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have public authoriti es bothered much about the rights 

of the corporations within their jurisdiction. But the 
financial upheaval and the cessation of work on improve
ments resulting from inability to raise capital on rea son

able terms have helped to bring abot1t a realization of the 

fact that the States owe as careful protection to th e se-
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Messages of the Governors 
The publication in recent issues of the ELECTRIC RAIL

WAY JouRNAL of excerpts from the annual messages of 
Governors of various States, discussing the subject of 
regulation and control of public utilities, bears out the 
expectations that careful observers have had as to the 

wide and irresistible extent of the movement. For the 
good of the whole public it is to be hoped that the move

ment in all the States where it exists will be directed into 

I ts.' e public served. No laws intended to regulate public 
i.1~Ii es corporations can be of lasting advantage to either 
t~ orporations or the public unless they are framed 

wilt 
I 

as near a full measure of justice to the rights of all 
1" 
a's possible. 

The Value of Fenders and Wheelguards 
In the hearing last week before the Public Service 

Commission of New York, First District, on the report 
of the sub-committee on fender and wheelguard tests, F. 

W. Whitridge, receiver of the Third Avenue Railroad 

Company, said that of 2700 accident cases which had come 
to his notice, none had occurred under conditions similar 
to those prevailing in the commi ttee's tests. By this the 

speaker meant that the dummies were inert, and in this re

spect the tests did not entirely simulate actual conditions , 

except those presented by persons drunk or asleep on the 
track. vVhile this criticism in a sense is true, the tests 

undoubtedly corresponded to actual conditions as closely 
as was possible without living subjects, and Mr. Whit

ridge did not use this reason as a defense against the in

stallation of fenders and wheelguards. It must not be 
supposed, how ever, that even the best fenders and wheel
guards will prevent a large proportion of the street rail

way casualti es which, unfortunately, occur daily. Board
ing and alighting accidents, collisions with other cars and 

teams, co!ltroller burnouts, electric shocks. and at least a 
few cases of persons getting under the rear wheels, can
not be lessened by the use of life-saving devices on the 

front end of the car. The claim departments of street 

railway companies are prone to measure the value of hu
. man life in dollars and cents, which, from the nature of 

their work, is only natural, and from that point of view 

it seems unreasonable to spend $20,000 a year to prevent 
an accident which wi ll cost the company $5,000. There is 
a side to the question, however, which cannot be reckoned 

by the damages assessed by a jury in court. The company 
should use every possible means to prevent accidents to 

passengers and users of the highways on whi ch it oper
ates . If it does this, the most captious crit ic cannot ask 
for more. But the public should not as sume that the 
general adoption of fenders and wheelguards will prove 
a cure for all kinds of street ra ilway accidents; it would 

wise and proper channels. In only a few notable instances be but a beginning. 
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The Measure of Acceleration 
Interest in the measurement of the rates of acceleration 

of trains is practically a development of electric railway 
practice. T he use of independently driven axles has made 
possible such an increase in this phase of train move
ment that the selection of its proper unit possesses an im
portance which did not obtain when steam was the main 
reliance as a motive power. But in thi s particular the 
practice in this country and abroad has followed entirely 
diffe rent lines, owing to the fact that the acceleration 
function may be considered either the second deri vat ive 
of the distance function or the first deri va tive of the ve
locity function. The logical unit to use for acceleration 
thus depends upon which aspect o~ acceleration ·we adopt; 
that is, whether we shall measure acceleration in feet 
per second per second or in miles per hour per second. 
T he latter is the usual practi ce in this country; the former, 
possibly because many of the electrical engineers abroad 
have also been prominent physicists, is the common method 
in Europe. A comparison of the relative merits of each 
plan was selected by C. 0. Mailloux as the subject of the 
paper presented by him at the last International E lectrical 
Congress, and a summary of his defence of the miles
per-hour-per-second method is published elsewhere in this 
issue. It is interesti ng to note that Mr. Mailloux, whose 

previous arguments in favor of this plan have been based 
largely upon its practical convenience, devotes a consid
erable portion of his paper to proving its superiority also 
from a mathematical point of view. Certainly, for a 
quanti ty whi ch enters so intimately into all railway speed 
calculations as acceleration the most logical unit is very 
desirable. and this Mr. Mailloux clearly shows is miles

per-hour-per-second. 

The Knoxville Water Decision 
History is being made rapidly in the judicial interpreta-

tion of the rights of public service corporations which 
hasten to the Supreme Court to take shelter under the 
fourtee nth amendment to the Constitution of the United 
States from threatened municipal and State confi scation. 
An eminent jurist, who several years ago was Ambassador 
of the United States to Great Britain, once said that the 
fourteenth amendment constituted one principal difference 
between the systems of jurisprudence in this country and 
Grtat Br itain. In the latter Parliament is supreme and 
by decree can sequestrate private property for public uses. 
The last part of the first clause of the fou rteenth 
amendment to the Constitution was avowedly adopted fo r 
the protection of the property rights of the minority in 
this country and of any portion of it, and an appeal to 
the provisions of this clause has constituted the principal 
defense in most of the recent appeals to the Supreme 
Court from adverse corporafion legislation. 

The conditions in the Knoxville case differ somewhat 
from those of the recent Consolidated Gas case, already 
mentioned in these columns, and several points stand out 
in bold relief in the former decision. The first is that the 
Supreme Court is prepared to throw its mantle of pro
tection around corporations whose property under State 
and municipal enactments is being taken without due 
compensation, but will do so only when the case is one 

which is absolutely clear. From the decision, it is also 
evident that the Court does not consider speculation as to 
possible future losses under proposed legislation to be as 
convincing as definite figures derived from experience. 
The old maxim that he who appeals for justice must come 
into the court with clean hands applies with double force 
in cases of thts kind, but he who deserves relief will re
ceive it. The court made no effort to specify what the 
company should earn upon the value of its property. A 
return of 6 per cent, including depreciation, or of 4 per 
cent, excluding depreciation, was mentioned, but the court 
said clearly: "We do not feel called upon to determine 
whether a demonstrated reduction of income to that point 
would or would not amount to confiscation." Undoubtedly 
it would hold, from the principles stated in the Consol
idated Gas case, that the return to be permitted should 
depend upon the risk involved, and this would vary in 
nearly every case. The concluding statement of the court 
should be borne in mind by every legislative body and 
public service corporation: 

The courts, in clea r cases, ought not to hesitate to ar
res t the operation of a confiscatory law, but they ought to 
refrain from interfering in cases of any other kind. Regu
lations of public service corporations which perform their 
duties under conditions of necessary monopoly will occur 
with greater and greater frequency as time goes on. It 
is a delicate and dangerous function , and ought to be ex
erc ised with a keen sense of justice on the part of the 
regulating body, 111.et by a frank disclosure on the part of 
the company to be regulated. The courts ought not to 
bear the whole burden of saving property from confisca
tion, though they will not be found wanting where the 
proof is clear. The Legislature and subordinate bodies, 
to whom the legislative power has been delegated, ought to 
do their part. Our social system rests largely upon the 
sanctity of private property, and that State or community 
which seeks to invade it will soon discover the error in 
the disaster which follows. The slight gain to the con
sumer which he would obtain from a reduction in the rates 
charged by public service corporations is as nothing com
pared with his share in the ruin which would be brought 
about by denying to private property its just reward, thus 
un settling values a nd des troying confidence. On the other 
hand, the companies to be regulated will find it to their 
lasting interest to furnish freely the information upon 
which a just regulation can be based. 

Slow vs. Fast Acceleration 
In the 1907 report of the committee on electrical equip

ment to th~ American Street & Interurban Railway Engi
neering Association, 42.6 per cent of the commutator and 
brush-holder trouble was attributed to "fast feeding of 
controllers," while the matter of improper proportioning 
of resistances was either not separately considered or con

sidered of so little importance that it was grouped with 
"other miscellaneous causes," totaling only I r.4 per cent. 
It must be remembered that these percentages are the 
summation of conclusions reached by the companies re
porting to the committee. It is probable that improperly 
proportioned resistances are responsible for much of the 
motor trouble generally attributed to improper handling 
of the controller, as with improperly graded resistances it 
is impossible for the motorman to handle the manually 
operated controller so as to get the proper acceleration in 
an economical manner or without subjecting the motors 
to peaks sometimes greatly exceeding the commutating 

capacity. 
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Much has been said a nd written as to the evi ls of fa st 
controller fee ding, until many minds have obta ined the 
idea tha t the slowest feeding of the controller consistent 

with the maintena nce of the schedule is the most econom
ical. T his is not a lways the case, however. T he rate of 
feed ing the controller is sim ply another expression fo r 
the relative ra te of acceleration o f the car during the 
period of applying fu ll line voltage to the motors. Owing 
to the fac t that it is desirab le to keep this rate of accelera
t ion uni fo rm fro m the start to the fu ll parallel position 
of the controller, thi s port ion of the run ha s been called 
the period of "stra ight line acceleration. " Any run from 
<, ta rt to stop may be di vided into four pa rts: (I) Straight 
1ine acceleration, (2) full voltage operation of motors, 
(3 ) coasting, and (4) braking. T he concurrent power 
losses in any run are of three classes : (a) Power used in 

overcoming t rain resistance and the resistance offered by 
t rack g radi ents and curves, or the power used in actually 
getting the car over the road; (b ) power lost in con
trolling resistances, and ( c) power dissipated, as heat in 

brake shoes, wheels, etc., in br inging the ca r to a stop. 
Tra in res istance losses cannot be removed or much re

duced. Rheosta t losses and braking losses can be con

trolled ~o an extent, howeve r , by the method in which the 
ca r is handled. A g iven distance may be covered in a 
g iven time in many diffe rent ways by various propo rtioning 

of the different por tions of the run. First , a very slow 
rate of acceleration may be used, such that the straight 
line acceleration occupies a la rge part of the time as com

pared to the time of full voltage operation of motors; in 
such case the coasting period genera lly must be very short, 
and the braking will begin at a relatively high speed. 

A t the other extreme, we may have a second method of 
performing the same run in the same time- that where 
the rate of acceleration is as high as the motor capacity 

will allow. H ere the time dur ing straight line accelera
t ion is a much less proportionate part of the total time 

that current is applied, and current may be cut off in ti me 
to allow a considerable amount of coasting, which in turn 
will reduce the speed, so that less braking is requi red 

than in the fo rmer instance. 
In each of these cases the use ful power consumed in 

taking the car from start to stop, i.e., the power used in 

overcoming train resistance, is practically the same. T he 
measure o f the relative effi ciency of the two runs is there
fore the relative value of the other losses. As the rheo

static losses a re proportional to the time spent in stra ight 
line acceleration, the second run is the more economical 

in this respect in exact proportion to the rate of cont roller 

feeding. The second run also loses much less energy in 
braking, as braking begins a t a much lower speed, owing 
to the longer coasting period. T he entire difference in the 
characteristics of the two runs is due to the difference in 

the rate of straight line acceleration. Without knowing 
anything regarding the amount of current or the t ime 
current is applied, then, we can safely say that the more 

rapid the rate of stra ight line acceleration the more eco
nomical the run. The rate of straight line acceleration 
is, of course, limited by the commutating capacity of the 
motors, and consequently the statement should properly 
be that the most economical run is where the rate of ac-

celeration is a s g reat as possible within the commutat ing 

capacity o f the motors. 
T he ideal acceleration is that which is ent irely unifo rm, 

or where the voltage across the motor terminals is in

creased in exact ra tio -»'ith the increasing counter electro
motive force of the motors, which increases with the in

creasing speed of the car. Theoretically, thi s could be 
obtained with a resistance having an infi nite number of 
steps, and in such case the current taken by the motors 
would be uni fo rm during stra ight line acceleration. Prac

tically, howeve r, the increase in applied voltage is obtained 
by a series-parallel change in combination wi th a resistance 

which is divided into a relat ively small and definite num
ber of steps, in order to reduce complications in con
trolling mechanisms and ca r wiring. The consequence is, 

therefore, that at best the straight line accelerat ion is not 
perfectly uniform, due to the a lmost instantaneous rise in 

current in passing from one r esistance step to the next, 
fo llowed in each case by a gradual falling off in current 

as the ca r attains speed. Even with the usual relatively 
few number of steps in the resistance, however , these 
steps may be so proportioned that the fluctuations in cur

rent may be only 10 per cent or less above and below the 
ave rage value, thus making the change of rate of accelera
tion throughout the stra ight line period and due to this 

cause relatively small. Great care must be u sed, how
ever, in proport ioning the resistance steps so that these 

fl uctuations may be uniform. I t is desirable to obtain the 
highest rate of acceleration possible within the limit of 

the capacity of the motor. The average rate of accelera
t ion is dependent upon the average current during ac

celera t ion, and thi s average may be no closer to the limit
ing capacity of the motor than the height of the highest o f 

these fluctuations. The more uni fo rm the fluctuati ons 

a re, the closer can the maximum economy be approached 
,vi thout in jury to the motors. 

In any case where it is believed tha t motors a re being 

damaged by fas t feeding of controllers, the proportioning of 
resistances should first be care fully looked into. In many 
cases instantaneous peaks in current during acceleration 

are sufficient to cause damage, while the ave rage value of 
the current during thi~ period is such that it actually could 
be increased with a resultant greater rate of straight line 

acceleration and greater economy in power consumption 
by a proper proportioning of the resistance steps. 

The cor rect value of the various resistance steps varies 

with a large number of a ffecting fac tor s. No defin ite list 
of resistances for a given motor and contro lling equip

ment can be tabulate d as applicable to a ll cases. Engi
neering fornmlas are available, however , fo r such calcu
lations, and the resi stances should be carefully deter

mined by the use of such fo rmula s, and after installation 
checked by means of an ammeter (preferably recording) 
in the motor circuit. In the absence of knowledge of such 

fo rmulas the proper resistance values may be obtained by 
the cut and try method, a recording ammeter being used 
in the determination, as the "feel" of the car will not give 
a close enough approximation for economy. In Boston a 
tria l is being made of a buzzer, connected permanently in 
a relay circuit, to warn the motorman if he exceeds the 

cur rent which can safely be commutated. 



272 ELECTRIC RAILWAY JOURNAL. [VoL. XXXIII. No. 7. 

THE DEVELOPMENT OF A SM.ALL ROAD 
One of the papers at the Atlantic City meeting of the 

Transportation & T raffic Association which was very 
.actively discussed was that by E rnest Gonzenbach, general 
manager of the Sheboygan Light, Power & Railway Com
pany, of Sheboyga n, Wis., on "How Can the Small Road 
Best Promote T raffic to Increase Its Revenue ?" The num-

s~ale of l\l il~s 
·z a -1-

Sheboygan Light, P ower & Railway Company-Map of 
Lines. 

ber of novel suggestions made by the author in this paper 
indicated that an account and a short history of the system 
managed by him would be of in terest. 

Sheboygan is a city of about 27,000 inhabitants, some 
50 mi les north of Milwaukee on Lake Michigan. It pos
sesses the. fi rst harbor north of Milwaukee with which it is 
connected by a line of lake steamers. The leading manu
factures a re chairs and furniture. 

HISTORY OF THE COMPANY 

The fi~st street railway in Sheboygan was· built in 1885 
as a horse line and was operated at a loss for many years. 
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the single track was ample fo r the traffic which the line 
received. T he property as a whole was not profitable. 

In 1903 the late Dr. F. A. C. Perrine and a number of 
his associates connected with the Stanley Electric & Manu
fa cturing Company united in a syndicate which under
wrote an issue of $600,000 consolidated mortgage bonds, 
the proceeds of which were used for the purpose of recon
structing the property. A new power station was built and 
a number of other important improvements were intro
duced. In 1904 the syndicate secured control of the stock 
of the company, and Dr. Perrine was elected president of 
the company. 

The present management, appointed by Dr. Perrine, has 
been in charge since December, 1904. During this time the 
receipts per mile of city track have increased from $1,700 
to $3,000, and the receipts on the interurb:;m division from 
$2,700 per mile of track to $4,000. These changes have been 
effected and the improvements described in this article have 
been installed without an increase in the capitalization of 
the line, but have been paid for out of the earnings, and the 
cost of operation on both city and interurban lines is less 
now than it was in 1903. These facts are sufficient of 
themselves to make an account of the property and the 
methods fo llowed instructive. 

T hree large problems had to be faced when the new start 
was made in 1904, (I) to increase the receipts, ( 2) to de
crease the expenses, and (3) to improve the relations with 
the public and authorities, which were then in a somewhat 
strained condition. 

F ARES 

To accompli sh the firs t, it was decided necessary to take 
st renuous steps toward increasing the number of rides per 
capita. Two methods were followed, one to reduce the 
fares and the other to pay special attention to maintaining 
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Sheboygan Light, Power & Railway Company-Diagram of Organization 

It possessed about 11 miles of city track. In 1893 the line 
was consolidated with the Sheboygan Electric Light Com
pany under the present corporate name, the Sheboygan 
Light, Power & Railway Company. In 1895 the li nes were 
equipped with electr icity and Walker motors and generators 
were installed. In 1899, a 6-mile extension was built to the 
viilage of Sheboygan Falls. T he rails used weighed 45 lb. 
per yard; the combined trolley an~ feeder was a No. o, and 

the schedule. In a compact city of the size of Sheboygan 
the management believed that it could carry a good many 
people who would otherwise walk if the public knew 
that the cars were absolutely to be depended upon 
in their schedules, and if the cost of a ride was 
not great. In consequence, the company voluntarily 
reduced the fare from 5 cents by issuing tickets which 
were sold at six for 25 cents and were put on sale 
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at the office of the company and by conductors on ca rs. 
The ma,nagement reasoned that inasmuch as it had to run 
a certai;1 number of cars, and was running the minimum 
number that could properly be operated, it could well af
ford to make a reduced fare, at least until such time as the 
number of cars in regula r service had to be increased. 
The theory of the selling of the tickets, as explained by 
the management, is to get as much unused transportation in 
the pockets of the public as possible_. The longest ride 
which can be had for this 4 1/ 6-cent ticket is 3,½ miles. 
The average ride is between I mile and 1,½ miles. These 
tickets are not good on interurban ca rs. 

The company furthermore voluntarily issued "working
men's tickets" which are sold I 5 tickets for 50 cents, and 
are good between 6 a. m. and 8 a. m. and between 5 p. m. 
and 7 p. m. This again was considered no extra burden on 
the company, as it formed an inducement for workingmen 
to ride , whic/1 they had not heretofore been in the habit 
of doing. 

The average rate of fare per passenger on the city lines, 
as a result of these fare reductions, is about $0.042. Thi s 
high percentage is explained by the fact that during work
ingmen's hours all fares receiv.ed are by no means working-

dent of transportation giv ing the reaso ns for the delay and 
a copy of this report is placed on the manager's table. 

One of the results of having the cars always on time 
was that it was possible to reduce the number of cars in 
operation. Thus a city schedule wh ich had required six 
city cars in winter and nine in the summer was operated 
with four ca rs in winter and six in summer. The public 
accepted the change without much objection, as before they 
had neve r been sure of the time of cars, whereas with the 
new schedule, although the cars were fewer , a passenger 
could get on a car at a certain corner to the minute. 

The combination of lower fa res and better schedule has 
ra ised the revenue 90 per cent in summer and 225. per 
cent in winter. The revenue per capita per year on the 
city cars is now about $1.40. 

The following is a statement of the car-miles run d'uring 
~ix summer months of last year: 

May . ............. . . 32,484 A ugust ........ ... . 37,270 
June .............. . 35,106 September ...... .. . 33,558 
July .............. . 37,144 October . . ..... . .. . 31,767 

The policy pursued by the company in the matter of fare s 
was soon appreciated, and the relations between the com
pany and the public a re now extremely cordial. 

Sheboygan Light, Power & Railway Company-Interior of Power House at Sheboygan 

men's tickets. In fact, the percentages of different classes 
of fares received during these hour s a re: 

Workingmen's tickets ,,'. ... . .................. 60 per cent 
4 1/6 cents ......... :'-.\. . . . . . . . . ...... 20 per cent 
Cash fares ........ . "'-},1? . . .... ........•....... 20 per cent 

Another advantage of these reduced fares is that as they 
were established voluntarily, the company has reserved the 
right to rescind them at any time, if it believes the rates 
are being abused or if the company is being unfairly 
treated by the city. 

For about a year and a half the company also sold what 
was known as "shopping tickets." These tickets were good 
between 9 a. m. and 4 p, m. at the rate of 7 for 25 cents, 
but have been withdrawn, as explained in Mr. Gonzenbach's 
paper at Atlantic City. 

SCHEDULES 

At the same time that the new system of fares was in
stituted a rigid schedule was adopted. Very few cars are 
now late, and a record is kept of those who are over 2 

minutes behind time. If a car is over 5 minutes late the 
conductor has to make a written report to the superinten-

IMPROVEMENT IN CAR SERVICE 

In addition to improving the schedule, the company im
proved the car service. The use of bob-tail cars were 
abandoned and a ll cars now carry conductors. It has also 
been found that the extra number of fares collected by con
ductors about pays the wages of the conductor. For city 
service the company uses si ngl e-truck cars with 20-ft. 
bodies, mounted on Brill trucks and equipped with two 
40-hp motors. The schedule speed of city cars is from 
8 to 9,½ m.p.h. 

The city cars are run on three different routes. One 
of these is a loop line, which makes a round trip every 
20 minutes and requires one car. Another is the so-called 
West Side line, which runs every half hour. T he third is 
the main line through the town. Thi s line requires two 
cars for its operation, and runs cars every half hour. The 
city cars make a total of about 525 car-miles per day in 
winter and about 800 car-miles per day during the summer 
seasons. 

E l'IIPLOYEES 

The co:npany believes in the employment of local married 
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men. The wo rking hours are from 10 to 11 per day a nd the 
road is kept in operation 19 hours during the day. The 
regular men are trained as both conductors and motormen, 
because during the summer a la rge number of extra men 
have to be taken on, and it has been found that these men 
acquire the duties of motormen more easily than those of 
conductors, so that most of the regular men act as con
ductors during the summe r. During the winter a regular 
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Sheboygan Railway-Daily Power Station Log 

man will serve some time in one position and will then 
be transferred to the other position. The track men and 
repair men are trained as motormen and serve in that 
capac ity at times of extra traffic. The badges for all train
men read "trainman" a nd not "conductor" or "motorman." 

Every trainman is obliged to provide himself with a good 
watch, and these watches are regulated every month by an 
inspector employed by the company. 

POWER STATION 

As al ready stated, the power station is a comparatively 
modern one and is equipped with Walker a nd Stanley 
direct-connected generator s and Allis-Chalmers engines. 
T he fuel used is a combination of buckwheat and Hocking 
scree nings. These two kinds of coal a re kept in separate 
bunkers, the mixture being vari ed according to the load, as 
when the load is steady, more buckwheat is used. At the 
power station there is a lso a bi n of so ft lump coal which is 
sc reened by the men when they have nothing else to do. 
This coal is used on days when the lighting or railway load 
is especially heavy and extra output is required. Owing 
to the demand for filling material in Sheboygan, there is 
a market for ashes at 25 cents a load. 

The power stat ion log, illustrated, is interesting not only 
on account of the character of the load shown, but a lso 
for the compactness of the record. The chart given is 
fo r a typical day in the autumn. A copy of the log fo r 
each day is la id eve ry morning on the desk of the manager. 

SALE OF HEAT 

The company supplies exhaust steam for heating a 
neighboring factory and thus increases considerably the 

income from its production o f power. The lighting ma
chinery is run 24 hours a day. 

POWER STATION PREMIUMS 

Some four years ago the operating cost for power aver
aged $1 I per 1000 kw-hours, not including labor, and the 
company agreed to g ive to the power station force a pre
mium of IO per cent of the savings made over $11 per 
1000 kw-hours. Owing to thi s competitive system, the 
power station force has been keyed up to a high state of 
efficiency, a nd the saving per month over the figure of $11 
amounts to a nea t sum. 

BATTERY SUBSTATIO N 

The company has one storage battery substation three 
miles east of Plymouth. The storage battery at this station 
floats on the line, and in addition to equalizing the load, is 
used for operating an owl car at night on the interurban 
line. The company is now, however , putting in a 12,000-
volt , 60-cycle motor generator set, to be installed in a new 
substa tion being erected at Plymouth . 

I NTERURBA N LI NES 

In 1904 the interurban line of the company was ex
tended from the village of Sheboygan Falls to the city of 
P lymouth, giving a total length of interurban line of 16 
miles. At the present time the interurban line is being 
extended 7 miles from P lymouth to E lkhart Lake, a famous 
sumnier resort, which has hereto fo re been without the 
elect ric railway connection, but has neve rtheless from 

Sheboygan Railway-Line-Repair Car 

2000 to 4000 regular guests during the summer season. 
Double headers are run on the interurban line during the 
rush hours. Cars are dispatched under traiD orders with 
a dispatcher at Sheboygan and duplicate orders for motor
men and conductors are issued through an Egry machine. 

The interurban passenger cars average about 225 car
miles each per day throughout the entire year. The freight 
cars average about 100 car-miles per dav. 
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The interurban ca rs a re eq uipped wi th four 40-hp motors , 
a re 47 ft. long, a nd we igh with equipment about 22 tons 
each. They make the run from Sheboygan to P lymouth in 
52 minutes, including a Io-minute lay-over at Sheboygan 
Falls. T his is a t the ra te of 16 miles in 42 minutes, or a 
schedule speed of about 23 111 .p.h. , including city t ime. 
Excluding city schedule the in terurbans make about 27 
m.p.h. T he 40-hp motors have stood the service very 
well a nd run without excess heating. 

Sheboygan Railway-Junction at Sheboygan Falls 

INTER URBAN FARES 
On interurban lines the rate of fa re is based on the rate 

I 

o f 2 cents per mile, if the fa re is paid on the car. Tickets 
a re sold to all points a t sta tions o f the company, and the 
single ticket rates a re based on 1¾ cents per mil e. Round
trip tickets a re sold at the rate o f I ¼ cents per mile. Mile• 
age books a re issued in three classes : 

100-mile books sold a t stations and by conducto rs on 
cars, each ... . . . ..... . .. . .. . ......... . ...... . 

500-mile books sold at sta tions only, each . . .... . .. . 
1000-mile books sold a t stations only, each . ..... . .. . 

$1.50 
7.00 

13.00 

The passenger receipts on the interurban division a re 
about 40 cents per ca r-mil e in summer and about 28 cent s 
per car-mile in winter. 

The revenue per capita on city lines. as stated, amount s 
to about $1.40. T he revenue per capi ta on the interurban 

the steam roads, but only the fir st fo ur classes are used. 
T he mi ni mum freight ra te is 20 cents. 

T he interurban freight rooms of the company at S heboy
gan a re at the swrage room, so that the same man acts as 
freight age!1t and as storekeeper. The stores are kept in 
separate compartments and the accounting system used is 
that with a continuous inv oice. 

The express business is conducted by the United States 
Express Company, which has its own wagon service at each 
end o f the line. T he contract with th is express company 
nets the ra il way company seve ral hundred dollars per 
month. 

The principal fre ight is cheese, for whi ch a rate of 43/2 
ce nts is charged per JOO lb. A nother la rge item of 
freight is plumbers' goods, which a rc shipped from a 
fac tory along the line over the elect ric line and delivered 
at the docks of the Goodri ch Transit Company, the boat 
line to Chicago. The company has a traffic a r rangement 
with the Goodrich line and it way-bills goods from any 
part of its line to any part of the United States. T he 
freight service brings in from $200 to $700 per month , de
pending upon the season, and the freight car earns from 
25 cents to 50 cents per car -mile. The average revenue 
per ton-mile is about 6 cents. A t the present time the com
pany is doing missionary work among the farmers a long the 
line, tryi ng to get them to raise garden truck for the Mil 
waukee and Chicago markets. Freight deli vered to the 
company's car in the a fternoon is delivered the next morn
ing in Chicago- by boat at freight rates which a re lowe r 
than the steam road ra tes, an advantage to which the 
farmers along the line a re just waking up. 

The milk business is handl ed by the freight car and a 
charge is made of IO cent s for an 8-gal. can. T he payment 
is made by use of the usual three-part ticket. A similar 
ti cket system is being installed fo r the shipping of garden 
products, including the return of empty crates and garden 
baskets. 

POWER SUPPLY 
T he fact that the line runs through a dairy country has 

encouraged the company to look out for power customers 
among the dai rymen and cheese factori es, as well as for 
mi scell aneous use by fa rmers. At the present time the 

Sheboygan Light,\ Power & Railway Company-Bridge on Route 

lines, not including the population of the city . di~ Sheboygan, compa ny is supplying power to about 15 motors rangi ng in 
amounts to nearly $3. \ size from 3 hp to 5 hp, although there is one motor of 

FREI GHT AND EXPRESS \ 20 hp. T he smaller motors are used principally for operat-
On its interurban line the compa ny conducts ~\ freight ing cream separa tors, cheese machinery and feed cutte rs. 

business an<I a milk business which it handl es itself, \ ~nd a n The power is sold for 3 cents per kw-hour. T he customer 
express b?siness which it leases. It also supplies e\ , ctric pays fo r hi s own insta llation from the service wires and 
power to users along the line. The freight t r~l ;: is buys h is own motor . 
handled by a singl e ca r, which makes t wo trips P' .- day. PARK 
The rates for freight are about the same as a re chf-'. rged on T he company owns 26 acres o f land known as Lake 

I 
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View P ark. Several years th e company operated there a 
hotel, a theater, two saloons, a baseball park, a menagerie 
and other attractions. All of these have , now been 
abandoned, as the new management beli eves it better policy 
to get out of the amusement business. T he company will 
furni sh free site and lighting current for any one putting 
in new attractions, but does not carry its support further. 
On the other hand, the company opened a resor t during 
the past season on the interurban line. It is not an 
amusement park, but a pine grove located along a hi llside 
next to a river and a naturally att ractive spot. T his park 
is equipped with electric lights, benches, places for camp 
fi res, etc., but possesses no attractions of the "artificial" 
kind. In fact, it is entirely a " family picnic resort," and 
has prove<l a very big success, as the traffic which it brings 
is all carried on regular cars. T hi s place is 7 miles from 
Sheboygan and is reached for a 20-cent round-trip fare. 

TI ME T ABLE 

Considerable thought has been given to the time table 
used on the interurban line, and the form of schedule. 
though compact, g ives a g reat deal of information. It is 
contained on eight pages, exclusive of the cover. At the 
top of each page the following maxim is printed: "The 
safety of passengers and tra ins is of fi r st importance, and 
all operations of working, repair or construction must be 

Sheboygan Railway-Typical Freight Station 

subservient thereto." At the bottom of each page appears 
the fo llowing: "Every person in the se rvice of this com
pany is expected to be courteous and obliging toward the 
publi c and hi s associates.' ' 

All ca rs are designated by train numbers of two or three 
numerals, as "33" or "101." The final digits indicate the 
following : 1, fir st-class t rain a. 111. going west ; 3, first-class 
train _p. m. going west ; 2, first -class train a. m. going east; 
4, first-class train p. m. going east ; 5, second-class train 
a. m. going west ; 7, second-class train p. m. going west; 
6, second-class train a. m. going east ; 8, second-class train 
p. m. goi ng east. The first one or two numerals, as "10" 
or "3," indicate the hour of leaving the terminal. All em
ployees are required to ref er to trains by their numbers. 

T he time table includes a list of the more important rules 
as well as whistle signals , tariff, inst ructions about what 
to do in case of accidents, and a li st of the company's 
surgeons. 

EXPENSES OF OPERATIO N 

The expense of operation fo r the city cars ave rages IO 

cents per car-mile and of the inte rurban cars 17 cents per 
car-mile. The pe rcentage of operating expenses to gross 
receipts is 61 per cent. T he operating expenses, as ex-

plained, include all new construction for both railway and 
lighting, except that an account is kept of meters and 
service in the lighting department, as this charge is made 
to customers. 

The details of the operating expenses are carefully kept 
on a car mileage basis; some of them follow: 

A ll lubrication, except gear lubrication, 21 cents per 1000 
car-miles; gear lubrication, 7 cents per 1000 car-miles; 
maintenance of rolling stock, average last 6 months, 1.78 
cents per car-mile. The latter figure is rather high owing 
to the small motors used on the cars, but it was not con
sidered advisabl e to install new motors for the reasons ad
vanced in Mr. Gonzenbach's conve ntion paper. 

ORGANIZ ATION 

A chart of the organization of the company is shown 
on page 272. The officers of the company are: Vice
president and general manager, Ernest Gonzenbach; secre
ta ry, J. A. Chesney ; auditor and purchasing agent, August 
Vv estermeyer ; superintendent , H . J. P agel; chief engineer, 
\V. B. Voth. 

·• 
PICK-UP AT MINNEAPOLIS 

Among the ingenious devices developed on the Twin 
City Rapid Transit Company is the trolley pick-up illus
trated herewith. Two of these are carried on . each car, 
a nd, as the name implies, they are designed to facilitate 
rapid repair of the overhead construction in case a trolley 
wire or a span wire should break. O ne of the pick-ups is 
fitt ed with 25 ft. of rope, which is attached to the end of 
the short lever. The rope on the other pick-up extends 
about 3 ft. beyond the end of the pick-up and has a noose. 

To tie up a broken t rolley wire the procedure is as fol
lows: A pick-up is attached to each end of the broken 
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T rolley . Pick-Up Carried on Cars in Minneapolis 

wi re. T he free end of the long rope is then carried 
through the r ing a t the end of the pick-up to which it is 
a ttached. It is then passed through the noose on the short 
rope on the other pick-up, and is then pulled taut. This 
draws the trolley wire back to it s normal position. 

0

The 
rope is then t ied up until the wi re car can arrive and 
repair the break. 

T hese pick-ups are manufactured in the shops of the 
company. T he metal parts are of malleable iron. The 
wooden shank is of maple whi ch is boiled in paraffine 
until it becomes saturated. 

----♦·----

A 300-kw Westinghouse turbine unit has been in opera
tion at the Burlington Municipal Electric Light Plant, 
Burlington, Vt ., since 1906. According to the turbine 
builder , a recent report from this plant states officially 
that ,:lie total expense for repairs up to the present time 
has been $1 .83. Since its installation this turbine has run 
nearly e? ery night. 
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THE INDUSTRIAL DEFINITION AND MEASUREMENT OF 
TRAIN-ACCELERATION 

As stated in a previous issue of this paper, a contribu
tion to the technical proceedings of Section V of the re
cent International Electrical Congress at Marseilles, in 
September, 1908, was made by C. 0 , Mailloux, of New 
York, who was chairman of the delegatic;m representing 
the American Institute of Electrical E nginee rs. The text 
of his paper on "The Industrial Definition and Measure
ment of Train Acceleration," which was presented in 
French, has just become available. This paper was, in 
considerable part, an indorsement of the Ame rican method 
of calculating train acceleration in terms of miles per 
hour per second, or, if metric measurements a re used, of 
kilometers per hour per second, rather than the European 
method of using the units of feet, or meters, per second 
per second. The former method, Mr. Mailloux said, was 
not only more logical and rational, but was also more prac
tical and convenient. It has the advantage of avoiding 
an awkward "translation" from one unit of velocity to an
other in noting the effect produced on velocity by an ac
celeration or a retardation. 

According to Mr. Mailloux's paper, the only phenomena 
that have to be examined in the study of acceleration are 
displacements, speeds and changes of speed. As the rela
tionships involved are all kinematical, the only functions 
that need to be considered are: ( 1) The distance-time 
function (Fig. 1); (2) the velocity-time function (Fig. 
2); the acceleration-time function· (Fig. 3). These three 
kinematical functions are connected with each other in a 
characteristic manner. The velocity function is the differ
ential function of the distance function, and it is also the 
integral function of the acceleration-function. The ac
celeration function is the fir st differential function of the 
velocity function and · the second differential function of 
the distance function. The distance function is the first 
integral function of the velocity function and the second 
integral function of the acceleration function. While it 
is possible to express or formulate these analytical r ela
tions with any system whatever of units of measurement of 
time, distance, ve locity and acceleration, it does not follow 
that there is no choice in the units to be employed. The 
units adopted should have a certain relation to each other, 
to obviate factors or constants, i.e.; to avoid transforma
tions of coordinates. If we select the unit arbitrari ly for 
one of the three functions without considering the two 
others, their relations to each other will not be simple ; 
and in passing from any one of them to either of the 
other two it will be necessary to use a factor, i.e., to 
"change the scale of ordinates" of one of the functions. 
Some units must therefore be, in any given case, more 
" natural" than others. 

In Fig. 1, representing the curve of the distance-time 
function, we have .x- = t = seconds, and y = s = some 
unit of distance (length) , say centimeters, meters or feet. 
In Fig. 2, representing the first derivative of the distance-

. h , ds l . time curve, we ave y = - = v = ve oc1ty. 
dt . 

T he " natu-

ral'' unit of this velocity will be different according to the 
unit employed for the function from which it was derived. 
For instance, if the distance functi on is expressed in the 
units already named, the natural unit for the · velocity 
function would be centimeters per second, meters per sec
ond or feet per second. These happen to be precisely the 
velocity units employed in physics. The curve in Fig. 3. 

which represents the secund der ivative of the distance 
function, and which also represents the fir st de rivative of 
the velocity function , is the acceleration function. In the 
first case we have 

y" = d ( ds ) = d zs = ,-4 = accelera tion 
dt dt dt2 

(A) 

In the second case we have 

y" = _<l, (dv) = .E:!!. = A = acceleration 
· dt dt 

( B ) 

It is thus seen that there a re two possibl e defi nitions of 
acce leration, although many persons a re under the im
pression that there is only one. It may be defined either 
(A) in te rms of a ratio which represents and expresses 
the second derivative of the distance, or (B ) in terms of 
a ratio which represents and expresses the fir st de riva-
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Figs. 1 , 2 and 3-Distance, Speed and Acceleration Func-
tions 

tive of the ve locity. The first is what has always been 
taken for the "classica l" definition. It is an indirect 
definition. The second is the practical as well as the 
direct and logical definition. 

The unit of acceleration which will be " natural" for 
each definition will depend on the units employed fo r the 
function from which this acceleration has been de rived. 
The two modes of derivation symbolized by equations (A) 
and ( B) will lead to the same results and the same units. 
if the units of distance (s) and of time (t) are the same 
in both cases. This is the case for the units of accelera
tion employed in physics, viz ., the centimeter or the meter, 
or the foot, per second per second, which are derivable 
from either equatior:i, (A) or (B ). We are obliged to 
acknowledge, however, that the expression meters per 
second per sec011d, for instance, corresponds much more 
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directly and naturally to formula (B) than to formula (A), 
since it specifies a change of velocity per second, the said 
velocity being itself expressed in meters per second. In
deed, it is a change of velocity rather than of distance 
whi ch comes to the mind with the idea of acceleration. It 
is even necessary for the mind to stop and consider-to 
make a "translation"-in order to realize clearly that the 
di stance really comes into it. As everybody knows, it is 
the influence exercised and the effect produced on the 
velocity, and not on the distance, by acceleration, that is 
of interest. H ence, it is the second formula, (B), or the 
fir st derivative of the velocity function, which furni shes 
the " natural " definition of acceleration. The meter per 
seco nd per second will therefore be the natural and logi
ca l unit of accelerati on only in the case where the veloc
iti es which va ry are themselves expressed in meters per 
second ; a nd the foot per second per second will be the 
natural and logical unit only when the velociti es are 
measured in feet per second. For cases where the veloc
ities a re measured otherwise. it will be necessary to " trans
late" these acceleration units in order to understa nd them. 

If the technology of railroadi ng had at th e beginning 
adopted the same units of time, dista nce a nd velocity as 
those used in physics and mechanics,. the units of accelera
tion used in E urope would be entirely natural a nd logical. 
Such was not the case, howeve r. These units came too 
late; and, besides, they were not suitable. The industry 
o f transportation had been obliged to establi sh and adopt 
practical units of time, dista nce a nd speed, even long 
before the existence of the units of the C. G. S. system 
a nd those used in physics and mechanics, and especially 
long before questions a nd problems involving acceleration 
attracted attention. 

In E urope, to measure tra in acceleration, the practical 
men borrowed from the theoreti cal men a measure which 
was "ready made,'' thinking then (and beli eving it sti11) 
that this measure, being the most direct and convenient 
one in physics, must surely be equally so fo r the measure
ment of vehicula r acceleration. Neither the practical nor 
the theoretical men noticed that thi s measure. made on 
purpose and very practical fo r measuring vari ations of 
velocity expressed in meter s per second or feet per second, 
is not a t all suitable for measuring variations of veloc ity 
measured in kilomete rs per hour, or miles per hour. In 
America it was deemed desirable at the outset that the 
measurement of the variations of a velocity should be 
made in such . manner as to introduce only one single unit 
of veloci ty. 

The unit of dista nce for railroad tra nsportation is the 
kilometer in metri c countries a nd the mile in America a nd 
E ngland. The unit of tra in-time for all countries is the 
hour and its subdivi sion into minutes. The unit of speed 
of transportation ( train velocity) is the kilometer per 
hour for metric countries and the mile per hour for Amer
ica and E ngland. These units of velocity are natural and 
logical, because they result directly from the fundamen
ta l kinematical relation, a lready noted, between the dis
tance function (Fig. I) a nd the veloci ty function (Fig. 
2), as a little study readily shows. 

It is a mi stake to suppose that the practical velocity 
units, the kilometer per hour, or the mile per hour, can 
serve only to measure mean values. They can serve 
equally well to measure and express instantaneous values. 
Let us suppose (Fig. 4) that the curve O'OaAB be the 
distance function representing the di;placement of a train 
between two points separated from each other by the dis-

tance S = B'C', the time elapsed being equal to O'C'. The 
instantaneous speed ( v) at the point A will be equal to 
the derivative 

ds 
- =v 
dt 

Now, although t1le time element, dt, is infinitely small, 
it is not necessary to measure it or to express it in seconds 
or in fractions of seconds. It can, quite as well, be meas
ured in fractions of an hour, or any other unit of time 
whatever. This will become evident if we enlarge the 
differential triangle Adtds to OCB, in such a way that 
we shall have L,. T = I hour. Since the two triangles are 
''similar," we shall always have 

ds 6.S 
- = --=v 
dt 6.T 

If, now, we put s = meters, t = seconds, S = kilo
meters, and T = hours, we will have two expressions for 
the sa me insta nta neous velocity, v, one in term s of meters 
per second, the other in terms of kilometers per hour. 
S ince the rai lroad engineer is interested in the "change 
of distance" per hour, the second form of expression is 
that which speci fies the " natural" unit of measurement of 
velocity for his purpose. In the case of acceleration we 
might also consider changes per hour. This would not be 
so convenient, however. Acceleration represents varia-

Fig. 4 

tions of veloc ity which occur in such short times that, in 
order to study them in detail, a very small unit of time 
is desirable. W e want to note and report instantaneous 
var iations, and to do this the phenomena must be exam
ined at intervals which are very close to each other. 
H ence we find it convenient to subdivide the unit of train
time, the hour, irito seconds, and to take the second as a 
subsidiary or accessory unit. This is the same as putting 
two sca les of abscissre in Fig. 2 , one of hours and the 
other of seconds (= 1/ 3600 of an hour). We could add 
still other time scales, subdividing the hour into tenths, 
hundredths, thousa ndth s, millionths, etc. We could al
ways obtain the derivative of the velocity function repre
sented in Fig. 2, no matter by what scale of values we 
measured the independent variable, t. In every case, and 
whatever may be the unit va lue of t, we will have, ac
cording to the formula ( B) , already found 

d dv 
y'' = · dt (dv) = dt = A; (C) 

and the same derivative curve (Fig. 3) can represent cor
rectly all the derivative values for any case whatever, 
provided the scale of ordinates be varied according to the 
scale of abscissre employed. Using the second as the unit 
value of time, and remembering that transportation ve
locities are measured in kilometers per hour or in miles 
per hour ( according to the system of units used), the 
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va riation of t rain veloci ty, dv, produced in the time in
terval dt will be equal to a certain number of kilometers 
pe r hour or miles per hour. We will therefore have as a 
measure of tra in acceleration a ratio of two variations, 
one of whi ch va riati ons (dv) is tha t of a velocity, ex
pressed in kilometers or miles per hour, a nd the other ( dt ) 
that o f a time measured in seconds ; thus 

dv kilometers per hour 
A = --= ---------

dt seconds 
= ki lometers per hour per second 

or else 

dv mi les per hour .
1 A = - = --- --- = 1111 es per hour per second 

dt seconds 

T he expression on the right-hand side defin es for each 
case the "natural" uni t of acceleration fo r measuring vari
ations of velocity when these velocities a re themselves 
measured in kilometers or in miles per hour. T his unit 
establi shes the scale of ordinates by which the value of 
the functi on obtained by formula ( C ) is to be read and 
understood. 

By defining and measuring acceleration in the manner 
just indicated the velocities ar e measured and expressed in 
precisely the same manner all the time, namely, before, 
during and after the acceleration. There is only one unit 
o f velocity. If, for example, tha t unit is the kilometer per 
hour, it will be kilometers per hour of velocity that the 
vehicle will gain or lose during the per iod of accelerat ion 
and not meters per second. T here is no translation re
quired, no coeffici ent to be introduced at any time. Given 
the value of the acceleration, A, during any interval of 
time whatever, the corresponding increment of velocity can 
be found from the formul a 
l::,,. V = A 6. t or, in general. in the time interval, t, we will 
have 

V = 1: dv = 1: Adt. 

If the acceleration, A, remains constant during a given 
number of seconds, t, we have 

V=At 

Those who are not yet convinced of the advantages of 
this method are invited to make the same calculat ions by 
it and by the "other ' ' method and to note the time required 
by the two. 

It has been asserted in E ngland that the method advo
cated lacks mathematical rigor. T hi s cri t icism is un
founded and results from the misinterpretation of a fo r
mula of differentiation. T he pleas against th is method are: 

(I) Two units of time, the hour and the second, a re 
used when a single unit should suffice . 

(2) Since acceleration is the second derivative of the 
distance with respect to time, i. e., because 

d2 s 
y" = -- = A 

dt2 
the quantity in the denominator should be the square of a 
time-unit ; in other words, the definition should compri se a 
number of units of time which " repeats itself," such "as 
per second per second," which means that the same num
ber should occur twice as a divisor, as " ( seconds) ' ." 

In answer to the first point, there is, theoretically, no ob
jection to the use of two time-units in the definition of 
acceleration because the true definition of acceleration, 
that which is used by everybody, even by the phys
icists, is related to the velocity- time function, which 

can itself be defined in any manner whatever. P ractically 
the academic method does not avoid two units of time 
a nyhow, because while it introduces only one uni t of 
time, the second, in the fo rmula, it is always necessary to 
have recourse to another unit of t ime, the hour, to "t rans
late'' the result o f the measurement made by that method, 
to render it intell igible. · 

In answer to the second point, it is not at a ll necessary 
to derive the acceleration fun ction directly from the dis
tance functi on. On the contrary, its most logical defini
tion and that which specifies the real unit of acceleration 
is der ived directly from the velocity function. Even if we 
did wi sh to deri ve the acceleration fun ction from the dis
tance function it is not necessary that the two successive 
differentiations of distance with respect to t ime be both 
made by reference to the same unit-value of time. We 
can obtain the second deriva ti ve after having changed the 
un it of the variable (x) of the fir st derivative and a fter 
having given it any other va lue whatever (X) provided 
we change suitably the scale of ordinates of the second 
derivative by the introduction of a fac tor equal to the r atio 
of the two units ( X and x) of the variable. T hat constant 
is only necessary when we want to reta in the same unit 
of acceleration in all cases. By defining and adopting a 
practical unit we eliminate the constant just mentioned. 
The resul t is a rational logical method where the relations 
between the three kinematical functi ons a re established as 
naturally for the units of time, distance and speed in use 
in the industry of transpor tation, as they are established for 
other units of time di stance and speed with the academic 
method. 

T here may be some academic interest, but the re is no 
practi cal interest in making the unit of industrial measure 
of tra in-acceleration the same as the unit of measure of 
the acceleration of a mechanism in a physical labora tory. 
It complicates instead of simplifying the industrial measure
ments. It is indeed in or der to avoid complications and 
difficulties that practical units have had to be and are st ill 
being created and that so much use is made of them. 

The constant fa ctor of the ratio between an acceleration 
measured by the "practical" and by the "academic" methods 
is easily found by expressing a gi ven acceleration by both 
methods. T his factor turns out, naturally enough, to be 
equal to the ratio of the two units of velocity which have 
to be used with the academic method. one to calculate ac
celera tion, the other to " translate" the result. T hese ratios 
a re 3.6 for the meter unit and 0.682 for the foot unit. The 
practical uni t is 3.6 times smaller than the academic uni t 
with the metric system, i. e., r meter per second per sec
ond = 3.6 kilometers per hour per second. In the case of 
the "foot" unit, the foot per second per second = 0.682 mile 
per hour per second, i. e., the mi le per hour per second 
= 1.46 ft . per second per second ( the unit used in England). 
T hese observations are inspired and at the same time con
firmed by more than IO years of ex perience in America 
with the mile per hour per second as a "practical" unit of 
train acceleration. 

The method of industrial definition and measurement of 
tra in acceleration presented in this a rticle is there fo re one 
whi ch has long since proved its worth and its practical util
ity and advantages can no longer be contested. 

----♦·----
An electric ra ilway is to be constructed from Oraka 

to Takaradzuka, J apan, a distance of 15¼ miles, with a 
branch from Mi nomo to A rmia, 2¼ miles. It will cost 
$1,427,500 and will be controlled by British capitalists. 
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THE KNOXVILLE WATER CASE 

The general interest in the decision of the Supreme Court 
of the United States in the case of the Knoxville Water 
Company is such as to warrant a general statement of the 
conclusions reached by the court. The decision was handed 
down Jan. 4 and. was the result of an appeal from the Cir
cuit Court of the U nited States for the Eastern District of 
Tennessee of a case in which the mayor and aldermen of 
the city of Knoxville were appellants and the Knoxville 
Water Company was the appellee. The original case was 
a suit in equity and was brought by the company in the 
Circuit Court, Dec. 7, 1901, agai nst the city to restrain the 
latter from enforcing a city ~rdinance fixing the maximum 
rates to be charged by the company. The company alleged 
that the rates in the ordinance were so low that they 
denied to the company a reasonable return upon the prop
erty employed in the business and thereby took it for pub
lic use without compensation, in violation of the fourteenth 
amendment of the Constitution of the United States. The 
case was tried before a master, who found that the net 
income under the new rates would be less than 6 per cent 
on the valuation of the company's property as found by him. 
In the opinion of the master 8 per cent, which included 2 

per cent to provide for depreciation, was the minimum net 
return which the company was entitled to earn. The judge 
of the Circuit Court, in his opinion confirming the master's 
report, adopted practically the master's valuation of the 
whole plant and property, as well as his conclusions, and 
issued a permanent injunction against the enforcement of 
the ordinance. 

In its deci sion the Supreme Court fir st concludes that 
the ordinance. although municipal, de ri ved its authority 
from the Legislature and must be regarded as an exe rcise 
of the legi slative power. In such cases, the court said, it 
wi ll set asirle lep-islation only where it s constitutional in
validity is very clear. 

The decision then takes up the question of the va luati<;>n 
of the property which, according to the master, on March 
30, 1901, the date of th.e passage of the ordinance, was 
$608,000. T his sum was made up by adding to the appraise
ment of all the tangible property the sum of $10,000 for 
"organization. promotion, etc.," and $60,000 for "going 
concern." T he Supreme Court declined to express an 
opinion as to the propri ety of including these two items in 
the valuation of the plant, for the purpose for which it was 
valued in this case, but left that question to be considered 
when it should necessarily arise. Assuming them, however , 
to be correct, it took up the maste_r's valuation of the 
tangible property, which was based upon the testimony of 
a witness of the company as to the cost, at the date of the 
ordinance, to reproduce the existing plant as a new plant. 
The company contended that the master, in fixing this 
valuation, made allowance for depreciation. The Supreme 
Court could see no evidence to support this claim, but de
clared that some substantial allowance for depreciation 
should have been made for that portion of the property, 
such as machinery, which was subject to depreciation. A 
witne ss called by the city placed the reproduction value at 
$363,000 and estimated the allowance that should be made 
for depreciation at $118,000, or 32 per cent. In the view 
which the Supreme Court took of the case it did not con
sider it necessary to determine how much of the master 's 
valuation of the tangible property ought to have been 
diminished by the depreciation which the property had 
undergone, except to say that there should have been con
siderable diminution. sufficient at least to rai se the net 

income found by the Circuit Court above 6 per cent, upon 
the whole valuation thus diminished. 

The court brushed aside the somewhat faint claim of 
the company that its capitalization should have some influ
ence in determining the valuation of the property, as the 
evidence showed that all, or substantially all, of the pre
ferred and common stock had been issued to contractors for 
the construction of the plant and that the nominal amount 
of the stock issued was greatly in excess of the true value 
of the property furnished by the contractors. 

The Supreme Court also considered that the master and 
the Circuit Court erred in estimating the gross receipts 
under the new ordinance. The company had been in the 
habit of making a discount of 5 per cent on all bills which 
were promptly paid, and this discount was considered in 
estimating the effect of the proposed rates. The Supreme 
Court pointed out that the ordinance required no discount. 
While the abandonment of the discount would deprive the 
company of an efficient aid to quick collection of these bills 
and hence would add somewhat to the cost of collection, 
the court considered that in the case of a prime necessity 
like water there were other methods of enforcing prompt 
payment. 

In its original case the company had referred to both 
the "complete" and "incomplete" depreciation of the plant. 
These terms were accepted by the court which defined 
complete depreciation as "that part of the original plant 
which through destruction or obsolescence had actually 
perished as useful property," and "incomplete depreciation" 
as " the impairment in value of the parts of the plant which 
remained in existence and were continued in use." The 
company had claimed that in fixing the value of the plant 
upon which it was entitled to earn a reasonable return, the 
amounts of complete and incomplete depreciation should 
be added to the present value of the surviving parts. The 
Circuit Court refused this contention and was upheld. 
Upon this point the Supreme Court decision says: 

A water plant, with all its additions, begins to dep~eciate 
in value from the moment of its use. Before commg to 
the question of profit at all the co?1pany is entitled to earn 
a sufficient sum annually to provide not only for current 
repairs, but for making good the depreciation and replac
ing the parts of the proper~y when they come. to the end 
of their Ii fe. T he company is not bound to see its prop~yty 
g radually waste without making provision out of earn)ngs
for its replacement. It is entitled to see that from earnmgs 
the value of the property invested is kept unimpair~d. so 
that at the end of any given term of years the ongmal 
investment remains as it was at the beginning'~fi It is not 
only the right · of the company to make such * {-pro-yision, 
but is its duty to its bond and. stockholders! and,. m the 
case of a public-service corporat10n at least, its platn duty 
to the public. If a different course were pursued t~e only 
method of providing for replacement of property which has 
ceased to be useful would be the investment of new capital 
and the issue of new bonds or stocks. This course would 
lead to a constantly increasing variance between pres~nt 
value and bond and stock capitalization-a tendency which 
would inevitably lead to disaster either to the stockho_lders 
or to the public, or both. If, however, a co_mpany fails to 
perform this plain dut)'. an~ to exact suffic~en~ returns to 
keep the investment ummpaired, whe_ther this is th~. result 
of unwarranted dividends upon over issues of secuntt~s, _or 
of omission to exact prices for the output, the fault is its 
own. When, therefore, a public regulation of its prices 
comes under question the true value of the property then 
employed for the purpose of earning a return cannot be 
enhanced by a consideration of the errors of management 
which have been committed in the past. 

In another part of its decision the Supreme Court held 
that the Circuit Court was in error. Although the ordi
nance was passed in 1901, it had never been observed. In 
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th e meantime, the g ross income of the company had la rgely 
increased. The decision of the Ci rcuit Court was based on 
the return o f the company fo r the fi scal year ended 190 1 
so that full evidence of the results fo r the subsequent years 
was not included in evidence before the Supreme Court . 
Hence the latter was unable to say wha t the effect of such 
evidence would be. But thi s evidence was relevant and of 
great importance and it was an error not to have considered 
it and to have based judgment upon one year only. 

The Supreme Court decided, therefore, that the judgment 
of the lower court could not stand as "there was error in 
the appraisement of the present value of the plant , in the 
deduction of the reductions made by the ordinance and in 
the exclusion of evidence relating to the operat ions of the 
company after the enactment of the ordinance." 

The Supreme Court states that its j ur isdiction in cases 
of this kind should be invoked only in the clearest cases. 
In this instance more than seven years had passed since 
the enactment of the ordinance a nd it had never been 
observed. "If a company of this kind chooses to decline 
to observe an ordinance of this na ture and prefers rather 
to go into court with the claim that the ordinance is uncon
stitutional, it must be prepared to show to the satisfaction 
of the court that the ordinance would necessa rily be so con
fiscatory in its effect as to viola te the Const itut ion of the 
United States." This same thought . it says, is expressed 
in ex parte Young, 209 U. S., 123 ; San D iego Land & 
Town Company v. N ational City, 174 U . S., 739,754; San 
Diego Land & Town Company v. J asper, 189 U. S., 439. 
On the other hand, it cannot be doubted that in a clear 
case of confiscation it is the right and duty of the cou rt to 
annul the law. Reagan v. Farmers' Loan & Trust Com
pany, 154 U. S ., 362; Covington, etc ., T urnpike Company v. 
Sanford, 164 U. S., 578; Smyth v. A mes, i69 U . S., 466. 
But the court did not consider the present case as being 
one of this kind. It says: 

Upon any aspect of the evidence the company is certain 
to obtain a substantial net revenue under the operat ion of 
the ordinance. The net income, in any event , would be 
substantially 6 per cent, or 4 per cent a fter an a ll owance of 
2 per cent for depreciation. (See Stani slaus County v. 
San Joaquin Company, 192 U. S., 201.) We cannot k_now 
clearly that the revenue would not exceed tha t return. 
We do not feel called upon to determine whether a demon
strated reduction of income to tha t point would or would 
not amount to confiscation. \ Vhere the case r ests, as it 
does here, not upon observation of the actual operation 
under the ordinance, but upon speculations as to its e ffect , 
based upori the operations of a prior fi scal year, we w ill 
not guess whether the substantial r eturn certa in to be 
earned would lack something o f the return which would 
save the effect of the ordinance from confiscat ion. It is 
enough that the whole case leaves us in grave doubt. The 
valuation of the property was an estimate and is greatly 
disputed. The expense account was not agreed upon. T he 
ordinance had not actually been put into operation ; the 
inferences were based upon the operations of the preceding 
year ; and the conclusion of the court below rested upon 
that most unsatisfactory evidence, the testimony of expert 
witnesses employed by the parties. T he ci ty authorities 
acted in good faith , and they tried, w ithout success, to 
obtain from the company a sta tement of its property, capi 
talization and earnings. 

In conclusion the court expresses itself as follows: 
The courts in clear cases ought not to hesi tate to a rrest 

the operation of a confiscatory law, but they ought to re
frain from interfering in cases o f any other kind. Regu
lation of public-service corpora tions which perform their 
duties under conditions of necessary monopoly w ill occur 
with greater and greater frequency as time goes on. It is 
a delicate and dangerous function and ought to be exer
cised with a keen sense of justice on the part of the regu-

lating Lody, met by fra nk <li sclusure un the pa rt o f the 
company tu Le regula ted. T he courts ought not to bear 
the whole burden of saving property from confiscation, 
though they will not be found wanting where the proof is 
clear. T he legislatures and subordina te bodies to whom 
the legislative power has been delegated ought to do their 
Lest. O ur social system rests la rgely upon the sanctity of 
pr ivate property, and that Sta te or community which seeks 
to invade it wi ll soon discover the error in the disaster 
which fo llows. T he slight ga in to the consumer which he 
would obta in from a reduction in the rates charged by 
public-service corporations is as nothing compared with his 
sha re in the ruin which would be brought about by denying 
to priva te property its just reward, thus unsettling values 
and destroying confidence. On the other hand, the com
panies to be regulated will find it to their lasting interest 
to furnish freely the information upon which a just regu
la tion ca n be based. 

If hereafter it shall appear under the actual operation of 
the ordinance that the returns allowed by it operate as a 
confiscation of proper ty, nothing in this judgment will 
prevent another application to the courts of the Uni ted 
States or to the cour ts of the State of Tennessee. But as 
the case now stands there is no such certainty that the rates 
prescr ibed wi ll necessarily have rl1e effect of denying to the 
company such a r eturn a s would a void confiscat ion. 

----·♦·------

ST AND ARD SPECIFICATIONS FOR COAL 
T he committee on standard specifications for coal of 

the A mer ican Society for T esting Mater ials held a meet
ing in Pit tsburg on Jan. 29. Dr. J. A. Holmes, of the U.S. 
Geological Survey, Washington, D. C., was elected perma
nent chairman of the committee. B. F. Bush, president , 
Davis Coal & Coke Company, Baltimore, Md., was elected 
permanent secretary. The subj ect of the sale of coal on 
heat va lue speci fi cations was discussed exhaustively, and 
it was the consensus of opinion that such a method of sale 
would be feasible. The chairman appointed a committee 
to classify the users of coal who could properly purchase 
under standard specifica t ions. T he committee reported the 
fo llowing classifications: ( l ) Steam plants ; stat ionary 
power , locomotives, ships, naval, etc. (2) Producer gas. 
(3) Domestic coal; low-pressure heating plants, anthra
ci te, bi tuminous and coke. (4) Metallurgical; coke, smith
ing. (5) Gas ( illumi nating) . (6) Cement and miscel
laneous drying opera tions. 

Sub-committees 'we re appointed to consider specifica t ions 
fo r each of these cl assi fi cations and report to the general 
committee next June, when the society holds its annual 
meeting at A tlantic City. Committees we re appointed on 
sample taking and on educational work. Professor W. F. 
M. Goss, University of Illinois, was appointed chai rman of 
the committee on specificat ions for steam plants, and D . T. 
Randall w as appointed chairman of the sub-committee on 
sample testing. T he membersh ip of these various com
mittees is equally divided between representatives of the 
consumer and the producer , except that, according to the 
rules of the society, the chai rmen of a ll committees must 
be either consumers or engineers. 

----♦··----
Recent statistics compiled by the F rench Minister of 

P ublic Works show that on June l , 1908, there were on 
that date in E urope 317,654 km ( 197,660 miles) of steam 
railroad track, exclusive of industrial and secondary rail
ways. Germany led the list. The other important countries. 
in their order , were Russia, F rance, Austria-Hungary. 
Great Britain and Ireland, Ita ly , Spain, Sweden, Belgi um, 
Switzerland, Denmark, Turkey, Roumania and H olland. 
In length of track built during 1907 Russia led, with 1715 
km, or 1071 miles. 
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DISCUSSION OF CAR OPERATION IN BOSTON 

At a recent monthly meeting of the car-house fo remen 
and div ision superintendents of the Boston E levated Rail
way Company the subject of car operation was di scussed 
from the point of view of the mechani cal department. 
Through the courtesy of the company the following r epor t 
of the proceedings is here printed. T he meeting was so suc
cessful that it was decided to bring the facts closer to the 
car-service employees and two simila r meetings were held 
with the st reet inspectors and motormen instru ctors as at
tendants. John Linda ll , superintendent of rolling stock 
and shops, presided at all the meetings, and the electrical 
side of car operation was discussed more in deta il by John 
W . Corning, electrical enginee r. A noteworthy feature of 
the work was the exhibition of graphi c char ts of the car 
defects occurring in 1907 and 1908 by months and by 
equipment classifications and the presentation of full-s ized 
diagrams of the current variations during the correct and 
incorrect operation of a car. Each man was also given a 
blue print, as illustrated herewith, showing a recording 
ammeter record taken on a well-run and a poorly operated 
car and at the conclusion of the meetings the men ad
journed to the ~hop yard, where a test car had been fitted 
up with a recording ammeter. T his ca r was run in vari
ous ways with small groups of men inside on each trip 
and curves were obtained- showing the current demand of • 
the car under different methods of handling. 

At the outset Mr. Lindall pointed out that the meeting 
was not called in a critical spirit, but for the purpose of 
effecti ng possible improv ements in the service . He ex
plained the uses of the system of defect records ( which were 
desc ribed in the STREET RAILWAY Jou RNAL for A pril 4, 
1908) and showed how the troubles occurring in service 
have been reduced. Ca r body defects in November, 1908, 
were about 400 c9mpared with about 510 a year ago; motor 
defects were 240, against 720 in 1907; truck defects were 
16, against 65; control troubles were 172, against 275; 
brake defects, 31, against 80, and trouble reported and 
nothing found, 41 cases, against 150. It was then stated 
that the manner in which the cars are handled in service 
has an important bearing upon the fai lure s of equipment 
and the cost of maintaining it. Last year the committee 
appointed by the American Street & Interurban Railway 
Engineering Association to report upon the maintenance and 
inspection of electric railways sent out a letter to prac
t ically all the companies in the United States asking for 
certain data and information. One of the points brought 
out in the replies was that about 42.6 per cent of the com
mutator and brush troubles were due to fast feeding of 
controllers. \Vhen motor eq uipments are figured considera
tion is given to the weight of car, weight of load the car 
is liable to carry, grades on the line, number of stops per 
mile, scheduled speed and the line voltage. Motor s are 
designed to fulfil these requirements with suffi cient capacity 
to perform the service without excessive heating which 
deteriorates the insulation, and they are also designed to 
commutate properly the normal current requi red fo r serv
ice without se rious sparking at the brushes and blackening 
and burning at the commutator. They are not designed to 
fu lfil these conditions if the motors are not connected up 
properly, if they are run with the brakes on, or if the 
power is applied too rapidly. During the past two year s 
the company has done a great deal of work on the equip
ment to make the motors operate under more nearly normal 
conditions. Resistance has been rearranged and cont roller s 

changed to smooth the acceleration and cut down the cur
rent peaks. Lost motion has been taken out of the truck 
and brake rigging with beneficial results and the company 
feels that if the handling of the cars by the motormen can 
be improved further reductions in car defects and main
tenance will follow. 

Mr. Corning explained the needs of smooth acceleration 
and showed the waste of power in keeping the current on 
too long, particularly when the brakes a re applied need
lessly. If the rail is not dry when the power is appl ied too 
rapidly slippage and grinding of the wheels result with slow 
car movement. About a year ago the company made some 
demonstrations to its inspectors, showing that better time 
could be made by applying power less rapidly on a slip
pery rail. A cha rt was then discussed with refe rence to 
proper and improper operation of the controller, the cur
rent curve being shown in r ed for good handling and in 
black fo r poor. The commutating capacity of the motor 
was explained with reference to the di agram. Thus the 
current rose only to a maximum of 55 amp in the series 
position with smooth handling, against about 85 amp with 
rough manipulation. \Vith proper operation the full mul
t iple current was 125 amp , reached in 9 seconds after 
starting, and with rough work the max imum current in 

1-- I I 

Smoo th Handling l Rough / Hand li ng l"" ::-----------+--- -I- - ----

: ' u2- I\ 

10; I\ i I 
9 

I I ,,, 
,.J I 1 "-" I "' I Note; : 

6 

-" I ~ Full Loed Current thus _ _ _ 

45 '\II 
,- Saf~ Commutating Capacity. -

i~\ '-., : 

15 
I Se ries :.Uultiple \ lst:r il s Multiple\ 

o lo s 10 \ I lo 5 \ 10 

Seconds 

Electric Ry. J ournal 

Diagram Showing Current Consumption of Motors with 
Different Rates of Feeding 

multiple reached about 195 amp in 7 seconds. With 
proper operation the current did not rise above the safe 
commutating capacity of the motor and barely exceeded 
the fu ll-load current. In rough handling the full-load cur
rent was exceeded in both series and multiple and the safe 
commutating capacity was considerably exceeded. When 
thi s is a frequent occurrence it causes a roughness in 
the commutator , which ultimately leads to sparking. 
The current peaks with a car carrying passengers on a 
grade are still more serious. The effects on passengers and 
possibility of accident claims resulting from the sudden 
starting of cars were also considered. The effect of rough 
handling on the motors was then discussed. The wrench 
that the bearings get due to sudden rushes of current is 
undesirable, as is the shock to gears and pinions. The 
shock to the trucks is bad and the car bodies tend to loosen 
up at the joints. Another effect of the too rapid move
ment of the controller is the resulting overheating of the 
motors. 

M r. Corning pointed out that with the curves exhibited 
the maximum current per motor was 90 amp with improper 
operation and only 70 amp with good operation. This has 
an appreciable effect on the power stations, where it is de
sirable to limit the maximum current as much as possible. 
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T he heating o f th e motors is proportional to the squa re 
of the current. The rheosta t losses are also g reater with 
improper operation. 

A trial device has been placed on the cars as suggested 
by Paul Winsor, chief engineer of motive power and roll
ing stock, to warn the motorman wh en he exceeds the 
proper current in accelera ting. This devi ce is illustrated 
by the accompanying drawing a nd it consists of a relay 

Baz1.er Place One Bu zze r in euch Ves tibule , 
Place Reluy unde r Sen t. 

T hree Dry Cells in Series 

Bu zze r 

Electr ic R .u. J uurnal 

Diagram of Overload Warning Buzzer Connections 

in the motor circuit adjusted to close a dry battery and 
buzzer circuit when the current reaches about 80 amp. 
This relay operates a buzzer at each end of the car , and is 
set just beyond the commutating capacity of the motor , so 
that the motorman could so accelerate hi s car as he main
tained the proper speed without causing the buzzer to ring. 

In approaching electric track switches it is necessary to 
operate the car slowly for the reason that there is in the 
switch me~hanism one coil or sol enoid whose fun ction is to 
determine which way the tongue should move. This coil 
is operated by the current taken by th e motors, and th e 
company's measurements show th at it takes about 40 amp 
to operate the coil when it is working properly. As a car 
is being accelerated from rest this value will be obtained 
by two or three controller not ches without using th e 
brake, and by moving th e controller properly, securing a 
speed of about 7 m.p.h. This is about as fas t as the motor
man should run through the trolley pan, as a h igher speed 
may prevent the track coils from moving th e switch tongue 
all the way· over and thereby cause a dera ilment or a split 
switch. 

The following points were noted by inspectors as desir
able to avoid: 

Controller flashed by slow movement in making th e tran
sition point and also by quick feeding and holding between 
notches. 

Resistance burned out by running on short notches with 
motor heating. 

Running cars over cut-outs while in th e loop, causing 
motors to flash and fuse to blow. 

Overworking motors and grinding out shoes while near
ing a stop by applying brakes with the power on or when 
running over rough rail to steady ca r. 

Fuses blown by rear brake being set, which motorman 
had failed to detect. 

Fuses blown at electric track swi tches by applying brake 
too hard. 

Car pushed when motor could have been cut out. 
Open cars pushed with reverse on center. 
Car pushed with switch not properly thrown. 
Car pushed with fuse blown and not replaced. 
Car pushed with circuit breaker not set . 
Throwing to multiple with wheels spinning and resulting 

in flashing of motors. 
Reversing to make ordinary stops. 

A SIMPLE IMPREGNATING PLANT 

A simple im pregnat ing outfit has bee n buil t by the shop 
employees of the North western E le va ted Rai lroad Com
pany, o f Chicago, John E. O smer, master mechanic. T his 
outfit includes a heati ng oven, an impregnating tank and an 
a ir supply fo r forci ng compound into th e coils. A n ac
companying illust rat ion shows the genera l appearance of 
this complete outfi t as it is bu il t on the shop fl oor. 

T he heating oven is 5 ft. x 6 ft. x 4 ft. , inside dimensions, 
and is buil t of brick with the top supported on angle irons. 
Beginning above the door in the front of th e oven a slot 
about 4 in. wide extends th roughout the length of the top 
fro m front to rear. T h is slot ha s a sheet-iron cove r for 
reta ining the hot a ir when the oven is in use. This open
ing makes it poss ible to handle coi ls direct from the wind
ing room to the inside of the oven ca rrying them with th e 
pneumati c hoist shown in the illustration. A short length 
of cha in is provided to lift the coils, and when a coil is 
being put into the oven thi s cha in passes th rough th e slot 
in th e roof of the oven, whi ch slot is di rectly under and 
parallel wi th the runway of the pneumatic hoist. 

T he oven is heated with n ine electric car heaters placed 
a long one side wall. On the opposite side wall are hooks 
for supporting small coi ls. By means of the heaters the 
tempera ture within the oven can be maintai ned at 190 

deg. Fahr. 
Close to one side of the oven is the pressure tank, IO in. 

wide, 22 in. long and 27 in . deep, inside measurements. It 
is heavily ribbed on the sides and the cover so th a t it may 
withstand a pressure of 100 lb. per squa re inch. W hen a 
coil is immersed in the compound in thi s tank and the 
cove r bolted on pressure fo r fo rcing the compound into the 
coil is suppli ed by a ir from the shop pipes. T he shop 
supply of a ir is mainta ined at I IO lb. , but a feed valve and 

Impregnating Outfit in Shops of Northwestern E levated, 
Chicago 

a safety valve set at 60 lb. mainta in th e pressure within 
the tank at from 50 lb. to 60 lb. A n ordinary gage serves 
to indicate the pressure within the t ank. 

\ iVhen a coil has been repaired it is carried from the 
winding room to the inside of th e oven by the overhead 
crane as mentioned and th ere heated for a sufficient length 
of time to have the moisture dri ven out . After heating, the 
coil while still hot is submerged in th e compound which 
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half fills the cast-iron pressure tank just described. \Vhen 
all bubbling has ceased the cover is securely bolted to the 
tank and 50 lb. air pressure is appl ied above the liquid for 
about 60 minutes ; then the cover is removed and the coil 
is raised and temporarily held on strap-iron saddles whi le 
the excess liquid drips back into the tank. 

r<-- -- ~--

end and the steel broom soon cuts through the snowdrifts. 
The shear in front, which is supported directly on· the 

extended side si lls of the car body and is also braced from 
above, is fitted at its outer· and lower end with a square 
steel plate which can be set to any desired height, and the 
height of the shear itself can be regulated by means of a 

Side Elevation of Minneapolis Snow Plow 

F ield coil s that have become loose in service on the 
company's 160-hp motors are brought into the shop, the 
rivets are tightened, the coils are heated and then sub
merged in the compound under pressure. A fter drying 
they a re put back into service and satisfactory insulation 
by this method has been shown. 

---◄♦·----

NEW SNOW PLOW FOR MINffEAPOLIS 
A new type of snow plow has recently been developed 

at the shops of the Twin City Rapid Transit Company, of 
Minneapolis. O ne of these plows was built fo r se rvice 
last year, and proved so success ful in combating the 
dri £ts, which ar e heayy and frequent in Minnesota, that 
four others of the same pattern were built las t summer. 

The new plow is a combination shear plow and sweeper, 
with the shear a t one end and a rotary sweeper at the • 
other. It is equipped to operate in either direction and 
from both ends, although as a rul e the plow end will be 
the forward end of the pl ow. In thi s case the shear and 
wings will clea r the tracks of the greater part of the snow 
and the amount between the rails left by them will be re
moved by the sweeper in the rear. When the side wings 
are extended the plow will remove the snow from a strip 
19 ft. wide, including the strip betwee n the tracks, and 

" --
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" 

View of Sweeper End 

will throw the snow out 12 ft. from the outside rail. If 
heavy, frozen drifts which cannot be moved by the front 
wing are encountered, the plow is operated from the other 

reel and drum from the cab. The bottom of the shear is 
shod with steel blocks rounded so that they will slide on 
the rails, and is so constructed that when it st rikes obstruc-

Interior of Cab of Snow Plow 

tions, such as paving blocks, it will rise and ride over them 
without difficulty. The side wings are also arranged so 
that they can be dropped from the cab, and when thus 

~ l _,, 

\ ~-

\ 

View of Shear Plow End 

set are held rigidly in place by a kind of toggle joint. Both 
of the wings may be raised and lower_ed by means of jib 
cranes and air power. 
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The steel broom at the rear eml of the car is 52 in. in 
diameter and is reyolved by a chain from a special motor 
carried in the cab. Thi s broom is al so raised and lowered 
by air power. 

All e lectrical cables composing the car wiring are car
ried in boxed-in trough s on the floor of the cab, so that 
they are easily accessible in cases of emergency . The re
sistances are carried on the roof . The car is mounte<l on 
Baldwin No. 4 trucks and is equipped with four GE-73 
motors with C-6 type M control fo r opera ting, a GE-67 
motor for revolving the broom, compresso rs, etc. The 
weight of the plow complete is 66,500 lb., and it is 44 ft . 2 
in. over a ll. 

---◄♦•----

ELECTRIFICATION OF SALT LAKE & OGDEN RAILWAY 

The Salt Lake & Ogden Railway operates a steam rail
road, carrying freight and passengers between Salt Lake 
City and Ogden, Utah , 35 miles distant, over private right 
of ,vay averaging 66 ft. in width, thus giving ample space 
for future double-tracking. At the terminal cities it has 
excellent facilities and free entry under franchises, with 
loop tracks around the federal building of each city. The 
road is built for steam railroad se rvice, with practically 
no curves and a maximum gradient of I.I per cent. The 
track is standard gage laid with 85-lb. rails. It is now 
proposed to electrify this road and also retain the steam 
locomotives in service for handling a t night the rapidly 
growing freight business. 

Simon Bamberger, ex-State Senator for Utah, is the 
active head of the corporation, with the title of presi
dent and general manager; H. A. Strauss, vice-president . 
The Falkenau Electrical Construction Company, Chicago, 
is consulting engineer: and is now engaged in the design of 
the electrified system and the prepa ration of plans and 
specifications for the new work. It is anticipated that it 
will be possible to so carry forward the work that electric 
operation may be begun by July. 

Hourly local service and a limited service will be gi ven 
between the two cities. The equipment throughout will 
be designed for high-grade fast interurban service. The 
new electric motor cars to be purchased will be equipped 
with four motors of approximately roo hp each , multiple
unit control, automatic air brakes, heavy trucks, and will 
contain smoking and baggage compartment s. These cars 
wiH be geared for a maximum speed of 60 m.p.h. In 
addition to the purchase of new cars, the elect rification 
work will include equipping electrically approximately 40 
existing cars no,,· in use, which will be utilized as trailers 
in trains consisting of from two to six uni ts in conjunc
tion with the new motor-ca r equipment. 

Mr. Strauss has recommended the use of the direct
cu rrent system at 650 volt s, with overhead span con
struction. This conclusion was reached after weighing 
carefully the adva ntages and di sadvantages in this under 
taking of the a.c. single-phase system, the 1200-volt d.c. 
·system and the standard direct-current system with a 
voltage of 650. Power for the line wi ll be suppli ed either 
from a ge nerating station to be erected by the railway 
company, or will be· purchased from one of the several 
11igh-tension hydro-elec tric supply lines which now prac
tically parall el the company's right of way. Four sub
stations to receive and convert 88,ooo-volt current will be 
erected and equipped. each with two motor-generator sets 
.of 300-kw capacity. 

The road which is to be electrified traverses an ex-

ceeding ly fertile and densely populated section, and has 
an enormous excursion traffic from both terminals through
out the summer months to a summer resort known as 
"Lagoon ," owned by the interests controlling the rai lroad. 

-----·♦·~~--

REPORT OF WISCONSIN RAILROAD COMMISSION 

The second annual report of the Rai lroad Commission 
of \Vi sconsin , whi ch has juo.t been issued, relates to the 
work nf th e commission during the year ended June 30, 
1908. 

Of I 14 formal complai nts aga inst railway companies , 
seven related to street and interurban rai lway service and 
rates. Of 673 informal complaints and other informal 
matters regarding railways, six related to stree t car serv
ice a nd rates. 

Fifty-one indeterminate permits were issued to corpora 
tion s \\'hich fil ed notices of surrender of franchise wi th 
the co mmission under the provisions of the law of 1907. 
. \111ong these companies \\"ere the following: Menominee 
& Marinette Light & Traction Company: Ashland Light, 
Power & Street Railway Company; Merrill Rai lway & 
Lighting . Company: Chippewa Valley Railway, Light & 
Powe r Company. 

The following statisti ci- of accidents a re presented: 
The steam railroads and the electric street and inter

urban railways together reported 240 persons killed and 
27-1-3 injured by them in thi s State during the year ended 
June 30, 1908. Of these the steam roads we re responsibl e 
for 207 killed and 1867 injured; the electric railways for 
33 killed and 876 injured. 

The steam roads killed 4 passengers and injured 151 
more; the electric rai lways killed 5 and in jured 759. 
Forty-eight · employees were killed by the steam railroads 
and 5 by electric railroads; whi le 1486 and 40, respectively, 
were injured. Crossings account for 34 of the deaths re
ported by the steam roads and 76 of the injuries: the elec
tric lines r eported 5 injured in this manner. Seventy
three trespassers on right of way and 15 trespassers on 
trains were killed by the steam roads, and one of each 
class by the electri c roads; the injured of this class num 
bered 45 and 39, respectively. 

Struck bv train was the most common cause of death 
reported. The railroads killed l 55 in this manner and in
jured 200 more; the electric ra ilroads killed 23 and injured 
65. The steam roads report 17 deaths by falling from 
trains and 176 injured: the elect ric railways _s6 injured. 
Jumping on and off trains resulted in l I deaths on the 
steam. 6 on th e electric railroads; and 174 and 448 injuries. 
Coupling and uncoupling cost 6 lives and 120 injurie s. 
Collisions caused 5 deaths and 72 injuries on the railroads 
and 120 injuri es on the electric ra ilways. One death and 
12 injuries were caused by overhead obstructio_ns. 

The report gives the following figures of the expenses 
of the commission: Amount expended under the railroad 
commission law, $48,169.77; amount expended under the 
public utiliti es law, $17,513.74; total. $65,683.5r. The ex 
pense for the joint engineering staff of the Railroad Com
m1ss10n and the V/isconsin Tax Commission, including 
salari es and traveling expenses, but exclusive of instru 
mental equipment, was $31,199.09, divided .a s follows : 
Public utiliti es, $13,132.50; Railroad Commission. except 
public utili ties, $9,128.82: Tax Commission, $8,937.77. 

Among va rious suggestions for legislation the commis
sion makes the following: 

The administration of the public utilities law has re
vealed no weaknesses in it s essential provi sions. In sev
eral instances the commission has been obliged to place a 
somevvhat liberal interpretation upon it in order to make 
the law fit the concrete situation s which \\"ere presented . 
It will be assumed, however, that the interpretation thu s 
placed upon the law is in harn1ony \Yith its spirit and the 
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intention of the Legislature, unless the Legislature directs 
otherwise . The only amendment to the publi c utilities law 
which may be suggested is one extending the period of 
time during which public uti lity companies, organized be
fore the enactment of the law, can surrender their fra n
chises and secure in lieu thereof indeterminate permits. 
The utilities law limited the time during which a franchise 
could be surrendered to July 1, 1908. S ince this da te a 
number of companies have inquired of the commission as 
to the manner in which they could now surrender their 
franchises. In our judgment it is desirable that utilit ies 
still operating under franchises granted before the enact
ment of the law, should have an opportuni ty to surrender 
the same at any time in the future. Possibly it is in the 
interest of the public to go a step further and, under the 
reserve power of the constitution, by statute repeal all 
franchises still in existence and grant in lieu thereof inde
terminate permits. The second suggestion is obviously a 
much larger proposition, but we are inclined to believe 
that it merits careful cons ideration. 

The public convenience and necessity law could to ad
vantage be modified so as to permit the commission to 
consider the fin ancia l ability of the applicants in passing 
upon the application for such certificate, as some doubt 
exists at present of the right of the commission to inquire 
into such matter. The law might be further amended to 
authoriz e the commission to permit modifications of the 
certificate of public convenience and necessity at any time 
subsequent to its first issuance. 

---➔♦•----

CHICAGO RAILWAYS REHABILITATION PROGRESS 

Us ing a full page in the Lincoln Centennial issue of a 
Chicago daily paper on Feb. 7 the Chicago Railways Com
pany presented a statement of its rehabilitation progress. 
A portion of the record was entitl ed "What the Chicago 
Railways Company Is Doing to Give Chicago a Perfect 
T rac tion System." The statements follow: 

"Accepted its franchise ordinance Jan. 29, 1908. On 
Nov. 15, 1908, had completed 50 per cent of its rehabilita
tion requirements and was 25 per cent ahead of the amount 
specified in the ordinance for that period. 

" H as removed the trailers and installed new 'pay-as-you
enter ' cars on seven of its biggest trunk lines. Has built 
74.40 miles of new track-modern grooved rails la~d in 
concrete. 

"Has 650 'pay-as-you-enter' cars of the most up-to-date 
model, either in service or in various stages of completion 
in the Pullman shops. _(The ordinance requi res that 225 
new cars shall be installed a year after the acceptance.) 

"Has installed 227 miles of vitrified clay tile duct for 
underground cable, about 50 per cent of the required 
amount. Has replaced 75 miles of trolley with heavier 
wire, or 44 per cent of the amount specified. 

"Has let contracts for 126 miles of underground cable. 
Has laid 35 miles of auxiliary cable. 

"The following buildings are completed; some of them 
cover the area of a city block: Car shops, paint shops, a 
modern warehouse and additions at West End, near For
tieth Avenue; car station at Twenty-fifth and Leavitt 
Streets, with a capacity of 145 cars; car station at Lincoln, 
Sheffield and Wrightwood; substation at Milwaukee Ave
nue and Cleaver Street; machine shop at Dewey Court. 
In addition to these buildings the station at Madison and 
Fortieth Avenue has been remodeled to accommodate 70 
new 'pay-as-you-enter' cars; the Armitage barn, to ac
commodate 90 of the new cars; Devon Avenue, to hold 125 
of the long 'vehicles; Lawndale stat ion, to accommodate 
75 cars, and Li ncoln Avenue station, to accommodate 95 
cars-a total of 455. With the new barns that are to be 
constructed, the re will be accommodations for nearly 2000 

ca rs, and the stations will be up to date in e·very respect, 
so that the cars can be thoroughly cleaned every day. " 

The company now has in service nearly 300 of the new 
"pay-as-you-enter" cars and 350 more are in the shops 
fa st approaching completion. At an early date the con- · 
t ract will be placed for 550 additional cars of the same type 
and before the end of this year the Chicago Railways Com
pa ny will have in operation 1200 of the new " pay-as-you
enter" cars representing an outlay of approximately 
$7,000,000. 

The new ca rs are in operation on seven of the principal 
lines of the company- Madison Street, Evanston Avenue, 
North Clark Street, Milwaukee Avenue, A rmitage Avenue, 
Blue I sland Avenue and Ogden Avenue . Other lines are 
being equi pped as fa st as possible. Meanwhile the heavy 
double-truck cars from the principal thoroughfares have 
been placed on other lines, to the great improvement of the 
service generally. 

The total expendi ture for rehabilitation so far has been 
about $10,000,000. T he track is said to cost about $50,000 
per mile. T he company expects to complete the rehabilita
tion of all its lines thi s year. It has planned to build 112 
miles of track, including 26 miles of extensions, before the 
close of next December . T his will include new tracks in 
the important network which extends through the heart of 
the city, work upon which was started the latter part of 
1908. 

The tunnels connecting the loop di strict with the north 
and west sides have been out of service f or the last two 
years, but the Board of Supervising E nginee rs lately has 
prepared plans fo r rebuilding the L a Salle and Washing
ton Street bores and it is assumed that the transportation 
difficult ies in the downtown section will be overcome to a 
considerable degree by the construction of these subways 
and the re lief of the bridges. The Van Buren Street tun
nel practically is completed and the cars soon will be 
running through it, materially relieving congestion in that 
pa rt of the city. 

----•♦·----

MAGYAR-AMERICAN ENGINEERS ORGANIZE 
A number of Hunga rian engineers and architects have 

organized the "American Society of Hungarian Engineers 
and Architects." The society has two objects: To bring 
in clQSer touch engineers and architects of Hungarian ex
traction living in this country, and to give moral support 
and information to newcomers, and to encourage the ex
change of engineering, technical and industrial informa
tion between the technical men of Hungary and of the 
Uni ted Sta tes and to foster technical societies, sciences 
and industries. The society will hold monthly meetings, 
where papers will be read and discussed. The membership 
consists of mechanical, electrical and civil engineers, chem
ists, architects and craftsmen. Following are the officers 
of the new society : President, A. Henry Pikler, M.E., 
member of the American Institute of Electrical Engineers, 
engineer in charge of transformer department, Crocker
Wheeler Company, Ampere, N. J. ; vice-president, Karoly 
Z. H orvay, architect, chief draftsman, building bureau of 
Board of Education, Brooklyn, N . Y.; secretary, Zoltan de 
Nemeth, M.E., New York Edison Company; treasurer, 
Sandor Oesterreicher, E.E. , associate member of the Amer
ican Institute of Electrical Engineers and of the American 
Society of Mechanical Engineers, New York Edison Com
pany; assistant secretary, Ernest L. Mandel, B.S.C.E., bu
reau of Commissioner of Public Works, New York City. 



FEBRUARY 13, 1909.] ELECTRIC RAILWAY JOURNAL. 

FENDER AND WHEELGUARD HEARINGS BEFORE THE 
NEW YORK PUBLIC SERVICE COMMISSION 

On Feb. 4 and S the New York Public Service Commis
sion, First District, gave two hearings in pursuance of 
its intention to learn the attitude of the street railway 
companies under its jurisdiction with regard to a proposed 
form of order specifying the adoption of wheelguards 
with or without fenders. The first hearing, held on 
Thursday, Feb. 4, was for the railways of Kings, Queens, 
Bronx and Manhattan borough s, comprising nearly all the 
mileage in New York and vicinity. The second hearing 
was held on Friday, Feb. S, and was attended by repre
sentatives of the electric railways in the Borough of Rich
mond. Commissioner Maltbie presided at both sessions. 

THURSr.A v's SESSION 

Commissioner Maltbie, in opening the Thursday session, 
referred to the recently issued report of the Schenectady 
and East Pittsburg fender and wheelguard tests made by 
the sub-committee on safety devices. While it was true 
that the proposed form of order would be based largely on 
the work of this sub-committee, the Public Service Com
mission would by no means be bound to it. He assumed 
that the street railway companies would not deny the 
necessity of some kind of protection, and expected that 
their arguments at the hearing would be confined to the 
desirability of using one or the other form of protection 
on their cars. 

A. W. McLimont, chairman of the sub-committee on 
safety devices and electri~al engineer of the Public Service 
Commission, was then duly sworn. He testified that the 
report as issued was correct, and summarized the recom
mendations made therein. The committee had recom
mended, he said, that all cars should have automatic wheel
guards, and in addition that the cars in the Jess congested 
boroughs of New York should also have projecting fen
ders. 

The first railway representative called was A. H. Masten, 
one of the lawyers for the Metropolitan Street Railway 
Company. Mr. Masten said that the receivers of the com
pany had been engaged for some time in making tests of 
wheelguards and other safety devices. Those which they 
are now testing are the two which received the highest 
percentages in the report made by the sub-committee of 
the commission. J. L. Quackenbush, another legal repre
sentative of the Metropolitan Street Railway Company, 
said that the wheelguard views expressed in the report 
were the same as those given out about a year ago by 
Oren Root, general manager for the receivers of the 
Metropolitan Street Railway Company. 

The next witness was F. W. Whitridge, receiver of the 
Third. Avenue Railroad Company, Union Railway Com
pany and other lines. Mr. Whitridge said that as the tests 
conducted by the commission were made on lay figures, 
they bore absolutely no relation to what exists in practice, 
unless the person struck is asleep or drunk on the track. 
9f 2700 cases which came to his notice, not one had pre
sented conditions similar to the tests. For that reason he 
was disposed at first to take a light view of the report, 
but some time ago he came to the conclusion that there 
ought to be some kind of a safety device on every car. 
He ha~ ,already installed 50 Hudson & Bowring wheel
guards, and he was gratified to find he had selected the 
very device which had received the highest mark from 
the commission. He spoke highly of the record which the 
H-B guard had made in many cities throughout the world, 

and believed it was the best thing available in case a per
son should be in the positions given in the tests. He had 
no objection to equipping his cars as quickly as possible. 
He did object, however, to the proposition that the cars 
operated in Bronx Borough should be equipped with pro
jecting fenders in addition, because some parts of that 
section are quite as congested as Manhattan Borough. 
Fenders were nothing but a nuisance where wheelguards 
are installed. The one objection he had with regard to 
the sub-committee's statement on wheelguards was the 
proposal that the wheelguards should be attached to the 
truck rather than to the body of the car. There were sev
eral objections to thi.:;, but the main one was that the plan 
of attaching wheelguards to the truck is patented. At 
this time 50 of the new pay-as-you-enter cars are equipped 
with the H-B wheelguard, and the rest of the cars are 
being furnished with this device as rapidly as possible. 
He expected to complete in a very few weeks the equip
ment of all of the electric railways operated by him as re
ceiver. J n reply to a question from Commissioner Malt
bie, Mr. Whitridge stated that he would ask the wheel
guard manufacturer how long it would take to equip all 
the cars, so that the commission would be able to set a 
elate in its proposed order. In conclusion, Mr. Whitridge 
said that in view of the sentimental notions which prevail 
regarding the sacredness of human life, it was very desir
able to do everything possible to save it. Inasmuch as 
the commission had approved the device which he consid
ered the best, he had no complaints to make. 

A. H. Masten, representing the Metropolitan Street 
Railway Company, was recaJled to the stand. He did not 
agree with Mr. Whitridge in having no objection to the 
proposed order as to wheelguards. His company's ex
perience thus far with the two devices tested had not been 
sufficient to say that one has a marked superiority over 
the other. One has worked very satisfactorily except in a 
few cases, and in general the company has not had time 
to decide which is the better. It seemed unwise in ad
vance of further preliminary tests to standardize such 
devices at this time and to require the railways to install 
absolutely one or the other of the two guards. Commis
sioner Maltbie pointed out in reply to M r. Masten that the 
proposed order wi ll not confine the railway companies to 
any particular device, as they will have the privilege to 
use anything that will pass satisfactorily such tests as the 
commission may direct. In reply to a question from the 
commissioner. Mr. Masten said that the two wheelguards 
which his company has on trial are the Parmenter and 
the Hudson & Bowring types. He admitted that both had 
been in use elsewhere, but asserted that they had not been 
previously tried out under conditions like those in New 
Yo rk City. He did not wish to suggest the date on which 
the proposed order shoul d become effective without con
ferring with the operating department. 

Oren Root, the general manager for the receivers of the 
Metropolitan Street Railway Company, was then called to 
the stand. He said that he could not tell how long it 
would take to equip the cars with an improved wheel
guard; that would depend entirely on the deliveries of 
the manufacturers. Of the two wheelguards which his 
company is trying out, the Parmenter has been in use on 
the Madison Avenue line for about a year, and therefore 
has been quite thoroughly tested. The H-B guard, how
ever , has come into the American market more recently, 
so that his company's experience with it is rather limited. 
He was not prepared to give an opinion until the Eighth 
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Avenue line is actually equipped with the H -B type. The 
tests of the commission were of value in indicating the 
type of safety device to be used, but he did not believe that 
the results thus secured should be conclusive. They ·ought 
rather to be supplemented by tests in actual operation. 
The only objection that he had was that any particular 
device should be specified by the commission. The per
centage of accidents in which a wheelguard might be of 
use is very small; nevertheless, when an accident of that 
character does occur it is important that the wheelguard 
should be of the most efficient type. 

J. J. Kuhn, of Dykman, Oeland & Kuhn, representing 
the Central Park, North & East River Railroad Company, 
was not prepared to say whether it is necessary to equip 
the cars with both fenders and wheelguards. He did not 
think that the commission should order the company to 
put on expensive equipment merely as an experiment. 
Perhaps the commission would consider furth er experi 
menting. Commissione r Maltbie poi nted out that the order 
wi ll not specify any particular device, and that a railway 
company can submit any device it chooses, subject to ap
proval. Mr. Kuhn said that his engineers had told him 
that fenders were more desi rable than wheelguards, as a 
loose wheelguard dropping on the track could easi ly derail 
a car. Commissioner Maltbie said in reply that if the 
wheelguards were properly maintained they would not fall 
down, and Mr. Kuhn admitted that he had not heard of 
such accidents. He thought, however, that either a wheel
gua rd or fender should be ordered by the commission, but 
not both. As he had no engineers of the company with 
him, he asked that another hearing be given to go into 
the matter further. 

George W. Linch, receiver for the Second Avenue Rail 
road Company, said his company was willing to go ahead 
with wheelguards or fenders if absolutely necessary. H e 
had had no chance to experiment , but F. \V. Whitridge, 
receiver of the T hi rd Ave nue Rail road Company, had in
\·i ted him to witness his company's experiments. At pres
ent the cars of his company are equipped with Sterling
Meaker pilot wheelguarrls. 

J. F. Teyser, of Mayer & Gilbert , representi ng the 
Twenty-eighth & Twenty-ninth Streets Crossto\\'11 Rail 
road, said the proposed order of the commission ,,·otild 110t 
apply to his company. as it operates only fi ve horse cars. 
a nd the safety devices would impede the movemen ts of the 
horses. 

J. L. Quackenbush, representing the New York City 
Interborough Rai lwa~·. bad the same objections as Mr. 
\\'hitridge to placing fenders on cars operated in Bronx 
Borough. He wished to confer with Mr. Whitridge and 
E. _-\. Maher, general manager of the T hird Avenue Rail 
road and the Un ion Railway companies, on this question. 
Commissioner Maltbie said that anotr-ier hearing would he 
held to discuss the feasibility of fenders, and that the pres
e nt hearing would be confined to a discussion as to when 
the order on wheelguards should become effecti ve. 

Oren Root , general manager for the receivers of the 
Metropolitan Street Railway Company, was prepared, how
ever , to proceed with the discussion on the fender ques
tion. He said that fenders had been found worthless on 
the congested lines of Manhattan Island, and the last had 
been removed eight or ten months ago. Under the traffic 
condi tions in Manhattan Borough it was practically im
possible to keep such devices in proper repair. The speed 
of the cars is very much less on Manhattan Island. A 
fender to prevent accidents must be operative, and in many 

cases during his company's seven to eight years' experience 
it had been found that many were not operative at the 
end of the day, or even of the trip. The object supposed 
to be protected by the fender rolled along the side of the 
car, and there had been a material proportion of cases 
where ankles and legs had been broken when passengers 
were knocked down or run over by vehicles on being 
thrown aside by the fender. For instance, on Broadway, 
where the average speed was 5 to 6 m.p.h., a person who 
was crossing the street based hi s ability to avoid a car 
on the observation of the position of the platform height. 
not of the position of a projecting fender. This error 
resulted in many accidents to pedestrians in crossing the 
streets. He did not see any particular reason for specify
ing fenders above Fifty-ninth Street , as the congestion in 
some parts of upper Manhattan, notably on Eighth Ave
nue, was as great as it was downtown. Even in the upper 
districts a fender would cause many injuries. A wheel
guard underneath the car was the · only practicable plan; 
besides, it was not feasible to have a fender on the car in 
addition to a wheelguard, as the fender would interfere 
with the efficiency of the wheelguard. The front fender 
would not save life, and might throw the body away in 
such a manner that the wheelguard would not work. In 
response to a query from Commissioner Maltbie, Mr. Root 
admitted that it would be possible to tie up the fender 
when in congested districts. It was almost invariably the 
case. however, that the fender does not pick up the body, 
but leaves a limb in position fo be run over by a wheel. 

J. J. Kuhn, representing the Coney Island & Brooklyn 
Railroad, asked for time to confer with the engineers of 
the company. 

W . S. Menden, chie f engineer of the Brooklyn Rapid 
Transit Company, understood that the recommendations 
contained in the report were the things desired by the com
m1ss10n. Commissioner Maltbie pointed out that the re
port was not final , a~d that the commission would not take 
action until the companies had presented their side of 
the case. Mr. Menden said that the operating conditions 
in Brooklyn as to cars and track differed very much, as 
they ran from the smallest si ngle-truck to the largest 
double-truck cars over the bridges, paved streets with 
girder rail, on unpaved roadways with T-rail, on steam 
railroad track, etc., hence it was difficult to determine 
whether a wheelguard would be practicable. Bis com
pany had expe r im

0

ented with wheelguards some years ago, 
and at that time found them impossible to operate. He, 
therefore, desired that the commission would give the 
Brooklyn Rapid Transit Company at least 30 days more 
to consider this question. Commissioner Maltbie wanted 
to know why the company had not been experimenting 
within the last few years. Mr. Menden said that his com
pany could not operate the guards on account of irregu
larity of paving, and that in some parts of Brooklyn the 
wheelguards would be torn off on account of interlocking 
rails and other causes. As to fenders, the company also 
had a number of objections to them, although it had in
stalled what it considered the best available. Commis
sioner Maltbie said the commission well understood that 
nothing is ideal. He did not agree with Mr. Menden that 
the hearing should be adjourned for 30 days, as the com
pany was no doubt informed of the tests and had had 
time to look around for available devices. 

Mr. Menden could not promise that he would be pre
pared with all the facts in less than 30 days, as in all 
probability it would be necessary to try out a number of 
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the devices under the different conditions existing on the 
various lines. Commissioner Maltbie inquired whether 
the company was not already in possession of the neces
sary data on clearances throughout the system, and Mr. 
Menden said that _it was, but that actual trials were neces
sary to determine unforeseen obstructions. He said that 
there would be no objection to the installation of fenders 
if the commission approved the type used by the Brooklyn 
Rapid Transit Company. Commissioner Maltbie wanted to 
know why the company had not submitted this fender for 
trial at Schenectady. l\1r. Menden said he had under
stood that only manufacturers were invited to submit their 
devices. Unfortunately, their fender manufacturer died a 
few months ago. The company was willing to put on any
thing that should be found practicable, but the conditions 
are peculiar in Brooklyn, and he thought that he ought to 
be given more time on the question of wheelguards. This 
fender was as satisfactory as any with which the company 
was acquainted. Mr. Maltbie said that the commission 
had not decided to what tests it would confine itself. Mr. 
Menden requested that the commission look into the acci
dent record of hi s company to learn about the effectiveness 
of its fender. He added that an order for the application 
of fenders would not be satisfactory to the company unless 
it was for the one it was now using. 

G. B. Hanavan, representing the New York & Queens 
County Railway Company, said that the operating con
ditions on his company's lines are similar to those of the 
Brooklyn Rapid Transit lines operated in Queens County 
as regards unpaved streets and irregular paving. His com
pany installed less than two years ago the Sterling-Meaker 
fender, which obtained a rating of 76.8 per cent in the 
commission's tests. He did not question the necessity of 
a fender, and in view of the record made at the commis
sion's own trials, he saw no reason for displacing the type 
now in service. As to wheelguards, that was a fairly de
batable question, in connection with which he desired time 
to study the matter of paving and other obstructions. The 
report of the sub-committee on tests showed that it 
was aware of objections of this character. In general. 
he could say that his company had acquiesced in the com
mission's fender order in advance. Commissioner Maltbie 
stated that in considering the question of fenders in use, 
authenticated trials in service would r eceive due credit, 
further examination being made only if considered neces
sary. Mr. Hanavan also represented the Long Island 
Electric Railway Company, and pointed out that this road 
had a peculiar condition, ' inasmuch as the larger part of 
the line is in the territo~y under the jurisdiction of the 
Public Service Commissio.n, Second District. It seemed 
to him that some co-operation was desirable between the 
two commissions, so that the orders made by one would be 
acceptable to the other. 

C. L. Addison, vice-president of the Ocean E lect ric 
Railway Company, said that the 19 cars operated by his 
company were all equipped with the Consolidated car 
fender, which his company considered a first-class device. 
In addition, the cars are equipped with fixed wheelguards 
made up of plain boards. As the fender used had re
~eived a rating of 78.2 per cent at the commission's tests, 
he did not think that it would be fair to have the commis
sion order this design displaced, neither could the com
pany afford to purchase new fender equipment. Commis
sioner Maltbie said that the companies would be asked to 
submit their de~igns after the order is issued, and action 
will be taken in accordance with the recorded performances 
of the fenders. \Vheelguards will be taken up later. 

In concluding the session, Commissioner Maltbi e said 
that it was not a question of approving one design, nor 
even of demanding a certain percentage. T he discuss ion 
on safety devices for th e com panies represented at th is 
meeting was then adj ourned to 3 :30 p. m. , Thursday, 
Feb. 11. 

FRIJJAY
0

S SESS I ON 

At Friday's session A. H. La rk in appeared as counsel 
for the Staten Island Midland Rail way and the Richmond 
Light & Railroad Company. Mr. La rkin stated that the 
companies he represented were using a type of fender 
(Providence ) whi ch had received 78.2 per cent in the re
port of the commi ssion 's sub-co mmittee on accidents. Con
sequently, he thought that hi s companies we re in the right so 
far as fenders were concerned. The wheelguard wou ld 
be of small service on most of the system, owing to the 
track conditions; nevertheless, the companies fully appre
ciated that the inquiry of the Publi c Service Commission 
was along lines of benefit both to the public and the rail 
roads. It was merely a question of whether wheelgua r<ls 
would be such a substantial, additional benefit that th e com
mission would be justified in ordering the Staten Is land 
companies to place them on all the cars. 

Commissioner Maltbie asked if the automati c t rack 
wheelguard, which drops on the track, would not be the 
best. Mr. Larkin thought it would, as such wheelguards 
can normally be carried with the same clearance above 
the rails as the other parts of the equipment. 

The next witness was Thomas J. Mullen, superintend
ent of the same railways. H e said that in four years' 
operation of these lines he knew of only three cases where 
bodies struck by cars had passed under the ·fender and 
were caught by the trucks. H e did not know the total 
number of accidents during this period. T he companies 
owned about 230 car bodies and 200 equipments. It would 
cost about $6,000 to equip all of the cars, as he did not 
think it good policy to attempt changing wheelguards from 
one car to another. During the winter the company op
erates about 58 cars. Mr. Mullen said he was not familiar 
wi th the amounts paid out for personal injury suits. Com
missioner Maltbie asked if he did not think an expenditure 
of $6,000 was justified, even if it resulted in saving only 
one life a year. Mr. Larkin replied to this question by 
stating that it was the policy of his companies to do every
thing possible to make oper ation safe and reduce accidents. 
If, in the judgment of the commission, the possible reduc
tion in accidents would justify the installation of wheel
guards, they would cheerfully install them. He had no 
further testimony to offer, as Mr. McLimont had treated 
the whole matter very fairly in the report of the sub-com
mittee. H e was fne to admit that wheelguards afforded 
extra safety in paved streets, but it was doubtful if they 
would do so on country roads, especially in winter, on ac
count of snow and ice. 

Mr. McLimont said that the snow and ice trouble could 
be obviated by turning the trip gates up where the track is 
thus obstructed. Automatic wheelguards are successfully 
used in Canada under such conditions. 

---◄·♦·----

A new device has recently been introduced on the 
tramway system at Rebensburg, which is intended espe
cially to reduce the wear of the trolley wire on curves. 
By means of special tools a sheath of hard copper sheet, 
I mm in thickness, is pressed round the trolley wi re in 
lengths of . 1 m, so that the seam is on the upper side. 
These sheaths can easily be renewed when they are worn 
through. 
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TOPICS PROPOSED FOR JJISCUSSION AT THE 1909 
CONVENTION 

At the recent meeting in New York of the committee 
on subjects of the American Street & Interurban Railway 
Association, William A. House, president, United Rail
ways & Electric Company, Baltimore, one of the members 
of the committee, submitted to the committee a series of 
suggested topics, which was prepared by him after con
sulting with the heads of his various departments. The 
list is so comprehensive that it will be impossible for 
the various associations to take up all of the subjects 
suggested, but the material furnished was of great value 
to the committee a nd contains a number of topics which 
will, no doubt, be considered at future meetings. The list 
fo llows: 

ROAD DEPARTMENT 

1. Concrete T rack Construction : 
Is it advisable to go extensively into this form of track construction 

in view of the fol lowing conditions? 
1. Its enormous cost, together with the fact that it is still in its ex

perimen ta! stages. 
2. Its providing such a permanent foundation for the track structures 

as to make it exceedingly difficult and expen,ive to adapt the tracks t o 
new conditions which are constantly being brou ght about by the city in 
connection with th e construction of sewers and the laying of improved 
paving, etc. 

2. Corrugated Rall : 
We a re expe riencing m -Jre and more difficulty with the corrugation 

of girder rail in city st reets and we think that the various ar guments 
and explanations which have been advanced supposedly to elucidate the 
causes of this particular kind of rail depreciation are n ot thorough, con
clusive or convincing, as this corrugation seems to take place under all 
conditions of track construction, at least in so far as we are now advised, 
wherever and however located, on curved as well as straight track align
ment, and under both light and heavy equipment, when operated at 
either low or high speed. 

3. Track Pit Construction: 
T he merits of girder rail as compared with T-rail track construction 

for pits. 

4. Preservation of Timber: 
I s it not advisable to prolong the life of ties and poles by the use of 

some of the numerous wood preservatives now on the market? 

5. T-Rall In City Streets : 
This type of track construction is a most important question, especially 

for electric railways oper ating in the sm aller municipalities, and is one 
whic h, in our opini on, will rece ive more careful considerati on and be 
more universally adopted in the future in the small and large municipal
ities, as its value on account of lowness of first cost, as well a s subse
quent maintenance, becomes more generally appreciated. 

6. Improved Joints: 
Th ere are a number of appliances now on the market for giving more 

stability to rail joints, among the most prominent of which are th e 
"Continuous," the "Atlas," the "Cox' ' and the "Weber" rail joints. 

The fo",Jo wing methods of welding the ends of the rails are also 
extensively used: 

Electric welciin g. 
Cas t welding. 
Thermit welding. 
From our experience with all of the above methods of improved ways 

of keeping up track j oints we have found electric welding the most satis
factory. 

MOTIVE POWER DEPARTMENT 
7. Purchase of Coal: 
The advisability of purchasing coal in the open market on contract to 

supply a given a mount daily, instead of contracting for same to be 
furnished under strict specifications limiting the amount of ash, fixed 
carbon, volatile carbon and moisture. 

A number of large consumers follow the former method while others 
follow th<' latter. each considering theirs the better one. 

8. Reinforcement of Iron Street Poles witJ, Concrete and Steel 
Filler to Strengt hen Against Corrosion at Street Level: 

Several companies have adopted the method of putting steel rods in 
poles, then filling them with concrete (forming reinforced concrete filler), 
to save scrapping th em and replacing with new ones. This has also 
been done to stiffen poles to enable them to stand strains put on them 
by feeders at street corners where the feeders make turns. 

9, Concrete Pole : . 
The r einforcement of concrete has now reached a stage where it is 

possible to construct poles of sufficient strength to stand the side strains 
imposed on them by overhead construction and yet maintain sightliness 
of construction. 

A number of companies have such poles in use and their experience 
would be interesting. 

SHOPS DEPARTMENT 
10. Reporting Accidents and Defects of Equipments : 

Many accidents are not reported by crews or workmen, as they con
sider them of such a slight nature as not to be worthy .of attention, and 
no report being received, the proper repaii:s cannot be made. 

This is a very serious mistake. One of the large Eastern steam rail
roads (B. & 0.), on looking closely into this matter, found that the 
amount of money expended by it daily due to this cause alone was 
$10,000. In nearly all the cases looked into had a report been made 
the outlay would have been avoided. 
11. A Department of Statist ics: 

An operating department especially should be in possession of the per
formance of all materials that are being handled, as the cost per car-

mile of the various item_s use_d is the only and fin<!! basis . for obtaining 
a knowledge of what ts bemg done. To do this reqmres ~uite an 
elaborate statement into which they are unable to gG> on account of 
t he more pressing work of carrying on the routine of the department. 
Does this pay? 
12, When Should Apparatus Be Withdrawn from Service and 

Scrapped on Account of Excessive Repairs. 
The cost. of maintaining apparatus in operating· condition for one or 

two years ts often so excessive as to represen t an outlay equal to the 
first cost of n ew apparatus. Of course th is is an extreme condition 
but conditions _more or less similar ar~ continually met with, and it 
beco!l'es a quest10n that should be thoroughly gon e into. 

CLAIM DEPARTMENT 
13. The Claim Department and Its Relation to the Operating De-
. partment: 

R easons: 
a-Th e. importance of a ll acc ider.t s being r eported promptly to the 

Claim Depa rtment. 
b:-The importanc_e o f co-operation . between _the Operating and the 

Claim Departments 111 a ll matters r elatmg to accidents. 
c-The opportunities afforded the Claim Department by learning the 

causes of many acc idents and suggesting a r em edy to the Operating 
D epartment for its considerat ion. 

d-The importance of having the employees of the Claim Department 
report to t he Operating Department any infraction of the rules by 
em!)loyees of !he latter department which may come under their obser
vat10n and which m ay lead up to an accident. 

14. The Unreported Accident, Its Evil and Remedy: 
Unrepo rted accidents: 
Co nductors fail to report accidents because: 
a-They do not think it is necessary, 
b-They do not want to take the tiine to make the report. 
c-Because the people say to l:he conductors they are not injured and 

the first heard from them is through an attorney or suit. 
The evil: 
a-The Claim Department is in the dark as t o whether the claim is 

l:,ased upon a r eal accident or fake. 
b-The difficulty of making proper investigation. 
c-Lack of defense which enables the plaintiff to recover a verdict in 

cases which if properly defended mi'ght result in a verdict for the 
defen dant. 

The remedy: 
H ow to eliminate this character of accidents is a matter on which it is 

felt. every Claim Department will be glad to hear a free and full dis
cussion. 

TRANSPORTATION DEPARTMENT 
15. Weekly Bulletins to Platform Employees: 

Giving them fuller knowledge of their work so a·s to raise them to a 
higher standard of efficiency. 
16 . Employees' Savings Department: 

Does it not encourage men to save and prolong their stay with a 
company, since as soon as they have accumulated sufficient savings 
they are enabled to invest in a home near their place of empfoyment 
and thus take a greater interest in the success of the company -by reason 
of the fact that they fee l they are more closely identified with it? 
17. Photograph lndentlfication: 

To protect against "floaters" or discharged men who obtain employ
ment under assumed names. 
18. Rearranging Car Routes : 

Is it advisable to change long-established· routes, and what is the effect 
of such change on traffic ? 
19. Regulating Traffic: 

Requesting shoppers to do thei r buying earlier, and the baseball man
agers to hold their games earlie r in the a fternoon, so as to relieve 
the rush-hour service . 

PURCHASING AGENT 
20. Accounting of the Purchasing Department: 

Wh ich is the more advantageous way for this to be done, in the 
department itself or in the Auditing Department? 

21. Should the Purchasing Agent Also Be the Storekeeper? 
With some companies such an arrangement is in effect, whereas with 

others the two positions are separated. Which is the more advan
tageous, and why? 

In connection with this subject would say the purchasing agent of 
one of the largest railway systems in the country (Boston Elevated) 
made the remark at the last convention that he considered he saved 
money for his . company by devoting all his e fforts to the matter of 
purchases and having nothing whatever to do with the keeping of stores. 

22. Sub-Storerooms: 
Are they advisable, and if so, -should- they be - operated under the 

jurisdiction of the main storeroom, or else be under the control of the 
head of the department to~ w hich they are attached? 

ACCOUNTING DEPARTMENT 
23. BIii Form-Advantage or Disadvantage: 

Has the bill form which has been advocated and adopted by some 
street railway companies and other large corporations proved of advan
tage or disadvantage? In either case give reasons. 

24. Head of Accounting Department: 
Is the head of the Accounting Department of a st reet railway simply 

a recorder of figures, showing certain results and facts, or should he be 
generally informed on physical conditions of the road, and what should 
be his relationship with the heads of the operating departments? 

CASHIER'S DEPARTMENT 
25. Transfer Advertising: 

Will greater benefit be derived from sale of the privilege or from 
their use for advertising your own parks, other attractions, etc.? 

(This company uses it for its own purposes.) 

26. Employee Tickets: 
Does the abuse of employee tickets in the shops, power, track and 

overhead line departments justify an increase in wages equivalent to the 
allotment of tickets per diem in order to discontinue their use? 

27. Conductors-Receivers' Department: 
Insuring correct returns being made by conductors and their con-

fidence· in receivers' reports. • 
This is requested so as to establish if possible a system of forms 

and methods better than those now in use. 
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INSURANCE DEPARTMENT 
28. Insurance of Railway Proper t ies: 

Methods employed for minimi zation of fires and protection of properties. 
Experience of companies in the adjustment of losses. 
Results attained in securing satis factory rates, 
What can be done to secure closer r elationship between the assured 

and the insurance companies for securing better rating and prompt set• 
t lement of losses? 

W ou ld the valuation placed upon property by a standard appraisal 
company prior to a fire be of benefit to a railway company in the 
adjustment of a loss ? 

Do in~urance companies accept their valuatio ns, and what has been the 
exp_er ience of railway compa nies who have had their pro perty so ap· 
praised? 

GENER AL 
29. Draw Distinction Between Operating and Maintenance Ex· 

penses and Depreciation : 
It would be desirable to know in this conn ection what is the position 

to be taken by th e management of a la rge stree t r ailway in a scertain
ing the depreciation on its equipment , tracks, overhead and machinery, 
and what, if any, provis ion is to be made for same out of its earnings. 
30. What Should Be the Relationship Between a City Government 

and a Public Service Corpo ra tion , with Respect to Taxation, 
Where the Corporation Pays to the City, in Addition to 
the Usual Tax on Stock and Real Estate, a Certain 
Percentage of Its Gross Receipts, and Is a Means of Build • 
ing Up the Taxable Basis of the City, by Reason of the 

. Extension of Its Lines Into Undeveloped Sections, Which 
Lines Are Operated at a Loss? 

31 . Is a Large Street Railway System , Which Has a Number of 
Suburban Lines Reaching All of the Pr incipal Suburban 
Towns and VIiiages Within an Area of Twenty M lies, J ustl
fied in Operating Its Own Express Business, or Would It Be 
Preferable to Lease the Privilege to an Express Company? 

32. Standardizing and Adopting Uniform Statements and Reports 
Issued by the Various Departments of a Street and Sub • 
urban Railway Company for the I nformatlon of Its Pres ident 
and General Manager. 

---◄·♦··----

HISTORY OF THE TWIN CITY RAPID TRANSIT COMP ANY 

The three concluding full-page newspaper advertise
ments containing the history of the Twin City Rapid 
Transit Company, of Minneapoli s, Minn., were published 
on Jan. 30 and Feb. 1 and 2. The advertisement of Jan. 
30 compares the street railway mileage, area and popula
tion of 12 cities in the United States a nd Canada of the 
same class as Minneapolis. Minneapolis has the largest 
area of any of the 12 cities with which it is compared and 
has less people per square mile of area. A table is pub
lished t9 show that the Minneapolis Street Railway Com
pany serves a larger area with less population per square 
mile than any other street railway in any city of its class 
in the United States a nd Canada, and it cla ims to give 
the people of Minneapolis a street railway service for a 
5-cent fare which is unexcelled. The growth of the 
street railway system is summarized as follows: In 1875 
Minneapolis had an area of 11.5 square miles and a total 
mileage of 2.5 miles. In 1909 the area of Minneapolis is 
53 square miles, or 4.6 times its area in 1875. The mile
age of the street railway system, on the other hand, has 
grown to 156 miles, or 62.3 times its mileage in 1875. 

The advertisement which appeared in the papers of 
Feb. I was entitled, "Cost of Construction and How the 
Money Was Raised." T he point was emphasized that 
very large expenditures have been occasioned in the past 
by reason of the obsolescence of the early types of equip
ment through the advancement of the art of street rail
way transportation and by the requirements of the city. 
It is pointed out that expenditures for improvements and 
reconstruction a re necessarily a part of the capital of 
street railway enterprises during the years of their devel
opment and remain a valid part of the capital in the final 
development of the system. To demand that these suc
cessive investments of new capital put into the property 
for improvements be wiped out would be confiscation. The 
methods of raising money through giving of bonuses to 
investors is defended on the ground that the method was 
compulsory, for the development of the country was de
pendent upon it, and the results, in a ll fairness and justice, 
must be accepted. The present conditions in well-settled 
communities are better. For more than 15 years a ll the 

~tock issued by the Minneapoli s St reet Railway Company 
has been sold at pa r for cash . 

The concluding adve rtisement , dated Feb. 2, is a brief 
summary of the previous a rticl es. From the primitive 
horse car line in 1875 the property of the company has 
been developed to its present state of effi ciency, and each 
stage of the development has call ed for expendi tures of 
large sums of money in excess of earnings from operation. 
For 24 years, or up to 1899, not a doll a r was paid in divi
dends, and since 1899 the dividends have ranged from 21/i 
per cent to 5 per cent . The physical condition of the 
property is second to none in the country. T here is no 
city in the world of a comparative populat ion or area 
where a greater return is received fo r fa re pa id than in 
Minneapolis. Attention is call ed to the fact that the aver
age wage scale of trainmen throughout the country is 20 
per cent lower than is paid in Minneapoli s, and the com
pany con3iders its high wage scale is necessary and that 
it should be continued. All items entering into the con
struction and maintenance of equipment and roadway have 
increased in cost during the past IO years from 50 to 125 
per cent. The 5-cent piece,' however, has grown no 
larger. 

The company states as its opinion that it is a certainty 
that new lines cannot be built , extensions cannot be made 
and other improvements carried on for anything less than 
a straight fare of 5 cents, with transfers. Reductions in 
fare will inevitably mean reduced wages and lower effi
ciency of employees, as well as reduce service, evidenced 
by the poor appearance and condition of cars, track and 
roadway. During the past IO years, the company has 
spent for betterments an average of $r,ooo,ooo per year. 
During the next 5 or IO years developments and im~ 
provements may make it necessary to expend even 
larger sums of money if the company is to maintain its 
position as one of the best street railway companies in 
the world. The final advertisement concludes with this 
statement: "Should any question be raised as to the rate 
of fare (which is the foundation of our business and the 
basis of all our calculations -as to revenue) it would be 
evident that the company cannot make definite plans for 
the future and will encounter serious difficulty, if not ab
solute defeat, in its efforts to finance future betterments. 
We submit our record of 33 years as indicating a broad
gage and progressive policy in the community. We want 
to be enabled to continue it. '' 

----♦·----

THE 1908 PROCEEDINGS OF THE ENGINEERING AND THE 
TRANSPORTATION & TRAFFIC ASSOCIATIONS 

The secretary of the American Street & Interurban Rail
way A~ociation has just issued in an imposing volume 
of about 900 pages the combined proceedings of the Engi
neering and the Transportation & Traffic A ssociations. 
The divisions of the volume devoted to each organ izat ion 
bear as frontispieces splendid sepia portraits o f P re sidents 
Simmons and Allen. The makeup of the a rticles and the 
appearance of the text and illustrations a re all that could 
be desired. The volume is separately indexed and so 
thoroughly that any part o f the proceedings, whethe r in 
the papers or discussions, can be found very readily. 
This book alone is worth fa r more than the $5 associHte 
membership fee required to ge t it to all interested in elec
tric railway work and for that reason it should prove quite 
potent as an inducement to those who a re considering join
ing the association. 
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COMMITTEES OF THE CENTRAL ELECTRIC RAILWAY 
ASSOCIATION 

President A. A. Anderson, of the Central Electric Rail
way Association, ha s appointed the fo llowing commi ttees 
for the year 1909: 

STANDINC AU DITING COMMITTEE 
M. W. Glover, auditor (chairman), Ohio E lect ric Rail

way; 
A. F. Elkins, auditor, Columbus, Delaware & Marion 

Railway; 
·waiter Schroyer, auditor, Indiana Union Traction Com

pany. 
RULES AND REGULATIONS GOVERNING ANNUAL TRANSPORTA

TION 
Geo. Whysall, general manager (chairman), Columbus, 

Delaware & Marion, Railway; 
W. S. Whitney, general passenger agent, Ohio Electric 

Railway; 
H. A. Nicholl, general manager, Indiana Union Traction 

Company; 
F. W. Brown, general freight and passenger agent, 

Michigan United Railways; 
J. 0. Wilson, general passenger agent. Cleveland, South

western & Columbus Rai lway. 
CL\11\IS COMMITTEE 

E. C. Carpenter, claim agent (chai rman), Indiana Union 
Traction Company; 

J. M. Boyer, claim agent, Ohio Electric Railway; 
F. R. Fahlsing, claim agent, Fort Wayne & Wabash 

Valley Traction Company; 
Chas. A. Floyd, claim agent, Chicago, Grand Rapids & 

Holland Railway; 
F. W. Wakeman, claim agent, Northern Ohio Traction 

& Light Company. 
A. L. Nee reamer, secretary. 

FINANCE COMMITTEE 
C. N. Wilcoxon, general manager (chai rman), Cleve

land, Southwestern & Columbus Rai lway; 
Geo. Whysall, general manager, Columbus, Delaware & 

Marion Rai lway; 
VI/. G. Irwin, president, Indianapolis , Columbus & South

ern Traction Company; 
H. E. Vorde rmark, auditor, Fort \Vayne & Wabash Val

ley Traction Company; 
F. D. Norviel, general passenger and freight agent. In

diana Vnion Traction Company. 
INSURANCE COMMITTEE 

H. M. Staats , manager (chairman), American Insurance 
Company; 

F. v\T. Coen, general manager, Lake Shore E lectric Rail
way; 

H. P. Clegg, president, Dayton & T roy E lectric Railway. 
LIGHTNING ARRESTER COMMITTEE 

W. E. Ralston . superintendent power and shops ( chair
man), Cleveland, Southwestern & Columbus Railway; 

Chas. F. Turner, superintendent motive powe r , Colum
bus, Delaware & Marion Railway; 

F. E. Cole, superintendent. Louisvi lle & Northern Rail
way & Lighting Company; 

H. S. Dickey, general superintendent , \ Vinona i nterur
ban Railway; 

C. J. Ferneding, general manager, Dayton & Xenia 
Transit Company; 

Fred Hecklar, master mechanic, L ake Shore E lectric 
Railway; 

F. D. Bundy. master mechanic, Ohio E lectric Railway; 
M. M. Baxter, electrical engineer, \ Vestern •o~io Rail

way; 
G. H. Kelsay, superintendent of power , Indiana U nion 

Traction Company; 
M. J. Kehoe. electrician, Fort Wayne & Wabash Valley 

Traction Company. 
UNITED STATES MAIL, COMPENSATION FOR HANDLING 

H. A. Nicholl, general manager (chairman ), Indiana 
U nion Traction Company; 

F. W. Brown, general freight and passenger agent, 
Michigan United Railways; 

Geo. Whysall, general manager, Columbus, Delaware & 
Marion Railway. 

PUBLICITY COMMITTEE 
Geo. S . Davis, editor (chairman) , Electric Traction 

Weekly; 
L. E. Gould, \ Ves tern editor, ELECTRIC RAILWAY JOUR

NAL' 
E.' B . Grimes, vice-president , Ohmer Fare Register Com

pany. 
RULES BOOK COMMITTEE 

C. N. W ilcox on, general manager ( chairman) , Cleve
land, Southwestern & Columbus Railway ; 

F. D . Ca rpenter , general manager, W estern Ohio Rail
way; 

F. \V. Coen, genera l manager , Lake Shore E lectric Rail
way. 

STANDARDIZATIO N COMMITTEE 
R. C. Taylor, superintendent motive power (chairman ), 

Indiana U nion T raction Company ; 
F red Heckla r , master mechanic, Lake Shore Electric 

Railway; 
M. M. Baxter , electrica l engineer , W estern Ohio Rail

way; 
W. E. Ralston , superintendent power and shops , Cleve

land, Southwestern & Columbus Railway; 
L. W. J acques, maste r mechanic, Fort Wayne & W abash 

Valley T raction Company ; 
H. D. M urdock, superintendent , Indianapolis & Louisville 

Tract ion Company; 
L. M. Cla rk , master mechanic, Terre H aute, Indianap

olis & E astern Traction Company ; 
R. N. H emming, ass istant superintendent, Ohio & South

ern Tract ion Company. 
SUBJECT COMMITTEE 

C. C. Reynolds, general manager ( chairman) , T erre 
Haute, Indianapolis & Eastern Traction Company; 

A. J. P urinton, general manager , Toledo & Chicago In
te rurban Railway; 

H. U. Wallace, genera l manager, Chicago, Lake Shore & 
South Bend Railway; 

L. J. D rake, Jr. , Galena-Signal Oil Company; 
F. W. B rooks, general manager, Detroit , Monroe & 

Toledo Short Line; 
W. A. Carson, general manager, E vansville Railways 

Company. 
SUPPLY COM MITTEE 

J. F. Ohme r , pres ident (chairman) , Ohmer Fare Regis
ter Company; 

L. J. D rake, J r., Galena-Signal Oil Company ; 
S. D . H utchin s, W estinghouse E lect ric & Manufactur

ing Company; 
W. H. Bloss, Ohio Brass Company; 
H. C. Mar sh , General Electric Company. 

TRAFFIC C0l\l MITTEE 
W. S. W hitney, general passenger agent ( chairman) , 

Ohio E lectric ,Railway ; 
F. D. Norviel, general passenger and freight agent, In

diana U nion Traction Company; 
J. H . Crall , general passenger and freight agent , Terre 

Haute, Indianapolis & Eastern Traction Company; 
A. E. Klauser , general manager, Toledo, Port Clinton 

& Lakeside Railway; 
F. I. Hardy, superintendent transportation, Fort Wayne 

& Wabash Valley Traction Company; 
J. F. Starkey, district passenger and freight agent , In

diana Union Traction Company ; 
C. C. Collins , traffic manager, W estern Ohio Railway ; 
Geo. S. Henry, traffic manager, Indianapolis & Cincin

nati Traction Company ; 
C. C. Trees, auditor, Kokomo, Marion & Western Trac

tion Company ; 
M. J. Insull , general manager , Louisville & Northern 

Railway & Lighting Company. 
TRANSPORTATIO N COMM ITTEE 

T. F . Glover, general manager ( chairman ) , T erre Haute, 
Indianapolis & Easte rn Traction Company; 

E . L. Schmock, assistant secretary, Cleveland, Pains-
ville & Eastern Railroad; · 

H. C. W arren, general manager, Toledo & Indiana Rail
way; 
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k. W . Reynolds, genera l superintendent, Chicago, South 
Bend & Northern Indiana Railway; 

C. F . Smith, genera l manage r, Toledo, U rban & Inter
urban Railway. 

VIGILANCE ANr, MEMBERSHIP COMM ITTEE 
C. D . E mmons, general manager (chairman) , Fort 

Wayne & W abash Valley Traction Company; 
R. W . Hunter , Poole Bros.; 
C. R. Button, Telegraph Signal Company; 
R. G. Cummins, genera l manager, Marion, Bluffton & 

E astern T raction Company; · 
Chas. Currie, general manager, Northern Ohio Traction 

& Light Company; 
F. J. Gree n, general manager , Spring fi eld. Troy & Piqua 

Railway. 
---◄♦----

LIMITED TRAINS BETWEEN EVANSTON ANDMILWAUKEE 

On Feb. 8 the Chicago & Milwaukee E lectric Railroad 
placed in service the fir st of its th ree-ca r limited parlor
buffet trains, which will operate betwee n Milwaukee, Wis., 
and Evanston, Ill., connecting at the latter city with the 
Northwestern E levated service into Chicago. Nine new 
cars have been especially built for this parlor-car train 
service by the J ewett Car Company and the first of the 
trains was thrown open to inspection at Evanston on Feb. 6 
and at Milwaukee Feb. 7. The general public was ex
tended an invitation to inspect the tra in, and as a result 
there was at Evanston a continuous fi le of visitors passing 
through the train from front to rear during the three 
hours the train was exhibited. 

The through service between Evanston and Milwaukee 
is made possible by the completion on Oct. 31, 1908, of the 

Chicago-Milwaukee Limited Train in Terminal S tat ion at 
Evanston 

double-track Wisconsin division of th e Chi cago & Milwau
kee Electric Railroad from Racine to Milwaukee. The 
company now has a well-built double-track road 72.8 mile s 
in length over which it will give service between its 
E vanston terminal, where connection is made with the 
Northwestern Elevated into Chicago, and its Milwaukee 
te rminal , which is located at Second Street and Grand 
Avenue, close to the business center of the city. From 
North Chicago Junction to the Milwaukee City limits the 
roadway is so loca ted and built th at train s can be operated 
at very high speeds. In this 41-mile section of double
track road the total curvature is but 76 deg. and no curve 
is sharper than I deg. E x cept fo r one grade of I per cent 
the maximum grade between Vv aukegan and Milwaukee is 
0.5 per cent. The track is la id with 80-lb. ra ils and is well 
ballasted with stone and grave l. To obtain thi s excep
tionally low grade a very large amount of earth ha ndling 
was necessary. There are several cuts of more than 225.-

ooo cu. yd. and one fi ll of 500,000 yd. T he longe-;t cut is 
8000 ft. and the la rgest fi ll is 7000 ft. long. 

T he new equipment . which is being put into the limited 
service between Eva nston and Milwaukee, includes three 
combination passenger , smoking and baggage ca rs , three 
passenger coaches and three combination parlor-cafe ob
servation cars. In the ELECTRIC RAILWAY JouRNAL of 
Oct. 3, 1908, a floor plan was presented showing the seat
ing arrangement o f these three types of cars as coupled 
for train se rvice. T he head car of the three-car trains is 
divided into three compartments: At the front is a bag
gage room with wooden drop seats; next is a smoking 
compartment sea ting 16, and the rear half of the car is a 
passenger compartment seating 26. A toilet room is built 
against the middle bulkhead. T he middle car is undivided 
and seats 54 passengers. It is provided wi th a toilet room 
at the rear. Except in the smoking compar tment, where 
green leather is used, the seats in the two forwa rd car s 
have mahogany a rm rests and a re upholstered in green 
plush. The baggage compa rtment is fini shed in "mission'' 
style. Rubber a isle mats a re used. 

T he rear car is divided into t wo compa rtments. One 
compartment seats 7 and the other seats 20. T he seats in 
this parlor car a re wicker chairs w ith green lea ther 
cushions and t r immings. The floor is covered with a th ick 
green carpet . In fact , the general tone of all the interior 
decorations with the exception of the rich mahogany wood
work is g reen. T he facilities for serving meals in the par
lor car a re most complete. Provision is made for serving 
12 at one time on tables which may be a ttached to the 
sides of the car between the comfortable portable chairs. 
T he cook has an enclosed kitchen fu lly equipped with 
utensils and alcohol stoves. Two toile t rooms are pro
vided, each of which has a Duner flush hopper and a wash 
basin with runn ing water. I t is proposed to give a com
ple te buffet service and neat four-page menu cards, one 
for each meal, a re to be distributed. T he menu cards ex
hibit a wine list and on the last page is a map of the route 
over which the t rains operate. 

T he ca r s for this new t rain service are each 52 ft . 6 in 
long over a ll and are built with center sills extending from 
buffer to buffer. The side platform si lls of steel extend 
back under the cars to form the top side bearings. Each 
car is mounted on two Baldwin trucks with rolled-steel 
wheels, Symington journal boxes and carrying four GE-73 
motors per car. A locomotive type pilot is mounted on 
each truck. A ll cars are arranged for double-end service 
and have type M control and Westinghouse automatic air 
brakes. An extra swinging door is arranged so that when 
the control and the brake valves are not in use they may 
be completely enclosed. If this end of the car fo rms the 
head end of the train the door is swung open and fa stened 
against the bulkhead to form a cab for the motorman. 
Some of the special equipment on these cars includes Cur
ta in Supply Company fixtures ; 0 . M. Edwards balanced 
sash w indow fi x tu res ; Knutson trolley retrievers ; Ohmer 
registers; Van Dorn couplers; Q & C steps , and Peter 
Smith heaters. 

F our limited t rains of th ree cars each will be operated 
each way during the day. T he running t ime for the 73-mile 
ride between Evanston and Mil waukee will be 2 hours and 
15 minutes. Three trains will be required to fulfil this 
special limi ted service . Fou r teen local trains each way 
make the run in 2 hours and 45 minutes. Between Evanston 
and W aukegan over the south ha lf of the line there is a 
r 5-minute headway. T he cash-fare rate is a little less than 
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2 cents per mile. From Evanston to the Milwaukee city 
limits, 69 miles, the one-way fare is $1.20. The local fare 
in Milwaukee is 5 cents. Round-trip tickets are sold at a 
reduction over one-way tickets. The following table shows 
the rate at which round-trip tickets good returning within 
30 days are sold : 

,vhere ticket Chartered car Where ticket Chartered car 
,--fares are--, ,--rates are----, ,--fares are----, ,--rates are----, 
One way Return One way Return One way Return One way Return 

$0.05 $0.IO $IO.OD $15.00 $0.60 !jil,IO $25.00 $43.00 
,IO .20 IO.OD 15.00 .65 I.20 27.00 47.00 
• I 5 ,25 IO.OD I 5,00 .70 I.25 29. 50 50.00 
,20 ,35 IO.DO 15,00 .75 I.30 31.50 54.00 
.25 .40 10.50 18.00 .So 1.40 33.50 58.00 
,30 .50 13.00 22.00 .85 1.50 35.50 61.qo 
.35 .60 15.00 25.00 .90 1.60 37.50 65.00 
.40 .70 17.00 29.00 .95 1.70 39.50 68.oo 
.45 .So 19.00 32.50 1.00 1.75 42.00 72.00 
.50 .90 21.00 36.00 I.OS 1.80 44.00 76.00 
.55 1.00 23.00 40.00 I. 10 1.90 46.00 80.00 

These car rates are for maximum load of 60 passengers, and con
ductors will collect regular rates or tickets for each passenger in excess 
of 60. 

A charge of $5 is made for each hour that the car is 
used beyond the limits of the published time card. If a 
car is kept waiting at any point along the line an addi
tional charge of $r per hour is made. 

On account of the excellence of the new through-train 
service an additional fare varying from 5 cents to 25 cents, 
according to the mileage, is collected by the conductor. 
Including this charge, the through fare from Chicago to 
Milwaukee is 60 cents less by the electric line than by 
steam. It is stated in the time card that the payment of 
such excess fare does not entitl e a passenger to a seat m 
the cafe-parlor car to the exclusion of those who wish to 
patronize the cafe service. 

---.... ·•··----
COMMITTEES OF THE TRANSPORTATION & TRAFFIC 

ASSOCIATION 
President C. Loomis Allen, of the Transportation & 

Traffic. Association, has announced the organization of a 
number of the committees of that association. Following 
the plan adopted by the association, the members of the 
committees on the t raining of employees and that upon 
interurban rules are divided into classes, so that the terms 
of all do not expire at the end of the year. In the latte r 
case the committee is made up of six members. three of 
whi ch go out of office at the end of each yea r, but in the 
case of the committee on training of transportation em
ployees the appointment is for three year s and the terms 
of office of two members expi re during the year. The 
names of the committees appoi nted follow: 

COMMITTEE ON TRAINING OF TRANSPORTATION EMPLOYEES 

One Year 
J. \V. Brown (chairman ), superintendent, West Penn 

Railways Company, Connellsville, Pa.; 
W. R. W. Griffin, superintendent, Rochester Railway 

Company, Rochester, N. Y. 
Two Yea rs 

F. S. Cummins, general manager, Inter-Urban Rai lway 
Company, Des Moines, Ia.; 

C. D. Emmons, general manager, Fort \Vayne & Wabash 
Valley Traction Company, Fort \Vayne, Ind. 

T hree Years 
C. E. Learned, superintendent inspection, Boston E le

vated Railway, Boston, Mass.; 
W. H.· Douglass, general supe rintendent, Northern Ohio 

Traction & Light Company, Akron, Ohio. 

COMMITTEE ON INTERURBAN RULES 

One Year 
J. N. Shannahan (chai rman), vice-president and general 

manager, Washington, Baltimore & Annapolis, Baltimore, 
Md. ; 

F. D. Carpenter, general manager, vVestern Ohio Rail
way Company, Lima, Ohio; 

J. E. Duffy, superintendent, Syracuse Rapid Transit Rail
way Company, Syracuse, N. Y. 

Two Years 
H. E. Chubbuck, general manager, Illinois Traction Sys

tem, Champaign, Ill.; 
Howard F. Grant, Stone & W ebster , Boston, Mass.; 
H . A. Nicholl, general manager, Indiana Union Traction 

Company, Anderson, Jnd. 

COMMITTEE ON EXPRESS AND FREIGHT TRAFFIC 

G. W. Parker (chairman), general freight agent, De
troit United Railway, Detroit, Mich. ; 

E. H. Hyman, manager, Electric Package Company, 
Cleveland, Ohio; 

A. Eastman, general express and passenger agent, Utica 
& Mohawk Valley Railway Company, Utica, N. Y.; 

L. E. Fischer, vice-president, Illinois Traction System, 
Danville, Ill. ; 

P. P. Crafts, general manager, Iowa & Illinois Railway 
Company, Clinton, Ia.; 

C. V. \Vood, traffic manager, New E ngland Investment 
& Security Company, Springfield, Mass. 

COMMITTEE ON PASSEN GER T RAFFIC 

M. C. Brush (chairman) , vice-president and general 
manager, Newton Street Railway Company, N ewtonville, 
Mass.; 

F ranklin Woodman, general manager, New Hampshire 
E lectric Railways, Haverhill , Mass. ; 

E. F. Peck, general manager, Schenectady Railway, 
Schnectady, N. Y.; 

F. W. Coen, general manager, Lake Shore Electric Rail
way Company, Cleveland. Ohio; 

W. S. \Vhitney, general passenger agent, Ohio Electric 
Railway Company, Cincinnati , Ohio; 

] . R. Pratt, Indianapolis Traction & Terminal Company, 
Indianapolis, Ind. 

In addition, there wi ll be committees on transfers and 
transfer information and on city rules. The membership 
of these committees will be published when completea. 
The work of the association at the next conven.tion will 
be confined to the reading and discussion of the reports 
of these six standing committees, one of which, that on 
transfers and transfer information, is a new committee. 
The work of this committee, it is believed, will be of 
great interest, and special study will be given to this sub
ject. 

It is expected the two committees on rules, one on city 
rules and one on interurban rules, will submit revised 
codes that will provide for recent changed conditions and 
wi ll , it is hopt:d, give a standard book of rules for both 
city and interurban service that will standardize operating 
practice. The other subjects selected are of very timely 
interest, and an interesting convention for the transporta
tion and traffic officers of the member companies of the 
association is practically already guaranteed. 

-----♦··----

The recently published statistics of the electric traction 
systems of the United Kingdom are divided into three 
classifications: The first covers 136 systems of tramways 
which obtain electricity from a combined lighting and 
traction station; the second table refers to tramway sys
tems which have generating stations for traction only, there 
being 47 systems of this kind; the third table relates to 16 
electr ic railways under construction. The total length of 
t ran;iway track now recorded in the tables is 3843 miles, 
compared with 3651 miles last year. In the course of the 
next few months the total length of railroad track in Eng
land on which electrical working is in operation will be 411 
mile ~. 
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COMMUNICATION 

TRANSPORTATION OF MAIL CARRIERS 

N ORFOLK & PORTSMOUTH TRACTION COMPANY, 

NORFOLK, VA., FEB. 4, 1909. 
To the E ditors: 

At a meeting of the A merican Street & I nterurban Rail
way T raffi c & T ransportation Association at A tlantic City 
there was considerable discussion about the pr ices paid 
fo r the transportat ion of mai l by the United States Postal 
Department. I t developed that, with the except ion of a 
very few companies which are la rge enough to have 
establi shed r a ilway mai l service th rough the streets of the 
c ity, the handling of "mails is confined to electric inte r
urban and suburban routes. I presume tha t the relations 
o f many o f these lines with the government a re very sim
ilar to those of the steam railways, and that the price of 
3 cents per mile, which would be given a company like ours, 
for instance, for the transportat ion of one or two sacks, is 
not increased when the number carried r eaches as many 
a s a dozen. This, then, is a matter which can be ad
j usted by the individual companies or by an agreement in 
which all the small companies who carry mail might join. 
The proposition which interes ted me at that time, but which 
I did not bring up, was not so much the carrying of mail 
a s the carrying of the ca rriers, and after this meeting 
was over I sent out a circular letter, which read as fo l
lows: 

At the last meeting of the T raffic & Transpor tat ion 
A ssociation the question of transpo rtation of mail car
riers was up for di scussion. T here seem to be various 
methods in regard to thi s. Our own is as follows: 

The Post Office Department in Nor fo lk has a certain ap
propriation for the transportation of mail carrier s. W e 
take this money, divided into equal monthly installments, 
and the carriers a re permitted to ri de free when in uni fo rm 
with the pouch on their shoulders. T here is probably 
some abuse o f this system and there seems to be no special 
reason why these men should be carried below cost. W ith 
a view of correcting it , I would be glad if you would give 
me the method pursued by you. 

We shall be glad to give you any in fo rmation at any 
time we can serve you. Thanking you fo r your prompt 
reply, we are 

V ery t ruly yours, 

This was sent out to 225 companies operat ing 111 the 
principal cities of the United States. In reply we got 
data from 189 pl aces, a li st of which is enclosed. A r e
capitulation of thi s list shows as follows: 

In 134 cities no concessions at a ll a re made, the gov
ernment buying regular tickets fo r the postmen, or the 
postmen paying regul ar fa re. In 31 cities postmen a re 
carried under contracts similar to our own, riding on the 
uniform without payment of fare. In 14 places special 
rates are made, but the carriers a re provided with tickets 
at these special rates. In 10 places carrie rs are allowed to 
r ide without paying any fa re, this being a franchise con
dition in most of these places. 

It would seem from the above that a good many of the 
companies were ve ry much in the same posit ion as we 
a re in at Nor fo lk. The Post O ffi ce Department was a l
lowed so much money for the t ranspor tation of carriers 
and, by agreement with the postmaster, this money was 
divided into quarte rly payments. T he men were then per 
mitted to ride when in uniform and on duty, without pay
ing fa re, the purpose being to faci li tate in thi s way the 
work of the P ost Office Department and the movement 
o f such mail as was distributed by the carr iers. T he di f-

ficulty with th is form of co"ntract is the fac t tha t in all 
growing towns the number of ca rrie rs is constantly being 
increased and that the post offi ce author ities, having no 
particula r interest in so doing, do not conserve the inter
ests of the transportation companies by asking for cor
responding increases in the amounts of their appropr ia
tions . 
· For the past few weeks we have been collecting data 
on this subj ect , and fin d that with 56 carriers in N or fo lk 
we receive $ 1,300 per annum. T he total number of rides 
per diem ave rages 279, or five rides for each carrier, hence 
the revenue per ride is only 1.27 cents. On the strength 
of this in fo rmation we have decided to notify the local 
post office authorities tha t on July I the present contract 
will be cancelled and that the money in the hands of the 
postmaster for thi s transporta tion wi ll have to be used 
in the purchase of tickets a t the regula r rates, which a re 
six tickets for a quarter . 

It will be noticed from the list that the most of cit ies 
in which the carriers ride free a re on the Paci fic Coast, 
and that the carriers a re included in the same category 
as policemen and firemen. This is probably the result of 
a careless draft of the franchi se in the first instance, as 
no particular benefit would accrue to the municipality 
because the local trolley company assumes this burden for 
the U nited States Government. For this reason it should 
not be difficult , if the matter was taken up with the city 
authori ties, to have this clause in the franchise abrogated. 

E. C. H ATHAWAY, General Manager. 

DATA ON TRANSPORTATION OF MAIL CARRIERS 

Pay regular fare in the following cities : 
A tlan t ic City, N. J .. . Government buys speci al tickets, but pays regular 

rates f or sam e. 
A lbany, N. Y ......... Gove rn ment bu ys specia l t ick et at r egular fare 

ra te. 
Akron, Ohio ........... Fo rmerl y h ad c ontract simila r t o ours, but can-

celed account of ab u se. 
Auburn, N. Y . ........ F ormerly n•ade special ra te. 
Augusta. Ga .......... F orm erly h ad cont rac t . 
Boston , M ass ......... Govern ment bu ys regula r ti ckets on bo th surface 

and elev ated. 
Bridgeton. N . J ....... Government bu ys regular ticket s. 
Ruffalo, N . Y . ........ Gov ernment buys special ticke ts a t regula r rates. 
Balt imore , M d . ....... . Government buys r egular tickets. 
Cleveland, Ohio .. ... . . Pol icemen and firemen al so pay fa re. 
Covin gton, Ky . ..... .. . Formerly had contract; canceled account of abuse. 
Chest e r , P a .. . .. . . . . . . Government bu ys tickets a t r egula r r at e. 
Dayton , Ohio . . .... .. .. Governm rn t bu ys t ickets at r egular ra te. 
Denver, Col. . ..... ... . Formerly had contract. N ow have special ticket 

which Post Office D epartment buys a t regular 
rat e. 

Dubuoue. Ia .. . .. . ..... ~t r aight 5-cent fare . 
Duluth , Minn ..... . .... r.overrm ent bu y, t icke ts a t S cen t s each. 
Dav enport . Ia . ........ Gover n ment buys , -cEnt ticket s. 
D ayton , Ohio ......... Government buys tickets . 
D es r. Io inc s, la .... . .. . Gove rnment buys 5-cen t t icket s. 
D eca t ur, 111 .. ..•....•. r;ove rnm ent buys t ick ets. 
D et roi t, Mich . . ... .... Government wants to go back to fo r mer contract, 

b11t railway com pany re fuses. 
Fort \Vorth , T ex ...... S ell government speci al t ickets at r egular rate, 

good only between 7 a. m . and 7 p. m. 
F ort Smith , Ark. ...... Governmen t buys regular t ick ets. 
F on d du Lac, \Vis ..... Government buys r egula r tickets. 
F ort \ Vayn e, Ind ... . .. Fo rmerl y h ad c on tract. N ow r eq ui r e regular fare 

in Fort Wayn e an d all cities a1on g lin es. 
H ouston . T ex ...... . . Specia l t icket purchased at regular ra te. 
J ackson ville, F la, . ..... Governm ent buys r egula r t ick ets. 
Toliet , Ill. . ..... .. ... . . Form erl y had cont r act. 
'r amestown, N . Y ... ,. Gove rnmen t bu ys r egular tickets. 
Kingston, N. Y .. .. , , . ,Formerly had c ontract. 
Knoxville, T enn .... .. . F ormerly h ad c ont ract. 
Leaven worth, Kan .. .. . F ormerl y sold h alf-rate t icket s. 
Linc oln, N eb . ... ... ... F ormerly had cont ract. Gove rnment now buys 

tickets. 
Lynchburg, V a ... .. ... Govern ment bu ys ticket s. 
Lewiston, M ain e . . . ... Formn ly h ad c ontract . 
\l arion, Ohi o .. .. .. ... Government buys r egular t ickets. 
:\Iadi son , Wis ... . . .... Formerly had contract. Fi remen and policemen 

a re a lso ch ar ge d regula r far e, 
Milwaukee, \Vis . . ..... Government buys ti cket s. 
M oun t V ernon. N. Y .. S l? ecia l t icke t at regular rate. 
New Britain , Conn .. . . F1r, men are a lso required t o pay regular fare. 

P olic emen r ide free. 
Ne wburgh , N. Y .... .. Gove rnment buys regu la r t ickets. 
Newark , N. J ....... ... H ave had c-ontract, bu t are cancellin g same on all 

lines of Public Service Corporat ion. 
Newport News, Va ... . . F ormerl y h ad contrac t. 
P ueblo, Col. ..... . ... . Gove rnmen t wants to make contract, but railway 

compan y re fu ses. 
P eo ri a, Ill. .. ,., ...... . Also car ry part on contract and are glad to use 

e ith er system. 
Paducah , K y ...... . .. . r;ove rnm ent buys regul ar ti ckets. 
P ort land, M ain e ...... . Gove rnm ent buys regular tickets. 



ELECTRIC RAILWAY J OURNAL. [VoL. XXX II I. No. 7. 

Peoria, Ill ............. Post Office Department wants to make contract, 
but railway company refuses. 

Providence, R. I. ...... Postmen formerly had 2½ -cent t icket. 
Rochester, N. Y ....... Formerly had contract. 
Sal~ Lake City ....... Form erly sol~ 3-cent ticket to postmen. 
Sprmgfield, Mass ...... Opera te 14 Imes and have contract on only one 

lin e. 
Sioux City, Ia .. .. ..... Formerly had contract. 
St. J oseph, Mo ........ H ad contract at one time. 
Schenectady, N. Y . ... Formerly had contract. Go,·ernment buys regular 

tickets. 
Springfield, Ohio ...... Formerly had contract. 
S pri ngfield, Mass ...... Formeriy had contract. 
Waterbury, Conn ...... Government buxs regular tickets. 
Washington , D. C ..... Vvashington Rail way & Electric Company formerly 

had contract. Capitol Traction Company re-
fused to make contract. 

vVilkes-Barre, Pa ...... Government buys regular tickets. 
Wilmin gton, D el. ...... Government buys regular tickets. 
Wichita. Kan .......... Company refuses to make contract. 

' Zanesvi lle, Ohio ....... Gove rnment buys regular tickets. 

T he following cities have contracts with the government, 
whereby the government pays them a lump sum and post
men in uniform are allowed to ride free: 
Allentown. Pa .......•. Company not satisfied with arrangement. 
Atlant a, Ga ........... FrEe r iding limited to hours between 6 a. m. and 

6 p. m. Company seems to be sa tisfied. 
Altoona, Pa ........... Company is sa tisfied-thinks it gets more out of 

it than if Post Office D epartment bought tickets. 
Bangor, Maine ........ Are looking up a better method of handlin g. 
Brooklyn, N. Y ....... Do not say whether satisfied or not. 
Bin1?hamton, N. Y ..... Arc satisfied. 
Bellingham, Wash ..... Twenty dollars per year per carrier until 6 p. m. 

Su ndays not included. 
Chicago. 111. ..•• . ...•.. Do not say whether satisfied or not. Chicago 

Railways Company. 
Chicago City Rail way Company is obliged to use 

an arrangement of this kind by ordinance. 
Council Bluffs. Ia ..... Limited to certain hours. Fifty-four dollars per 

man per year, approximately. 
r:. St. Louis, Ill. ...... Between hours of 6 a. m. and 6 p. m. Do not 

say whether sati sfied or not. 
Elmira, N. Y ......... Two hundred doll ars per year. 
Kansas City, Mo . ..... Three d olla rs per month per carrier. Contract 

ad justed every two years. Seem to be satisfied. 
Lancaster. P a ......... Are asking government to increase appropriation. 

Think th ey are n ow getting an average of 4 
cents per passenger. 

Minneapolis, Minn ..... Get $36 per year per carrier. Expect to discon
tinue short ly. 

Nashville, T enn ..... .• D efic iency in government appropriation made up 
· • by carriers. Seem to be satisfied. 

Newtonville, Mass ..... Are not satisfied with arran gement. 
Omaha, Neb ........... Five thousand four hundred dollars for 125 car-

riers. Are not sa ti sfied. 
Portland . Ore ......... Are sa ti sfi ed with a rrangement. 
Quincy, Ill .....•..•... Two dollars per carrier per month. Think they 

get m ore out of it than when government 
bought tickets. 

Kockforcl, Ill ..... ... , . Receive $750 per year. Contract just made. 
St. Paul, Minn ........ Th irty-six dollars per yea r per carrier. Expect to 

discontinue shortly. 
San Antonio, T ex ..... Don' t say whether satisfied or not . 
Seattle, \Vash .. ......• Not satisfied. 
Springfield, Mo .. . , .... REceive $61.58 per month. A re not satisfied. 
T opeka , Kan .......... Receive $600 per year for transportation between 

6 a. m. and 6 p. m. on week days. Not car
ried free on Sundays. 

Terre H a ute, Ind ...... Receive $800 per annu m. T ransporter! hetween 
6 a. m. a nd 6 p. 111. 

Worceste r, l\Iass .... , .. W ant to change. 
Wilmington, N. C. .. ,, Satisfied. 
Wheeling, W . Va ..... \Vant to change. Al so want to take up •1uestion 

o f increasing rates fo r carrying mail s 

The following cities make special rates for mail ea r
ners: 
Butte, Mont. .......... Special ticket at 2 ½ cents each. 
Concord, N. H ........ Special ticket at 4 cents each. 
Charleston, S. C. ..... Furnish special tickets, for which 3.68 cents each 

was received last yea r. Also carry messengers 
for $ 10 per quarter. ' 

Harrisburg, Pa ........ Three cents each . 
Fitchburg, Mass ....... Two a nd one-half cents. Limited to day light 

hours. 
Holyoke, Mass ........ Sell tickets to government a t two-thirds regular 

price, good for postmen in uniform. 
Grand Rapid s, Mich ... Special ticket a t special ra t e. 
J ohnstown, Pa .••..... Three and one-half cents each. D o not favor 

m aking the low rate. 
Memphis, Tenn ........ S ell tickets 11 for 50 cents. \Vill' not make con-

tract for •lump sum. 
Richmond, Va ......... Special tickets at 2½ cents each. 
Shreveport, L a ........ Sell government 3 ½ -cent tickets. 
San Diego. Cal. ...... Sell special ti cket, good only when in uniform. fo r 

2½ cents. Formerly had contract for lump 
sum. 

Saginaw, i\lich ........ Sell tickets eight for a quarter. 
Tacoma, \Vash ..... ... Sell speci;il ticket for 4 cents each, good only fo r 

carr iers when in uniform. 

The following cities allow mail carriers to ride free, 
without compensation: 
E. Liverpool, Ohio., ... Compelled to do so by franchi se. 
Los Angeles, Cal. .••.. Con dition of franchise. 
Little Rock , Ark., ..... Condition of franch ise. 
O klahoma Ci ty, Okla .. Required by franchise. Think carriers are useful 

to company in cases of accidents and are satis
fied with arrangement. 

Oakland, Cal. ....... .. Franchise condition. 
Poughkeepsie, N. Y ... Not a franchise condition. 
Phillipsburg, N. J ..... On account of mail contract with government. 
Spokane. Wash ......• Franchise condition. 
San J ose, Cal. ... ..... Franchise condition. 
San Francisco, Cal. ... Xot a franchise condition. Negotiations pending 

for remuner ation. 

A SPECIAL COIL FORMER 

T he American General Engineering Company, of Ne w 
York, in filling an order for a South American electric 
railway had occasion to design a ra ther novel factory 
armature coil fo rmer for a GE -58 motor . The armature 
coil of this motor , as shown alongside the opened former, 
ha s a peculia r bend, which cannot be obta ined on coil 
formers of ordinary design. T hi s bend is made on the 
fo rm illustrated by means of a spri ng cl ip on one side 
and a pressure clamp on the other. As each turn is 
brought through to these side locks, the latter are opened 
and closed by a quick snap of the operator 's thumb. 

.-------.... .~-=--•--:_~~ 

Coil Former for GE-58A Motor 

An important fea ture, whi ch is applicable to other de-
signs of a rmature coils, is the method of locking the 
halves of the coil fo rmer. U sually the former is locked 
on the belt side by two drag- fi t pins, which do not prevent 
the loosening of the halves when the wires in the former 
a re being fl attened with a hammer. In th is design the 
halves a re locked with a central double-hook pin which is 
locked or re leased with half a turn from the outer side 
through a centra l shaft and handle. T he strain on the plate 
is taken by the dowel pins and not by the two screws. The
former is constructed of <; tee! bronze. with reinforcing 
ribs in the upper half. 

-------♦·----

MEETING CARBON BRUSH SPECIFICATIONS 

At the October, 1908, convention of the American Street 
& Interurban Railway Association it was stated in dis
cussing the report of the committee on maintenance of 
and inspection of electrical equipment that 18 per cent of 
railway motor troubles was due to carbon brushes. The 
speci fi cations suggested a t that meeting have been taken 
up by the Spee r Ca rbon Company, St. Mary's, Pa., which 
asse rts that it has produced a brush that will stand far 
more severe tests than those recommended. 

T he company's new F P brush is for railway motors, 
which require a hard brush to cut the mica and keep the
commutator in condition. This brush is very close grained, 
low in resistance and, it is said, will not break or chip off. 
It is best adapted for railway motors that have no slotted 
commutators. Grade N o. 300 is for motors· with grooved 
commutators, where the mica gives no trouble.• This 
bru sh is very low in resistance, carries high amperage and 
is medium soft, but tough. It is said to be very fine grained, 
dense and will not chip or break under the most severe 
conditions. The brush marked H is for a.c. motors , where
a soft, close-grained and homogeneous brush is required. 
T his brush is high in conductivity and will stand heavy 
overloads. Lamination is said to be entirely eliminated in 
all of th ese new brushes. 
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THE WESTINGHOUSE STORAGE-BATTERY REGULATING 
SYSTEM 

. .\ storage Lattery with an automatic regulating system 
fo rms an ideal soluti on of the problem of keeping a con
stant load on the generating system, T his is automatically 
effec ted by the regulator controlling the voltage of the 
booster in seri e~ with the batte ry. This regulator in turn 
is controlled by the load conditions. The battery and the 
booster .are usually placed across the line in parallel with 
the generator circuit, but between it and the load. 

If desired to regulate an a,e, system the battery and 
booster are connected across the <l,c, terminals of a rotary 
con verter and the battery charges an<l discharges by means 
of a regulator controlled from the a,c. circuit. With this 
system either a,c, or d.c. circuib can be regulated simul
tanebusly. In case only an a,c. circuit is to be controlled 
a boosted rotary can be used and the booster eliminated, 
u~ing a small exciter in its place, which is controlled by 

Fig. r-Log of Battery and Regulator Test 

the regulator, to furnish current for the separately excited 
fields of the rotary. It is asserted that all of these re
quirements have been more than met by the type of relay 
regulator used by the storage-battery department of the 
\i\Testinghouse Machine Company and hereinafter described, 

Fig. I is the log of a battery and regulator test showing 
a constant rotary load with a variable external load at the 
plant of the Southern Colorado Power & Railway Com
pany, Trinidad, CoL This load is due to a railway in 
Trinidad and an interurban railway running through min
ing towns for 13_¼ miles. The company operates five to 
eight cars, four during light traffic, three of which are 
city cars and one interurban, or five city cars and three 
interurban cars during heavy traffic. During certain parts 
of the day it also uses one of the interurban cars as a 
locomotive to haul coal. The average load runs about mo 
kw, while the maximum reaches upward of 400 kw, 

The generating plant consisted of one 200-kw, 550-volt, 

<l,c, generator direct-connected tu a steam engine, three 
three-phase alternators of 105, 165 and 600 kw, respectively , 
direct-connected to steam engines, and a 250-kw, two-phase 
rotary operating from a three-phase a,c, circuit. 

• Before the installation of th e sto rage battery and regu
labor it was necessary for a great part of the time to keep 
both the 200-kw a,c, unit and the rota ry converter in opera
tion, Since then either unit is ample fo r the entire d,c. 
load. 

Fig. 2, with reference letters, shows the regulator. T he 
e.m.f. of the booster, or boosted rotary , is altered by chang
ing the excitation of a single separately excited field wind
ing. This fi eld winding receives its energy from a small 
exciter which has, in addition to a self-excited shunt wind
ing, two equal and opposite pilot field windings. The cur
rent in these two windings is controlled by the making and 
breaking of the double relay contacts E in Fig. 2. These 
contacts in turn are controlled by the primary relay of 
the regulator, which consists of a current member A work
ing in conjunction with the potential member B, closing or 
opening the energizing circuit of the relay magnet D, 

Current coil A works in a permanent magnetic field and 
is balanced by an adjustable spring tension. The current 
flowing through the coil A is proportional to the current 
flowing through a shunt in the circuit to be controlled, and 
to the ends of which the terminals of the coil are con
nected, This is equivalent to an ordinary ammeter move
ment, with the exception that the range of motion is ex
ceedingly small. The voltage coil B is exactly equivalent, 
excepting that its position varies according to the voltage 
of the booster exciter, 

The primary relay contact C is established by the con
junction of the current and potential coil levers, This con
tact, therefore, intermittently energizes the electromagnet 
D, which operates the main re lay contacts E. The lower 
contact E energizes one of the pilot fields, while the other 
contact E energizes the equal and opposite field, These 
pilot fields act in opposition so that with the same amount 
of current flowing through both there would be no voltage 
upon the exciter, If one of them receives exciting cur
rent it will tend to start up an exciter voltage in a given 
direction, but the shunt coil of the exciter will tend to 
carry the field to full saturation, This will be checked by 
the potential coil of the relay. It will thus be seen that 
as the external load changes on the system contact is 
broken, the booster voltage is raised, due to the exciter 
voltage rising, and the battery is caused to discharge, 
This discharge will continue at an increasing rate until the 
operating equilibrium of the system is again restored and 
is entirely independent of the condition of battery charge 
or discharge as long as there is enough booster pressure 
behind the battery to gi ve the required discharge to main
tain the load constant, Vice versa, if the load drops the 
opposite effect is secured, namely , the other pilot coil tends 
to cause the exciter to build up in the opposite direction, 
which is further aided and carried to a max imum by the 
shunt coil, thus causing the battery to charge. 

Practically no energy is handled by the regulato r, since 
the voltage produced by the pilot coils is only 2 0 per cent 
of the total voltage of the exciter, The exciting energy 
of the booster will not, at a maximum, be over 8 per cent , 
and the energy handled by the regula tor will be a fraction 
of r per cent of the booster fi eld energy; as a result the 
regulator operates with absolutely no spa rking of the con
tacts, which means that there will be prac tically no wear. 

A five-step high resistance F is connected in series with 
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the lead from the controlling shunt. T his resistance is cut 
into or out of circuit by a handle of rotary switch G. 
Thus the effective drop across the current coil A can be 
varied by cutting in or out resistance, which will mean ~ 
greater or less current flowing through the shunt to -pro
duce a given defl ection of the current coil arm A, as the 
case may be. The generator load will therefore be varied 
through fi ve steps by shift ing the switch G. T he load can 
further be adjusted anywhere betwee n these steps by 
changing the tension of the current coil spring by the 
handle H . This cove rs the entire range of capacity of the 
generating system so tha t the ave rage load on the machines 
can be held anywhere from full load to ro per cent of fu ll 
load. 

T he average load does not slowly r ise a s th e battery 
becomes furth er and fu r ther discha rged or drop off as the 
battery becomes charged. T his effect, if desi red, can be 
very easily secured by rai sing or lowering the se nsibil ity 
weight I of the regula tor. T he degree of regulation is 
limited entirely by the speed of the booster and does not 
depend in any way upon th e regulator, as the speed of action 
of the regulator is far beyond th e speed of magnetization 
of any commercial type o f booster. A booster could be 
built to change its voltage with exceeding rapidity, but as 
the cost increases with the speed of magnetizat ion, beyond 
a certain point such refinement o f regula tion is not com
mercial, besides being unnecessary. 

T he true measure of regulating quali ty is the compari 
son of the fl uctuat ion of the average generator load taken 
into consideration with the maximum changes of the ex
te rnal load. F or instance, a greater fluctuation of the 
generator load would be expected when the average gen
era tor load is only 25 per cent of the maximum external 
load than when the average generator load is 75 per cent_ 
of the external load. 

Bearing thi s in mind th e fo llowing table will be of in
te rest : 

Type of regulator, period, sou rce of data. 
External load : 

l\iaximum ... ......................... . 
M inimum .. .. .............. . ...... . .. . 
Va ria tion, t otal ...................... .. . 

Generator load average ...... . ......... . . . 

~f:/~~~ . ::::::::::.·:::::::::: :::::::: 
Variat ion, t otal ....................... . 
Variation above average ............... . 
Variation below average ............... . 

Exter nal load va ria tion : 
Maximum above average genera tor load . . 
M aximum below average generator load . . 
P er cent absorbed by ba t te ry regulato r 

system .. ... . .................. . .... . 
Maximum varia tion gen erator load, plus or 

m in us ave rage generator load divided by 
maxim u m va r ia t ion externa l load, plus or 
minus average generator load .......... . 

Maximum va r ia tion in power outp ut* of 
generator, plus or m inus average genera-
tor load .. . .. ... ... . . .... . ........ . ... . 

West inghou se 
Ion~ period, 

1 ½ hours, 
So. Col. P r. 

& R ailway Co. , 
Jan. 22 , 1908. 
Amp. P er cent. 

63 0 
0 

630 
181 
210 
I 53 
57 
29 
28 

449 
18 1 

o.oo 

16 
I 5.5 

248. 
100. 

9 1, 

Westinghouse 
sho r t period, 
So seconds, 

So. Col. P r. 
& Railwa y Co. , 
A ugust, 1Qo7 . 

A mp . Per cen t. 

4 34 
14 

420 
187 
194 
177 

I 7 
7 

10 

2 4 7 
,73 

o.oo 

3.8 
5.5 

13 2 . 

92.7 

9 5.9 

4 . 13 

1,9 2.2 

*Basis of ampere-hou rs found by integrati ng load curve of generator. 

It will be seen by referr ing to this table that the maxi
mum current fluctuation on the generating system is only 
9 per cent in the test extending for 1 .½ hours and 4.1 per 
cent in short test , of what the current fluctua tion would 
have been if th e battery and regulator had not been used. 
F urthermore, that the energy fluctua tion was only 1.9 per 
cent in the long test and 2.2 per cent in short test , of what 
it would have been if the regulator and battery had not 
been used. When it is considered that the maximum var i
at ion above the average generator is 248 per cent in the 
long test and 132 per cent in the short test and the maxi
mum variation of the external load below the average 

generator load is 100 per cent in the long test and 93 per 
cent in the short test , the closeness of this regulation will 
be apprecia ted. 

If this device is used as an a .c. regula tor : In place of 
the d.c. coil A, the a rm of which makes contact at C, a 
polyphase wattmeter movement will be substituted, the arm 
of wh ich will make contact at C in the same manner. F or 
controlling the average ' load the t ransformer ratio will be 
changed by moving the handle C instead of cutting out 
re sistances, as in . the case of the d.c. regulation. In all 
other respects the two regulators a re identical. 

H 

B- o::::c::-=::: : c::-'-- ·"' A 

D - ;:,;;;.;;;,,;:,;;;., 

F ig. 2-Battery Load Regulator 

Only two adjustment s a re necessary to effect any de
sired change in operating conditions- one to change aver
age generato r load, the other to limit the amount of battery 
charge or di scharge. These changes are effected by sim
ply turning one handle fo r each desired change. The 'sta
tion busbar system does not require extensive alterations, 
~uch as the insertion of resi stances or solertoids. 

SEAMLESS STE EL TROLLEY POLES 
T he Ge nera l E lectric Company has placed on the market 

a new light seamless steel trolley pole constructed of cold
drawn seamless tubing with a reinforcement 16_½ in. in 
length a t the butt inse rted cold under such high pressure 
that the reinforcement practically is par t o f the pole proper. 
T he diameter of the pole ( 1 .½ in.) is uniform from the 
butt to w ithin 3 ft. from the top, at which point it tapers to 
r in . at the end to receive the harp. T his construction in
creases the transverse st rength and eliminates any trouble 
caused by a large bow in the pole, especially noticeable 
when the trolley wheel is depressed to the maximum in 
passing under low ove rhead clearances. T he deflection of 
a 12-ft. pole with a 43-lb. weight at the end is only IO in. 
with no permanent se t. 

The seamless steel trolley pole is several pounds lighter 
than lap-welded poles of the same length. It is believed 
that the resulting decrease in inertia by reducing the heavy 
arcing, pounding and w renching will materially increase the 
life of the t rolley wheels. These poles are especially 
adapted fo r use with the United States 1~ roller-bearing 
trolley base fu rni shed as standard on all General Electric 
equipments. 

----·-+·----
The tramways system of Porto Alegre, Brazil, has beeo 

purchased by an E ngli sh company for $530,000. 
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ELECfRIC RAILWAY LEGAL DECISIONS 

NEGLIGENCE 
Illinois.-S tree t Ra il roads- Coll ision-Question for Jury

N eglige nce-Cont ributory Negligence-Children-Ac
tio n - Declaration - Existence of D uty - Fa ilure of 
Duty. 

In a n ac t ion fo r injuries received from being struck by 
a s tree t car , held tha t t h e qu estion of defendant's negli gence 
was fo r th e ju ry. 

A decla r a tion charging t hat it was the duty of defend
a nt t o provide suitab le and safe contrivances upon its cars 
for the purpose of b raking a nd stopping them w hen neces
sary, but no t alleging a fa ilure to provide such devices, is 
in suffi cien t t o ch arge neg ligence.-(Hackett v. Ch icago City 
R y. Co. , 85 N. E. Rep ., 320.) 

Kentucky.-Compromise a n d Settlem ent-Qpestion s for 
Jury- Carri e r s of Passen gers-Action for Injuries
Wit n esses-Cr ed ib ility-Evidence to Show Bias. 

In an acti o n by a passen ger against a street car ,:omp:,ny 
fo r injuri es, w h ether p lai n t iff had compromised her claim 
prior t o th e acti on h eld to be a question for the jury. 

In a p ers on a l injury ac t ion against a carrier, evid,~nce 
tha t a phys ician w h o was a witness for defendant had oro
posed during the tria l of the case to compromise it for ~~400 
w as admissib le, as te n ding to show that he was taking an 
inte r es t in th e case fo r defen dan t, and was biased.--(Louis
ville Ry. Co. v. W illiams, I09 S. W. R ep. , 874.) 

Kentucky.-Damages-Per sona l Injuries-Pleading-Evi-
den ce Admi ssib le-Matters to Be P leade d. 

Wher e p laintiff a lleged that sh e rec eived certain specified 
interna l injuri es, a nd sus t ai ned a sh ock to her n ervou s 
system, fro m a colli s ion , bu t did not allege injury to her 
eye s, evidence as t o t h e condition of h er eyes after the 
injury was a dmi ssible, as beari ng upon th e question of the 
internal injuri es received and t h e sh ock to the n ervous 
sy st em, which of necessi ty mus t be manifested by outward 
symptoms. 

Such evid enc e sh ould be excluded from consideration of 
the jury in fix ing dam ages, as t h e injury to the eyes was 
not sued for. 

Plaintiff by hi s p leading in an action for personal injuries 
should appris e the d efendant of th e in ju ry for which recov
ery is soug ht, but t h e eviden ce by w hi ch the injury is to be 
established n eed n o t b e in dicat ed by th e pleading.-(Louis
ville Ry. Co. v . Ellerhorst, I IO s. vV. Rep., 823. ) 

Massachusetts.-Ca rriers-St r ee t Ra ilroads-Care as to 
Passengers. 

A street ca r company, hav ing stopped its car to let a 
passenger on, is b ound t o k eep th e car standi n g u n ti l sh e 
has got entirely on the ca r ; but, where t h e passenger is a 
strong, robu st w om an in appa rently p erfect healt h , it need 
not keep th e ca r s t a nding until she has seated h erse lf.
(Sauvan v . Citi zens ' E lectri c St. R y. Co., 83 N. E. Rep. 
405.) 

Massachusetts.-Ca rriers-Injury to Passenger-N egli-
gence. 

Though th e guard urges the passengers to speed in get
ting into a car o f a n eleva t ed tra in , and a passenger wi thin , 
standing by th e do or , holdin g t o a rod. has h er h old 
loosened by passengers pas sing by h er, and h er hand s lip~ 
and the tip of a fi nge r ge t s int o th e j am b of t h e doo r , an d 
while it is th er e th e g ua r d closes th e doo r onto it, t h ere is 
no negligence, making th e carri er li ab le for the in ju ry, it 
not b eing sh own th a t th e · g ua r d saw or sh ould h ave seen 
the p ositi on o f th e fi n ge r , o r t hat h e sh ould have reason
ably anticipat ed it, or tha t the hasty en t r ance of passengers 
urged by the guard would r esult in an y injury to p lai n t iff.
(Hines v. Bos t o n E levated R y. Co., 84 N. E. Rep., 475. ) 
Michigan.-Carri er s-Stree t R ail roads-Setting Down Pas-

sengers-Suffici ency o f Evidence. 
A stree t is not a p assen ge r stati on for the safety of which 

a stree t r a ilway c ompany is r esponsib le, and ordinarily a 
passenger havin g safely alig hted fro m a str ee t car bec omes 
a t o nce a t ravel er on the hi g hway, but it is t h e duty of the 
stree t r a ilway t o exe rcise p rop er car e to see t h a t th e p lace 
of a lighting is safe. 

In an action agains t a street railay com pany for injuri es 
to pla intiff, a p assenger, th rough fa lling, afte r a lightin g 
from a car, into an excava ti on made by defendan t n ear its 
tracks, evidenc e h eld suffi c ient to warran t a find ing t hat 
defenda nt was n egli gen t ih st oppi n g its car w here it did 
and inviting plaintiff t o a light t h er e w ith out in some suit 
able way in fo rmin g h er o f th e condit ions.-(Span gle r v. 
Saginaw V a lley Trac ti on Co., II6 N. W. Rep., 373.) 
Minnesota.-Street Ra il roads - Colli sion - Con tribu to r y 

Negligence. 

The fact th at the p laintiff h ad been, immediate ly before 
b eing run int o by a st ree t car, driving his t eam faster than 
a walk, in violation of a city ordin ance, is not conclusive 
evidence of n egli ge n ce, w hi ch w ill prevent the recovery 
o f damages in a n ac ti on aga inst the street rai lway com
pany, un less it a lso appears that such negligence con
tribu ted towa rd th e caus in g of the acc ident.-(.M ullane v. 
St. Paul City Ry. Co. a nd McDona ld v. St. Paul City Ry. 
Co., I 16 N. W. R ep., 354.) 

M issouri.-Evidence-D ocum entary Evidence-Relevancy 
-Preliminary Proof-1\fatters Explanatory of Things 
in Evidence-Photogr aphs-Condi ti on at Time of Ac
cident-Ca rri e rs-Acti o n s for Injury to Passengers
P leadings-Variance-Specific Ac ts of Negligence
Trial-Instruct io ns-Cure of Instructions-Care Re
quired of Carrier-Degr ee of Care Required of Carrier. 

I n an action by a passe n ger agains t a st r eet car com
pany for injurie s fr o m the overturning of a car two wit
nesses t es tifi ed that they th ought the conductor's name was 
"Rayborn" (as spell ed by th e s t en ograph er), and one said 
he thought the conducto r was W. B. Rayborn.· The plead
ings in an action !Jy W . B. Reaburn, the conductor, against 
the same defendant , for injuries received in the same acci-
dent, were o ffe r ed in evidenc e, and th ere was no pretense 
made at the trial that the plaintiff named in th e pleadings in 
question was not the conductor of th e car at th e time of the 
accident in question, or that he was not th e one menti on ed 
in the oral te st imo ny. Held, that ad mission of the plead
ings was n o t error. on the ground of lack of evidence th at 
th e conductor o f th e train on which th e plaintiff was in
jured was th e same person who was plaintiff in the action 
in which th e pleadin gs offe red in evidence were filed. 

Where, in an actio n aga inst a carrier for injuri es to a 
passenger, the answer of the carrier, in an action by another 
p laintiff for injuri es in the same accident, was introduced 
in evidence to prove an admission therein, the petition in 
the former action was also admissible t o explain the allega
tions of the answer, but should h ave been restricted to that 
purpose by the court in its instructions. 

Photographs, showing condition of a trestle, track, and 
car in question, taken shortly after an accident occurred, 
are admissible in evidence when it is shown that they are 
correct representations of the conditions as they then 

· existed. 
If a petition, in an action by a passenger for injuries, 

c h arges n egligence in general terms, then proof of negli
ge nce ei ther in relation to t h e tracks or roadbed would 
make ou t a p rima facie case for plaintiff; but, when the 
pe ti t ion a lleges specific acts of negligence, there is no right 
to prove o th er acts, and t he a llegations of specific acts of 
negligence can not be treated as surplusage. 

A n in st ruction, as to t he care required of a carrier of 
passen ge r s as t o keeping its tracks and roadbed in proper 
condition; w hi ch was erroneous because the petition alleged 
negli genc e o nly as to t he tracks, is not cured by an in
s truction tha t , even if t h ere were certain defects in the 
t r ack s a nd r oadb eds, and the cars were derailed, and plain
t iff was ther eby in jured, if defendant could prove that the 
de r ailment was not caused by any neglect on its part in 
p roviding a nd maintain ing r easonably safe tracks and 
roadbed, plaintiff cou ld not recover, since there was a re
st atem ent of th e matter relating to the roadbed w hich was 
n o t a ll ege d, and t h e bu rden of proving defendant's negJi
gence w as pla ced on defendant, w h ere it d id no t properly 
be lon g . 

It is th e duty of a carrier to use the utm ost care and 
fo resight, which capable an d faithful rai lroad men would 
take under like c ircumsta nces, to keep its tracks and road
b ed in a r ea sonably safe condition for the running of cars 
ove r th em . 

In an action by a passenger for injuries from the over
t urning of a car, w h ere t h er e was ev idence that the tracks 
we r e n o t in a proper condition, defendant requested an in 
s truct ion th a t a carrier of passengers is not obliged to fore
see and provide against casualties w h ich w ere not known 

-to occur b efor e, an d w h ich may not reasonably be expected, 
a n d tha t , if a car ri er avai led hi mself of the best known and 
most ext en sive ly u sed safeguards against danger, he h as 
don e a ll th e law requi r es, and his liability is not to be as
ce rtained by w h at appears for t h e first time afte r the d is as
t e r , to b e a p r oper percaution against t hese occurrences; 
t ha t th e defen dan t and its agents, etc., in th e m an agement 
an d oper a ti o n of its cars, were by the law r equired to exer
cise only su ch car e a n d prudence as was reason ably prac
t icabl e, an d if p la intiff was injured as the result of some 
occurrence, w hich careful and prudent men in the ·s ituation 
of de fen dan t's agents would not r easonably have expected, 
t h en the occur re n ce w as an accident, and defendant was 
n ot li abl e; t hat the m er e fact that a n accident occurred, and 
plaintiff was injured, does n ot o f it se lf entitle p laint iff to 
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recover, and if defendant'::; sena nt s exe rcised a ll the ca re 
and prndence th a t were r easo nably prac tic ab le under a ll the 
c ir cumstance s. a n d t h e accident happen ed without negli
gence on their part, th en plaintiff could not recover under 
a ny ci rcumstances. He ld, t hat the requests were properly 
refuse d, as not imposing a suffi ciently hig h degree of care 
upon th e ca rri er.-(Kirkpatrick e t a l. v. :Metropolitan St. 
Ry. Co., 109 S. W. Rep., 682. l 

New York.-Ca rri ers-Injuries to Passenger-Evidence. 
In an action aga in st a s treet car company fo r injuri es to 

a passenger. re su lt in g from a trench in the s tree t at w hi ch 
a car was negli gently stopped. evidence that the trench was 
not dug by defendant, but by a gas company, is immaterial. 
-(Walsh v. Richmond Light & R. R. Co., 108 N. Y. Sup., 
950.) 
New York.-Ca rri ers-Street Railroads-Passe ngers-Invi

ta tion to Board Cars-Evidence-Suffic iency-N egli 
ge nce-Contributory N egligence-Eviden ce. 

Th e fact that a car approaching a crossin g s lowed down 
a ft e r a person had s ig naled it to stop was not necessarily 
an invitation t o such person to board t he car; the m otor
man being bound t o k ee p th e ca r under control as it ap
pr oac h ed the crossing. 

In an act ion for injuri es to a p ers on whi le att empting 
to board a s lowly moving street car, caused by t he car 
suddenly increas in g it s sp ee d. ev idence held not t o show 
th at such p erson ,yas invited to b oard the car. 

In a n ac tion for injuri es t o a person w hile attempting to 
board a slowly moving car, cau se d by t h e sudden increa se 
of its speed, evidence held n o t to sh ow that defendant wa~ 
guilty of negligence, o r tha t suc h person wa s fr ee from con 
tributory n egligen ce.-(Howard v. F o rty-se co nd St. , l\f. & 
St. N. Ave. Ry. Co. e t al. . 110 N. Y. Sup. , 125.) 

New York.-M aster a nd Servant-Injury to Serva nt-De
fective Appliances-Notice-Act ion for Injuries-No
tice of Injury-Employe r's Li ability Act. 

Plaintiff was h anded a defec tive chain by hi s employer 's 
master m ech an ic, with instructi o n s to u se it in removing 
an armature. Whi le so using t he ch ain it broke, and plain 
tiff was injured. It suffici ently appeared that th e employer 
had notice of the d efec t in the c hain. H eld, that p la intiff 
could recover under E mploye r 's Liabi lity Act, L aws 1902. 
p. 1748, c. 600; he h aving properly se rved th e notic e o f in -· 
jury required t her eby. 

In an action by a sern.nt for injuries und er th e employ
er' s liab ility ac t , a notic e of injury as fo ll ows: "Notice is 
h er eby se rv ed up on yon, pursuant to ch apte r 600, p. 1748. 
of th e Laws of 1902, that Will iam E ddin gton was injured 
while in your employ at your pla ce of business in t h e Union 
Railway Shed, \,Vest Farms, o n th e 16th day of Jun e, 1904, 
by havin g an arm ature fa ll o n him w hil e w orking in a pit" 
i~ suffi cient in frrm unde r the s tatute.-(Eddin g t on v. 
Union Ry. Co. o f Kew York City. 109 N. Y . Sup., 819.) 

New York.-Negli ge nc e-Evidence-Burden of Proof
Street Railroads-Inj urie,, to P er~on on Track- Con 
tributo ry Negli gen ce. 

1 n an ac ti on fo r injurie~. plaintiff mu st show th at hi s 
cunclnct did not so co ncur with defendant's negligence as 
t o h ave become a proximate ca use of th e injury. 

Where, in an act ion for the death of on e who was run 
uver by a n elect ric car betwee n stree t crossings, it ap
peared th at just b efore h e started t o drive a team of h orses 
;1cross t h e track h e looked eastward along th e track at a 
point wh ere it was visible for 600 ft. , and th en proceeded 
35 ft. to the track. where h e was struck by a ca r coming 
fro m t he east, h e was guilty of contributo ry n egligen ce, as 
if h e had looked again before crossing th e track, h e must 
h ave seen the car so as to have b ee n ab le to avoid th e ac
cident.-(Baxter \" . _-\uburn & S. Electric R. Co., 83 :-J. 
E. Rep., 469.) . 

New York.- Street Railroads-~Iaintenance of Tro lley 
Poles-Liability for Injuries. 

A driver of a truck was injured by a w h ee l b eing caught 
by a tro lley pole of a street r ailroa d company o n property 
own ed by a fe rry company for ·its busin ess. The pole was 
about 6 in. outside of th e curb. It was nece ssary to main 
tain a pole n ea r wh ere it was. Permission frorn th e ferry 
company to move the p o le b ehind the curb h ad been de
nied. Th e fe rry company h ad den ied the railroad company 
the right to make any physica l change of th e surface of 
t he ground w h ere the pole was loc ated. H eld. t h at th e 
company w as not liable, eith er on the ground that it negli
gent ly mainta ined the pole. or on the ground that it fai led 
to place a hub stone at t h e base of the pol e. s ince it was 
only required to exercise rea sonabl e care, which did not r e
quire of it any attempt to proceed to condemn the ri g ht 
to maintain the pole back of t h e curb.--(Lanigan v. 
Brooklyn Height s R. R. Co., IJO N. Y. Sup .. 30.) 

New York.-Strcct Railr oads-Colli s io n with V ehides
D amages. 

In an action fo r injuri es t o plaintiff's• horse s and truck 
in a colli sion with defendant's car and for the services of 
a v et erin a ri a n , the evidence showe d that the value o f one 
of th e h o r ses before the accident was $200 and that right 
afterward it was n ot worth ove r $5, but that after treat 
m ent by the ve t erin arian it was able to do light work. lb 
va lu e afte r recovery was n ot shown. Held, that defendant, 
h av in g been ca lled on to pay fo r the veterinary services, 
was entitled to th e b enefi t of any r esultin g appreciation in 
the value of th e h o r se , and in the abs rnce of proof as to 
th e difference in valu e prior t o the injury and aft er recov
er y t h ere was n o basis for the assessment of damages t o 
the h o r se.-(Solo m c n v. Ne n· York City Ry. Co., 107 N. Y. 
Sup., 744.) . 
Rhode Island,__:_Carri crs-Passengers-1njury While Boa rd 

in g Ca r-Contribut o ry Neglige nc e. 
Where o n e pursues a s tre et car after it has started, and 

in attempting to board it falls, h e is guilty of contributory 
n egli ge nce, barring recove ry for hi ~ injury.-(Lee v. Rhode 
Island Co., 68 A t!. Rep., 475. ) 
Washington.-Tri a l-Findings Inconsis tent with General 

V erdict-Witne sses-Cross-examin a tion. 
A complaint in an ac tio n for p ersonal injuri es by a pas

senger agai n st a ~t r ee t railway compa ny alleged that while 
tha t , when th e car started, plaintiff was standing with both 
fee t on the steps o f t he car. Held, that t!'ie special verdict 
did not negative th e gen eral verd ict that the car was started 
while p lain t iff was ali ghting, which was the gist of the neg
ligen ce ch a r ged. 

Where, in a n act ion for personal injuries by a passenger 
again st a stree t railway company, it appea red on the direct 
examin ation of plaintiff's hu sba nd that he was commonly 
ca ll ed "doctor," a nd t h a t , when th e conductor asked him 
his n ame, h e h anded him a handbill, containing his name. 
picture, location of hi s o ffice and adve rti se ment of his 
method of treatment, cross-examin at ion was properly per
mitt ed as to w heth er h e was a lic ensed practitioner, whether 
he prescribed for his wife, a nd the ha ndbill was properly 
admitted in evidence, the jury b eing entitl ed to know who 
t he witness was and the character of his business.- (Grant 
et al. v. Spokane Traction Co., 9 1 Pac. Rep., 554.) 
Washington.-Carriers-Passengers - Personal 1 njurie s -

Contributory Negligence-Negligence of Operatives. 
W here a passenger on a street car asked the conductor 

to stop at a certain street , and he sa id, "All right," and. 
upon approac hin g th e street . the condu ct o r closed the gates 
on t h e platform side of the car, and left the gates open on 
t h e opposite side, and then gave t h e sig nal to stop, and 
plaint iff, with a grip in hi s hand stood at the open gate and 
when th e car slowed down as th ough to stop alighted, but 
was thrown and injured by the ca r starting up at full 
speed, the pa ssenger was not gui lty of n egligence as a 
matter of law. 

Such facts w ere sufficie nt t o sh ow th at the motorman and 
co nductor were n egli gent in starting the car again b efore 
plaintiff wa s safe ly o ff.-(l\1arhour g v. Seatt le R. & St. Ry. 
Co., 94 Pac. Rep. , 649.) 

CI:--L\RTERS, FRANCHISES AN D ORDINANCES 

Kentucky.-E min ent D c main-Proceedings-Statutory Pro
vision s-Construction-"Rai lroads"-"Railways" - In
t erurban ·Rai lroad-Len g th of Railway Con structed
Effect-Railroads-Charter-Construction-Termini of 
Road-"From''- Emin ent Domain - E vidence as to 
Compensat ion-Examination of Vvitnesses-Use of 
Word "Valu e." 

Ky. St. 1903, se c. 842a, p rovides that int ernrba n elec tric 
rai lroad compan ies auth o rized to construct a r a ilroad IO 
o r more miles in length in corp orated und er th e laws of 
the common wealth sh all have the same ri g hts, powers and 
privi leges as are now g ranted t o o r conferred upon rail
road compani es. Sec. 835 et seq. pe rmit condemnation of 
land by any company auth orized to construct a railroad 
which sh all he unable to contract w ith the own er of any 
land n ecessary fo r its use. A r ailroa d corporation was or
-~anize d t o construct and opera t e a lin e of railway n ot ex
ceeding ro miles long from the city of Covington to the 
town of Erlanger. and such p oints beyond as might there
afte r b e det ermin ed upon, t o be operated by electricity or 
other improved m eth ods of rapid transit. Held, that the 
te rm "railroad," as us ed in sec. -835, has the same meaning 
as "railway." and that the c ompany had the sa me right to 
condemn private property for a right of way that a stea·11 
ra ilroad would have, esp ecially since under its charter it 
might use steam. 

The fact that the entire ro mil es of railway auth orized by 
its charter had n o t b een conctructed hy the company was 
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immaterial in the absence of a showing that it did not in 
goud faith intend to complete the lin e a s authorized. 

Articles of incS?rporat ion of a railway company provided 
that it was to 15'e constructed and operated "from" Cov
ington to Erlanger, and such furt h er points beyond as 
might thereaft er be determined upon and over 'and a long 
such streets, roads, etc., as might be acquired by due proc
ess of law. Held, tha t the expression "from" Covington 
m eant from within the city, and t hat land w ithin the city 
c ould be condemned for a right of way. 

Though the market va lue of land to be taken under con
demnation is the thing to be determined, the fact that the 
court did not require the uniform use of the term "market 
value" in questioning witnesses is not error where the 
term is occasionally us ed, though the word "value" alone 
was principally used by both counsel and w itnesses.
( Devon v. Cincinnati, C. & E. Ry. Co., 109 S. W. Rep., 361.) 

New York.-Street Railroads-Acquisition of Righ ts in 
Streets-Consent of Highway Officers. 

A consent by the highway commission ers of a town to 
t he construction of a railroad was not void because the 
route consented to was at the time entirely over private 
property, in which th e public had not then acquired any 
rights whatever.-(People ex rel. Westminster Heights Co. 
v. Coler, Borough President. et al., 105 N. Y . Sup. 887.) 

New York.-Railroads-lntersection-Duty of Companies-
Enforcement-Determinat ion of P lace and Manner of 
Intersection-Rights of Village Trustees-Consent of 
Public Service Commiss ion. 

Under Railroad Law, section 12, Laws 1890, page 1087, 
chapter 565, requiring a corporation whose railroad is in
ters ected by a new road to unite with the corporation own
ing the new road in forming necessary intersections and 
connections, the forming of such int ersections and con
nections of tracks of crossing roads is a publ ic duty, en
forceable by the Attorney General, if not by individual 
shi-ppers. 

Railroad Law, section 11, Laws 1890. page 1o87, chapter 
565, prohibits the construction of a railroad in a village 
stre et without an order of th e Supreme Court. Section 12 
requires a corporation whose railroad is intersected by a 
new road to unite with the corporati on owning the new 
road in forming necessary int ersecti ons . and provides that, 
if the two corporations cannot agre e npon the points or 
manner of such intersection, the same shall be determined 
by commissioners, on e of whom must be appointed by the 
court. Held, that a village, having authori zed an electric 
railway to lay tracks in a stre et and across a steam rail
road, must be deemed to have included the right of the 
companies to intersect their tracks to exchange cars, and 
the village trustees ha:d the right to participate in the de
termination of the place and making of such intersection. 
and that, th e two companies and the village being unable 
to agree upon the matter, the duty devolved upon the 
Supreme Court to make such determination, which may be 
done through commissioners. 

Railroad Law, section 12, Laws 1890, page 1087, chapter 
565, provides that if crossing railroads cannot agree upon 
the points or manner of int ersection the same shall be de
termined by commissioners, etc . Section II pro hibit s th e 
construction of a railroad in a village street without an 
order of th e Supreme Court. Public Service Commission 
Law, section 53, Laws 1907, page 920, chapter 429, prohibits 
construction or extension of a railroad without a certificate 
of public convenience and n ecessity by the commission. 
and provides that, except as otherwise provided, n o carrier 
shall exercise any franchis e or right under the rai lroad law 
or any other law not theretofore lawfully exercised. with
out first having obtained the permission and approval of the 
proper commission, etc. Held, that section 53 does not 
supersede such provision s of the railroad law, that it is 
not necessary to procure the commission's consent before 
making a connection between crossing roads, and that sec
tion 53 does not require the commission to determine th e 
point or manner in which an intersection is to be made.
(Village of Ft. Edward v. Hudson Valley Ry. Co. et a l. . 
84 N. E. Rep., 962.) 

New York.-Statutes-Construction-Language of Act
Intent of Legislature-Words and Phrases-"N et In
come"-Street Railways-Franchise-Compensation to 
City-Statutes-Construction-"Net Income"-Action
Referenc e. 

The words us ed in an act should be taken in their or
dinary sense, and should be given such force as will effec
tuate the legislative intent. 

The "net income" elf a street railway, like net earnings, 
is that sum which remains after deducting from the gross 
income or earnings the cost of producing them, and any 
indebt ed nes s of th e company to government or to private 

parties is a pa rt of the expense of operatin g the railway, 
as ordinarily under stood. 

Laws 1867, p. 1275, c. 489, au th or ized a corpora ti on to 
construct an e leva ted rail road in ~cw York City, and sec. 
9 provided th e corporation sh ould pay 5 per cen t of its 
"net income" from passenger traffic up on Manh at tan Is land 
to the city in such m anner as the Legislature mig h t t her e
after direct as c ompensa tion fo r u se of th e st reets. Laws 
1868, p. 2034, c. 855, sec. 2, p rovided th a t th e com pany pay 
quarterly to the city comptroller 5 per cen t of it s net in
come for the improvem ent of the streets throug h w hi ch the 
road was constructed. Secs. 2 and 3 also provi ded that 
such payments should be th e legal c ompensation in full 
for the us e and occupancy of the st reet s, and t he claims of 
the city should con stitute a pri or li en on th e ra il way. Held, 
that it was the leg islative intention that th e co m pensa tion 
to the city be actua l and substantial, and by " net incom e" 
was meant the gross passenger traffic r eceipts, less th e 
general expenses of opera ting the r oad, and the am ount s 
paid for gen eral t axes, th e r ental dama ges to abutting 
owners for trespass up on th eir interes ts in the streets, an d 
interest on the corporation's mortgage bonds are not to 
be deducted in determining th e "net income," they being 
general charges again st the corporation, and not agains t 
the passenger traffi c. 

In a suit by the city to recover 5 per cent of the "net 
income" from the passenger traffic of a street rail way in 
certain streets, that being the statut ·)ry compensation pro
vided for th e use of such streets by it, wh er e th e referee 
before whom an accounting was had of the railway's earn
ings from its traffic was not r eques ted to, and did not, 
separate th e amount of any taxes upon the particular part 
of th e railway structures and property, from the operation 
of which t he company r eceived the income, but merely 
stated in his findings th e tax paid upon this franchise and 
personal property, the annual tax paid by the company 
cannot be deducted from the earnings by the court in ren
dering judgment in d et ermining the "n et income" from the 
passenger traffic on th ose stree t s out of which the city was 
entit led to compensation .-;-(City of New York v. Manhat
t an Ry. Co., 84 N. E. Rep. 745.) 
Texas.-Eminent Domain-Compensation-Measure-Tak

ing Entire Tract- Value of L and with Improvements
Damages-Exc essive Damages-Evidence-Weight of 
Evidence-N umber of vVitn esses. 

In proceedings by a s treet railway to acquire property 
by condemnation, th e property should be valued as a whole , 
and the entire va lue thereof was properly show n, includ
ing the improvement s thereon, which might be don e either 
by va luing th e lots in th eir improved condition, or by valu
ing the lot and improvements separately and adding the 
combined values. 

In condemnation proc eedings by a street railway com
pany to acquire property consisting of a lot, dwelling house 
and automobi le barn, the evidence examined, and held not 
to show that an award of $55,000 was so grossly excessive 
as not to be the result of a fair and impartial consideration 
of the evidence. 

In determining whether an award of damages for the 
val ue of property taken in condemnation proceedings was 
excess ive, the mere excess in the numb er of plaintiff's wit
nesses who placed a lower value on t h e property than de
fendant' s witnesses cannot control.-(Foley et al. v. Hous 
ton Belt & Terminal Ry. Co., 110 S. W. Rep., 96.) 
Wisconsin.- Eminent Domain - Compensation - Persons 

Entitled-Proceedings to Take Property- Appeal -
Harml ess Error. 

The laying of double tracks in a street and their use for 
interurban purposes was not a taking for interurban pur
poses, entitling the then owner to compensation, where the 
laying of th e tracks was expressly authorized by amend
ment to the street railway franchise, under which the street 
was also used for street railway purposes. 

Street railway tracks, roadbed, poles and wires us ed for 
street railway purposes and also ill egally for interurban 
purposes, were n ot, by the mere enactment of L aws 1901, 
p. 686, c. 465, authorizing an interurban r ailway to con
demn a right of way and the continuation of th e use fo r 
interurban as well as stre et railway purposes, transformed 
into interurban tracks, etc., so as t o entitl e th e then owner 
to compensation as for a taking for interurban purposes, 

· but continued, as before, street railway track s. 
Wher e, in condemnation p roc eedin g's, th e commission ers 

appraised the damages t o th e then owner at a specified 
amount and to hi s grantor as n omin al, and th e gra nter was 
not entitled to any dama ges, his omiss ion b y petitioner from 
the notice of appeal fr om t h e award wa s a technica l in for
mality, and was not g round for dism issal of t he appeal.
(Brickles v. Milwaukee Li ght , H eat & Tract ion Co., 114 
N. W. Rep., 810.) 
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News of Electric Railways 
Cleveland Traction Situation 

lVI ayo r J ohn son adm itted t o a co mmittee of the w h ole of 
the City Coun cil o n Feb. 2 t hat hi s in s is tan ce that a clau se 
should b e incorporat ed in t h e proposed n ew fr a nchise w hi ch 
"'.ould a ll ow •the c ity o r some corpora tion desig nated by the 
city t o t ake ove r t h e property at $110 a sh a r e fo r t h e stock 
had delay ed a se ttlement. He said t h at th e de libe ra ti on s 
had n e t bee n r educ ed t o w rit ing, but th a t measures in
vo l_v~d in the sugges tions of J udge T ayler were pu t in 
w ntm g. The Mayor fa vors t he pla n of a ll owin o- th e com
pa ny t o decl a r ~ di vidends of n o t m or e t ha n 6 pe~ cen t, any 
ret u rn on t he m vestm ent ab ove this amou nt t o b e used to 
r educe t he fa re. T h e p la n r egarding t h e s li ding sca le of 
fares is t o o p era t e t h e lin es a t a fi xe d fa r e fo r, say, s ix 
mon th s, a t t h e end of w hich tim e th e rate is t o b e increased 
o r dec r ease d acco rding t o t h e r esult s a t ta in ed in op er a t ion . 

Th e c han ge in fa res d id n ot produce any g r ea t con
fu sion , a lt h oug h a number of c om p laints were taken t o the 
City Council in the fo rm of resolution s. One m ember 
prese nted a 3-cent fa re o rdinan ce w hich h e r eques ted be 
p resented t o the Cleve land Ra il way, a n d if r efu se d, t o t h e 
F o rest City R ailway. It w as referred to the committee on 
st reet ra ilway s. 

Judge T ayle r o f t h e United Stat es Circu it Court h a s r e
q ues t ed Judge L. E . Kn ap pe n, Gran d R apids, M ich., to 
pres ide a t t h e hearing of argum en ts o n the expira tion of 

t h e fr an chi ses on the Woodlan d Avenu e and W es t Side 
lines. 

A m ee tin g of th e City Counc il as a committee o f t he 
w h ole was h eld on Feb. 3. T h e receive r s o f the p ro p erti es 
we re present by invitat ion . In rep ly t o qu es tion s rega rdi n g 
t h eir expe r ience w ith 3-cen t fa r es and t h e r easo n s fo r the 
ch a nges t h a t wer e m ade in rout in g ca r s w h en th e fare wa s 
in creased, the r ece ive r s refe r red t h e m ember s of the City 
Cou11 cil to Judge Tayler. R eceive r Scott, h oweve r, an
nounced at the commencement that Judge T ayler had 
un de r con side ra ti on t h e rou ting of Quin cy Avenu e car s 
dow nt own in st ead of stoppin g th em at East F ifty-fif th 
St ree t. Coun cil fi na lly agreed t hat Mayor J ohns on a nd 
City So licito r Bak er sh ou ld ta lk th e va rious m att er s ove r 
with J udge T ayler an d t hey met t h e Judge after th e fo rm al 
Counc il m eet in g a nd it wa s arranged t o h ave t h e Quincy 
Avenu e ca r s run to t he Public Square. A r ate of 3 cent s 
had b ee n establish ed on Q uincy Stree t , but t h e court and 
t h e r ece iver s fe lt t hat t hi s sh oul d be t h e rate for t h e entire 
trip. a lt h oug h t h e cars pass ove r a p o r ti o n o f th e Euc lid 
Avenue lin e, on w hi ch a 5-cen t fa r e is cha rg ed. 

Anot her me et ing of t he Counci l was h eld on F eb. 4 and 
t h e di scu ss ion of complaint s was cont inued. T h e r eceive r s 
were n o t present, as Judge Tayl er p r efer red t ha t members 
of Counci l take up a ll m atte r s w ith th e court. Council man 
F low er said that t h e r ece ive r s sh ould ope rate mo re · cars 
ove r Quincy Ave nue a nd int im at ed t h a t the cars we r e no t 
furn ished b ecause they w ould take business fr om Cedar and 
ot h er lin es which are co ll ect in g a high er fare. Mayor 
Joh nson did n ot agr ee w it h thi s view of t h e ma t t er a nd so 
expresse d h im self. Counc il man Koch in troduc ed a reso
luti on t o r equire th e city to ccunt the passengers o n t h e 3-
cent and th e 5-cent lines so as to secu re data t o sus t ain t h e 
argum ent t hat m ore cars a re n ee ded on th e low-far e lin es. 

H enry J . Davies, sec r etary of the Cleve land Ra ilway, h as 
poin ted out the da nger of including t h e purc hase clau se 
p r op osed by l\Iayor J ohn son in any fra nc hi se that m ay be 
o ffered t h e comp any. l\Ir. Davies says t h at t h e p ri ce of the 
stock w ould never get bey ond $1 IO a sh are, t h e purch ase 
p ri ce proposed by t he l\I ayor. whi le the Clevelan d Ra ilway 
ow n s it , bec au se of th e liab il ity of a forced sa le at th at 
figure a ny t im e. T h en , if an oth er sale d irected by th e 
city is prohibit ed . th e p rice of t he stock in the h a nds o f t h e 
fa vo red com pany woul d jump to 133, assuming tha t 6 per 
cen t di vide nds a r e g ua rant eed, as prop ose d in Judge T a yler's 
p la n. The continu ou s ri gh t of t h e city to take ove r t h e 
p r oper ty at I IO a t a ny t ime w ou ld a lso wor k t o th e de t ri
m ent of th e se rvic e as the n atural disp os it ion would be 
aga inst app lying ea rnings t o b ette rmen ts, and im p r ove m ents 
cou ld b e m ade on ly by is suin g n ew stock w hi ch t he city 
woul d h ave to take over a t I IO if it dec id ed to pur ch ase the 
p r op er ty. · 

J ohn J. Stan ley, v ic e-president of the Cl eveland R ail way, 
sta t ed in a n interv iew tha t t he c ompany w ill n o t accept a 
fra n chise that will all ow the city to forc e t h e sal e of the 
prop erty t o any corp o ration it m ay des ig nate a t I IO. He 
sa id that the city is a sking too m uch in in sistin g upon a 
clause t h at shall c ompel t h e company t o tran sfer its 
property befor e the expiration o f t h e franc hi se. 

T he Forest City Railway organized as follows on Feb. 3 : 
M. A. Fanning, C. H . Miller, Thomas P. Schmidt, Charles 
F. See lbach, A. M . Willard, Herman Schmidt, F. A. 
1\1ehling, F red C. A lber and F rancis E. Wright, 
directors; M. A. F anning, pres ident; C. H. Miller, 
v1ce-pres1dent ; F red C. A lber, sec retary and treasurer. 
It is claimed tha t a few hundred sha r es of the stock of 
the company w hich we re n ot transferred to the Cleveland 
R ail way, under the agr ee m ent of April 27, 1908, constitute 
t h e corp o ra t e authority fo r the legal existence of the com
pany. W hil e the com pany sold its prop erty and franchises 
t o t h e Clevela n d R ailway, it is cl aimed that it still has a 
r ig ht to exist as a n indep endent company and to engage 
in th e street r a il way bu sin ess. Thi s move followed the 
in troduct ion in th e City Council o n Feb. 1 of a r esolution 
to t h e effec t th at the Cleve land R ailway be t endered a 3-
cen t fra n chi se an d t ha t if it did n ot ac cept the grant the 
For es t City Railway b e g iven a bl anket franchis e at that 
rate. Cleve lan d R a il way offic ia ls t hink the election of di
rectors and office r s by t h e Forest City Railw'ay w as illegal. 

City Soli cit o r Bake r has prepar ed two letters to be pre
sented to Coun cil in w hich h e will say that the grants to 
t he F ore s t City Railway are of such a n a ture that the city 
can n o t enfo rce t h e exc ha n ge of t r an sfe r s b etween the lines 
and t hat t h e patron s of th ese lines a r e securing the benefit 
of a r ide t o a ny p oint o n the entire sy st em by the payment 
of 2 cent s in addition to th e regul a r 3-cent fare. He will, 
however, ob j ect to splitting the D eni son -Central line at the 
Squar e, a s b o t h en ds a r e 3-cent lin es and he thinks that 
p as sen ge r s are enti t led to a throu gh ride for one far e. As 
t o t h e P ayn e-Bridge and Superio r-Det roit lines this con
ditio n doe s not exi st and h e is n o t in a positi on to insist 
up on r es to ration of th e th roug h s erv ice. 

T h e rece iver s h ave incr eased the s ervic e on Quincy 
Avenue by taking som e of the car s fro m the Scovill line 
dur ing the rush h ours. O n the o ther ha nd, the order that 
inte r urban cars car ry c ity p assen g ers h as b een modified, 
and on ly t h ree lin es w ill b e r equired to do this a nd they 
w ill s t op on ly a t fi x ed sta tions on certa in divisions. The 
r eceive r s say t h a t t h e se r v ic e r ende r ed by the loc a l cars at 
a ll o th er p oin t s is su fficie nt and t h at th e interurban com
p a ni es a r e supported legally in t h eir contention against 
m ak ing s tops in t h e city. 

A rra n gem ents have bee n m ade fo r t h e specia l committee 
o f the Chamber of Comme rce to m eet a t st a ted intervals 
fo r the discilssion of the str ee t ra ilway qu es tion. They will 
p oss ib ly m ak e some suggesti ons t o th e committee which is 
n ow endeavo ri n g to sett le t he s treet rail way matter, and 
if t h e effort n ow u n de r way fa ils t h ey m ay formulate a 
fr anchi se fo r p res entat ion to t h e City Council. 

Bri ll fa r e boxes wi ll be p lace d on t h e Euclid A venue 
car s within a few days. J ohnson fa r e boxes h ave b een fitt ed 
w ith Brill t ops fo r th e Payn e, Bridge, Ce n t ra l and D enison 
lin es. A rec ord w ill b e k ept of the operat ion o f thes e lin es 
and th e differenc e in co llections will be n oted. 

A t the m eet ing of the Ci ty Coun ci l as a committee of the 
whole on F eb. 8 Mayor J ohn son advis ed the Council to 
g ive Judge Tayler t im e t o con sider th e m atters h e h as 
b efor e h im and sta t ed th at as a matter of court esy to him 
n o thing should b e don e un t il h e g iv es his d ec ision re gard
in g t h e rout ing <!>f ca r s. M r. J ohn son read from a pamphlet 
figures whic h h e claims sh ould prove t h a t the deficit of 
$ 120,000 fo r October, N ove mber and D ece mber , as r eport ed 
by th e r eceive r s, sh ou ld h ave been a surplu s of $42,000. He 
attacked t h e $23,000 legal exp enses o f the r eceivers, the 
fund of 5 cents pe r car mile se t as ide fo r m ainten a nc e and 
the 7/ 10 of a cent p er car mil e for dam age claims. The 
charge as p r escrib ed in the lea se, h e said , is $ 130,000 more 
than was actua lly spent. M r. J ohn son says that the opera
tion of t h e lines at a 3-cent fa re and a charge of r cent 
for t ransfe r s wou ld h ave y ielded a su rp lus of $75,000 for the 
las t thr ee m onth s of th e y ear. 

T h e 35 regula r ca r s on E uclid Avenue went into op era
tion as pay-as-you-en te r cars on Feb. 8. They are equipped 
with Brill fa r e boxes . The trippers an d th e E uclid H eights 
ca r s h ave n ot been equipped. 

Hearing on Cambridge Subway Stations 

The Massachusetts Railroad Commission gave a hearing 
Feb. 3 on the p etition o f the Boston Elevated Railway 
Company for approva l o f th e company's plans for stations 
at Ha r vard S qua re, Ce ntral Square and Sixth Street in• 
con nection with t he Ma in Street subway, which the com
pany is about t o build in Cambridge. 
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George A. K imball, chi ef eng inee r of eleva ted and sub
way construc ti on, submitted p lans and m odels of th e pro
posed s tations, and exp la ined tha t in t he company's p lans 
for th e Harvard Square station o ne of t he t racks for sub
way trains is placed hig her than the other, and the same 
arrangem ent is plann ed for surface ca r tracks ente ring t he 
underground s tation, to avo id g rade cro ssings. In t he 
general schem e th e simultaneous loading and unloading of 
passengers from the sam e car is avo ided to reduce the op
portunity for conges tion. O u tbound subway train tra ffic 
from Boston is delive red upon a platfo rm a t a level above 
the inbound t rack. From th is p la t form three passageways 
for fo ot passengers le ad to the cars fo r Arlington and t he 
north, Watertown and Newton on til e west, and the street 
above. The nor therly and wes ter ly tra ffi c a re separ ated in 
o rder to p rovide g reater capacity for surfa ce ca r movement 
and to avoid congestion. Pa sse ngers would all mov e in 
one direc tion. 

Mr. K imball then poin ted out t ha t th ere would be small 
entrance or exit st ructu res in H arvard Square, on th e com
pany's p roperty nea r Dunster Stree t , and in t he sid ewalk 
near the co llege build ing. Fou r surface car pla t fo rms would 
a lso be p rovided, two a t Brat t le Street and two a t Ma ssa
chusetts Avenue. Eac h p latfo r m woul d be 200 ft . long and 
about double the capacity of t hose a t t he Park Stree t loop 
of t he Tremont Stree t subway. The passageways a re to 
contain no stairways, and t he steepest g rade fo r walking 
is to be about IO per cen t. The only sta irway climbing will 
be in ascending t o the street. 

A t the Centra l Square sta ti on the subway passes under 
th e center of Massachu sett s Avenu e, and the sta ti on is 
placed between Brooklin e and P earl Stree ts . There will be 
a platform on eac h side of the subway tracks 234 ft. long, 
with s tairways conn ec tin g to simila r p latform s on the sur
face o f th e s t reet. The in wa rd platfo rm on th e sur fa ce will 
be 7 ft . wide, and will have fiv e stairway conn ec ti on s below. 
Th e outbound platfo rm will be I I ft. wide, with fo ur sta ir
ways. The desig n narrows th e sidewalk on the stree t to 
g ive 20 ft . between t he curbing and t he station fencing on 
ea ch side for t eam traffic . The su r face platform s would be 
enclosed to allow the passengers t o transfer without the 
use of ticket s. Shelter s would be constructed above the 
pla t fo rms. This pian avoid s the conges ti on w hich occurs 
when passengers go and co m e between surfac e ca rs and 
t ransfer booths or men loca ted at t he edges of th e 
sidewalks. 

A t th e Sixth Street s tat ion th e subway will co m e at the 
foo t of a long grade whence th e tra ins leave the new b ridge 
in crossing th e Charles Rive r from Boston, outbound. The 
station plat fo rm would be about 900 ft. wes t of the incline, 
which is t o be built on a 3 per cent gradient . P asse ngers 
would here change by t icke t between tra in s and surfa ce 
ca rs on Massachusett s Avenu e, Broadway and Sixt h Street 
routes. The p lat fo rms h ere at the su rface level would not 
be enclosed. T he comp any deem ed it inadvisable t o put 
the s t ation any nearer t he inclin e on the groun ds of dang er 
and int erference w ith rapid handling of tra ins. T he hear
in g was continu ed until Feb. IO. 

Spokane & Inland Empire Railroad Arranges to Make Em
ployees Stockholders 

Jay P . Graves, pres ide nt of t he Sp okan e & Inland Empire 
R ail road, Spokane, Wa sh. , has addressed th e fo llowin g let
t er to th e officer s and em ployees of th e c omp any, se tting 
fo rth a plan by which th ey may b ecome stockholder s of the 
company. 

"A number of corp oration s in t he United States have, 
during t he last few yea rs, adopted plans wh ereby their 
employees were affo rded oppor tun ities fo r acquiring th eir 
st ock or secu r iti es on safe and easy terms, b elievin g t hat 
t hereby employer and employee wer e b rough t c loser t o
gether to t heir m utual benefi t . 

" Believing th oroughly in the p r incipl e, and desiring to 
b rin g about an d main tain b etwe en thi s company and its 
em ployees a communi ty of int er es t and consequent good 
fee ling, t he comp any has arranged with the U nion Trust 
Com pany, Spokane, t o supply to any offic er or employee 
of t he com pa ny sha res of its preferred right s or prefer r ed 
s t ock at t he m arket price, plu s an in t er est w hi ch may have 
accru ed on the purchase p rice between the tim e of purcha se 
by t he U ni on T ru st Com pany and its sa le, and a commi s
sion of S per ce nt on t he am ou nt purchased. N o profit is 
m ade by the U ni on T ru st Company exc ept th e commi ss ion, 
it purchasing t he stock in th e market and sellin g it to the 
purchaser a t cos t . 

" Easy terms will be m ad e, th e purc haser paying not less 
than IS per ce nt of the pu rchase pric e in cash, and t he 
defer red paym ents being arran ged to suit the purc hase r, 
provided that not lon ger than fi ve y ears will be a llowed, 
the deferred paym ents bearin g interest at 5 per cent per 
annum . 

"In case th e purc haser becomes sick or disab led, leaves 
t he servi ce of t he co m pany, is di scharged, or dies before 
the s tock is pa id for, the Union Trnst Company wi ll , if re
quested to do so, cancel t he contract and repay to t he pur
chase r, o r in case of death to his heirs, all sums paid on 
accoun t of th e purchase price. After the purc hase is com
pleted, the company will, in any of the events above stated, 
take th e s toc k off th e hands of the purcha ser, or hi s heirs, 
a t t he price pa id fo r sa m e, plus 5 per cent per annum in
ter est and less any dividends on the shares that may have 
been paid. 

"T he pa r va lue of t he shares is $roo, the selling price 
by t he U ni on Trust Compan y t o be t he cost plus commis
sion and interes t. Holders are en titled to dividends at 
the ra te of 5 per cent per annum before dividends are pay
ab le t o hold er s of t he comm on stock. A bove S per cent, 
up to 7 per cen t, the two stocks share equa lly in dividends. 
T he shares a re r edeem able a t any t ime by the company 
upon th e paym ent of $135 a sha re and accrued dividends. 
Owing to th e r ecent fi nanc ia l depression, it is believed 
t hat the sha res can n ow be purchased for less than par." 

Valuation of Minnesota Steam Railways 

T he M inn esota R ail roa d Commi ss ion has made public 
figure s showin g the r esults of its va lua t ion of t he physical 
property of st eam ra il ways in t hat Sta t e. Two set s of tables 
were prepared by t he commi ss ion, owing to differences of 
opinion between th e r epresenta tives o f the com mi ssion and 
the ra ilways as to land valua tio ns. These es timates are en
titled "A" and " B." The land valu a ti on used by t he rai l
ways in E stima te "A" is based on wha t t he commi ss ion's 
investiga ti ons sho w it would probably cost the roads now 
to acquire the land for rail way purposes. Estimate "B" 
ba ses the land valu a tion u pon what it would probably cost 
now, if th e land wer e not used fo r ra il way purposes, to 
acquire it for o ther t han r a il way purposes. The to tal of the 
land valu e under E stimat e "A" is $73,201 ,758 and the tota l 
of Estimate "B" is $41 ,275,260. The fo llo wing estimates of 
the commission rela ting to the t otal valua tion of th e physi
cal property a re g iven : 

"A" 
1907 Cost of 

Reproduction. 
$4n,735,195 

P r esent 
V alu e. 

$360,480, I 6 I 

" B" 
Cost of 

R eprodu c tion. 
$360,951 ,548 

P rese nt 
Va lue. 

$322,565, ro7 

In t he foreg oin g t ables t he di ffere nces between th e two 
estimates of th e commiss ion a re due altoge ther to di fferent 
allowanc es for the cost of r eproduct ion of land us ed for 
right-of-wa y and termin als. The ra il ways est imated t he 
cost o f reproduction in 1906 a t $500,675,781. 

W isconsin Commission Inquires I nt o Storm Losses.
The Rail road Commission of Wi scon sin has se nt let te r s t o 
the p ub lic uti lities companies and railroa d corpo rat ions in 
the State asking fo r info rmati on rega r ding t he losses due 
to the s torm of J an. 27 t o 29. 

Questions City's Right to U se Guara~tee Deposit .- The 
right of Springfield, Ohio, to use $500 de posit ed with it by 
the Ohio Electric R ail way as a guarantee will be tested in 
the cou rt s. A lready $400 o f the fund has been expended to 
rep air water mains that a re said t o have been injured by the 
jarring of the h eavy cars opera ted by the com pany. 

The Question of Appraising the Detroit United Railway. 
-The committe e of 50 p r om inent busin ess m en of Detr oit 
selected by the l\iayor to consider t he terms of t he re
newal of the fr anchi ses of the Detroit Un it ed Ra ilway 
has selected a sub-committee which now has u nder consider
ation the app ointment of som e on e to appr aise t he property 
of the company. Whil e nothing defi nite has bee n done as 
yet regardin g the appointment, it is un dersto od that Pro
fessor Cooley, of the Univer sity of Mic higan, is b ein g con
sider ed fa vorably. Profes sor Cooley is perhaps best known 
publi cly from th e w ork perform ed by him in t h e appraisal 
of t he ra il roads of Michigan at th e instance of the late 
Governor Pingree. 

Institute Anni versary Dinner.- T he American Institute 
of E lectrical Engineers will celebrate t h e completion of its 
fir st qu arter of a century with an anniversary dinner, at the 
H otel Astor on Mar. I I. T he annual dinners of th e Institute 
have always b een extrem ely successful, w hile the historical 
character of this a ffair promises to make the occasion more 
than usually interesti ng. President Ferguson has appointed 
T. C. Mar tin chairman of t he Dinner Committee; the 
other member s appoint ed are as follows: T. Beran, 1\1. 
Coster, M. M. D avis, H. A. Foster, G. A. Hamilton, R. T. 
L ozie r, W . McClellan , F. A. Musc henheim, H. 'vV. Pope, 
C. W . Price, F . A. Scheffler, E. A. Sperry, A. Spies, A. 'vVi l
liams and G. H . Guy. 
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Pennsylvania Street Railway Association.- ln t he ELEC· 
TRIC RAILWAY JOURNAL of Feb. 6 mention wa s made o f the 
appointment of H enry M. Stine as secretary of t h e Penn
sylvania Street Railway Association. Mr. Stine has entered 
upon his duti es and has taken offices in the Harrisburg 
Nationa l Bank Building, Harri sburg. A me eting of the 
execut ive committee of the association was held on Feb. 2 
and a plan was out lined at that time for fo ll owing the bills 
introduced into the Legi slature at t he session now being 
held. R. P. Steve ns, pre sid ent of the association and presi
dent of t he L ehig h Vall ey Transit Company, A llentown, 
Pa., also expects to spend a consid erable pa rt of his time 
in Harrisburg in connectio n with associat ion m atters. Meet
ings of the executive committee of the association will be 
held from time to time, as it may be deemed necessary. 
Practically a ll of t he street railway companies in Pennsyl
vania are now members of the association, the membership 
having been incr eased recently by the addi tion of about 20 
companies. 

Hearing on Forest Fires in New York.-The hearings by 
the Public Service Commission of the S econd District of 
New York on the prevention of forest fires a long the lines 
of steam railroads are being he ld at A lbany. The New 
York Centra l & Hudson River Railroad contends th at all of 
the figures before the commission on the cost of changing 
lccomotives from coal to oil burning are lower than those 
computed by its experts, and gave $60,000 instead of $27,000 
as the cost of changing from coal to oi l burning locomo
tives on the 75 engines n ecessary to operate the Mohawk & 
Malone line. The figures for seve n months' use of oi l and 
five months' u se of coal were $299,000 m ore than for the 
r2 months' use of coal. G. R. Hender son, for the State, 
gave $163,572 as his est imate of the excess cost of oil for 
the sa m e period. The p lan which t he co mpany proposes 
for clearing and - keeping clea r it s right of way, patroling 
the system and arranging for the n ecessary tire equipm<:'nt 
would involve a n expenditure of $33,983 for installat ion and 
a n annual maintenance expense of $30,251. 

Public Service Commission Law in Vermont.- Governor 
Prouty, of Vermont, ha s approved the act changing the 
name of the Railroad Commission t o the Public S ervice 
Commission and exte nding the authority of the commis
,;ion to th e telephone, te legraph , gas, water and power com
panies, mention of whic h was m ade in the ELECTRIC RA11 -
\\'AY JOURNA L of J an. 30. 1909. The prese nt m embers of th · 

Railroad Commission are to continue in office as Public 
Service Commissioners to the exp iration of the term of 
t heir original appointment. Companies co ming within th e 
µrovisions of the act a r e required to furn ish the commis
sion with schedule s of their charges fo r service and with 
such special informat ion regarding the details of m anage
ment as the commission m ay deem expe di ent. The com
mis sion. however, is not to make such information public 
except as it may be necessary in reports to the General As
se mbly or in judicial proceedings. Reports of all acc idents 
are to be fi led wi th the commission, and if in the opm1on 
of the commission a public investigation is ne cessary the 
commission shall fix the time and place of the hearing. 
The commission als o is given authority to readjust rates 
where it deems them to be discriminatory. Section 16 pro
vides that "a corporation organi zed under the laws of Ver
mont , subject to the provision s of this act, shall not increas_e 
its capital stock nor issue mortgages, bonds or ot her secun
ties except such as are payable within one year from date 
of issue, w ith ou t first securing permission of the Public 
Service Com mi ssion on pet ition and hearing for that pur
pose." The salary of each commi ssioner is t o be $1 ,700 
a vear. The salan of the chairman, however. ic; to be 
$2.200 a yea r. · 

LEGISLATION AFFECTING ELECTRIC RAILWAYS 

Connecticut.-A resolution has been introduced in the 
Senate that the Judiciary Committee inquire "whether there 
is any dange r of such action by public authorities of any 
other State as w ill encro ach on the sp here of the constitu
tional authority of Conn ecticut over its own railroad cor
porations and over the ra il roads loca t ed within its territory, 
and if so, to recommend such legislation as may seem to be 
r equired for the purpose of preserving intact the just juris
diction of Connecticut ove r its internal a ffai rs. " This reso
lution is unde rstood to refer directly to the suit in Massa
chusetts seeking to compel the New York, New Haven & 
Hartford Railroad to relinquish control of t he properti es 
w hich it holds in Massachusetts t hrough the ownership of 
stock. Amon o- the bill s introduced into the House are the 
following: P~oviding fo r t~e. taxation of str~et railway 
stock at it s face value; prov1dmg that street railway com
panies shall issue school tickets at half fare during a period 
of from one hour before to one hour afte r the school ses
sion; compelling st reet railways to maintain waiting rooms 

a t certain crossings. Among the bills introduced into the 
Senat e is one w hich provides that an express business con
ducted by an electri c railway shall be taxed as an express 
business and that returns of said business shall be mad e 
r egularly each year to the Tax Commission. 

Indiana.-The Indiana House has passed the Statsenburg 
bill authorizing toll roads to allow electric railways to u se 
their rights of way. 

Massachusetts.-The House, without debate, on Jan. 15 
suspended the rul es and admi tted the New Haven-Berkshire 
bi ll admitting the petition of Represe ntative Curtis and 
others authorizing the New York, New Haven & Hartford 
Railroad to purchase the franchise and property of the 
Berkshire Street Railway. 

Minnesota.-Public utilities of a ll kinds, except street 
railways, are placed under the supervision o f the State Rail 
read Commission in a public utilities bi ll introduced in the 
House. The bill also contains a provision for an "inde
terminate permit" by w hich any public service corporation 
may r elinquish its franchise and receive a permit without 
any time stated, provided it gives reasonable and sa tisfactory 
ra tes and servi ce. 

New York.'._Governor Hughes of New York has sent to 
the Legislature for confirmation the reappointment of John 
E. Eustis as a member of the Public Service Commission 
of the First District and of Jame s E. Sague as a member 
of the Public Service Commission of the Second District, 
whose te rms of office expired on J an . 31, 1909. Both Mr. 
Eustis and Mr. Sag ue are reappoin ted fo r the full term of 
five years. The nominations have been referred to the 
Finance Committee. 

Ohio.-Governor Harmon has approved the Alsdorf bill, 
which if enacted, will do away with 12 tax boards and 
create' a State board of three members in their stead. This 
small board wi ll fix the tax valuation of all public service 
corporations; a duty which has fall en to the County Auditors 
for the last 50 years. It is contended that three competent 
appointees could appraise t hese propert ies more equitably 
than the County Aud itors. The Ohi<;> Suprem_e C_ourt h~s 
declined to allow a quo warranto suit to be mst1tuted m 
t hat court to oust J . C. Morri s from the office of State 
Railroad Commissioner. John C. Sull ivan, al?pointed t_o 
the posi tion by Governor Harmon, sought to brmg th<: ~mt 
in the highest court in order to secure an early dec1s1on. 
The court stated that the matter was not so urgent b~t 
that the suit could be trierl in the Circuit Court, and then, tf 
desired. it could be brought to the Supreme Court on the 
points of Ia w invo!ved. Mr. S~lliv~n will probably _fil~ the 
suit in the Franklm County C1rcmt Cou_rt. Comm1s~10ner 
Morris holds that he was properly appo mted, that his ap
pointment was confirmed by t?e Senate, and that. G<;>vernor 
Harm on has no right to appomt a succe.ssor until his term 
has expired. 

Ontario.-F eb. 16 has bee n set as the date for the opening 
of the Onta rio Legislature. Very few special measures are 
in prospect and it is doubtful if the session will be pro
longed. 0;1ly a few stree t railway matters. have ~ee_n 
broached so far. The T oronto Subu~ba_n Railway, 1t 1s 
under stood, proposes to_ app_ly for perm1 ss1on to oper~te on 
Sunday and incorporation 1s to be asked by the Tillson
bury &' South~rn Counties ~adial E lec tric Railway, which 
proposes to bu Lid between T1llsonbury, London, Woodstock 
and Ingersoll. 

Pennsylvania.-A bill has been introduced in bo~h 
br anches of the L egislature to enl arge the Pennsylvarna 
State Rai lroad Commission from three to seven members , 
four of w hom shall be practical railroad men of 15 years' 
experience. It is not expected that this bill will pass, but 
the opinion prevai ls that _at lea~t one member. of _the com
m iss io n should be a practical rail road man, wh1~h 1s not the 
case at present, and an _at tempt m ay ~e made to amend t~e 
original act at this sess10n. Mr. Tums has presented a bill 
requiring both ends of tro lley cars to be en~losed_ betwee_n 
Dec. 1 and A pril I. A new m~rger act, which will permit 
corporations chartered under different acts, general o~ spe
cial. to merge, has been presented. by Mr. Moyer, c~~irma_n 
of the Ju diciary General Committ ee. The p~ov1~1on 1s 
made that t he companies must n~t be enga_ged m d11!erent 
Jines of business. Much interest 1s s_h?wn m the a~t1on to 
be take n bv the Committee on Mumc1pal Corporat10ns on 
t he E hrhardt bill. w hich provides that the real estate of. all 
public se rvice corporation~ within the State shall be subJect 
to ta xa tion for county, city and borough purposes. 

Texas.-A proposed amendment to the Constituti<;m of 
Texas, which has for its o~ject ~he encour~gemen~ of _mter
urban elec tric railway proJects m Texas, 1s pei:idmg m th e 
Legislature. It s provisions _give co.unties t_he. ng~t to vote 
taxes and is sue bonds t o build or aid 111 bt11ld111g 111terurban 
electric rail ways. 
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Financial and Corporate 
New York Stock and Money Market 

FEB. 9, 1909. 
This is surely th e day of small th ings in t he stock mar

ket . Sma ll trading, small price changes and small dealers. 
The volume o f t rading is hardly averaging 400,000 shares a 
day and it is said that the majority of t hi s is done by floor 
speculators. A day or two of fractiona l advances is fo l
lowed by a day o r two of sagging prices. The small traders 
buy a few hundred sha res ap iece on a decline and that starts 
an adva nce; the p rospect of a profit of a point o r two 1s a 

. sufficient sign al t o unload, with a consequent declin e. The 
most impo rtant developm ent during the past week was the 
final decla ra tion of tha t long-prom ised dividend o n Brook
lyn Rapid Transit . It was only one per ce nt and no as
surance was g iven tha t it would be r epeated quarterly. The 
immediate eff ect of the decla ration on th e stock was not 
appreciable. As usual, th e insiders had kn own what was 
coming lon g in advance-as evidenced by the 20-point rise 
in th e stock in th e las t th ree m ont hs. 

Within the pas t few clays there has been ren e wed activi ty 
in the Interboroug h-Met ropolitan issu es. Considerabl e 
trading in bo th t he p refer red and the common has been 
done and th e street is full of ru mors as to what is about 
to happen. There have been only slight pr ice changes, 
however, and th ere is littl e reason to believe that any prac
tical system of reorganizing the Metropolitan Street Ra il 
way has been devi sed. A much better explanation of th e 
commoti on is the published sta tem ent that the l nterbo ro ug h 
properties are showing returns of $14,000 a day mo re t han 
those of the sam e period las t year. T he Street is anxiously 
waitin g for th e decision of t he up-State Publi c Se rvice Com
mission on th e application of t he Erie Rai lroad fo r permis
sion to is sue $30,000,000 of bonds. 

The m oney market continu es easy a nd the d~mand fo r 
bonds is a s eager a s ever. The ca ll of the Umt ed States 
Treasury fo r $30,000,000 from Natio nal Banks has had little 
effect . Rates quoted to-day a re : Call , 2¼@2½ per cent : 
90 days. 2_¼@3 per cent. 

Other Markets . 
The Boston stock market shows lit tle disposition to do 

much trading in traction securities. A few shar es of M assa
chusett s Electric have been sold, both of com mon and pre
ferred , but prices are littl e changed. Boston E levated has 
been traded in to a limited extent a t about 129. 

In the Philadelphia market, Rapid Transit and P hil adel
phia El ectric have been fairly active. T he fo rmer r :1 ~ 

maintained its price in the neighbo rhood of 27½, but the 
latter has shown a disposition to be weak and is down a 
few points from previous quotations. Elec tric S torage Bat-
tery is stationary around 44, . . 

Tractions in Chicago a re dull. Even th e va rt<;)U S senes 
o f Chicago Railways stock seem to be t em poranly out of 
th e market. Subway stock is the only issu e which evinces 
any hfe, and the price of this is practica lly unchanged m 
the neighborhood of 26. 

In Baltimore, the United Railways 4s a re s till the active 
issue in traction dealings. Eve ry day qui te a numbe r of 
these bonds and the other issues of th e same company a r e 
offered and bought. Prices, howeve r , show litt le va riat ion. 
The 4s are about 85, the incomes 51 ½, and 5s in t he neigh
borhood of 79. 

Quotations of va rious tracti on securiti es as co mpa r l'd 
with last week foll ow : 

Feb. 2. 
American Railways Company, Philade lphia .. .... ... ,., , * 45 
Boston Elevated Railway . .. .... .. ...... . . , , .. , .. , , , , , , 126 
Brooklyn Rapid Transit Compan y ...•............. , . , . 70 ¼ 
Chicago City Railway ..•.......................•...... *185 
Cleveland Railway ... . . ...... .. ..................... . 
Consolidated Traction Company of New Jersey ..... ,,, .. ai4 
Consolidated Traction Company of New J ersey, 5 per 

cent bonds .. .. . . . ... .. .. . . ................... , .. , .a106 
Detroit United Railway . .. . .. .. ...... , .. ,,,, ... ,,,,,,, 56½ 
Intcrborough-M etropolita n Company ............... , . , . 1 5 ¾ 
Interborough-Met r opolitan Company (preferred) ........ 41 ¾ 
Manhattan Railway .. ... . .. . ..... . .................. , * 151 ½ 
Massachusetts Elect ric Companies (common)............ r 3Ys 
:\fassachu setts E lectric Companies (preferred)............ 65 
Metropoli tan W est S ide Elevat ed Railway, Chicago 

(common) *16 
?lfet ropolitan . w~~t .. sia; .. Ei~~;t~d .. R~ii,~~Y·, .. ci;i~;g~ 

( prefer red ) . . ................................ , , . . . . * 48 
l\f etropolitan Street R ailway ......... , ................. ·• 42 
N orth A merican Company . . . . . . . . . . . . . . . .. . . . . . . . . . . . . 80 ¼ 
I'hiladelphia Compa ny, Pittsburg (con, mon) . .. ... . . .. . . . 42 
Philadelphia Company, Pittsburg (preferred)........... 44 
Philadelphia Rapid Transit Company. . . . . . . . . . . . . . . . . . . 27 ¼ 
Philadelphi ~ T raction Co:npan y ........................ .. 03 
Public Service Corpor ation, 5 per cent collateral notes .. a 1 oo 
Public Service Corporation certificates . . . . . . . . . . . . . . . . . . a76 
T win Ci ty Rapid Transit Company, Minneapolis (common) 99¼ 
U nion T raction Company, Philadelph ia................. 54¼ 

a Asked. * Last sale. 

Feb. 9. 
*45 
129 

*16 

*48 
*42 

81 % 
* 4 1 ~{1 

44¼ 
27¼ 
93 

a100 

Report of Detroit United Railway 

The annual m eeting of the stockholders of the Detruit 
L' nited Rai lway was held on Feb. 2. A. E. Peters. Detroit, 
was elected a director to ~ucceecl ll. A. Everett, Cleveland, 
resigned. J. C. Hutchins, pre:sident of the company, said 
t hat a rrangements have been mad e to retire the $1,500,000 
of notes which fall due in March. The report of the com
pany for the year ended Dec. 31, 1908, as presented at the 
m eeting, compares as follow s "'ith th e report for the year 
end ed Dec. 31, 1907: 

1908. 
Gross earnings .............................. $7,114,760 
Operating expenses, including taxes. . . . . . . . . . 4,5 59,123 

Net earui11gs from operation ............... $2,555,637 
In come from other sources.................. 64,957 

Gross income less operating (:Xpen,es ...... . 
DEDUCTIONS. 

Interest on fund ed and floatin g dd,t: 
Detroit United Railway ......... ............ . 
Rapid Railway System .......... ............ . 
Sc:ndwich, Windsor & Amhertsburg Railway ... . 
Detroit, l\lonroe & Toledo Short Line Railway .. 
Detroit, Jackson & Chicago Railway ...... .... . 

Dividends, Detroit Un ited Railway ........... . 
Charged to depreciation reserve .............. . 
Charged to contingent liability reserve ........ . 

$2,620,594 

$1,138,799 
135,050 
23,785 

122,131 

198,900 

$1,6 18,665 

$3°0~-.~~~ 
50,000 

T otal deductions... . . . . . . . . . . . . . . . . . . . . . . . . $ I ,968,665 

Surplus income................ ............. $651,927 
PASSENGER STATISTICS. YEAR 1908, 

Revenue passenger s ...................................... . 
Transfer passengers ................... ............•....... 
Employee passengers .................. ... . ............... . 

Total ..........•••.•............ ....................... 
Receipts revenue passenger ....................•...•.•..... 
Receipts per passenger ................. . . 

MILEAGE STATISTICS, YE .\R I 908. 
Car mileage ........ • .•................................... 
Earnings, car mile, , •................ ...... ............... 

tr~:~~'in~~: ~~\(e ~{1~: '.: : : : : : : : : : : : : : : : : : : : : : : : : : : : : : : : : : 

19u;. 
$7,073, 245 

4,465,043 

$2,608,202 
60,505 

$2,668,707 

$1, !06,548 
r 35,050 
18,000 

121,700 

I 72,950 

$1,554,248 
$343,750 

276,000 

$2, I 73,998 

$494,708 

I 26,668,968 
36,622,490 

5,472,416 

168,763,874 
$0.0525 

0.0394 

30, I 1 I,1 96 
$0.2362 
$0.1514 
$0.0848 

The condensed balance sheet of th e company as 
Jr, r908, shows: 

of Dec. 

ASS ETS . 

fj~~:ur~f :e~t~~ftif:.
0

.p.e_r~~: : : : : : : : : : : : : : : : : : : : : : : : : : : ·: : : : : : : 
Accoun ts curr.!n t ................ , ........................ . 
Sundry pr epaid expenses account .............•............. 
Current assets, such as cash, materials and supplies, etc ..... . 
Discount on gold notes and bonds ......... . . ... .. , ........ . 

$38,085, I 56 
3,005,459 

710,536 
43,500 

590,377 
r64, 75 I 

To tal ..... .. ........... ' ................................ $42,599.779 

LIAR' LITIES. 

Capital stock ............... ................... ; .......... . 
Mortgage bonds an d gold notes .... .............. , ........ . 
Vouchers payable, bi ll s payable, unredeemed tickets, etc ..•... 
Total r eserve fund ............ .. ... . ........... ..... ... .. . 
Surplus accoun t (less adjustments) and net income, 1908 .... . 

$ 12,5uo,ooo 
25,633,000 

I ,028,789 
946,825 

2,491,165 

Total ... · ................•.............................. $42,599,779 

In presenting t he report, Presiden t Hutchin s said: 
"The company made lib eral expenditu r es during the year 

in t he m aintenance of its tracks, rolling stock and other 
properties. O n Jan. 1, 1908, the company's depreciation re
serve stood credited with $526,000. Some heavy expendi
tures were incurred for extensive renewals of tracks and 
found ations, involving heavier con struction to meet in
cr eased t ra ffi c condit ions, par t icularly on Jeffe rson, Michi
gan and Grand River Avenues, a part of t he cost of which, 
to-wit, $137,385, wa s charged against t his depreciation re
serve. Ther e was add ed to t he credit of the depreciat ion 
reserve during the year $300,000, leaving said fund with a 
pr esent cr edit balance of $688,615. At the beginning of the 
yea r th e company's surplus stood credited with $1 ,996.363. 
Ther e has been credited to a contingent liability reserve th e 
sum o f $50,000 out of the earnings of the year 1908 a nd the 
sum o f $150,000 out of t he surp lus above m entioned, leaYing 
a presen t surplu s of $2,491,165." 

Massachusetts Railroad Commission Lists Dividend-Earn
ing Roads. 

The M assac huset t s Railroad Commission has transmitted 
th e fo llowing li st of electric railways to t he Bank Com
mis sioner of Massachusetts , in accordance with the statutes 
providin g that t h e Bank Commi ssioner shall annually be 
notified of t h e street railway companies which appear from 
the returns made by them to have annually earned and 
prop er ly paid, without impairment of assets or capital stock, 
dividends of not less than 5 per cent upon their capital 
stock for t he past five years: Boston Elevated Railway, 
Roston & Revere Electric Railway, Ci ti zens Electric Street 
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R a ilway of Newbu·,·yport, Dartmouth & Westport I Street 
Railway, East Middlesex Street Railway, Fitchburg & Leo
minster Street Rai lway, Holyoke Street Railway, Pittsfield 
Elec tric Street Rai lway, Springfield Street Railway, Union 
Stree t R a ilway of New Bedford , West End Street Railway. 
The bonds of these companies are a legal investment for 
Massachusetts savings banks. 

Annual Report of Northern Ohio Tracticn & Light 
Company 

The No rth ern Ohio Tracti on & Light Company showed 
a decr eas e of s lightly und er I p er cent in its gross ea rnings 
during t he yea r ended D ec. 31 , 1908, a s compared with the 
previ ous year. Th e in cr eas e in th e average mileage op
e ra ted during t hi s period wa s 3.4 per cent. The fo ll owing 
table sh ows th e t o ta ls fo r th e yea r , as c ompared with the 
t wo preced in g year s: 

Year ended Dec. 31. 1906. 190 7. 1908. 
Gross earnings for year .... . ... ....... $ 1,703,340 $1,9 09 ,06 1 $ 1,890,473 
O perat ing an d taxes .. .. .. .... .. ....... 1,006 ,842 1,09 5,755 1,086 ,424 

Ne t earn ings . ....... .... .. .. . .... $696,498 $ 8 13 ,306 $804 ,049 
Applied to paym ent of in ter est on bonds 

and collateral trust notes ... .. ..... .. 483 ,1 74 513, 242 526,532 

Available for c0mpany's uses ... ....... $213 ,324 $300 ,064 $2 77,5 17 
" Dividends on stock . ... . .... ......... l 13,5 27 158,778 134, 15 1 

S u rplus .. .. .. .. .. .. .. .. .. .. .. .. .. $99,797 $141, 286 $143,366 
Average mil eage in operation .......... 200 207 2 14 
Gross earn in gs pe r mile .... . .......... $7 ,885 $8, 55 6 $ 8, 168 
Net earnings per mile . . ............... 3 , 115 3 ,558 3, 386 
Ratio of ex penses to earnings .......... 59. 11 57 .40 57.47 

* Ma rch a nd J une dividends fo r 1908, ¼ of I per cent ; S eptember and 
December d ividends for 19 08, ¼ of I per cent. 

From t he su rp lus fo r 1908, sh ow n in the foregoing, t here 
was deduc ted $ 112,007 on account of "d epreci ati on, r e con-
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Chart of Earnings of the Northern Ohio Traction & Light 
Company 

s tru ct ion," etc., as com pared with a simila r charge in the 
p rec edin g y ear of $100,000. The fi nal balance sheet sur
plu s as of D ec. 31, 1908, w as $782,942. The conden sed 
s tatem ent is supplem en te d by deta ils of earnings and ex
pen se s. The g ross revenue derived from freight amounted 
to 2.4 per cent of t h e t ot al gr os s earnings from all sources. 
The gros s earnin g s includ e $66,657 fr om "parks," repre
sentin g 3.5 p er cent of th e t ot al gross revenue for the year. 

T h e t ota l expendi tures for maintenance of equipment 
and of way and structures amounted to $247,762, w hich is 
equiva lent t o 13.2 per cent of gross earnings, or 22.9 per 

cent of the operating expenses. The following table shows 
the earnings and expenses in detail for three years: 

Earnings. 1906. 1907. 
P'.1ssengers .. ... ...... ................ $1,449,900 $1,645,864 
Light and power........... ...... ..... 126,249 137,921 
Car mileage . . . . . . . . . . . . . . . . . . . . . • . • . 4,662 4,228 

f~;ifsht, •• ~t::.: ;::::::::::::::::::::::: t~::i~ it~*i 
Interest and discount.................. 4 522 2, 898 
Miscellaneous . . . . . . . . . . . . . . . . . . . ... . . 15:338 6,290 

Total ........................... $1,703,3 , 0 
Expenses. · 1906. 

Majntenance way .and structures........ $89,502 
Mamte.nance eqmpment................ 132,568 
Operat10n power plants. . . . . . . . . . . . . . . . 215,080 
Conducting transportation.. . . . . . . . . . . . . 318,603 
General . . . . . . . . . . . . .. . . . . . . . . . . . . . . . . 251,089 

$ 1,909 ,061 
1907. 

$95,820 
l 55,945 
25 1,212 
354,092 
238,686 

1908. 
$1,623,070 

142,544 
4,107 

44,615 
66,656 

2,589 
6,892 

$1 ,890,473 
1()08. 

$100,160 
147,603 
243,20.2 
355,320 
240,139 

Total ............................ $1,006,842 
Net earnings...................... 696,498 

$1,095,755 $1,086,424 

H. A. Everett, the president, says in 
shareh olders: 

813,306 804,049 

his statement to 

"Notwithstanding the slight decreas e in income for the 
year, the property has been maintain ed at its usual high 
standard. _The total expenditure for maintenance was $247,. 
763, as against $251,765 for the year 1907, a decrease of only 
$4,002. This s light decrease is due entir ely to the reduc
tion in t he cost of material and n ot to any lack of attention 
to either the roadbed or the equipment. 
. "There were rep laced 21,000 ties in 1908, as against 15,000 
m 1907. 

"On No rth Howard Street, in Akron, 2000 ft. of the old 
60-lb. rail s on the southbound track we r e removed and 
r eplaced by 80-lb. 7-in. T -rail. On South Howard Street, 
between Market and Main Streets, the southbound track 
was renewed with I 14-lb. 7-in. Trilby rails, laid on steel 
ti es w ith concrete foundat ion and repaved with brick and 
a sphalt, and notwithstanding that the new construction is 
of a mor e exp ensive type than the track it replaced, no 
part of th is expne se has been capitalized. 

"The tota l amount expended for add iti ons and better
ments during th e y ear was $162,103, subd ivid ed as follows: 
Track, rnadway and electric lines .. . ......... ... ................ $44,688 

f~£~!:J}u1~t:::::~~. :. :·:·:·:·:·:·:·:·:·:·:· :·:·:·:: :·:·:·:·:·.·:·::::::::: :: : : : : : : : 1tm 
Electric light department. .......•.............................. 14,147 
Miscellaneous ... ................................ -:- . . . . . . . . . . . . . 2,734 

" On March 15 and June 15, th e usual dividend of one-half 
o f I p er c ent was paid. On account of the summer earn
ings showing a decrease, the directors thought it advisable 
to reduce th e dividend for the third and fourth quarter of 
th e year to one-quarter of I per cent. 

"The c ompany now has 663 stockhold ers of record, an 
increase of 128 over the previous y ear. " 

Annual Report of Ft. Wayne & Springfield Railway 

The annu al r eport of the Ft. Wayne & Springfield Rail
way, D eca tur, Ind. , covering the year ended July 31, 1908, 
shows g ro ss r evenue of $48,498 and expenses of $34,509, 
leaving net r evenue of $13,989. To this total there was 
added $6,995, r epresenting the n et revenue obtained in the 
fi r st s ix m onths of operation, and making a total of $20,984. 
From thi s total two divid ends, aggregating $9,919, were 
pa id , leaving a balance of $11,065. 

The to t al number of passengers carried during the year 
was 166.413. The number of employee s carried was 7,905. 
The t otal number of passenger car-miles run was I 54,601 
an d t h e number of baggage car-miles run was 13,595. 

The r epo rt show s the fo llowing division of earnings by 
month s: 

August, 1 907 . .. .... . . 
September, 1907 . . ... . 
October, 1907 . ... . .. . 
November , 1907 ..... . 
December , 1907 . . .... . 
Jan uary, 1908 ....... . 
February, 1908 ...... . 
March, 1908 ........ .. 
April, 1908 ......... .. 
May, 1908 ........... . 
Tun e, 1908 ......... .. 
July, 1908 ...... , .... . 

P assenger 
earnings. 

$4,020.78 
3,768.15 
3 ,2 37.89 
2 ,619.00 
3,230.17 
3,010.71 
2, 827.92 
2,804.20 
2,651.37 
4 ,052.29 
3,695.36 
4,317.13 

Freight and 
express earnings. 

$58 7-12 
543.51 
829. 60 
34 2.25 
293.00 
633.56 
423.53 
626.72 
530.46 
990.42 
8'38.03 
842.97 

Sundry 
receipts. 

$2·2·.;s 
22.50 

209.00 

304.09 
76.00 
74.55 

Brooklyn (N. Y.) Rapid Transit Company.-The direct
ors of the Brooklyn Rapid Transit Company at a meeting 
on Feb. 5 declared an initial dividend of I per cent. The 
resolution auth orizing the dividend, which provides that 
it shall be paid quarterly, thus putting the stock on a 4 
per cent basis, fo llows: "Resolved, That a dividend of I 
per cent on the capital stock of this company be paid on 
April I to stock of record on March IO. Resolved, That as 
dividends are declared they be made payable on April I, 
July I, Oct. I and J an. I. A surplus over op erating ex-
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penses and fi xed cha rges suffic ient to pay a dividend has 
been shown by t he reports of t he com pany fo r som e yea rs, 
but a conservat ive policy has bee n fo llowed, and n one has 
been declared. At t he sa m e m eeti n g the dir ec t or s r e-e lec t ed 
t he r et iring officer s, abolishing, however, t he o ffi ce of third 
vice-president h eld by H . C. D uV~I.. Mr. DuV_al w as 
elected president of two o f th e subs1d1ary comparn es, th e 
Coney I s land & Gravesend Ra ilway and the Brooklyn, 
Q ueens Cou nty & Suburban Rail roa d. 

Calumet & South Chicago Railway, Calumet, Ill.-The 
Calumet & South Chic ago l{a ilway bas recent ly sold $1 50,-
000 of its fi rst m ortgage bonds t o th e F irst Tru st & Savin gs 
Bank, Chicago, II I. They increase the outstanding issue of 
first mortgage bonds fr om $500,000 to $650,000. T h e sec ur
ities are simi lar to the rehabili ta ti on bon ds of t h e Chi cago 
Railways Company and th e Chicago Ci ty Rai lway. 

Chicago & Milwaukee Electric Railroad, Chicago, Ill.
The bondholders committ ee of the Il lin ois di vision of the 
Chicago & Milwaukee E lec t ric . Ra il ro_ad _a n nounces tha t 
su ffici ent bonds have bee n deposited with 1t to co mmence 
fo r eclosure proc ee dings and that afte r Feb. 15 n o fu r ther 
dep osits of bond s w ill be r ece ived except upon such t erm s 
as the committee m ay imp ose. 

Chicago (Ill .) Consolidated Traction Company.-Th e 
Ha rris Trust Compan y, Chicago, Ill. , announces tha t 75 
per cent of the underlying bonds of t h e Ch icago Conso li
da ted Tra ction Compa ny, aggrega ti ng $2,250,000, have been 
deposit ed under th e ca ll of th e protective commi t t ee ap
pointed in N ovember, 1908, w hen th e North S ide E lect ri c 
Stree t Rai lway d efau lted on it s interest. T h e t im e fo r 
deposit expires March I. 

Denver (Colo .) City Tramw ay.- A m eet ing of t h e s tock
h olders of the Denver City Tramway has been called fo r 
M arch 6 to vo te t o r et ir e an d di sc h arge a b ond issue and 
m ortg age aut h ori zed at a sp ec ial m eeting of th e stockh old
e rs on Aug. 27, 19o8, and to authorize an issue of n ot m o re 
than $25 ,000,000 of 5 p er cent , 25-year bonds to be secured 
by a mortgage cove ri ng a ll o f the proper ty of t he Denver 
City T ram way. 

Greensboro ( N . C.) Electri c Company.-It is ann oun ced 
t hat t hi s proper ty has been sold to a syndi cate o rgani zed 
by W. N. Coler & Comp any, New York, N. Y. A new 
c orpora t ion, to b e ca lled th e North Caro lina Public Service 
Company, w ill be form ed w ith a capita l s t ock of $3,500,00~, 
to t ake over t h e property. Coler & Com pany, at t h eir 
offic e in New York, said t hat a s t at em ent would be made 
by t h em in th e near future r egarding ext en sions and im
provemen ts. 

Indianapolis & Cincinnati Tracti on Company, Indian
apolis, Ind.- At th e annual m ee tin g of stock ho lders of the 
I n d ianapo lis & Cincinn ati T ract ion Compa ny recen tly, 
th e fo llowin g d irectors we r e elect ed : W . I. D urban, W. J. 
A lfo r d, T. F . Rose, G. A. Ball , J. F. Wi ld, C. L. He1: ry 
and J . J . App el. The directo rs re-e lected t h e fo ll ow m g 
offic ers : C. L. Henry, pres id ent ; T. F. Rose, vice-president ; 
J . F . W ild, secr eta ry; J. J . A pp el, t reasurer. 

Interstate Railways Company, Philadelphia, Pa.-The In
ter st at e R ailways Company d efaulted on F eb I on t h e inter
es t on it s $10,776,6oo o f co lla t er al t rust 4 per cent. bon ~s, 
and in accordance with a plan outlin ed by Edward B. Sm ith 
& Company, P hilad elphi a, Pa., for the reo r gan iza tion of th e 
comp any, bondh olders of the company des ir ing to becom_e 
associa ted with Sm ith & Com pany a r e urged to depo:i 1t 
their ho ld ings wi t h the Philadelp hia T ru st, Safe Deposit 
& Insu rance Company, Phil ade lphia. E. J. Moore, C. F. 
Fox. J ohn S. Bio r en, W illiam R otch W ister and Char les 
H. Bean, who al so ow n a con siderable amou nt of th e 
bonds of th e Interst at e R ailways Comp any, have sent th e 
following notice to bondh old ers o f the com pany: "Bon d
holders a r e strongly urged n ot t o deposit their bonds wi th 
any depository u nt il a clea r and co mpreh ensive p lan of 
reorganizat ion has been submitted in full d et ail. Bondhold
ers a re r eques t ed to send their n am es and addresses, t o
geth er w ith the amount of their h oldings , t o Thom as L. 
Mat t son, No. 314 Ch es tnut Street , Phi ladelphi a." 

Kenosha (Wis.) Electric Railway.-The Ken osh a Elec
tric R ailway, which, as ann oun ce d on page I 14 of th e ELEC
TRIC RAILWAY J ouRNAL of Ja n. 16, 1909, has be.en purchase d 
by th e Investment R egistry Company, L ondon, E n g., has 
elected offic ers a s fo llows : H. E . Spaldin g, pres ident; 
Lloyd H arris, vice-president ; Clayt on R. T aylor, secre t ary 
and treasurer ; H. E. Spalding, Lloyd H a rri s, W m . L. Car
pe nter, Clayton R. Taylor an d C. B. Shedd, director s. 

London (Ont.) Street Railway.- The report of th e Lon
don Street Railway for t he y ea r ended D ec. 31 , 1908, was 
presented at th e annua l m ee ting of the company in London 
on F eb. 3. It sh ows as fo llows: Gros s ea rnings, $235,032 
for 1908, as again st $232,376 fo r 1907 ; net earnin gs, $67,465 
for 1908, as aga ins t $64,35 I for 1907 ; surp lus, $39,010 fo r 
1908, as ag ainst $37,123 for 1907. In prese nting the r ep o rt 

H . A. Everett, p resident of the company, sa id that $50,000 of 
bonds ha d been d isposed of recen tly; that there had been 
n o furth er deve lopments re lative to the sa le of the property 
t o the city, an d t hat at the election in January a substantial 
majority had been obtained to t he proposal to operate cars 
on Sunday. 

Mahonin g & Shenango Railw ay & Light Company, N ew 
Castle, Pa.-At t he annu al meeting of the Mahoning & 
S henango Rai lway & Light Company to be held on Feb. 
16, it w ill be vot ed to is sue $3,000,000 in bonds to provide 
fund s fo r extensio ns a nd improvement s. 

Metropolitan Street Railway, New York, N. Y.-Two 
t hirds of t h e ge nera l mortgage and collateral trust 5 per 
cent bon ds, of t he Metrop olitan Street Railway due in 1997 
have been dep osited with the Guaranty Trust Company, 
New Yor k, for the committee o f which A lexander J. Hemp
hi ll is cha irm an. The t ime for deposit of bonds has been 
extend ed to inc lud e Feb. 23, after which dat e n o more de
posit s will be r eceiv ed except upon payment of $5 per bond. 

Montgomery (Ala.) Traction Company.- Richard Tillis 
ha s turn ed over t o the ~lontgomery Traction Company 
10,000 shares of st oc k ot ,lhe company of a par value of 
$100 per sha re, and a ll of th ese having been cancelled, the 
capita l stock of the company ha s been reduced from $2,000,-
000 t o $1,000,000. At the purchase of the property of the 
company by Mr. Ti llis, the company was r eorga nized with 
a capita l of $2,000,000 so as to co ver t h e bonded debt as 
required by law. l\'Iuch of this indebtedness having since 
been elim inat ed, it was deemed advisab le to reduce the 
capi tal. 

N orthwestern Elevated Railroad, Chicago, Ill.-It is an
nou nc ed tha t the Nort h weste rn E levated Railroad Company 
ltas a rranged to finance its requi rements and to refund t h e 
, ut stan ding issue of 4 pe r cent bonds. It is proposed to se ll 
~ 3,668,000 of bon ds owned by t h e company and to refund 
t ne entire issue of $19,498,000 of bonds outs tanding. At the 
sam e tim e, t h e preferred stock of the company wi ll be 
p laced on a d ividend basis of no t less than 4 per cent p er 
yea r. The bonds w h ich it is proposed to retire do n ot 
m a ture unt il Sept. 1, 191 I. They are convertible in to pre
fe rred s t oc k and can be redeem ed on any interest date at 
the option of the company at 102½ and accrued interest. 
If the bond s are called for redempt ion, th e hold er wi ll st ill 
have the op t ion of t aking prefe rred stock inst ea d of bonds. 

New York State Railways, Roches ter, N. Y .- T h e fo llow
ing offic ia l ann ouncement has been m ade r ega r ding t h e 
N ew Y ork Stat e Ra ilways, w hich is t o take over as a h o ld
ing company t he electr ic ra ilways in New York State con
t ro lled by the Central Railway Syndicate: "More t h an 85 
per cent of the· preferred stock of the Rochester Ra ilway 
having bee n d eposited with th e Gua rantee Trust Company, 
New York, un der its letter of D ec. 18, 19o8, and the con
solida tion agreement having been approved, notice is now 
given th at th e time for fur the r depos it of such stock has 
been ex t ended t o Feb. IO, 1909, after which date depos its 
will be accepted on such te rm s as may be hereafter fixed ." 

New port News & Old Point Railw ay & Electric Com
pany, Newport News, V a.-The Mary land T rust Compa ny, 
Ba lt imore, M d., on Fe b. 9 fi led in t he Un it ed States Court 
at Nor fo lk a bi ll asking a r eceiver for the Newport News 
& O ld P oin t R ailway & E lectr ic Company. 

Southern Street Railway, Chicago, Ill.-T he committee of 
the City Council on local tran spor tation has appraised the 
p rop erty and finances of th e Sou thern St reet Rai lway at 
$750,000. The va lue of t h e physica l property was placed 
a t $520,158, the fra nc h ise was va lued at $174,598 and approxi
m a te ly $56,000 was a llowed for paving done by the company. 
If th e c ompany accepts t h is va lue a lease of the property 
will be a rranged with t he Chi cago City Railway, which 
wi ll th en operate it under t h e same conditions that it now 
does its own lines. 

Toronto ( Ont.) Railway.-Th e Toronto Railway has in
cr ea sed its an nua l dividend rat e to 7 per cent. 

Waupaca E lectric Light & Railway Company, Waupaca, 
Wis.-Irving P . Lord an d Wallace H. Lord hav e purchased 
fr om A. M. Pen ney, P. M. O lfson and Charles Churchill 
s tock of the Wau paca E lectric Light & R a ilway Company 
to th e am ount of $38,800 par va lu e. The following officers 
have been e lected: Irving P. Lord, president and general 
m anage r ; W. H . Lord, secretary; Grace B. Lord, vice-presi
dent ; E st elle A. W h eeler, trea surer and assistant secretary. 
It is under stood th at a number of improvements will be 
m ade t o the proper ty. 

Weste r n New York & Pennsylvania Traction Company, 
Olean, N. Y.- T h e Public Service Commission of the 
Second District of N ew York has authorized the Western 
New Y ork & Pennsylvania Traction Company to issue to 
the Trust Com pany of America a mortgage of $5.000,000 
supplem enta l to its mortgage executed to the Colo nia l 
Tru st Com pany, this company having been merged with t h e 
Trust Com pany of Ame r ica. 
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Traffic and Transportation 
Court Files Memorandum Regarding Attendance at Meet

ings of Commission in New York 

Judge Laco mbe of t he Un it ed States Circuit Court on 
Feb. 4 fi led the fo ll owing m emorandum, in acco rd ance w ith 
a r equ est by R ece in rs J o lin e a nd Robin so n of the Metro
polita n Street Rai lway, Ne w York, for in struction s con
cern in g t h eir a ttendance befo re t h e Pub lic Se r vice Com
mi ss ion of th e First D ist rict of New York in t h e m a tt er of 
th e Eight h Street lin e and nthers. 

" R ec eive rs h ave asked th e Court for in s tructi on s as to 
w heth er th ey sh ou ld appear b efo re th e Publi c Service Com 
mission on a hearin g in the matter of Eighth Stree t lin e 
and an o the r as to fe nd ers and wheelguards. 

"As to 'h earin gs' gen e rally b efor e the Public Service 
Commissio n th e practice. as the Court und er stand-, it, is as 
fo ll ows: 

"Bein g of th e impress ion t h a t •.some c h ange in op era tion 
of s tre et cars is des irabl e, th e Dard sets on foot an in
,·e stigation. It s in spectors watc h the mov em ent of cars 
a nd co unt t h em a nd their passengers; it s en g ine er s visit 
the property and make exa min ati o ns-all of t h ese send 
report-, 111 to the cummission . O n e o r m ore of it s m em
b ers consid er thes e r eport s, perha p s make furth er inquiry, 
a nd th e subj ect is t hen broug ht before the b oa rd at an 
executive sess io n, a nd presumab ly is carefully looked into 
a nd a form of o rd e r prepared wh ich it is suppos ed will 
effect a n improv em e nt . 

"Th a t order is t hen ~e rY ed upon those in cha rge of t h ·~ 
road with th e statemen t that t h ey w ill be give n a h ea rin i 
before t he Public S ervi ce Commi ss ion o r o ne of it s m em 
ber s on so m e na m ed day. W h en that day comes t h e rL \ 
ports of t he b oa rd' s officials and employees are laid befor · 
it, and in som e cases t h ey a re furt h er exa mined a long t h e 
~am e lines. T h e r ep resentatives of the road are a ll owe d t o 
examin e w itn es-;es, w h o a re crn-,s-exa mined bv cnun se l for 
t he board. · 

"Thereafter in executi ve sess iun th e comniissio n dec ides 
wheth er o r n o t the proposed nrder, w hich it had a lrea dy 
ca refully prepar ed, sh ould b e made fi nal, and. if it b e, t he 
,1rde1· is <;e r ve d :1nd ob edi ence tn it enfo rc ed bv tine o r 
m a nd a mus. T he sa m e body is, th erefore, pract ica ll v com
pla inant, p rosec uto r. judge, jury and sh eriff. U nd ei· t h ese 
circum sta n ces it has seemed to the r ece ive r s (a n d t he court 
approYed t heir conc lu sion) that in cases wh er e th ev had a l
ready fully informed t h e com mis sion of t h e n·aso n s whv 
th ey obj ected t o th e order , th ey wou ld acc " mp li sh not hin g 
by atte nding th e hearing; in su ch cases th ey have accepted 
li na l orde r ~ with t he <; tatem ent t h at th ey would obev t hem 
so far as poss ibl e. · 

"Tf fi n ed fo r a llege d subsequ ent disobedience it would 
'?e f_or th em to show t hat compli ance was impossible-as, 
tor 111 s ta 1_1 ce, th~t th ey cou ld not recon stru ct IO cars a day 
after the ir r epa ll' sh o p.;; and c:;,,r barn s were d es troyed bv 
tire, or t h at in certain conge sted st r ee ts t h ey could not 
:1 lways run cars on a few second s h eadway. In cases, how
ever. w h er e t hey dispute the commission's au th ority to make 
t he proposed order, as in the F ifty-ninth Stree t 'zon e' trans
fer case, t h ey h aYe attend ed h ea rin gs a nd put in testi-
1~ony_ as a n esse ntia l pre liminary tn an applic ation for re 
\'IC'\\' 111 t he State court s. 

"Th e h ~arin g_s now orde red m ay pu,s ib ly ~o d eve lo p as 
tu m ake 1t desirable t o a ttend, should the wheeJo-uards or 
ic nd er;' o f som e particu lar m anufacturer or pafent ee be 
presc ribed or sh ould some o rd er b e mad e fi nin g r ec eivers 
fo r som e a ll eged fa ilure to run cars in co nformity w ith 
nrd cr s. the receive rs migh t conclude to bri n o- the matte r 
))efo~e t h e State Court. and in ord er to do ~o effect ively 
1t migh t be neces~ary for them to be represented on t h e 
hearin g . T h e n ot ices apparent ly contemp late somethin o 
nt h er t han t he o rdinary car serYic e h ea rin gs, and receiver~ 
may attend t hem." 

Explanation by Public Service Commission of Cost of 
Fender Tests 

ln expl a n ation of the expenditures m ade by it in con
nect ion "·ith the tests of fenders conducted recent ly at 
Schen ec tady and Pittsburg, the Public Servic e Commi ss ion 
of the First Distri ct o f :\Tew York has issued a statement 
which says in par t: 

" A sch edule of tests was laid down, compris in g 72 dif
fere nt tests fnr eac h fender. eac h of th ese tests having dif
fere nt conditions as to pavement, speed and position of 
dummy on the tracks. 

"T n o rder that t h e effectiYen es s of the devices could be 
~tndied to the fullest extent , t he dummies were so built 

with t he j oints in th e dummies, and iully clothed , ~o as 
to r e~ac t as n ea rly like persons as possible. The matter of 
c lo thmg was found to be very imp ortant. The fender 
would apparently make a clean pick-up, and at the last 
second a part of the clothing would roll und er the fender 
a nd ca tch in som e place and pull the dummy off and cause 
it to get und er· the ca r. This happ ened frequently, and 
dem onstrated clearly that fender s and wheel guards must 
h ~ so const ructed a nd arranged that the clothing of per
sons cann o t ge t undern ea th. 

"Thi s m ay s ee m a simpl e proposition, but when the 
commission takes up th e matter of r equiring companies that 
h ave been havin g lar5e numbers of accidents to change 
t heir fend ers, the companies will doubtless insist that their 
fenders a r e o f the b es t. Fortunately, the commission now 
has proof as to which a r e the best fende rs and will produce 
suc h proof. · 

"Th e tes t s at Schenectady a n d Pittsburg lasted _nearly 
two m onths and m o re than 1800 differ ent tests w er e made. 
A photograph was mad e of each test , so that we now hav e 
sa t isfac t o ry evidence as to what eve r y on e o f the devices 
ca n do under the different conditio n s as to pavement a nd 
sp eed t hat exist in New York City. T he entire tests have 
cos t less t han $10,000. The report upon them will show 
that t h e commission conducted the tests in a careful and 
economica l m an n er a nd ha s produc ed results that are 
bound to have g rea t influence in th e se lec tion of safety 
devic es for cars, n ot only in New York City but through
out th e countr y, for we h ave received communications from 
city auth oriti es a nd fr om street railway companies in other 
citi es of th e country as king for the r eport at the earliest 
m om ent in o rder that they might determine the character 
of fe nd ers to h e u se d in their cities." 

Pay-As-You-Enter Cars in Washington.-On Feb. 21 th e 
Capital Traction Company, Washington, D. C., expects to 
place 20 pay-as-you-enter cars in operation on its Fourteenth 
Street division. 

Cars for Women Urged in Subway.-Mrs. Frederick W. 
Lon gfe llow h as sugges ted to the Public S ervice Commission 
of t he F irst District of New Y ork that the Interborough 
Rapid Transit Company sh ould b e ordered by the commis
sion to r ese rv e the las t car of each train operated in the 
~ub\\' ay exc lu sively for unaccompani ed women. 

Recommendations by Pennsylvania Commission Regard
ing Waiting Rooms.-The Pennsylvania State Railroad 
Commission h as recommended that the Lebanon Valley 
Street Railway es t ablish a waiting room at its distributing 
point in Lebanon, Pa., at th e terminus of its lines in Myers
town. at a point about th e cent er of Annville , and at its 
te rminus in Palmyra. 

Dividend for Employees of the Columbus Railway & 
Light Company.-On Feb. 1 the Columbus Railway & 
L ig ht Cnmpany, Co lumbu s, Ohio, paid the employees a 
dividend in proportion to the amount of their wages for a 
fixe d period. This dividend is secured by declaring a 
div idend of o ne- ha lf of l per cent on th e capital stock of 
t h e compa ny. 

Prize for Name of Limited Train.-The Illinois Traction 
Company, Peoria, Ill., has offered a cash prize of $10 for the 
best name suggest ed for the new train between Springfield 
a n d St. L ouis , which will be in op eration on April I. The 
t rains will leave Springfield and St. Louis morning and 
evening and make the run in thre e h ours. B. R. Stephens, 
t raffic manager of th e company, is eonducting the contest , 
which w ill close on March 15. 

Side-Door Subway Trains in New York Subway on Feb. 
15.-The Public Service Commission of the First District 
of New York has g ranted the Int erborough Rapid Transit 
Company a n extens ion of time until Feb. 15 in which to 
p lace the experimental trains composed of cars equipped 
wit h s ide-ent rance doors in operation in the subway. Com-
1niss ioner E ust is in explanation said: " It has been a physical 
imposs ibility to ge t the cars re ady soon er. The company 
ha s b ee n experimenting with two- kinds of pneumatic ap
paratus, w ith w hich the doors a re to b e opened. Owing to 
t h e fa ilure of the manufacturer s to deliver the apparatus 
th at has been se lected, som e of th e cars could n ot be 
equipp ed. Word ha s been received from the manufacturers 
t hat the cars to constitute the first train will be delivered 
by Feb. IO. That will make it possible to have the first 
train ready by Feb. 15." 

New Timetable by Illinois Traction System.-A new 14-
page t imetabl e of th e Illinois Traction System has just 
b een issu ed by the general traffi c department, of which 
B. R. Stenn s, Springfield, Ill., is manager. It is attract
iYely printed on cream-tinted paper with brown covers. 
O n the first inside page there is a large map of the system 
and on the opposite page a t abl e of contents with a plain 
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statement to intendin g passe ngers a dvi ,- ing th em to pur
chase tickets before boardin g ca r s. The tim et ables for 
each of the division s are prese nt ed o n 10 pages ancl b e low 
the tim etable s is exhibit ed in fo rmati on with r egard to th e 
handling o f baggage. mileage ticke ts, express a nd fr e ig ht 
-,l' rvic e and s lee ping-car service. On t h e in s id e of th e 
i>ack cover a very inter es tin g comp a ri son is prese nt ed of 
th e rates of fa r e bv s team r a ilr oa d s a nd e lec tri c rai lw ays, 
-.bowing the · p crcci1tag·e ~aYcd by e lectric railways. T he 
uutside ~co vers :ire dec o rall'd \\'ith engravin gs of pa ssen ge r , 
expres s and ,-lc ::- ping cars. 

Hearing on West Roxbury Service.- T hc l\I assachusett_s 
Ra ilroad Commi ssion ga\'e a hea rin g r (·n· n t ly c 11 the p e ti
tion of re sid ent s of th e Germa n to wn sec tiun uf \\'est Rox
bury for modifications 111 th e service o n the Grove Stree t 
Oakda le line o f the O ld Colo n y Street Railway, with th e r e
que:.t that the lin e be op erat ed b y the Bost on Elevated 
Railway from Wa shington and Grov e Stree t s to th e Bos
ton-Dedham lin e. A. A. Ballantine , coun se l fo r t he Boston 
Elevated Railway, .s tated that the company d oes n ot feel 
willing to operat e its cars o n a s in g le track ove r wh ich the 
cars of another company are run. R. S. Goff, general 
manager of the O ld Colony Street Railway, t h en stated 
t hat the lenrrth of lin e in qu es tion is only a bout on e-third of 
a mile and° presented fi gur es sh owing the traffic on the 
!me or{ Jan. 25, 26 and 27, 1909. The se rvic e is per fo rmed 
by a single car, which op erat es o n a half-h ourly inte rval 
from 6:35 a. m. to 10:35 p. 111. b e tween Grove and Washmg
ton Streets W es t R oxbury, wh ere th e service o f th e Boston 
Elevated Railway ends, and the sect ion of East Dedham 
called Oakdale a total distan ce of app roxim ate ly I mill' . :\Ir. 
Goff stated th~t th e lin e barely paid it s running exp en"('S. 

Accident Fakir Held on Perjury Charge.-David .\ . How
a rd age 28 colored, of Baltimore, Md., w as arrested on 
Feb. 2, 1909; by Wm. ~- Atkinson. of the Bal_tim o r c polic e, 
charged with attemptmg to defraud the U111ted Ra il ways 
& E lectric Company, Baltimore, out of $50 by fal se r epre
se ntation. On Jan. 8, 1909, Howard visited hi s wife. from 
whom he was separated, an d in an altercation tha t fo llowed 
he received a fracture of the left arm and several cuts about 
the head. Subsequently he made an affidavit that a wagon 
which he drove had been struck by an eas tbound car of the 
United Railways & Electric Comp a ny and that h e had been 
thrown out of the wagon and hi s arm broken. His arrest 
was brought about as the result of an investigation by Cap
tain Pumphrey, Detective Atkinson and Special Agent Jos. 
J. Gilbert of the United Railways & E lectric Company. 
.\fter the arrest Howard confessed to Cap

0

t. Pumphrey, and 
Detectives Armstrong and Atkinson that the injuries h e 
sustained were the result of the fight at th e house of his 
wife. Justice Grannan, at the Central Polic e Station, held 
Howard for the action of th e Grand Jury in default of $2,000 
bail on the charge of perjury and a ttempting t o obtain 
money by fa lse pretense. 

Recommendation That D istrict of Columbia Regula te Its 
Own Public Utilities.-Report ing on th e J en kins b ill re
cent ly introduced in the House of R epresentatives providing 
for the purcha se by the District of Columbia o f the property 
of a ll public utility companies within it s boundaries, Dis
trict Commissioner l\Iacfarland said to hi s fe llow commis
sioners: "Whi le th e Commi ss io n er s re cognize that the Dis
trict electric raihYay commi ss ion. composed of the citizens 
of the District , appointed by the In terstate Commerce Com
mis sion to aid it in the execution of the duty imposed upon 
the Interstate Commerce Commission by Congress at the 
last session with respect to the regulation of the street 
railways of the District of Columbia, ha s don e a valuable 
and efficient service, r esulting in improvement, the Com
missioner s believe that this is a strict ly municipal func
t ion which ought to be performed by th e municipal govern
ment. Ther e is n o reason why the Interstate C ommerc e 
Commis sion sh ould be performin g this functi o n even with 
the aid of District citizens, who g ive their tim e fr ee ly for 
that purpose. The s tre et r a ilway systems, the two gas lig ht 
compa nies, th e e lec tric lig ht and p ow er compa ny and the 
telephone company ought to b e under th e sup ervisio n of the 
District Commissioners, a nd th e recommenda tion of legis 
lation for this purpose is earnest ly renew ed. It seem s t o 
m e that Congress sh ould b e g iven opportunity to consider 
t hi s propositio n in t h e view t h at it mi g ht b e adopt ed. and 
give the District the benefit of adequate public regulation 
of all the public utility corporati on s. If tha t fa il s to produce 
sat isfactory result s then th e o nl y recours e w ould b e to 
ac quire the . plants and operat e th e public utiliti es as part 
of the municipal syste m. I move that the sub stan ce of this 
q ;itement b e adopted a s th e r ep o rt of th e Commi ssioners 
on this bill." It is expected that th e J enkin s bill will b e 
a m ended in. accordan ce w ith th ese r ecomm endation s o r th at 
a substitute m easure w ill be intro duced. 

Personal Mention 
Mr. C. E. Morgan has b een appointed general manager 

and pu rc ha sin g agent of th e Indianapoli s, Crawfordsville 
& W es t e rn Trac ti on Company, Crawfordsville. Ind., to suc
cee d Mr. Eugene H o lc omb. 

Mr. Charles Murdock ha s bee n elected president of th e 
E van svi ll e & South ern Indi an a Traction Company, Evans
ville, Incl. , to snccccd hi s fat her. Samuel ?vfurd ock, de
ce a se d. 

Mr. John E. Eustis and Mr. James E. Sague have heen re
nominated by Gove rn o r l-111gh es of :'..: ('\\' York a, m emb ers 
of th e Pub lic Service Comm i~~ion "f t he Firq Di,trict of 
>Jew York a ncl t h (' Publi c Serv in· l ·ommis~ion "f th e 
Second D istrict of New York. respectiv ely . Both \Ir. 
Eu st is a nd l\I r. Sague are reappointed for five years . 

Mr. H. C. DuVal, who was formerly t hi rd vi,e-pre,idcnt 
of t he Brook lyn ( ~- Y. I Rapid Tran s it l "mpa11y. " 11 Ft,!,. _,. 
,,·a, ('l ec tcd prc~ide nt of th e Co n ey I sland & Grave se nd 
Rai lway and th:" Broo k lyn . Qu een s Cou n ty & Suburban 
Railroad. T h e o ffic e of thirrl vice-presiden t of the Brook lyn 
Rapid Tran s it Company \\' a , aho li , h NI at th e annual mn·tin'-! 
of th e direc t o r s. 

Mr. Alfred Anderson, wh o wa, r ece ntly appoint er! pur
cha sing agent of the Metropoli tan Street Railway. '.'Jew 
York, N. Y., has long b ee n· co nn ectecl with rai lroad a nd 
steamship int e r ests. H e was gen er a l purchasing agent of 
th e Panama R ail road and t he Panama Steamshi p Line for 
10 years and also acted as general shi~pin g agent and ~,. 
~istant purchasing agent of the I sthmian Ca na l 1om1111c;
~ion for four years. 

Mr. Charles G. Lohman, who recent ly resigned a.,; be n 
cral tra ffic man age r of the Chicago, South Bend & N?rt h
ern Indiana Railway, South Bend, Ind., has been appom ted 
ass is tant t o Mr. J. E. Ca li sh , ass istant treasurer a nd gen 
eral manager of the Buffalo & Lake Erie Traction Com
pany Erie, Pa. Mr. Lohman before being a pp oint ed gen 
e ral 'traffic mana ge r of the Chicago, South B en d & ?\orth 
ern Indiana Railway was gen eral superintendent of th e 
comp any. H e h as b een identifi ed with e lectric railroading 
for about 10 y ea r s, having entere d the employ of th e Indi;in 
apolis Street Railway in 1899. 

Mr. W illiam B. Rockwell has resigned as general man
age r of the Syracuse, Lake Shore & Northern Railroad. 
Syracuse, N. Y., and Mr. R. A. Dyer, Jr., ass istan t general 
manager and electrical engin eer of th_e R oc hester, Syrac1;1se 
& Ea stern Railroad, has been appomted to succeed him. 
Mr. Rockwell has been connected with the Syracuse, Lake 
Shore & Northern R a ilroad since July, 1902. He is treasure r 
of the Hurley Track Laying Company and expects to re 
move to Mexico in May in the interest of th e Hurley 
Track Laying Company, w hich has recent ly closed a con
tract for laying several hundred miles of t rack for th e 
Cananca, Rio Yagua & Pacific Railroad. 

Prof. H. H. N orris, of Corne ll , is being m entioned in 
conn ec tion with a nomination for a managership in the 
American In stitut e of Electrical Engin eers. In a recent 
circular lett er, s igned by Professors N ichols , Bedell and 
Karapetoff, his qualifications for this office are mentioned 
as fo llows: ' 'Professor Norris has been closely associated 
for the past few years with the affairs of the Institute as 
chairman o f the educational committ ee a nd as a m ember 
o f th e committee on m eetings and papers, and on sections . 
This gave him a close insight int o th e proper man agem ent 
and the b es t policies of th e Institute. a s \\' e ll as perso n a l :1c
quaintance among the most promin ent member, of the 
In stitute." 

Mr. Louis C. Fritch, w h ose appoin tment as co nsult in g 
engin ee r of the Illinois Central Railroad tu sup ervise t h <' 
perforation of plans for th e e lectri ficat ion of t hat company's 
Chicago t e rmina l was ann ounc ed in th e ELECTRIC R AILW,\Y 
JorR NAL of Feb. 6, 1909, h as b een con n ected w ith th e Tlli 
n o is Centra l Railroad as as sistant t o the p r es ident ;; in cc 
::\Iarch I, 1905. Mr. Fritch was born at Springfield. Ill.. in 
Augu st , 186i, and wa s graduat ed as a civil engineer frnm 
t he University of Cincinnati. Sub seque ntly h e was :1d
mitted to the b a r in O hi o. In 1884 Mr. Fritch ente red rail
way work with t he Ohio & Mi ss issi ppi Railway as sup er
Yi sor' :S ass is tant and was ass is tant engin eer of tha t com
pany from J a n. · I, 1886, to Octob (' r. 1892. He then ,vas 
appointed engin eer of maint enan ce of way of the company. 
and chief en g in ee r in cha r ge of construction of th e Cin
cinnati & Bedford Railwav. F r om ~ov. I, 1893. to Sept. 
1. 1890, l\lr. Fritch was di~•ision engin ee r of the Baltimore 
& Ohio Southwestern R ailro ad. whi ch absorbed t he O hi o & 
l\Ii ss iss ippi R a ilway. From Sept. I. 1899, to Nov., 1902. 
he was sup crint e)1dent of tl1e :\I ississippi diYi ,ion rf th e 
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Baltimore & O hio Southwestern Railroad. Since November, 
1902, Mr. Fritch has been conn ec ted with the Illinois Cen
tral Railroad. 

Mr. S. S. Neff, who recently resigned as general super
intendent of the At lantic City & Shore Railroad, Atlantic 
City, N. J., has been elected president of the Interstate 
Engineering & Supply Company, Philadelphia, Pa. This 
company will do a genera l engin eering and contracting 
business, and Mr. Ne ff's first work with it will be in con
nection with the bui lding of a 10,000-kw power station 
for the Metropolitan E lec tric Company at Reading, Pa .. 
with substations between Pottstown and Wormelsdorf. 
Mr. Neff is a graduate of Ren sselaer Polytec hni c Institut e, 
and was connected with the Pennsylva nia Railroad for 
nine y ears after he was graduated as supervisor of main
tenance of way and assis tant civi l engineer. L at er Mr. 
Neff h eld positi ons success ively with the Cornwall R ail
road, the Grea t Northern Railroad, the Vanda lia Railroad 
and the Lake Superior & I shpemin g R ailroad. Subs equently 
he b ecame connected with the Union Elevated Railway, 
Chicago, from w hi ch company he r es igned in 1900 to enter 
the employ of the Boston E leva ted R ailway as consulting 
engin eer. In February, 1901, Mr. Ne ff was appointed sup er
intendent of the elevated lin es of th e Boston Elevated 
Rai lway. Mr. Ne ff was a lso at on e time connected with th e 
Mexico City Tramways. 

OBITUARY 
J ose F. de Navarro, for many years prominent in financial 

circl es in New York, is dead. Mr. de Navarro was finan
cially interested in the elevat ed railroads of New York and 
was one of those w ho a rranged for the financing of th e 
original elevated lin es. 

Thomas Lowry, president of the Twin City Rapid Tran
sit Companv, Minn eapolis, Minn., died a t his h om e in tha t 
city on Feb. 4. l\1r. Lowry had n ot been well for about 
two years, and recently hi s hea lth fa iled very rapid ly. Mr. 
Lowry was born in 1843 
on a farm in Logan County, 
Ill. His early education was 
secured at th e country 
school hous e in Logan 
County, afte r which he 
spent a year in Lombard 
University, at Galesburg, 
Ill., and th en studied law at 
Rushville, Ill. , where h e 
was admitted to the bar in 
1867. The same year he 
opened a law offic e in Min
neapolis and a few years 
later was made judge of the 
Hennepin County Court of 
Common Pleas. Afte r th e 
panic of 1873, when money 
was difficult to obtain and 
the people generally were 
discouraged, Mr. Lowry Thomas Lowry 
turned his attention to the 
st ru ggling street railway in . 
Minneapolis, with which h e was afte rward co ntmuou sly 
connected, at first as vice-president and lat er , :vhen the 
sys tems in lVIinneapolis and St. P aul w_ere ~onsoli4ated, as 
president. Throug h hi s effor ts the T w m City Rapid Tran
sit Company has b een developed into one of the m os t 
modern and b est-equipp ed properties in th e country. l\fr. 
Lowry was also pres iden t of the Minneapoli s, St. Paul & 
Sault Ste. Marie Railway. In the early days of the Am er
ican Street R ailway Association, Mr. L owry t ook a ver1 
active int eres t in it s affairs and in 1890 was elec ted presi
dent of the association. He inherit ed from hi s Irish an
cestry an inexhaustibl e fund of wit. which together ;Vith 
his optimism and zeal made him very popul~r. especially 
in t he Twin Cities. One of the newspapers 111 eulogy of 
Mr. Lowry said , edit ori a lly: "The n ews of the death of 
Thomas Lowry wi ll be r eceived with deep regr et by all 
wh o knew him. No m an envied his wea lth, for it was 
well earned and well spent. If for nothing else. he was 
remarkable for m akin g hi s tracti on company the most 
popular institution in two great cities. To thi s hi s own 
unaffect ed modesty and high personal character largely 
contributed." The fun eral services were h eld at Mr. 
Lowry's late hom e in Minn eapolis on Feb. 6. the Rev. l\I r. 
Shutter pronouncing the b enediction. A ll the c31rs of the 
Twin City Rapid Transit Company an~ th e_ trams of the 
Mi nn eap olis, St. Paul & Sault Ste. Mane Railroad stopped 
for five minutes at 2 o'clock on the day of the funeral. as 
a last mark of tribute by the employees of these companies. 
Mr. Lowry is survived by his wife. two daught~rs and _a 
son. Mr. Horace Lowry, superint endent of the Mmneapohs 
division of th e Twin City Rapid Tran sit Company. 

Construction News 
Construction News Notes are classified under each head

ing a lphab etically by States. 
A n aste risk (*) indicates a proj ect n ot previously 

reported. 
RECENT INCORPORATIONS 

. *Nashville, ~ayetteville & Birmingham Railway, Hunts
ville, Ala.-Th1s company has be en chartered to build an 
elec tric railway t o connect the citi es named in the title: 
Office, H unt svill e. Capital stock, $so,ooo, a ll of which has 
been subscribed. _Incorporators: J ohn C. Dremer, presi
dent; James A. Moores, secretary; J . M. Robertson, treas
urer; N. S. Boone, S. W. Fleming, G. F. Pitts and H. K. 
Bryson. 

*Pearl Harbor Traction Company, Honolulu, Hawaii.
A n app lication has b een filed with the Te rritorial Treasurer 
as king for a ch arter for thi s company w hi ch proposes to ex
tend the lines of the Honolulu Rapid Transi t Company t o 
the Naval Station at Puu loa, Pearl Harbor. Capital stock .. 
$ 1co,ooo. Officers: L. Tenney Peck, president; Alfred L. 
Castle, secretary; Charles H. Atherton, treasu r er. 

*Woodward (Okla.) Interurban Railway.-Chartered in 
Oklahoma to construct an electric railway, 140 miles in 
length, and connecting the following cit ies: Mutual, Rich
mond, Stiling, Canton, Fort Supply, Buffalo and Engle
wood, Kan. Office, Woodward. Capital stock, $2s,ooo. 
I ncorporators: James Spurlock, Homer Wilcox, Jos. Boquet, 
J os. Ennis, Wi lli am Payne, Robert Innis, Frank Tucker, 
Earl Vv' orkman and Ben F. Willett, all of Woodward. 

*Portland, Baker City & Butte Electric Railway, Portland, 
Ore.-This company has been inc orp orated in Oregon for 
the purpose of bui lding elec tric railways through the State 
extending to Butte, Mont., by way of Clackamas County 
and touching at Baker City before leaving the State. 
Capital stock, $2,000,000. Incorporators: Mark W. Gill, H. 
J . Martin and C. D. Charles. • 

*Paris & Mount Pleasant Railroad, Paris, Tex.-Incor
porated to bui ld an elect ric railway from Paris passing in 
a southeasterly direct ion through the counties of Lamar, 
Red River and Franklin into the county of Titus and to 
Mount P leasant , a distance of about so miles. Headquar
ters, Paris. Capital stock, $7s,ooo. Incorporators: R. F. 
Scott, T. J . Record, S. W. Williams, N. H. Ragland, J. J. 
Culbertson, H. P. Mayer, A. N. Rodgers, a ll of Paris, and 
H. A. Wilson, C. 0. Lide and E. S. Lillenstern of Mount 
Pleasant. 

FRANCHISES 
New Westminster, B. C.-It is stated that the British 

Columbia E lectric Railway is about to make application 
for permission to cross certain roads in the municipality of 
Coquit lam. The company plans to build an electric railway 
from Westminster Junction to Coquitlam Lake, a distance 
of about 7 miles. 

National City, Cal.-The Board oJ City Trustees has 
g ranted the San Diego Southern Railway a franchise to 
operate its lin es over t he city streets and private right-of
way within the corporate limits of National City. The 
new franchise is an official r ec ognition of the company's 
right to operate under the franchise granted to the ·old 
National City & Otay Railroad by the Board of County 
Supervisors before the city was incorporated. 

Santa Barbara, Cal.-The City Council has passed an 
ordinance grant ing to the Santa Barbara Consolidated 
Railroad a franchise for a street rai lway a long Bath Street 
from the southerly lin e of its inters ection with Second 
Street, to the center line of intersection of Bath Street and 
Fourth Street. 

Elgin, Ill.-Announcement is mad·e that the Elgin, Wood
stock & Lake Geneva Railway will apply at the next m eet
ing of the City Counci l fo r a so-year franchi se to enter the 
city over two routes-one for pass enger traffic and the 
other for freight traffic-with a t erminus at th e corner of 
l\Ii lwaukee Street and River Street. [ E. R. J. , Oct. 24, '08.] 

New Orleans, La.-An ordinance wi ll be introduced at 
the next m eeting of the Police Jurors of the Parish of St. 
Bernard in Louisiana, by the New Orleans Railway & Light 
Company, asking for a franchise for a double-track railway 
to be operated from the Orleans Parish line to the plant of 
the American Sugar Refining Company in St. Bernard 
Parish. It is stated that the railway company will operate 
both passenger and freight cars. 

Camden, N. J.-An ordinance which proposes the con
st ru ction by the Camden & Delaware Tunnel Company 
of a tunnel under the D elaware River, between Philadelphia 

~ 



ELECTRIC RAILWAY JOURNAL. 3II 

and Camden, and the running of a rai lway through it was 
introduced at the meeting of the Camden City Council on 
Jan. 28. A franchise for th e tunnel project has already 
been granted by Philadelphia Council s. The ordin ance 
was read and r eferred t o the Committee of the Whole to 
meet on Feb. 18. [E. R. J ., J an. 30, '09.] 

Kenmore, Ohio.-The Turkeyfoot Traction Compan y, 
which plans to build an electr ic r ailway between Akro n and 
Massillon, has been grant ed a fra nc hi se by t h e Kenmo re 
Council. Thomas L. Child s, Akron, promoter. f E. R. J ., 
Jan. 2, '09.] 

Kansas City, Mo.-Jam es A. Stewart, r epresenting the 
Kansas City & Olathe E lec tric Railroad, has been granted 
a 30-yea r franchise t o build and op erate a s ingle or double
track elect ric railroad over the public th oroughfare from 
Junction Cemetery, Shawnee, t o the Mi ssouri State line in 
Rosedale . The franchise. also provides fo r a right-of-way 
for a spur to be run from the m ain iin e in Greystone 
Heights to the proposed new coun ty bridge across the Kaw 
River a t Seventh Street. This will g ive the road an en
trance to Armourdale a nd establish a direct line from 
Kansas City, Kan., to Rosedale. 

New York, N. Y.-The South Shore Traction Company 
has asked the Public Service Commiss ion of th e First 
District for a certificate of public conv eni ence and necessity. 
It plans to build and operate an electric railway from the 
Nassau County line at Central Avenue, through Jamaica, 
Hoffman Boulevard and Thompson Avenu e, to and across 
the Queensboro Bridge. At the east erly end the line will 
connect with one which will reach Patchogue. The Man
hattan terminal at first will be at Fifty-ninth Street and 
Second Avenue. The company has o ffered a 5-ccnt fa r e 
from the easterly boundary of Q ueens to the Manhattan 
end of the Queensboro Bridge and an 8-cent fare for a 
through ride from the Queens-Nassau county line to Forty
second Stree t and the North River. 

New York, N. Y.-The Bronx Traction Company, a sub
sidiary of the Union Railway, has asked th e Public Service 
Commission of the First District to further its effort by 
g ranting the necessary permission to build its line from 
\Vestchester Avenue d own Classon Point Road. A hearing 
was ordered for Feb. 16. 

New York, N. Y.-The South F latbu sh Railroad has 
formally petition ed the Board of E stim a te and Apportion
ment for a franchise t o construct an electric stree t railway 
3 miles long from the Brighton Beach lin e of the Brooklyn 
Union Elevated Railroad, a t Avenue Q to Av enue Q and 
Flatbush Avenue, Brooklyn. John C. Langan, Brooklyn, 
and J. J. Boughman, New Cumberland, Pa., are interested 
in this new line. [E. R. J., Jan. 16, '09.] 

Youngstown, Ohio.-The Ci t y Couneil h as pa.ssed an 
ordinance granting the Lake E rie & Y oungstown Railway 
a franchi se to build its line into Youngstown. It wi ll ex
tend direct from Youngstown t o Conneaut. John H. Ruhl
man, president of the company, states th at work on the 
new ra ilway will b e started this spring. Gasoline motor 
cars will be operated. [E. R. J ., Dec. 5. '08.] 

Eugene, Ore.-Th e Lane County Commissioner's Court 
has granted to th e L an e County Ass et Company, recent ly 
organized a t Eugene, a fr anchise to bui ld an elect ri c rai l
way over the county roads from Eugen e to F lorence. The 
franchi se provides that th e survey be complet ed within 90 
days from th e granting of the franchise; 15 mi les of the 
road must be completed in the first y ear, 25 mi les the 
second year and the entire road built wit hin t hree years. 
The applicants for th e franchise are George l\L M iller, J. W. 
Zimmerman, Charles H . Fisher and Fred Fisk, all of Eu
gene. [E. R. J., Jan. 30, '09.] 
. Media, Pa.-The Phil ade lphia & West Chester Traction 
Company has presented a petition to the Media Counci l, 
asking for th e passage of an ordin ance grant in g it a fran
chise over certain streets. It is the int ention of the co m
pany to make Media the terminus of a lin e running from 
State Street across th e townships of Neth er Providence, 
Marple, Sp;ingfi eld and Upper Darby, and make direct 
connection s with the elevated road at Sixty-ni nth and 
Market Streets. It is also reported that the comp any in
tends to extend th e lin e westward t h rough Media, Lima 
and Gradyville, connecting with their main lin e on t h e West 
Chester pike in Edgmont. 

Deadwood, S. D.-Th e County Board is reported to have 
grant ed a new franchis e to the Blaek H ill s Traction Com
pany to construct an electric railway from Spearfish to the 
Northwes tern tunnel. 

Chattanooga, Tenn.-The War Department has granted 
S. W. Divine a franchis e to construct an electric railway 
for freight and pas se nger service from the co rp orat ion lin e 
at Long Street to Fort Oglethorpe. It is stated that Mr. 

Divine will soon apply to th e General Council for a fra n
chi se to build a loop sys t em in Chattanooga. [ E. R. J., 
Oct. 24, '08.] 

Waco, Tex.-Thc City Coun cil has passed an o rdinanc e 
gra nting to Max E lse r an d hi s assoc iates a 35-year fr anchi se 
to construct and operat e an elect ric in terurban ra il way 
t hrough the city. f E. R. J., J an. 30, '09.] 

Charlestown, W . Va.-Th e County Cou rt of J effe r son 
County has refused the application of t he Winchester & 
Washington City Railway to build an elect ri c railway 
over th e road from Charl es town to Shena ndoah Junct ion, 
but has permitt ed it to build a lin e fro m Shenandoah J unc
tion to K earn eysvill e by th e way of Bardan e, and in addition 
to this al so g ra nted a fr a nchi se t o build fro m Kearneys • 
ville to th e B erkl ey County lin e. [S. R. J. , l\lay 9, '08.] 

TRACK AND ROADWAY 
*Decatur, Ala.-It is r eport ed that vV. H. Morr is, R ussell

vi ll e, is int eres t ed in a plan to build an interurb an elect r ic 
railway from D eca tur, v ia M oult on, to Russellv ille, about 
45 miles. 

Crow's Nest & Prairie Electric Railway, Pincher Creek, 
Alta.-This company advi ses that the bui lding of this pro
posed electri c ra ilway has b een abandoned, fo r the present 
at least. The line would ex tend from n ear th e wes tern end 
of Crow's N est Lake easterly through o r n ear to Coleman, 
Blairmore, Fra nk, Bell evue, Lundbreck and Cowley . J ames 
H. Schofield, Pincher Creek, is one of the promot er s o f this 
project. [E. R. J., Sept. 26, '08.] 

Mesa, Ariz.-Dr. A. J. Chandl er, president and general 
manager of the Consolidated Canal Company, w ho recently 
applied for a franchi se for a stree t railway in Mesa, writes 
that h e has not as yet perfected any plans for the proposed 
railway, n either has a company been organize d o r in eo r
porat ed. [E. R. J. , F eb. 23, '08.] 

Central California Traction Company, San Francisco, 
Cal.-It is stated that this company contemplates extending 
its elec tric railway from Lodi to Woodbridge. 

Atlanta, Ga.-Judge J. T. Pendleton has refused to ap
point a receiver for th e Ge orgia Securities Company and the 
At lanta, Griffin & Maco n E lectric Railway, which . propose 
to build and operat e an int erurban electric railway between 
At lanta and Macon. [E. R. J., Oct. 17, '08.] 

Chicago, Blue Island & Joliet Traction Company, Chi
cago, Ill.-This company announces that it wi ll place con
tracts dnring the next two months for the building of 17 
miles of new track and the electrification of 2½ miles of 
st eam road. W. H. Conrad, 1145 First National Bank Build
ing, Chicago. 

Chicago (Ill.) Railways.-An expenditure of $4,000,000 
for roadbed rehabilitation, including the immediate pur
cha se of rails. ties, cement and other construction materials, 
has been authorized by the Board of Supervising Engineers 
to be app li ed on the improvement of the system of the 
Chicago Railways. The purchase includes all the items 
call ed for by the company's program to lay I 12. 16 miles of 
track this year, with the excepti on of the special work On 
the deta ils of that the Board now is at work, and orders, it 
is announced, will be placed at an early date. Everything 
included, the plans to be adopt ed ea !! for the expenditure 
of $12,000,000 during the spring, summer and fall months. 
Co ntract s are to b e placed for 22,453 gro ss to n s o f 9-in. 
stee l rails, 208,053 ti es, rn1 ,212 ti e rod s, 416, rn6 tie plat es, 
832,212 screw spikes, 832,212 lag screws, 21,3o6 rail joints, 
etc. 

Springfield, Beardstown & Quincy Railway, Petersburg, 
Ill.-G. L. Harnsberger writes it is t he intent ion of thi s 
company to construct an electric railw ay fr om Sp ring fi eld 
to Quincy. Cap ital st ock, $150.oco. Office rs: H . H. Colby, 
president; C. W. H ought on, vice-president ; R. E. Bon e, 
secre t a ry and treasurer , all of Pitt sburg; G. L. Ha rn sber ger, 
Sprin gfield, chi ef eng in eer. 

Mattoon, Shelbyville, Pana & Hillsboro Traction Com
pany, Mattoon, Ill.-W. R. Patton writes th at thi s company 
has secured franchi ses t o build an elec tric railway in and 
betwee n Mattoon, Shelbyville, T ower Hill , Nok omis, Wind
sor and Irving. H ill sboro and P an a have n ot yet granted 
frane hi ses. Capita l st ock, $5,000. Officers: W. R. Patton, 
Charl eston, president ; J . B. Cr aig, Mat t oon, secretary: 
J. W. Yantis, Sh elbyvill e, treasurer. [S. R. J., Apr il 18, 
'08. ] 

Winona Interurban Railway, Winona Lake, Ind.-An
nouncement is made by this company that work wi ll begin 
on the lin e from Warsaw to Fort Wayne, by way of Colum
bia City, as soon as the P eru extension is completed. The 
se ct ion between Warsaw and Columbia City will be com
pleted first and put in opera ti on, an d t hen the sec t ion be
tween Co lumbia Ci ty and Fo rt Wayne wi ll fo ll ow. The 
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funds wi ll be raised by the sa le of 5 per cent bonds. The 
estimate d cost is $30,000 per mi le. 

Keokuk & Columbus Junction Transit Company, Keokuk, 
Ia.- Theo. A. Craig writes t hat t hi s company has not yet 
dec ided when contracts wi ll be awarded fo r th e construc
tion of this proposed 75-mile electric railway which is to 
con nect the following cities: K eokuk, Su mmitville, New 
Boston, Charleston, West Point, Lowell, New London, 
Winfie ld and Columbus Junction. The company expects to 
furnish power for lighting. Capital s tock, $rn,ooo. Office, 
28 North Fifth Street, Keokuk. Officers: J. E. Peterson, 
New London, president; D. B. Hamill, Keokuk, vic e-presi
dent; Theo. A. Craig, Keokuk, secr etary; Ira W. Wills, 
Keokuk, treasurer. [E. R. J. , Jun e 6, '08.] 

*Clarinda, College Springs & Southern Railway, College 
Springs, Ia.- The Engineering Co nstruction & Securities 
Company, Chicago, has secured a contract for the financing 
and const ruc tion of an 18-mile elect ric railroad from 
Clarinda, on the Chicago, Burlington & Quincy R ailroad, 
via College Springs, to Blanchard, Ia., or Elmo, Mo., on the 
Wabash Railway. Active work on th e financing will be 
begun at once, the work to be in charge of C. B. Judd, chief 
engineer, and C. A. Ross. 

*Lawrence, Kan.-It is stated that Albert Emanuel and 
W. R. Sullivan, Dayton, Ohio, are con sidering the con
struction of a street railway in Lawrence. 

Kent Traction Company, Baltimore, M d.- A lva A. Lam
kin, 611 Equitable Building, Baltimore, general m anager of 
t his company, ann oun ces that plans have been m ade for 
beginning con struction on th e proposed 12-mile ove rh ead 
electric railway between Tolchester and Chestertown this 
spring. The line w ill also reach Tolches ter Beach, an 
amu sem ent r esort. The company expects to purchase IO 
cars. The power station and repair shops wi ll b e located 
in Chestertown. [E. R. J., D ec. 12, '08.] 

*Guadalajara, J alisco, Me x.- George Mitchell, New 
York, is at the head of a syndicate of Americans and 
Mexicans who have ap plied to the State Governments of 
J a lisco and Zacatecas for concessions to build an electric 
rai lway between Guadalajara and Mezquita! de! Oro, a 
distance of about 65 miles. The line will do a freight as 
well as a passenger business. E. D. Cruise is chief engineer 
with headquarters at Guadalajara. 

*Mexico City, Mex.- It is reported that the British firm 
of S. Pearson & Son, Ltd., who are operating the National 
Tehuantepec Rai lroad under lease from t he Mexican Gov
ernment, are interested in the proposed rai lroad that is to be 
buil t from the station of San Geronimo, on the National 
Tehuantepec line , to the city of Merida. The federal 
government recently granted a concession for the con
struction of t he mountain divis ion of 80 m iles of the pro
posed line. It is provided in this concession that the 80 
mi les which it covers is to be operated by electricity. The 
electric division of the road will run between San Cristobal 
and Tuxtla. From San Geronimo to Merida by the route 
of t he proposed road is more than 450 miles. 

Rochester & Manitou Railroad, Charlotte, N. Y.- This 
company announces that it will bu ild 1 mile of track, largely 
relaying old rails. It will also construct a 2000-ft. concrete 
viaduct a nd a 600-ft. wood-piled trestle. 

Rochester, Syracuse & Eastern Railroad, Syracuse, N. Y. 
- This company is said to have decided upon a definite 
route for its proposed 25-mile extension from Port Byron 
to Syracuse. The lin e will provide direct service from 
Syracuse to Rochester. It is the intention of the company 
to have the extension completed and ready for operation 
by the first of next January. 

F indlay-M arion Railway & L ight Company, Columbus, 
Ohio.-This company announces that it wi ll begin on April 
r the construction of the proposed overhead electric rail
way which is to connect Findlay, Mount Blanchard, Forest, 
Marsei lles , Meeker and Marion, a distance of 46 miles. 
The company expects to purchase 12 cars. A contract has 
a lready been awarded to furnish the company with power. 
Capital stock authorized, $250,000, to be increased to $1,250,-
000. Headquarters, 535 Columbus Savings & Trust Building, 
Columbus. Officers: R. P. Hankey, 57 Smith Avenue, De
troit, Mich.; W illiam Bishop, Mount Blanchard, vice-presi
dent; G. W. Meeker, Columbus, secretary and treasurer. 
[E. R. J., Nov. 21, '08.] 

P a inesville & Youngstown Railroad, Windsor , Ohio.
At a recent meeting of the promoters of t hi s projected 
electric railway which is to extend through Leroy, Windsor 
and possibly Warren, an organization was effected for t he 
purpose of placing the project before the pub lic. T ~e 
organization as formed consists of H. E. Hammer, c ha1r
man; 0. A. Bartlett, Leroy, president and F. H. Murray, 
Painesville, trustee. [E. R. J., Jan. 9, '09.] 

People's Railway, T or onto, Ont.-Announcem ent is m ade 
that this company has not yet awarded any contracts for 

the_ cof!stru ction of t he proposed overhead el.ect ric railway 
w hich 1s to connec t Stratford, Berlin, Guelph and Woo d
stock, by way of N ew Hamburg, Berlin, Fergus and Elora. The 
:'yste~ will have about 88 mile s of sing le t rack. It is the 
mtent1on. of t he company to begin construction in April. 
Power will be purchase d from the Hydro-Electric Commis
sion. The repair shops will probab ly be located a t Ne w 
Ha mburg. T he company has already applied for a charter. 
The capitaliza ti on will be $1,000,000. Bonding powers to 
t he extent of $20,000 per mile are asked. H eadquarters, 
428 Traders' Bank Building, Toronto, Ont. Provisional 
directors: N. R. Bugg, Brig ht, O nt .; W. A. Bugg, J oseph 
McNei l, A. N. War fie ld and J. H. Vvood, T oronto ; W. J. 
C. Madden, Calgary, A lta.; R. E. l\IcNeil, Delphi, Ind. R. 
T. Gough, B. of B. N. A. Chambers, Toronto, chief engi
n eer. [E. R. J ., J an. 9, '09.] 

Philadelphia & Garrettford Street Railway, Philadelphia, 
Pa.-This co mpany is planning to make two extensions to 
its line s. The fi r st extension w ill be made fr om the com
pany's terminus in Upper Darby to Springfield T ownship, 
and will enter Media at State Street and t he Providence 
Road, and will run along State Street beyond Orange . The 
other extension will be fro m th e Upper Darby t erminu s to 
the Lansdowne ra ilway station . 

Greenville, S. C.- A. E. Sussex, Greenville, writes that 
the plan of bu ilding an elect ric ra ilway from Gr eenville to 
the summit of Paris Moun ta in is still in a preliminary 
stage. No company has been formed up to the p resent 
time and no details arranged. Mr. Sussex sta tes tha t t he 
entire matter is in the hands of the Chicag o Development 
Company, which will construct the railway, p rovided the 
people of Greenvi ll e wi ll subscribe the sum o f $30,000. 
[E. R. J., Feb. 6, '09.] 

*Seneca, S. C.-Capt . W. A. T hompson, of Seneca, is re
ported to be in t erested in a proposition to build an electric 
rai lway from Vvalha lla to Seneca. 

Gainesville, Tex.-It is s tat ed that E. S. A lnutt will begin 
the construction of a street railway in Gainesville on March 
I. Contracts have already been placed for material. The 
line will be equipped with six-cylinder motor cars. [E. R. J., 
Jan. 2, '09.] 

Mount Pleasant, Tex.- H. W. Peterman has begun the 
grading for t he proposed gasoline motor rai lway which is to 
extend from Mount P leasant to R ed Springs Lake and Del
wood Park, about a mile from the city. [E. R. J., Aug. 8, '08.] 

Southern Traction Company, Fort Worth, Tex.-This 
com pany plans to build a gasoline motor line between Fort 
Worth, Everman, Burleson, Joshua and Cleburne. The 
permanent locat ion surveys will be m ade a t once. Connec
tions wi ll be made with t he Interna tional & Great Northern 
Rai lway at Fo r t Worth and Everman; with the Houston & 
Texas Central R a il way between F or t Wo rth and Everman ; 
with the M issouri, Kansas & Texas Railway at Burleson, 
and with the Gulf, Colorado & Santa Fe at Cleburne. The 
company has not yet decided w hen contracts will be 
awar ded fo r material and equipment . Headquarters, Room 
28, Dundee Building, Fo rt W orth , Tex. Trustees: S. B. 
Hovey, H. H. Cobb and T . Yarbrough, a ll of Fort Worth. 

Montgomery Traction Company, Christiansburg, Va.
E. S. Hagan announ ces that thi s company proposes to 
bui ld an electric ra ilway from Chri st iansburg t o Cambria. 
It has not yet been d ecided when con t racts will b e awarded. 
Capital stock, au thorized, $25,000. Office rs : C. A. Johnston, 
Christiansburg, p r esident ; E. S. Hagan, vice-president and 
general manage r ; C. X. Wade, secretary and treasure r, all 
of Christian sburg. 

Winchester & Washington City Railway, Winchester, 
Va.-It is announced that this company, which at present 
operates a p owe r plant, will build an electric railway to . 
connect Winch ester and Washing ton, D. C. Capital stock, 
authorized and issued, $ 175,000. Bonds, authorized and 
issued, $125,000. Officer s: S. H. Hansbrough, president; 
Chas. M illi kin, vice-p r es ident ; Shirley Carter, secretary and 
treasurer; D . M. Swink, sup erint endent, all of Winches ter . 
[S. R. J., May 9, '08.] . 

Big Bend Transit Company, Spokane, Wash.-This com
pany ann ou nces that it has practica lly completed its finan
cial a rrangem ent s and active construction will begin early 
in t he spr ing. T he co mpany has a cquired some 45 miles 
of rig ht of way. P art of the proposed construction involves 
a line t o Davenpor t, W ash., some 15 miles in length, pro
jected from th e rive r route . Sever al extensions have been 
surveyed, and m ost recently a line from the junction of the 
rivers down the Columbia, about 6 miles, to Peach. The 
surveyed route follows the valley of the Spokane River 
from Spokane w est about 60 miles to Miles. The company 
now own s about 7 miles of right of way on the Indian and 
:'.\Ii li tary R eserves, a ll of w hich has been graded; also a 
term inal g rant adj oining the right of way along the Colum-
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bia Rivei:, provi1 i11g sev era l t housand fee t oi river frontag e. 
F rom this term m al s t eam boat service will be pruvided to 
take care of tl: e to_nnage and pa ssenger traffic up the va ll ey 
of t he Columbia River fo r a d1 ~tance o f 65 mi le s. The com
pan~ a ls t? own_s a wat er power site on t h e Spokane River, 
2 _miles t rom its m<?u th , cap abl~ of developing 25,000 hp. 
D1re_ctors : W. A. ric holls, pres ident ; F. E . Goodall, vice
pres1den t; F. J . F mnecue, I. W . Anderson, J. \V . Sawyer 
and I. W. Fry, all of Spokan e. 

Seattle, Sno_homish &_ Everett Railway, Seattle, Wash.
Cha rles M. K 11nba ll wntes it is probable t hat within three 
months t hi s com pany will begin th e construction of its 
proposed overh ead elec tric rai lway w hich is to connect 
Seattle, Bo t hell , Sn oh om ish and Everett, a distanc e of about 
32 miles. Capita l s tock, au thorized and issued, $500,000. 
The comp any expec t s to p u rchase from six to ten cars. 
H eadquarter s, 443 New York Block, Sea tt le, Wash. 
Officer ~: C!yd e C.. Chi t t en den, president ; Joseph R. Mc
Laughhn, vic e-presiden t; Cha rles W . K imball , secret ary and 
t re asurer. [E. R. J ., Aug. 22, '08.] 

POWER HOUSES AND SUBSTATIONS 
Shore Line_ Electric Railway, New Haven, Conn.- This 

com pany, w hich contemplates t!t e construction of an elec
tric railway from Stony Creek east to the Connecticut River 
and north to Essex, is sa id to have awarded a contract to 
th~ _New H aven Rigging Company, N ew H aven, for the 
dnvmg of th e p il es in connection with laying the foundation 
for the power p lant t o be ere cted at Saybrook. 

Chicago, Blue Island & Joliet Traction Company, Chi
cago, Ill.-This company advises that it will place con
tracts during th e n ext t wo m onths for a 500-kw rotary 
converter and t h e construct ion of a substation. W. H . 
Conrad, 1145 First National Bank Building, Chicago, Ill. 

East St. Louis & Suburban Railroad, East St. Louis Ill.
~ t is announced t h at this company contemp lates enl;ro-ing 
its pow er sta tion at East S t. Louis which will n ecessitat e 
th e p1;1rchase of n ew m achinery . Charles F. H ewitt, general 
supermtenden t . 

People's Gas & Electric Company, B urlington, Ia.- C. H . 
W alsh, m anager of t his compan y, announc es that orders 
have just been p laced w ith t h e J effrey M anufacturing Com
pa ny fo r c oa l and ash han dling appa r atus, and w ith the 
Murray Iron Works Company, Burlington , fo r n ew water
tube boi lers . [E. R. J. , Au g. 1, '08.] 

Parson~ Street Railway & Electric Company, Par sons, 
Kan.-This com pany, whi ch holds a fra nch ise for a street 
railway in Parsons, has purchased th e power plant of the 
Parsons Elec t ric L ig ht & Power Company. It is an
!1ounce? t h at th e com pany wi ll expend about $50,000 in 
1mprovm g th e power station. Albert Emanuel Dayton 
O hio, pr esident. ' ' 

Omaha & Council Bluffs Street Railway, Omaha, Neb.
Thi s company is said t o have pu rc hase d a plot of ground 
adjoining its power p lant on t h e south for the plant's en
larg ement . Boiler s and turbi n e en gin es will be added to 
th e plant t o h an dle ext ra business and an addition to th e 
sta tion w ill b e b uilt . 

Toledo Railways & Light Company, Toledo, Ohio.- The 
a rmature of one of the 3000-kw turbines in th e power 
plant of this company burned recently. A duplicate unit 
has furni sh ed energy since. · 

Oklahoma (Okla.) Railway.-It is announced that this 
company is in the m arket for coal an d ash handling appara
tus . 

Pittsburg (Pa.) Railways.-This company has awarded 
the contract for furnishing a 5000-kw generator for t h e 
Brunots Island power plant to t h e W esting house E lectric 
& Manufacturing Company. The contract for fu rnishing 
and installing all st eam an d exh aust p iping in conn ec tion 
with setting up this gen era to r has been awarded to t h e 
Pittsburg V alve, Foundry & Con st ruction Company. 

SHOPS AND BUILDINGS 
Atlantic Shore Line Railway, Kennebunkport, Maine.-The 

car house of this company, a one-s tory b rick building, was 
destroyed by fir e on Feb. 7. It is report ed t h a t seven semi
convertible ca rs were also burned. T h e loss is es tim ated 
at about $50,000, covered by insuran ce. 

Boston & Northern Street Railway, Boston, Mass.-Fire 
on F eb. 6 destroyed this company's car hou se, situated on 
Green Street, M elrose Hig hlan ds, toge th er with three open 
an d fo ur closed car s. T h e loss is said to be in the neighbor
hood o f $IOo,ooo. 

Ohio Electric Railway, Cincinnati, Ohio.-It is st at ed that 
this company h as closed a deal for a depot s ite in Lima. 
The dep ot will b e located on East Ma rket S tr eet, occupyin a 
100 ft. in frontage and extending 300 ft. on Central Avenu~ 
and 400 ft. t h r011gh to U ni on Street. 

Manufactures & Supplies 
R OLLING STOCK 

Rochester & M anitou Railroad, Charlotte, N. Y., ex pe <.:h 
to pu rchase 20 r ecordin g fa re regi~ter s. 

Atlantic Shore Line Railway, Kennebunkport, Maine, lost 
~ix open ca rs an d a clo sed ca r in a fir e wh ich destroyed its 
barn a t Ke nn ebunkpor t on F eb . 6. They will be re p laced 
before summ er. 

Boston & Northern Street Railway, Bost0n, Mass., lo ~t 
three open cars and four closed cars in a fi r e which de
stroyed its car ba rns a t Melrose H eigh t s on Feb. 6. It 
does n ot expec t t o repl ace th ese car ~. 

Oklahoma Railway Company, Oklahoma City, has pur
chased from th e Am erican Ca r Company, S t. Loui s, six 
single-truck c losed · ca r s 20 f t. lon g an d four 30-ft. s emi- ' 
convertible double-t ruck car s. 

Chippewa Valley Railway, L igh t & P ower Company, Eau 
Claire, Wis., ha s purchased four IO-bench ca rs and 4 1 mo
to rs from th e D orner R a ilway Equipm ent Com pany, Chi
cago, Ill. These equipm ents w ill be d elive r ed at onc e. 

Miami (Fla.) E lectric Railway, which is in the hands of 
H. C. Roomes, r eceiver, has decided to abandon elect r icity 
as motive powe r and will op er a t e gasoline motor cars. At 
present the company opera tes three car s. 

Rochester & Sodus Bay Railway, Rochester, N . Y. , has 
placed an order for four interurban car bodi es w ith t h e 
G. C. Kuhlman Ca r Company, Cleve land. This order was 
referred to in th e ELECTRIC RAILWAY J OURNAL of Ja!'l. 30, 
1009. 

Ashland (W is.) L ight, Pow er & Street R ailway, h as pur
t: hased five motor and five trailer IO-b ench single-truck 
cars for immedia te delivery from t he Dorner R ailway 
E quipment Company, Chicago, Ill. Th e order a lso included 
2 0 motor equipments . 

Eastern Pennsylvania Railway, Po ttsville, Pa., has award
ed a contract to t h e Cinc innati Ca r Company fo r two 
semi-convertibl e cars. The contract fo r th e electri ca l equip
m ent was awarded to th e Gen eral Electric Company. but 
no decision h as been r each ed r egarding the trucks. 

Helena Light & Railway Company, Helena, Mont., has 
placed an order w ith th e Cincinnati Car Company for two 
single-truck closed city car s. The electrica l equipment fo r 
th ese cars will be supplied by th e General E lectric Com
pany. T h e order for the trucks has n o t y et been p lac ed. 

Chicago (Ill.) Railways Company w ill re ceive bids on 
Fe b. 15 fo r 350 pay-a s-you-enter cars. They w ill be of prac-
1 ically t he same dimensions as the cars ordered about a 
year ago, but will probably b e somewhat lighter . L a ter 
1 he company will probably increase the order to 550 ca rs. 

Findlay-Mari on Railway & Light Company will soon b e 
in the market for 12 interurban cars for its new line from 
F in dlay to Marion, O hio, 46 miles. Construction work on 
the line wi ll be begun in April. G. W. Meeker, 535 Colum
bus Savings & Trust Building, Columbus, Ohio, is secretary 
of the company. 

Ohio & Michigan Southern Railroad, Toledo, Ohio, will 
urder three interurban cars wit hi n th e n ext 30 days. Thi s 
i~ a pr eliminar y order and th e company will need additional 
equi pm ent fo r its projected lines as they are completed. 
\V. E. N il es, 122 Monroe street, Chicago, Il l. , is secreta ry 
n f th e company. 

Conestoga Traction Company, Lancaster, Pa., which was 
reported in th e E LECTRIC R AILWAY J OURNAL of F eb. 6, 1909, 
to b e in th e m arket for 20 in terurban cars, will probably 
buy ab out 18 n ew cars thi s spring, but has not definitely de
cided on th e exact numb er. If 18 cars are purc hased, six 
will be double-truck closed cars m easuring 40 ft . over all, six 
will be sin gle-truck closed cars measuring 30 ft . over a ll, and 
six w ill be double-truck open cars measuring 40 ft . over all. 

Salt Lake & Ogden Railroad, Salt Lake City, Utah, will 
soon purch ase sev er a l mot or cars fo r use on its lin e b e
tw een Salt Lake City an d Ogden, which line is t o be elec
t ri fie d immediately. In addition to th e m ot or cars to be 
purchase d, t h e com pany will r ebui ld upward of 40 of its 
st eam passenger cars and equip them for op er ati on by 
elec tricity . T he motor car s will eac h be equ ipped with 
four IOO-hp motors, m ul tipl e-uni t cont ro l, au t om atic air 
brakes, an d w ill b e gear ed to run 60 miles an hour . 

TRADE NOTES 
Chandler Bros. & Company, Philadelphia, Pa., announce 

that L. W. Ffo ulkes has becom e associa t ed with them in 
t heir bon d department. 
· Ottawa Car Company , Ottawa.-T hi s company is build -



ELECTRIC RAILWAY JOURNAL. [VoL. XXXIII. No. 7. 

ing IO additional pay-as-you-e nter cars, under lic ense of the 
Pay-As-You-Enter Car Corporation, for the Ottawa E lectric 
Ra ilway Company. 

Dorner Railway Equipment Company, Chicago, Ill., re
ports it has sold four Westinghou se motors and a wheel 
press _to the Hutchinson Interurban Railway Company, 
Hutchmson, Kan. • 

Westinghouse Machine Company, builder of the Roney 
stoker, reports that the Public Service Corporation, Jersey 
City, N. J., has adopted this type of stoker as the result of 
detailed competitive tests between Westinghouse and other 
makes, 15 equipments being order ed for the present. 

Standard Roller Bearing Company, Philadelphia, Pa., 
announc es the appointment of F. M. Ge rman e, formerly 
sales manager, as assistant genera l manager of th e com
pany; T. J. Heller as sa les manager, and F. W. Lawrenc e as 
W es t ern represe nta tive, the latter with headquarters at 
Chicago . . 

Crocker-Wheeler Company, Ampere, N . J., has closed a 
co ntract to equip with motor drive th e new woodworking 
factory of th e J ohn Hofman Company, Rochester, N. Y. 
The order includes a generator, three lighting transformers 
and 40 induction m ot ors ranging fr om 1 hp to 30 hp, 
w ith a total capacity of about 200 hp. 

M. P. Paret has re signed as chief engineer of the Kansas 
Ci ty, M exico & Orient Railroad to ente r into partnership 
wit h E. J. Beard as consultin g engineer, with main offices 
at Kansas City, M o. Mr. Bea rd was formerly principal 
ass istant engin eer of t h e Chicago, Rock Island & Pacific 
Rai lroad, and for the la st two years has been chief engi
neer of J. G. White & Company, New York. 

Archer & Rollins, Kansas City, Mo., have formed a part
nership for carrying on a genera l engineering busin ess in 
t heir secti on of the country. These gent lemen have each 
been engaged in engin ee ring work fo r several yea rs past. 
The office s are at 536-537 Bea ls Building, Kan sas City, 
wh ere Mr. Archer has m ainta in ed an engin ee rin g office for 
some time past. The new firm wou ld like to r eceive cata
logs from manufacturers descriptive of th eir materia l. 

American General Engineering Company, New York., has 
recently made a rrangements to hand le the repair work of 
t he Watson-Stillm an CQmpany on a ll classes of the la tt er 
company's machin ery and equipment in and about New 
York. The central location of th e A merican Company's 
shop on West Stree t. and its r eputation for good work
man shi p and quick delivery will enable the Watson-Sti llman 
Company t o g ive prompt and effic ient se rvic e on a ll its 
repair work in New York City. 

Lord Electric Company, New York, has appointed the 
Monroe Brass & \Vire Company, of Cincinnat i, it s exclu
sive ter ritori a l age nt in the Cincinnat i t errit ory ; the W. R. 
Garton Company, of Chicago. exclusive agents in the Chi
cago territo ry, and T. C. W hite, of St. Louis, exclusive 
age nt in the St. Louis terr itory. These agents w ill handle 
the various products of the Lord E lec tric Company, whic h 
include Ea rll retrievers and catc her s, lamin ated soldered 
ra il bond s, Shaw lig h tning arreste r s, aut o-di sc harge, lami
na r and ve r tica l unit choke coil s, together with other spe
cialties now being placed on the market. 

I. R. Nelsen & Company, Newark, N. J., announce that 
besides the r egula r repa ir work dc ne a t th eir sh c ps in New
ark, an expe rienced force of men is employed on special 
emerge ncy work w hi ch a railway compa ny m ay want done 
in its own shops. This app li es particularly to ove rhauling 
and painting summer and wint er cars in th e seasons when 
such work is usually done. Severa l contracts for painting 
summer cars have r ecently been closed by this company 
with electric railways in the Easte rn States. Some work 
has a lready been commenced although it is early in the 
season. Experienced p aint ers a re employed by the com
pany an d contracts are taken to do this work at the rail
way companies' shops and according to their specification. 

Allis-Chalmers Company, Milwaukee, Wis., has obtain ed 
a gas engine contract from th e Pittsburg P late Glass Com
pany for add itional equipment at Crystal City, Mo., which 
already contains the fa mou s unit of 3500-kw. capacity, ex
hibited at St. Louis Exposition in 1904. The new 
apparatus consists of two a.c. gene rat ors of 3000-kw com
bined capacity, each drive n by a 34-in. x 48- in. horizontal 
twin-tandem gas engine. For the Kokomo, Ind., plant of 
t he same company there are b eing built three gas engines 
and generators with an aggregate capacity of 2250 kw. Ad
ditional contracts for gas engines, at present pending, in-
volve 30,000 hp. · 

ADVERTISING LITERATURE 
0. M. Edwards Company, Syracuse, N. Y., has issued 

catalog B, describing its latest types of w in dow fastenings. 

Westinghouse Traction Brake Company, Pittsburg, Pa., 
has issued an instruction pamphlet describing electric pump 
governors. 

Walch & Wyeth, 87 Lake Street, Chicago, Ill., have issued 
an illu strated booklet describing the Erwood straightway 
swing gate valve. 

The Franklin Electric Manufacturing Company, Hartford, 
Conn., is sending to the trade a circular calling attention 
to the quality of the line of tungsten lamps which it makes. 

Dean Bros.' Steam Pump Works, Indianapolis, Ind., have 
issued a 56-page ca ta log describing their condensing 
machinery, together with tables of dimensions, capaci
ties, etc. 

Ferracute Machine Company, Bridgeton, N. J., describes 
in catalog No. 16, dated Jan. 1, 1909, the full line of stamps, 
presses and metal working machinery of other kinds which 
it makes. 

Industrial Instrument Company, Foxboro, Mass., with 
offices in New York and Chic ago, has issued bulletin No. 16, 
illustrating and describing revoluti on counters, tachome
ters, tachographs and similar instruments made or imported 
by it. 

Archbold-Brady Company, Syracuse, N. Y., is distributing 
three folders w hich contain some inter esting views of the 
steel towers and poles erected by that company for Niagara 
power tran smis sion and catenary steel bridges for the 
Syracuse, Lake Shore & Northern Railroad. 

Rhodes, Curry & Company, Amherst, Nova Scotia, are 
sending out a la rge calendar with a view of their extensive 
works for the manufacture of cars and car parts. 

Wood Drill Works, Paterson, N. J., has issued a 12-page 
booklet entit led "\V ood R o ck Drill s," showing their adapt
ability to tunnel driving, drilling in concrete, and open-cut 
work. with detail ed costs of drivin g the Tieton tunnel at 
No rth Yakima, Wash., U. S. R eclamation service and on 
other engin eering works. 

Westinghouse Electric & Manufacturing Company, Pitts
burg, Pa., has published in pamphlet fo rm court decisions 
r elating to the fo ll owing patent litigation: Tesla polyphase 
system , patents Nos. 381,968, 382,279, 382,280; spring-ring 
armature, Nolan patent No. 582,481; edgewise circuit
break er , Wright & Aalborg patent No. 633,772. 

Joseph Dixon Crucible Company, Jersey City, N. J., has 
recent ly published a 24-page pamphlet with the title "Lubri
cating M otors ," which disc u sses the application of graphite 
for lubric a ting automobiles, motor boats and motor cycles. 
The Februa ry number of "Graphite," published by this com
pany, contai ns an article by W. H . Wakema n on corrosion 
in steam boilers. 

Fred T. Ley & Company, Inc., Springfield, Mass., are 
sendin g out a booklet w hich conta in s p hotographs of a 
numb er of in stallations for w hich they have been contract
ors. Among the contracts were the fo llowin g: line building 
construction for the Connecticut River Power Company; 
cable work for the Connec ticut Company; concrete abut
ments for th e Boston & A lbany Railroad; track and re
ta ining wa ll construct ion for the Shelburne Falls & Colrain 
Street Railway Company, and track work for the Springfield 
Street R ailway Company. 

NEW PUBLICATIONS 

Di e Fortsc hritte auf dem Gebiete d er E lektrischen Fern
bahnen (Progress in the Fie ld of Long Distance 
E lectric Railroading). By 0. C. Roedder, Wiesbaden; 
C. W. Kreide l, 1909; 324 pages (7 in. x 10,½ in.); 172 
illustrations. Paper, 12.6 marks. 

The author of this work has set himself the task of 
summ ing up th e characteristic operating features of all 
the d.c and a .c. systems w hich are applicab le to long-dis
tance railway electrification. In this he has admirably suc
ceeded. His understanding of American· railway affairs, 
partly through former residence in the United States, has 
made his chapters on the electric railways of this country 
unusually accurate and interesting. In fact, it would be 
difficu lt to find anywhere a better resume of all the operat
ing statistics and descriptions. which have be en published 
in this paper or presented in recent years before the Amer
ican Institute of Electrical Engineers, the New York Rail
road Club and other bodies, Undoubtedly, this portion of 
the work will be especially valuable to the German railway 
world. Mr. Roeder has summarized European practice in 
like manner. The drawings and curves apparently were 
redrawn for reproduction and add much to the comfort 
of the reader. Another striking feature of the work is the 
series of tables g iving the fundamental data on 77 impor
tant electric railways of high-tension d.c. and a.c. types. 




