter room has mezzanine floors 
on either side which support steam piping, condensers 
and other auxiliary apparatus. The engine room proper 
is approximately 76 ft. square inside of the columns sup
porting the galleries and is spanned by an electri~ trav
eling crane of 35 tons capacity. The engines are set in 
two lines running north and south with the shafts run
ning east and west, leaving a IO-ft. aisle between the two 
rows of machines. 

ROOF AND COAL BUNKERS 

T he roof of the boiler room is slightly higher than the 
street and between the building and the street runs Brown's 
Race, which comes within IO ft. of the southerly end of 
the building. A bridge spans the race and over this all 
the coal and other fuel used in the station is passed. The 
boiler room is approximately 89 ft. x 69 ft. in the clear. 
Above the boilers is a coal pocket which is 21 ft. wide at 
the bottom with sides sloping at 45 deg. and 17,½ ft. 
high to the bottom of the boiler house roof beams. The 
boiler fronts, stokers, concrete ash hoppers and part of 
the side walls of the boilers are supported by the main 
boiler room floor, but the boiler drums and tube sections 
a re hung from pairs of 15-in. I-beams which frame into 
the horizontal coal-pocket girders. The roof over the 
boiler house is made sufficiently strong to support coal 
wagons which · dump directly into the 1300-ton coal pocket 
through any one of 18 coal holes. The pocket is filled 
without tr imming by hand by this means. The bridge 
fo rming a runway over the race has a 5 per cent grade 
so that teams have no difficulty in delivering the coal to 
the roof. One of the views shows the runway leading 
from the roof of the station and also illustrates the cable 
runway to a cable tower on the west side of the race. 
Over the latter runway many of the cables leaving the 
sta tion are taken to underground conduits. 

STACKS 

The foundations for the stacks are also in the boiler 
house roof. The stacks themselves are 178 ft. above the 
base or foundation girders and are IO ft. 3 in. in diameter. 
For 20 ft. above the base they are lined with firebrick. 
The stacks stand 41 ft. center to center, and their top~ 
a re approximately 185 ft. above the furnace grates. The 
up-takes from the boilers go directly upward !,;,1to _the 
bottom of the flue which extends the length of the boiler 
house on each side and discharges into the bottom of• the 
stacks near the center of the station. 

BOILERS 

The boiler equipment comprises IO Aultman & Taylor 
water-tube boilers, each of which is rated at 650 hp. The 
boilers are set in four batteries of two each occupying 
the four corners of the boiler house, with a single boiler 
set in the center of either side occupying the space imme
diately under the stacks. The boilers are set with no 
space behind them, cleaning doors being provided at the 
side instead of in the back. Two of the boilers are at 
present equipped for burning fuel oil and the others are 
fitted with Ross stokers made by the Harrisburg Foundry 
& Machine Works. Experiments made during the past 
year have caused the company to decide on a change in the 
boiler layout. The four boilers fitted with Ross stokers of 
the older type will have their furnaces changed. The 



JANUARY 23, 1909.) ELECTRIC RAILWAY JOURNAL. 129 

firebox wi ll be lowered 7 ft . into the basement, leaving a 
combustion chamber above the grates of the stoker and the 
bottom tubes approximately 12 ft. high and 5 ft. deep, 
the setting otherwise remaining the same. The boiler 
front from the stoker to the lower tubes will be lined with 
firebrick and the bridge wall will, of course, be carried 
down to the bottom of the stoker pit. There is also an 
inclined firebrick arch over the coking grates which con
tinues a suitable distance over the incandescent fuel. This 
serves as a sort of retort for coking the fuel, and the 
gases being completely burned in the combustion chamber, 
there is an absence of smoke. The effect of this deepened 
chamber is somewhat similar to that of a Dutch oven, and 
after trying the scheme out ,on one boiler the company is 
so pleased with the results that the change in the others 
will be made shortly. 

OIL BURNING 

Other experiments made with oil as fuel have caused 
the company to deci,de to equip four boilers for burning 
fue l, but the exact form of setting has not been decided 

Rochester Power System-Stacks of Station No. 3, Show-
ing Runway to Roof of Station 

on as yet. T exas crude oil will be used. The oil is 
brought in cars and from the latter flows by gravity to a 
750,000-gal. tank standing 90 ft. below the track level. An 
auxiliary tank IO f t. below the track level feeds directly 
to the boilers, so that the oil will run from the cars to the 
storage tank and thence be pumped to the auxiliary tank. 
The oil can also be pumped from the storage tank. So 
far as cost is concerned experiments indicate that con
sidering the cost of coal alone and the cost of oil alone, 
it is more expensive to use the oil. From the viewpoint of 
upkeep, however, including labor, it is estimated that the 
oil will show a small saving. The chief advantage of the 
scheme, however, is the absence of smoke, the ease of 
operation and above all the rapidity with which the boilers 
can be made to generate steam starting with the boilers 
cold. T he two remaining boilers are fitted with the im
proved type of Ross stoker and these will not be changed. 

BOILER OPERATION 

A very interesting change will be made, however, in the 
flue s and method of running the boilers. Considering one 
row of boilers and numbering these I, 2, 3, 4 and 5, boilers 
No. I and No. 5 will have depressed furnaces, boilers No. 
2 and No. 4 will be fitted for oil burning and boiler No. 3 
will remain unchanged. The coal-burning 0oilers will 
carry the steady load and the gases will be constrained to 
pass from boilers No. I and No. 5 through boilers No. 2 
and No. 4 and out through boiler No. 5 to the stack. If 
it is necessary to employ a fan to obtain the necessary 
draft in view of the circuitous route of the gases, a fan 
will be installed. Normally the oil-burning boilers will not 
be operating only on varying load and at peaks. The 
boilers will therefore act as sort of economizers and the 
arrangement will in all probability result in the genera
tion of low-pressure ·steam at least. In cases of emer
gency the oil-burning boilers can be brought into use at 
once and steam generated in about 20 minutes. 

The Ross stoker is designed for burning bituminous coal 
such as is used at Rochester and which costs about $2.50 
per ton. After the fuel leaves the coking plate and grates 
it passes down the inclined grates, each alternate bar being 
arranged to rise at the lo.wer end and move forward, 
breaking up and carrying the fuel downward toward the 
dump grate at the bottom, making a constant and positive 
feed at all times. Separate adjustments control the move
ments of the coal pusher, coking grates and inclined grates 
which are all independent. A series of small coking grates 
are hung from a rocking bar and arranged to move forward 
and backward in a horizontal direction. Their function is 
to carry the coal and coke from the dead plate to the main 
inclined grates. The latter are alternately movable and 
stationary. The movable grates are controlled by a regu
lator on the front of the stoker and move to a height of 
4 in. upward and forward at the lower end and then back
ward level with the stationary grates. They are straight 
from the upper end to the dump grates and provided with 
overlapping and vertical flights on their sides so arranged 
that a suitable supply of air will pass between them. The 
dumping ash grate is balanced and reversible and is oper
ated by levers in front. 

ENGINE ROOM 

The engine room, a view of which is shown, is some 
distance above the river and has mezzanine floors on the 
east and west sides 6 ft. 10 in. wide. The first two mez
zanine floors are on the same level with the engine plat
fo rms, the third mezzanine floor is on the same level as the 
main electrical control floor and carries the primary and 
secondary feed-water heaters, and the fourth mezzanine 
floor is 6 in. below the top of the crane girders. 

Along the west side of the engine room are three verti
cal cross-compound engines built by the Southwark Foun
dry & Machine Company, of Philadelphia. Each engine is 
arranged to drive a 1360-kw, 4150-volt, 60-cycle alternator 
placed between the low-pressure side of the engine and an 
outer pedestal. The engines are designed to run at a 
normal speed of 90 r.p.m. with an initial steam pressftre 
of 160 lb. and a vacuum of 26 in. Under these conditions 
each engine will develop 1800 hp at 30 per cent cut-off and 
a maximum of 3000 hp. When running with most economi
cal load they require less than 13 lb. of dry steam per 
ihp per hour, including the steam used in the reheater, 
while the steam variation from no load to full load does 
not exceed 3 per cent from the normal. Under any change 
of load the speed variation is said not to exceed one-fourth 
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of one geometrical degree from the position of uniform 
rotation. The flywheel of each engine is 20 ft. in diameter 
and weighs with the armature sleeve close to 125,000 lb. 
The engines are fitted with Porter-type governors capable 
of electrical control from the switchboard for synchroniz
ing purposes. A Bulkley condenser is provided with each 
of the three engines. The usual automatic free exhaust 
valve and connections are placed in each of the exhaust 
pipes and two Hoppes open heaters with 1750 ft. of scale
catching surface are connected to the engine exhaust pipe. 

The feed-water is taken from the hot well, race, river 
or from the city water mains and is handled by three 
duplex outside-packed plunger pumps. These pumps are 
designed to work against 250 lb. water pressure and any 

the foreground of the interior views having been removed 
and a turbine placed there instead. The engine near the 
switchboard galleries is an 1800-hp vertical cross-com
pound McIntosh & Seymour engine direct-connected to a 
1000-kw railway generator. At the other end of the row is 
an 1800-hp Allis-Chalmers vertical, cross-compound engine 
direct-connected to two 550-kw, 250-volt generators. Be
tween these engines is a 3000-kw Curtis turbine driving a 
4150-volt, three-phase alternator. The latter unit is fitted 
with an Alberger condenser and the whole equipment re
quires less space than the old 500-kw set which has been 
placed in Station No. I for reserve use. The steam pipe 
a rrangements on the east side of the station do not differ 
greatly from those on the other side 

Rochester Power System-General View of Engine Room of Station No. 3, Showing Switchboard Gallery 

one is sufficiently large to handle the entire installation. 
From the pumps the feed-water is taken through the 
Hoppes heaters and thence into the feed mains which run 
underneath the boi lers immediately in front of the ash 
hoppers, where connections are made to vertical lines at 
th1! side of the boiler. T he steam pipe connections for the 
three Southwark engines are illustrated. The door shown 
on the upper mezzanine floor leads into the boiler room, 
being a few feet above the boiler room floor. The main 
steam header supplying the engines is shown direc tly below 
this door and the two feeders from the boiler room are 
shown coming down at ei ther side of the door. 

Along the east side of the engine room there are two 
engines and a steam turbine, the Dickson engine shown in 

Xormally when there is plenty of water in Brown's 
Race the condensing water is taken directly from the race 
without any pumping whatever, but during periods of 
slack water the condensing water is pumped from the river. 

The station possesses many advantages because of its 
peculiar location. Although coal must be carted to it, after 
it is dumped into the pocket there is no rehandling, nor is 
there any moving machinery employed in its distribution. 
The coal is delivered by gravity through chutes to the hop
pers of the stokers. The ashes are dumped into a concrete 
trough under the furnace pits in the basement whence 
they are washed into the river without further ado and the 
whole problem of ash removal easily solved. Boiler feed 
water must be pumped because the tops of the boilers are 
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not much below the level of th e race and at times water 
for condensing purposes must also be pumped. Ordinarily, 
however, there is enough water in th e race so tha t the 
condense rs may be fed by g ravity from it, or , in other 
words, a spi llway with intercepting condensers is provided 
at this point instead of farth er down the ri ve r , where no 
advantage could be taken of it. 

GENERATI NG APPARATUS 

The generating apparatus in th e stat ion consists of three, 
4150-volt , three-phase, 60-cycle alterna tors, one 3000-kw 
turbo-alternator, one 1000-kw, 550-volt ge nera tor and two 
550-kw, 250-volt generators. The three engine-driven a l
ternators are of Stanley type and all the othe r ge nerating 

ra il way ba ttery for boos ter purposes a11d i!-- arranged with 
carbon regul a tor. There are a lso in use for excitation pur
poses a 75-kw steam-driven sd and an induction-motor ex 
citer se t. T he steam-driven se t is used so as to make the 
excitation independent of any elect r ical disturbance which 
might a ffect the regular operation of the system, and abo 
on account of the rela t ively high economy realized by utiliz 
ing the exhaust steam to heat the boiler feed-water, as. 
the sta tion has no other steam auxi liaries except the boil er 
feed pumps, stoker engines and condenser pumps. 

WATER POWER AUXIl.li\RY 

Adj acent to the steam plant of Station No. 3 is an old 
water power pla nt taking water from Brown's Race 

Rochester Power System-View of E n gines Along W est \Vall of Station No. 3, Showing Steam P iping 

apparatus is of Genera l E lectr ic make. 1n additi on there 
a re two 250-kw, 550-volt Bullock motor-genera tor sets used 
to feed a 500-volt motor circuit, a 500-kw. 550-volt Gen
eral E lectric motor-generator set for st ree t r ai lw ay work , 
a 90-kw, 125-volt Genera l E lectric motor-gene ra tor se t fo r 
excitat ion purposes, two 150-kw E dison machines direct 
coupled to a 250-volt E di son genera to r used as a motor , 
also for exciter purposes, a 1000-kw chl ori de battery fo r 
rai)way work , a 640-amp-hour battery fl oa ting on the ex
citer bus and capabl e of supplying the entire excita ti on 
energy required by th e station fo r one hour , a 500-kw. 
275-volt motor-generator set for fee ding the E dison sys
tem at this point and a 125-hp motor direc t connected to 
a generator. This last set is used in connect ion with th e 

through a 7-ft. penstock and having a head of about 90 f t. 
H ereto fore th e ge nerato rs in thi s pl ant we re drive n from 
belts and ropes; but late ly the plant has been reconstructed 
and direct-connected uni ts have been in~ta lled. There are 
two 350-kw, 41 50-volt a lternators and one 300-kw, 550-volt . 
direc t-current ge nerator , whi ch fo rm the eqnipment of this 
plant. 

S W ITCHBOARD AND CONNECTIONS 

A t the south side of the engine room a re three gallerie5 
se t as ide fo r electrical purposes. The two lower galler ies 
a re 12 ft. 6 in. wide and the one on which the sw itchboard 
is pl aced is about 16 f t. wide. An addition is built to the 
southeast corner of the engine room which extends the 
fu ll height of th e build ing, r8 ¼ ft. x 43 ft. In this, switch-
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board and transforming apparatus is installed. All the 
electrical connections of the generators, exciters, etc., are 
brought to the operating switchboard in the gallery. The 
board is somewhat different from that shown in the cut. 
Since the picture was taken the switchboard has been re
built to a large extent, although the general a rrangement 
remains the same. There are now about 55 panels in the 
board comprising panels for the generators, motors, tie 
lines, battery, railway feeders, Edison system feeders, al
ternating-current feeders, etc. The railway circuits are 
controlled from the left end of the board. The panels are 
standard throughout, but the excellence of the wiring back 
of the panels is worthy of comment. The oil switches are 
located on the gallery below and the constant-current trans
fo rmers for the series arc-lamp ci rcuits fed from this sta
tion are placed in the gallery above and to the left. From 
this station there are several th ree-phase distributing feed
ers for lamp and motor circui ts and on these circuits po-
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Rochester Power System-Steam Pipe Connections to 
Large Engines in Station No. 3 

tential regulators are arranged. These are placed back 
of the switchboard. The exciter circuits run directly from 
the machines to the bus in conduit. All wiring from the 
transformers to the switchboard is in conduit with outlet 
boxes at the bottom of the board for the relay connections 
and at the top for the instrument connections. Conduits 
are used for outlets and all the wiring being encased, the 
back of the board is singularly free from danger of con
tact. The motor-generator sets are located on the third 
gallery below the switchboard. 

Station No. 3 being the main stea~-generating station 
of the company, is electrically connected with many of the 
other stations through numerous tie lines. There are tie 
lines to Station No. 2 on the Upper Falls for both railway 
and Edison lighting circuits ; alternating-current tie lines 

with Station No. 15 on the Middle Falls, with Station No. 
5 on the Lower Falls, with Stations No. 4 and No. 6 on 
the Upper Falls and on Johnson & Seymour Race, respect
ively, and there is also a tie line for railway circuits with 
Station No. 5. Inasmuch as the other stations are tied 
together, it is possible to transfer the load from almost any 
station to Station N o. 3 and vice versa. The advantage of 
having the various stations electrically connected was well 
shown during the recent drought. Stations No. 2 and No. 
3 and Station No. 1, which is usually only run in cases of 
emergency, a re the only steam stations of the company. 
In the absence of water the first two were run overloaded 
for 24 hours a day during the season of drought and the 
last was run for two hours a day on the peak load. The 
tie connections are run underground, some passing out 
underground directly from the station and others crossing 
the river to the opposite bank. 

---◄+----

COMMITTEE OF RAILWAY COMMISSIONERS ON CON
STRUCTION AND OPERATING EXPENSE ACCOUNTS 
Martin S. Decker, president of the National Association 

of Railway Commissioners, has issued a circular announc
ing the committees which will take up various subjects 
and report at the next annual convention, to be held at 
Washington, D. C., on Oct. 12, 1909. Among the com
mittees appointed is one to take up the subject of "Con
struction and Operating Expenses of Electric Railways." 
This committee is composed of the following: 

Milo R. Maltbie, of New York. 
F rancis M. Cockrell, of the Interstate Commerce Com-

mission. 
William Kilpatrick, of Illinois. 
Halford Erickson, of Wisconsin. 
Cha rles E. Mann, of Massachusetts. 
Charles B. Riley, of Indiana. 
C. N. Duffy, of American Street & Interurban Railway 

Accountants' Association. 
In commenting on the work before this committee and 

the committees appoi nted to consider the subjects of "Rail
road Statistics," "Grade Crossings and Trespassing Upon 
Rai lroads" and " Safety Appliances," Mr. Decker indicates 
" that in addition to the usual reports there should be 
strong effort made to secure uniformity in so far as may 
be practicable, and these committees might well also work 
in harmony with the committee on legislation in that 
respect." 

Mr. Decker states that the committee which is to report 
on the "Powers, Duties and Work of State Railway Com
missions" should make a report showing all the State laws 
pertaining to regulations. Mr. Decker recommends that 
another committee make a full inquiry into the history of 
delays affecting orders of State commissions, resulting from 
injunction proceedings in Federal courts. He thinks that 
such an inquiry "would be highly valuable as supporting 
recommendations for provision of a remedy." 

Regarding the work of the committee on capitalization 
Mr. Decker says: 

This is a new standing committee. In view of the regu
lation of capitalization in some of the States and t~e decla
rations which have been made for Federal regulation upon 
that subject, it has become important that sue~ a ~o~mittee 
should be provided. The effect of overcap1tahzat1on or 
wrongful capitalization upon r~ilw~y rates, railwa~ se~v
ice and railway improvements Justifies the f~llest mqu1ry 
by this committee into all phases of the subJect, both as 
related to State and interstate railroad transportation and 
rates and the character and degree of capitalization regu
lation which is practicable and under all conditions to be 
desired. 
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NEW YORK PUBLIC SERVICE COMMISSIONS REPORT 
TO LEGISLATURE 

The P ublic Service Commissions of New York, First and 
Second Districts, have submitted reports to the State Legis
lature for the year ended Dec. 31 , 1908. These reports 
relate to the work of the commissions and their decisions 
on various matters. 

FIRST DISTRICT COMMISSION REPORT 

The report of the commission of the F irst District shows 
that the surface, elevated and subway companies in New 
York City carry annually ove r 1,300,000,000 passengers, 
which is over 66 per cent more than the total number of 
passengers carried on the steam ra ilroads o f the entire 
country. These companies have a capita lization of over 
$533,000,000 and derive annually from thei r passe ngers 
over $62,000,000. The gas and electri c companies have a 
capitalization of over $386,000,000 and the amount of gas 
sold annually is over 32,000,000 cu. ft ., whi ch is more than 
20 per cent of the entire gas production in the U nited 
States. The income from the sale of electri city in New 
York is over $20,000,000. 

The report, after mentioning the recommendation of 
Bion J. Arnold that two tra ins of the Interborough Rapid 
Transit Company be equipped with side doors, says: 

Mr. Arnold has made other important recommendations 
as to improvements in the construction and operation of 
the subway, which are now being considered. T he pur
pose of the commission has been to utilize every possible 
method known to engineers to increase the ca r rying- capac
ity of the subway and relieve congestion. 

Following the recommendations of Mr. Arno ld, the Inter
borough company was requested to install a new type of 
signal system on the express tracks, which, by a method of 
speed control, would allow express t rains to a pproach sta
tions by shorter blocks than had fo rmerly been the prac
tice. By this means, when a train is at the station the next 
train is held just outside of the station instead of in the 
next block; less time is therefore lost in the ar rival of 
trains at the stations during rush hours and a larger num
ber of trains can be operated. This system has been put 
into use at the Ninety-sixth Street station and is working 
so satisfactorily that the company is about to install if at 
other stations. 

In referring to the systems of accounts the commission 
says it found that little work as to electric railroad and 
gas and electric companies "had been done other than by 
certain technical associations whose systems were not com
pulsory, nor had they been generally accepted because of 
considerable differences of opinion wi thin the associations 
themselves." 

An abstract of the part of the r eport which refe rs to 
equipment, appliances and service fo llows : 

The commission has ordered the complete and thorough 
overhauling of all of the surface cars operated in the bor
oughs of Manhattan and the B ronx. As a result the noise 
and strain incident to the running of rattling cars with flat 
wheels has been enormously decreased, car effi ciency has 
been increased, the appearance has been improved, the cost 
of operation decreased and the safety of the public better 
protected. 

Because of complaints and because of lack of proper 
efficiency in the service the commission has had careful 
investigation made of the equipment in use throughout the 
district, and has found it necessary to order practically all 
of the cars either to be completely overhauled or to be im
proved in certain specified particulars. 

The enormous number of accidents reaching nearly 
50,000 in a year, and including nearly 600 persons killed, 

. called striking attention to the lack of safety devices, and 
the commission has conducted extensive and satisfactory 

tests of fenders and wheel guards, open to all manufac
turers in this country and abroad, to determine what ought 
to be done to save life. This work was completed just be
fo re the end of the year. 

The commission will now, following proper notices to the 
companies and after hearings, require the installation on 
the cars of fenders and wheel guards that have met the 
tests of the commission satisfactorily. 

Another matter to be taken up immediately will be the 
proper types of brakes. Use of proper safety devices and 
brakes will, it is anticipated, decrease very largely the 
number of se r ious accidents. The next largest class of 
accidents a ri ses from the fault of employees of the roads, 
such as overspeeding and apparent lack of proper instruc
tion. T his cause is perhaps more difficult to eliminate be
cause of the, human element involved, but its importance 
is unquestioned. 

The commission found in its examination of equipment, 
particula rly new equipment about to be purchased by the 
companies, that it was advisable, and ordered, that the com
panies should file specifications in advance of purchases. 
By thi s means it has been possible to point out important 
defects before equipment was completed, and at a time 
when thei r elimination was less expensive to the companies 
than a fter the cars were put in use. As a matter of legal 
authority the commission probably does not have the power 
to compel a company to make any change in its equipment 
until the equipment is put in public use. In European coun
tries the possession of this power by the boards exercising 
State supervision over public services requires the approval 
of general plans of equipment before being purchased and 
has been very satisfactory. 

T he commission may require by order increases in serv
ice under the provisions of the act that companies shall 
furni sh adequate service and shall have sufficient cars and 
motive power to meet any requirements of transportation 
that may be reasonably antic ipated. The problem pre
sented, however, of defining what will be regarded as ade
quate service is shown by the fact that in the year 1907, 
disrega rding the number of transfers, there were carr ied on 
the roads or New York City 66,000,000 more fa re passen
gers than in the year 1906. As an average, this means 
that there we re 180,000 more passengers each day during 
the year than on the day before. It is not to be wondered 
at that, with the increase in the number of passengers in
cident to the g rowth of a great city, any increase in car 
service ordered by the commission is no t readily apparent 
to the traveling public, yet a relatively greater amount of 
the time of the commissioners is taken up with considera
tion of increases in service than with any of their other 
important duties. 

T he commission has endeavored to increase the efficiency 
of service by requiring improvements in equipment. It 
has studied street congestion and at tempted to have routes 
so changed as to avoid the limiting points of capacity. It 
has also insisted that the rush-hour service shall begin 
earlier and be cont inued later than has been customary. 

The commission has decided that transportation com
panies should run as many cars as it is physically possible 
to operate during rush hours, that the number of seats 
should equal if not exceed the number of passengers in a 
short period of time, and that the only excuse for not pro
viding such service shall be insuperable physical conditions 
or events whi ch it is impossible to foresee. 

SECOND DI STRICT COMMISSION REPORT 

At the close of the year 854 corporations, municipalities 
and individuals were engaged in some public service that 
by operation of law placed them under the jurisdiction of 
the commission ; o f this number 141 were street railroad 
corporations, divided as follows: Operating, 80 ; not oper
ating, either inchoate or dormant, 44; not operating, 
lessor, 17. 

The number of persons in the employ of the commission 
at the end of the year was 88. The total number of com
plaints received dur ing the year was 1399, of which 1147 
were correspondence complaints, being made the subject 
of correspondence with the corporations against which the 
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complaint was made, while 252 were fo rmal complaints to 
which answers were required. 

CAPITALIZATION 

T he commission summarizes the chief deci sions made 
on th is subject, saying in par t: 

In three cases it was held that the use of capital to be 
secured by the issue of stock, bonds, or other evidence of 
indebtedness must be necessary fo r one or more of the fou r 
purposes specified in each of sections 55 and 69 ; that the 
amoun t authorized is reasonably required fo r one or more 
of said purposes. In other words, that an enumeration of 
purposes for which stock, bonds and other evidence of in
debtedness may be issued is exclusive and not inclusive ; 
that the stock and bonds may not be issued fo r purposes 
not enumerated in the statute, either with or without the 
authorization of the commission. 

P ursuant to the principle thus enunciated, it was held 
in the case of the application of the Erie Rai lroad that a 
scrip dividend, and in the case of the application of the 
Babylon E lectri c Light Company, that a stock dividend is 
not one of such purposes; and in the case of the Lehigh 
& Hudson River Rai lway Company, that the reimbursing 
of a t reasury for previous payments made for one of the 
purposes named in the statute is not one of such purposes. 
No ca pital whatever is secured to the company by the pro
posed issue of stock or scrip; and moneys secured by bond 
is sues fo r the so-called re imbursement of the treasury could 
be expended fo r any lawful purpose, although not one of 
the purposes named in sections 55 and 69, whereas the 
statute plainly requires that they must be expended fo r one 
of those purposes only and must be reasonably requi red 
therefor . 

In the application of the Newburgh Light, H eat & Power 
Company the commission denied the application fo r au
thorization of preferred stock to the amount of $250,000, 
entitled to a cumulative annual di vidend of 8 per cent, 
holding that the condition of the money market taken in 
connection wi th the physical condition of the appli cant cor
po ration did not justify a fixed charge of thi s amount. 

In the a pplication of the Watertown Light & Power 
Company fo r author ization of an increase of it s capital 
stock and bonded indeb tedness, it was suggested to the 
commission by the co rporation counsel of the ci ty appear
ing in opposition to the application that the existing capi
tali za tion of the applicant was excessive and that for this 
reason the application should be denied as te nding to in
crease a n unwarranted capitaliza tion. T he commission 
adopted, u nani m.9usly, certain propositi ons as fo llows: (a) 
T hat it will not investigate or inquire into the correctness 
of the capita lizat ion of the Watertown Light & Power 
Compa ny author ized by the fo rmer Commission of Gas & 
Electricity; and therefore wi ll not inquire in thi s pro
ceeding into any alleged overcapitalization of the applicant 
existing at the t ime the application was made; ( b) that 
the investigation upon this application for additional capi
taliza tion will be confined to the question whether such 
capitalization should be authorized by rea son of the actual 
investment of the money to be secured thereby fo r tht pur:
poses of the corporation recognized by law as a subj ect of 
capitalization. The questi on was presented whether the 
commission might authorize the applicant to issue bonds 
to acquire money with which to make expenditures on prop
erty not presently necessary in the di scharge of the public 
service fun ctions of the corporation. It was held that 
public service co rporations may be authorized to make ex
penditures incidentally fo r purposes other than public serv
ice, if such expendi tures are on property to be used ulti 
mately and properly for such public service. 

An interes ting question early presented itself to the 
commission as to what extent the investing public might be 
justified in relying upon the authorization given by the 
commission as an implied certificate tha t the bonds or stock 
to be issued were worth their face val ue or any other 
amount . It was obvious that the practice of the commis
sion in carefully investigating the purposes for which bonds 
or stock were to be issued, and passing upon the necessity 
of the sum to be secured by such issue in carrying out 
said purposes, would create a feeling upon the part of some 
that such investigations could be relied upon as establish-

ing the value of the securities. This identical question 
arose upon the application of the Hudson River Electric 
P ower Company, decided Dec. 4, 1907, for leave to issue 
bonds to the amount of $3,232,000. Upon this point the 
commission said: 

" In passing upon the application for leave to issue addi
tional capital stock, the commission will consider: 

" ( 5) W hether there is reasonable prospect of fair return 
upon the investment proposed, to the end that securities 
having apparent worth but actually little or no value may 
not be issued with our sanction. 

"We think that to a reasonable extent the interests of 
the investing public should be considered by us in passing 
upon these applications. 

"The commission should satisfy itself that , in a general 
way, the venture will be likely to prove commercially feasi
ble, but it should not undertake to reach and announce a 
definite conclusion that the new construction or improve
ment actually constitutes a sa fe or attractive basis for in
vestment. Commercial enterprises depend for their suc
cess upon so many conditions which ca nnot be foreseen or 
reckoned with in advance, that the duty of the commission 
is di scharged as to applications of thi s character when it 
has satisfied itself that the contemplated purpose is a fair 
business proposi tion." 

So in the case of the W atertown Light & Power Com
pany the commission held that the purchasers of securities 
authorized by it are not exempt from the business risks 
involved in the possibility of the corporation issuing the 
securities being overcapitalized. 

In a seri es of appli cations arising out of the desire of 
the Lockport Light, Heat & Power Company, a new cor
poration, to purchase the property and franchises of two 
existing and competing gas and electrical corporations, 
dec ided Oct. 31 , 1907, it was held that a sale of the prop
erty and franchises of two gas or electrical corporations to 
a third is vir tually a consolidation and is subject to the 
section of the law, providing that the capital stock of a 
corporation formed by the merger or consolidation of two 
or more other corporations shall not exceed the capital stock 
of the corporations so consolidated at the par value thereof, 
or such sum and any additional sum actually paid in cash. 
Various conditions were imposed upon the consummation 
of the desired purchase, which conditions were accepted by 
the applicants. 

T he appli ca tion of the E lmira, Corning & Waverly 
Railway, decided July 23, 1908, was fo r an authorization 
to issue bonds of the applica nt in exchange for the stocks 
of other railroad corporations. T he question involved was 
whether authorization should be g iven to issue bonds for 
such purpose, but such question was not directly passed 
upon by the commission. The application was denied upon 
the ground that the fai r value of the stocks proposed to be 
purchased was not equal to the par value of the bonds pro
posed to be issued, leaving the question unsolved whether 
the purchase of stocks of other rail road corporations was 
within the fa ir purview of the language "when necessary 
fo r the acquisition of prope rty," as used in section 55. 

T he application of the Rochester-Corning-Elmira Trac
tion Company, decided March 30, 1908, was the first case 
brought before the commission involving the capitaliza
tion to be authorized in the case of a new street railroad 
corporation. T he fo llowing expresses the conclusions 
laid down by the commission in that case as the basis of 
its determination : 

"Upon application fo r capitalization of a newly organ
ized railroad company the proceeds of such capitalization 
to be used fo r constructing and putting in operation its 
railroad: 

" 5. Proof will be required showing in careful detail the 
probable cost of the physical constructi on and equipment 
of the road. 

"6. In addition to estimates of the phys ical cost, proof 
should be g iven touching the following matters which en
ter into the expense of launching the enterpri se : ( a) ex
pense of organization ; ( b) incorporation tax ; ( c) expen$e 
of obtaining certificate of public convenience and a neces
sity; ( d) preliminary engineering expenses; ( e ) expense 
of proceedings to procure authorization of issue of stock 
and bonds; (f) expense of marketing securities; ( g) dis-
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count upon bonds, provided they cannot be so Id at par ; ( h) 
interest upon the bond issue during the period of con
struction and prior to the beginning of revenue producing 
operations; ( i) compensation cf officers during the con
struction period; (j) incidental expenses during construc
tion period; ( k) expense of obtaining local franchise and 
consents. 

"7. An allowance will be made for a proper amount of 
working capital to be determined by the extent of the 
proper operations. 

"8. A fair allowance will be made for services in pro
moting the organization of the enterprise. Such allow
ance will be placed upon the basis of just payments for 
valuable and indispensable service~ 

"The division of the capitalization between stock and 
bonds will be determined in substantially the following 
manner whenever the same is practicable: 

"9. An estimate will be made from consideration of the 
results of operation of existing roads of the probable gross 
earnings. 

"10. An estimate will be made in like manner of the 
probable operating expenses, taxes and depreciation 
charges. 

"1 I. The excess of earnings over the disbursements 
which must be made before fi xed charges can be met rep
resents the sum which is applicable to fixed charges. 

"12. The maximum bond issue which will be allowed 
must be determined by the sum thus ascertained to be ap
plicable to the payment of the interest charge. 

"13. No bond issue should be permitted creating an 
interest charge beyond an amount which it is reasonably 
certain can be met from the net earnings. 

"14. Stock representing a cash investment should be 
required to an amount sufficient to afford a moral guaranty 
that in the judgment of those investing the enterprise is 
likely to prove commercially successful. 

"The order authorizing such stock and bond issues will 
contain appropriate provisions designed to secure the con
struction of , the road in accordance with the plans and 
specifications upon which the authorization was made and 
not in excess of the actual requirements. 

"If the allowance proves inadequate for the required 
purposes, an application for further capitalization may be 
made, upon which application the expenditure of the 
proceeds of stock and bonds already authorized must be 
shown in detail." 

In the case of an authorization of stocks, bonds, notes or 
other evidence of indebtedness for the payment of inter
est obligations, the language of the statute is that the cor
porations under the authorization of the commission "may 
issue, stocks, bonds, notes or other evidence of indebted
ness payable at periods of more than 12 months after the 
date thereof when necessary for the discharge or lawful 
refunding of its obligations." In the appli cation of the 
Lehigh & Hudson River Railway. decided May 7, 1908, 
the commission held: 

"Upon application for an order of authorization under 
these sections (55 and 69) the proposed use of the capital 
to be secured being the discharge or lawful refunding of 
obligations of the applicant, inquiry will be made as to the 
consideration of such obligations and the use to which 
such consideration was put, with a view to ascertaining . 
whether such obligations are proper subjects of capitaliza
tion." 

The commission in this case did not go into the subject 
extensively, but contented itself with calling attention in a 
general way to the point that the purpose for which the 
obligation was incurred could properly be considered upon 
an application to issue bonds in payment therefor. 

In the application of the Delaware & Hudson Company 
for authorization to issue bonds, the point was again pre
sented more directly. The company sought to issue bonds 
for the purpose of refunding outstanding obligations. 
The commission held that it may properly and lawfully 
deny an application for a bond issue, the proceeds of which 
are proposed to be devoted to the discharge or refu nding 
of a conceded lawful indebtedness of a definite amount, 
as a matter of wise discretion. That one factor upon 
which such discretion may be based is the purpose for 
which the indebtedness was incurred. It was held that 

a bond issue which creates an annual charge upon ra il 
road properties for purposes unconnected with those prop
erties tends to limit the amount annually available from 
income for the proper management and betterment of such 
properties, and that a lien upon such properties for the 
principal sum limits by the amount of such principal sum 
the credit of the corporation in borrowing upon their se
curity sums which may be necessary from time to time for 
their improvement and extension. 

The foregoing review shows that the commission stands 
firmly upon two propositions: First, that it has no power 
to authorize the issue of stocks, bonds or other evidence 
of indebtedness except for one or more of the purposes 
enumerated in sections 55 and 69 of the Public Service 
Commission Law; second, that within the limits of those 
purposes it has a very wide discretion as to the purposes 
and all of the detai ls of the proposed issue; that this 
discretion is to be controlled by sound general principles 
of universal application. While no formal decision has 
been rendered as to the extent the commission will under
take to control the discretion of boards of directors, its 
undeviating practice is not to interfere with that discre
tion unless its exercise is deemed to be clearly unwise 
and prejudicial to public interests by reason of its infring
ing upon some general principle esse ntial to the public wel
fare. In other words, the denial of an application of this 
character imposes upon the commission the burden of 
pointing out clearly and conclusively wherein the granting 
of the same would be improper or unwise. 

The practice of the commission is to require that stocks 
shall, in conformity to law, be issued for cash, at the par 
value thereof;_ or if they are issued for property or serv
ice, it requires satisfactory proof as to the value of such 
property or service, to the end that the stock shall not be 
issued for less than the true cash value of such property 
or service. Bonds are permitted to be issued with refer
ence to actual market conditions and the value of money. 
Two forms of order are used: One in which, if the com
pany desires t~ issue bonds at less than their par value, 
a contract •for the sale of the same must be reported to 
the commission and approved; in the other, a minimum 
price is fixed below which the bonds cannot be sold, leav
ing the company at liberty to sell the same at that price or 
at such better price as it can obtain in the market. 

Attention should be especially directed to the practice of 
the commission upon certain points of great importance, 
additional to that of discount allowed upon a sale of bonds. 
As shown above, it was determined in the Rochester-Corn
ing-Elmira Traction Company case that an allowance will 
be made for a proper amount of working capital, to be 
determined by the extent of the proper operations of the 
corporation, and that a fair allowance will be made for 
services in promoting the organization of the enterprise .. 
Such allowance wi ll be placed upon the basis of just pay
ments for valuable and indispensable services. 

In these three matters of discount on hoods, working 
capital and allowance fo r promotion or services, the prac
tice is understood to be different from that prevailing in 
l\fassachusetts. Since 1894 commissions in that State have 
had control of the amount of securities that public service 
co rporations can issue for any and all purposes. The sta
tutes under which they act are in many respects similar 
to the Public Service Commissions Law, in this particular: 
Railroads and street railroads must apply to the railroad 
comm1ss10n; gas and electric light co rporations, to the gas 
and electric light commission, and telephone and telegraph. 
aqueduct and water companies to the commissioner of cor
porations. Both the railroad and the gas and electric light 
commissions refuse to permit securities to be issued for 
discount on bonds. It is understood that the railroad com
mission apparently disapproves of an issue of stock or 
bonds to provide working capital. but that the gas and 
electric light commission permits this item to be included 
in a company's original capitalization. 

The commission has not found occasion to doubt the cor
rectness of its conclusions upon these points. It has en
deavored, and will continue to endeavor, to make its rulino-s 
such as to encourage the investment of capital and the pr~
motion of enterprise. The interests of the public impera
tively demand these results, and the commission believes 
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that they are not in the slightest degree inconsistent with 
the protection of the public against those practices which 
have justly earned the condemnation of the public and led 
to the regulation of corporate capitalization by law. 

UNIFORM SYSTEMS OF ACCOUNTS 

The commission says that the form of accounts is inti
mately, and perhaps inseparably, connected with the sub
ject of capitalization, and adds: 

The law subjects these corporations to regulation and 
control as to capitalization, service and rates. No super
vision over these matters can be efficient or just without 
full knowledge of the corporation's affairs. No complete 
understanding of such affairs can be attained without com
parison with the like affairs of other corporations. Deter
minations as to rates and service necessarily involve con
siderations of cost. It is not practicable nor even possible 
to have intelligent investigation of the affairs of the large 
number of corporations subject to the provisions of the 
Public Service Commissions Law without uniformity in 
the accounts of the various classes of such corporations. 
In its work up to this time the commission has been con
siderably embarrassed by the fact that the statistics avail
able for its use have, in many cases, been useless because 
not based upon uniform systems of accounts. 

Attention is especially called to the fact that in the 
preparation of these systems of accounts the commission 
has kept in consta nt touch with the corporations them
selves, has invited and profited by constant comment and 
-critici sm and has endeavored in every way to make the 
,bookkeepi ng it prescribes practical as well as thoretically 
.correct. · 

The work of preparing these systems of accounts has 
been intrusted to William T. Meyers, statist ician to the 
commission and to him sho.uld be awarded the credit of 
their techni~al excellence and perfection of form. 

Electrical corporations and street railroad corporations 
are in the present stage of the arts very closely related. 
Because of this close relationship, and because of the ne
cessity for basing the accounts for all pu~lic_ servi~e cor
porations upon the same fundame_ntal pnnc1ples, 1t was 
considered advisable not to crystallize the scheme for any 
one class of corporations in advance of a general settle
ment of the scheme for other classes. 

Throughout the various schemes of accounts, unifo_rmity 
has been sought for whenever it_ seemed to be practicable 
to obtain it. It has been recogmzed, however, that to at
tempt to secure uniformity of accounting where uniformity 
of fact does not exist, is to abandon the substance for the 
form and there has been no attempt to push uniformity 
to su~h lengths as to sec_m:e. merely sp_ecio1;1s results . E~ch 
scheme recoa-nizes the d1v1s10n of capital mto fixed capital 
and floating° capital; that in fixed capital, wherever dif
ferent classes of corporations have similar ~lasse_s of fixed 
capital, similar accounts ?ave_ been :pr~scnb_ed m res~ect 
thereof; that floating capital 1s subd1v1ded mto materials 
and supplies on the one hand and current assets on the 
other and that like accounts for current assets have been 
presc~ibed; as have like accounts for investments_, pre
payments, suspense and other matters usually appearmg on 
the debit side of the balance sheet; and for funded debt, 
unfunded debt, reserves and other matters usual~y appear
ing on the credit side of the balance sheet. With regard 
to the income accounts, it has not been _practicable to push 
uniformity with regard to the operatmg accounts much 
beyond the principal divis~ons of revenues and e~penses. 
With reo-ard to non-operatmg revenues, non-operatmg rev
enue de

0

ductions, income deductions . and appropriations, 
substantial uniformity has been practicable and has been 
provided for in the accounting orders.. . 

The smaller corporations are le~s highly orgamz~d t~an 
· the larger corporations, and the minuteness ?f. classifi:ahon 
of labor which is practicable in the larger 1s impract icable 
in the smaller. Furthermore, the managers of the smaller 
corporations are in more im11;ediate contact with the de
tailed affairs of the corporat10n, and for that reason do 
not need the minuteness of accounting that is imperative 
in the larger concerns. This condensation has seemed pr_ac
ticable only in the various inc~me acco!1nts. T~e capital 
.accounts are accounts that continue during 'the hfe of the 

corporation, and it is much more essential that the same 
scheme of accounts be continued throughout the corpora
tion's entire history. The income accounts are closed an
nually, and a radical change in them produces little other 
inconvenience than to prevent comparisons with accounts 
of prior years. If the change is confined to a further 
subdivi sion of those of prior years, not even this inconven
ience results. On the other hand, a change in capital ac
counts · involves matters covering a very considerable pe
riod of time and the record of which is frequently too 
incomplete to permit re-classification. Growth is the nor
mal course of affairs for a well-organized, well-managed 
public service corporation in a healthy and thriving com
munity, and this fact, coupled with the well-founded con
viction that there is i.ecessarily a much more accurate 
accounting for capital than has prevailed in the past, has 
led to the provision of a single s.cheme of capital accounts 
for corporations of all grades in a particular clas~. The 
grading of corporations for purposes of accounting has 
been tentatively based on gross revenues from the several 
classes of operations: corporations whose gross annual 
revenues from any class of operations equal or exceed 
$500,000 being placed in grade A; the next divid!ng line 
is placed at $100,000, and the next at $25,o?O· It _is prob
able that it will be found necessary to es"tabhsh a still lower 
grade. 

The scheme of accounts and the scheme of reports are 
very closely connected, and the annual reports cannot be 
brought to show the situation fully and clearly until the 
scheme of accounts on which they depend has been brought 
into satisfactory form. Despite this fact, the co_mmission 
was of the opinion that it was unnecessary to watt for the 
installation of the new schemes of accounts before ma
terially extending the scope of the annual reports. An 
annual report of a corporation ought to furnish such in
formation as should be filed regularly, not only for the 
information of the commission intrusted with the adminis
tration of such a law as the Public Service Commissions 
Law but also for that of the investors furnishing the 
capital essential to the operations of the corporations, and 
for that of the much larger body of consumers for the 
satisfaction of whose needs the corporation exists and 
from whom are derived the revenues by which the cor
por'ation is supported. Much of this information is not 
given when the report is confined to a summary statement 
of receipts and expenditures. It is also necessary to know 
who are the individuals whose identity is frequently hidden 
behind the legal entity or fiction of th~ ~orpora_tion; c~ses 
have occurred in times past where by hiding behind van<?us 
corpo rate clocks, individuals have been able to enrich 
themselves without rendering a fair return for the revenues 
collected from the public. The construction company and 
the supply compa?y a re familiar instance~ of su~h devices. 
For this reason 1t has been thought advisable, m the an
nual reports required <;>f corporations, to g_o so11;ewhat fully 
into the matter of intercorporate relationships, and to 
ascertain what corporations are related through being con
trolled one by the other or both by a third. . 

Another thing that has not _needed to watt for a mo~e 
complete establi shment of a umform system of accounts ts 
the matter of new capital installed in service and old cap
ital withdrawn from service. A much more complete re
turn in this regard has been called for in the reports re
quired of carriers for the period subsequent to June 30, 
1907, than theretofore. It is ?oped. to devel?P. this ma!ter 
until there shall be on file with this commission a fairly 
complete exhibit of t~e changes occurring. from _time to 
time in the actual capital employed by pubh: service c?r
porations in rendering services to the_ public, to rece_1ve 
which the public has endowed them with corporate exist
ence and privileges. 

While these extensions of the scope of the annual re
ports necessarily m~ke_ th~ir pt'epara~i<;>n somewhat more 
expensive the comm1ss10n 1s of the opinion that the greater 
economy ~nd efficiency of administration which it expects 
to result from them will more than compensate for the 
additional expense. · 

PREVENTION OF ACCIDENTS ON RAILROADS 

This section relates chiefly to steam r:;i.ilroads, but the 
following reference is made to electric railways: 
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T he inspector of 6lectric rai lroads has been unable to 
cover a ll o f the roads wi thin the district duri ng the year. 
The accidents to passenge rs upon electric railroads have 
been more numerous than to passengers upon steam ra il 
roads. Nearly 300 accidents have been investigated dur ing 
the year by the inspectors employed by the commission. 
The causes of these accidents it is impracti cable to reduce 
to mathematical percentages. T he conclusions of the in
spectors a re very defini te, however, upon certain points. 
The inspector of elect ric rai lroads says: "At least 90 per 
cent of the ser ious accidents on electric rai lroads in this 
district a re the result of lack of proper equipment, fai lure 
of equipment, defective rules and methods of operation, or 
violations of rules. Not more than IO per cent of the ac
cidents are caused by defects in track or roadbed. " 

Among the recommendations made by the commission 
is one that the number of inspectors upon electr ic roads 
be increased. 

WORK OF DIVISIO N OF STATISTICS AND ACCOUNTS 

The commission says that many errors were found in the 
reports o f corporations for the year ended June 30, 1907, 
and that nearly, if not quite every, corporation had to be 
written to once, and some of them severa l times, in order 
to secure the correction of errors. In most cases these 
letters· hrought replies indicating that g reater effort would 
be made by the reporting corporations to make their sub
sequent r eports more accurate. Examination of the re
ports received thus fa r fo r the year ended June 30, 1908, 
indicates, "on the part of most reporting corporations a 
conscientious effort to render accurate reports ." 

STREET RAILROAD INSPECTION 

The report states that it was deemed advisable, when 
the inspection of electric ra il roads was commenced after 
the organization of the commission in July, 1907, to inspect 
first "those railroads on which the conditions and char
acter of travel were such as to comparatively increase the 
dangers of operation. T his class of railroads includes 
nearly all of the suburban and some of the smaller city 
railroads. During the six months ended Dec.- 31, 1907, 
36 such railroads were inspected, and the conditions on a 
number of them were found to be such that subsequent 
inspections were necessary, and some of these railroads 
hav7 been inspected a number of times during the present 
year." 

The report adds that "accident investigations upon elec
tric railroads seem to be more imperatively needed than 
upon steam railroads, which is another reason fo r strength
ening the accident investigation fo rce re lating to this class 
of railroads." 

IMPROVEMENTS MADE 

A list of some of the improvements made in consequence 
of recommendations and suggestions from the commission, 
affecting 27 roads, is given. The inspector reports that 
there has been a general improvement in track maintenance, 
methods of inspection, repair, cleaning and heating of cars, 
on nearly all the el ectric railroads subject to the supervision 
of the commission. In some cases improvements recom
mended have not been completed, and while companies 
affected have expressed a wi llingness to comply, fi nancial 
conditions have prevented. 

---◄♦•----

T he Ohio Electric Rai lway, of Cincinnati, Ohio, has 
equipped for its Columbus & Dayton division a number 
of fl a t cars with removable sides, on which it is trans
porting large loads of hay and grain. To prevent fire 
accidents to the cargo, a·n asbestos fiber shield, 4 in. x 
IO in., is placed under the trolley pole connection to catch 
any falling sparks. 

COMBINATION CLOSED AND OPEN CAR OF PAY-AS-YOU 
ENTER TYPE FOR THE THIRD AVE NUE 

RAILROAD COMPANY, NEW YORK 

T he Third Ave nue Railroad Company, of Ne w York, 
th rough its receive r, F rederi ck W . Whit ridge, has just 
placed an order wi th T he J . G. Brill Company for 200 
pay-as-you-e nter ca rs, which are to be the first of this 
type designed for use as , open prepayment cars, with 
center aisles and cross seats. T his object will be attained 
by employing removable sash and supporting panels, which 
will permit the sides of the cars to be open to the floor 
level. To insure safety to passengers and prevent board
ing on the side when the car is in summer service, a 
metal screen will be attached to the posts. Storm curtains 
also will be insta lled between the window posts, as in other 
open cars. In most other respects, however , the new ca rs 
wi ll not differ materia lly from the orig inal desig n, which 
was described in the E LECTRIC R AILWAY JouRNAL of Nov. 
21 , 1908. 

PAY-AS-YOU-ENTER DOOR AND PLATFORM ARRANGEMENTS 
The same arrangement of body and end doors designed 

for the original double-end pay-as-you-enter cars will be 
used for the new rolling stock both winter and summer. 
As this feature was described in detail in the a rticle of 
Nov. 21 , 1908, its main points may be summarized in the 
followi ng paragraphs: 

At the conductor's end the doors on the entering side of 
the vestibule a re folded in a front corner with a raised 
platform bench, a nd the opposite side is closed with a 
sliding door; at the motorman's end the folding doors 
are closed and give backing to passengers seated on the 
bench, while the sliding door opposite is opened for exit 
only. Similarly, the body end doors will consist of a 
slidi ng double-entrance door with 24-in. opening and a 
swinging exit door ( at conductor's end), also 24 in. wide. 
T he platform, railings and cash boxes will be as before. 
When the car is in summer service a folding gate 5 ft. 
high will be installed on the controller side of the plat
fo rm. A wedge will be put on the inside of the gate, so 
that when the step-operating bar is down it will jam the 
gate and hold it rigidly in position. 

Only the sliding doors will be used for exit at the front 
end, the swinging door then being blocked by the bench 
previously noted. In the original cars the seating is longi
tudinal, with removable seats next to the doors in use; 
in the new cars, which will have cross seats, fre e end 
movement will be secured by short longitudinal seats with 
fo lding outer ends. T he width of the aisle will be 26 111. 

and of the cross seats 36 in. 
DI MENSIONS, TRUCKS AND OPERATING EQUIPMENT 

In general dimensions the new car body will be 30 ft. 
I in. long over the corner posts, or 2 ft. 1 in. more than 
the first cars, and the length over the bumpers is 43 ft. 
instead of 41 ft. I in. Consequently no important change 
has been made in the platforms, which will be about 6 ft. 
long. T he width of the car outside the sills wi ll be 7 ft. 
8 in. , and ther e will be no material difference in the 
upper transverse dimensions. The maximum width over 
all is 8 ft. 3½ in., and over the window posts 8 ft. 2 in. 
T he height from the rail to the top of the roo f is not to 
exceed I I ft. 2¾ in. 

The bodies will be mounted on two Brill N o. 39-E 
center-bearing maximum traction trucks of 4 ft. 6 in. 
wheel base, with the pony wheels placed fo rward to reduce 
the platform overhang. The truck side frame is to con~i st 
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·of solid forged side bars of a tensile strength of 55,000 lb. 
to 60,000 lb. per square inch. The Schoen rolled-steel 
driving wheels are 33 in. in diameter, and the chilled iron 
pony wheels 21 in. or 22 in., with 3¾-in. and 3-in. jour
nals respectively. Symington gray iron journal boxes will 
be used. The driving axles are 4¼-in. diameter steel, and 

pine plated with 14-i n. x 9/ 16-in. steel plate; oak crown 
pieces 2¾ in. x 14¼ in . ; oak crossings 3¼ in. x s¼ in. 
The four center crossings will be located 4 in. from the 
bottom of the floor to the top of the crossing and 1¾-in. x 
4-in. bridging will be used to fill the space between. The 
object in depressing these center crossings is to allow the 
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Third Avenue Combination Cars-Floor Plan and Elevations 

are specified to have an ultimate strength of 50,000 lb. to 
60,000 lb. per square inch, with an elongation of 20 per 
cent in 8 in. The trail axles are 3¼ in. in diameter. 

The shortest radius curve over which these cars will 
operate is 35 ft. The two inter pole motors are of \ Vest
inghouse 310 type, rated at 60 hp at 500 volts and 75 hp 
at 600 volts. In addi ti on to Allis-Chalmers air brakes, 
each car will be equipped with Peacock hand brakes. The 
brake rigging will be inside hung, but it has not yet been 

LIGHT WIRING 

Fuse Fuse 

Tz 

ROOF OR TROLLE:Y WIRING 

various conduits, brake rigging and p1pmg to be carried 
through the car without cutting the framing. 

The two ¾-in. diameter frame rods supplied at each of 
the four center crossings will be located as follows: The 
upper rod will be ¼ in. from the bottom of the floor to 
the center of the rod, and the lower rod will be S¼ in. 
from the lower edge of the sill plate to the center of the 
rod. A ¾-in. drop-forged steel plate extending 12 in. 
above the sill is to be used at the bottom of the post 

HE:ATE:R WIRING 

s':Z'l. Gov<I:rnor *teBt-5 Pl.Imp 

PUMP WIRING 

MainJ;Filse ,,. 
lvmp, Heat ~L,9!, 

Third Avenue Combination Cars-Wiring Diagrams of Principal Auxiliary Circuits 

decided whether separate rigging should be installed for 
air or hand operation. The brake shoes will be of the 
American Brake Shoe & Foundry Company's Lappin de
sign for 2-in. tread. 

UNDERFRA,-IING AND BOLSTERS 

The side sills are to be 4¼-in. x 7-in. long-leaf yellow 

where it joins th~ sill. This plate is to be forged to fit 
the post closelx and envelop the side post up to the cur
tain groove as well as the face of the post. This plate 
is to extend to the bottom of the steel sill plate and be 
securely fastened thereto. The end panels of the car are 
to be strengthened by cross braces. 
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.c\ I ¼ -in. t russ rod wi ll be placed under each side sill. 
I t will be securely anchored by fo rged ends tu the sill near 
the bolsters a t each end of the car and be connected by 
turnbuckles near a suitable strai n post located a t the cen
ter. Each bolster will be made up of a 9-in. x ¾-in. 
wrought-i ron top pl a te and a 9-i n. x .¼-in. steel bottom 

1J"Condutt 

vertible a nd interchangeabl e sa:,h. T he I ¼-in. mesh 
screens used in the summer will be 30 in . hi gh , and will 
be made in two non-rattling sections for each side. The 
vestibule sash wi ll have fiv e windows instead of three, to 
allow more room for controller and brake handle move
ment. 

'Con dutt 

CJ -Controtler Junct,on Box - .i? c B -C,rcv d Breaker Box - I Cable -,,I A, AA, r, £,. R1. Rz RJ r, 
Cable " 2 Az A-"'z·1 £,2 "'.- R5 Tz MJ - Motor J unctton Box. - i! R - Rest.Stance Box. - .J 

M 1,. Ma ,n fv5e /3o>:. - 2 c - Canclutet.s - 5 Ccrbte.s m ael'e vp for e If 27 ControtLers 
ana i? Motor e9u,pmen! L H~P- L,qht, lfeatana'Pump/'use:-1 

Third Avenue Combination Cars-Plan of Conduit for Main Motor Cables 

plate with a wood fill er. There will be fo ur plat fo rm 
knees per car, the outside knees being 7-in. x 2_½-in . angles 
and the inside knees 4-in. x 3-in. angles. T hese platform 
lmees will be attached to a 3_½- in . x s.¼-in . cross si ll ex
tending the full width of the car alongside the bolster. 

BODY FRAMING, FLOORS AND ROOF 

The car body will be arranged with 12 windows on each 
side, instead of the IO customary fo r ca rs with longi
t udinal seats. Both the co rn er and side posts a re to be of 

The car fl oor is to be of 13116-in. Georgia pine screwed 
to the underframe. Between the seats the floor will be 
covered with maple strips. Moto r and plow trap-doors are 
to be framed of ash and covered with galvanized iron on 
the under side. T he platform floori ng wi ll be of ys-in. x 
3-in . yellow pi ne on which maple st r ips will be screwed 
the entire length of the pla t form. T he floor boards are 
to be screwed to wood fill ers bolted to the knees. The plat
fo rms have fo lding steps. 
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Third Avenue Combination Cars-Details of Body and Platfor1;1 Underframing 

white ash, r espectively 3% in. and 2¾ in. thick, located as 
shown in the accompanying plan. The vestibule posts will 
be reinforced with sheet steel corner irons at the joints. 

Each of the two end windows will be arranged with a 
pocket for dropping the upper half. The openings of the 
IO windows opposite the cross seats will have fully con-

The roof is of monitor deck type, with 12 openings on 
each side with wired ventilator glass. The deck posts and 
wooden carlins are of white ash. The steel carlins are 
to be forged in one piece to the top of the roof and se
curely bolted to the side plates and wooden carlins. The 
upper and lower deck are of poplar boards treated with 
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two coats of white lead and boiled linseed oil and covered 
with No. 6 cotton duck. The detachable hoods will be 
made of the same mater ial as the roof, and will be pro
vided with a watershed and ¾-in. run-off pipe. Four 
Hunter destination signs will be installed in the ventilator 
roof of every car. 

The inside finish will be of silvered white ash with as 
little dirt-collecting moldings as possible. The ceilings 
will be of "Agasote," and advertising moldings will be pro
vided for I 1-in. cards. All inside metal trimmings are to 
be plain bronze. 

The interior seating consists of Io Brill 34-in. width 
reversible cross seats on each side of the car, with longi
tudinal seats in the corners. One-half of each corner seat 
can be fo lded up to allow freer passenger movement. 
Straps are provided at the ends only as the seats are 
provided with grab handles. The curtains are of Pantasote 
with protected groove fixtures. 

PAINTI NG 

T he cars a re to be surfaced and varnished under the fol
lowing painting schedule: 

1st day- Prime woodwork with pure white lead in oil and 
a II ironwork with pr imer (iron primer). 

2d day- Putty. 
3d day- One coat flat lead. 
4th day- First coat rough stuff. 
5th day- Second coat rough stuff. 
6th day-Third coat rough stuff. 
7th day-Rubbed with pumice-stone and water. 
8th day-First coat body color. 
9th day-Second coat body color. 

10th day- T hird coat body color. 
11th day- Color and varnish. 
12th day- Stripe and letter. 
13th day- First coat finishing varnish. 
14th day- Second coat finishing varnish. 
15th day- Stand. 
16th day-Third coat finishing varnish. 
17th day- Stand. 

INSIDE PAINTING 

rst day- Filled, Moser's filler. 
2d day- Shellac (grain alcohol shellac). 
3d day- First coat rubbing varnish. 
4th day- Second coat rubbing varnish. 
5th day- One coat finishing varnish. 

ROOF PAINTING 

1st day- Prime, pure white lead and oil. 
2d day- Stand. 
3d day-Stand. 
4th day-First coat standard roof color. 
5th day-Stand. 
6th day-Stand. 
7th day-Stand. 
8th day-Stand. 

- 9th day-Second coat standard roof color. 

FLOOR PAINTING 

One coat of metallic brown and one coat o_f standard 
floor color and varnish. Bottom of floor painted with 
metallic brown. Murphy's best outside rubbing varnish for 
inside work and best wearing body fo r outside work. The 
colors for body, trimmings, lettering, roof and floor to be 
the standard of the Third A venue Railroad Company. 

THE CAR W IRING 

The J. G. Brill Company will install all the wiring except 
that for power, heating and the air brakes, which will be 
done by the T hird Avenue Railroad Company. The car
builder, however , wi ll also install certain portions of the 
heater and pump wiring. All wiring and various material 
will be tested at 2000 volts, subject to the approval of the 
New York Fi re Insurance E xchange, and will be carried 

out according to the following specifications and accom
panying drawings: 

ROOF OF TROLJ_,EY WIRING SPECIFICATIONS 

The conductor shall be designed for 600 volts No. o B. & 
S. stranded wire, insulated with a compound containing 
30 per cent Para rubber of not less than 5/64 in. in thick
ness at any point. The rubber insulation will be protected 
by a substantial braid or tape covering with an additional 
fl ame-proo f braid at least 1/32 in. thick and saturated with 
a preservative flame-proof compound. The finished cover
i_ng wi ll_ withstand any abrasion that may arise during the 
mstallation o f the wire on the cars and will be satisfac
tor ily elastic to permit being bent to a radius twice that of 
the wire without injury. 

F lat wooden molding will be fastened to the side roof 
of the car and grooved on the bottom side to allow water 
to pass under the same. This is to run 6 in. beyond the 
last carlin on each end of the car. The roof or trolley 
wi re is to be fastened to this molding with brass cleats and 
screws. Cleats a re not to be over 8 in. apart. This wire 
wi ll continue on the side roof to a point on the side of the 
vestibul e roof. The wire then will enter the vestibule in 
an upward direction to avoid water following it and then 
around the top rail of the vestibule in the molding to the 
hood rafter and along the hood rafter to the main motor 
switchboard located on hood within easy reach of the 
motorman. The wire then should continue on the hood 
rafte r around the vestibule top rail to the corner post, 
down the corner post in conduit and through floor. The 
conduit shall be suitably threaded for extension, leaving 
sufficient wire to reach the circuit-breaker box under the 
floor of the car at one end and sufficient wire to reach the 
controll er junction box at the other end. The wire at the 
main motor switchboard is to have ends at least 18 in. long. 

LIGHT WIRI NG SPECIFICATIONS 

Each car will be wired for 16-cp lamps. The outlets are 
to be fo r single Keeler sockets distributed as follows: 
Five lamps on the longitudinal center line of the monitor 
ceiling, fi ve lamps on the lower deck of each side of car, 
one lamp under each canopy hood to light the platform, 
one lamp for the electric headlight at each end of the 
car, to be opera ted by one two-way and one three-way 
switch ; also one light back of each Hunter vestibule sign. 

The wires on the ceiling of the monitor lower deck and 
under the canopy hoods are to be run in molding. This 
molding is not to be less than ¾ in. in thickness at the 
back of the covers and the capping is to be not less than 
3/16 in. The groove for the wires will have such a width 
that the wires will have to be pressed into them, but not 
tight enough to require pounding. The backing and cap
ping will be secured in place by screws, no tacks or nails 
being used in the molding. Moldings will have both inside 
and outside two coats of waterproof paint. The joints of 
the moldings will be mitered to fit close, there will be no 
splinters or sha rp corners in the moldings or base, all sharp 
edges being smoothed and all corners slightly rounded. 
Base blocks of same mater:ial as the interior finish of the 
car are to be provided at the outlets for lamp sockets and 
be not less than ¾ in. thick where wires pass through and 
of a diameter not less than 2 in. larger than the socket. 
These blocks are to be securely fastened by overhead 
screws of the same material as the metal trimmings. The 
conductor is to be designed for 600 volts No. 14 B & S 
stranded wire insulated with a compound containing 30 
per cent P ara rubber of not less than 3/ 64 in. in thickness 
at any point and protected like the trolley wire. 

P ART AIR P U MP AND HEATER WIRI NG 

The car-builder will furnish and install that part of the 
air-pump wiring from the switch located on the bulkhead 
down the corner post to the floor of the car, leaving 4 ft. 
of loose ends of wire. The conductor is to be designed for 
600 volts No. 12 B & S stranded insulated with a compound 
containing 30 per cent Para rubber of not less than 3/64 in. 
thick at any point and protected like the trolley wire. 

T he car-builder also will furnish and install that part of 
the heater wiring from the heater switch located on the 
bulkhead down the corner post on the opposite side of car, 
leaving 4 ft. of loose ends of wire. Also the car-builder is 
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to install and the railroad company to furni sh the heater 
switch and heaters. The word " install " in this instance 
is understood to mean that the car-builder will furnish the 
heater brackets and bolts to secure the heaters to the seats, 
the heater switch mounted on the switchboard and screwed 
to the backboard. Conductor to be No. 12 B & S stranded 
and of the same wire specifications as called for under 
lighting and pump wiring. 

GALVANIZED IRON UNDER FLOOR OVER RESISTANCES AND 

MOTORS 

The car-builder will furnish and install under the floor 
of car directly over the resistance boxes, galvanized No. 22 
sheet iron. This sheet iron is to extend at least 12 in. be
yond all sides of the boxes. An air space of 2 in. will be 
provided between the sheet iron and floor. Sheet iron shall 
cover that part of the car floor directly over the motors. 

P USH BUTTONS 

The push-button circuit will be operated on 600-volt cur
rent through resistances instead of a storage battery, ac
cording to the method of the Consolidated Car Heating 
Company. The push buttons will be placed higher than 
usual to avoid their operation by children. 

The conductor for this wiring is to be No. 14 B & S 
stranded and of the same wire specifications as called for 
under lighting and pump wiring. All splices or joints will 
be both mechanically and electrically secured without 
solder. The ends of the wires will be filled and turned in 
so that there will be no short projections to cut through 
the insulation. No acid will be used to clean wire and no 
acid flux shall be used in soldering. All joints are to be 
poured with hot solder and the material to be used is 
Allen's soldering paste. All wires are to be readily ac
cessible, especially where taps are made and where wires 
are run to switches. The ends of the wire will be at least 
6 in. long for convenient connection to switches. The wires 
running down the corner posts will be run under the end 
of each seat. All wires will be protected where they enter 
car or vestibule to prevent ingress of moisture. 

WIRING DONE BY THE RAILWAY COMPANY 

The railway company will do the installing of the power 
equipment, including metal junction boxes, metal conduit to 
carry the cables and other wires under the car floor ; the 
transite for the resistance boxes, motor junction boxes, re
sistance junction boxes and controller junction boxes; bell 
mouths and rubber gaskets ; metal junction boxes under 
controllers for protecting cables entering the controller; 
splash pans under the circuit-breaker box and resistance; 
pipe hangers, resistance sticks and hangers, circuit-breaker 
boxes and metal conduit brass sleeves are to be soldered on 
resistance lead so that they enter the lug on resistance 
boxes a neat fit. The railway will also attach the motor 
and resistance lead to cable. All trolley resistance leads 
and motor leads coming out of junction boxes or conduit 
are to b~ prntected separately by rubber or porcelain bush
ings. 

ENGI NEERI NG 

The specifications for these cars were prepared by T. F. 
Mullaney, chief engineer, under the direction of F. W. 
Whitridge, receiver, and E. A. Maher, general manager, 
Third Avenue Railroad Company. 

---◄♦•----

Because the American-Canadian Company, of Rio de 
Janeiro, operating the city ra ilway system, changed its 
fares and routes, a mob burned I 2 of its cars on Jan. 11. 

The police were helpless. The company left the adjust
ment of affairs in the hands of the Mayor and quiet was 
restored. 

---.. ♦·----

In the B_ritish House of Commons a member has asked 
the consideration of a regulation compelling electri c cars, 
among other vehicles, to carry speedometers, that the 
public be safeguarded against reckless speeding and the 
motormen protected against the charge of exceeding the 
speed limit. 

THE PROBLEM OF REDUCING ACCIDENT DAMAGES-III. 

UY FREDERICK W. JOH NSON, ASSISTANT GE N ERAL CLAIM AGENT, 

PHILADELPHI A RAPID TRA N SIT COM PANY 

The question has sometimes been asked in the past: 
"What is the character of the instruction given in the 
classes; how is it prepared, and under what conditions is it 
imparted to the men on the cars?" 

There must be, of course, a wide difference of opinion 
on the points involved in a question of this character. What 
appeals to one man, may meet with the emphatic disapproval 
of another; likewise, what would prove applicable to one 
situation, may be entirely inappropriate in another. These 
problems can be solved easily, however, if the fact will be 
borne in mind that conditions in different localities neces
sarily require varying methods of procedure. Cla im men 
have been inclined too often in the past to reject ideas or 
suggestions at their face value for conditions entirely dif
ferent from those under which the ideas had been worked 
out. 

\Ve have often failed to go sufficiently deep into an idea 
as to enable us to get the real underlying principle . There 
has been a tendency to reject or to adopt measures on snap 
judgment. We have often neglected to consider just how 
an idea which has been giving results in one section, might 
be so revamped or revised as to meet difficulties in our own 
community which were practically the same, but which pos
sibly might have to be approached from a little different 
angle. 

This attitude has been fostered, perhaps unconsciously, 
by the belief of the average claim man that his own par
ticular company is confronted by what is probaqly the 
hardest proposition in the entire country, and that methods 
used in other localities would prove of little value for him. 
If there is any one section where conditions are not trying, 
and becoming more and more so each year, we have yet to 
hear of it. In view of this fact, it is urged that greater 
consideration be given to suggestions of a remedial char
acter than has been the case in the past. 

Coming back, therefore, to the original question, we can 
offer, merely as suggestions, the methods pursued under the 
condition~ which confronted us on the lines of the Con
necticut Railway & Lighting Company. Whether the meth
ods followed would have been feasible in other localities 
never received consideration for the reason that the com
pany was interested in no situation outside of its own. 

The material used in the earlier classes was founded on 
certain portions of the company's rule book which referred 
particularly to the work of handling accidents. These 
topics were taken up individually and enlarged upon and 
illustrations furnished ; ample opportunity was given 
the men to ask questions. In some respects this id~a 
proved successful, and in others it fell short of the object 
desired. 

In the first place, the average company rule book is dry 
in its treatment of subjects, formal in tone, stilted in man
ner and more or less of an enigma to conductors and motor
men. A good deal of it becomes obsolete and out of date 
eventually. Few trainmen ever get beyond the eighth or 
ninth page in ~eading it; taken even in its best light, the 
average book has serious limitations in its adaptability to 
accident work. It will immediately be argued that if the 
men are not familiar with its contents, so much the greater 
reason exists why they should become acquainted with it. 
That is very true, insofar as it relates to operating ques
tions, But, with respect to accident work, why not place 
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inst ructions before the men in the most advantageous man
ner possible? If material can be imparted to them so as to 
make it interesting, and at the same time instructive, with 
the added probability that more satisfactory results will be 
secured thereby, why should one stick to the dry, stereo
typed company rule book, which from time immemorial has 
proved a failure in this particular respect? 

The rule book idea eventually gave way to the practice 
o f speaking extemporaneously, wi th the aid of notes. This 
proved to be a step in the right direction, but still was not 
wholly satisfactory. T he field was so extensive, and the 
desire to cover as much ground as possible so strong, that 
difficulties arose in regulating the length of time devoted 
to each class. One subject led to another and that to still 
another, until it was found that the allotted time had ex
pired, with many points left still uncovered. Again, the in
struction given in different localities was bound to vary 
under this method, and thus to detract from the uniformity 
of the work. 

The advisability of allowing the men to ask questions at 
t hese meetings came up for consideration about this time. 
The practice up to that time had been to encourage the men 
to ask questions. Tt was eventually found, however, that 
thi s custom was not desirable inasmuch as the questions 
asked were usually of little value. The time allowed for 
classes was interfered with seriously if many questions were 
asked and the men took advantage of the opportunity to 
get in digs of various kinds at the expense of the local 
superintendent. The privilege was, therefore, withdrawn, 
and an announcement substituted that questions should be 
reserved until the dismissal of the class, when the instruc
tor would be pleased to discuss the problems personally with 
those who desired still further information. This method 
.has given satisfaction since and the change has proved 
beneficial in every way. 

LENGTH OF TIME OF CLASSES 

The length of time to be devoted to classes also received 
considerable thought. For the first year and a half, when 
the company was depending solely on oral instruction, the 
classes averaged from one hour and a quarter to one hour 
and a half in length. T hi s was, without question, a lit
t le too long, especially for evening meetings, and the con
clusion was reached that it would be better to cover less 
ground in the classes, and to make more forcible whatever 
points were taken up. The length of meetings was, there
fore, reduced to one hour or a trifle less. This practice 
has since been adhered to. 

The frequency with which classes could be held to the 
best advantage was another mooted question. This point 
has been touched upon already. The suggestion is ad
vanced again that in this respect, as in all others, the method 
to be followed must be governed largely by the conditions 
existing in each individual community. With the men of 
some companies, classes can be held advantageously with 
greater frequency than with others. Dr. Ryan, of Syra
cuse, N. Y., in his very excellent paper before the Atlantic 
City convention in October last , stated that he had secured 
excellent results by holding classes monthly. 

In the main, however, to such as have not heretofore 
taken up this work, the suggestion is advanced that there is 
some danger of dampening the interest of the men in the 
work by holding classes too frequently, and by thus cover
ing much of the same ground at short intervals. Dr. Ryan, 
we believe, follows the custom of introducing an occasional 
smoker or similar form of entertainment in connection with 
his classes, which. of course, serves to quicken the ii;iterest 

of the men anq to operate against the possibility of the dan
ger mentioned. 

Provided that some means is devised for keeping in touch 
with the men in the peri~d intervening between the meet
ings, the writer personally favors but two classes a year, as 
stated. A distinction must be made, however, between 
large systems and small, and between urban and interurban 
properties. On systems of moderate size or on outlying 
roads it is possible to proceed on different lines than would 
be possible with systems of greater magnitude. The caliber 
of the men employed on the cars is decidedly different; in 
fact, all of the natural advantages in the work lie with the 
former as against the latter class of roads. 

The size of classes is another point to which attention 
should be given. At first it would appear as though the 
best results could be obtained by keeping the size of classes 
somewhat restricted. Experience has demonstrated, how
ever, that there is really little, if any, reason why classes 
should be restricted in size unless it is expressly desired. 
With the assu rance of proper discipline, without which little 
progress can be made under any circumstances, the instruc
tor will invariably find greater inspiration in address
ing large classes than small classes. \Vith the elimination 
of the quest ion feature , large classes may be handled as 
rapidly as small classes, with the added advantage of 
\:'overing the system with greater celerity. Work of this 
character consumes more or less of the nervous energy of 
the instructor; the greater the number of classes, therefore, 
the greater the strain on the instructor, who, we apprehend, 
will be obliged meanwhile to keep up his customary duties. 

SCHEDULE OF CLASSES 

Having prepared the material to be imparted to the men, 
in the fo rm of a paper, a conference should be had with the 
officials of the operating department for the purpose of 
having a schedule of classes prepared covering the entire 
system. As far as possible avoid listing classes for ex
tremely early or late hours. The reasons are obvious. The 
opening class at a carhouse should be scheduled as an 
evening class, for the reason that evening classes are more 
successful than others and are usually the heaviest in point 
of attendance. Notices that classes are to be held should 
be posted in the various car houses several days in ad
vance of the first meeting in order that the attention of 
the men may be secured. 

On the Connecticut system, with the final arrangement of 
but two classes a year, it was found necessary to establish 
monthly classes for the instruction of new employees. 
This has been enlarged on still further, as will be explained 
in a later issue. To these monthly classes older employees 
who had demonstrated their . need of additional instruction 
were sent. This arrangement enabled the company to 
progress in the character of instruction given each year 
without repeating the work done for the benefit of new em
ployees. 

At first the company did not reimburse the men fo~ the 
time consumed in attending classes. This plan was changed 
subsequently, and thereafter each man was allowed his 
regular rate of wage for time so spent; this practice un
questionably is fair to the men, and is, in the long run, ad
visable in every way. 

The language to be followed in placing instruction of this 
character before the men should receive careful considera
tion. It should be remembered that the average company 
rule or regulation is written invariably in formal language. 
For this reason, many of the rules do not have the atten
tion of the men as they should. Conductors and motormen 
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are often deficient in e<lucation, and consequently do not 
grasp the point of a ruling as quickly or as satisfactorily as 
might be desired. The well-known dry, stilted language 
employed, so often, adds to their difficulties, and likewise to 
those of the company. 

The writer has always favored the adoption of a more 
or less free and easy style in directing work of this char
acter. Every effort is made to make the materi al interesting 
to the men, Ly employing to a reasonable degree the Ian-

. guage of the men themselves, avoiding, of course, anything 
which might detract from the dignity of the work, or which 
might suggest a way for ridicul e or criti cism. In seeking 
to secure the good-will and the hearty co-operation of the 
men on the cars in accident work, no real ha rm can come 
as the result of an effort to inject "red blood'' into the work. 

In addressing classes of conductors and motormen on 
the subject of accident work, or in preparing printed mate
rial for their instruction, so express yourself as to bring 
your thoughts within the scope of their understanding. 
Leave out unnecessary red-tape and superfluous prelimi
naries. Get right down to the point of the situation. Drive 
one point home solidly, rather than attempt to make a num
ber weakly. Forget the question of accident damages; your 
men are not lying awake at night worrying over the cost of 
litigation to their employers. Confine your efforts rather 
toward improving the work of the men in handling acci
dents, and in preventing accidents. The financial end of the 
problem will take care of itself to your entire satisfaction 
if you will attend to the instruction of the men. 

In the light of past experience, we cannot urge too 
strongly the importance of mapping the work out in ad
vance on a systematic, business-like basis. In this way 
only can the work be so regulated as to produce results of 
a satisfactory nature within a reasonable period of time. 
A haphazard, uncertain, hit-or-miss plan of campaign can 
result only in confusing the minds of the men on the cars 
and will surely delay improvement in their accident work. 

The field is so broad, and there are so many subjects that 
can be taken up with advantage, that the temptation is 
strong to pass rapidly from one to another, with the re
sultant danger of skimming along the surface without pene
trating sufficiently deep to effect any permanent improve
ment. The question will be asked many times: "Why 
don't you take up this subject, or that, or some other?'' At
tention will then be directed to the fact that accidents of a 
certain type are occurring frequently in some particular lo
cality, while still another type is giving trouble at the same 
time in a different direction. To give heed to all of these 
suggestions is to court demoralization for the work. Many 
minor difficulties will correct themselves as a direct result 
of the crusade. against other and more important defects. 
The suggestion is, therefore, advanced that a plan of cam
paign be agreed upon first of all, and secondly, that having 
once decided upon a certain definite course of action that 
it be adhered to rigidly. 

The question may be asked: "Just what is meant by a 
plan of campaign?" The answer is simply this: The 
mapping out of a definite plan, based on a course of 
instruction to last one, two or three years, depending on 
the size of the system and the seriousness of the undertak
ing; the determination of just what subjects are to be dis
cussed with the men, and then a decision as to the order in 
which they will be taken up. Next, a distinction should be 
made between instructions which are designed to improve 
on the handling of accidents and those which are intended 
to operate to prevent accidents. 

TWO YEARS FOR Pl{ELIMI NA l{ Y I NST RUC TIO N 

Taking up these point s in the order given, the writer 
favors a period of two years as a foundati on fo r the period 
of preliminary instruction. Sufficient progress should have 
been made after that time had elapsed to enable those in 
charge of the work to broaden the scope of action consider
ably. With respect to the matter of subj ects, it really sim
mers down to the question: ''\\'hat a re th e point s o f grea t
est weakness in the system?' ' The following suggestions 
for subj ects may be made : The importance of reporting 
promptly all accidents; instruction as to the correct method 
of making out accident reports, so as to bring out all of the 
essential facts; the vita l necessity of obtaining witnesses; 
suggestions regarding the proper methods to be pursued in 
the work of securing witnesses ; the value of reticence in 
connection with the subject of company accidents ; the joint 
handling of accidents by conductors and motormen; the 
treacherous "unreported accident" problem. T hen come 
such topics as head-on, rear-end or right-angle collisions 
of cars ; collisions with teams; premature starts of cars 
while passengers a re boarding or alighting ; the absolute 
necessity for careful operation of cars when passing ob
structions close to the track; acc idents to pedestrians; 
passengers injured while attempting to board or to alight 
from moving cars; ejectments; derailments; dangers at 
grade railroad crossings ; and so on without end. 

The writer advocates strongly the practice of teaching 
the men first how to handle accidents satisfactorily, and of 
then taking up the subject of the prevention of accidents. 
To reverse this order or to attempt to take up the two sub
jects at once is to encourage an increase in the "unreported 
accident" record of the company. When a company begins 
to urge its men to avoid accidents, or to prevent accidents, 
it immediately opens wide the door to the "unreported ac
cident" column, unless it first has inculcated in the minds 
of the men the conviction that when an accident actually 
happens, a prompt report must be submitted immediately to 
the proper department. The temptation is , of course, for a 
e0mpany to take up immediately the work of preventing ac
cidents. In the end, it will be found, however, that the 
work of teaching men how to handle accidents properly will 
yield just as large returns on the investment as instruction 
concerning the prevention of accidents. This fact is over
looked frequently. Hence the advice is: First teach the 
men how to handle accidents, and then take up the work 
of preventing accidents. 

Work of this character, when once started, should be fol
lowed up systematically. A regular course of instructions. 
delivered at certain stated intervals, and carried out on 
definite, intelligent, progressive lines will produce encourag
ing results of a permanent nature. On the other hand, oc
casional, spasmodic efforts, followed by long periods of in
activity, will produce disappointment. It is one thing to 
instruct a man, and to then let the subject drop; it is quite 
another thing, however, to instruct a man and then to fol
low him up for the purpose of seeing that he not only 
understands the orders, but also that he obeys them to the 
best of his ability. 

The influence of the local superintendent is a powerful 
factor inl gaining and holding an advantage. He is in daily 
contact with his men and, if so disposed, is in a position 
to help to hold their interest. The plan of having th e super
intendent examine personally the report and the crew in 
every case of accident has been of great assistance to the 
work in the past. He may do nothing more than compliment 
the men on the satisfactory manner in which they acquitted 
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themselves in handling an acident, or he may find it neces
sary to take them to task for some infraction of rules, or 
failure to do their best, or he may find it necessary to cau
tion or instruct them regarding some particular feature of 
the work. In any event, the fact that it is understood by the 
men that they must appear in person before the superinten
dent in each case of mishap, has the effect of influencing 
them toward a strict observance of orders. Such a prac
tice, however, may be carried too far through unreasonable 
severity on the part of the superintendent, or by obliging 
the men to lose valuable time in waiting indefinitely for an 
opportunity for an audience. Not only is such treatment 
unfair to the men, but it has the additional drawback that 
it lets conditions fall back into the old rut by again holding 
out the fatal temptation to the men to neglect to report 
their accidents; from that state of affairs the company has 
far more to lose than have the men. 

DESIRABLE FOR THE CLAIM DEPARTMENT TO DO THE WORK 

In treating this subject, the writer has proceeded on the 
assumption that work of the character outlined should be 
assigned to the claim department rather than to the operat
ing department. The question as to which of the two de
partments should have supervision has been raised a num
ber of times in the past, but in every case, so far as we have 
been able to learn, the work has been assigned to the claim 
department. It seems as though this is the proper course 
to pursue, inasmuch as the instruction involves necessarily 
a thorough knowledge of claim and of accident work. \Ve 
have no doubt that the work could be carried on success
fully by the operating department, provided sufficient time 
and study were to be given to the subject, but we question 
seriously whether as great a measure of success could be 
secured as would be probable if the claim department con
ducted the campaign. In any event, however, the closer the 
relationship between the two departments, the greater the 
probabilities of ultimate success. 

What is probably the most important factor of all in 
connection with accident work is the spirit with which the 
work is received by the men on the cars. Whether it will 
prove successful, or will fail miserably, will depend directly 
upon the attitude of the men. If the work fails to appeal 
to them or to arouse sufficient interest to insure their hearty 
co-operation, the combination is wrong somewhere. The 
success of a company in work of this nature will depend 
primarily upon its ability to interest its men in the plan. 

The adoption of a liberal, broad-gage policy toward the 
men is one of the first essentials to success. Every reason
able effort should be made to cultivate as friendly rela
tions between the men and the company as possible. It is 
human nature to feel pleased at a word of commendation in 
appreciation of faithful work, and the man who actually has 
his heart in his labor is worth four of the type who are 
merely filling in time until pay-day. 

The old "horse-car" idea of discharging employees right 
and left for minor infractions of rules, with a view to in
jecting carefulness into the men, is a distinct obstacle to the 
successful solution of the accident damage problem. Such 
a practice never served any good end, and never will. 

We teach new men to operate our cars, and jusf when we 
have developed them as experienced conductors or motor
men, we discharge them for petty reasons. Then, in the 
fullness of our wisdom, we employ other new men to re
place the old, and proceed as before. Meanwhile, the com
pany foots the bill. The object is, of course, to hold up the 
dismissed employees as "horrible examples" to the rest of 
the men. Here the scheme fails; the great majority of the 

men do not learn the details, and with those who do, the 
effect is temporary. They will remember, however, that a 
man was discharged for strikil)g a team long after they have 
forgotten the name of the man; and more than one will con
clude that the man really made his mistake in saying any
thing at all to the company about the affair. From such an 
argument the unreported accident of the future arises. 

Allowing, of course, for reasonable exceptions, where is 
the justice of instructing a man in one breath to report all 
of his accide·nts and of discharging him in the next because 
he obeys orders? The better grade of men are not looking 
for employment of that sort. The average company does 
not hold a hair-trigger over its superintendents every time 
that they make a mistake. Then, why should it do so with 
its conductors and motormen? 

Any type of man can criticise the efforts of others, but it 
requires men of a higher order of intelligence to distinguish 
between the good and the bad intentions in a man's work 
and to offer encouragement at a time and under circum
stances which results in bringing to the surface feelings of 
friendship and of good-will, instead of bitterness and hos
tility. We should never lose sight of the fact that our most 
powerful allies in the work of preventing accidents, and 
of handling accidents, are the well-meaning, hard-working 
men upon our cars. 

(To be continued.) 
---◄♦·----

CAR HOUSE FIRE PROTECTION 
At a recent meeting of the car-house foremen of the 

Boston Elevated Railway Company the question of fire 
protection was thoroughly discussed from the practical 
standpoint, and through the courtesy of the company the 
following notes of the meeting are printed. F. F. Low, 
architect of the company, opened the discussion with a 
paper in which he emphasized the importance of keeping 
the car houses clean, so that the blame for a fire cannot 
be laid to this cause. It is an easy matter to leave a little 
oily waste about or a few shavings in a corner or a little 
paper in a locker ready to catch a spark and smolder' and 
then spring into a blaze at a time when least expected. 
It is just as easy after the habit is acquired to keep every
thing picked up. There is a standing order about dust and 
rubbish under car houses, and the building should be in
spected all over occasionally · to avoid trouble from this 
source. Rubbish should be kept away from the outside 
of the building as weil as from the inside. The com
pany cannot clean up its neighbors' land or order it cleaned 
up, but the insurance companies are interested in both 
properties and will see that it is cleaned up if complaint 
is made. 

Many fires occur on account of cars being left in im
proper condition for the night. To see that cars have been 
left in the right condition when first pulled in for the 
night is not all that is necessary. All openings to the 
building need to be properly guarded so that trespassers 
cannot gain entrance to a car for malicious purposes · or 
to find a resting place for the night. Mr. Low felt that 
there was more to fear from malicious persons entering 
a car and turning on the heaters or motors than from any 
other cause. Several fires have been caused by boys. In 
one case they set the brakes and then turned on the con
troller. Up to within a few months ago it was compara
tively easy to gain access to the car houses of the com
pany at any time of night through small unguarded doors. 
These should either be closed at night or, if left open for 
ventilation, a slatted door should be used. 



JANUARY 23, 1909.] ELECTRIC RAILWAY JOUR NA L. 145 

E ternal vigilance, men on the ground with .good knowl
edge of the apparatus, and plenty of fire-fighting equip
ment are essentials for the prevention of fires. All three 
of these features the company is constantly striving to 
maintain. It has recently expended more than $50,000 in 
sprinkler equipments besides several thousand dollars more 
in minor improvements. The company has lately intro
duced fire drills with water turned on at its car houses 
and the benefit is clear, although it is often difficult to 
secure permission from the municipalities to hold such 
drills, and in every case the cities have to be notified in 
advance. The object of the drill is lost if the men are in
formed beforehand that it is to take place. One of the 
most important matters to provide for is to have a re
sponsible man in charge when the foreman of the house 
is away. The force needs to be drilled in charge of the 
sub-foreman as well as the foreman, and to have its duties 
clearly understood in case both of these men are away. 
Some of the drills can be held better with the foreman 
acting only as a spectator. It is of the utmost importance 
that the house shall not be left at any time, even for a 
short period, without some one in charge who knows what 
to do in case of fire. All men who are liable to be left 
in charge should be instructed that they are to be the 
brains of the establishment in case a fire breaks out, doing 
no work themselves other than to direct the rest and noting 
that every position is promptly filled. Such a man must 
be ready to jump in anywhere that he sees prompt and 
quick action is needed. 

The best drills are made when the foreman has first 
called the men about him and given instructions in a clear 
and concise way and then sent them to their duties. At 
first a little time may be lost by this method, but it is more 
than made up because the men know perfectly what is 
required. Some of the poorest drills have been when the 
foreman has run out with the hose or has gone to turn on 
the water or do something else and left the· men without 
instructions as to what they were to do. When the call 
for water is made a man should be at the standpipe valve. 
If a foreman directs instead of taking part in the work 
he will at once see that the position is properly filled or 
jump to the valve himself. Another point is to see that 
the starters take a more active part in the monthly drills. 
They are always on duty, used to giving directions, and as 
they are seldom shifted, make a strong addition to the fire
fighting force. The starter should have such knowledge of 
the equipment that if there is no one in the pit room to 
take charge the starter can do it. Finally, the report card 
is not intended as a matter of form, but as a reminder of 
the fact that the equipment needs constant care in order 
that it may be ready and efficient at all times. It will 
not answer the purpose to copy last month's record; to 
say a valve is open when it is closed, or to fail to report 
a bad hose or a leaky valve when discovered. It helps if 
the superintendent of a division takes a personal interest 
in this matter of fire prevention. 

0. B. Johnson, of the Boston Board of Fire Under
writers, followed and spoke of the importance of fire 
protection and the special value of ability on the part of 
car-house pitmen to fight the fire, with their close per
sonal familiarity with the local situation. The first gain
ing of headway is the vital point to prevent. Car houses 
are usually destroyed because the fire so often gets beyond 
control before the department can reach the spot. 

Mr. Johnson then discussed a number of practical points 
which are of direct importa~ce in fire prevention and ex-

tinguishing in electric railway car houses. While many 
of these appear self-evident, they are by no means imagina
tive from the point of view of the inspector who desires 
to improve conditions in properties insured by his com
pany. Among these points were the following : Bells 
giving out in sounding the alarm; bells not provided wi th 
good pulls; bells not sounded loud enough nor long enough ; 
poor adjustment of bells ; ex tra hose not carried in the 
proper way, in some cases being tangled; twisting of hose 
in unrolling; occurrence of short bends of the hose at the 
valves and other points; failure of men to stay at the 
valves and insufficient knowledge of what is to be done to 
turn on the water; sticky gate valves at the foot of risers; 
ignorance as to which way to turn to open valves; turning 
on water before the hose line is completed and thus caus
ing much delay; battered couplings and lack of proficiency 
in coupling; no definite and prompt action on fire doors; 
too many valves kept closed between the street supply and 
the hose during the cold season ; failure to open valves 
wide; hose nozzle left to itself and lack of understanding 
as to which employees shall answer a fire call. The 
tendency to do something in great haste should be changed 
into an understanding of how to do a specified thing 
quickly and well. The process of getting water into a 
hose needs to be made as simple as possible. A man of 
inferior intelligence will be able to get simple apparatus 
into action, but will fail utterly with a little added com
plication. This fact has a direct bearing on the safety of 
railway property where only a few car washers are left 
on the premises at night. Perhaps $15,000,000 worth of 
property is in charge of the men in the car houses on the 
Boston Elevated system, and the man in the car house is 
in the last analysis the reliance of the company in fire 
protection. 

The history of car-house fires shows conclusively that 
there has never been much done in the way of getting 
cars out of houses. The advisability of abandoning every
thing and taking the cars out is questionable. There is a 
standing order that in case of fire, however slight, the city 
department is to be called first and then the force must 
do all it can to fight the fire. When this is done, if the 
fire is too large, it must be left to the city department. 
If cars are taken out the street is filled up, interfering 
with the department and car movements. If the crews 
are doing all they can with the hose the starter who is in 
command may, if there is any help around, save the rolling 
stock, but it is questionable practice. 

Paul Winsor, chief engineer of motive power and roll
ing stock, concluded the meeting by emphasizing the futility 
of trying to move out cars in case of fire and pointed out 
that the fighting of the fire is the first thing to do in all 
cases. He stated that most of the obstacles to getting 
water on promptly are of the simplest nature and that 
practice in these operations is most desirable. It is an easy 
thing to teach men to unreel a hose properly, so that it 
will not kink, to attend to the valve equipment, acquire 
proficiency in coupling up and general handling of the 
apparatus. In the Boston drills one crew succeeded in 
getting ·on the water in 48 seconds after the alarm was 
sounded and the average for 22 houses was I minute 52 

seconds . . 
---◄♦·----

A recent heavy snowfall in Liverpool, England, and its 
vicinity delayed traffic on the electric railways for seve ral 
days. About 104 miles of track were salted by 14 wagons, 
each manned by four men, who applied 3 00 tons of salt. 
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NEW CARS FOR THE STERLING, DIXON & EASTERN 
During the past year the Sterling, Dixon & Eastern Elec

tric Railway, Dixon, Ill., has shown a very substantial in
crea se in earnings. This additional income has been 
brought about by careful work on the part of the manage
ment, not only in soliciting traffic, but also by improving 
the service. T he company has recently purchased from 
the St. Louis Car Company four cars which are especially 
well designed for use in local city service. The interurban 
line of this company connects the cities of Sterling and 
Dixon, each with a population of about 10,000, and in each 
city the railway company operates a local schedule with two 
cars. In regular operation a car crew comprises but one 
man, and the Johnson fare box is used for collecting fares. 
T he new cars, here described and illustrated, have been in 
service now for two months. 

All four cars are alike in design and equipment. T he 
bodies are framed for eight windows on efch side and two 
windows and single sliding doors in each end, provision 
being made alongside of the end doors for mounting a 
Johnson fare box. The body and roof framing is sub
stantial with steel reinforcement and the underframing of 
oak is reinforced with ¾-in. steel plate along the side sills. 
The drop platforms are enclosed wi th round-end vestibules 
having three windows and double folding doors on each 
side. The vestibule is covered below the windows with 
No. 14 sheet steel placed both inside and outside of the 
framing. 

The general dimensions of the car are as follows: 
Length over body. . . . . . . . . . . . . . . . . . . . . . . . . 21 ft. o m. 
Length over all . . . . . . . . . . . . . . . . . . . . . . . . . . . 32 ft . 2 in. 
Length over panels at sills. . . . . . . . . . . . . . . . 8 ft. 10 m. 
Width over all . . . . . . . . . . . . . . . . . . . . . . . . . . . . 9 ft. o in. 
Height from top of rail to top of trolley board. Ir ft. 8 m. 

moldings, etc., is in plain oak and the side linings are 
No. 14 sheet steel held in place with screws. Three-ply 
bird's-eye maple veneer decorated on the face is used for 
the ceiling. All metal trimmings are of bronze held in 
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City Car for Sterling, Dixon & Eastern 

place by oval-headed screws. Reference to the dimensions 
earlier presented will show that the extreme width of this 
car permits of a very comfortabl e seating a rrangement. 
There a re on each side of the car six reversible-back cross 
seats 34 in. long, a clear a isle space 22 in. wide remaining. 
At each of the four corners of the car body is a longitudinal 
seat 34 in. long. The 5-ft. 7-in. platforms not only render 
the car capable of loading and unloading quickly, but also 
on days of heavy traffic furnish a considerably larger stand
ing space than ordinarily is found on cars of this size. The 
interior equipment of the car includes push buttons con-
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Framing and Elevations of City Car for Sterling, Dixon & Eastern 

The bodies are mounted on St. Louis Car Company No. 
46 trucks carrying two GE-78-A motors. The wheels are 
33 in. in diameter and the wheel base is 8 ft. 

The interior finish of the cars, including the doors, sash, 

nected with call bells in each vestibule and three circuits 
of five lights each. All side and end windows have curtains 
of Pantasote hung on spring rollers with the Curtain Sup
ply Company's No. 86 pinch-handle fixtures. The cars are-
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heated by Detro it J ewe! stoves. T he specifications for 
these cars were prepared by the Columbia Construction 
Company, o f Milwaukee, engineer. Acknowledgment is 
made to E. E. Downs, general manager of the S terling, 
Dixon & E astern road, fo r the fo regoing descri ption. 

----,♦----

CENSUS REPORT ON ELECTRIC RAILWAYS 

On Monday of this week the Un ited States Census 
Bureau made public its fir st bulletin wi th stat istics of the 
street and electric railways of this country, based on the 
census taken last year . T he statistics comprise the roads 
in continental U nited States; that is, they are ex clusive of 
Alaska, Hawaii , Philippine Islands and Porto Rico. 

T he statistics relate to the years ended Dec. 3 r, 1907, 
and June 30, 1902. T he totals include reports o f operating 
and lessor companies and a considerable number of electric 
light plants operated in connection with electri c railways, 
but do not include reports of railways under construction 
during the census years; nor do they include reports of 
fina ncing companies which were not eniaged in actual 
operation o f rai lways or light plants. 

Number of operating and lesser com-
panies . ........ .. ... . ... ....... . . 

Length of line (firs t main track) , miles 
Total length o f single track, miles .. .. 
Number of cars, total. .•........•. .. 

Passen ge r . . ............... .. . . . 
A ll other ............... . ... ... . 

N umber of power houses ........... . . . 
Steam and gas engines (including tur-

bines), n um ber . .. ... ....... ..... . 
Horse-power . . ... . ......... .... . 

Water wheels, number . ............. . 
Hor se-power .... ... ........ . . .. . 

Total kilowatt capacity of dynamos . . . . 
O utput of stations, t otal kw-hours ..• . 
Passengers carried, total ..... ... . ... . 

Fare ....... . ...... , , , , , , , • • • • • • 
Transfer ................ .. ... . . 
F ree ............ , , , , , , , , , • • • • • • 

1,236 
25,547 • I 9 
34,403.56 

83,641 
70,016 
13,625 

827 

2,55 2 
2,384,518 

228 
91,961 

1,727,030 
4,759,130,100 
9,533,080,766 
7,44 1,11 4,5 08 
1,995,6 58,101 

96,308, I 57 

P er cent 
of in

crease. 

987 
16,651.58 
22,576.99 

66, 784 
60,290 

6,494 
80 5 

2,35 1 
1,300,058 

160 
49,303 

898, 362 
2,26 1,484,39 7 
5,836,61 5, 296 
4,774,2 I I ,904 
1,062,:±03,392 

25.2 
53.4 
52 .4 
25.2 
16.1 

109. 8 
2.7 

8.5 
83.4 
42.5 
86.5 
92.2 

I 10,4 
63.3 
55.9 
87.8 

Total car mileage (passenger, express , 
freight, etc.) . . . . . . . . . . . . . . . . . . . . 1,618,343 ,584 r, 144,430,466 4 r. 4 

Con densed income account, operating companies. 
Earnings from operation .. ..... ...... $418,187,858 $247,553, 999 68.9 
Income from other sources ....... .... tr r ,556,396 2,950,628 291.7 

Gr.oss income . .. ~... . ........ ... 429,744,254 250 ,504,627 71.6 
Operating expen ses . . . . . . . . . . . . . . . . . 2 5 r ,309,252 142,312,597 76.6 
Net earnings (earnings less operating 

expenses) .................. .. ... . 
Gro ss income less operating expen ses . . 
Deductions from income (taxes and 

I 66,878,606 
I 78,435,002 

105,241,402 
I 08, I 92, 030 

fixed charges) . . . . . . . . . . . . . • . . . . . . 138,094,716 77,595,053 78.0 
Net incom e . . . . . . . . . . . . . . . .. . . . . . . . . 40,340,286 30,596,977 31,8 
Dividends (operating companies only) . 25,558,857 r 5,882,1 10 60.9 
S urplus .. .. . • .. .. .. .. .. .. .. .. .. .. .. 14,781,429 14, r 14,867 0.5 

Capitalizatio11 , operating and lessor compa,iies. 
Capital stock authorized, par value .... $2,508,054,336 $1,529,1 99,589 64.0 
Capital stock outstanding, par value... 2,09 7,708,856 1,31 5,572,960 59.5 
Dividends on stock.......... . . .. .. .. :3,589,399 33,039,171 62.2 
Bon ds authorized, par value. . . . .. . . . • 2,319,220,837 r ,34 1,42 9,7 27 72.9 
Bonds outst an ding, par value... ..... 1,677,063,240 992, 709, 139 68.9 
Interest on bonds.............. .. . .. 71,468,788 43, 578,96 1 64.0 
T ot al par value stock and bonds out-

stan ding:j: . . . • . . . . . . . . . . . .. . . . . . . . . 3,774,772,09('; 2,308,282 ,099 63.5 
Employees and wages, operating companies. 

Salaried employees, number. . . . . . . . . . . r r ,700 
Salaries . . . . . . . . . . . . . . . . . . . . . . . . $ 12,909,466 

\Vage-earn ers, average number. . . . . . . . 209,7 29 
W ages . . . . . . . . . . . . . . . . . . . . . . . . . $13 8,08 1,633 

7,128 64. 1 
$7,439,716 73.5 

133,641 56.9 
$80,770,449 71.0 

•Not reported separately. 
t includes $3,255,618 income fro m interest on bonds a n d dividends on 

stock of other electric rail ways. 
:j:lncludes permanent and other investments, s uch as securi ties of other 

elect ric railways, t reasury st ocks and bonds, gas plants, etc.: 1907, $388,-
394,092; 1902, $152,5 13,997. 

The final report fo r 1907 will contain an analysis of the 
above totals and present deta il statistics for other phases 
of the industry. 

T he fo llowing averages, based upon the figures given 
above, were also made public: 

Capi tal liability per mile of track . .... ... ....... , .. 
Average horse power per engine .... .. ..•. .......... 
Average horse-powe r per water wheel . ..•.. ......... 
K ilowatt capacity of en gines an d water wheels . ..... . 
Ki lowatt capacity of dynamos .. . ... •. .... ... .. ..... 
~ilowatt con sumption r.er car mile .. . . . ... ... ... ... . 
l•are passenge rs per mile of track ... .. .•.. ... ... .... 
Fare passen ge rs per car mile .. .. .. ....... . ... . , .. , , 
Income per ca r mile ...... . . . .. .. .. .............. . . 
Average yearly salary of officials .•.• ...•......... .. 
/ ,verage yearly wages of wage-earners .•....... . . ... . 

1907. 
$109,719 

934 
403 

I ,847,453 
J ,727,030 

2.94 
2 16,286 

4. 60 
25.8c. 

$ , ,103 
$658 

1902. 
$102,240 

353 
308 

1,006,623 
898,362 

1.97 
2 11,464 

4.17 
21.6c. 

$1,044 
$604 

MASSACHUSETTS STREET RAILWAY ASSOCIATION 
MEETING 

T he regula r monthly meeting of the Massachusetts St reet 
Rai lway Association was held a t Yo ung's H otel, Boston , 
on J an. 13. The speaker of the evening was Edward Hun
ger ford, of the Brooklyn Rapid T ransit Company, his sub
ject being, "The E nterta ining P roposition of Car rying on 
a Transportation Business at a Loss." M r. H ungerford 
discussed the Cleveland situa tion and said in part: 

Cleveland had been told that the millennium and the 
Municipal Traction form ed a tea m that trotted well in 
harness. Mayor J ohnson was the cha rioteer . T he Cleve
land E lectric Ra ilway Company had offe red as high as 
seven tickets for a quarter , but what was that? 

The Municipal T racti on on the day of its inauguration 
in A pril la st ca rried eve ry one free on its cars from mid
night unti l midnight. T he town became a deli rium of 
t raction joy. F ree r ides to-day, 3-cent rides to-morrow. 
Hurrah fo r Johnson! If he could only live to 150 and 
be Mayor of Cleveland all th at while th ere might be free 
bread, free rent, free clothing. W ho knew? 

'vVithin a month th e joy in Cleveland was less delirious, 
appreciably less. Some of the fo lk who had shouted the 
pzeans of J ohnson most joyously had the audacity to criti
cise the service given the running partner of the mi llen
nium. Certain newspapers a llowed that the cars had, been 
weeded out more than a little. T hose energetic preservers 
of the public weal- the boards of trade and the chambers 
of commerce-passed resolutions tha t might have sent cold 
chills down the backbone of any other operating man. 
Johnson only smiled his sententious smile. "Cleveland 
E lectric," he whispered, and straight way proceeded in an
other cut of schedules. 

You know ther e is nothing so potent in public opinion 
as the priva te com fo rt of the traveling passenger. T hese 
comforts, infinitely multiplied in la rge ci ties, go fa r toward 
making that intangible, a ll -powerful thing that we have 
learned to know as " public opinion." W hen J ohnson 's ad
herents had to hang on straps fo r the first ti me in their 
lives, when they h ad long waits a t st reet corner s fo r cars 
that seemingly never came, " public opinion" in Cleveland 
began slowly and surely to change. T he Mayor might ta lk 
himself black in the face. The U topia that he had prom
ised had apparently set in as an era of discomfort . Cleve
landites began asking one another: "What is Utopia? Does 
the dictionary give the correct meaning to millennium?" 

After all, as a street ra ilroad proposi tion, what else 
could Tom J ohnson do? When a fter all his t alkings he 
was confronted with a necessity for action there must have 
been only three paths open to him : 

In the first he could give Clevel and as good ser vice a s 
the old company had given it and at a 3-cent fare for a 
time. I say "for a time" because under the lease of the 
remarkable contract that he made with the Cleveland E lec
t ric upon taking over its property was a clause that pro
vided that in case the Municipal Traction- the J ohnson 
company- did not pay its rent promptly the property shoul d 
revert in 90 days to its owners for operation. It is this 
clause that has caused the recent upset in the joyous John
son program and indirectly the appointment of receivers by 
the United States courts for the Municipal Traction Com
pany. T hat was plainly an impossible pa th from the out
set. Johnson had no desire to run a t a loss, at least so 
great a loss as to cause the bonanza to slip from hi s fi ngers. 
T he firs t path was closed. 

T he second was also c1npasse. By it he could back down 
and admit the truth- the impossibility of profit in a 3-cent 
fa re-and continue to charge the same rates of fare as the 
old company. But Mayor Johnson has never relished a 
diet of his own words and he saw "failure" pla inly written 
at the head of that path . 

T he th ird was obviously the only course th at he might 
choose. H e could skimp in the operat ion of the line, cut its 
service and expenses and perhaps crawl along on th at basis. 
As to the efficacy of that pl an ask those Clevelandites who 
hung on straps for the fir st t ime in the history of th e town 
during the past year. J ohnson did not hesitate to cut out 
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whole routes and streets where traffic was still in a state 
of development. 

''I am not going to run lines that don't pay," was all 
that he would say. 

T hen came the strike. The Cleveland Electric had prom
ised its men a 2-cent-an-hour raise if it obtained a new 
franchise and the deal by which it secured a longer lease 
of life in Cleveland streets in consideration of its handing 
its property over to Johnson's Municipal Traction for oper
ation was considered a new franchise by the men. John
son did not see it that way. He refused the men's demands 
and Cleveland went through the unpleasantness of a bitterly 
fought street-car st rike for the first time in its history. 
Johnson blamed the entire business upon the Cleveland 
Electric. His sole regret was that there were no new 
forms of execration that he might heap upon "that crowd." 

Johnson handled that strike like any sin-filled private 
corporation might have handled it and won a partial vic
to ry. To accomplish that partial victory he had the entire 
police force and machinery of the city government at his 
right hand. After the strike was over it made a fine excuse 
for both poor se rvice and poor earnings for many months. 

But the strikers had their revenge, at least Johnson 
thinks that they did, and he admits that the Cleveland 
E lectric "crowd" was probably at the bottom of the busi
ness. They dug an initiative and referendum law out of 
the State statute books and Johnson might have said: 
"How sharper than a serpent's tooth is initiative and refer
endum." For it is a matter of actual fact that the Hon. 
Tom L. Johnson himself was largely responsible for the 
placing of that very statute upon the laws of Ohio. 

Some one-no one seems to know or is willing to tell 
what one- started the initiative and referendum against 
the whole Johnson program, Municipal Traction, new fran
chises, leases from the helpless Cleveland Electric and all. 
Tohnson raved and doubted the sincerity of the movement. 
The movement progressed despite that. Its progress was 
so certain that when the matter came to vote on Oct. 22 

last, despite the frantic efforts of Mayor Johnson, the 
Mayor's cause was voted down. It was the first time that 
he had ever been beaten in a Cleveland election. He took 
his medicine hard. The Johnson smile disappeared. In
st~ad there appeared a pathetic and truly characteristic 
philippic from the Mayor to the effect that he had sacri 
ficed his entire personal fortune to the cause of "the 
peepul." But even that coup d'etat did not receive the 
welcome from the galleries that Tom Johnson might have 
expected. Johnson days beyond a doubt were past days. 
T here is no king quite as dead as a dead king. 

----♦----
CHANGE IN MILK RATES IN MICHIGAN 

Prior to July 6, 1908, the Detroit United Railway car
ried milk at a flat rate of IO cents per can between any 
points within 25 miles of Detroit. This rate applied not 
only to milk, but to cream shipped for use in making butter 
and ice cream. After a careful consideration of the cost 
for handling milk and cream the Detroit United Railway 
adopted a new tariff, raising the rates and basing them on 
the mileage. 

In the judgment of the management of the road the in
crease in milk rates as compared with the rates charged by 
competitive steam lines was justified because of the com
parative excellence of the service. In collecting milk the 
electric cars made frequent stops fo r picking up a few 
cans and thereby saved the farmers teaming. Platforms 
and shelters were built for the protection of the milk in 
hot weather and the construction and maintenance of these 
platforms and shelters were an expense for the company. 
Other expenses in connection with operation, especially for 
labor, showed a tendency to increase gradually and the 
city of Detroit had demanded a tax of $1 per car per round 
trip for the privilege of permitting the express cars to be 
operated in artd out of the city. The longest haul for milk 
made by the electric railway was 60 miles as compared 

with a haul of 150 miles made by some of the steam lines. 
A careful consideration of these conditions see'med to 

justify the electric road in issuing a tariff calling for an 
increase in rates over the flat charge of 10 cents per can. 
Accordingly "Tariff No. 17" was issued making the rates 
as follows and classifying the shipments into milk and 
cream or butter fat: 

Milk. Cream or butter fat. 
In In 

In cents cents_Per In cents cenls_per 
per can earner per can earner 
ro gal. 100 lb. ro gal. 100 lb. 

Distance. or less. or less. or less. or lc:ss, 
r to 30 miles inclusive .............. 15 15 25 25 

31 to 60 miles inclusive .............. 20 20 35 35 
6r to 90 miles inclusive .............. 30 30 45 45 
91 miles and over ........ ............ 40 40 55 SS 

This tariff sheet stated that "under this tariff the rates 
named will apply on milk, cream or butter fat in patent 
cans said to contain IO gal. or less, or in bottles packed as 
carriers weighing not to exceed 100 lb. and will be the rates 
for one full can or carrier and the return empty. 

"Milk, cream or butter fat in cans or carriers will be 
carried only on regular tickets, which must be produced in 
advance and accompany the cans or carriers in all cases. 

"Cream or butter fat will be classified as such when it 
has been separated from milk by a separator or other proc
ess. The rates named on milk will also apply on skimmed 
milk or buttermilk." 

One reason why it was found advisable to vary the rates 
as between milk and cream or butter fat was that a 
tendency had been shown by claimants for losses to put in 
claims for the value of cream when milk only had been 
iost. The settlement of such claims caused considerable 
friction in arriving at proper damage amounts. 

The reasons stated for adopting a new tariff at slightly 
increased rates were understood by the patrons of the De
troit United Railway and no general complaint was made; 
but on Sept. 24, following an order of the Michigan Rail
road Commission, the electric railway company issued tariff 
No. 18 in which the charges were given as follows: 

Milk. Cream or butter fat. 
In In 

In cents cents per In cents cents per 
per can carrier per can carrier 
ro gal. roo lb. ro gal. 100 lb. 

Distance. . . or less. or less. or less. or less. 
r to 20 miles mclus1ve .......•..... • 10 ro 20 20 

21 to 30 miles !nclusjve ......... , .... 15 15 25 25 
31 to 60 miles mclusrve .......•....•. 20 20 35 35 
6 r to 90 miles inclusive .............. 30 30 40 40 
91 miles and over. .................... 40 40 50 50 

At the request of the commission these rates were to 
continue, unless prior to Jan. IO, 1909, complaint thereof 
should have been made to the commission, calling for a 
rehearing based on that complaint and showing that the 
rates were not satisfactory either to the shippers or the 
railroad company. The latter schedule of rates was adopted 
temporarily because the commission is treating this ques-

. tion of rates in a fair and impartial manner and because 
it is awaiting action on a similar subject by the Interstate 
Commerce Commission. As the Interstate commission has 
not issued its decision, the Michigan commission granted 
an extension of 30 days from Jan. IO. 

The Detroit United Railway Company d~d not approve 
this second tariff and so placed itself on record before the 
commission. It is stated that at an informal conference 
before the commission complainants had objected to the 
earlier rate charged by steam roads as too high and the 
defendants, the steam railroads, contended that the exist
ing rates were too low; therefore the commission made the 

, . •,· l 

arbitrary rates adopted and ordered them put into effect 
on both steam and electric lines so that a test might b'e 
given to determine what charges were necessary _in aH fq~if-
ness to both si<les. -' _,,,;•, 

' '"'' ') 
\ ll, 
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Construction News 
Construction News Notes are classified under each head

ing a lphabetica lly by States. 
An asterisk (*) indicates a project not previously 

reported. 
RECENT INCORPORATIONS 

Helena Street & Interurban Railroad, Helena, A rk.-This 
company has been incorporated for the purpose of estab
lishin g an electric s treet railway in Helena. Cap ita l stock, 
$25,000. Officers: J. W. Burks, president; Char les S. Henry, 
vice-president, and J. W . Vineyard, secretary and treasurer. 
[E. R. J., Dec. 12, '08.] 

*Eldorado Springs Railway, Denver, Col.-Thi s company 
has heen inco rp orated to construct an electric railway from 
the springs up the m oun tain sid e on the north. J n windin g 
backward and forward up the steep ascent an elevat ion of 

' several hundred feet wi ll be attained in going r ½ miles, the 
approximate length of the lin e. At the summit of the 
mountain th e company is establishing an amusement park. 
Incorpora tors: W. W. Seaver, C. W. Clark and Frank 
Hawley. 

*Mount Hope Traction Company, Chicago, 111.-This com
pany has been in corporated in Illinois to construct and oper
a tc stree t railways. Capital stock, $1,000. I ncorporat_ors: 
Samuel P. Parmly, Jr., T. Hood Little and Victor E. Lindie. 

*Dubuque, Illinois & W isconsin Interurban Railway, Du
buque, Ia.-Th is company ha s been chartered to construct 
a standard gage road from Dubuque, Ia .. to East Dulmquc, 
Ill.; Fairplay, Cuba City and Platt eville, Wis .. a distance of 
30 miles. The m otive power will be both st ea m and gas
olin e. Victor H. Stevens, president of the company, states 
that it is possible that construction will be co mmenced in 
July. The repair s hops will be erected at Dubuque. Capital 
stock authorized, $1,500,000. Officers-Victor H. Stevens, 
president; Dr. J. R. Gut herie, vice-president; S. M. Lang
staff, secretary; J . J. Nagle, treasurer, all of Dubuqu e. 

*Galesburg & Rock Island Traction Company, Rock 
Island, 111.-This company has been incorporated for the 
purpose of buildin g an electric road from Galesburg through 
the counties of Knox, Warren, Mercer and Rock Island 
to the city of Rock I sland. Headquarters, Rock Island. 
Capital stock, $10,000. Incorporators: Frank H. Clark. 
Springfield, Ohio ; Alfred C. McWhinne y and Robert P. 
McGeehan, Kansas City, Mo. : Earle H. Field, Monmouth, 
Ill.; R. V. Field, Galesburg, Ill., and E. Woodward, Warren 
Everett and J. Elli ott, Chicago. 

Kansas City, Olathe, Ottawa & Iola Railway, Topeka, 
Kan.-Thi s company has appli ed for a charter to build an 
electric rai lway from Kansa s City, Kan., south to Iola, a 
distance of IIS miles. Capital stock, $5,000,000. Incorpo
rators: J. D. Bowerstock. Lawrence: Rober·t A. Barr, Kan
sas City, Mo. ; Hugh A. Holmes, Kansas City, Kan.: W. S. 
Fallis , Garn et t ; C. H. Estabrook, Ottawa; J. P. Harris, 
Ottawa; Frank Hodges, Olathe; James 0. Rodgers, Iola; 
J. I. Wolfe, Burlington; W. M. Riger, Burlington. [E. R . 
J., D ec. 12, '08.] 

St. Louis, Creve Creur & Western Railway, Clayton, Mo. 
-This company has been incorporated for the purpose of 
building an electric railway from the city limits of St. Louis 
to Creve Cceur Lake. It is stated that construction will 
be star ted by March I. Three years ago a franchise was 
gran t ed to a company known as the St. Louis, Fern Ridge 
& Western Railway to use th e same route. Several of the 
stockholders in the old company are stockh olders in the 
new one, which is practically a reorganization of the old 
company. The old franchise will be transferred to the new 
company. The company will have 14 miles of double track. 
Capital stock, $140,000. 

Goldsboro ( N. C.) Traction Company.-This company ha s 
been chartered in North Carolina to construct and operat e 
an electric stree t rail way in and around Gold_sboro to th_e 
limit of 50 mil es in any direct;on out of the city. There 1s 
already about one mile of the track ready, and th e purpose 
is t o h ave about 2½ miles in operation out to a park h y 
Jun e I. Capital stock authorized. $150,000: issued, $4_:i,ooo. 
Incorporators: A. T. Oliver, J . H. Trent, S. L. Blackburn 
and J. S. Oliver. [E. R. J. , Sept. 26, '08.] 

*Fulton Chain & Beaver River Railroad, Buffalo, N. Y.
This company has been in corp orated to operate a road in 
Herkimer county by steam or elect ri c power, !) miles long, 
from Fulton Chain, on t he Mohawk & Malone Railway, to 
Otter Lake. Capital stock. $90,000. Directors: Lyon De 
Camp, Fulton Chain: W. L. Marcy. H. W. Sprague and 
W , M. Wheeler, Buffa)n, and R . J. Gaffney, Bradford, Pa. 

*Columbia Railway, Light & Power Company, Portland, 
Ore.-This company ha s recently been incorporated in 

Oregon with a capita l stock of $50,000. Incorporators: 
Goodwin A. Young, Ray W. Lang and N. A. Perry. 

FRANCHISES 
*Mesa, Ariz.-Application has been made to the Town 

Counc il by Dr. A. J. Chandler for a franchise to build and 
operate a street railway on Th1 ain and MacDonald Streets. 

Sandpoint, Idaho.-The City Council has granted to A. 
Fi lson, F. M. ThJ olyneaux, J. F. McBride, J. M. Prater, J. B. 
Southmayd and H. C. Olney a so-year franchise for a 
st reet railway in Sandpoint. The railway must be in opera
tion by D ec. r, 1909, otherwise the promoters forfeit a 
$5,000 bond. [E. R. J., Jun e 6, '08.] 

Chicago, 111.-Thc City Council has passed an ordinance 
authorizing th e Ca lumet & South Chicago Railway to build 
an extension in South Chicago Avenue, between Vincennes 
Avenue and South Park Avenue ; also an ordinance permit
ting the company to build a single lin e of track on r 15th 
Street from Mic higan Avenue to Halsted Street. 

Chicago, 111.-The loca l transportation committee of the 
Chicago City Council has recommended the ordinance of the 
Kensington & Eastern Railroad. This road is an 8-mile con
nec ti on between the Il linois Central Railroad at Pullman 
and the Chicago, Lake Shore & South Bend Railway at 
Hammond, Ind. It will be electrically equ ipp ed and not 
on ly wi ll furnish an outlet into Chicago for the Chicago, 
Lake Shore & South Bend cars, but will give the Illinoi s 
C:entra l an entrance to the Gary manufacturin g district. 
The franchise recommended is for 20 years and the com
mittee decided that the new road could n ot place more than 
six tracks across a street and also ,must pay as compensa
tion at the switch-track rate of $1 a foot for 50 ft. and 50 
cents a foot for the remainder. It is stated that this com
pensation will not amount to more than $3,000 a year. 

Paxton, 111.-The City Counc il has granted th e Chicago, 
Kankakee & Champaign Electric Rai lway a franchise t o 
operate a line on Railroad Avenue. The road, when com
pleted, will be 75 miles in length and wi ll extend from Kan
kakee to Champaign. 

Bluffton, Ind.-Elcctions ha ve been ordered by the Com
missione rs of Wells and Adams Counties to be held in four 
townsh ips Feb. 8, for subsidies amounting to $34,000, asked 
by the Bluffton, Berne & Celin a Tract ion Company. Fran
chi ses have bee n granted in Celina, O hio, the eastern ter
minal, and at Berne, the midway point. The survey ha s 
been completed and t he right of way has been taken for 
three-fourths of t he mileage. [E. R. J., Jan. 2, '09.] 

Jackson, Miss.-The applicati on of R. L. Bradley, R. V. 
Powers and W. Q. Cole fo r a franchise for a belt line in 
J ackson has be en rejected by t he Board of A ldermen . [E. 
R. J ., Dec. 26, '08.] 

Clinton, Mo.-Application has been made to the City 
Council by th e Western Missouri Interurban Rai lway for 
a franchise to build an electric railway t h rough Clint on. 
The lin e is projected from Odessa through Warr ensburg 
and Gr eenfield to Clinton, a distance of 75 mil es. George 
S. Ha lliday, Clin ton, pres ident. 

*Kansas City, Mo.-J ames A. Stewart ha s applied to th e 
Board of Commissioners of Wyandotte County for a fran 
c hi se for a lin e to start at Graystone Avenue, at t he State 
line, and follow the crest of the hill south of the Kaw 
River and the Junction cemetery. The distance is 4 mile s. 

New York, N. Y.-The Appellate Division of t he Su
preme Court has granted th e app lic ation of th e Public 
Service Commi ssion for an ex t ension of time until Oct. 15. 
1911, to begin work on the Broadway-Lafayette Avenue 
subway. Under the previous ruling it would have been 
necessary to begin work before Jan . 25 to make valid the 
conse nt for t he con struction of t he loop. 

Ottawa, Ont.-The Toronto, N iagara & Western Railway 
will app ly at the next session of the Canadian Parliament 
for an extens ion of time to build lines between Toronto 
and Niagara Falls, T oronto and Windsor and St. Catharines 
and Port Colborne, and for power to increase the bond 
issu e. The line between Toronto and Niagara Falls will 
fo llow the route of the present power transmission lin e 
between th ese cities. 

Astoria, Ore.-A franchi se has been granted by the 
County Council to the Oregon Coast Railway to use the 
bridges across Youngs Bay and th e Lewis and Clark River 
in th e construction of its electric railroad to Seaside. [E. 
R. J. , Oct. ro, '08.] 

Honesdale, Pa.-Th e City Council ha s granted the Lacka 
waxe n Vall ey Railway a 71-year franchise for a street rail
way in Honesdale. Th e Lackawaxen Valley Railway is the 
successor to the Honesdale & Hawley Railway, which was 
formed for t he purpose of constructing an electric railway 
from Seeleyvilte to Hawley, a distance of 1 r.5 miles, 
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Lansdowne, Pa.-The Sharon Hill -& Upper Darby Street 
Ra ilway, which is a subsidiary company of the Interstate 
Railways Company, has made applications before the Bor
ough Councils of Alden and Lansdowne boroughs for a 
franchise granting a double-track right of way from the 
Chester pike and Clifton Avenue, Sharon Hill, through the 
boroughs of Sharon Hill, Collingdale, Alden, Lansdowne 
and th e t ownship of Upper Darby to a terminus at Sixty
ninth Stree t, Philadelphia. The construction of this road 
will m ean a through and direct lin e from Sixty-ninth Street 
to Wilmington, D el., as the connections will be made with 
the Chester Traction Company at Sharon Hill. 

Meyersdale, Pa.-A franchi se has been granted by th e 
Council of the borough of Garrett to the Pennsylvania & 
Maryland Street Rai lway which permits the company to 
use three street s in the town and thus continu e th e lin e to 
Berlin. The company ha s a line in operat ion fr om Sali s
bury, through Mey er sdale to Garrett. 

Georgetown, S. C.-The City Council has granted H . C. 
Case, president of the George town E lectric Company, a 
franchis e t o build a st ree t railway in Georgetown. It is 
said tha t Mr. Cas e will take up the con structi on of the 
road during thi s year. [ E . R . J., Aug. rs, '08.] 

*San Marcos, Tex.-F. F. Beck, Buffalo, N. Y., represent
ing an Eastern syndicate which co nt emplates bui lding an 
interurban line from Austin t o San Antonio , has applied t o 
the City Council fo r a franchi se over one of the through 
streets runnin g eas t and west fo r the purp ose of rnnnin g 
their lin e through the city. The company agrees t o con
struct a belt lin e in the city if th e prop er fran chi se is g iven, 
als o t o er ec t its p ower pl ant in San Marcos if a suitab le 
site is don at ed. 

*Wichita Falls, Tex.-Edgar Scurry, Henry Sayl es and 
N. Hender son are r eported t o have a sked th e City Coun cil 
for a 50-year fr anchise to build and oper a te an elec tri c stree t 
railway in Wichita F a lls . 

TRACK AND ROADWAY 
Bentonville, Ark.-Th e citizens of Bentonville in a mas s 

meet ing on Jan. 7 instructed th e committee of five , of which 
Mayor A. W. Morris is chairman, t o close a contract with 
the W estern Surety & Investment Company, Minneapolis, 
Minn., to build an electric ra ilway from Joplin, Mo. , to 
Ben ton ville, th en t o Gen try, T arrytown, Springdale and 
back t o Bentonville. The w ork upon the new railway is to 
begin immediately aft er the contract is signed, and the 
W estern Surety & Inves tment Company is guaranteed an 
appropriation of $55,000 by citi zens here as soon a s the lin e 
is completed. 

Pacific Electric Company, Los Angeles, Cal.-This com
pany has b egun the construction of a new line around the 
bay from Wilmington to conn ect with the tracks of the 
Inter-Urban Railroad at the n orth city limits of San P edro. 
T he w ork is being don e und er a fr anchise granted som e time 
ago by the city of Wilmin gt on. The line will be about 
3 mil es in length. 

Ocean Shore Railway, San Francisco, Cal.-Thi s com
pany has laid 28 miles of new track during the past year. 
Twenty miles w ere built southerly from San Pedro t errace, 
and 1.5 miles north of Folger at the Santa Cruz end. About 
26 miles of road remain to be completed before re aching 
Santa Cruz. Of this di stance there are 6.5 miles already 
g raded, and of the balance there are 2.5 miles of heavy 
b luff w ork, 1.5 miles of easy bluff work, and 16 mil es of light 
work over level g round. The company plans t o have the 
lin e t o Santa Cruz in operation within th e ne xt four m onths. 

Connecticut Company, Hartford, Conn.-This company 
has completed the constructi on of an ext ensi on from Gris
woldsville to R ocky Hill, a distance of 2½ miles . It is 
th e intention of the company to extend this new line t o 
Middletown . 

Lebanon (Conn.) Street Railway.- L. E . L in rmo re, 
president of this company, writes that th e direc tors h:1ve 
n ot yet dec ided when con struction will be g in on the pro
jected road, which is t o extend from Yantic t o South Man
chest er. By the construction of thi s link Hartford and 
Norwich will be practically connected by electric railway 
lines. The length of the road will be 28 miles. The over
head trolley system will be install ed. Capital stock, author
ized, $800,000. L. P. Smith, Lebanon. secretary and treas
urer. [S. R. J., Jan. 26, 07.] 

People's Traction Company, Galesburg, 111.-At a meeting 
of the directors of this company, the authority of the board 
was given for proceeding immediately with the extension 
of the line from Galesburg to Galva. It is said that imme
diate steps will be taken toward securing the right-of-way 
and necessary franchises. The line will be 24 miles long. 

Central Railway Company of Iowa, Clinton, Ia.-The 
Electri c R ailway Journal is adyis~c! that this company ex-

pects to begin the construction of its projected standard 
gage interurban line in May. The road will connect the fol
lowing cities: Clinton, Elvira, Bryant, Goose Lake, Char
lotte, Delmar, Maquoketa, Hurstville, Dugan, Garry Owen, 
Cascade, R ockdale and Dubuque. The system will be 83 
miles in length and will be operated by electricity, both 
catenary co n st ruction and third rail being used. Officers: 
Thos. J. W ilc ox, Clinton, president and general manager; 
L. E. Wiley, Chicago, Ill., vice-pre sident; D. L. Wilcox, 
Clinton, secretary; M. A. Wilcox, Clinton, treasurer. 

Davenport, Maquoketa & Dubuque Railway, Maquoketa, 
Ia.-0. M. McCaffr ey, Maquoketa, writes it is the plan of 
this company to begin w ork on its projected interurban line 
this Spring. It will be 90 miles in leng th and will connect 
Davenport, Eldridge, Elwood, Grand Mound, Maquoketa, 
Andrew, La Motte and Dubuque. The motive power will be 
electricity and it is intended to install cat enary construction. 
The power station and repair shops will be located in 
Maquoketa. Powe r for va ri ous purposes will be furnished 
to towns along the ·route. [S. R. J. , Nov. 2, '07.] 

Paris & Mt. Sterling Railway, Mt. Sterling, Ky.-The 
Electr ic Railway J ournal is advised that this company will 
not be ready for some t ime to begin conslruction on its 
proposed railway, which is to be estab lished between Mt. 
Sterling, No rth :Middletown and P a ri s. T he lin e will be 
standard gage and will be 23 miles in length. Capital st ock, 
authorized, $roo,ooo. Office rs: J ohn T. Collins, North Mid
dl etown, president; R. J. Neeley, Pari s, vice-p re sident; H . C. 
McKe e, Mt. Sterling, secret ary ; Robert Talb ott, Paris, treas
urer. 

Oakland, Swallow Falls & Uniontown Electric Railway, 
Oakland, Md.-This company has located and surveyed 
the r oute fo r its projected railway. It will be a double 
track, ~tandard gage electric road, from Oakland, Md., 
to Uni ontown, Pa., with a single track, lat eral branch from 
Swallow Falls down the river about two miles, to the hydro
electric plant, a lso a single track, lateral branch, from 
Cranesville, on the main line, to Kingwood, W. Va. The 
ro ad will be about 50 miles in length. A hydro-electric 
power plant will be erected at a poin t about 6 miles north 
of Oakland. It has not yet been decided when construction 
will begin. Power will be furni shed both for lighting 
and heating. Capital stock, authorized, $150,000. Officers: 
A. G. Sturgiss, president; Truman West, vice-president; 
Bowie Johnson, secre tary ; James D. Hamill, treasurer; H. 
P. T asker, general manager, all of O akland; J. B. Hogg, 
Connellsville, Pa., chief engineer. [E. R. J. , July 18, '08.] 

Springfield, Mass.-Col. Stanhope E. Blunt, commandant 
a t th e Un ited States armory, Springfield, has asked for an 
appropriation from Congress with w hich to build an elec
t ric r ailway for freight purposes. At present trucking 
fo rms a large item in the cost of manufacture, and to reduce 
thi s a line connectin g the water shops plant with the 
arm ory. and also connectin g both with the Wilbraham 
road fre igh t station, is desired. · 

Mexico (Mex.) Tramways.-The secretary of communi
cati on s has just approved the plans of this company for the 
elec tri fi ca ti on of its Pefion line, which at the present time 
is being operated by mule cars. The line begins at the 
Zocalo and extends as far as the mineral spr ings and baths 
at Pefion. 

Kansas City & Kansas Southwestern Railroad, Kansas 
City, Mo.-A mortgage for $12,000,000 has been filed in 
Kansas City, Kan ., by W. Laming, Tonganoxie, Kan., presi
dent of the Kansas City & Kansas Southwestern Railroad 
in favor of the Carnegie Trust Company, of New York 
City. It is to provide funds for the construction of electric 
railways between Kansas City and ~ol?eka, by way ?f 
Tonganoxie and Lawrence, and the bmldmg of an electric 
railway from Lawrence to Independence, Kan. [S. R. J., 
March 28, '08.] 

Nebraska Traction & Power Company, Omaha, Neb.
The General Ccnstruction Company, W. D. Crist, manager, 
Omaha, Neb., is bu:!riing a IO-mile cate~ary line ~ron:i South 
Omaha toward L inco!11, Neb. Matenal for this lme has 
been purchased from t11 ° Ohio Brass Company. On the 
completion of the road t!ie cars of th e new line from 
Lincoln to Omaha will enter Omaha over the tracks of the 
Omaha & Council Bluffs Stre'!t Railway. [E. R. J., Dec. 
5, '08.] 

Moncton N. B.-It is stated that the municipality of 
Moncton _;ill apply at the coming legislature for power to 
construct and operate an electric r,ailway in th_e city of 
Thfoncton and in the parishes of Monct!n and Shed1ac. John 
S. McGee, City Clerk. 

Atlantic City & Suburban R~ilway, tlanti_c Cit:y, N. J.
Announc ement is made that this compl:!:f y will build a new 
$250,000 bridge over Great Ei:;g Har or B~y, _extend_ing 
from Somers Point to Ocean City and 1 endenng 1t possible 
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to ca rry passengers fr nm F lorida Avenue a nd the Board
wa lk or Abs econ to O cean City. I t is sa id tha t a co nt rac t 
wi ll be awarded as soon as p lans and spec ifica ti ons can be 
drawn and accepted by the Cape May au th oriti es. 

New Yo rk, N . Y.-T he Public Service Commiss ion of t he 
Second District has di smissed the app licat ion of th e New 
York, New Haven & H artfo r d Ra il road and t he Harl em & 
Port Ches te r R ailroad for the consen t of t he commi ssion 
to change its m otive power on t he Harlem & Port Ches ter 
Railroad fr om stea m to electric ity. T he app lication is di s
missed on t he ground that th e compa nies a r e auth orized 
to make su ch change without the consent or approval of the 
commission. 

Oneonta, Charlotte Valley & Cobleskill Railroad, Char
lottesville, N. Y.-C. G. Payne w rites t hat t hi s company has 
no t as yet completely financ ed its road. The promoters w ish 
to communicate with partie s w ho would be wi lling 1'o tak~ 
the project in hand and finan ce it. The rou te as decided 
upon wi ll t ouch the fo ll owing cities: Oneonta, Davenpo rt, 
South vV orces ter, Charlottevill e, Summit, R ichmondvill e, 
Cobleskill and seve ra l small er towns. Officers: C. G. Payne, 
Charl ott evill e, pres ident and gen era l manager; C. G. Mal
lette, Cobleskill , vic e-president; F. W. O lmstead, South 
Worcester, secr eta ry ; B. W . Hoye, Oneonta, treasurer. 

Rochester, Corning & Elmira Traction Company, 
Rochester, N . Y.- Announ ce m ent is made that this com
pany will commence t he cons tru ct ion of the fi r st secti on of 
it s proposed line betw een Roch ester and Conesus Lake on 
Ap ril I. The w ork will be done by t he South ern Construc 
tion Company. It is p lanned to start t he work at two 
point s, Avon and Rush, wit_h gangs working north and 
south and with a gang workmg sou th from Rocheste r. It 
is hoped to have the main line pas t Dansville and the s tub 
fro m D ansvi lle to Hornell completed in 1910. With the 
completion of the fir s t section, work is to be begun on th e 
second section, fr om Conesus L ake to Dansvill e. O n the 
south end of Conesus Lake will be built the power plant, 
car house and a fi r eproof repair sh op covering an area 
of 200 ft. x 250 ft. , and a two-story office building for head
quarters of the company on a site 50 ft. x So ft. T h e pov.:e r 
plant is to contain three generating units of 1500 kw with 
provision for the installa tion of a fourth unit. Office rs : 
J ohn Hofman, Rochester, president ; Samuel B. William s, 
Roch es ter , treasurer; Louis H . Whit ebeck, secreta ry. l E. 
R. J ., D ec. 12, '08.] 

Burgrahaw Interurban Company, Burlington, N . C.-It is 
ann oun ced that t his company has awarded th e general con
tract for building its line to th e In te ru rban Compan y, 25 
Broad Stree t N ew York. Th e lin e w ill connect Burlington , 
Graham a nd ' Haw River. and will be eight m iles in length . 
J am es W . :i\Iurray, p resident. [ E. R. J ., Nov. 28, '08.] 

Toledo & Michigan Electric Railway, Toledo, _Ohio.-The 
E lectric R ail way J ournal is info rnied th a_t t hi s company 
has g raded its line fo r a distance of 32 m iles. A numb~r 
of concr ete culverts and b ridge ab utme nt s have been built 
and 14 mil es o f fenc e have been put in place. T he road has 
not ye t been completely finan ce d. It will be 60 mil es in 
length, ext ending from Adri an t hr?ugh Cl_ayton, H udson, 
P it tsford. Osseo. Hill sdale, J an esvill e, Q umcy and Cold
water. 1'he mot ive power will be elec tricity. The comp any 
expects to furnis h power for lightin &". Capita l stock, author
ized $1 500 ooo. Bonds have b ee n issued t o th e amount of 
$1,5~0,o~o. 'Headquart ers, 244 O hio Building, Toledo. Offi
cers : Peter P. Duket, T oledo, p r esid ent a11d genera l man
age r ; L. E. Goodrich, H ill sdale, vice-presiden~; J . W. Hel
lem, Adrian, secretary ; D r. C. H. Lards, Adn an, treasurer. 

Morrisburg Electric Railway, Morewood, Ont.-C. M. 
W illa rd writ es that this company has plan s under con
sid era tion for becrinn ing construct ion on its projecte d line 
this sp r ing. T h e"' majority of the right-of-way. has . been se
cured. T he road will be standard gage, 70 m iles m length 
and will extend fro m Morrisburg to Ott awa, th rough _th e 
fo ll owing cities : Williamsburg, W inchester , Ches t ervill e, 
Morewood, Orwan, Kenmore and Metcalf_. T he ove rhead 
troll ey sys t em will be installed on t_he lme._ The power 
plant and repair shops will be erected m Mornsburg. Head
quarte r s, Box 45, Morewood. Capital s tock,. auth orized, 
$1,000,000 ; issued, $200?000. Bon_ds, autho rized, $800,
ooo. Officers: C. M. Willa rd, president and general m an
ager ; W. M. Louchridge, vice~pr esident; Brad fo rd L ouch
ridge, secretary; J . H. L ouchndge, t r easurer,. a ll of More
wood · Rob ert Merkley, Williamsburg, supermtendent ; G. 
Brow~, Morrisburg, chief engineer. [E. R. J ., June 20, '08.] 

Windsor Tunnel & Lake Erie Company, Windsor, Ont.
George Bou teiller, ~alkerville, <;)nt., w rites that th~s com 
pany expect s to begm construction _about July o~ its pro
posed railway, which is t o connec t Wmdsor , Sandwich. Wes t 
Vereker, N ew Canaan. Mc Gregor , ~ ur nn and O~ley. F r<?m 
26 to 30 mi les of s tandard gage sm g le t rack will be built . 

1\ t th e present time the company is at work securing fran
chises and will shortly apply for a charter. Officers: R. A. 
Bail ey, Detroit , Mich., president; Dr. J. A. Smith, Windsor, 
vice-president; J. G. L eggatt, Lain g Block, Windsor; Wal
ter Boug, \A/i11ds o r, treasurer. [E. R. J., Oct. 31, '08.] 

Belleville & Reedvi ll e Railroad, Belleville, Pa.-F. W. 
\,Varner wri tes that it ha s not yet been definitely decided 
when con st ruction will be commenced on thi s standud 
gage line, w h ich is to connect Bellevi ll e and Reedsville, a 
di stance of n early 9 mil es. It is probable that the com
pa ny will estab li sh a pa rk along the line. Capital stock, 
auth ori zed, $ 100,000. Officers: L. 1\1. Yoder, Belleville, 
p res ide nt; S. 1\1. Patterson, Avondale, vice-president; F. W. 
Wa rn er, Bell evi ll e, sec retary and treasurer. [E. R. J., Aug. 
I 5,. '08.] 

Lehigh Valley T ransit Company, Allentown, Pa.-R. P. 
Stevens, president of this company, writes t hat 5 mi les of 
city track extensions will be built this spring. The com
pany, t ogether with the county, will also construct a $125,000 
c nncrete bridge. 

P ittsburg & Westmoreland R ailway, P ittsburg, Pa.-At a 
meeting of the stockholders of t his company it was de
cided to construct a new line from Herminie to West 
Newton. T he contract is to be let in a few weeks. It was 
a lso decided to take over the rights-of-way of the Donora
E ldo ra Street Rai lway, which was organized for the pur
pose of building a line betw ee n Donora and Eldora. [E. R. 
J ., D ec. 26, '08. ] 

Galveston & Houston Traction Company, Galveston, Tex. 
-Thi s company and five steam rai lroads have signed a join t 
contrac t t o build a causeway connecting Galveston Is land 
with the mainland. T he causeway will be 2 mi les long, 
across Galves ton Bay, and about half will be bui lt of con
c rete, t o cos t n early $2,000,000. It wi ll have fo_ur rai lroad 
tracks, a wide wagonway and foot passage. It ts expected 
that the const ruction of t his road will be commenced simul 
tan eously wi th the building of the causeway. The line wi ll 
connect Ga lveston and Houston, a distance of abou t 50 
miles. 

Texas Union Traction Company, Clarksville, Texas .-\V. 
B. R oll in s, Beals Building, Kansas City, Mo., advises that 
t hi s com pnay has a charter to construct a number of 
elect ri c ra ilways in Texas, among w hich are the fo ll ow
ing: From Paris to Ennis, a distance of 124 miles; from 
Texa rkana to Sherman, 154 m il es; from Texa rka na to Fort 
\ Vorth. 215 miles; fro m Paris to Cleburne, 155 mi les. It also 
has the right t o build extensions fro m any city alo ng any 
of t he proposed lines in to the country, a d istance of 20 
miles from the main line. It is the intention of the compa ny 
to build one of th ese spurs first; t his proposed spur is to ex
tend from P aris t h rough Deport to some ot her sma ll town 
in that vicinity. Officer s: C. P. Moore. Longfellow, presi
dent; A. A. St. J ohn, vice-pres ident; J oh n T. Upc hurch, 
Cla rksvill e, secre t ary and treasurer. 

Spokane & Inland Empire Railroad, Spokane, Wash.- It 
is stated that thi s comp any is p lanning t o ext end it s lin es 
fro m Colfax to Pullman, a distance of about 12 mil es. 

SHO PS AND BUILDINGS 
Spri~gfield (Vt .) E lectric. Railway.-T hi s c<?mpa ny is 

bui lding a n ew car house, with cem ent foun dat10ns. The 
contract for th e er ection of th e building has been awarded 
to Crosby & Parker. The comp any's old car hou se and 
work shop, togeth er w ith five cars, were destroyed by fi re 
on Oct. 18, 1908. 

POWER H OU SES AND SUBSTATIONS 
Illinois Traction System, Champ aign, 111.-:-A new sub 

stati on to contain one 300-kw r otary and havm g accommo
da ti ons for freight and passen gers is be ing built by t his 
comp any a t Clinton, Ill. 

Springfield (Ill.) Consolidated R~ilway.- T hfS comp:1ny is 
planning t o enl ar ge it s power sta~10n by th e ms ta ll at10~ o f 
a 1,500-kw. unit . t he type of which has not been decided 
upon. 

E vansville ( Ind.) R ailways.-This company exp~cts to 
ourchase a 500-kw. turbine, w ith exciter set, and will also 
in sta ll one rota ry convert er substation outfit. 

Terre Haute, Indianapolis & Eastern Traction Company, 
T erre Haute, lnd.-It is sta ted that this cornpa1;y has plans 
under consideratio n fo r enlarging its power stat10n at Terre 
Taute. The com pany expect s to install a 3000 kw. turbine 
together with four-addi t ional boi lers, two large brick stacks 
and coa l and ash handling apparatus for the entire plant. 

Hagerstown (Md.) Railway.- This company expects to 
install a 150 or 200-kw. 550-volt belted generator. T he 
company will con side r th e use of a good second-hand ma
chine with out a switc hboard. 
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Manufactures & Supplies 
ROLLING STOCK 

Murphysboro Street Railway, Murphysboro, Ill., is in th e 
market for two elect ric mo tor cars. 

P hiladelphia, Coatesville & Lancaster Passenger Railway, 
Parkesbu rg, Pa., w ill soon be in the m arket for new cars. 

Southwestern Interurban Railway, Arkansas City, Ark., 
has ordered two int erurban cars fr om the American Car 
Company, St. Louis. 

Indianapolis Traction & Terminal Company, Indianapolis, 
Ind., has ordered 10 open and 44 closed cars from the Cin
c inna ti Car Company. 

O ttawa Electri c Railway Company, Ottawa, Ont., has 
ordered 12 sem i-convertib le, single-truck car s, with 21-ft. 
bodies and pay-as-you-enter platforms. 

British Columbia Electric Railway, Vancouver, B. C., is 
building r8 n ew cars which will have pay-as-you-enter 
platforms at its shops in Vancouver, B. C. 

Gulf, Brownwood & Cisco Railway Company, Fort 
W orth, Tex., expects to install gasoline m otor cars for th e 
opera tio n of th e 20 miles of road outside of Brownwood 
which has been completed. 

Third Avenue Railroad, New York City , has awarded th e 
con tract fo r air brakes for it s 200 new pay-as-you-enter 
ca rs to th e Alli s-Chalmers Company. Thi s concern will 
furni sh both th e compressors and the brakes. 

Missouri & Kansas Interurban Railway, Kansas City, 
Mo., has been planning the purchase of two interurban cars. 
It is understood the o rder for these equipments will b e 
plac ed through th e Arnold Company, Chicago, 111. 

Halifax Electric T ramway Company, H alifax, N . S., h as 
ordered from the Ottawa Car Company two semi-con
ver tible, single-truck cars. These cars are similar to tho se 
already in service and have 21-ft. bodies, but w ill have pay
as-you-enter platforms. 

I ll inois Traction System, Peoria, Ill., has ordered 25 box 
cars of 80,000-lb. capacity fro m th e American Car & Foun
dry Com pany, St. Loui s, Mo. These equipm ent s a re to 
have lon g side bearings, w hich w ill allow the install ation of 
Bos bury radial draw-bars. 

M ich igan United Railways, Lansing, M ich ., has recently 
purcha sed six se ts of trucks from the Baldwin Locomotive 
Comp any, 14 motor equipm ents from the General E lectric 
Comp any and 200 high-backed seats from Hale & K ilburn 
Manufac turing Company, Philadelphia. 

A tlantic City & Suburban Traction Company, Pleasant
ville , N . J., will b e in th e market soon for five n ew semi
convertibl e cars. These cars w ill be 40 ft. long and wi ll 
probably be ordered from T he J. G. Brill Company. The 
company also co nt emplates installing National movable 
advertising devic es in 15 cars. 

TRADE NO TE S 
Franklin Railway Supply Company, Franklin, Pa., has 

moved its ge nera l office s to 30 Chur ch Street, New Y ork. 
Avery P. Eckert has opened offices at 50 Chu rc h Street. 

New York, w here he wi ll conduct a gen eral ra ilway and 
electrical supply business. · 

Oliver Electric Company, Birmingham, Ala., announces 
t hat W. J. Cam eron, Jr., former ly sec r etary and treasurer 
of the McClary-J emi son Machine Comp any, has become 
sales m anager for the O li ver company. 

Mrs. Francis A. W. McIntosh, who was former ly adver
ti sin g manager of the Buffalo Forge Company, has op ened 
an office at 103 Anderson P lace, Buffalo, N. Y ., where sh e 
wi ll be prepared to furni sh adve rtising copy of every sor t. 

MacArthur Br others Company, N ew York, has just closed 
a contract with the Eastern Colorado Power Company for 
t he con struction of the Barker reservoir dam, n ear Boulder, 
Col. The dam is located across l'diddle Boulder Cr eek at a 
point about 17 miles west of B oulder. 

R. W. Marshall & Company, N ew York, announces that 
Thomas Bibber has recently been engaged to represent this 
company in the New England States. Mr. Bibber, being a 
native of New England and having been engaged in th e 
electrical supply business for th e past 15 years, has a wide 
circle of acquaintances and friends not only in New England 
but in all parts of the country. 

Albert Smithnight, secretary and treasurer of the Elec
tric Railway Improvement Company, Cleveland, died Jan. 
rr. While Mr. Smithnight has not been in his usual health 
for some time, his death occurred sudden ly after a short 
illnes s. He had h een assbciated w ith the Electric Railway 

l mpro ve m ent Company sinc e its organization an d had 
made a large numb er of warm friends in t he electri c rail
way business. 

Ohio Brass Company, Mansfield, Ohio, calls a t tention to a 
typographical er ror in its bulletin for January in an article 
ent it led "The Interurban Coupler Problem." Referring to 
a statement made in th e report of the Standardization Com
mittee of t he American Stree t & Interurban R ailway Asso
cia ti on the article said: "This statement seem s to be the 
natural resu lt of an investigati on directed by an interested 
party. This should have r ead "any interested party." 

H . W . J ohns-Manville Company, New York, h as r ecently 
placed on the market a new product known as H -O pipe
j oint cement. This cement is put up in powder form and 
can be kept in stock indefinitely, as it is claimed that it 
does not dry out or deteriorate. The cement is mixed with 
either water or linseed oil, making it ready fo r use. The 
chemical properties of H-O cement are such t ha t it expands 
after the joint is made up, t hereby making a tig ht j oint. 

Wagner Electric Manufacturing Company, St. Louis, Mo., 
has p laced on the market a por tab le polyp hase wattmet er 
~ hic_h g ives in a single indication the tota l power c on sumed 
111 s111gle-phase, two-phase:; or three-p hase c ircuits. T his 
instrument has the sam e accuracy on an unbalanced as on 
a ba lanced circuit. The Wagner line of switchboard and 
po rt able instruments a lso inc ludes ammeter s voltmeters 
p@wer-fac tor indicators, frequency meters, ' wattmeters: 
g round detectors, a!1d synchronism indicators, toge ther with 
current and poten!1al transformers for a ll capaciti es, volt
ages and frequenci es and any characte r of service. 

I ndep endent Pneumatic Tool Company, Chicago, Ill., an
nounces t~at a~ the annual me eting, he ld in J e r sey City, 
th e fo llowmg d1rectors were chosen: James B. Brady, W. 
0. J acquette, John P. Hopkins, M. S. Rosenwald, James J. 
.McCa rthy, S. Florsheim, John M. Glenn, Joh n D. Hurley, 
J ohn . R. T_urn er. At the ~nnual m eeting of the directors, 
held 111 Chicago, the followmg officers were elected: James 
B. Brady, presid ent; W. 0. Jacquette, first vice-president · 
J ohn D. Hurley, second vice-president; A. B. Holmes, sec~ 
reta ry and treasurer. The annual report shows that the 
company is in exce llent financia l condition, and that during 
the quarter ended Dec. 31, 1908, 40 per cen t mo r e business 
was transacted than during the corresponding p eriod of 
r907. 

National Car Wheel Company, Pittsburg, Pa.-A t the 
mee ting of the board of directors of th e National Car Wheel 
Company, held in Pitt_sburg Jan. 14, Edward H. Chapin, 
~ ew York represe~tat1ve of the company, was elec t ed a 
v1ce-pres1de_nt and director of the company. He will r et ain, 
how ever, hi s office of head of the New York office. The 
appointm ent c om es as a well-deserved recognition of worth. 
Mr. Chapin has had a long experience in t he manufacture 
an d sale of car wheels, having b een with t he National Car 
vVh eel Company since its organization in 1903 and pre
vious ly for a long t ime with the R ochester Car W heel Com
pany. At the time of the consolidation, five years ago, he 
was sec retary of the Rochester company and was located 
at R ochester, but after the consolidation was appointed 
sa lt: s agent of the company a t New York City. A lthoug h 
a young man, he has been id e-ntifi ed with t he electric rail
way industry fo r some 20 years and is a faithfu l attendant 
of the different conventions, where he is dese rvedly popu
lar. H is m any friends will congratulate him upon the result 
of t he elec tion la st week and the promotion which is well 
dese rved. 

ADVERTISING LITERATURE 
Scully Steel & Irqn Company, Chicago, Ill.-This com

pany has issued a new p rice list which cover s all of the 
variou s lines of material handled by the firm. 

Dean Brothers' Steam Pump Works, Indianapolis, Ind.
T his c ompany has issued an illustrated leaflet describing 
the D ean vertical air pump and jet condenser. 

MacGovern, Archer & Company, u8 Liberty Street, New 
York City.-This company has is sued a list of electrical and 
steam apparatus and power-plant equipment w hich it has 
for sale. 

Bausch & Lomb Optical Company, Rochester, N. Y.
This company has issued a new cata log of engineering in
struments which contains complete specifications for the 
optical and mechanical construction of various types of 
t rans its, levels and theodol ites. An en tirely n ew form of 
mining transit is cataloged fo r the first t ime. 

General F ir e E x tinguisher Company, Providence, R. I.
The la t est number of t h e "Sprink ler Bulletin," which has 
just been issued by this company, discusses m eans to pre
vent fires in public buildin gs. T he results of t ests of Grin
nell sprinklers a r e given, and a lso fu ll details as to how 
apartment houses can be prot ected by automatic sprinklers. 
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HISTORY OF THE TWIN CITY RAPllJ TRANSIT COMPANY 

As a nnounced last week, the T win City Rapid Transit 
Company is publishing dnring the present month th rough 
the medium o f full -page adverti sement s th e hi story of the 
company from its beginning, 35 yea rs ago, up to date. Last 
week th e fir st si~ of the advertisements we re abstracted. 
The seventh adve rti sement contrasts the early se rvice be
twee n Minneapoli s and Excelsior , whi ch included fro m 
four to six trains a day, and only two during the winter , 
with the electric service of to-day, operating trains as fre
quently as a five-minute headway. T he running time of 
the old steam dummy service was So minutes, as against 
42 minutes on th e electric trains. T he reductions in · the 
rates of fare since these early days a re also mentioned. 

After the Minneapolis Street Railway Compa ny took ove r 
the line several att empts were made to find a substitute for 
steam as a motive power. F inally electr icity was int ro
duced. In 1889 the company was directed to insta ll cable 
lines, but, as a preliminary, the city ordered the company to 
equip electrically one of the existing hor se-car lines, and if 
this experiment should prove "a practical success," the 
city might order the Minneapolis Street Rai lway Company 
to operate electrically. The company also was bound to 
pledge itself to the sum of $225,000, which, in the event of 
the failure on the part of the company to comply with the 
conditions of the resolution , should be forfeited to the 
city as follows : $100,000 for each of two cable lines no t 
built as provided in the resolution, and $25,000 in case 
of default in construction and operation of the experimental 
electric line. Fourteen years of operation o f horse-car 
lines had resulted in no dividends being paid to the stock
holders, and therefore the fin_ancing of the cable const ruc
tion was difficult. Nevertheless , the company was able to 
secure a number of leading business men as sureties, and 
the history gives their names. 

In 1889 the company placed orders for cable engines and 
t racks, and also made a contract with the Thomson-Hous
ton Electric Company for converting the Fourth Avenue 
horse-car line into an electric line. T he bodies of the old 
horse-car trucks were placed upon heavy four-wheeled 
trucks built to receive the motors. A few expe r ienced mo
tormen were imported from the East to operate the fi rst 
cars, and these experts educated the former horse-car 
drivers fo r motormen so the full complement of cars might 
be put _i n operation. The first car was put into regular 
service on Dec. 24, 1899. After the fir st few days' t ri al 
some of the smaller and older horse cars were used as 
trailers, thus · practically doubling the capac~ty of the line. 
The historian asks: 

In view of the "practical success" which this expel'imen
tal line had demonstrated, who is there in Minneapolis to
day who would have purchased at a better pr ice than scrap 
value the large amount of cable rai lway material which 
the Minneapolis Street Railway had on hand? It is a fa ct 
that this material was sold by the company fo r scrap. 

The continued history of the T win City lines includes 
a description of the reconstruction of all the track and the 
widening of the gage from 3 ft. 6 in. to standard. Atten
tion is called to the heavy expense involved not only in the 
track work, but in the replacement of the then standard 
cars. By a resolution of the City Council, passed on J an. 
17, 1890, the Minneapolis Street Railway was directed to 
install electrical operation on its existing horse-car and 
motor lines. This resolution contained a clause sta ting that 
if electrical operation was found to be unsati sfactory the 
city might order cable lines substituted for electric lines. 

Thus it is seen that the haza rd of the undertaking to 
fin ance the ra il way was a most dangerous one. 

T he 11th fu ll -page installment of the Twin City hi s
tory describes the electri cal equipment fi rst purchased. 
T he boil er and engine insta ll ation aggregated 3000 hp. 
Current was generated by 16 175-kw, 500-volt, bipolar Edi
son generators belt driven from a line shaft. \Vi th th e 
work of elect rification in 1890 T -rails weighing 70 lb. per 
ya rd were first laid. T he transfe r from horse to electr ica l 
operation was made substantially within the ti me required 
by the_ ordinance. 

· • 
ALBERT H. ST AN LEY IN AMERICA 

Albert H . Stanley, general manager of the Underground 
E lectric Rail ways Company, Ltd., London, England, is 
making a short visit in this country, the first since he re
signed as genera l manager of the railway department of 
the P ublic Service Corporation of New Jersey two years 
ago to go to London. Mr. Stanley expects to go from 
New York to Detroit the latter part of thi s week, and will 
return to England Jan. 30. 

In a recent interview with a representative of this paper, 
Mr. S tanl ey spoke enthusiastica lly of the development in 
traffi c on the District Ra ilway and tube lines controlled 
by the Underground Electric Railways Company, Ltd., and 
attributed this in large part to a better recognition of the 
transportation faci li ties now being afforded by these lines. 
The London public is as appreciative of rapid transit as 
that of any other community. This is shown by the fact 
that the steam rail roads running out of London give prob-
ably the best suburban service in the world. Consequently 
the improvements in the way of equipment introduced in 
the District Rail way and the construction of new under
ground railways have received prompt recogmtton. In 
fa ct, any increase or betterment in the service has met 
a qui ck response in increased traffic. 

The unde rground railway rou tes in London are more 
complicated than in New York, where the subway between 
the Battery and Ni nety-six th Street is practically parallel 
to Broadway. 

F or this reason and because the entrances to the sta
tions are not as conspicuous as in New York, being usu
ally on priva te property instead of through kiosks in the 
street, the company has given a great deal of attention to 
adverti sing the routes and service given. It has, for in
stance, published a great many circulars, with maps of 
the underground lines, showing the stations and parts of 
the ci ty reached by them. T he entrance to each station is 
also marked by attractively illuminated signs 4 ft. x 6 ft. 
O n the right of the entrance is a sign frame, sur
mounted by a taste ful scroll . Below the scroll are a sil
houetted sky line of London in black and white and the 
word "Underground." T he lowe r part of the sign con
tains the name of the station and the words, "Underground 
to anywhere; quickest way; cheapest way." In the middle 
of the sign is a map of the city plainly marked with all 
routes and stations of the company. On the left of the 
entrance to the station is a second tasteful frame of the 
same size, in which are set advertising posters, which 
are changed from time to t ime. Some of these posters 
are announcements of interest to the public. Others are 
pictorial. For preparing the latter the services of some 
of the leading illustrators in England have been secured. 
A recent poster of this kind represents two strangers con
sulting the map of the rai lway while a policeman stands 
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idly by. The poster bore the inscription, "No need to ask 
the policeman." Another poster showed a winter scene 
in London. The streets were covered with falling snow, 
but a section of the street showed that the passengers on 
the underground ra ilway beneath the pavement were riding 
in well-heated and illuminated cars. 

The company has a lso used illuminated signs extensively 
for different purposes in all of its stations and has found 
them especially useful to announce the destination of ap
proaching tra ins at stations where there are services to 
different points. For thi s purpose a sign is arranged. sim
ilar to that shown helow: 

T 2 3 EARLS CUL' RT I 2 3 EA LI NG 
I 2 3 HARROW I 2 3 RICHl\IO ND 
I 2 3 HOUNSLOW I 2 3 WL'\IBLEDO:\f 
I 2 3 PUTNEY 

I 

I 2 3 - CIRCLE 

In this sign the names of the terminal stations are always 
illuminated, but the numbers shown on the sign are visible 
only when the lamp, which is behind each number, is thrown 
into circuit. The destinations of the three next trains in 
the order of their a rri va l are shown in advance at the 
station by illuminating, for instance, the "1" in front of 
Ealing, the "2'' in front of \Vimbledon and the "3'' in 
front of Putney. The lamps behind these three numbers 
are kept burning until the Ealing train passes out of the 
station. T hen the " r '' in front of Eali ng is extinguished, 
the "2" in front of \Vimbledon is changed to ''1," the "3" 
in front of Putney is changed to "2," and the destination 
of the third train to arrive is properly indicated. In addi
tion to these indicators, illuminated destination signs are 
carried on the front hood of the first motor car and else
where through the train. A large map of the system, 
enclosed in a frame, is also carried inside of each car at 
the center, attached to the monitor. The results have 
been very satisfactory. 

In referring to the design of cars now used on the sys
tem with which he is connected, Mr. Stanley stated that 
a ll of the compartment cars with side doors had been taken 
off the lines of the company. All of the District Railway 
cars now have two end doors and one large side door. 
The tube cars operated by the Underground E lectric Rail
ways Company, Ltd .. a re supplied with end entrances only, 
as owing to the cylindrical shape of the car a side entrance 
is not practicable. The car-platform doors are opened and 
closed by hand by the passengers or station guards, and 
not by train guards as in New York. As an experiment, 
one train was equipped with pneumatic doors, which were 
operated by men on the train, but the plan did not prove 
popular. The present method saves time, as the passen
gers can unlatch the door before the train actually stops. 
The train crew, which usually consists of two men, not in
cluding the motorman, on trains of five cars or more in 
length, leave the train and step on the platform at each 
station. The signal for starting is given by the conductor 
when he is assured by the station or train guards that all 
doors are closed. 

The zone system of fares is used on all the lines of the 
company. Each ticket when purchased indicates the 
farthest station on each line to which the passenger can 
ride for the fare paid. These tickets are punched before 
the passenger boards the train and a re collected by the 
gateman at the station at which he gets off. In addition, 
a force of uniformed inspectors occasionally examines all 
tickets of all passe~gers in the stations or in the trains. 

This is made necessary because season tickets are sold, 
and passengers may board a train without showing their 
tickets. Cases of fraud caused by persons attempting to 
ride without tickets are rare. The law is very stringent 
in cases of this kind. Offenders are subject to a fine of 
40 shillings, their names are published in tbe papers, and the 
company has the right to post up the names and addresses 
at all stations. Collusion between trainmen and passen
gers to defraud the company is also rare, as all trainmen 
must be licensed by the London Police Department, a con
dition which insures a high standard of men. 

The earnings of the company are increasing, and it has 
bills in Parliament authorizing extensions of some of its 
subsidiary lines. 

---◄♦·----

SEPARATING OIL IN CONDENSER DRIP 

In the power station of the Metropolitan Elevated West 
Side Railway, Chicago, there has been built a home-made 
oil separator through which the leakage from the condens
ing equipment is passed and a considerable amount of oil 
thereby saved. The basement of this la rge power plant is 
floored wi th concrete and in the concrete are grooves by 
which the drips from the various pumps are led to a center 
drain. J. T . Lovett, chief engineer of the power station, 
noticed that the drip which flowed from the condenst'ng 
engines and feed-water pumps carried on its surface a thin 
film of oil and with a view to saving this oil he designed the 
simple sepa rator here described. 

The separator consists of an old ta nk once used for car
rying Pintsch gas when the elevated cars were first oper
ated wi th steam locomotives. This tank is about 20 in. in 
diameter and holds 150 gal. It is installed below the level 
of the basement floor so that there is a head of about 3 ft. 
from the floor drain to the bottom of the tank. A tight 
pipe serves to carry the drainage from the floor pocket to 
the bottom of the tank. From the opposite end of the tank 
and connected with it at the bottom a large pipe leads up 
nearly to the level of the basement floor. In this way 
approximately a 3-ft. head is maintained at all times. 

All the water mixed with oil which drains from about 
th e condensing engines and feed-water pumps on the base
ment floor is led through this tank. The tank is so much 
larger than the connecting pipes that the progress of the 
flow is comparatively slow while the mixture is in the tank 
and therefore all the oil has ample time to separate from 
the water a nd rise to the surface. As the intake and the 
discharge from the tank are both close to the bottom all 
the oil in the water passing through the tank is trapped at 
the top. A gage glass serves to show the relative levels 
of the water and the oil, and provision is made for with
drawing the oil from the top of the tank through a pipe 
connection, with a stop cock under which a pail may be 
placed. 

It is stated that this home-made oil-separating installation 
collects from 4 gal. to 5 gal. of oil each day. This oil is 
immediately put back into the engine oiling and cleaning 
system. It may safely be returned to this system because, 
from the very nature of the method of separation, the oil 
collected in the tank is thoroughly filtered and washed. 

----♦----
Robert Mather, president of the Rock Island Company, 

was elected chairman of the board of directors of the 
VVestinghouse Electric & Manufacturing Company on Jan. 
r9. Charles A . Terry, secretary of the company, was 
elected vice-president. 
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COMING MEETINGS OF A. S. & I. R. A. COMMITTEES 
A number of meetings of committees of the American 

Street & Interurban Railway Association and of its affili
ated associations are scheduled for next week. All of them 
will be held at the headquarters of the association, 29 
West T hirty-ninth Street, New York, a t the day and hour 
given below. 

On Jan. 27, at IO :30 a. 111., there will be a meeting of 
the executive committee o f th<.' Transportation & Traffic 
Association. 

On Jan. 28, at ro :30 a. m., meetings of the fo llowing 
committees are scheduled. T he membership of these com
mittees is g iven below: 

Committee on subj ects, of the American Association 
Thos. N. McCarter, Chairman, 

Dana Stevens R. N. W allis 
C. 0. Kruger Paul Winsor 
W. A. House C. B. Hardin 

C. Loomis Allen 
Committee on revision of dues 
Arthur W. Brady, Chairman, 

Howard F. Graot Jas. F. Shaw 
L. S. Storrs B. V. Swenson 

Committee on revision of membership dues 
Gen. George H. Harries, Chairman, 

W. Caryl Ely Paul Winsor 
Thos. N. McCa,rter H. R. Goshorn 
Committee on Interstate Commerce Commission classifica

tion 
Gen. George H. Harries, Chairman, 

Frank R. Ford C. S. Sergeant 
A. W. Brady Hon. W . B. McKinley 

Committee on municipal ownership and public relations 
Gen. W. A. Bancroft, Chairman, 

W. Caryl Ely E. C. Foster 
H. J. McGowan Russell Robb 
J. C. Hutchins Percy Warner 
Horace C. Andrews Chas. N. Black 

J. N. Roach 
Committee on suggestions in President Goodrich 's 

C. G. Goodrich 
W. Caryl Ely 
A. W. Brady 

Jas. F. Shaw, Chairman, 
C. Loomis Allen 
R. N. Walli s 
A. E. Lang 

G. T. Rogers 

address 

On Jan. 29, at IO :30 a. m., there will be a meeting of 
the executive committee of the American Association. 

A meeting of the executive committee of the Accountants' 
Association has been called fo r Jan. 30, a t ro :30 a. m. 
There will be no meeting of the executive committee of 
the Engineering Association at this time, as the committee 
met in New York on Nov. 16. T his meeting was reported 
in the ELECTRIC RAILWAY JouRNAL of Nov. 21, 1908. 

President Shaw, of the American Association, announced 
this week the membership for the coming year of several 
standing committees of the American Association in addi 
tion to those mentioned above. They are as follows: 

Committee on compensation for carrying mail 

H. A. Nicholl 
G. B. Rippee 

Robert S. Goff, Chairman, 
E. S. Fassett 
A. D. Schindler 

Committee on education 
Prof. H. H. Norris, Chairman, 

R. E. Danforth Howard F. Grant 
Prof. A. S. Richey Prof. D. C. Jackson 

These committees are not scheduled, however, to meet 
next week. The membership of the committees on insur
ance and on welfare of employees has not yet been an
nounced. 

THE SUNDAY CAR QUESTION IN CANADA 
.\fter a vigorous campaign by citizens' committees o f 

London, S t. T homas and Port Stanley, Ontario, the voters 
of those towns declared for Sunday ca rs a t the electio.1 
held on J an. 4. A~ the matter now stands the Ontario 
Legislature has the option of giving th e city councils per
mission to pass enacting ordinances or to call for another 
popular vote. The companies affected in this matter are 
the South \Vestern Traction Company, operating in all 
the places nam ed, the London Street Ra ilway and the St. 
Thomas (municipal) Street Railway. 

The leaders in the Sunday car movement in London be
gan their work a year ago with the organi.zation of a com
mittee of IOo citizens of all classes which undertook a 
thorough invest igation of th e Sunday car question through
out Canada. A fter a li st of the Sunday car cities and towns 
had been secured th e city cle rks of such communities were 
asked to furni sh a li st of all important city offici als besides 
a list of editors, judges, ministers and other prominent men. 
The following letter was then sent to such perso ns: 

A citizens' commit tee has been formed here for the pur
pose of investigating the Sunday car question , with a view 
of installing Sunday cars in our city. We would like to 
hear from those towns and cities which have had some 
expe rience, and are writing to you as a representative cit
izen. Would you kindly let us know if any abuses have 
resulted from having Sunday cars in your city? Has 
church attendance decreased or increased? Is there any 
opposition at present to their running? 

To this information would you kindly add your own 
opinion concerning the benefit and usefulness of Sunday 
cars as to your own city? 

Your information will be gladly received by our com
mittee. 

Besides this letter a list of questions was sent to all the 
street railway companies covering all phases of Sunday 
traffic and Sunday labor. About 500 answers were r eceived 
from over 70 places. The information received was tabu
lated as follows: 

There are 54 electric railways in Canada, of which 37 
run on Sunday. The following with a population of rooo 
and over have Sunday cars: 

Nova Scotia: Stellarton, Sydney, Halifax, North Syd
ney, Dominion City, Sydney Mines, New Glasgow, Trenton, 
Westville. 

New Brunswick : St. John. 
Quebec: Lachine, Hull, Aylmer. Sherbrooke, Lennox

ville, Quebec City, Notre Dame de Grace, St. Laurent , 
Ahuntic, Point au Trembles and Montreal. 

Ontario: Ottawa, Chatham. Berlin, Galt , Wallaceburg, 
Brantford, Windsor, Hamilton, Sandwich, \Vaterloo, Am 
herstburg, Oakville, Dundas, Walkerville, Burlington, 
Grimsby, Paris, St. Catherines, Merritton, Niagara Falls, 
Pt. Dalhousie, Welland, Sarnia, Point Edward, Toronto. 
Pt. Arthur, Ft. \Villiam, Essex. Thorold and Sault Ste. 
Marie . 

Manitoba: Winnipeg. . 
British Columbia: Victoria, X e\Y vVestminster, Van

couver. 

Besides this li st there are over 35 smaller places that 
have Sunday cars. 

The first Sunday street car system in Canada was started 
in Montreal in 1861 and the most recent is that of Fort 
William, July, 1908. There are six larger places than Lon
don and over 45 places smaller than London, above rooo 
population, that have Sunday car service. Edmonton, Al
berta, expects to have Sunday cars next summer. St. 
Thomas has voted favorably on the question. Two other 
towns in Ontario will ha\"e Sunday cars operated during 
next summer. 
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SUNDAY TRAFFIC AND CHURCH ATTENDANCE 

In Victoria, B. C., the traffic on Sunday in winter is 25 

per cent less than on week days; in summer it is about the 
same; in Ottawa it is much less; in Port Arthur, about 
one-third, and in Halifax, about two-thirds. In Windsor, 
Chatham, Montreal and Hamilton it is about the same 
while the cars are running. Sunday traffic differs in many 
ways from that on week days. The early morning traffic 
is light. From IO :30 a.m. to I p.m. it is from fair to heavy. 
Then follows an hour of light travel. The a fternoon traffic 
va ries according to the season; in July and August it is 
very fair. In the evening the amount of traffic depends 
upon the size of the city and the kind of weather. 

Regarding church attendance being influenced by Sun
day cars, 212 replies declared church attendance had in
creased, 78 said that there was no difference, 22 said they 
could not tell and 5 letters from ministers declared that the 
attendance at their churches had decreased. In general the 
church attendance is increased, because it is easier to at
tend' in bad weather. It was found that some downtown 
churches in large cities would have had to close but for tl~e 
Sunday cars and that certain missionary features in these 
central churches were made possible only by the Sunday 
car service as otherwise workers from the residential di s
tricts could not reach them. 

SUNDAY LABOR 

The conditions under which Sunday labor is carried on 
were given particular attention. No employees, except the 
manager and superintendent, are required to work in any 
town or city seven days a week. Since labor on Sunday 
is required to run cars and the law forbids compulsory seven 
days ' labor, mutually satisfactory arrangements were made 
in all these places. By a system of shifts, all employees 
have half a day on Sunday to attend divine service. Spare 
men and relief men work on Sunday and are glad to get 
the employment. The committee did not come across one 
place in Canada where men are compelled to work seven 
days a week. 

THE GOO[', OR EVIL RESULTS 
Replying to the question: "Have any abuses resulted?' ' 

only one letter from any city or town official had any 
other answer than an emphatic "No." Some ministers re
garded going to the parks on Sunday afternoons as an 
evi l, but the large majority of the clergy regarded such an 
outing as beneficial, particularly for those who are denied 
the privilege during the week. 

The committee obtained considerable information about 
the different campaigns for Sunday cars waged in each 
city. In each contest there were many prophecies of such 
results as Sunday theaters, dancing pavilions, baseball, 
circuses. beer gardens and a wide-open Sunday generally. 
The committee found that Hamilton has had Sunday cars 
for over 20 years; Toronto, 11 yea rs ; Windsor, 24 years, 
and Victoria, B. C., 18 years, and that not one of these 
things exists in any way in any one of these cities. 

NECESSITY FOR SUNDAY CARS IN LONDON 

Taking up the question of Sunday cars in London, hun
dreds of people interviewed on this subject mentioned the 
inconvenience and distress that are undergone on the day of 
the week when nearly all transportation is cut off. London 
is a city practically 3¼ miles square containing 50,000 

people and extending rapidly. It contains 16· religious 
denominations, but only 4 have churches in all parts of the 
city. All those who are attached to the remaining 1.2 

denominations must walk from all parts of the city or at
tend the nearest church. In addition there is a long list 
of people who, because of their calling, must do consid
erable traveling on Sunday and in all sorts of weather. A 
partial list comprises doctors, nurses, employees of elec
tric light and city gas companies, commercial travelers, po
li ce, telephone girls, post office officials, druggists, dentists, 
janitors, city firemen, railroad employees and mission work
ers. In fa ct, there is scarcely a family in London not 
affected in some way throughout the year by the closing 

. of st reet car service on Sunday. London is the only North 
American city of over 25,000 population which has no 
Sunday cars. 

At the present time the privilege of riding on Sunday 
is confined to the well-to-do. With a Sunday car service 
all the advantages of tra;vel will be open to each citizen. 
T here are more men employed in London to-day as coach
men, chauffeurs or in livery stables than it would take to 
run the entire street car system. 

----+•---
RECOMMENDATIONS OF GOVERNORS TO THE 

LEGISLATURES 

In the issue of the ELECTRIC RAILWAY JOURNAL of Jan. 
16, 1909, extracts were presented from the messages of 
the Governors of a number of States relating to legisla
tion affecting railroad interests and recommendations re
ga rding the control of public utilities. The abstracts which 
a re appended supplement those published last week. In 
addition references to these same subjects are reprinted 
from the inaugural addresses of Governor Marshall, of 
Indiana; Governor Carroll, of Iowa, and Governor Prouty, 
of Vermont: 

GOVERNOR GARST, OF IOWA 
The State Railroad Commission has authority only ,with

in the State and over railroads a
1

nd express lines, but there 
has been such changes in the business world and so great 
a development of conflicting interests that a reasonable ex
pansion of its powers seems to be necessary. The commis
sion should have authority over the telegraph and tele
phone lines as much as over common carriers. The com
mission should also have some measure of authority over 
the public utilities of the State, such as street-car lines, 
water works, gas and electric plants ; but care must be ex
ercised so that there is left with the municipalities sufficient 
power for the proper police regulati on of these private en
terprises. Matters purely local must be left to the local 
communities. 

I recommend that you provide by appointment for an at
torney on behalf of the State to have charge of all contro
verted questions before the Railroad Commission in which 
the rights of the people are in any way involved, and who 
shall also appear before the executive council in all ·matters 
involving any of the activities which are under the Railroad 
Commission. He should be required to devote his entire 
time to the study of those questions that are likely to come 
before either of these bodies for adjustment or adjudica
tion, and should have at his disposal facilities for making 
thorough investigation and preparation of all cases. He 
should be appointed by the State Executive Council, sub
ject to removal at will by that body, should give his entire 
time to the work and receive a salary of not less than 
$ 3,000. 

It may be thought that in entering upon the field of inter
state commerce we are going beyond our duty as a State, 
but when it is understood that a very large proportion of 
the transportation business of Iowa is interstate in char
acter, it is imperative that we make ample provision for 
protecting ourselves. 

GOVERNOR FOLK, OF MISSOURI 
Experience teaches that it is not prudent to trust the gen-
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erosity of the owner of a monopoly, and eve ry public-serv
ice corporation has a monopoly. There is no necessity for 
regulating the charges of individuals or corporations that 
engage in ordinary lines of business open to competition. T he 
law of competition fixes their charges upon a reasonable 
basis. 

Believing that the cities and towns should have that con
trol, the passage of an act was recommended giving full 
power to munici palities to regulate the rates of street-car 
compa nies, lighting compa nies and all public utilities oper
ating in such municipali ties. 

T his law was enacted at the extra session of the Gen- . 
eral Assembly in 1907. Under it each city and town in 
the State was given absolute powe r to regulate the rates 
of public utilities, and is thereby enabled to protect its citi
zens against injustice. T he matter of rates charged the 
people of a city by stree t-car lines, lighting companies and 
utilities of that character is one that concerns the people of 
that city alone and does not affect the people of the entire 
State. It is, therefore, a problem which I th ink the people 
of each city should . settle for themselves. If they do not 
gain relief when they have the power in -their own hands 
to get relief, they have only themselves to blame. 

GOVERNOR STUBBS, OF KANSAS 

I most ea rnestly recommend the enactment of a public 
ut ilities law in Kansas, using whatever may be used to ad
vantage of the present rai lroad law as a bas is and adding 
the best features of the New York and Wisconsin public 
utilities laws, which have had a severe practical test. 

This law should empower a commission to supervise not 
only the railroads, but all public utilities, including water, 
gas, elect ric light , heat, power, express, car , pipe-line, 
telegraph and telephone companies, and all other public
service utilities; also have jurisdict ion ove r the issue of 
stocks, bonds and securities of railway and all other public 
utili t ies corporations ; also the powe r of determining 
whether public necessity and conveni ence demand the build
ing of additional lines of rai lway, or additional water , gas 
and electric light plants in communities where there is in 
operation a plant of similar character, under an inde
terminate franchise; also the power to ascertain the phys
ical value of all public utilities property within the borders 
of the State. 

I t should be charged with the duty of prescribing proper 
and uniform accounting methods and of requiring from all 
companies under its jurisdiction reports containing operat
ing and financial and other data, including schedules of 
rates charged for the service rendered. 

It should be charged with the enfo rcement of the law 
relating to hours of employment for railway employees; 
with power over railway terminals; power to require rail
roads to install telephone lines; to compel ra ilroads to fur
nish connections with spurs running to industries ; power 
to determine the value of public utiliti es, including st reet 
railways, and in condemnation proceedings by municipalities 
under the public utilities law ; to enforce statutory regula
tion of wires and other overhead obstructions crossing rail
road tracks. 

It should also have the power to secure all information 
pertaining to the cost of construction, maintenance , opera
tion and transportation of supplies or service of any kind 
that is furni shed. to the public. 

This commission should consist of fi ve members, to be 
appointed by the gove rnor and be subj ect to removal by 
him for cause. This law should also provide for the three 
railroad commissioners to be a part of this commission dur
ing the ensuing two years. 

The present corporation law seems to provide that when 
a corporation abuses its power a receiver shall be appointed 
for the purpose of winding up its affairs and disposing of 
the corporate property. This is often too drastic. The law • 
should be amended so as to provide for receivers to cor
rect corporate abuses, and when corrected to hand back 
the corporate property, without dissolving the corporation, 
into the hands of its owners and managers, subject to the 
supervision of the court. This amendment should , be sup
plementary to the present law, so that either judgment may 
be pronounced at the discret ion .of the court. 

GOVERNOR DAW SON, OF WEST VIRGINIA 

The advisability of creating a public service commis-

sion is another subj ect discussed at some length in my 1907 
message. Formerly our attention was given largely to regu
lation of railroads only, but there are other public-se rvice 
corporations whose operations should be regulated by law. 
Nearly every public-se rvice corpora tion is a monopoly, 
either by its nature or by ci rcumstances. Every railroad 
in the State is a monopoly. T here is no competition among 
them, and in the nature of the case cannot be to most of 
the people living upon their lines, because these people 
have no other rai lroad. T he te legraph companies, express 
companies, the telephone lines and the companies which 
furnish water and natural gas and other means of lighting 
and heating in our cities and towns a re practically monopo
lies, because there is no competition. If competition arises 
it is got r id of by buying out the opposing concern or by 
consolidating or by agreement upon pr ices. But there are 
other things that need regulation besides prices, and this is 
especially true as to rai lroads. I will not take time to men
tion them ; the subject has been so much discussed that it is 
certainly not necessary. E fforts to get competition usually 
result in the last condition being worse than the first. For 
example, take the telephone and the capital city of the 
State as a specific instance. At fi rst there was one tele
phone company doing business in Charleston. The people 
thought its rates too high or its service inadequate or both , 
and to get competition and correction another telephone 
company was granted the privilege. Now a citizen of the 
city is practically compelled to have two telephones in his 
place of business or his residence, and therefore pay the 
rental of two, and pay· fo r each of the two what he had to 
pay for one, and get only the service that one ought to have 
given him for the money. T he effort to get competi tion 
therefore has resulted in paying double the price that ought 
to be paid. 

We are told, however, that this State is just on the eve 
of development, that we should not have stringent laws, 
but that we should treat capi tal tenderly and wait until we 
reach a maturer period in our development. The right to 
regulate these quasi-public corporations and companies is 
undoubted, both from a legal and a moral point of view; 
and the duty of the Legislature, to protect the public is one 
of the highest put upon a representative body, and the duty 
is urgently imperative. Municipalities should not grant 
franchises without public approval. 

GOVERN OR MARSHALL, OF I NDIANA, IN INAUGURAL A DDRESS 

The General Assembiy of this State in 1905 enacted what 
is commonly called "A Railroad Commission Law." In 
1907 it either passed or pretended to pass an act amending 
certain sections thereof. The preamble as found on page 
454 of the acts of 1907 is vague, uncertain and does not 
disclose what act was attempted to be amended. Whether 
the present commission is de jure and whether its orders 
are legal are mooted questions. To prevent useless litiga
tion I recommend the repeal of the acts upon the subject 
and the passage of a new one, providing that no more than 
two of the commissioners shall be of the same political 
party, that one shall be an attorney having knowledge of 
and experience in railroad and transportation law, and 
another shall have knowledge of the mechanical part of 
ra ilroading. 

While upon this subject it is not inappropriate to say 
that great loss of life occurs fro m public trespassing on 
railroad property. Addit ional legislation should make it an 
offense to enter upon such property for any purpose othe r 
than to transact business with such company, giving em
ployees police power to arrest such trespassers, but taking 
care not to relieve the company from damages in the event 
of false arrest or brutal treatment. 

A railroad hereafter ought not to be permitted to cross 
another rai lroad at grade without express permission of 
the commission. 

T he hour has gone by when it is necessary to beg in
vestors to accept franchises . Hereafter municipalities 
should be prohibited from granting franchises until the 
price the public is to pay to enjoy them is clearly defined, 
and the municipality is permitted to share in the profits 
ari sing therefrom. When those things have been provided 
fo r no second franchise should be granted until the first 
has been annulled for fraud or fai lure honestly and 
effi ciently to serve the public. 
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GOVERNOR CARROLL, OF IOWA, IN INAUGURAL ADDRESS 

The question of the establ ishment of a commission to 
regulate and control the public utilities of the State has 
been discussed to a greater or less extent by some of our 
people and is, in my judgment, a subject worthy of your 
careful consideration. Such a system has been adopted in 
several of the older and in some of the newe r States. J ust 
how to harmonize our present statutes to such a system I 
am not prepared to say. In the various States the power of 
the commission differs. The scope of the power in some 
States at least embraces rai lways, street railways, tele
phone lines, electric light plants, gas and water plants and 
possibly other interests. The commission is given author
ity to regulate the issue of stocks and bonds, the making of 
rates, the methods of accounting, has power to inspect, etc. 
The authority granted to the commission in other States is, 
in this State, lodged with various officials, viz.: The 
executive council of the State, the railway commission, the 
city councils and the people of cities by the granting of 
franchi ses. It would perhaps be more satisfactory if the 
exercise of these various powers were lodged with a single 
board or commission to be known as a " Public Utilities 
Commission." This might be done by the creation of an 
entirely new commission , by enla rging the powers of the 
rai lway commission or by conve rting the railway com
mission into a public utilities commission. 

The fact that ours is a comparatively young State and 
has few large cities may lead to the conclusion that the 
same necessity for legislation along the lines above sug
gested does not exist as in olde r States, but it should be 
remembered that we legislate for the future as well as for 
the present. 

This whole subject is one far reaching in its effect and 
of g reat importance to all of our people. In my judgment 
its consideration cannot and should not be long deferred. 
I believe that it is entitled now to your consideration. 

GOVERNOR PROUTY, OF VERMONT, IN I NAUGURAL ADDRESS 

The law passed during the last session of the Legislature 
providing for the regulation of rai lroads and the abolish
ing of grade crossings has met with such universal favor 
and has proved of such great benefit that a demand has 
sprung up that all public service corporations should have 
similar State supervision. 

The work of our railroad commission has shown what 
may be done by wise supervision, backed by proper author
ity fo r the en forcement of such regulations as it thinks 
proper to make. We have seen many of our dangerous 
g rade crossings aboli shed and a general improvement in the 
service rendered the public, not only as regards safety, but 
also convenience. This is as it should be. 

\i\Then any corporation receives a charter from this State 
or comes here to do business, such a corporation becomes a 
child of the State and the only supervision- which can be 
exercised over that body being through the State, the 
State is under moral obligations to see that it carries on its 
business in a proper manner, subject to the rights of the 
people. The number of public-service corporations doing 
business in our State is increasing rapidly, and it is the part 
of wisdom at this time to place them under such control as 
shall retain for the people their full r ights. 

I have spoken particularly of the telephone and tele
graph corporations because they a re perhaps more promi
nently before the public than any others at this time, but 
the same arguments apply to other public-service corpora
tions and should be applied to them. For the purpose, 
therefore, of providing such supervision, I recommend that 
the name of the railroad commission be changed to that of 
Public Service Commission, and that it be given super
vision over all public-service corporations wi th such power 
and authority as are now given this commission for the 
supe rvision and control of rail~o~ds. T his will, o~ course. · 
increase the work of the comm1ss1oners ve ry materially and 
their salaries should be increased in proportion. They 
should also be given such clerical assistance as is necessary 
for the proper carrying on of this work. 

---➔+•----

Finland, it is reported, is to be connected to St. Peters
burg, Russia, by an electric railway. 

COMMUNICATIONS 

BOW COLLECTOR VS. PANTOGRAPH 

M u RALT & Co. 
NEW y OR K, J an. 14, 1909. 

To the E ditors : 
I notice your editorial of Dec. 19 on bow collectors and 

the letters of Messrs. Varney and Murray m your issue 
of J a n. 9 on the same subject. 

Mr. Varney contends that European designs were tried 
on the New Haven and failed. Mr. Murray takes issue 
wi th M r. Va rney and states that the spring-supported aux
iliary contactor, modeled on E uropean practi ce, did not 
fai l, but, on the contrary, gave better results. Unfor
tunately, Mr. Murray did not have time to go thoroughly 
into this question on account of other more important mat
ters which diverted his a ttention. 

Please let me correct a· misapprehension under which 
both Varney and Murray a re labori ng. Service conditions 
in Europe and Ame rica are not essentially different as far 
as current collection is concerned. 

As pointed out by Mr. Murray, the gove rning features 
are: ( 1) train speed, ( 2) variation in height of trolley 
wi re , and (3) amount of current collected. 

Speeds attained in Europe in regular, everyday service 
are directly comparable wi th those in use on the New 
Haven. During the well-known Zossen tests bow col
lectors proved to be successful even at speeds of 125 m.p.h. 
Variations in height as encountered in Europe are not 
unlike those of the New H aven. I recall offhand at least 
one road, with which I was somewhat connected 8 or IO 

years ago, which has variations from 4.8 m ( 15.7 ft.) to 
6. _s 111 (21.3 ft.), or almost exactly what Mr. Varney gives 
for the New Haven. 

With reference to currents collected, the E uropean roads 
do a great deal more than the New Haven. Not only are 
the trains handled by one locomotive heavier than those 
of the New Haven, but it wi ll be remembered that the line 
pressure generally used in Europe is only about one-third 
of that employed by the New H aven, so that the amperage 
on the New Haven is certainly considerably smaller than is 
common in Europe. 

On the whole, the New H aven conditions are in no way 
dissimilar to European conditions as fa r as collection of 
current is concerned. You were, therefore, undoubtedly 
correct in suggesting in your editorial that European prac
tice might have been followed to good advantage. Indeed, 
this refers not only to the current collecting devices, but to 
almost every one of the items which have given trouble on 
the New Haven. As a matter of fact, Mr. Murray's ex
periments and the various changes recently made in the 
New Haven equipment clearly corroborate this view. 

Mr. Varney's statement that the New Haven type of 
pantograph has been selected by several European roads 
calls for fu rther explanation. To the best of my knowl
edge no continental maker has yet used a plain pantograph 
device, nor do I know of any one contemplating such use. 

M r. Varney himself indicates that it is necessary to dis
tinguish between a pantograph subframe, as illustrated on 
page 61 of your issue of Jan. 9, and a regular pantograph 
collector, as used by the Westinghouse Company. 

To me the essential differences between bow and panto
graph collectors appear to be as follows: 

The bow collector t:'noves about a relatively fixed center, 
and the shoe or collecting surface swings in a circle. The 
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movable part is light in weight, a lways in a trailing posi
tion, and it closely hugs the wire, accommodating itself 
without difficulty to all the inequalities and variat ions of 
t he overhead construction. 

The pantograph collector is a much heavier mechanical 
structure, and it has a plain vertical movement. T he shocks 
resulting when such a device passes over low spots at high 
speeds are perfectly obvious. 

Perhaps the best solution of coll ec tor difficulties will in 
the end be found in the roller bow, which combines the 
broad surface of the bow with the rolling contact of the 
t rolley wheel. 

I, too, can sympathize with Mr. Varney's fee lings. But 
I do not see that he has in any way made out a case 
against you, and the onus is sti ll upon him of proving that 
European developments were properly considered in the 
unfortunate New Haven experiment. 

C. L. DE MuRALT. 

BosTON, Jan. 16, 1909. 

To the Editors: 
I was ve ry much inte rested in the letters by Messrs. Var

ney and Murray as well as in Mr. Kenyon's article, pub
lished in your issue of Jan. 9. Mr. Kenyon hits the nail 
squarely on the head when he charges to needless inertia 
and a low natural period of vibration in the collecting de
vices most of the troubles to which they are heir. A flex
ible suspension of the overhead construction is only a half
way step toward reducing trolley wire trouble. It is equally 
important to secure flexibility in the collecting device. It 
is true that to a certain extent the designers of the New 
Haven contact system were between the devil and the 
deep sea, but it seems they chose the former when they 
might have found a lifeboat upon the latte r . 

The trouble in the present system is not, of course, 
chargeable to the pantograph support which may have use 
in overcoming great differences of level , so much as to the 
mounting of the actual contact-making device in an un
necessarily massive way. The pantograph had previously 
been used chiefly for mining locomotives in which the 
changes of contact level are great, but where the speed is 
low and the inertia of the collector relatively small. It is 
certainly a device which does not appeal to one's sense of 
mechanical propriety when applied to high speed. There is, 
too, in the up-and-down motion of the pantograph an op
portunity for grinding and chattering on th e wire at its 
points of support that might to advantage be avoided. 

It may take considerable experimenting to adapt any sort 
of collecting device to the extreme variations in the height 
of the trolley wire found on the New Haven road and a 
Chinese copy of foreign devices might give trouble. But 
the foreign engineers have been working upon the right 
principle in keeping down the inerti a of the contact parts 
instead of trying to get flexibility in a device intrinsically 
disqualified as regards flexibility by its structure. 

ENGINEER. 
----•♦----

The traffic on the different lines controlled by the Under
ground Electric Railways Company, Ltd., London, Eng., 
continues to improve. During the last half of 1908 the re
ceipts from operation of the District Railway showed an 
increase of £39,000 as compared with the same period dur
ing 1907. The increases on the tube lines during the same 
time compared with the corresponding period of a year ago 
were: Baker & Waterloo, £14,000; Piccadilly & Brampton 
Circus, £22,000; Hampstead, £19,000. 

TRAINING SCHOOL FOR ELECTRIC RAILWAY EMPLOYEES 

As a result of its success in training young men in the 
rudiments of steam rai lroad work, the National Railway 
Training Association, Kansas City, Mo., has enlarged its 
fi eld, and is now giving a correspondence course in the 
duti es of electric railway employees. The company's plan 
is to advertise extensively in such papers and periodicals as 
reach the homes of young men whom it is desired to in
terest in the possibilities of electric railway work. This 
advertising campaign has resulted in the association re
ceiving many inquiries from men in all parts of the coun
try. As far as it is possible to do so by correspondence, a 
selection is made from among these men of those who 
have the necessary requirements as to intelligence, educa
tion, morality, honesty, etc. The association also insists 
that the men who take up its course of training shall 
meet the proper physical requirements as to age, size, hear
ing and sight, and in addition, requires references from 
at least three respon sible people. If a man qualifies in 
these requirements, a small fee is charged for enrollment 
and instruction, and the association agrees to use its best 
efforts in securing employment for students as near their 
homes as possible. The course of instruction is carried on 
along much the same lines as are employed by other well
known correspondence schools. The instruction sheets are 
fully illustrated with diagrams and engravi ngs which are 
helpful to the student, and care is taken to avoid as much 
as possible anything which might confuse or prove to be 
too technical for the layman. The course does not claim 
to fit students to take charge of a car immediately. The 
object is to place within the reach of electric railways can
didates fqr employment who have had a good elementary 
training in the fundamentals of their work. From these 
men it is possible to build up a force of efficient operatives 
within a short time and at a very small expense. When 
the student is taken for trial by the ra ilway company, and 
is given a few days with an instructor on a car to familiar
ize him with the actual operation of it, he quickly grasps 
eve ry point, because he has made a study of the funda
mentals which candidates without any previous training 
take a long time to acquire. Two courses of instruction 
a re given, one for motormen and one fo r conductors. Both 
courses are very complete, and include the study of the 
ordinary rules, an elementary exposition of the arrange
ment and use of the various parts of electrical apparatus 
on street cars, what to do in emergencies, how to handle 
acci dents, the responsibility of motormen and conductors , 
methods of fare collection and many other points. 

The National Railway Training Association has only 
been giving this course of instruction in electric railwav 
work for a few months, but it has already received requests 
from five street railway companies in different parts of 
the country to have all men enrolled in the course near 
their cities sent to them for trial when they have com
pleted their course. In one large city students of the asso
ciation are given preference over all other applicants. 
The association receives its income solely from the small 
fee paid by students for the course of instruction. It 
charges neither railway companies nor its students any· fee 
for furnishing men or obtaining employment. The rail
way companies which have approved the methods of the 
association by their request to have students sent to them 
are under no obligation on their part to employ any man 
who does not prove satisfactory on personal examination 
or to retain a man if he proves unsatisfactory later on. 
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COST RECORD OF AN ELECTRIC POWER SHOVEL 

Some accurate records of the cost of operating an · elec
tric power shovel used in digging ballast have been fur
nished this paper by the Chatauqua Traction Company, 
Jamestown, N. Y. The shovel, which was built by the 
Vulcan Steam Shovel Company, Toledo, Ohio, weighs com
plete about 40 tons and the car body on which it is mounted 
is 27 ft. long. The dipper has a capacity of 1,¼ cu. yd. 
The various movements of the shovel are made with th ree 
d.c. 600-volt motors, one of 75 hp for hoisting, one of 30 hp 
for swinging the boom and one of 30 hp for crowding the 
shovel. These motors are protected from overloading by 
se ries overload relays, automatic controllers and circuit
breakers. In addition the swinging motor is fitted with a 
solenoid brake for overcoming the momentum of the boom 
and the crowding motor is equipped with a foot brake 
operated by the craneman. 

\~\ 
' 

shovel was intermittent and when the shovel was idle no 
power was being consumed, as would be the case with a 
steam shovel where steam must be kept up constantly. The 
shovel could have been operated to its maximum capacity, 
which would have given twice the yardage at nearly the 
same cost, as the men had to be paid whether they were 
working or idle, and the additional cost for power would 
not have been more than twice what it was, which on the 
same basis would mean 1068 yd. at a cost of $rn.24, or 
$0.00958 per cubic yard. 

----·•♦·----

CONSOLIDATION OF AMERICAN BLOWER COMPANY AND 
THE SIROCCO ENGINEERING COMPANY 

The American Blower Company, of Detroit, Mich., and 
the Sirocco Engineering Company, of New York, have 
been consolidated under the name of the former company 
with main offices at Detroit. The factory of the former 

\'=-:ii 
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Sirocco Company at Troy, N. 
Y., will continue in operation, 
together with the main works 
at Detroit. The personnel of 
the new company will be as 

Vulcan Electric Power Shovel D igging Ballast 

follow s : President, James In
glis, who has been the head of 
the American Blower Com
pany; vice-president, William 
C. Redfield, former president of 
the Sirocco E ngineering Com
pany ; treasurer, Charles H. 
Gifford, general manager of the 
B. F. Sturtevant Company up 
to a yea r ago, and secretary, 
Mr. Still, formerly chief engi
neer of the American Blower 
Company. S. C. Davidson, in
ventor of the original " Sirocco" 
apparatus, and now with the 
parent "Si rocco" works, Belfast, 
Ireland, is financially interested 
in this important merger. 

The record of one of these shovels used by the Chatauqua 
Traction Company is given in the following quotation from 
a letter written by A. N. Broadhead, president: 

A short time ago we placed an ammeter and voltmeter 
on the shovel for the purpose of ascertaining cost of oper
ation per hour. Of course, the shovel did not work con
stantly during this time, owing to the shortage of cars-if 
we had been able to keep the shovel at work without a let
up, we feel sure the cost per hour would be materially re
duced. The cost of power and help was as follows: 
Yardage per hour ............................... 66 2/3 
1 man . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . $0.33 
1 1nan . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . 0.25 
2 men, at 15c................................... 0.30 
20.346 kw-hours at $0.0088........................ 0.18 
Oil and waste, estimated. . . . . . . . . . . . . . . . . . . . . . . . . . 0.04 

Total cost per hour .......................... $1.IO 
8 hours at $1.10 ................................... $8.80 
8 hours at 66 2/ 3 cu. yd ....................... 534 cu. yd. 
$8.80 _divided by 534 cu. yd ................... 0.0164 cent 

The material in which the shovel was worked was a mix
ture_ of gravel, sticky clay and sand, which made it hard 
to dig, but as will be seen from the above figures, the cost 
was• very low. There are, of course, several causes for 
this1 · the principal ones being, first, that as the shovel re
quired no· boiler, the cost of a fireman and of hauling coal 
ancl water was eliminated; second, that the work of the 

The magnitude of this move is only in keeping with the 
rapid growth of the American Blower Company, which is 
one of Detroit's greatest industries, and shows that the 
company was thoroughly convinced of the merit of the 
"Sirocco" designs. In anticipation of a general improve
ment in business, the necessity for increased foundry facili
ties and the consummation of the "A B C"-"Sirocco" 
consolidation, the American Blower Company purchased 
outright during 1908 the complete foundry and plant for
merly operated by the Northwestern Foundry & Supply 
Company, Detroit. The large triangular-shaped property 
owned and occupied by the American Blower Company 
since about 1881 has been entirely covered with buildings 
by the completion in 1907 and 1908 of a large steel plate 
fa n shop and office addition. The company recently pur
chased a large tract of land across the street, upon which 
it is expected to erect within a comparatively short time 
new buildings, covering an area of approximately 175 
ft. X 300 ft. 

---◄♦----

The Edinburgh ( Scotland) Tramway Company will give 
its employees who have -served IO years· a stripe, which 
carries with it increased pay. Merit medals are also to 
be introduced in recognition of any special 'meritorious 
act on the part of an employee. 
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News of Electric Railways 
Fares for Cleveland Lines Under Consideration 

Mayor Tom L. Johnson's absence from Cleveland has 
delayed th e consideration of an increase in the street rail
way fare at Cleveland, and unles s action is taken by F. A. 
Scott a nd Warren Bicknell, the receivers, a conclusion will 
not be reached immediate ly, as the Mayor and the City 
Council desire to have the matter taken up at public meet
ings. Few of the Counc ilmen have committed themselves 
on the request of the r eceivers for a short-term grant at 
the rate of six tickets for 25 cents or a cash fare of 5 cents. 
In anticipation of unfavorable action on the part of the city 
administration, the receivers have arranged to operate under 
the original franchises. If the contention of the Cleve land 
Railway that the franchises on Woodland Avenue and for 
the W es t Side lines do not expire until r9ro is sustained, the 
work of the receivers will be greatly simpli fi ed. If, how
ever, 1t 1s decided that the franchis es have expired and that 
the lines must be operated at a 3-cent fare in accordance 
with the franchise over these routes granted to the Munici
pal Traction Company, th e r eceivers will not be obliged 
to give transfers to any other lines, b ecause these lines are 
not earning 6 per cent on the capitalization, the condition 
on which free transfers wou ld be given. 

The line s on which the receivers have a right to make a 
fare of 5 cents or II tickets for 50 c ents are as fo llows: St. 
Clair, Superior, Payne, Wade Park, Euclid, Cedar, Scovill, 
Broadway, Union, East Fifty- fifth, East 105th, Fairfield, 
West Fourteenth, Scranton Road, Clark Avenue, West 
Twenty-fifth and Burton. The undisputed 3-cent lines are 
Denison, Fulton, Central and Quincy. The lines on which 
the Cleveland Railway Company claims franchises until 
r9ro, but which the city authorities claim have expired, are 
the following: Woodland, Kinsman, Lorain, Bridge, West 
Madison and Detroit to the city limits. The Clifton Boule
vard line to Edgewater Park expires with the Detroit line, 
but from there to the western city limits it runs on a private 
right of way. 

Robert W. Tayler, District Judge of the Circuit and Dis
trict Courts of the United States for the Northern District 
of Ohio, addressed two letters to the receivers of the Mu
nicipal Traction Company on Jan. II, on the subject of 
fares. Abstracts of these letters follow. 

In the first letter Judge Tayler said : 
"The early expiration of some ordinances and the com

paratively short life of the longest of the 5-cent ordinances 
make it absolutely necessary for you to earn more money 
from operation than if there was a long-time franc hi se. 

"The public burden thus imposed during the life of these 
short-time franchise s can only be avoided, and can now and 
for all time be avoided, by the immediate passage of an 
ordinance, which, while allowing a rate of fare w hich will 
permit the raising of money for improvements and exten
sions in accordance with sound business principles, will, by 
its fixed and certain provisions, make a sure and effective 
contract between the city and the owners of the property 
that no more shall be charged than the service actually 
costs. In other words, an ordinance embracing all of the 
commendable featur es of the so-called security grant, but 
containing in addition the vital and distinguishing features 
and made so by valid contract: 

"(1)-The limitation of fare to the actual cost of service, 
including in this, of course, 6 per cent and no more on the 
stock and values w hich have not passed into stock, and 
interest on the bonds; and, 

"(2)-A system of accounting and inspection, in which 
the city has the right so far to participate as to make cer
tain that only this cost of' service is charged. 

"Speaking as a citizen of Cleveland, such an ordinance 
ought now to be passed. If it should be passed, every 
creditor of either the Municipal Traction Company or the 
Cleveland Railway can, I am sure, have his claim satisfac
tori ly adjusted immediately after the ordinance becomes 
effective; steps can at onc e be taken to provide for new 
equipment, and the community will be absolutely assured 
that it will never be required to pay more for street car 
service than it costs; there will be no speculating in the 
franchises; there will be no ground for suspecting anyone 
of corruption, and every incentive will be present to· pro~ 
vide the highest kind of street car service, and what the 
people really want and are entitled to have will at last be 
accomplished. 

"With such an ordinance, what the maximum rate of fare 
·may be is only important .. in so far as it must be high enough 
to invite the investment of new money in extensions and 
improvements, many of which are needed in this commu-

nity, and non e of which can be m ade until after t he passage 
of a permanent ordinanc e. 

"The passage of such an ordinanc e now would n'ot, in any 
way, affect or prejudice th e rights or claims of th e Mu nici
pal Traction Company or th e Cleveland Ra ilway, as be
tween themselves, whether those rights or claims re la te to 
the lease or to th e property of the Forest City R ailway. 
In other words, it would not at all affect the issues to be 
tried out in the pending litigation. 

"Finally, it would put Cleveland in the position, after 
these years of struggl e, of having solved th e street ra ilway 
problem on righteous lines." 

Judge Tayler said in th e second letter : 
"The several things which you have to con sider are as 

fo llows: 
"First-That the prop erty in your hands mu st be suitably 

protected a nd prese rved. It ou ght not to be pe rmit ted to 
d~teriora te in va lu e t o th e slightest ex tent ex cept a s use, 
with a perfect care and maintenance, will n ecessarily cause 
deterioration. 

"Second- The op eration of th e lines under your care is 
the performance of a public service and a public duty. A 
street railroad opera ted in a ny other way w oul d be in
tolerable. To the ext ent, therefore, of the equipment , 
P?Wer and funds at your disposal good se rvic e must be 
g iven. 

"Third-The creditors of the companies interes ted in th e 
property must be prot ected. Those whose debts are du e 
ought to be paid at th e earliest possible moment. The pro
priety of their prompt payment depends not at all upon 
the qu estion as to whether th e property has been operated 
at too low a rate of far e, but upon the fact that the debt s 
are due and arose out of the operation of the property. 

"Fourth-The owners of the road, th e lessor and the 
lessee as well, are entitled to have their property rights , 
whatever they may be, protected and preserved at all 
events, subject, of course, to their contract obligations to 
the public and to th eir creditors. There is one part of the 
property which the receivers are daily consuming which 
they cannot restore or replace, and that is the franchise 
right to operate the lines at all in this community. This is 
not a right to be trafficked in, but it does furnish the only 
basis on which th ey can receive any returns on their in
·vestment. 

"Fifth-The contract rights of the Cleveland Railway 
Company permit it to charge 5 cents for one far e or 50 
cents for r r tickets on some lines, with certain transfer 
privileges, and 3 cents on the other lines with transfer 
rights depending upon certain conditions which, presum
ably, do not now exist. In view of the speedy termination 
of some of the franchises carrying the higher rates of far e 
and of the relatively early termination of other like fran
chises, it is quite apparent that unless some definite ar 
rangements can be at once made with the City Council for 
a satisfactory and uniform rate of fare you must resort to 
t he ri ghts provided for in the franchises which were in 
effect last April before the passage of the ordinance which 
was defeated in October. 

"Sixth-I approve the policy you have outlined that in 
ministering to a community like Cleveland it is impossible 
and undesirable to find an equality of profit in operating 
a ll lines, and that some portions of some lines can only be 
operated for the time being at a loss; it seems to me that 
every properly regulated and developed street railroad sys
tem must keep ahead of the community population, not 
behind it; it must encourage on its own account and for the 
public benefit the expansion, not the contraction, of the 
occupied area of homes; street railroad service is primarily 
a ll owed, not for the private profit, but for public conven
ience; and the kind of street railway service, _the cost of 
which the public is wi llin g to pay for, is the kind which I 
have outlined in this paragraph. 

"Although the public convenience is the fundam ental 
justification for the permission to use the streets for t racks 
and cars, the investment in these, whether made by the 
public as such or by private individuals, must, in com m on 
honesty, be protected, but the time is past, at least in this 
community, when more than that protection can be afford
ed. This permission means no more and no less t han a 
fair return on the capital invested, with some assurance of 
the return of the principal sum when the time ar rives fo r 
such return, either by a new franchis e or by t he purchase 
of the property at a fair price by the successors to the 
franchise or by the creation of a sinking fund which will 
safely protect such a precarious property · as tracks ·• :ind 
equipment in the streets of a city with no right to operate 



ELECTRIC RAILWAY JOURNAL. [VoL. XXXIII. No. 4. 

them. The latter is a contingency a lways to be avoided, if 
p ossible; for, in the long run, the public must suffer any 
consequent loss. 

"The pole star, therefore, to guide you is that such a 
rate of fare only is to be charged as will be sufficient to 
give the best practicable service at cost, having regard to 
the comfort and convenience of the public w ho us e the 
lines, their suitable operation by competent employees, the 
payment of a fair return on the investment and the pro
tection of the investment as such. 

"Under your administration the community can be pro
tected no matter what the rate of fare may be; for, if it 
should happen that the rate of fare as charged by you is 
large enough to create a surplus the public can be certainly 
protected from any distribution of this surplus among the 
owners of the property by suitable stipulations and condi
tions in the permanent franchises which must, in the nature 
of things, be hereafter granted." 

Attorney A. C. Dustin has an nounc ed that the stock
holders and directors of the Municipal ' Traction Company 
may be asked to return the money that was paid out to the 
holders of guaranteed stock as dividends after the Cleveland 
Railway refused to make a definite promise of paying the 
rental money out as dividends. The amount so paid was 
about $29,000, and if action is started to recover it, it will be 
on t he ground of misapplication of funds. 

J. B. Tanner has resigned as auditor of the Municipal 
Traction Company in order to aid the new State Treasurer 
of Ohio to reorganize the accounting system of the office. 
He became auditor of the company on Aug. 25. L. W. 
Blyth, of the firm of Ernst & Ernst, will fill the position 
temporarily. 

The hearing on claims before Master Commissioner Bel
ford has begun. Secretary Henry J. Davies and Attorney 
Harry J. Crawford are endeavoring to reach a decision re
garding them, so that the attorneys for the company may 
decide each as it comes before the master. The work is 
progressing slowly. Considerable controversy arose over 
bills for m ateria l used in converting old cars to the pay-as
you-enter type. An attempt has been made to have all this 
material classed with the items representing maintenance 
and operation. The creditors are endeavoring to show that 
they did not know for what purpose the materials were to 
be used wh en the purchases were made. The claims of S. 
B. Clark and Bronson Winthrop for legal services were 
also brought up. Attorney Crawford objected to the 
amount of the claims and the classification. D. C. Westen
haver, attorney of the Municipal Traction Company, stated 
that in his opinion the claims are unclassified. 

The notice issued by the receivers some time ago that all 
former employees of tJ1e Cleveland Electric Railway who 
desired to re-enter the employ of the company should file 
their applications by Jan. 5 in order to be preferred over 
oth ers, has resulted in the filing of 800 applications. About 
500 men had already been given positions. 

On Jan. 18 the Standard Underground Cable Company 
and the Electric Storage Battery Compa ny, creditors of the 
Municipal Traction Company, through their attorneys, A. V. 
Cannon and S. H. Tolles, respectively, filed a motion in the 
United States Circuit Court, asking that the receivers of 
the Municipal Traction Company be instructed to charge 
the fares provided for in the franchises granted to the sev
eral companies now included in the Cleveland Railway 
Company. The motion states that debts have accumulated 
against the Municipal Traction Company to the extent of 
more than $400,000, all of which is unpaid. The receivers 
took over $335,000 when they were given charge of the 
property. This amount was applicable to the payment. of 
debts and expenses, but has been drawn upon, the motion 
states, by the receivers. for the payment of taxes, fixed 
charges and other runmng expenses. The fund for the 
payment of creditors is thus being depleted. The motion 
takes the initiative for raising the fare from the receivers 
and puts it upon a court for decision. 

Recommendations Affecting Subways in New York 

The Publi c Service Commission of the First Di strict of 
New York has made public Chapter II of its annual report 
to the New York Legislature. The necessity for new legisla
tion regarding rapid transit in New York is discussed, specific 
recommendati ons are made for such new legislation, and 
there is an exposition of the action of the Board of Estimate 
of New York in not taking action regarding rapid tran
sit progress in New York. Briefly stated, the commission 
recommends a constitutional amendment exempting rapid 
transit bonds from thll consideration of the debt limit of 
New York City; an amendment providing for the termina
tion of franchises at the time the franchise for the connect
ing main line expires; an amendment permitting construc
tion by private capital, and payment of part earnings to 

the city; an amendment putting extensions under the same 
law, practically, as new lines; an amendment to the Elsber5 
law permitting the granting of franchises for a longer term 
than 25 years, and an amendment having to do with the 
payment by operating companies of annual interest and 
sinking fund charges. The commission favors permitting 
the cost of rapid transit lines to be assessed in whole or 
part on the lands benefited, but says that it is not yet pre
pared to recommend a definite method. 

In reviewing the history of the Elsberg law, passed, in 
the commission's opinion,· when every on e had an erroneous 
impression as to the probable earnings of the subway, the 
commission says: 

"All know now that both sides were deluded as to the 
profits of subway railroads, because subsequent events and 
the experience of this city and others have furnished in
st ruction. Subway operation does not prove so profitable 
or attractive as it appear ed to be in 1904. The rapid tran
sit board, believing that the law as it stood would obtain 
more subways fo r New York City on a safe basis, opposed 
the a lt eration of the Rapid Transit act, which would shorten 
the term of operation and make possible the separation of 
contracts for construction, equipment an d operation. Later 
events show that some of the main features of the amend
ments were based on a miscalculation." 

The main argument in favo r of construction by private 
capita l, the commission says, is that the rapid development 
of the city makes necessary more construction than can be 
accomplished with city money. 

The report then takes up the loop subway line, now under 
construction, and the probable difficulty in getting an op
erating company wh~n it is fin ished, urging that greater 
freedom should be g iven those empowered to make operat
ing contracts. Next the commission asserts t hat it is not of 
the opinion that the city would have obtained a thoroughly 
effective subway system had the Elsberg law not been 
passed. The probable advantages of the assessment plan 
are gone into somewhat thoroughly, on the basis that, in 
undeveloped districts particularly, it would be well for the 
city to bear at least a portion of the burden of expense at 
the outset. The drawbacks of the plan are also dealt with, 
notably the possibility of the operation proving a losing 
venture in the beginning. 

The commission's recommendations are: 
"A constitutional amendment exempting from the IO per 

cent debt limit bonds for the construction of rapid transit 
lines, w hen, so far and so lon g as such rapid transit lines 
shall be self-supporting. 

"An amendment to the Rapid Transit act providing that 
operating contracts for extensions of rapid transit lines 
may be made to terminate at the same time as the original 
operating contract, this commission having the power in 
conjunction with the Board of Estimate to fix the terms, 
conditions and compensation and to readjust the same each 
20 years thereafter. 

"An amendment to the act which shall give this commis
sion the power in conjunction with the Board of Estimate 
to allow the construction and operati on of radid transit 
lines by private companies upon payment of part of the 
earnings to the city, or other proper terms and with a 
reservation to the city to purchase at any time after a cer
tain period not more than 20 years and without any pay
ment for the franchise itself. 

"An amendment to the act which shall give this commis
sion the power, in conjuncti on with the Board of Estimate, 
to grant franchises to existing corporations owning rapid 
transit lines, to construct and maintain extensions or to lay 
and maintain additional tracks, with the reservation to the 
city of the right to purchase after a period of not more than 
20 years. 

"An amendment to the act making it possible for this 
commission, in conjunction with the Board of Estimate, to 
make operating contracts for a longer period than 20 years 
or else to make operating contracts terminable at any time 
after a certain period of not more than 20 years, with a 
provision that the equipment shall be purchased at a fair 
price by the city at the termination of the contract. 

"An amendment to the act rescinding the requirement 
that the operator must pay interest and a specific annual 
sum for sinking fund on the entire cost of a rapid transit 
line, and permitting the commission and the Board of Esti
mate to adapt the operating contract to the specific needs 
of each case." 

Then follows the history of the Fourth Avenue subway, 
Brooklyn, with a reference to the fact that white $23,000,000 
was supposedly set aside for the construction work, when 
the contracts were submitted not even $2,850,000 was forth
coming, and that the Board of Estimate has been restrained 
from acting on the contract by a suit admittedly instigated 
by one of its own members. The report continues: 

"If the board has acted unwisely in the past, desires to 
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change its act ion, and will do so, thi s commiss ion wi ll ad
just it se lf to the new condition s. Several m iles of new 
subway would now be under con struction if the Board of 
E stimate had ac ted upon th e contract s befor e it and au
thorized an exp enditu r e o f less th an $3,000,000." 

Resolution Urges Electrifi ca tion of Buffalo Terminal 
L ines.-Alderman Fisher, of Buffalo, ha s offered a reso
lution to t he Coun cil of Buffalo for t he adopt ion of an 
ordin ance that shall provide for th e electrification of a ll 
the railroad lin es n ow op erat ed by steam with in th e city 
limits of Buffalo. 

Chicago & Oak Park Elevated Railroad Ordinance.-The 
City Cou ncil of Chicago has resubmitt ed t he pendin g ordi
nances of t he Chicago & O ak P a rk E levated R ail roa d to 
t he local tran sportat ion committ ee at t he r equ est of Mayor 
Busse, w ho is sa id to be opposed to th e 14-yea r franc hise 
ex ten sion, but is willi ng to g rant a fra nchi se fo r an ext en
sion to H umboldt Pa rk. 

Trial of Chester Strikers P ostponed.-Th c t ri al of the 
13 m en cha rged wi th comp licity in dyn amit ing ca r s of the 
Chester ( Pa .) T raction Comp any and with co nspiring to 
dam age th e company's p ro perty and int erfere with t he 
ope ra ti on o f it s cars du ring th e rece nt strike, ha s been 
postpon ed unt il March. The ba il in each case is $ 1,000. At 
t he first trial the jury disagreed. 

New Offer for Sale of Steinway Tunnel.-I t is sta ted th a t 
t he Int erborough R apid Transit Company, New Y ork, will 
soon make another offer t o se ll th e S tein way tunn el under 
the East River to t he City of New York. T he previous 
offer of th e company to se ll to t he c ity was rejected on 
J an . 5 on t he advi ce of t he Pub li c Service Commiss ion of 
the F irst District of New York. 

Southern & Southwestern Railway Club.-The South ern 
& South western Railway Club was to m eet a t th e P iedmont 

• Hot el, At lanta, on J an. 21. Th e subject of h eadlig ht s was 
to be concluded and Mr. K linck was invited to a ddress the 
club b r iefl y on "Recor ds of Sh op Cos t." T he advi sability 
of h oldin g fut ure m eetings of th e club in th e new club rooms 
of The M echanical & M anufacturers Club was t o be con
sidered. 

Newspaper Series on Boston P roblems.- As on e of the 
answer s to th e question, W hat is th e m att er with Boston? 
the Boston H erald is p ub lishing a se ri es of 10 articles by 
George W . R. Ha rriman on th e transportat ion problems of 
Greater Boston. Mr. Harriman, t he author, is a civil engi
neer of Boston and has been empl oyed as a sp ecial agent 
of t he In terstate Commerce Commission. The articles are 
illustrat ed by numerous half-t ones and lin e engravings. 

Consideration of Forty-second Street Tunnel , New York, 
Postponed.-Th e Board of Estimate of N ew York on J an. 
15 postpon ed for two weeks consideration of t he plan t o 
build a tunn el on F orty-second Stree t from the Grand Cen
tral Station to Sixth Avenue, fo r a ll street railway an d 
vehicular traffi c. The junction of Fifth A venue and Forty
second Street is one of t he most congested traffic poin ts 
in New York. . 

Request for Information Regarding Broken Rails.-T he 
Public Service Commission of th e Second District of N ew 
York ha s adopted a r esolution requesting th e steam rail
roads within its jurisdiction to report on or before March 
1, 1909, the number of broken rails in service on thei r lines 
in New York State including t he electrically operated por
tions of such ·railways showing the weigh t of rail pe r yard, 
the year rolled, the name of the mak er and w hether the 
rail was made by the Bessemer or open-hearth process. 

New York Commission Disclaims Jurisdiction Over 
Electrification.-The Public Service Commi ss ion of the 
First District of N ew York recent ly dismissed th e appli
cation of the New York, New Haven & Hartford R ai lroad 
for permission to electrify t he so-called loca l lin e between 
Mott Haven and N ew Roch elle, on the groun d t hat it had 
no jurisdiction in the m atter. Commissioner Bassett says 
that the New York, New Haven & Hartford Railroad m ay 
make the proposed change of motive power without ob
taining the approval of t he commission. 

Tenant Sought for Steinway Tunnel.-At the m ee t ing of 
the Board of Estimate of N ew Y ork on J an. 15, Herman 
A. M etz, comptroller of New Yo rk, offer ed a formal resolu
tion asking the New York & L ong Island R ailroad to apply 
to the Board of Estimate for a franch ise to operate t he 
Steinway tunnel under the E ast River. M ayor McClellan 
and Patrick H. McGowan, p r esident of the Board of Alder
men, succeeded in having the resolut ion held over, saying 
that it pledged the board to pass t he franchise if t he com
pany applied for a grant. 

Pennsylvania Railroad Commission Presents Report.
The Pennsylvania State R ailroad Commission has presented 

its fin:,t a n nu al r epo r t to Gover nor Stuart. The commi ss ion 
r eviews bo th st reet rai lway and steam rai lroad conditions 
wit hin t he S tate and reco mmends among ot her things the 
pclssage of a law to provide for t he supe rvision by the com
mi ss ion of all in creases in t he cap ita l stock of both st eam 
rai lroads and elect ri c rail ways. The commission also says 
t hat it should be g iven power to au thorize t he adoption by 
steam ra il roads and st reet ra ilways of safety appliances at 
t he grade crossings, a nd t ha t t respassi ng upon the private 
r ight-of-way of steam or e lect ri c rai lways in Pennsylvania 
sh ould be m ade a misdem ea nor punis habl e by a fi ne or im
prisonment. 

Suit to P revent Passage of Low Fare Ordinance in De
troit.-A rgument s were begun in t he United States Court 
of App eals a t Cin cinn at i in t he D etroit 3-cent fare case on 
Jan . 8. The fran chi ses th at have exp ire d in Detroit were 
for conn ectin g links in va ri ou s routes, fo r the most part 
short gaps in t he lines. T he city in renewing these under
took to impose a fa re of 3 cents. The Guaranty Trust Com
pany, New York, holder of first mortgage bonds of t he 
D et ro it U ni te d Rai lways, brought suit in t he United States 
Circuit Court a t D etroit to p r eve n t t he city from advertis
in g th e ordin ance, as provided by law, and secured an in
junction . Th e city ca r r ied th"e case to t he Appellate Cottrt. 
Attorn eys fo r t he Guaran ty T rust Company contend that if 
the ordin ance goes int o e ffect it w ill impair exist ing con
trac ts with the city and that fur th er damages would result 
to th e company. 

New England Railroad Club .- T he regular meeting of t he 
New E n g land Rail road Club was held at t he Cop ley Square 
Hotel, Boston, on J an. 12. T he speaker was N. W. Storer, 
of th e West in gh ouse E lectric & Manufacturing Company, 
and his subject was "Sing le-Phase Rail way Systems." He 
discussed t he limi tat ions of direct-c ur ren t transm issions 
fo r rail way ser vice, and poin ted out th e advan tages of a lt er 
natin g current for long-dista nce work, w ith special refe r
ence t o in te ru rban practice and th e electrificat ion of steam 
ra ilroad s. He also emphas ized t he advantages of eli mi n
atin g th e r otary convert er sub stat ion and sub st itut ing w hen 
nec essary th e stat ionary t ransformer in stallation w hi ch re
quires only occasional at tendance. Part of t he address was 
devot ed t o a d escrip t ion of th e sin g le-phase in stallation of 
th e New York, New Haven & H art fo rd Railroad's t ermi na l 
lines a t New Y ork, and was illust ra ted by t he s ter eopticon. 
About 200 m ember s and gues ts were present. 

Negotiations for Sale of Winnipeg Electric Railway to 
City.-D. D. Mann, representing the Winnip eg Electr ic 
Ra il way, met the power committee of the City Council of 
W in nipeg, Man., on Jan. 16, regarding th e sa le of the 
property of the \Vinnipeg El ectr ic Railway to th e city. 
Mayor Evans said that th e city was w illing to take over the 
holdings of the company a t a fair va lua tion and aske d Mr. 
Mann to set a price on th e property. Mr. M ann repli ed 
that he could not act without the authority of the director s 
of t he company, but sa id that he kn ew that n o arrangem ent 
for t he sale of the property to th e city would be ent er
tain ed by the directo rs that did not provide a considerat i6n 
for t he franchise . This value, he said, the dir ectors felt 
should be fixed a t 6 p er cent of t he annual earnings of 
t he company. This wou ld mean that on the earnings of 
1907, the company w ould want $16,645,000 for its property 
and on the earn ings of 1908 approximately $19,000,000. On 
Jan. 18, Mr. Man n made an alternative proposition to the 
city, one of t he features of which was a proposed" reduc
tion of 20 per cent in th e price of commercial lighting pro
vidin g the c ity would abandon its plan to build a municipal 
li gh ting stat ion . T h e offer was rejected. 

New England Street Railway Club to Co-Operate with 
American Street & Interurban Railway Association.
Matthew C. Bru sh , pr esident of the N ew England Street 
Railway Club, has announced t hat h e has appointed the 
follo wing committee to co-operate with James F. Shaw, 
presiden t of th e American Street & Interurban Railway 
Association , in increasing the associate membership of th e 
A m erican Street & Interurban Railway Associa tion: H enry 
C. P ag e, M. H. Bronsdon, A. H. Warren, Geo. W. P al m er, 
Jr. , F ranklin Woodm an, Geo. W. Knowlton, H. R. Luther , 
W . D. Wright, E . P. Shaw, Jr., Robert S. Goff, J. H. Neal, 
F. J . Stone, C. A. Sylvester, John J. Lane. M embers of the 
N ew E ng land St reet Rai lway Club who wish to become 
associate m emb ers of the American Street & I nterurban 
R ailway A ssocia t ion are requested by Mr. Brush to present 
t heir application s to any one of the above-named committee 
or to send th em direct to J ohn J. L ane, secretary of the 
New England Stree t Railway Club, who will forward them 
t o the secretai;y-trea surer o f the Americ an Street & Inter
urban R ailway Association in New York. Mr. Brush en
closed in hi s circula r to members of the New E ngland Street 
Railway Club a booklet regarding associate m embership in 
the American Stree t & Interurban Railway Association. 



100 ELECTRIC RAILWAY JOURNAL. [VoL. XXXIII. No. 4. 

LEGISLATION AFFECTING ELECTRIC RAILWAYS 
Indiana.-The Indiana Railroad Commission proposes to 

have introduced into the L egislature several measures which 
w ill cowr points brough t out in the study of electric rail
way and railroad con ditions in Indiana made by it during 
the past year. One of t he m easures would impose a penalty 
for reckless driving of automobiles and wagons a t grade 
crossings, and make it a m isdem eanor for the driver 
of an automobile or vehicle to cross railroad tracks wi thout 
first dismounting to observe w hether a train or car is ap
proaching. Anoth er measure wi ll make it a misdem eanor 
to trespass upon the righ t of way of steam or elect ric r ail
ways. The Indiana Manufacturers' & Shippers' Associa
tion has had a bill prepared fo r introduction, which pro
vides for the enlargement of th e power of the rail road com
mission so as to g ive that body sup ervision over th e rates 
charged by street railway, gas, water, telephon e and other 
public service corporations. Senator Stotsonburg has in
troduced a bill to permit toll road compani es to construct 
electric railways on right of way. It is sa id that th e pur
pose of this measure is to secure electric railway righ ts on 
the New Albany & Paoli Plank Road Company. A b ill has 
been introduced to amend the employers' liabili ty law so as 
inclu de a ll common carriers. 

Massachusetts.-A bill has been introduced in connection 
with the petition of Butler Ames for legislation to authorize 
t he Boston, Lowell & Lawrence Electric Rail road to con
st ruct an elevated structure and subway in Lowell, Law
rence, Somerville and Boston. The proposed legislation is 
sought in accordance with the so-called in terurban or elec
tric railroad law of 1906 (Chap. 516), and the Railroad Com
mission is to pass upon the project as to locations, appur
tenances, terminals, track facilities and its n ecessity. A bill 
has been introduced giving the Highway Commission power 
to order electric rai lways and other public service corpora
tions to place their wires underground where the commis
sion deems it consistent with safety and proper operation, 
the work to be done by 1914 in cities of more than 25,000 
inhabitants, and by 1915 in all other p laces in the State. 
A bill has been introduced in which provision is made for 
the construction of a tunnel from Sull ivan Square to the 
Nort h Station, Boston, by the Boston Transit Commis
sion. 

New J ersey.-The Legislature convened on Jan. 12. In 
accordance with the recommendation of Governor Fort in 
his annual m essage that the authority of the Railroad Com
mission should be broadened and extended to include all pub
lic se rvice corporations, at least two public utility measures 
will be presented short ly. In fact, Assemblyman Martin 
has a lready had a bill drawn which places all the public 
service corporations under State control and delegates rate
making power to the controlling body. Senator Gebhardt, 
the Democratic minority leader, will present a similar bill. 
The State Board of Agriculture of New J ersey, in session 
at the State House, Trenton, will consider the resolutions 
introduced with the approval of a special committee on 
rai lroad rates and transportation, demanding that the Legis
lature enact a public utility commission law, with rate
making features, and also that the present electric railway 
freight law be repea led. As now framed, the electric rail
way freight law cannot be utilized except where all the 
municipalities through which a street railway passes adopt 
ordinances with uniform regulations. This condition, it is 
argued, cannot be complied with by the companies, owing 
to the varying views in different town-governing boards 
over the question of how freigh t sh ould be carried under 
the law. 

New Yor k.- Chairman Willcox, of t h e Public Service 
Commission of the First District of New York, and Chair
man Stevens, of the Public Service Com mission of the Sec
ond District of New York, have been in conference at 
Albany regarding the amendments to b e made to the Public 
Service Commission law in accordance w ith th e recommen
dations of Governor Hughes to the Legis lature. Senator 
Travis has introduced the amendment to t he Rapid Transit 
Act which permits the construction of subways in New 
Yo;k by private capital. Assemblym an Robinson has also 
in troduced the same bill. A plan to do away with the steam 
railroad tracks on Eleventh Avenue, New Y ork, and other 
streets on the lower West Side of New York has been sent 
to th e Legislature by the Public Service Co11;mission of. the 
Fir st Dist r ict. The plan is for the construct10n of a freight 
subway un der the margrnal streets of N ew York, and the 
report rec ommends the passage ~f an act whic_h :will allow 
t he commission to gran t a franchise for the butldmg of the 
subway by p rivat e capital. To th is en d, it w ou_ld be nec es
sary according to the rep ort, to grant a franchise for more 
than' 25 y ears, which i~ th~ limit .allo'Yed .µn_der the rapid 
transit laws, for otherwise 1t would b e 1mposs1ble t o attract 
the necessary capit al. 

Financial and Corporate 
New York Stock and Money Market 

, January 19, 1909. 
The stock market in Wall Street has been dull during the 

pas t w eek and, in fact, there has been little trading except 
tha t of the professionals. Prices have fluctuated within a 
narrow margin, but the general tendency has been toward 
lower levels. The sales to-day amounted only to 597,000 
shar es, on e of the smallest totals since the beginning of 
t he n ew y ear. The copper stocks have been fairly well 
?ustained in spite of th e fact that the price for copper metal 
1s l_ow:e r and that ther e seems to be a vast over-production. 
T hi s 1s due, of course, to the fact that the large financial 
inter ests back of the copper production and the copper 
stocks a r e determined that prices shall be maintained. 
There has b een some activity in traction stocks, which is 
hardly explainable except upon the the ory that the reor
ganization plan s for th e Metropolitan system are under 
way. So fa r, n o announcement of these plans has been 
made. I n te rb orough-Metropolitan preferred was active in 
to-day's m arket and recorded a break which -was explained 
by t he rep ort tha t an as sessment might b e made if the com
pany attempt ed eventually t o take over the Metropolitan 
Street Railway. The stock recovered, however, and closed 
at a lmost as good a place as the opening. 

T h ere is still a good market for all kinds of bonds and 
every offe r t ha t is m ade is absorbed without any app~rent 
effect upon eith er the m on ey market or the stock market. 
As long as the banks th roughout the country continue to 
hold large cash balances the bond m arket will remain good. 
As sh ort-time not es mature, the debts w hich they represent 
will be fund ed. 

Money r emain s remarkably cheap when it is considered 
that there is serious dis turbance in th e European financia l 
centers and t ha t the Bank of England has increased its dis
count rate from 2½ t o 3 p er cent. T h e quotations to-day 
were for call loans, 1½ to 2 per cent, and for 90-day paper, 
2¼ to 3 per cent. 

Other Markets 
In the Boston market, traction stocks have been inactive 

during the last week. Massachusett s E lectric in both issues 
was offer ed for sale an d prices were ab out those which 
have prevailed for som e months pas t . The common sold 
up to 12¼ and the preferred sold for 59¼- Boston Elevated 
was traded in at 128¼. 

In .the Phi ladelph ia marke t, Rapid Tran sit stock was the 
most active traction issue. This stock has been fairly 
act ive all week and closed a t about the top figure for the 
present movement. U ni on Traction was also traded in to 
some extent, t he average price being about 52. 

In Chicago, tractions were almost entirely out of the 
market. A few shares of Metropolitan Elevated came to 
light and changed han ds a t about 50. T rading in the City 
Railway's righ ts has been very slow. T here continues to 
be some market for Subway stocks. 

In Baltimore the various bond issu es of the United Rail
ways Company continued to be active. While there is 
litt le trading in stock, there always seems to be a market 
for these traction b onds. The 4s are selling for 85½ and 
the fundi ng 5s for 78½. 

Quotations of various traction securi t ies as compared 
with last week fo llow: 

Jan. 12. 
American Railways Com pany, Phil adelphia ............ *45½ 
Boston Elevated Railway . ....... ...... .. . ............. 128½ 
Brooklyn Rapid Tran sit Company .......... ...... . .... 69 ¾ 
Chicago City Railway ............ .......... .... .. .... 180 
Cleveland Railway . .. . ........... ........ , .........• 
Consolidated Traction Company of New Jersey ... . . . .. a73 ½ 
Consolidated T raction Company of New J ersey, 5 per 

cent bonds .................. .. .. ....•.. ...•.... ... aro4½ 
Detroit United R ailway ... . .. . .. .. . ....... ........ ... *ss½ 
Interborough-Metropolitan Company . . • . . . . . . . . . . . . . . . r 5 
Interborough-Metropolit an Company (preferred) . • . . • . . . 43 
Manhattan Railway .. ...... . ....... ....... . ......... 149 
Massachusetts E lectric Companies ( common) . . . . . . . . . . . II¼ 
Massachusetts Electric Companies (preferred).......... 59 
Metropolitan West Side E levated Railway, Chicago 

(common) . . . . . . . . . . . . . . . . .. . .. . . . . . . . . . . . . . . . . . . . . 16 
Metropolitan W est Side E levated Railway, Chicago 

(preferred) . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . • • • • 50 
Metropolitan Street Railway . . . . . . . . • . • . • • • . . . . . . • . . . . * 42 
North American Company .....•... • .. • • • • • • • • • • • • • • • • 

4
73

3 
,L 

Philadelphia Company, Pittsburg (common) ..• •• ....•• ; 711 

Philadelphia Company, Pittsburg (preferred).. . ....... 43½ 
Philadelphia Rapid Transit Company.................. 25¾ 
Philadelphia Traction Company.............. . . . . . . . . 90½ 
Public Service Co rporation, 5 per. cent collateral notes .. 
Public S ervice Corporation certificates .•.........•.•..•. 
Tw/n City ,R!lpid T,ansit Cornp~ny, Mi~neapo!is .(common)° roo¾ 
U m on T raction · Company, Ph1!adelph1a ...... . ...•• ; ; .. 52 

a Asked. 
*Last sale. 

..,'.._1 ·" ... -· 

Jan. 19. 
45 

128¾ 
71¼ 

*180 

a75 

aros½ 
*ss 

rs¾ 
44½ 

153 
12¼ 
59¼ 

16 
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Annual Report of Quebec Railway, Light & Power 
Company 

Net ea rnings of th e Q uebec Ra ilway, Lig ht & Power 
Comp any for th e year ended June 30, 1908, am ounted t o 
$238,46 ~ . . Aft er th e deduction of interes t a nd preferred 
s tock d1 v1dends a surplu s was left of $87,066, of w hich $20,000 
wa s transferred to th e "acciden t insurance" account . 

Geo rge H . T homson, t he president, says in hi s report t o 
sha rehold ers: 

" Considering th e fin ancia l stringency existing during th e 
yea r, a nd the fact th at the complet ion of our n ew power 
house and transmi ssio n lin es was unavo idably delayed, and 
that no incom e was rec eive d from th is sou rce, y ou r directors 
fee l that th e result s are sat isfactory. 

"Th e new pow er house, transformer houses and trans
mission lines, etc ., a re now p ractica lly completed and have 
been in opera tion sinc e the close of our year, w ith very 
gratifying results. W e look forward with con fi dence to 
increased profits fr om this source during the curren t y ear. 

"The proceeds from t he sale of $250,000 additi ona l pre
ferred stock w ill be used to pay off the float ing indebted
ness, the whole of whi ch has been incurred in deve loping 
the resources of th e c ompany. 
. "W.e haye pleasure in reporting that the company's opera

tions dunng th e late Te rcentenary celebration we r e suc
cessfully c arri ed out and t hat notwithstanding t he crowded 
state of th e stree ts and t he large number of passengers 
c arried, no accident of a serious nature was reporte d. As 
the festiviti es took place after the close of our fina ncia l 
year, th e benefi t s accruing to the company do not app ear 
in the figures of th e present an nual statement." 

The report of Edward A. Evans, general manager of the 
company, says in part : 

"The total number of passengers carried on t he Citadel 
divisi on was 6,049,203, an increase of 534,075 ove r t hat of 
th e previou s yea r. Th e average fare per passenger was 
4.22 cents , as again st 4.24 cents the previous year, but th e 
income p er capita of th e population increased from $3.24 to 
$3.55, s till an exc eptionally low figure as compared with 
o th er citi es. 

"The opera ting expenses of this division have increased 
fr om 12.86 ce nts per ca r-mile to 13.64 cents; this is princi
pally accounted for by the increased cost of labor and 
material, r epresenting an increase of nearly half a cent per 
car-mile, and the in creased cost of the removal of snow, 
representin g n early anoth er quarter of a cent per car-mile; 
t he excepti ona lly unfavorab le climatic conditions last w inter 
brought th e tota l cost of snow removal up to $17,380-the 
highest record sin ce th e inception of the road. Six new 
open cars and fi ve n ew closed cars, as also five doubl e 
electrical equipments, have been added to the rolling stock 
of this division during th e year. 

"It having been decided to bui ld a new roof to t he car 
barn of this division, plans were prepared for a s t ee l and 
concrete roof, so as to render t he building more secure 
from the risk of fire ; this work is progressing satisfactorily 
and will be complet ed by the end of October next. 

"For th e information of the shareholders, it migh t be 
well to m ention that du ring the Tercentenary, viz, from 
July 21 to 31, both days inclusive, this division carried 679,-
000 passengers, an increase of 412,000 over t he correspond
ing period of the previ ous year, t he largest number carried 
in any one day being 74,000. 

" During the year , no fata l or serious accident happen ed 
upon this division. 

"The total number of passengers carried on t he Montm or
ency divisi on was I,398,345, an increase of 163,085 over the 
previous year . Th e average fare per passenger was IO.IO 
cents as aga in st 10.40 cent s last year. Upon th e elevat or a t 
Montmorency 239.910 passengers were carried, as again st 
226,21 3. Th e fr eight business represents 111,001 tons, or 
5826 car loads, an increase of 84,897 ton s. 

"The operating expen ses upon th is division have inc r eased 
consid er ably, due to a variety of causes, but have, certain ly 
for some considerable tim e, reached t he m aximum. The 
principa l causes ar e: increased cost of labor and m ate rial, 
Governm ent tax es (increased fro m $ 10 to $30 a mile) and 
the running of late train s to and fro m St. An ne an d Quebec 
during the winter m onths. T here was a lso a con siderabl e 
expenditure for th e use of foreign freight car s; since, how
ever , th e division has beer provided wi th 30 additi onal 
fl~t cars received Ju st before t he close of ou r fina ncial year, 
this expenditure will be very much reduced. 

"During the summer, commencing July 6 las t, a sp ecial 
tourist car, in charge of an efficient g uide, has been run 
between Quebec and St. A n ne Church, s t opping only at 
Montm or ency upon its retu rn ; t hi s ca r has been extremely 
well patronized and, as a special fare is cha rged, it has so 
far proved very remunerat ive. 

"It is pleasing to rep ort agai n tha t th er e has been no 

mJury of a ny kind to passengers upon this division, a nd a l
th ough th ere have been a few accidents to employees, th e 
account fo r injuries and damages is ni l. 

" During t he Tercentenary, on t hi s division, 98,843 pa s
senge r s wer e carried, an increase of 29,34i over the same 
period of last year." 

List of Holders of Secur ities of New York Companies 

T he P ublic Service Commission of the First District of 
New York has completed from the reports of the street 
railway comp ani es within its jurisdiction details of the 
stock hold ings of individuals and corporations in the vari
ou s com pani es. The Metropolitan Street Railway has not 
fi led its report. T he Brooklyn Rapid Transit Company is 
not an operating company and is not required to report. 
A mong the large holders are: 

INTERBOROUGH RAPID TRANSIT COMPANY 

~~!l?:i·to¾:f/~::: : : : : : : : : : : : : : : : : : : : : : : : : : : : : : : : : : : : : : : : $35,::~:m 

E. 1\1. Davison, Charles B. Ludlow and B. Bamburger, voting 
trustees ................................... , . . . . . . . . . . . 294,400 

\\'indsor Tru~t Company, as trustee of the trust indenture of 
I nterborough-Metropolitan Company. . . . . . . • . • . . . . • • . • • . . . 9, 2,800 

John C. \Vilson............................................ zoo,ooo 
MANHATTAN RAILWAY 

Capital stock, June 30, , 908 ...•.•.••..••••.•...•...•••..•.. $60,000,000 
The executors and trustees under the will of Jay Gould, 

deceased ...... -........................................ 8,140,100 
General Education Board ..........................• , ... ,... 2,813,400 

It:~ill 1sa;:.~~.~~~·.: ·.:::: '.:::::::::::::::::::::::::::::::: ~:!~~:s~~ 
Day, Adams & Company................................... 1,045,500 
J. H. Amory & Son....................................... 1,000,000 
C. \V. MacQuoid & Company............................... 998,600 
George P. Butler & Brother ............................ , . . . 909,000 
Henry Phipps.............................................. 710,000 
C. P. l\Iorosini............................................. 6~4,000 
Louis M. Bailey........................................... 550,000 
John Gilchrist............................................. 550,000 
Harry I. Tuthill............................................ 510,000 
Frank ,T . Irving............................................ 500,000 
R. R. Hunter.............................................. 450,000 
James I-I. Hyde............................................ 401,000 
Charles Head & Company.................................. 310,000 
John McKay, Jr. . • . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . 340,000 
University of Chicago. . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . 300,000 

NEW YORK CITY INTERBOROUGH RAILWAY 
Capital stock, June 30, , 908 ..••.•.•••••......•...•.•...•... 
Interborough Rapid Transit Company ...................... . 
Walter Luttgen ............................................ . 
Donald C. Roberts ........................................ . 
George W. Young ......................................... . 
J. Craig Havemeyer ....................................... . 
H. McCarthy .............. . ............................... . 
\Villiam W. Little ........................................ . 

BROOKLYN CITY RAILROAD 

$5,000,000 
2,741,000 

395,000 
233,900 
170,000 
134,000 
100,000 
100,000 

Capital stock, June 30, 1908 ........••.•.•....•.......•..... $12,000,000 
Mut ual Life Insurance Company............................ 1,237,000 
Equi table Life Assurance Society........................... 466,810 
\V. A. & A. M. White..................................... 303,220 
Emily S. \Vatson........................................... 300,000 
Estate of J. J. Studwell.................................... 277,500 
David G. Legget........................................... 241,500 
Lucy D. Rice.............................................. 190,000 
Charles Pratt & Company................................... 190,560 
Robert \ Va!ton Goel et ................. ; . . . . . . . . . . . . . . . . . . . . . . 180,000 
Trustees estate of Ludvic Benet. . . . . . . . . . . . . . . . . . . . . . . . . . • . 150,400 
Continental Insu ranee Company. . . . . . . . . . . . . . . . . . . . . . . . . . . . . , 40,000 
Charlotte B. \Vilbur..................... . . . . . . . . . . . . . . . . . . . 120,000 
W illiam Rockefeller. . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . 110,000 
Samuel \ V. Bowne......................................... 110,930 
Seth L. Keeney ........................................... 100,000 
F. P. Olcott............................................... 100,000 

CONEY I SLAND & BROOKLYN RAILROAD 
Capital stock, June 30, 1908 ...•.....•....•.•....•••••.••..• 
Estate of Louis Fitzgerald ................................. . 
Estate of H. B. Hyde ...................................... . 
James H. Hyde ............................................ . 
Annie F. Hyde ............................................ . 
Franklin Trust Company ................................... . 

$2,975,300 
400,000 
400,000 
289,800 
I 0 7, 500 

50,000 

Annual Meeting of Interborough Rapid Transit Company 

T he annual m eeting of. the stockh olde rs of the In ter
borough-Metrop oli tan Company, New York, was held on 
J an. 22. T he reti r ing directors were re-elec t ed. Theodore 
P. Sh ont s, presi den t of t he comp any, m ade the following 
statem en t w ith r efe rence to the condition of t he company: 

"Th e condit ion s affecti ng your property have improved 
since th e last annu al m eeting, a lthough the general situation 
remain s practica lly t h e sam e. Your equity in the property 
of t he Inte rborough R apid Transit Company is gradually 
inc reasin g in va lue. The in crease in earnings for October 
of las t yea r am oun ted to $70,000; for November, $150,000, 
and fo r Decemb er , $264.000. While this increase began in 
October , owin g to bu siness depression during the greater 
part of t he yea r and consequent curtailment of travel, the 
r esults fo r t he calendar year are practically the same as in 
th e previous y ear.' 

" So far as th e Metropo litan Street Railway, operated by 
th e receive r s, is concerned, it was also affected durin g t he 
summer m onths by the business depression, but began 
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showing better results about the same time as the Inter
borou~h Rapid T ransit Company did, the increase for Octo
ber bemg $22,700; for November, $36,000 and for December, 
$101,000." 
. Mr. ?honts is ·quoted as saying in an informal conversa

tion with some of the shareholders after the m ee ting that 
the company had not yet decided whether or not it would 
retain its interest in the Metropolitan Street Railway about 
$43,000,000 of whose stock it holds. ' 

Atlantic Shore Line Railway, Kennebunkport, Maine.
Announcement has been made that a syndicate composed of 
Eames~ W. Goodall, George E. Goodall, Louis B. Goodall, 
Frederick J. Allen, Charles S. Cook and Arthur S. Bos
worth and their associates has acqui red control of t he 
Atlantic Shore Line Railway. Charles S. Cook and Arthur 
S. Bosworth, both of Portland, Maine, have been elected di
rectors of the company to represent the new int erests. 

Buffalo & Lackawanna Traction Company, Buffalo, N. Y. 
-!he Buffalo & Lackawanna Traction Company has ap
pl~ed. to the Public Service Commission of the Second 
D1stnct of New York for permission to issue a mortgage 
for $1,500,000 covering its property. 

Chicag<? (Ill.) Railways Company, Chicago, lll.-The Chi
cago Railways Company announces that as successor 
thr~:>ugh the ChicagC! Union Traction Company to the West 
Ch!cago ~tre~t Railroad and the North Chicago Street 
Ra il road, 1~ will re?eem at 102 and interest on Feb. 1, 1909, 
the follo.wmg eqmpme~t trust obligations is sued by the 
W~st Ch icago Street Railroad and the North Chicago Street 
Railroad: West Ch icago Street Railroad all of series C 
Nos. 1 to zo, series B, Nos .. I to 73, inclusi;e; North Chicag~ 
Street Railroad, all of sen es C, Nos. I to 38 and ieries D 
Nos. I to 40, both inclusive. ' ' 

Fonda, Johnstown & Gloversville Railroad Gloversville 
N . ~--Th~ stockh<;>lders of the Fonda, Johnstown & Glov~ 
ersv1lle Railroad will meet on Jan. 26 to authorize an issue 
of $1,000,000 of 6 per cent cumulative preferred stoc k. 

Gainesville (Ga.) Electric Railway.-Upon the petition 
of the Knickerbocker Trust Company, New York, Judge 
Ne~man of the Federal Court has issued an order post
poning th e sale of the Gainesville Electric Railway from 
Feb. 2 to March 2. 

Manistee Light & Traction Company, Manistee, Mich.
John P. Reynolds, Jr. , has been appoin ted r ece iver of the 
Manistee Light & Traction Company by Judge Knappan of 
the Federal Court on application of the New England 
Trust Company, Boston, Mass., trustee of the fir st mortgage 
bonds. The company is alleged to have defaulted in the 
payment of taxes and interest and otherwise to have vio
lated the provisions of the mortgage. 

Syracuse & Suburban Railroad, Syracuse, N. Y.-A syndi
cate headed by John J. Stanley as syndicate manager has 
purchased the capital stock of the Syracuse & Suburban 
Rai lroad, Syracuse, N. Y. The company has organized as 
follows: John J. Stanley, Cleveland: C. Loomis Allen, Syra
cuse; James S. Sherman, Utica: Charles E. Hubbell, Syra
cuse; Giles H. Stilwell, Syracuse: H. C. Stone, Oneida; 
~Laurice Rohrheimer, Cleve land; Edward Powell, Phila
delphia; William P. Gannon, Syracuse; Granger A. Hollister, 
Rochester, and Chester H. King, Syracuse, directors; C. 
Loomis Allen, president; \,Villiam P. Gannon, vice-president; 
Giles H. Stilwell, secretary-treasurer. 

Tarrytown, White Plains & Mamaroneck Railway, New 
York, N. Y.-Justice Morschauser, of the Supreme Court, 
has confirmed the report of T. A. Atkins, referee, regarding 
the Tarrytown, White Plains & Mamaroneck Railway, and 
has appointed J. Addison Young permanent receiver of the 
company. The report of Mr. Atkins shows that the liabili 
ties of the company exceed its assets by $194,944. 

Third Avenue Railroad, New York, N. Y.-Frederick 
Whitridge, r eceiver of the Third Avenue Railroad, has paid 
to \V. A. Ladd. receiver of the New York City Railway, 
$42,772 awarded to t hat company by Judge Lacombe as 
payment for a claim made in the Circuit Court for $51,000 
to cover the cost of coal and supplies used by the Federal 
receiver. 

Virginia Passenger & Power Company, Richmond, Va.
T he argument has been concluded in the United States 
Circuit Court of Appeals in the hearing of the appeal from 
Judge Waddill's decree ordering the immediate sale of the 
property of the Virginia Passenger & Power Company. 

Yonkers (N. Y.) Railroad.-Application has been made 
to the Suprem e Court at White Plains for the appointment 
of a permanent receiver for the Yonkers Railroad. George 
W. A lger, r eferee, has reported the company to be in
solvent. Of the 10,000 shares of stock, 9880 are held by 
the Central Trust Company, New York. The Manhattan 
Trust Company, New York, holds a mortgage for $1,000,000 
coYering the property of the company. 

Traffic and Transportation 
Hearing by Massachusetts Railroad Commission on East

hampton Service 

The Massachusetts Railroad Commission gave a hearing 
on Jan. 14 on the petition of the selectmen of Easthampton 
fo r additional service between Easthampton and North
ampton, Mass. J. C. Hammond, pres id ent of the North
amp ton Street Railway, presented a bri ef bearing upon the 
fac iliti es and traffic now existing. An abstract of the brief 
follows: 

"The Northampton Street Railway was incorporated in 
1865, and for the first 29 years of its operation paid no 
dividends. For th e last 16 years dividends have been paid. 
T he company now operates 24.3 miles of road, of which 9.5 
mil es are the E as thampton line from the Boston & Maine 
Railroad station in No rthampton through Easthampton to 
Mt. Tom junction. Regarding the r equest for more cars, 
the Railroad Commission is well informed by its own ob
se rvation s, from the annual reports made by all street rail
ways, and from the thorough examinations made by its 
effic ient in spectors. Tables have been prepared to show the 
resu lts of a traffic count on the company's lines covering 
the travel between Northampton and Easthampton for the 
week beginning Jan. 5, 1909, and the passenger movement 
between Easthampton and Mt. Tom junction via East 
Street and in the opposite direction. They show the seat
ing capacity of the cars, the type of car, and the number 
of passengers in each car at turnouts No. 17 and No. 13 
for each trip during the day. The capacity of each single
truck car was 28 passengers, and of each double-truck car, 
44 passengers. As Easthampton is located on a loop the 
inhabitants have 70 opportunities daily to take a car to 
Northampton, there being 35 round trip s through the former 
town. On Saturdays and Sundays there are IO more cars, 
and in every case the trip can be made for a single fare of 
6 cents, regardless of the direction of the car. On Jan. 5, 
41 double-truck car trips were made over the loop, the 
balance being single-truck car movements. The proportion 
of double-truck car service on oth er days in the record was 
about the same." 

The average number of passenge rs counted in the cars 
in the different direct ions by days was as follows: 

Northampton Easthampton Mt. Tom Jctn. Easthampton 
to to to to 

Easthampton. Mt. Tom Jctn. Easthampton. Northampton. 

f 
!~: L:::::::: :~ I~ ~ :l 
an. 7. . . . . . . . . . 1 5 8 9 1 5 
an .. 8. . . . . . . . . . 1 7 8 8 16 

Jan. 9.......... 22 13 14 22 
Jan. 10.......... 17 16 16 15 
Jan. 11.......... 16 8 8 15 

On Jan. 9, th e day of largest traffic , 90 cars were run 
over the Easthampton line. The earnings per car mile were 
as follows, for the period of the count: 
Jan ................... 5 6 7 8 9 IO II 
Cents per car mil e .... 14.7 16.9 16.7 16.3 23.2 20.0 16. 

The figures fi led sh owed that the number of trips on 
which standing passe ngers were counted was very small in 
proportion to th e tota l number run, the tabulated results 
being as fo ll ows: 

TRIPS IN WHICH PASSENGERS STOOD. 

Total trips. 
Jan. 5.............. 70 
Jan. 6.............. 70 
Jan. 7.............. 70 

Trips by 
sin gle• truck cars. 

2 

Trips by 
double-truck cars. 

Jan. 8......... ..... 70 4 3 
Jan. 9.............. 90 9 11 
Jan. 10.............. 60 4 o 
Jan. 11 . . . . . . . . . . . . . . 68 2 2 

Judge Hammond sta ted that in the rush of the holiday 
season all lines wer e crowded at certain hours of the day 
beyond the figures of January. Chairman Hall of the Rail
road Commissi on stated that if the company's figures are 
correct there appears to be no conges tion on the road, 
although it is open to question whether there would be con
gestion with a 5-c ent fare. The whole question is em
barassed because the fare unit has been altered, but the 
petitioners do not show that congestion exists, in general. 

Judge Hammond pointed out in his brief in continuation 
that the service on the Easthampton line has always been 
about 25 per cent in excess of that furnished on any of the 
other three line s. The receipts from fares on the car-mile 
basis are invariably less on the Easthampton line. In IO 
days in November, 1908, considered, the results were: 
Bay State line ............... , ..•...•............ 18.25 cts. per car mile 
Williamsburg line ................................ 21.31 cts. per car mile 
Holyoke line .................................... 25.75 cts. per car mile 
Easthampton line .................•.............. 15.82 cts. per car mile 

For December the patronage of the Easthampton line 
per car mile was almost exactly 25 per cent less than the 
average of all lines. On the line from Easthampton to 
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Northampt on the through pas se nge r average is only 16.2 
per car. This lin e is especially for suburban service, and 
the patronage fluctuates more than on city lines which have 
more varied demands. The company has made eve ry pos
sible effort to m ee t demands for heavy riding when they 
ca n be foreseen. D emands which ove rload cars cannot al
ways be seen or remedied, as on Saturday nights. An 
unu sua l added dem and like thea te r travel may require at
tention at the same time t ha t other travel occurs, and in 
such case all the cars o n a ll t h e lines will be unavoidably 
overcrowded. Regarding complaints of the t heater service 
in Northampton Judge Hammond said that a full house 
fr equently requires two extra ca rs on eac h of the four 
lin es of the company; these cars mu st b e assigned befo re 
th e play is out, and the time cannot be determined within 
ro or rs minutes. On a single-track road t h ere must at 
times be a few minu tes wait to so m e passe ngers. 

The total transfers us ed on the system are 8 2/3 per 
cent of the register readin gs, and the Easthampton line 
uses about one-third the tota l transfer s asked for. T here 
a re 21 double-truck car round trips on the Easthampton 
line compared with 7 doubl e- truck trips on the Williams
burg and only rs sin g le-t ruck Eas thampton trip s co mpared 
with 24 on the Williamsburg. The compa ny beli ev es t hat it 
has ever maintained a hig h grade of effi ciency and servic e. 

The hearing was continued by th e Railroad Commission, 
with the suggestion that a conference be held between the 
town r epresentatives and the company in the effo rt t o 
a rrive at a mutual under standing of exact changes locally 
desired. 

Receiver Whitridge on Ambulance Chasers 

Frederick W. Whitri dge, rec eive r of th e Third Ave nue 
Railroad, New York, who h as been great ly annoyed by un
scrupulous lawyers who make a specialty of acc ident cases, 
since he has been in charge of t he property has had intro
duced in the Legislature a bill providing that the lawyer 
for the plaintiff in damage suits shall pay the cost. Mr. 
Whitridge himself is a lawyer. The bill reads, in part: 

"Where an attorney or attorneys enter into an agreement 
o r a contract with a party having an ac ti on agai nst a de
fendant to rec over damages for personal injuri es, dea th as 
the result of p ersonal injuri es, or damages to personal 
property by reason of negligence, givi n g such a tto rn ey or 
attorneys a contingent in te r est in a future judgment o r set
tlement of an action or cla im, before judgment , or where 
such a ttorney or atto rn eys ent er into an agreement o r con
tract with any person o r p er sons having a contingent agre e
ment o r a contract in such an act ion for a sha re of such 
contingent agr ee m ent o r contract, or w here such attorney 
or atto rneys is or are atto rn eys of rec ord in such an action, 
such attorney o r a tto rneys shall be liab le for the costs and 
may be required to fi le an undertaking a s prescribed in Sec
ti on 3272 of this act." 

In connection w ith this legis lation l\Ir. Whitridge ad
dresse d the fo llowing letter to th e dai ly newspapers: 

" I send you h erewith a copy of a bill w hich has been in
troduced into th e A ssembly, and whi ch I venture to com 
m end to your a tt ention and to ask you-so fa r as it m ee t s 
with your approval-to advocat e it s passage. 

"There are th ousand s of accide nts on t h e sur face r oads 
of this city, many of t hem inevitab le because of t h e traffi c 
conditi ons and th e ab sen ce of th e r egulation s w hich ex ist 
in many cities of Europe, compellin g pedestrians, except 
upon th eir own peril, t o cross t he s treets only at th e cross
ings. 

"A class of lawye r s has been deve loped by t hi s circum
stance who make it a r egular business to seek and promote 
claims against th e ra il roads up on a contin gent bas-is w hich 
runs as high as 50 pe r cen t, and is se ldom less t h an 20 per 
cent of the amount r ecovered. 

"In my experience of a year I h ave found that th e am ount 
which the lawyer was ab le t o obtain over and ab ove the 
amount which th e cli ent wou ld have obtain ed in any case 
n eve r exceeded the amount of th e continge n t fee. That is 
to say, the injur ed person was just as we ll off w ith out a 
lawyer a s he was w ith one. 

"This may not be true in th e case of a ll railroads , but in 
the case of the Third Avenue Railroad it is th e d esire of th e 
managem ent to see th at every one w h o has been injur ed 
through the fault of th e company shall be comp en sat ed for 
that injury, and I avoid liti ga ti on w h erever I can. 

"I believe in every civilized country it is the rul e that a 
plaintiff who goes into court and is defeated is respon sible 
for costs. In most countries th ese costs include the ex
pense to which the defe ndan t has been put by reason of 
litigation. In this State it includes, however,· only certain 
costs fixed by the code, which never exceed $50 or $roo. 

"So long as an attorney is at liberty to take any sort of a 
case and subject th e ra il road t o the ex pense of defending 

it, many cases are brought whic h are not meritorious and 
a considerable number which a r c positively fraudul ent, and 
it seem s to me to be just and fair- I hope it will seem so 
to you-that a n a ttorney w ho has got a large interest in 
the claim shou ld be liabl e for th e costs in case he is de
feated and hi s cli ent cannot pay th e sam e, and though the 
liability is, as I say, not over $50 o r $roo, I am satisfied that 
so m e such a m endment to the law as that I am now pro
posing would sift th e claims which are brought against the 
railroad and dispose of or prevent the bringing of many 
w hich a r e fraudu lent." 

Service in New York 

The P ublic Service Commission of the First District of 
New Y ork has passed th e following resolution calling upon 
the rece ivers of th e Metropo litan Street Railway, New 
York, t o fi le by J an. 25 a report of the number • of cars 
assign ed to the various lin es of the company: 

"Resoli·ed, That Adrian H. Joline and Douglas Robinson, 
receivers of the Metropolitan Street Railway, be required 
to fi le by Jan. 25, 1909, the fo ll owing information: 

"(a) Fo r eac h lin e o r route specified in their tariff 
schedules t he number of ca rs of eac h type, classified accord
ing t o seat in g capacity, used t hereon o r assigned thereto, 
st atin g which, upon the following days: 

"July r, 1906 ; Oct. r, 1906; J an. r, 1907 ; .\pril 1, 1907; July 
I , 1907; O ct. r, 1907 ; Jan. r, 1908; April r, 1908; July I, 1908; 
Oct. r, 1908; Jan. r, 1909. 

"(b) The number of new cars of eac h type purchased for 
use upon eac h of the lines given under (a) above b etween 
July r, 1906, and Jan. r, 1909, wit h dates when t hey were 
put into operation. 

"(c) The number of cars of each type w ithdrawn from 
use upon each of the lines given under (a ) above, between 
July r, 1906, and Jan. r, 1909. with dates when they were 
withdrawn. 

"(d) The number of cars of eac h type which have been 
orde red but n o t yet de livered, with approximate date when 
they wi ll be delivered. " 

A hearing w ill be held by the commission on Jan . 26 to 
det ermin e wh et her the service of the Metropolitan Street 
Rai lway, New York, on the Fourteenth Street and Williams
burg Bridge lin e should be increased. 

Experimental Side-Door Subway Train in New York.
T h e Public Service Commission of th e First Di s trict of 
New York has announc ed that the first of the Interborough 
Rapid Transit Company's ex perimental side-door subway 
tra in s will be pl aced in o pera tion at a date n ot later than 
Feb. 5. 

Cost of Dummies for Tests by New York Commission.
T he Public Service Commission of the First District of 
New York has presented a bill for $3,524. rs to th e Board 
of Estimate of New York for the dummies used by the 
Commission in the elaborate test s of fenders conducted 
by it recently at Schenectady and Pittsburg. 

Pay-As-You-Enter Cars on Van Buren Street, Chicago.
Pay-as-you-e nter cars have been place d in s ervic e on th e 
Van Buren Stree t line of t he Chi cago Rai lways Company. 
This is th e sixth trunk lin e of the co mpany which has been 
equ ipped with the new cars. The company now has a 
total of 2 50 pay-as-you-e nt er ca rs in service on its lin es. 

Freight Service over Dayton & Western Branch of Ohio 
Electric Railway.-Th e fr eig ht se rvice over th e Dayton & 
Western branc h of t he Ohio E lectr ic Railway, which was 
suspended m o re than a year ago on account of litigation 
in Richmond, Ind. , re gardin g fr anchi se right s, was re
established on J an. 9, and throug h freight is now being 
handled betwee n Indi anapoli s and points on the Ohio Elec
tric R ailway in Ohio. 

Accident on Brooklyn Elevated.-Two cars of an elevated 
train of t h e Brooklyn Rapid Tran~it Company jumped th e 
track on Broadway near the Myrt le Avenue stat ion on Jan. 

• 15. There wer e about 50 passenger s, most ly women, in the 
derailed cars. The only injuries th ey sustain ed were slight 
and w ere due t o th e panic among th em t o escape from the 
ca rs. T h e accid ent is sa id to have be en caused by the split
ting of a switch. 

Consideration of Passenger Tariffs by Central Electric 
Traffic Association.-A m ee ting of th e Ce ntral Electric 
Traffic Assoc iation wa s held in the offic e of Chairman A. 
L. Neerea m er , Indianapo li s, Ind. , on J an. q and rs, for the 
purpose of ch ec kin g in rates for the new joi n t passenger 
tariff now under considera tion. About 25 of the companies 
in Ohio and Indiana we re represent ed. The next rat e m ee t• 
in gs of th e associa ti on will be h eld at th e offic e of Chairman 
N ee ream cr on Jan. 27, and on F eb. r2 and 13. 
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Personal MenUon 
Mr. Alfred A nderson has been appointed purchasing agent 

of t he Met ropoli tan Street R ailway, New York, N . Y. 

Mr. ~ ugene ~olcomb ~as r_esig ned as g en eral m anager of 
th e Indianap oli s, Crawfo rdsvill e & W es tern Tracti on Com 
pa ny, Indianapolis, Ind. 

Mr. John P . Hartman has been elected secretary and 
treasurer of t h e Loy a l Railway Comp any, Seattle, W ash., 
t o succeed Mr. I. D. T ren holme. 

Mr. Alfred F . Pratt has bee n elected treasurer of t h e 
W ~nona Interurban Ra ilway Co mpany, w ith headqua r t ers a t 
W 111 ona L ake, Incl. Mr. l' ra t t is an a tto rn ey w ite offic es 
in Ind ian apolis. ' 

Mr. D. S . Carll, sec on d vice-president and genera l man
ag er of t h e Capital Tracti on Company, Washington, D. C., 
has _been elected presiden t of the Washington Society of 
Engineers. 

Mr. Arthur Wagner has bee n app oin ted tra in d ispatc h er 
fo r th e Fort W ayn e & W abas h V a lley Traction Com pany, 
Fo~t W ~yn e, I n d. .M r.W agner was g radua t ed from P urdue 
U n1 ve rs1ty and has bee n connected w it h t h e Fort Wayne & 
Wabash T rac ti on Comp any at P e ru. 

Mr. F. K . Breckenridge has be en app ointed sup erint end ent 
o f purc hase s and s to r es of t he Waterlo o Ceda r F a ll s & 
N o rth ern R ailway, t o succeed A. I. B recke~rid rre deceased. 
M r. _F . K. Br eckenridge' s du t ies w ill in clude t'h ;se of pur
c hasm g agent a nd g en era l st o rekeeper, whi ch p os iti ons have 
bee n a bolis hed. 

~r. C. 0. Vandevanter, w h o resig n ed r ec ently as ch ief 
eng m eer of th e U n it ed R a ilways & E lectric Company, Ba lt i
mo re, M d., p ropo ses t o open an o ffic e in Balt imore as an 
indep en d~n t consul!in g e n_g in eer. Befor e becoming con
nected wit h th e U ni t ed R a il ways & E lectric Company M r. 
V~n cl eva1;ter a nd M r. J . M. Hood, J r., w h o succeeds him a s 
chief en g111 ee r of t he com pany, w ere assoc ia t ed as con sul t
ing eng in eers, w ith o ffic es in Ba lt im or e. 

. M r. Joseph W . Bailey, w h o was recently appointed super
intendent of t he Ogden (Uta h ) Rapid Transit Company to 
succeed N. C. F lygare, deceased, ha s been connected wi th 
t he st re et rai lways of Ogden since 1888, when he enter ed t h e 
empl oy of t h e Ogden S t ree t Railway . The cars in O gden 
wer e op erated by mules at fi r s t , but in 1891 steam dummies 
w er e p lac ed in servic e an d a number of ex tensi ons wer e 
constructed to the sys tem . Mr. Bailey served in th e r epair 
shops of t he company and as engineer on the dummies. In 
r895, t he Ogden Str ee t Railway changed t h e motive power 
of it s lin es t o elect ricity and durin g th e reconstruction Mr. 
Bailey act ed as sup erin ten dent of electrical equipment . Sub
se quent ly h e becam e fo reman of t h e principal car ba rn of 
t he com pany an d r emain ed in t his position until J an. 1, 
1900, w hen h e was elected sheriff of W eb er County, w hi ch 
posit ion he held until Ma rch 5, 1905, when he r esig n ed to 
becom e a ssistant sup erin t end en t of th e Ogd en Rapid Transit 
Company, w hi ch succ eeded t he Ogd en St reet Railway. 

Mr. John N . A ckerman h a s been ap pointed gen eral sup er
intendent of th e A t lantic City & Sho re R ailroad, Atlantic 
City, N . J .. t o succ eed JI.J r. S. S. Ne ff, who r esign ed r ecen tly 

_to accept an ot h er po sit ion. Mr. Ac kerm an has been con 
n ec ted with st ree t ra il way properties throu g h out th e U nited 
Sta t e5 for m o re than 25 y ea rs. He was born in Brookly n on 
I\J a rc h 4. 1854. and beg an hi s ra il roa d ca r eer in 1873 w ith th e 
Sout h Bo -,ton R ail road. I n I 877 h e b ecam e co nn ec t ed wit h 
t he l\1 id cl lesex R ail road. Sub seq uently h e becam e sup erin
ten dent of t h e Cha rl es R iver S treet R a ilway , Boston. F our 
yea r s la t er , w h en t his com pa ny was consolid a t ed with th e 
Camb ridge Ra il r oa d Mr. Ackerman was appointed g en eral 
superi n t endent of th e Worc est er (M ass.) Cons olidated 
St reet Ra ilway. Later he negotia t ed the sale of t he electric 
ra ilways in N ewark an d E li zabeth, N. J ., an d in W orces ter. 
H e t hen beca m e connected with th e E lizabeth , P lainfi eld 
& Cen tra l J ersey R a ilway and wh en t h e property of that 
com pany was so ld to the Public Service Corporation entered 
its empl oy. h o lding t h e positions, in t urn, of traffic super
intendent, gen era l passenger agent and genera l sup er intend
ent of th e South Jersey division . 

Mr. L. H . Conklin, wh o, as n ot ed in the ELECTRIC R AILWAY 
JouRNAL of J an. 16, h as r esign ed as gen eral super in tend ent 
of t h e W est P enn Railways Company to becom e gen era l 
manager of t h e Scranton (Pa.) E lectric Company, was 
g radu at ed from P ratt In stitute, Brooklyn, N . Y., in 1891. 
From 1891 t o 1894 h e worked in va r ious capac ities in sev
eral m anufactu r ing pl an t s t o ga in p racti ca l experienc e, an d 
in 1894 bec ame exp ert on t he arc appar atu s fo r th e E xcelsio r 
E lect ric Company. w h ich t h en manu fac tured th e a rc m a
chines des igned by Mr. Wm. Hockh ousen, t o w h o m M r. 

Conkli n aft erward became chief assistant. From 1896 to 
1900 Mr. Conklin was superintendent of the electric plant 
of th e Fla tbush Gas Company, Brooklyn, N. Y., and from 
1900 t o 1904 h e w as a member of the firm of Weiderman & 
Conklin, New Y ork, which business is still being conducted. 
In th e spring of 1905 Mr. Conklin entered the employ of Mr. 
A. M. Y oung, a director of the American Gas & Electric 
Company and several o ther electrical companies, for whom, 
as en gin eer in the N ew England territory, he rebuilt and 
moderni ze d severa l electric light plants and constructed an 
elect ric ra ilway. In the spring of 1907 Mr. Conklin became 
conn ec ted with the West Penn Electric Company, Pittsburg, 
Pa., a s sup erintendant of lighting, and in August, 1907 was 
appoin ted g en eral sup erintendent of the West P enn Rail
ways Com pany, the W es t Pe nn Electric Comp any, McKees
por t & Gr een sburg R ailway, Westmoreland L ight, Heat & 
P o wer Com pan y and the L a trobe Street R ail way, constitut
ing w h a t is known as the _Wes t Penn S}'.st em. l_Ie is a me11;
ber of t he A m erican Institute of Electncal Engineers and 1s 
pr esident of th e Pennsylvania E lectric A ssociation. 

OBITUARY 
A. I. Breckenridge, purchasing agent and general store

kee per of th e Waterloo, Cedar Falls & N orthern Railway, 
Vvater loo, l a., is dead. Mr. Breckenridg e was born in 
Meriden, Conn., on Aug. 12, 1845, and w as graduated !rom 
Trini ty College, Hart fo rd, in 1870. H e entered business 
in Brook ly n, N. Y ., in 1871, but in 1873 r emoved to Water
loo w h ere h e becam e a m ember of a firm of coal merchant s. 
La ter h e enter ed t h e rea l estate busin ess. Mr. Brecken
ridge had been purchasin g agent and gen eral storekeeper 
of the Waterloo, Ceda r F a ll s & Northern Railway about 
two years . 

Joshua Rhoades, w h o was prominentl y identified with 
stree t ra ilway c om pa ni es of Pittsburg for many years, died 
in Pittsburg recen tly . M r. Rh oades was born in London, 
Eng., on lVIa rc h 19, 1824, and was brought to the United 
Sta t es by his fa ther and m other in 1828, Mr. Rhoades' 
pa rent s lived in A lbany, N . Y ., at first, bu t later moved to 
Buffa lo and fi na lly to Alleg h eny. Wh en Mr. Rhoades was 
r2 yea rs old bot h his parents died, an d he immediately 
sou g ht emp loymen t. A few years la t er h e became inter
es ted in r ive r t raffic and open ed a ship ch andlery business 
at New O rleans. T hi s h e sold to r eturn to Pittsburg, 
wher e h e became interested w ith M r. J ames V erner in the 
fi rm of J os hua Rhoades & Company, w h olesal e grocers. 
T h e fire of 1845 destroyed th e company's p r operty, but its 
plant w as soon r ebuilt an d new memb ers were taken into 
th e fi rm. In th e meanwhile Mr. Rhoades h ad b ecome in
ter es t ed in th e Pittsburg & L ake Eri e Railroad, and with 
fo rmer ass ociates bought t he proper ty of t he Creston Tool 
Company, in Soho, w hich eventually b ecam e the Pennsyl
vania T ool Company. Anxious t o increase th e business of 
t hi s company, Mr. R h oades as sisted in organizing the N a
t ion al Tube Company, of w hich he w as made president and 
in w hich capacity h e se rved until the property of the com
pan y was taken over by the United S tates Steel Corpora
t ion. During t his active busin ess career M r. Rhoades be
came interested in t he fi r st h orse car lin e in Pittsburg and 
late r in th e building of th e Pittsburg, A llegheny & Man
cheste r Rai lway. He a lso to ok an active par t in the move
m en t t o e lectrify t h e hor se and cable lin es in Pittsburg and 
was elected p resident of the Con solidat ed Traction Com
pan y. A t the t ime of h is death M r. Rhoades wa s a director 
of The Philad elphi a Company, the Pittsburg R ailways Com
pany, t he Freehold Bank, Colonial Trust Company, Key
s ton e N ation a l Ba nk, Columbia Nati on al Company, Besse
m er Coke Com pa ny, Am eri can Window Glass Company, 
Ch erry Valley Iron Comp any and th e P ennsylvania Casting 
& l\iachine Compan y. 

The Fourth Annual Electrical Show at Chicago w as 
opened on Satu rd ay aftern oon, J an . 16, and admission dur
ing the aftern o on was by invitati on only. This prevented 
overcrowding an d was gen erally approv ed. Among the ex
hibit o r s a re : A lli s- Cha lm er s Company, Milwaukee, Wis.; 
Am erican Steel & W ire Comp any, Chicago, Ill.; A. & J. M. 
And er son , Boston, Mass. ; Chicago Pneumatic Tool Com
pany. Chi cago, Ill. ; Crane Company, Chicago, Ill.; Electri
ca l T es t ing Lab oratories, New York City; Fort Wayne 
E lectric Works, Fort W ayne, Ind.; General Electric Com
pan y, Sch enectady, N. Y.; International Correspondence 
Schoo ls, Scranton, P a.; H . W. Johns-Manville Company, 
New York City ; Ke ll ogg Switchboard & Supply Company, 
Chicago, Ill. ; M cRoy Clay Works, Brazil, Ind.; National 
Batte ry Company, Buffalo, N. Y.; Stromberg-Carlson Tele
ph on e Manufacturin g Company, Rochester, N. Y.; Swedish
Am eri can T eleph one Company, Chicago; United Pump & 
Power Company, Chicago; Wagner Electric Manufacturing 
Company, St. Louis; Westingh ouse Electric & Manufactur
in g Company, Pittsburg. 




