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Special Cars at Central Electric Meetings 
The program for the next meeting of the Central Elec

tric Railway Association, to be held at Detroit, on Aug. 
26, includes a paper by F. D. No rviel, Indiana Union 
T raction Company, on "The Development of Long Dis
tance Passenger and Freight Business." It ha s been sug
gested that the time will be an appropriate one for officia ls 
of various properties to make the trip fro111 their homes 
to the mC'cting place in special ca rs. At several recent 

are many who are not acquainted with the opportunities 
afford ed by electric roads, and their patronage may be se
cured by advertisement. A special electric car that has 
carried delegates to a meeti ng a long distance from their 
homes is a novelty that has proved to be an attraction not 
only for outsiders, but also one that stimulates interest in 
the work of the association. 

Rules for Interurban Railways 
E lsewhere in this issue wi ll be found the complete re

vision of the code of interurban rules to be presented at 
the Denver convention by the committee on interurban 
rules of the Transportation & Traffic Association. It wi ll 
be remembered that the committee presented to the associa
tion last year a tentative code, which was referred back to 
it for further consideration. On May 25 a conference 
was held by the committee in Washington, D. C., and the 
discussion of the rules at that time resulted in the formula
tion of a number of radical changes, some of which were 
discussed editorially in the issues of this paper following 
the meeting. Several of the rules about which there were 
wide differences of opinion among those present at the 
Washington conference were passed for further study by 
members of the committee, and these rules, togeth er with 
all the other proposed changes, were carefully considered 
at a subsequent meeting held in Fort Wayne, Ind. , July 27. 
T he revisions printed elsewhere in this week's issue are 
the present c.onclusions of the committee. Some of the 
changes made a re comparatively unimportant, but the adop
tion of 19 and 31 forms of train orders, with the rejection 
of th e coded form of blank, the change in rule 203 relating 
to trains leaving initial station, the method outlined for 

the protection of trains proceeding under a flag, and the 
procedure prescribed for calling the dispatcher when an 
opposing car has not arrived at a meeting point, are vital. 

Throughout all of its work the committee has given the 
widest publicity to the proposed revision of the rules , and 
has invited suggestions and criticisms hy letter , or in per
son at its meetings, from operating of-ficials of railway com
panies and any others who are interes ted in interurba11 
railway rules. The publicatill11 at this time of the changes 
a t prese nt proposed in the code is in line with this policy 
of publi city, and when the rules are finally adopted a't Den 
ve r they should represe nt the bes t opinion of all whn take 
an interest in intnurh:in railwa y operation. 
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Restriction of the Tayler Plan 
The attitude of the daily newspapers of Cleveland and 

the tone of public comment on the disaster to Mayor John
son's plans in the referendum of last week indicates the 
general desire for a return to the Tayler ordinance, or a 
modification thereof. Probably the main features of the 
Tayler plan would have formed the framework of an ordi
nance that would have been accepted by the company op
erating the street railway, notwithstanding some objection
able provisions, if the negotiations had not been discon
tinued by the Mayor. He and his supporters did all that 
lay in their power to discredit this plan, in spite of the 
demand of the public for its adoption. If the Tayler plan, 
amended or as drawn originally, is brought forward again, 
a change should be made in the provision of the measure, 
as drafted, which was designed to restrict the return on 
the investment represented by the capital stock to 6 per 
cent annually. No matter how the earnings of the prop
erty developed, or what degree of operating effici ency 
might be attained, the maximum return was to be fixed at 
this figure. If the property could be made to pay this rate 
of dividend, either with low fares or the usual prevailing 
rates, that was all the stockholders could expect . It ap
pears that the real effect of a limitation of that nature 
would be to destroy the incentive to initiative arising from 
the hope of profit greater than that which may be obtained 
by ordinary effort only. 

Mountain Railways in Europe and America 
One of the features of travel in Switzerland is the large 

number of mountain railways, steam, cable and electric , 
which reach almost every coign of vantage for very mod
erate fares. In fact, throughout Europe, almost every ac
clivity from which a view can be had and which is at all 
accessible to the tourist is provided with means by which 
he can easily gain the summit. 
the home of this class of road. 

Of course, Switzerland is 
There they are the most 

numerous and longest, and, according to the published re
turns, they are quite profitable. Thus, during the year of 
1907 the Rigibahn, the pioneer of them all, paid IO per 
cent; the Vv engernalp paid 8 per cent; the Glion-Rochers 
paid 7 per cent; the Pilatusbahn paid 6,½ per cent; the 
Gornergra t paid 5 per cent, and the J ungfraubahn, still in
completed, 4 per cent. These are the six principal moun
tain railways in Switzerland. Owing to their unique char
acter, some of the unit figures of cost of construction and 
receipts of these lines are worth publishing. The Pilatus
balm, being typical of all, can be taken as an example. 
Its total cost of construction was $887,121, or about $216,-

000 per mile. In all, 143,640 passengers were carried in 
1907, and the average fare paid was $1.17. The gross re
ceipts were about $21,000 per mile. Of all the lines, that 
up the Jungfrau has been the most expensive. Up to the 
end of 1907 $1,451,462 had been spent in its construction, 
which has cost practically at the rate of $400,000 per mile 
of track. 

This satisfactory financial condition often suggests to the 
American traveler that mountain rai lways here might be 
profit1ble, but a little thought will disclose, we think, that 
there are not the same opportunities in this country as 
abroad. The number of visitors to any single mountain re-

sort here, like the Adirondacks or the White Mountains, is 
very much less than where a small territory is the recrea
tion ground of an area as populous as the Continent of 
Europe. The season at our Eastern mountain resorts is 
also much shorter than that in Swi~zerland, and the alti
tudes to be ascended are less, so that there is less depend
ence on transportation lines for reaching the summits. 
Probably, also, the cost of construction would be consid
erably greater in thi~ country than in Switzerland. The 
possibilities are worth considering where the conditions are 
favo rable, but we do not believe there is any very great 
unoccupied field for mountain railways in this country. 
The most prominent example in the Eastern States of a 
mountain railway is that up Mt. \Vashington, in the White 
Mountains. This line has been in operation for many 
years, and, although profitable, has not been a very con
spicuous example of financial success. The lack of any 
considerable number of imitators and the abandonment of 
one or two other lines in the East do not encourage the 
construction of similar roads. There are several scenic 
roads in the Far West, and from appearances they have 
had better fo rtune. That up Mt. Lowe, near Los Angeles, 
and the P ike's Peak line in Colorado carry a goodly number 

1 of passengers, and it is said that the latter is to be con
siderably extended. Another important road of this char
acter is that up Lookout Mountain, near Chattanooga. But 
it may fa irly be said that to insure success a long season 
is necessary, longer than that which exists in most of our 
Eastern mountain resorts. 

Clerical Work in the Engineering Department 
Observation of the amount of clerical work imposed upon 

the engineering departments of large electric railway and 
lighting companies prompts the suggestion that here is a 
possible source of extra expense and reduced divisional effi
ciency. In the nature of things the technical branch of a 
public service corporation must keep accurate records of or 
have immediate access to tests, designs, contracts, specifi
cations and reports ; but unless care is taken to dispose of 
these systematically among the departments most concerned, 
after a given line of practice has been established, the en
gineering staff may find itself overwhelmed "7ith papers, 
and very likely overburdened wi th routine clerical labor that 
should be done by less expensive men than compose its 
personnel. In other words, the primary function of a tech
nical department like the engineer's is advisory, originative 
and critical, and so far as possible repetitive clerical work 
should be performed by other branches of the service. 
T here are plenty of things for an engineering department 

to do besides writing detailed specifications for long-stand
ardized products, copying power station logs from day to 
day, and in general recording statistics which can be more 
cheaply prepared where they originate, duplicated if neces
sary, and then submitted to the department for approval and 
fi ling, criticism or other appropriate action. 

The best practice tends toward the subdivision of clerical 
labors by the location of one or more clerks at large power 
stations, car houses and division superintendents' offices to 
handle routine matters, leaving the engineering department 
free to take up the special work which is responsible for its 
existence. Of course, no hard and fast line can be drawn 

If f ,o ; 
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here, but if all the clerical work is measured by its value in 
a routine or a special case, much will be learned. The engi
neering department can still be held responsible for all speci
fications if the purchasing agent 's staff prepares them in 
detail, though in cases where wide departures from pre
vious practice are contemplated an exception may fa irly be 
made in favor of their preparation by the technical staff. 
With the advance in technical knowledge now being gained 
by the best auditing and purchasing departments, there is 
no reason why many of the routine clerical matters fo rmerly 
handled by the engineering division should not be disposed 
of elsewhere, and without any sacrifice of full and regul ar 
review by the technical staff of all conditic•ns of operation 
which naturally should pass before it . 

Securing Right-of-Way 
Many volumes have been written upon different phases of 

electric railway engineering and there is some literature on 

the conduct of the real estate departments of steam railroad 
companies, but there is comparatively little information. 
in published form, ;as to the proper methods of securing a 
right-of-way through country districts for proposed electric 
railways. The reason for this is undoubtedly because (his 
work is usually undertaken by local promoters who have 
been attracted to the proposition because of its effect on 
their other interests or because they think it will be profit
able. Not having been actively associated with similar un
dertakings, they often make mistakes which prove embar
rassing to the engineers who subsequently have to construct 
the line, and to the company which has later to operate it. 

The three factors principally to be considered in securing 
a right-of-way of, say, 40 ft. in width, wi th slopes, are ( 1) 
the best engineering line; ( 2) the line best servi ng the 

country and, therefore, the road ; and (3) the line of least 
cost fo r land. The adjustment of these conditions takes 

time and tact. 
A good right-o f-way man is essential, and he should ac

company the engineers who make the preliminary survey. 
Experience has shown that the best way to gain right-of

way is to have the owner of the land sign a simple agree
ment to deed to the company the necessary ground. To 
obtain a deed with the owner's signature and that of his 
married consort, duly acknowledged in legal form, is ra rely 
possible, until the line is staked out. The owner requires 

the knowledge on the ground by stakes 100 ft. apart of 
just where his land will be occupied. This engineering 
accuracy is rarely possible in a prel iminary survey, owing 

to the subsequent changes of line made to sui t some other 

land owner, and any change alters the alignment for a 
thousand or more feet both ways. Hence, it is best to defer 
the deed signature for a more certain location on the 
ground. Of course, the agreement in writing of a land 
owner to deed a piece of ground is not binding, but the 
owner usually regards it as such; it is far better than a 
verbal promise, and it permits the right-o f-way agent to 
close up his work with the least effort. 

By traveling with the preliminary survey party, the right
of-way man gains acquaintance with the line, the country 
and- of greatest importance-with the people. He readi ly 
finds out who will be the difficult grantors of land; by gain
ing the consent 

I 
of these first, he wi ll find the other grantors 

more easily signed. Briefly, the success on right-of-way 
li es enti rely on the man, so no effort should be spared to 
secure the best, and three-quarte rs of the country portions 
of the line should be obtainable free. 

It is usually judicious to proceed along the entire road and 
gain all the free g rants before making any intimation of 
payment, fo r news of such a proposition travels fast , and 
after that it is difficult to secure more free grants. 

As a rule, it is as easy to gain deeds to property, exempt
ing mineral and perhaps the t imber, so as to secure merely 
an easement, and such a deed is by far a better asset for a 
company. As a rule, also, it is well to insert at the begin
ning of the deed a clause that the land will revert to the 
grantor provided the road is not built within a specified 

number of years. A demand fo r this clause is invar iably 
made on right-of-way work, and negotia tions will be more 
quickly completed if it is inserted at the start. T he ques
tion of what is a fai r amount to pay for grants of right
of-way is gove rned by too many conditions to permit a 
defi ni te answer . W hen the line lies through country fa rm
ing secti~ns, one factor is the way in which the proposed 
line will cut the property. Twice the local estimate of 
value per acre is, perhaps, a fair average. 

F or right-of-way through incorporated towns the prin
cipal questions are usually length of franchise, paving and 
type of rail. Usually the negotiations take months, and can 
be most quickly concluded by inducing the authorities to ap
point a committee, of not more than five, for the conferences 
between the company and the town. In these cases it is al
ways advisable to secure the confi dence of the town attorney 
or solicitor. His influence is great and, though he is rareJy 

a business man, his decisions on business as well as on 
legal points are generally fi n~! wi th his associates. 

A fter the preliminary work is concluded the road must 

be financed. Many propositions go to financiers in such 
a very crude state that the latte r gain no intelligent 
idea of their value. As a rule, those bankers who entertain 
railway propositions are most interested in the man who 
presents them. If his judgment is thought good the proposi
tion wi ll receive respectful attention. Next in order is the 
manner in which the scheme is compiled, so as readily to 
bring out all the facts necessary for the banker's attention. 

In addition to a word picture of a proposition, a copy of 
each franchise, of the charter and of all agreements bear
ing on the financing is essential. 

The first thought in the banker's mind is the one, "Will it 
pay?" The answer should be prominently set forth in the 
report on the proposition, and is chiefly the population per 

mile and the size of the terminal towns. The character of 
th e country and its industries have much to do with admiss
ible " population per mile." The second thought is: "\Viii 
th e securities per mile be low enough to market them read
ily? '' Earning capacity, of course, governs, and hard-and
fast rules are impossible. The best way is fo r promoters to 
obtain first an opinion from a responsibl e engi neer experi 
enced in thi s class of work, as to the probable success of 
the enterprise, before spending- the money to place the prop
osition in banking- shape. Moreover, the year's work of 
preparation of a project will procee<l more rapidly if there 
is fair assurance of ability to find the construction capital 
on completion of the get-ready worlc. 
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POWER IMPROVEMENTS OF THE CONEY ISLAND & 
BROOKLYN RAILROAD COMPANY 

During the past two yea rs the power system of the 
Coney Island & Brooklyn Rai lroad Company has under
gone a complete t ransformation. Prior to July 1, 1908, 
the company had in operation three steam generating sta
tions, with a combined capacity of about 6500 kw, supply
ing current for the operation of approximately 160 cars. 
The main plant was located ,~here Ninth Street crosses 
the Gowanus Canal, was condensing and secured its coal 
by water. The other two plants, on DeKalb Avenue and 
Coney Island Avenue, were non-condensing and required 
the haulage of coal and ashes. A ll of these plants con
tained Vv estinghouse "Kodak" engines and Climax vertical 
boilers, and the machinery in every case was from 4 to 
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Coney Island & Brooklyn Power Improvements-Map of 
Lines Showing Location of Power Station 

and Substations 

13 years old. The main station contained, in addition to 
the fi ve " Kodak" units, two 800-kw compound Corliss en
g ine-dri ven units. 

The new power system of the company was put in oper
a tion Nov. 1, 1908, and since tha t time has consisted of a 
central power house a t Ninth Street and Gowanus Canal, 
containing two steam turbine uni ts wi th a tota l rated ca
pacity of 7000 kw, supplying. 11 ,ooo-volt alternating current 
to rotary converters contained in substations, one of which 
is located at the power house, one on Sanford Street near 
DeKalb Avenue, and one on Coney Island Avenue at K ing's 
Highway, through high-tension underground distribution 
system. These two turbine units, with six water-tube 
boilers, a re to-day doing the work which was formerly re
quired of 19 engine units and 20 boilers. 

It is instructive to note the economic result of this 

change. For the last fiscal year, or that ended June 30, 
1908, before any of the old plants were shut down, tlie cost 
of manufacturing power, including maintenance but no 
fi xed charges, amounted to $352,440. This was at the rate 
of 6.3 cents per car-mile operated from this power house, 
or about 2 .2 cents per d.c. kw-hour sent out on the line. 
For the las t six months of the present fiscal year, namely, 
from Jan. l to June 30, 1909, the cost of manufacturing 
current a t the new plant, including maintenance but no 
fixed charges, has been $41 ,922, or at the rate of $83,844 
per year. This cor responds to a cost of 1.8 cents per car
mile opera ted, or 0. 7 cent per d.c . kw-hour sent out on the 
line. Consequently the sav ing in cost of operation of the 
new plant over the old is a t th e r ate of over $250,000 per 
yea r , or approximately 4.5 cents per car-mile, or 1.5 cents 
per d.c . kw-hour. Pe rhaps a better idea of the relative 
importance of this saving can be had when it is stated 
tha t for the month of June, 1909, $3,123 was spent for c:oal 
in the new plant, as compared with $19,419 for June, 1908, 
in the old plants. Another significant comparison is that 
in June, 1909, 37 men were employed in the new power 
house and substations, as against 93 men in the old power 
houses during June, 1908. 

The fixed charges on the new plant, it is believed, will be 
as low as possible on a plant of this size, inasmuch as its 
first cost is understood to have bee n probably lower than 
any plant of similar size in thi s vicinity, due to the purchase 
of the new apparatus and materia l at exceedingly low 
prices. 

A ll of this work has been carried out under the direc
tion of Ford, Bacon & Davis, who were engaged in May, 
1907, by the company as consulting engineers for the re
construction of its power system. Before commencing 
actual work complete reports were prepared by these en
gineers covering the power capacity required for future 
operation and estimates of cost of construction. From a 
study of the t ransportation records the peak loads and 
kilowatt-hours output required a t the station were calcu
lated and plotted fo r the years 1907 to 191 2, and the 
size and number of units were selected accordingly. 
For the genera ting station it was apparent that two 
turbines of approx imately 3500 kw capacity each (max
imum rated capacity) would be needed to carry the 
load and that spare capacity should be provided in case 
one of the turbines broke down. The two 800-kw, d.c. 
units at Smith Street were in fair condition for use at 
peak loads during days of heavy traffic and if necessary 
could be reinforced by the five "Kodak" units at the same 
place. \Vhile these " Kodaks" were very uneconomical, it 
was considered more satis fa ctory for the present at least 
to have them for occasional use rather than buy a. third 
tu rbine and accessories. The consulting engineers recom
mended that the other steam stations should be entirely 
dismantled and the apparatus sold. 

LOCATIO N OF POWER P L ANT AND SUBSTATIONS 

The most favorable site fo r the power plant from the 
standpoint of coal delivery and the distributing system 
was that at Smith and N inth Streets, on the bank of the 
Gowanus Canal. Although the water of this canal was 
not entirely desirable for condensing purposes, it can be 
used, and in view of the proposed flushing of this water
way, will be more satisfactory in the future. 

The first substation was located in the power plant it
self. The second was placed at Avenue Q and Coney 
Island Avenue, on the site of one of the discarded steam 
plants, as this was · near the · center of ' gravity of the 
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Coney Island load. The remammg site, that of the old 
steam plant at DeKalb and Central Avenues, was located 
entirely too far out for economical substation distribution. 

NINTH STREET 
Elt:ctric Ry, Jf>urn 1d 

Coney Island & Brooklyn Power Improvements-Plan of 
Reconstructed Power Station 

The proper center of load for the third converter plant 
was placed on DeKalb Avenue, near Franklin Avenue. It 
was deemed expedient to purchase the plot for this sta-

Coney Island & Brooklyn Power Improvements-Recon-
structed Power Station 

tion on Sanford Street, at a pla ce slightly off D eKalb 
Avenue. The latter is an important business street where 
high prices prevail for real estate. The g<'n cral layout of 

the lines and power buildings of the Coney Island & Brool..
lyn Railroad Company is shown in the accompanying map. 

POWER-HOUSE CONSTRU CTION A N D FO UNDATIO NS 

From reading the specifications for the construction of 
t'.1e power station one would gather the impression that 
the structure , whil e fireproof and substantial, was that of 
a pla in brick factory' building. The appearance of the 
finished structure. however, is extremely tasteful. The 
use of red mortar to match the bricks, which of' themse lves 
were carefully selected for color, is most harmonious. 
E ven more noticeable are the practically perfect sym
metry and proportions. This building brings out fo rcibly 
the fact that for powe r-station purposes , the proper pro
portioning of the parts of a comparati ve ly plain building 
gives a more sati sfactory appearance th an i,, had in many 
bui ldings of more ornam ental and costly design. North 
River bluestone was used exclusively for water tables, belt 
courses and for all sills and copings. No exposed wood 
was permitted in any part of the building, which is as fire
proof as possible, with the exception that no attempt was 
made to inclose all the steel work in concrete because the 
proposed decrease in the in surance rate did not justify 
the additional expense. 

All window and door frames a re of No. 22 galvanized 
iron. The window sash a rc a ll equipped with sash-operat
ing devices and the windows a re glazed with wire glass. 
Exterior doors arc covered with galvanized iron and the 
windows above the doors on N inth Street were constructed 
removable for the entran ce of large machinery. The in
terior openings are protec ted b~, standard tin -covered 
fire doors, constructed and installed in conformity with 

Coney Island & Brooklyn Power Improvements-Turbine 
Room in Reconstructed Power Station 

the requirements o f the underwriters ha ving jurisdidi on 
On account of it s fireproof qualities cinder rnnncll' was 
installed where its strength pn111ittcd. 



ELECTRIC RAILWAY JOURNAL. [VoL. XXXIV. No. 7. 

RotllrJ P('e, J,,r 
f-.w itd1 f. \\ltd, 

IUI\H 
Part Plu11 of Bri ckwork 

on Gnll e ry rl oo r 
~ ote:- S ecti o n ut F- 1-t"' 

All Conn t-c ti ons Lctwf'en Oi se. S\\ itd w8 nn,l 
Oil Switch es, a lso to Dus D11rs to Ut' C'oJ•pcr Hu,! e. , 

Cross Section I) I> o f Switchboard 
Encl of !'own Rou s(' ... \ddition 

Elcctri.e R11, Journal 

Coney Island & Brooklyn Power Improvements- Switchboard in Power Station 

Coney Island & Brooklyn Power Improvements-Rotaries 
in Power Station 

_Co*y JJ!~i;id & ,~Brooklyn P:9wer Impfove~ents-Switch
board in Power Station 



AUGUST 14, 1909.] ELECTRIC RAlLWAY JOURNAL. 

In sounding for foundations it appeared that all the soil 
in this vicinity is made ground. In addition there was 
found at a depth of about 20 ft. large quantities of un
stable, easily flowing sand. The Raymond system of con
crete piling was used and has given very satisfact0ry re
sults. This choice resulted in a considerable saving in 
money and time over the use of wooden piles, which would 
have required extra excavation for capping at the water 
line. It was further figured that the concrete piles were good 
for loads of 30 to 40 tons, or about double that allowed for 
wooden piles. The concrete piles were about 20 in. diam
eter at the top and were driven 24 ft. to 30 ft. At times 
some trouble was experienced from the buckling or crimp
ing of the No. 18 steel of the shell, but this occurred infre
quently, and the difficulty was obviated by driving a new 
shell inside the old one. After the first few days no more 
trouble was experienced from water getting into the shell, 
as great care was taken to have the concrete ready to 
<lump in quickly as soon as the core was withdrawn and 
before the water had a chance to enter. It might be added 
that as the site of the new plant was on that of the old 
one, it was necessary to remove large quantities of steel 
rails and concrete which had formed the original foun
dation. 

CONDENSER CONDITIONS 

The water in Gowanus Canal is not fit for use in a 
surface condenser, as it is made foul by the refuse of oil 
refineries and chemical factories along its banks and there 
is no movement in it except from the tide. However, the 

Coney Island & Brooklyn Power Improvements-Boiler 
Room, Showing Coal Cars 

<:ity is now establi shing a pumping station a t the upper 
end of the canal, so that the wat er will be changed twice 
a day, making it a lmost as good a nd cold as that in New 
York Bay. Thi s new work wi ll obviate any troubles caused 
by the high temperature of th e present stagnant wa ter. 
T he uns~isfactory water conditions led to the adoption of 
t he Albcrgcr barometri c condense r. To obviate the usual 
trouble from leakage of the intake lines when the water 
in them is under prC' ssurl'·, ' 'i't was decided to pl ace the in -

l I', , 't 

take pipe which carries water from the canal to the baro
metric condenser below water level. By so doing any small 
leakage in the intake pipe would give no trouble. Consid
eration was given to the plan of placing the centrifugal cir
culating water pump at the canal. In that case the intake 
pipe would have been located approximately on the surface 
of the ground level with the canal bank. 

The intake line consists of a cast-iron pipe 48 in. in 
diameter, delivering the water to the centrifugal circulat-

~ 

~ 
~ 
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□ Ninth Street Electric Rv. J (ll4. rnal 

Coney Island & Brooklyn Power Improvements-Plan of 
Coal and Ash Handling Facilities at Power Station 

ing water pump located in a pit in the engine room base
ment, so that the pump is flooded at all times and the liabil
ity of leakage trouble and necessity of priming the pump is 
entirely obviated. Close to the canal there is an intake well, 
from which the intake pipe leads. This well is fitted with 
two fine-mesh, heavy wire removable screens. During the 
latter part of the work much trouble was experienced in the 
installation of the intake well and pipe, due to the flooding 
of the ditch when the work was being carried out below 
low tide. The greater portion of the job was carried on by 
laborers working at low tide, but the latter part was ac
complished entirely by divers. While this work was com
paratively expensive, the cost was considered fully justi
fied. The rate of flow in the 48-in, intake pipe is approxi
mately 3 ft. per second for the maximum conditions under 
which this pipe will be used in the future . 

It was intended to install a 36-in. cast-iron pipe for the 
overflow from the condenser back to the canal. It was 
found impossible, however, to obtain clearance for such 
a pipe on account of the presence of the steel tie rods 
which tie the bulkhead back to the old foundations. Con
sequently, the overflow was built as a brick flume, wide 
enough, but not so hi gh, to secure the same capacity as 
would have been given by a 36-in. pipe. The overflow had 
been figured for a maximum rate of flow of about 5 ft. 
per second. By a material widening of the flum e this 

. speed was reduced just before the overflow entered the 
canal, so as to give an easy exit for the water and prevent 
it s washing over the canal boats at low tide. This over
fl ow empties into the canal at a point as far from the 
intake as possible, so that the hot discharged water will 
not go back when the tide is running toward the intake. 

As there is 11 0 electrical apparatus located in the base-
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ment and no other reason fo r an electrical attendant in 
this part of the building, it was decided that it would be 
preferable to locate the centrifugal pump motors on the 
turbine room floor. These pumps, therefore, are driven by 
ver tical motors through vertical shafts and rigid coup
lings. There is a separate pump and motor for each of 

Coney Island & Brooklyn Power Improvements-Longi-
tudinal Section of Substation 

the two turbines. E ach motor is approximately 100 hp, 
and is of the var iable speed type, so that at light loads 
in the winter it will not be ne cessary to nm at the maxi
~um speed demanded at times of heavy loads in the sum
mer when the water in the canal is very warm. T he pit 
in whi ch the circulating water pumps are located is of 
waterproofed concrete. There was no obj ection to a 

Coney Island & Brooklyn Power Improvements-Substa-
tion 25 ft. Wide on Coney Island Avenue 

moderate amount of water in the pit , as there is a sump 
at one corner, and an arrangement was made for siphon
ing out water if necessary, but as the top of the pit is at the 
level of the basement floor and slightly below maximum 
high water, it was necessary to waterproof it in order to 
keep out tide water. 

The equipment furnished by the condenser company in
cluded the following: Two 44-in. exhaust entrainers; two 
44-in. barometric condensers, each complete with air cooler 
and tail pipe; two 16-in. suction and 14-in. discharge cen
trifugal circulating water pumps, having a rated capacity 
of 5800 gal. per minute; two 12-in. x 22-in. x 18-in. hori
zontal, single-stage, rotative, dry vacuum pumps; four 
thermometers. The condenser company guaranteed that 
with injection water at 70 deg. Fahr., each condenser 
would condense 52,500 lb. of steam per hour and produce 
28 in. vacuum; also, that when furnished with injection 
water at 85 deg. Fahr., each condenser would condense 
72,500 lb. of steam per hour and produce 26 in. vacuum. 

GENERATI NG M ACHINERY 

The new generating equipment consists of two Curti!t 
turbines rated at 3500 kw each on a 24-hour basis. The 
machines are of the four-stage type, run at 750 r.p.m., and 
deliver 11,000-volt, three-phase, 25-cycle current. The 
steam is delivered at 175 lb. with 110 deg. superheat. 'fhe 
guaranteed steam consumption per kw-hour 'at 28-in. 
vacuum with different loads is as follows: 

Lb. steam 
Load per kw-hour 

1 ooo kw .. .. ...... , ........... , . . . . . . . . . . . . . . 20.0 
2000 kw . ......... , .. , . . . . . . . . . . . . . . . . . . . . . . . 17 .8 
3000 kw . ......... , ........ , .. ,, ......... ,.... 16.4 
3500 kw .. ................ , . , , ...... , . . . . . . . . 16.4 

T here was some question as to whether the generators 
should be wound for 6600 volts, which is the prevailing 

Coney Island & Brooklyn Power Improvements-Interior 
of Coney Island Avenue Substation 

potential used for all the other large power equipments in 
Brooklyn. The higher potential was finally adopted by 
the engineers by connecting the generators in star for 
11,000 volts (with the neutral grounded) and making the 
proper provision on the connecting board for changing 
over. t9 a . delta connection to .s,ecure 6600 volts. 
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One 50-gal. accumulator at 650 lb. to 800 lb. pressure 
is used for the oiling system of both turbines. This ca
pacity is sufficient to supply one machine at rated load 
for six minutes, or both machines for three minutes. An 
alarm has been installed in connection with the accumu
lator to attract the attendant's attention in case of trouble. 
This alarm sounds early enough to enable the attendant to 
shut down the turbine before any damage can be done to it. 
T he accumulator was not considered absolutely necessary, 
but was installed because the added reli abi lity of operation 
great ly exceeded the small extra cost. 

electrical contractor's H-3 type for the substation and 
main station apparatus. In the other substations the oil 
switches are of the hand-operated K type. 

Behind the switchboard on the engine room floor there 
are two banks of three air-cooled GE transformers, each 
unit of 375 kw capacity. These are also connected in star 
like the generators, so that 6600 volts can be secured by 
changing to delta. The wiring is so arranged that the con
nections can be changed to 6600 volts very readily. In 
fact, the transformers in any of the substations could be 
changed over in about an hour. The DeKalb Avenue sta-

I 

tion was operated for several months 
with Brooklyn Edison power at 66oo 
volts before the Smith Street station 
had been completed. The transformers 
in the Smith Street station are cooled 
by two Buffalo forge blowers driven by 
430-volt induction motors. 

The cables, which were furnished by -
th e National Conduit & Cable Com
pany, are somewhat different from the 
ordinary I I,ooo-volt type lead-covered 
cables. Although the insulation be
tween th e conductors is 7 /32-in. paper, 
as is standard, yet the insulation around 
the three conductors is only 6/32 in. 
thick. It was thought that on account 
o f the star connection not as much in
sulation was needed between the con
ductors and ground as between the con
ductors themselves. Two No. ooo ca
bles are run to the DeKalb A venue 
station and two No. 2 cables to the 
one at Avenue Q. In each case one of 
the cables serves as a spare. Vitrified 
multiple duct conduit is installed be
tween the power house and the two 

Coney Island & Brooklyn Power Improvements-Transformers on Gallery of 
Coney Island Avenue Substation 

substations for carrying all the a.c. 
cables , and a lso the d.c. cables where advisable on account 
of local condi tions. 

One of the accompanyi ng drawings show s the method 
of carrying the high potent ial leads from the connection 
board on the turbine to the high-tension compartments in 
the gallery. In this construction the high-tension cables 
arc carried in a duct made of steel framing covered with 
asbestos board. T he leads themselves are cambric-insu
lated single conductors carried on insulators. Special at
tention was given to thi s point, as these leads naturally 
are not protected by oi l switches in all cases, and it was 
therefore necessary to protect the cables from mechanical 
mJury in every possible way. 

The exci ting current is furnished by two 75-kw, 2400 
r.p.m., I2o-volt horizontal turbo-generators of GE type. 
One of these exciters acts as a spare while the other is 
used for excitation, lighting and -remote electric switch 
control. No storage battery was installed for the last-men 
tioned purpose. 

HIGH-TENSION EQUIPMENT 

The high-tension busbars and switches are placed on a 
steel and concrete gallery over the main switchboard in 
the turbine room. The busbar compartments are of hard 
pressed brick. In most places concrete is used fo r the 
shel ves and the tops of the busbar and potential trans
fo rmer compartments, but in some instances A lberene 
stone was used where special insulating qualities were de
si red. The 2-in. concrete tops used were made on the 
ground. They have proved both economical and satisfac
tory. The electrically operated oil switches are all of the 

LOCAL ROTARIES AND SWITCHBOARD 

T he Smith Street plant contains two 1000-kw, GE ro
tary converter s placed opposite the turbines. This installa
tion is in the main turbine room, to minimize first cost and 
avoid the need of a separate attendant for the substation 

.. '"'t.. •1: \. 
apparatus. , !,1! 1 • 

The main switchboard in the turbine room is made of 
slate panels carrying the control apparatus and in~'tru
ments fo r the generating plant. Recording wattmeters are 
provided on a ll three substation feeders, and indicating 
wattmeters are used only on the generator panels. The 
substations have no a.c. recording wattmeters, but each 
rotary converter has a d.c. recording wattmeter. The d.c 
feeders a re controlled from panels in their old location in 
the engine room. 

COAL SUPPLY AND COAL HANDLING 

The coal fo r the Smith Street station is taken from 
barges by clam-shell buckets which dump into a hopper, 
feed ing a scraper conveyor, which passes over three ver
tica l steel pockets, each of about 700 tons capacity. These 
pockets a re located on the canal bank, and were erected 
some years ago for the old plant. For the new plant 
these vertical bunkers were not as economical as could 
be desired, but since they had been put up at a considerable 
expenditure, it was decided to utilize them as far as 
possible. The regular"supply of hard , coal1is kept in these 
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three pockets, but their capacity would not be enough to 
take care of the company"s needs in case of a protracted 
coal strike or ice blockade in the canal. Consequently, it 
was deemed necessary to provide in the yard adjoining the 
power house facilities for storing on the ground an extra 
supply of 2000 tons, enclosed at the side with wooden 
;planking. The cost of the extra storage was estimated at 
-$r2,ooo, as against $20,odo previously figured for a fourth 
steel bunker of about one-third the proposed capacity. This 
open storage is used for all soft coal and the emergency 
hard coal. Fuel for the open storage is delivered by an 
e xtension of the old conveyor into a new hopper, which is 
.arranged to drop its contents into a car running over an 
.automatic railway. The so ft coal is dumped over a tunnel, 
so that when the gate;, are opened the cars beneath will 
1oad without shoveling until the bin is three-quarters emp.ty. 
·One man handles all the coal and ashes. The former 
.amounts to about 70 tons a day. 

A 2-ton capacity, 30-in. gage trolley electric locomotive 
is used to haul coal from either the vertical bunkers or 
the yard storage, and also for hauling I-ton ash cars from 
the boiler room to a track where their contents can be 
<lumped into standard gage cars. The coal-car tracks from 
the storage bin to the boiler room have an up-grade of 
:approximately 5 per cent, and the ash-car track also has a 

' 5 per cent up-grade from the basement to the platform 
where the ashes are dumped into the large ash cars, to be 
,delivered at Coney Island and elsewhere, where they are 

BOILER EQUIPMENT 

The boiler room is arranged for eight boilers, but at 
present the equipment consists of three pairs of B . & W. 
water-tube boilers aggregating 3600 hp. The boilers are 
carri ed from straps and the settings on steelwork. All 
boilers are furnished with Webster furnaces and Neems 
Brothers grates, 123/2 ft. wide by 12 ft. long, designed for 
low-grade anthracite. The heating surface of each boiler 
consists of three steam and water drums 42 in. in diam
eter , 23 ft. 5 in. long, placed above and connected to a set 
of 21 sections of tubes. Each set consists of 14 tubes 4 
in. in diameter and 18 ft. long. Hand firing is now 

used, but the arrangements permit the ultimate use of 
mechanical stokers. The boilers are designed for 200 lb. 
pressure per square inch, but at present they are operated 
at rRo lb. pressure, with IIO deg. superheat. The super
heaters, which are also of B. & W . type, are placed be
tween the first and second passes of the gases . 

The chimney is a steel, self-supported stack, 200 ft. high, 
of 12 ft. inside diameter and lined with red brick to a 
height of 40 ft. The choice of steel over brick was influ
enced by the fact that there was no room for the extra 
large base needed with brick. This stack is designed to 
care for 4800 hp in boilers, it being the intention to erect 
a second stack of similar size when the boiler room is 
extended for a greater capacity than that mentioned. To 
avoid cinder trouble as much as possible, the breeching just 
before entering the stack entrance was very much enlarged 

in cross-section to reduce the flow of 
gases to approximately I I ft. per sec
ond under the maximum conditions un
der which the stack would be nsed. A 
settling pit filled with water was pro
vided for the deposit of cinders, it be
ing intended to drop the cincle·rs before 
they entered the stack, due to the lower 
velocity of the gases at that point. 

STEAM AUX ILI ARIES AND LUBRICATION 

In addition to the exciters and 
fo rced-draft fans, the steam auxi liaries 
include the vacuum pumps, oil and 
pressure pumps, two duplex feed 
pumps, which were installed in the 
old power house, and a new Coch
rane open-type feed-water heater and 
purifier. The feed-water heater is 
rated at 4000 hp, and when supplied 
with 20,000 lb. exhaust steam per hour 
at atmospheric pressure will raise the 
temperature of 125,000 lb. of water 
from 50 deg. Fahr. to 210 deg. Fahr., 
or it will raise 210,000 lb. of water per 
hour from 50 deg. Fahr. to IIS deg. 
Fahr. It was not considered advisable 

Coney Island & Brooklyn Power Improvements-Switchboard Panels in Coney 
Island Avenue Substation 

to pay for an equipment which would 
raise the temperature of the max imum amount of water 
used to 2 10 deg. Fahr. The oil separator of this equipment 
docs not a llow more than one-half a grain of oil per gallon. 

~old for sidewalb and filling. The general pian of Loth 
t racks is shown on an accompanying plan. The steel build
jng columns in the boiler room are strong enough so that 
coal hunkers ca n be placed ove r the boilers at some future 
t ime simply by raising the prl'scnt roof. 

.\rrangcrncuts were made to use low-gra<k No. 3 buck
wheat anthracite a11d mi x it wit h IO per cent to 15 per 
,cent bituminous at times of heavy load. T he use of a 
low-grade anthraci te made it advi sable to provide for Sttir
t cvant forced draft up to a pressure of 2¼ in. of wa ter, 
hut normally a pressun·, of 1 in. is used. 

All oils a rc stored in a fireproof room separated from 
adjoining sccti m s by brick wall s and a fireproof door. 
The ca pacity of the combined filter and storage tanks is 
050 gal. , whi ch is sufficien t to in sure a continuous supply 
of cool, clean oil for three turbines of the size ins ta lled. 

PRO\' I SION FOR STATIO N GROWTH 

As the Smith Street installation is now laid out, any 
desired exte nsions can he made by adding equipment . in 
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• the older portions of the layout south of the new appara
tus. The boiler room can be thus extended for an ulti
mate capacity of 9600 hp. There would likewise be plenty 
of room for new turbines and switchboard extensions. 
Many of the details have already been arranged for the 
reception of a third turbine, as there is sufficient room be
tween the second turbine and the reserve Westinghouse 
generating set to install a new machine simply by remov
ing a portion of the present dividing wall. If the building 
is extended only in a southern direction, the limitation of 
growth, of course, will be the capacity of the boiler room. 
A{ter this limitation has been reached, it would still be 
possible to double-deck the boiler room or yonstruct an 
additional boiler room on the opposite side of the turbine 
room on ground now used as a car house. It will thus be 
seen that, although the present power house is compara
tively small for N.ew York City, the design and location 
are such that as much capacity could be ultimately secured 
as would probably ever be needed by the Coney Island & 
Brooklyn Railroad Company. 

SUBSTATIONS 

The larger of the two outside substations is on Sanford 
Street near DeKalb Avenue. Like the substation in the 
power house, it contains two 1000-kw rotaries and six 
675-kw transformers. The switches are of the K type 
and are hand operated. All of this equipment is housed 
in a building of selected red brick and colored mortar, 
after the general style of the power house. The architec
tural features also fo llow the same design. 

The arrangement of the apparatus at Sanford Street 
deserves special attention. As shown on the accompanying 
plan, the building itself is only 25 ft. wide, and yet there 
is plenty of room from an operating standpoint. The 
swi tchboard and high-tension apparatus being on the same 
floor as the rotaries, but one attendant is needed for the 
operation of the substation. If the station had been ·wider 
than 25 ft., two lots would have been required. The sub
structure has space for three 1500-kw rotaries and is 
capable of extension throughout the lot , which is 100 ft. 
deep, thus allowing more than enough room for future re
quirements. 

The third substation is at Coney Island and Avenue Q, 
close to the location of the old steam plant. This build
ing is of similar construction as the Sanford Street sta
tion, and contains two 500-kw rotaries, six 185-kw trans
formers and K-type switches. The electrical equipment 
in the substations, like that of the power plant, is of the 
General Electric Company's manufacture throughout. 

There is no spare equipment at either outside substation, 
but one of the 1000-kw rotaries at Smith Street may be 
considered as a spare when the reserve d.c. generators 
are taken into consideration. In case of trouble with a 
rotary converter at either outside substation, part of the 
d.c. load can be shifted to Smith Street. 

ENGINEERI NG AND MANAGEMENT 

The entire reconstruction of the power ho1.1ses , sub
stations and feeder system was carried out by Frird, Bacon 
& Davis, W. H. Sawyer being directly in cha.rge of this 
work for them. S. W. Huff is president and ,general man
ager of the Coney Island & Brooklyn Rail1;oad Company, 
and the operation of the power system is in charge of P. J. 
lVIurphy, superintende1~t of power. ' 

--♦·----

Bucharest, the capital of Roumania, has :i.uthorized a loan 
of $2,000,000, of which $600,000 will be 'used in the con
struction of a municipally owned tramway system. 

WHAT CONSTITUTES A LEGAL TENDER FOR A FARE 

BY HOW ARD C. LAKE, OF THE NEW YORK CITY BAR 

While a passenger on a street railway is ordinarily not 
expected always to have the precise amount of fare to 
tender, the carrier's employees are not required by law to 
furnish change for anything more than a reasonable 
amount. By the passenger's boarding the car the relation 
of debtor and creditor is established with all its rights and 
liabilities, consequently a person may be ejected from the 
car, no . more force than is necessary being used, for his 
failure to comply with a reasonable , rule of the company. 
Hence the question has often been raised: What is a rea
sonable request of a street railway conductor with respect 
to the changing of bills of comparatively large denomina
tion in payment of fares? 

Three times within the last quarter of a century the high
est courts of as many leading, although widely separated, _ 
States have adjudicated the question. In California and 
Tennessee it has been held that a $5 bill or coin is a reason
able amount to tender in payment of a 5-cent fare and that 
the company's representative is required to change it. But 
New York's highest tribunal, the Court of Appeals, holds 
that a company rule requiring change to the amount of $2 
to be furnished by conductors on street cars is a reasonable 
provision for the convenience of the public and the con
ductor cannot be required to furnish change for a $5 bill. 
T he question of what is a reasonable amount to require 
changed has uniformly been held one of law for the court 
or judge to decide rather than one of fact for the jury. 

The California decision, rendered in 1889, seems to have 
been prompted, at least in part, by prevailing conditions 
which were purely local, for the judge who wrote the 
opinion said therein: "It is a well-known fact that, the 
$5 gold piece is practically the lowest gold coin in use in 
this section of the country." The facts ir. foe California 
case, briefly stated, were that the r.:::,senger had no coin 
of any smaller denomination thar. a $5 gold piece, which he
offered to the conductor in res;:;onse to his demand for fare. 
This the conductor refused because he could not change the 
coin. Thereafter the Cfew of the car forcibly ejected the 
passenger, injuring :,i'm. The passenger's recovery of $500 
damages against • the company, which counsel for both 
parties had stipulated at the trial was a fair estimate of 
the passeng·er's damages, if he were entitled to any, was 
sustained on appeal. After disposing of the proposition 
that a passenger on a street car where a uniform sum is 
charged for any distance, does not have to tender his exact 
fare, the court says that it does not follow that he may 
tender any sum, however large, saying: "The true rule 
must be, not that the passenger must tender the exact fare, 
but that he must tender a reasonable sum, and that the 
carrier must accept such tender and must furnish change 
to a reasonable amount." 

The company argued that the establishment of a rule 
requiring change for $5 would lead to great inconvenience,. 
requiring the company to furnish its conductors "with suffi
cient small coin to do a general exchange business with all 
passengers, thus requiring the company to intrust to a class 
of employees who are usually of no pecuniary responsibility 
large sums of money." The court's answer was that with 
the question of convenience it had nothing to do "except 
insofar as it bears upon the question whether the amount 
tendered was a reasonable sum, such as the carrier was. 
bound to accept. * * * The fears of the appellant 
[ company J are based upon the assumption that passengers-
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generally will contumaciously, to avoid the payment of fare 
and require the companies to carry them free, offer coin of 
a large denomination. But these fears, we think, can safely 
be set aside upon the theory that a question like this will, a s 
is usual, settle itself through a spirit of mutual accommoda
tion between carrier and passenger." 

The decision in New York came about a decade ago, 
where the reasonableness of the rule requiring change for 
a $2 bill, but no larger, was argued with unusual ability and 
distinction. The passenger, Barker, was apologetic as he 
tendered a $5 bill, saying, "I have only got a $5 bill," and 
the court remarked that he himself regarded his offer as 
unusual and requiring explanation. The court said it 
agreed with the California court that a passenger is not 
bound to tender the exact fare, but must tender a reason
able sum, but could not assent to the conclusion that a 
tender of $5 is a reasonable sum. The court said: 

In the case at bar the reasonableness of the rule estab
lished by the defendant is obvious. In a large city like New 
York the round trip of a car on any street line means a very 
considerable number of fares paid in and the necessity for 
the conductor to carry and pay out a large amount of small 
change. When the defendant enacted the rule requiring 
its conductors to furnish change to a passenger to the 
amount of $2 it did all that could reasonably be expected 
of it in consulting the convenience of the general public 
and it would be unreasonable and burdensome to extend 
the amount to $5. It would require conductors to carry a 
large amount of bills and small change on their persons and 
greatly impede the rapid collection of fares. 

When the question arose in Tennessee not long ago the 
court sided with its far Western sister in holding that a 
rule fixing a $5 bill or coin as the maximum amount re
quired to be changed was reasonable. The paragraph from 
the New York case which we have given above was quoted. 

The passenger in most, if not in all, the above cases con
tended that the rule was unknown to him and that he could 
not be said to be bound thereby. This contention has each 
time been briefly and firmly overruled. Said one judge: 

It is so reasonable in its terms and so necessary to the 
convenience of the company in the collection of fares that 
the public was charged with notice of it. When the fare to 
be paid, as in this case is so small, and the number of pas
sengers so numerous, any one proposing to take passage 
upon one of the cars of the company is bound to know the 
necessity of providing hi,;nself with change r easonably near 
the amount of fare to be paid and of the inconvenience and 
probable impossibility of the conductor- furnishing change 
in large amounts. 

In view of the decisions quoted it is interesting to inquire 
what the respective rights and duties of the passenger and 
conductor are when the amount tendered is above the legal 
fare, which in New York State has been held to be $2 and 
in Tennessee and California $5. It is safe to say that the 
passenger always has the right of giving the large bill to 
the conductor and obtaining from him a receipt for it so 
that he can present his claim to the main office at some 
later date and collect the change. I t would be well for the 
conductor in any case to suggest this course. If the pas
senger declines to do so and is unable or unwi lling to give 
any smaller change and th e conductor cannot change the 
la rge bill the passenger can legally be ejected, although 
some companies provide in their rule books tha t in cases 
0f this kind the passe nger should be allowed to continue 
his ride. If ej ectment is decided upon care should be taken 
that it is carri ed out in a perfectly legal manner so far as 
the force used and th e time and place chosen. These mat
ters are fully covered by legal decisions. 

The question of the character of the bill tendered by the 
passenger has some hearing on th e subj<'ct at iss ue because 

while all forms of United States currency are received as 
par at the banks, banknotes themselves a re not a legal 
tender. A newspaper paragraph some time ago stated that 
a company had successfully defended a suit for ejectment in 
a lower court in a State where the legal tender for a fare 
is $5 because the passenger tendered a $5 banknote instead 
of a greenback or silver certificate. It is questionable 
whether this difference would be recognized by the highest 
tribunal in a State if the case 6f the passenger otherwise 
was good, but the question of character of bill is at least 
an interesting one. 

---◄♦----

5000-KW. EXHAUST-STEAM TURBINE IN INTER
BOROUGH POWER HOUSE 

The Interborough Rapid Transit Company, of N ew York 
City, has just placed in operation in its subway division 
power house at Fifty-ninth Street and Eleventh Avenue, a 
5000-kw Curtis exhaust-steam turbine, on the performance 
of which hinges the· immediate installation of two others 
of the same size and the ultimate doubling of the station 
output by this means. 

The Interborough power house contains at the present 
time nine Allis-Chalmer s combined double horizontal and 

5000-kw, Low-Pressure Steam Turbine in Power House of 
Interborough Rapid Transit Company 

vertical engines, having a nomin a l ratin g of 7500 ihp each, 
and three W estinghouse-Parsons turbines ra ted a t 1250 kw 
each. The low-prcssurl' turbin e is located hetwccn the 
first ancl seco nd engines, and th e relative size of hnth un its 
is well shown in th e side elevation. T he hi gh-press ure 
cylinder s of th e engine a rc hori zontal and th e low-pressure 
cylinders verti ca l. The dimc11 sions o f the cylinders a rc 
42 i11. a11cl 80 in . in diameter hy oo i11 . s troke, and the speed 
is 75 r.p.111 . l{oth pistons o f each side of the e ngine are 
cnnnec tecl tn one crankpin. Stc;i m cntn~ each lti gh-pr<'s-
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sure cylinder at from 175 lb to 200 lb. pressure through 
a 14-in. pipe, a nd from there passes into a receiver through 
a 16-in. pipe, whence it passes to the low-pressure cylinder. 
T his receiver is not steam jacketed. The engines have 
poppet valves on a ll the h igh-pressure cylinders to provide 
for the use of superheated steam; but the usual Corliss 
valve gear is employed on the low-pressure cyli nders. The 
generator s a re of the Westinghouse revolving-fi eld, fly
wheel type, the fie ld st ructure bei ng mounted directly on • 
the engine shaft. The generator s a re rated at 5000 kw, 
2 5 cycles, three-phase: l l ,ooo volts. 

O rdinar ily, the exhaust piping from the engine starts 
from the condensers with a 30-in. relief valve. F rom thi s 

a sur face condenser ' instead. T he turbine -resting directly 
over the condenser not only makes a better vacuum pos
sible, but by equipping the exhaust pipe between the low
pressure cylinder o f the engine and the turbine with an 
oil separator, the condensation is made available for boiler 
feed purposes. A t present all the boiler feed-water is pur
chased from the city at a large annual expense, and if the 
condensation from the turbine can be utilized again a sav
ing will result. 

T he low-pressure turbine is directly coupled with an in
duction generator rated at 5000 kw, three-phase, 25 cycles, 
II ,ooo volts, and th e leads are connected to the reciprocat
ing engine generator without switching apparatus. The 

turbine, which is a three-stage 
machine, has no governor, and 
is controlled in speed by the 
eng ine ge nerator, which latter 
is controlled by the engine 
governor. On a vacuum of 28 
in. a nd with the low-pressure 
cylinders exhausting at a back 
pr essure from 12 lb. to 17 lb. 
absolute, the steam consump
tion is less than I 5 lb. per kw
hour. T he combination is 
s\ill under test, and the results 
a re not ·at present available 
fo r publication. However, it 
may be stated that the output 
of the station can be doubled 
by the installation of exhaust 
steam turbo-generator sets at 
a cost of about one-third of 
that of the original installa
t ion. 

Side Elevation of E ngine and Turbine, I nterborough Power Station 

T he power house occupies 
the entire square block at 
F if ty-ninth Street, Eleventh 

Avenue and the North River, and the structure and site 
represent the la rgest item in the investment. Doubling the 
output does not entai l the expenditure of any money for 
real estate, it being possible to install the added equipment 
in the present structure. If reciprocating engines were 
employed, another structure of the same size would be re
quired. H. G. Stott, superintendent of motive power, has 
given serious thought to this work fo r some time, and it . is 
to him that the credit is due of installing the largest low
pressure turbine at present in use. 

valve the pipe, which is 30-in. in diameter, drops through 
the main operating floor to the basement, where the ex
hausts from the two units unite into one 40-in. riser, which 
is carried to the roof. The exhaust piping is of riveted steel 
and is equipped with both corrugated copper and slip ex
pansion joints. The condensing system for each engine 
gene rator unit consists of two Alberger j et condensers with 
barometric column discharge, two hot wells of concrete 
and expanded metal, one dry vacuum pump and one cross
compound circulating pump. Each condenser is supported 
on specially designed steel work placed in front of the en
gine, a nd is connected directly to the exhaust outlet of the 
low-pressure cylinder by means of a single elbow on one 
side and the relief valve of the atmospheric exhaust line 
on the other. The condenser head or chamber is 50 in. 
in diameter and terminates at the bottom in a cone-shaped 
connection to the tail pipe, while the top is provided with 
a chamber in which the entrained air and vapor collect 
and to which is connected the air pipe to the dry vacuum 
pump. On the side, 90 deg. from the steam pipe and the 
exhaust relief valve, the circulating water enters, while di
rectly opposite in the vapor chamber is the air-pump con
nection. The water for use in the condensers is taken 
from the North River through a concrete tunnel. 

The use of the low-pressure turbine has necessitated 
some changes in the exhaust lines and condensers. The 
jet condensers are not used on the engine to which the ex
haust turbine is connected, the tu rbine being equipped with 

----♦·----

ENTERTAINMENT AT DENVER 
The entertainment committee of the Manufacturers' As

sociation is desirous of continuing at the Denver conven
tion the annual supply men's vaudeville performance which 
has met with such favor in years past. Some of th e former 
participants will not be abl e to attend the convention this 
year , and others have reached the age limit; therefore the 
committee is obliged to engage some new talent. Judging 
from what has already been produced, it should be pos
sible to a rrange an entire bill composed only of railway 
supply men. The committee would like to be advised of 
the names and addresses of amateur specialists who expect 
to attend the convention, and guarantees to any volunteers 
immunity from expressions of disfavor. Communications 
should be addressed ,to A. L. \,Vhipple, chairman of the 
entertainment committee, 50 Church Street, New York. 

• r. 
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MEETING OF THE COMMITTEE ON INTERURBAN RULES 

A meeting of the committee on interurban rules of the 
American Street & Interurban Railway Transportation & 
Traffic Association was held at Fort Wayne, July 27, to 
summarize the work accomplished by the commit_tee during 
the year, and also to put in final form the conclusions 
reached by the committee at th e meeting at vVashington , 
May 25. It will be remembered that at the Washington 
meeting, which was reported in the ELECTRIC RAILWAY 
JouRNAL for May 29, one of the most important changes 
in the rules was the tentative adoption, as ne a rly as pos
sible, of the American Railway Association rul es for the 
movement of cars by train orders. A nother was in regarJ 
to the conditions under which trains may proceed, preceded 
by a flag. At the meeting at Fort W ayne these changes 
were formulated, and it is the intention of the committee 
to recommend them at the Denver convention. 

Through the courtesy of J. N. Shannahan, cha irman of 
the committee, the following summary of the changes ten
tatively adopted at the Fort Wayne meeting of the commit
tee is published. 

The rules which are changed are printed in consecutive 
order. The additions to old rules and the new rules are 
set in italic. Words or phrases in the old rules which are 
omitted in the new rules are enclosed by brackets. In a 
few cases, as in the rules of audible signals and the method 
of obtaining train orders, certain portions of the old rules 
have been retained, but to avoid confusion of the r eader , 
the entire new rule is set in italic. The rules which are 
not printed below have not been changed in wording, ex
cept that rule 430, which was the same as rule No. 24, has 
been omitted entirely. 

GENERAL RULES 
Packages. 

26. Employees must not carry packages, letters or news
papers [ for any one not having business with the Company] 
without an order from the proper authority. 
Switch Keys. 

31. The ............ will be the custodian of switch keys, 
and will be held strictly responsible far their distribution, de
livering them to such persons as are required to use the111 in the 
performance of their duties, and taking receipt therefor on 
forms provided for that purpose. Employees to w hom switch 
keys have been delivered will be held responsible for their use 
and must report at once any loss of same. All employees 
must report at once in writing to their superior officer any mis
use of a switch key, or any person having a switch key i11 his 
possession who is not so entitled, and it shall be the duty of 
such superior officer to see that any such switch l?ey or keys are 
recovered and returned to the . . . . . . .. . . . . . . A deposit will be 
required to guarantee the return of switch keys, badges and rule 
book and other property of the company upon leaving the 
service. 
Laws of ........... . 

32. [3 r] All laws of the State of .......... coverin g com-
mon carriers, and applicable to interurban operation, must be 
observer!. Extracts from important laws will be f ou11d in the 
back of this book. 

DEFI NITIONS 
Train. 

50. An engine or motor, or more than one engine or motor, 
coupled with or without cars, displaying markers. 
Current of Traffic. 

62. The m ovement of trains on a main track, in one direc
tion, specified by the rules. 

ST AND ARD TIME 
Standard Clocks. 

82. The clock in the dispatcher's office at .......... , and 
such others as may be herea fter designated, are standard clocks. 
Station Clocks. 

82. (a) When station clocks arc provided, station agents must 
sec that they show correct time; Intl trainmen must not take 
time from such clocks unless they are design,1tc,cl as standard 
clocks. 

AUDIBLE SIG:\"ALS 

Communicating Signals. 

103. 

SOUND 
(a) One 
( b) Two 
(c) Three 
(d) Four 
(e) Fo ur 

(f) Fiz•e 

10..J.. 
(a) One 
(b) Two 
(c) Three 
(d) F our 

(e) Five 

CONDUCTOR TO MOTORMAN 

INDICATION 
TVhen train is r111111ing, stop at next statio11. 
iVlzen train is sta11di11g, start forward. 
TVhen train is running, stop at once, em ergency_ 
lf ' hen train is standing, back the trai11. 
TV/zcn train is nt 11 ning, reduce speed to fou r (4) 

miles per hour until two (2) taps of the bell 
or two w histle cord signals are given, wizen 
th e train will proceed at scheduled speed. 

lf'h en train is sta11di11g, call in flagman . 

MOTORMAN TO CONDUCTOR 
Come forward. 
Pull trollev do wn to roof. 
Set rear b-rakes. 
By motor111a11 is sig11al to conductor that he 

wishes to back trai11, a11d must be a11s-wered by 
conductor before train is backed. 

Watch trolley. 

TRAIN SIGNALS 
Rear End Signals. 

no. Th e foll owing sig11als will be display ed, one on eaclz 
side of the rear of every train, as markers, to indicate tlze rear 
of the train: By day, green flags; by night, green lights ta the 
front and side a11d red lights to the rear; except wizen the train 
is clear of the 111ai11 track, ctrlzen green lights must be displayed 
lo the front, side a11d rear. 

USE OF SIGK ALS 
Signals at Switches. 

130. After a regular scheduled tra in clears th e main track, 
and switches are properly set for main track, the conductor must 
step to the side of the track opposite th e switch stand until 
after the opposing train has passed, keeping his hand lantern at 
night in fu ll view of the approaching train , but giving n o pro
ceed signal. 

CLASSIFICATION OF TRAINS 
Extra Trains. 

202 . Ext ra trains are [of ] inferior [class] to all scheduled 
tra ins of whatever class, and have no rights except those con
ferred upon them by train order. 

l\10VE1IENT OF TRAINS 
Trains Leaving Initial Stations. 

203. A train must not leave its initial stati on on any division 
or a junction, or pass from double to single track, without order 
or clca ra11ce, and until it is [has] ascertained, by asking the dis
patcher, wh ether all trains due have arrived or departed, men
tio11i11 g particularly tlze last train du e, giving the train number. 

\Vhere a train registe r is mainta ined, it shall be the duty of 
the conductor to register and to note carefully whether all trains 
due have arrived. 

If in s uch case the motornnn or conductor cannot reach the 
di spatch er, th e train wi ll proceed on time table rights "protected 
by flag," then ca ll from all succeeding telephone stations until 
he has succeeded in reaching the dispatcher. 
Explanation of "Protected by flag" as used in rule 203. 

2 0 3. (a) T rains will be operated under control within one
half of the range of 71isio11 011 straight track. At all curves, 
dan Rcro us and obscure places, co11d11ctor will go ahead of his 
tra{n, using red flag by day and red and wlzite lantern by night 
( w hite lantern lo signal his train ahead and red la11tcrn to stop 
any opposing train) a sufficient distan ce to fully protect his 
train. 
Trains of Inferior Class. 

205. A train of inferior class mu st in all cases keep out of 
th e way of train s of a superior class. and mu st clea r the time of 
such rschedul ed] train s five minutes nnle ss a meet ing or pass
ing order has been given. 
Scheduled Trains Have Equal Rights to Meeting Points. 

206. All schedul ed train s of the same class , or sec tions of 
scheduled train s, have e<]ual rights to schedul ed meeting points 
between reporting stations. 
Distance Required Between Following Trains. 

2ro. Unless so me form of bloc/~ signal b1' used, cleari11g at 
l<'ast five minutes apart, train s running in th e sam e direc tion 
must keep not less than three thousand (3000) ft . apa rt, ex
cept in clos ing up at station s or meet ing points. v\!h cn the vi<'w 
is obsc ured by curves, fog, storms, or ot her cause, they rnmt 
he kepi under such control that I hey may be stopped within th e 
range nf vi sion. · 
Arrangements for Sections when Telephone Defective. 

2 13. When telcpho11e line is out of ord er, any scheclulccl 
train when rc<]tte~tcd hy cn11d11ctor of any trai11, m :1~- carry 
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signals for such , as a sec tion fo llowing, without fi rst obta ining 
orders from the ......... ,. . .. The conductor of train desir-
ing signals displayed shall issue second section order in duplicate 
as per Number 3, Form F, Rule 28o, to be duly signed by the 
resp ective conductors. Both copies of order to be turned in by 
the conductors of the respective t rains . Scheduled train, under 
such a rrangement, will immediately display signals, though extra 
train must not follow the regular t rain until it is certain that 
signals are so displayed, 
Delayed Trains. 

230. All regular trains, or sections of a regular train, when 
becoming . . . . . . minutes late, must report to the dispatcher, 
and will also report for each successive ...... minutes lost. If 
unable to get the dispatcher by company or long distance tele
phone, the train may proceed on its tim e card rights until it is 
.... .. minutes late, after wh ich it must not proceed except by 
flagging, according to Rule 203a. 

All regular trai11s, or sections of a regular trai11, afte r they 
have become ..... minutes late , [such trains] wi ll lose t heir 
time card rights. 
Rights of Delayed Trains. 

[231. A train which is delayed and falls back on the t ime 
of another train of the same class does not thereby lose its 
rights.] 

RULES FOR i\IOVE11IENT BY TRAIN ORDERS 
Train Orders. 

250. For movement of trains not provided for by time table, 
t rain orders will be issued by authority and over the signature 
of the Superintendent or other designated authority. Train 
orders must contain neither information nor instructions not 
essential to such movements. 

Train orders must be brief and clear, and in the prescribed 
form, when applicable, without erasure, alteration, or interlinea
t ion. 

Train orders shall be numbered consecutively, commencing 
with No. I at midnight. 
How Addressed. 

252. Train orders must be addressed to those who are to 
execute them, designating the place at which each is to receive 
his copy. They must be addressed to the conductor and motor
man, and also to any one who acts as pilot. A copy fo r each 
person addressed must be supplied by the person taking the 
order. 

Orders addressed to agents or operators restricting the m ove
ment of trains must be respected by conductors and 111otor1ne11, 
the same as if addressed to them. 
Designation of Trains. 

254. Scheduled trains will be designated in train orders by 
their numbers, as "No. 10" or "2d No. 10," adding motor [car] 
numbers; extra trains by motor [car] numhers, as "Extra 798," 
with the direction as "East" or "West." 
How to Obtain Orders. 

256. To obtain orders at telephone stations, the motorman 
will call the dispatcher, and report train number and location. 
The dispatcher will then indicate whether a 31 or 19 order is to 
. be taken. 

Procedure if 31 order is given: 
The dispatcher will give such orders as are necessary to the 

motorman, who will write the same plainly, and without un
authorized abbreviation, 011 the blank provided for that purpose, 
·with sufficient carbon copies for each member of the crew, and 
when he has finished writing the order he will read it to the 
.dispatcher, who will O.K. the same, if correct. Tlz e motorman 
will thereupon sign his name upon the order. The con ductor 
will then read the order to tlze dispatcher, and if correct, the 
.dispatcher will complete the order, by giving the initials of the 
.superintendent, or other designated authority, and the time 
of completion, which initials a11d time of co111pletio11, together 
with the signaturt' of tlze con ductor, shall be promp tly written 
upon tlze order by the conductor, after which the order shall be 
in full force and effect. 

Procedure if 19 order is given: 
The dispatcher will give such orders as are necessary to tlze 

motorman, wlzo will ·write the same plainly, and without un
.authorized abbreviation, 011 the blank provided for that pur
pose, with sufficient copies for each member of the crew, and 
when he has finis/zed writing tlze order the motorman will read 
it to the dispatcher, who will complete the same, if correct, 
by giving the initials of the superintendent, or other designated 
authority, and the time of completion. The motorman will 
thereupon write upon the order the word "comple te," with the 
time given, and his last name in full, and deliver a copy to each 
person addressed. Each person in turn will read the order aloud 
to the motorman. 

. ff for any reason the line should fail before the dispatcher 
completes an order, it is of no eff ect, and must then be treated 
as though it had not been given. 

issuing Orders -at Stations. 
258. To issue order s at stations where there are operators 

or agents, the dispatcher will instruct the operator or agent to 
display the stop signal for the motorman and conductor to stop 
[call] for orders. The motorman and conductor must not pass 
a station where such signals are displayed without reporting to 
the agent or train dispatcher, and until such signals have been 
taken down, removed or cleared. 

When an order is given through an agent, he must read it 
back to the dispatcher, and complete it in the same manner as 
a motorman. The conductor and motorman receiving such an 
order must each read it aloud back to the agent, and receipt for 
the same by ·writing their names upon it before detaching the 
cop ies i11te11ded for them. 
Call Dispatcher if Opposing Train has Not Arrived. 

261. When any train reaches a meeting point and finds that 
the train or trains to be met have not arrived, the motorman 
[ or conductor] shall immediately call the dispatcher for orders, 
as provided in Rule 256 [195]. If the train is a scheduled train, 
and the motorman is unable to reach the dispatcher, the train 
may proceed by flagging under Rule 203a, after waiting ...... . 
minutes. keeping in mind that the opposing train may be ap
proaching at high speed. 
Manifold Copies of Train Orders. 

262. T he person receiving [a] train orders must write 
[it] them in manifold during transmission, and if they cannot 
at one writing make the requisite number of copies, they must 
[trace] make others from one of the copies first made, but the 
same must be repeated back to the dispatcher same as first copy 
before being acted upon. 
Train Orders in Effect. 

267. Train orders once 111 effect continue so until fulfilled, 
superseded or annulled. 

Any part of an order specifying a particular movement may 
be either superseded or annulled. 

FORMS OF TRAIN ORDERS 

Form A . Fixing Meeting Point for Opposing Trains. 
277, (1) No ..... Mo tor ........ and No ..... Motor ....... . 

meet at . . .. ... . 
(2) No ...... Motor ........ meet No ...... Motor ........ at 

... .... . at .. ...... , a11d ........ at ........ . 

EXAMPLES 
(1) No. 1, Jl.1otor 201 and No. 2, Motor 202, meet at "A." 
(2) No. 3, Motor 203 and 2d No. 4, Mo tor 204, meet at "B." 
(3) No. 5, Motor 205 and Extra 65, east, meet at "C."_ 
(4) Extra 29, north, and Extra 72, south, meet at "D." 
(5) No. 1, Motor 29, meet 1st No. 2, Motor 33, at "B"; 2nd 

No. 2, Motor 38, at " C," and Extra 73, west, at "D." 
Trains receiving this order will, with respect to each other, 

run to the designated point, and, having arrived there, will 
meet in tlz e 11w1111er provided by the rules. 

275. Form of Train Order Blank. 

Form No . 
Tra in Order N o ...... Date .......... I<;) .• 

TO CONDUCTOR & M OTORMAN: 

.. ... .. Train No ...... . . Car lvo .... .... A t ................ . 

. ...... Train No ........ Car No ..... ... A t ................ . 

.... ... Train No ........ Car No .. ...... A t. ............... . 

....... Train No ........ Car No ........ At ................ . 

Motorman. Conductor. Train No. Time. Made 

Form B. Authorizing a Train to Run Ahead of or Pass 
Another Train Running in the Same Direction. 

278. (1) No ..... Motor ........ pass No ..... Motor ....... . 
aJ ........... . 

(2) No .. .. .. Motor ......... pass -No ...... Motor ......... . 
w hen overtaken . 

(3) No ...... Motor .......... run ahead of No ...... Motor 
............ to ........... . 

(4) No .... .. Motor .......... pass No ...... Motor ......... . 
at .......... ...... and run ahead of No ...... Motor .......... , 
. ........... to .... ..... .. . 
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(I) 
(2) 

taken. 
(3) 

··B." 

EXAMPLES 
No. I, Jll otor 2or, pass No. 3, ,ll otor 203, at "D." 
N o, 6, Jiotor 206, pass No. 4, JI otor 20-4, when 07,•er-

Extra 59, cast, nt 11 ahead of No. 6, jfofor 2o6, "JI'' to 

(4) Extra 95, west, run ahead of No. 3, M otor 203, at •·I(" 
and run ahead of No. 7, JI,,[ otor 207, "JI" to ''Z." 

When under (I) a train is to pass another both trai11s will 
run accordi11g to rule to the designated point, and there arra 11ge 
for the rear train to pass promptly. 

Under (2) both trains will run according to rule until the 
second-named train is overtaken, and then arrange for the 
rear train to pass pru111ptl'jJ. 

Under (3) the seco11d-11a111ed train must not exceed the speed 
of the first-named train between the points d esignated. 

Under (4) the first-named train will run ahead of th e seco11d-
11amed train from the designated station until overtaken, a11d 
then arrange for the rear train to pass promptly. 

11 hen an inferior train receives an order to pass a superior 
train, right is conferred to /"Ill! ahead of the train passed fro111 
the designated point. 
Form C. Giving Right to a Train Over an Opposing 

Train. 
279 . • \ o .. ... . Mot or ... . .. ... has right o'uer No ....... Ji otor 

........ , .. ......... . to ....... _..... · 

EXAMPLES 
('I) No. I, Jiotor 201, has right over No. 2, J1otor 202, ··c'· 

to ·'X." 
(2) Extra 37, cast, has right over No. 3, 1vlotor 203, "F" 

to "A." 
This order gives right to the train first named over the other 

train between the points named. 
Under (2) the regular train must not go beyond the point 

last named until the extra train has arrived, unless directed by 
train order to do so. 
Form F. F or Sections of Scheduled Trains. 

280. (1) Motor ... . .... display signals and ru11 as ........ , 
. . . . . . . . . .. . , ........... . to ........... . 

(2) No ...... Jiotor ....... . , run as .......... , ......... . to 
.. .. .. .... .. 

(3) No . ..... Motor . ......... , display signals . ........... to 
. ..... ..... . for ........... . 

(6) Motor ........ is withdrawn as ........... at'. ......... . 
(7) Motor ........ , instead of Motor ........ , display signals 

a11 d run as .......... , ......... . to ......... . 
(8) No ...... , and .......... , reverse positio11s as ......... . 

and .......... , ......... . to ......... . 

EXAMPLES 
( 1) Jvlotor 201 display signals and run as 1st No. r, "A" to 

"Z.'' 
(2) Motor 2.50 nm as 2d No. I, "A" to "Z." 
(3) No. 101, M otar 205, display signals "A" to ''G" for 

Motor
1
65; 2d No. I display signals "B" to "E" for Motor 99. 

These examples may be modified as follows: 
(4) Motors 20, 25 and 99 run as 1st, 2d a11d 3d No. I, ''A" 

to "Z." 
Example (I) is to be used when the number of the motor for 

w hich signals are displayed is unknown, and is to be fallowed 
by example (2), both bci11g single-order examples. 

Under examples (2) and (3) th e mator named will not dis
play signals. 

Under example (-4) the motor last named will 110t display 
signals. 

For changing sect(ons: 
To add an interniediate section, tlie follo·zuing modification 

of example (I) will be used: 
(5) Motor 85 display sig,;als and run as 2d No. 1. "N" to 

"Z." Following sections change numbers accordingly. 
Under (5) Motor 85 will display signals and run as directed 

and following sections 'li.lill take the next higher nuniber. ' 
To drop an intermediate section, the follow-ing example will 

be used: 
(~) Motor 85 is withdrawn as 2d No. I at "H." Follu,,,i11.IJ 

sections change numbers accordingly. 
Under (6) Motor 85 will drop out at "JI," a11d followi11q sec-

tions 'li.lill take tlie next lower number. · · 
. To ~ubstitute one motor for another 011 a section, the follo.c•
mg wzll be used: 

(7) Motor 18, instead of Jyfotor 85, display signals a11d rnn 
as 2d No. 1, "R" to "Z." · 

Un der (7) Motor Rs will drop out at "R," and Motor 1X will 
run as directed. 

ff Motor_ 85 is last se~tio11, the wurds "display signals 1111d'' 
will be omitted. Following scctians ncecl 11ut be addressrd. 

_To discontin11c the display of si,1J1zals, the follo w ing rxa 111ple 
will be used: 

(8) 2d No. r takl' dow n sig1111ls at "D." 
r1nrfrr ex11111ple (R) 2d N o. I w-ill t11l.· e dt17l' II siq1111ls <IS di-

reefed, and a Jollowing section must not proceed beyond the 
poi11t named. 

To pass one section by another, the following will be used: 
(9) Motors 99 and 25 rc'verse positions as 2d and 3d No. I, 

"H" to "Z," a11d, if necessary, both motors will arrange signals 
accordingly. Following sections, if a11y, need not be addressed. 

Tlie character of a train for which signals are displayed 111a:,' 
be stated. Each section affected by the order 11111st have copies, 
a11d 111 ust arrange sig11als accordi11gly. 

To ·a1111ul a section for 'Which signals have bee11 displa yed 
over a division, or a11y part thereof, w h en no train is to follo·w 
the signals, Farm K 111 ust be used 
Fo rm G. Extra Trains. 

281. (I) 1liotor. ...... run extra ...... ..... to., ........ . 
(2) Motor ...... . . nm extra ........... to ........... und re-

turn to ............ · 

EXAMPLES 
(I) 111 otor 99 r1111 extra "A" to ''F." 
(2) JJ1otor 99 run extra "A" to "F" and ret urn to ''C." 
Onder (2) the extra 111ust go to ''F" before re turning to ''C." 
(3) Motor ....... rnn extra, leaving .......... 011 ... ...... . 

as follows, with right over all trai11s. 
Leave .............. ..... : 
Leave .............. . . ... . 
Arrive ................... . 

EXAMPLES 
(3) :Motor 77 run extra, leaving "A" on Thursday, February 

17th, as follows, with right over all trains: 
Leave "A" I 1.30 p. 111. 

" "C" 12.25 a. m. 
. ",E';, I .47 a. m. 

A rnve ' F 2.22 a. nz. 
This order niay be varied by specifying the kind of extra and 

the particular trains over w hich the extra shall or shall not 
hm!e right. 

Trains over ii:hich the extra is thus given right must clear 
the time of the extra .... minutes 
Form H. Work Extra . 

282. (1) Motor ........ works ........ until ......... bet'll'Cen 
........... . and ........... . 

EXAMPLES 
(r) Motor 292 works 7 a. 111. to 6 p. m. betwee11 "D" 011d 

"E." 
Under (1) the work extra must, whether sta11di11g or moving. 

protect itself against extras within the working limits i11 both 
directions as prescribed by rule. The t11ne of regular trains 
must be cleared. 

This may be modified by adding: 
(2) Not protecting against (eastward) extras. 
(3) Not protecting against extras. 
Under (2) the work extra 1vill protect 011ly against (1,•cst

ward) extras. The time of regular trains must be cleared. 
Under (3) protection against extras is not required The 

time of regular trains must be cleared. 
lVhen a work extra has been instructed by order to not pro

tect against extra trains, and, afterward, it is desired to ha1 1e 
it clear the track for (or protect itself after a certain hour 
against) a designated extra, an order may be given in th e fol
lowing form: 

(4) Work extra 292 clears (or protects against) extra ,6. 
east, between "D" and "E" after 2.10 p. m. 

Under (4) extra 76, east, must not enter the working li mits 
before 2.10 p. m., and 1uill then run, expecting to find the 7'•ork 
extra clear of the main track (or protecting itself), as the ,,rdcr 
may require. 

To enable a work extra .to work upon the time of a regular 
train, the following form will be used: 

(5) Work extra 292 protects against No. 55 (or ........... . 
class trains) between •·D" and "E." 

Under (5) tlze work extra may work upon the time of the 
train or trains mentioned in the order, and must protect itsdf 
against such train or trains, as prescribed by Rule . . . . . . The 
regular train or trains receiving the order will n111, expecti11q 
to find the work extra protecting itself. · 

When a worll extra is to be given exclusive riuht o·ver all 
trains the followz·ng form will be used: 

(6) Work extra 292 has right over all trai11s bctw,·,·11 the 
points designated between tbe times named. 
. H' ork extras must give way to all trains as promptly as {'r11c

t1cable. 
W~1enc1•er extra trains are run 011cr wo1 ki11.g limits they 11111.(/ 

be given a copy of the order sent to the work c.rtra. S'11111ld 
the working order instruct a worlt extra to not protrct a11,1i11st 
extra trains in one or both directio11s, extra trai11s 11111st {'1~otat, 
as prescribed by Rule .... , agai11st the work e.rtra; if the ord,-,
i11d_icate that .tbe work e.rtra is protccti11fl itself ar;ai11st (lfha 
t.rams, they 1c,1ll r1111, r.rpat111_11 to fi11d th,· 7('ork crtra prot,•l"fi11y 
1tsclf. 
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The working l i111 its should be as s hort as practicable, to be 
changed as the progress of the wor k 111ay require. 

F orm J. Holding Order. 
283. 
H old . . ... ...... . 

EXrl. M PLES 
Hold No. 2 . 
Hold all (or ,C'u rd ) trains. . 
~Vhen a train lzas been so held it mus t not proceed until th e 

order to hold is a11nulled, or an ord er g iven to the operator in 
the form: 

'' ........ . . m ay g o. " 
T hese orders w ill be addressed to th e operator a,1d acknowl

edged in the usual m anner, an d will be d elivered to conductors 
and m oto rmen of all trains aff ectcd . 

Form J will only be used when necessary to hold trains until 
orders can be given, or in case of em ergency. 
Form K. Annulling a Schedule or a Section. 

284. 
. .. ..... of .. .. .. .. is a1lll ulled ........ to .... .. . 

EXAMPLES 
No . I of F eb. 29th is annulled ''A" to "Z.'' 
2d No . 5 of Feb. 29th is annulled "E" to "G." 
The schedule or section annulled becomes void between the 

points named and cann ot be restored. 
Form L. Annulling an Order. 

285. 
Order Nu . .... is a111uillcd. 

EXAMPLE 
Order No. IO is annulled. 
If an order w hich is to be annulled lws not bccu deliverC'd 

to a train, the a11nulling order u:ill be addr essC'd to the operator, 
who will destroy all copiC's o_f the order an1111/lcd but his mun, 
and ·write 011 that: 

A1111ul!C'd b_, Order No . .... 
An onfrr ,<;hich has been an nulled must not be rC'issued under 

its original 11u1/l/Jer . 
Form M. Annulling Part of an O rder. 

286. 
That part of Order No . .... , rca di11 _r1 .. ... . ... . , is a1111 1tlled. 

EX,-lllf PLE 
That part of Order No. 10, read;"11g No. I meet No. 2 at ''S," 

is a1lllulfrd. 
Form P. Sup erseding O rder or a Part of O rder. 

287. This prd er ·will be given by adding to prC'saibcd f orms 
the words, ''instead of ........ .... " 

( 1) No ..... Motor ......... Jn C'et Xu ...... .l lotor ...... ... at 
. . . . . . . . . . . . instead of . .... - .... - -

(2 ) No .... M otor ...... . has right 0'i.'C'r Xo .... J fotor ... .. . , 
. . . . . . . . . . . . to .......... .. i11stcad of .. ......... . 

(3) No ..... M otor ..... ... display signals fur Jfo tor . ...... . , 
...... ..... . to ............ instead of .. ... .. .... . 

EXAMPLES 
( 1 ) No. 1, .Motor 50, m eet No. 2, Jlutor 55, at "C" instead 

of "B." 
(2) No. 1, Mo tor 60, has right over No. 2, Jlotor 65, "G" to 

" R" instead of "X." 
( 3 ) No. 1, M otor 70, displa::i1 signals for M utor 85, "A" to 

"Z'' instead of "G." 
Tlze order w hich has been superscdC'd 11111st 11ot be reissued 

under its original number. 
F orm R. Providing for a Movement Against the Current 

of Traffic. 
288. No .... 111otor . .. ... .. has righ t 01•er opposing tra in s on 

. . . . . . . . . . track .......... to ..... . ... . 

EXAMPLE 
( 1) No. 1, Motor 50, has right over opposing trains on No. 

2 ( or eastward) track "C" to " F." 
r1. train must not be moved against the current of traffic un 

til the tracll on which it is to run has been cleared of opposing 
trai11s. 

Under this order the designated train must use the track 
spec ified between the points named, and has rig ht over oppos ing 
trai11s on that track between those points. Opposing trains 
m ust not leave th e point last named until th e design ate d trains 
arrive. 

An inferior train between the points named moving w ith the 
current of traffic in the sam e direction as the d esignated train 
must receive a copy of the order, and may then procad 011 
its sc lzedule by right. 

This order may be modified as follows: 
(2) After No .... Motor ........ arrives at ........ No .... . 

111 otor .. .. .... has right over opposing trains on .......... trac k, 
. . . . . . . . . . . . to ....... . ... . 

EXAMPLE 
After No . 4, Jfotor 54, arrives at "C," N o. I, Motor 51, has 

right over opp osing trains on No. 2 (or eastward), ttack "C" 
to "F." 

Under (2) the train to be moved against the current of traffic 
must n ot leave th e first-named point until the arrival of the 
first-nam ed trnin. 
Form S. Providing for the Use of a Section of Double 

Track as Single Track. 
28o. . ......... track w ill be used as single track between 

... . .... and. . . . . . . . If it is desired to limit the time for such 
use, add ( fro m ........ until .. ... .. . ) 

EXANIPLE 
No . 1 (o r westward) track will be used as single track be

tween "F" and ' 'G.'' A ddin g, i f desired, "from I p. m. to 3 
p. m." 

CONDUCTORS 
Signal to Start. 

398. Conductors must never get a signal to start unless they 
can see the rear steps and know that passengers leaving the 
train are clear of same, or that passengers boarding the train 
are safely on the car. They must be careful not to give a start
ing signal when passengers are approaching, or close to a train_ 
and about to board it. [vVhen fl agging railroad crossings, con
ductors will keep the rear door closed, opposite to the side of 
the car from which they will fl ag crossing. ] 
Display of Signals. 

399. Display proper 11wrl,crs [signals] at rear of train and 
have all appliances ready for use. 

ACCIDENT AND PERSON AL INJURY 
Immediate Report. 

421. Conductors and motormen will make immediate verbal 
report to the dispatcher of any accident, blockade or serious 
mishap of any kind. (See Rule 24. ) 

---.... ·♦·----

EXHIBITORS AT THE DENVER CONVENTION 
T he fo llowing list gives the names of all companies from 

which applications fo r exhibit space at the Denver con
vention had been received by the committee on exhibits of 
the Manu fac turers' Association up to July 31 , 1909: 

A. & J. M. A nderson Manufa cturing Company, Boston. 
A utomatic Ventilator Company, New York. 
A merican Brake Shoe & F oundry Company, :Mahwah, N. J. 
Alli s-Chalmers Company, Milwaukee, Wis. 

, A nglo-American Varnish Company, N ewark, N. J . 
American Steel & Wire Company, Chicago, Ill. 
Black Diamond Boring Company, Monongahela, Pa . 
Berry Brothers, Detroit, Mich . 
H . P . Brown, New York. 
Buda F oundry & Manufacturing Company, Chicago, Ill. 
T he J. G. Brill Company, Philadelphia, Pa. 
Burroughs Adding Machine Company, Detroit, Mich. 
Bayonet Trolley Harp Company, Springfield, Ohio. 
Badger Fire E x tinguisher Company, Boston, Mass. 
Curtain Supply Company, Chicago, Ill. 
Ca rnegie Steel Company, Pittsburgh, Pa. 
Climax Railway Supply Company, Chicago, Ill. 
Consolidated Car Fender Company, Prov;idence, R. I. 
Coin Counting Machine Company, Chicago, Ill. 
Consolidated Car Heating Company, New York. 
Chicago Varnish Company, Chicago, Ill . 
Cincinnati Car Company, Cincinnati, Ohio. 
Crouse-Hinds Company, Syracuse, N. Y. 
Chisholm & Moore Manufacturing Company, Cleveland. 
Chicago Car Heating Company, Chicago, Ill. 
Duff Manufacturing Company, Pittsburgh, Pa. 
Duplex Metals Company, New York. 
Dearborn Drug & Chemical Company, Chicago, Ill. 
E mery Pneumatic Lubricator Company, St. Louis, Mo. 
E LECTRIC RAILWAY JouRNAL, New York. 
E lectric Service Supplies Company, Philadelphia, Pa. 
E lectric Renovator Manufacturing Company, Pittsburgh. 
E ureka Tempered Copper Works, North East, Pa. 
0. M. Edwards Company, Syracuse, N. Y. 
E lectric Railway Improvement Company, Cleveland, Ohio. 
Forsyth Steel Tie Company, Pittsburgh, Pa. 
Galena-Signal Oil Company, Franklin, Pa. 
General Electric Company, Schenectady, N. Y. 
Globe Ticket Company, Philadelphia, Pa . 



A UGUST 14, 1909.] ELECTRIC . RAILWAY JOURNAL. 

Griffin Wheel Company, Chicago, Ill. 
Goldschmidt Thermit Company, New York. 
Heywood Brothers & Wakefield Company, Wakefield, Mass. 
International Register Company, Chicago, Ill. 
W. J. J eandron, New York. 
Kenfield Publi shing Company, Chicago, Ill. 
Lorain Steel Company, Philadelphia, P a. 
McConway & T orley Company, P ittsburgh, P a. 
McCord & Company, Chicago, Ill. 
N ational Carbon Company, Cleveland, Ohio. 
Niles-Bement-Pond Company, ?\ew York. 
National Brake Company, Buffalo, N: Y. 
National Lock Washer Company, N ewark, N. J. 
Ohio Brass Company, Man sfi eld, Ohio. 
Ohmer F ar e Register Company, Dayton, Ohio. 
Pennsylvania Steel Company, Steelton, Pa. 
Rail Joint Company, New York. 
Sherwin-Williams Company, Cleveland, Ohio. 
Speer Carbon Company, S t. Marys, Pa. 
Standard Varnish Company, New York. 1 

Stromberg-Carlson Telephone Mfg. Co., Rochester. 
T. H. Symington Company, Baltimore, Md. 
Star Brass Company, Kalamazoo, Mich. 
Tool Steel Motor Gear & Pinion Company, Cincinnati. 
Trolley Supply Company, Canton, Ohio. 
Under-Feed Stoker Company, Chicago, Il l. 
W. T. Van Dorn Company, Chicago, Ill. 
Wonham, Magor & Sanger, New York. 
W heel T ruing Brake Shoe Company, Detroit, Mich. 
Western E lectric Company, New York. 
William Wharton, Jr., & Company, I nc., Philadelphia, Pa. 
·westinghouse Companies, Pittsburgh, Pa. 
Wagner E lectric Manufacturing Company, St. Louis, Mo. 

------~-----
CONVENTION PROGRAM 

The following program of the Denver convention has 
been announced : 

MONDAY, OCT. 4 
8 :oo a. m.-Opening of exhibits of Manufacturers' Asso

ciati on. 
9 :oo a. m.- Registration and issuance of badges at Audi-

torium. , 
2 :oo p. m.- Session of Claim Agents' Association. 
2 :oo p. m.-Session of Transportation & Traffic Associa

tion. 
TUESI'tAY, OCT. 5 

9 :30 a. m.-Ses~ion of Claim Agents' Association. 
9 :30 a. m.-Se s,, ion of T ransportation & Traffic Associa-

tion. 
2 :oo p. m.-Session of Amer ican Association. 
2 :oo p. m.-Session of Engineering Association. 
2 :oo p. m.-Session of Claim Agents' Association. 

WEDNESDAY, OCT, 6 
9 :30 a. m.-Session of E ngineering Association. 
9 :30 a. m.-Session of Transportation & Traffic Associa-

tion. 
9 :30 a. m.-Session of Accountants' Association. 
9 :30 a. m.-Closing session of Claim Agents' Association. 
2 :oo p. m.-Session of American Association. 
2 :oo p. m.-Session of Engineering Association. 

THURSDAY, OCT. 7 
9 :30 a. m.-Session of Accountants' Association. 
9 :30 a. m.-Closing session of Transportation & Traffic As

sociation. 
2 :oo p. m.- Closing session of American 1\ ssociation. 

FRIDAY, OCT. 8 
9 :30 a. m.-Session of Engineering Association. 
9 :30 a. m.- Closing session of Accountants' Association. 
2 :oo p. m.-Closing session of Engineering Association. 

ENTERTAINMENT FEATURES 
General direction of the entertainment fra tures during 

ronve11tion week is in th e hands of Charles C. l\'ircc, vice 
president of the Manufacturers' Association , and A. L. 
Whi pple, chairman of the entertainment committe. As 
usual, a pleasing variety of enterta inment will be provided, 
including ( according to the tentat ive plans so far mack) 
an informal cntntainnwn! for l'vfo nday ni ght, Oct. 4; re-

ception to the office rs of the associations on Tuesday night; 
annual supply men's vaudeville on W ednesday night ; grand 
ball on T hursday night, and trip over the celebrated Moffat 
Road on F riday. Special arrangements will be made for 
afternoon entertainments for the ladies, including a trip 
around the city, afternoon a t country club, etc. The ELEC
TRIC RAILWAY JOURNAL Convention Dailies will publish the 
correct programs of the day's entertainment each morning. 

DETAILED PROGRAMS OF AFFILIATED ASSOCIATIONS 
T he detailed program of the Transportation & Traffic 

Association was published in the ELECTRIC RAILWAY JouR
NAL for J uly 24, and the list of topics to be considered by 
the Claim Agents' Association was pr inted in the issue of 
June 26. I t is understood that these topics wi ll be taken 
up in consecutive order until they have been disposed of. 
T he following tentative programs have been drawn up by 
the Accountants' and Engineering Associations: 

ACCOUNTANTS' ASSOCIATION 
/iVedne sday M oming 

Convention called to order. 
Annual address of president. 
Annual report of executive committee. 
Annual report of secretary-treasurer. 
Paper-"Interurban Statistics," by S. C. Rogers , treas

urer and secretary, Mahoning & Shenango Railway & Light 
Company, Youngstown, Ohio. 

Appointment of convention committees. 
New business. 
"Get-together Luncheon." 

Thursday M oming 
Paper-"The Census and Electric Railway Statistics," 

by W. M. Steuart, chief statistician for manufactures, 
Bureau of Census, Washington, D. C. 

Paper-"Place of the Accountant in an Electric Railway 
Organization," by W. B. Brockway, general auditor, Bir
mingham Railway, Light & Power Co., Yonkers, N. Y. 

Paper-"Payrolls and Timekeeping," by N. E. Stubbs, 
auditor, United Railways & Electric Company, Baltimore. 

Report of committee on interline accounts. 
Report of committee on standard classification of con

struction and equipment accounts and form of report. 
Friday Morning 

Paper-"Storeroom Accounting and Inventory," by E. S. 
Pattee, secretary and comptroller, Twin City Rapid Tran
sit Company, Minneapolis, Minn. 

Report of joint committee on ':;hop accounting. 
Repor t of nominating committee. 
E lection of officers. 
Insta llation of officers. 
Adjournment. 

ENGINEERING ASSOCIATION 
Tuesday Afternoon 

Convention called to order. 
Annual address of president. 
Annual report of executive committee. 
A nnual report of secretary-treasurer. 
Appointment of convention committees. 
Report of committee on way matters. 

TV cdncsday 1\1 oming 
Report of committee on equipment. 

TV cdncsday Aftemoon 
Report of committee on power generati on. 
Appointment of nominating committee. 

Thursday 
Inspection of exhibits. 

Friday M oming 
Report of commit tee on standards. 
Report of committee on power di stribution. 

Question bo x. 
General bu siness 

Friday Afternoon 

Report of nominating co111111itt cc. 
Election of ofll ce rs. 
In stallation of orGcers. 
. \djournm<·1 1t. 
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NEW REPULSION MOTOR FOR RAIL WAY WORK 
Brown, Boveri & Company, of Baden, Switzerland, have 

recently brought out a single-phase repulsion railway motor 
of the Deri type, which is a modification of a motor of 
the same type built by the manufacturers and in experi
mental use on the Stansstad Engelberg Railway. A list of 
the contracts which the manufacturers have closed for this 
new type of motor is shown in the accompanying table. 

C 
I 

® 
Fig. 1-Deri Motor Fig. 2-Equivalent 

Electrical Circuits 

As the Deri type of single-phase motor has not been 
used in this country to any great extent, a short account 
of the principles on which it operates will be of interest. 

The motor consists of a single stationary primary winding 
and a revolving secondary winding, short-circuited upon 
itself along certain axes which are stationary with respect 
to the primary magnetism. It differs from the plain 
(Thomson) repulsion motor in requiring twice as many 
brushes on the commutator. These brushes are short-cir
cuited in pairs. 

A diagram of the motor is given in Fig. I , which shows 
the scheme for arranging the brushes and inter-connecting 
them in a two-pole model. The two brushes in line with 
the stationary primary co.ii are held stationary in space, 
while the other two are shifted manually for varying the 
torque. This produces on each side of the armature a pul
sating torque the net result of which is to tend to turn 
the armature in a common direction. The value of the 
torque depends not only upon the current, the magneti sm in 
space-quadrature therewith and the cosine of the time-angle 
between the two, but, also upon the space distribution of 
the coils in which the secondary current is produced. 

In dealing quantitatively wi th the physical relations, it is 
convenient to consider that the armature winding is divided 
into two completely superposed armature windings receiving 
current along two axes separated by an angle equal to the 
space-angle spanned by the coils actually short-circuited 

tt]T rtl tl 
Figs. 3, 4 and 5-Equivalent Electrical Circuits 

between the brushes. Evidently, the actual condition re
lating to the current values will be faithfully represented if 
each superposed winding is assumed to receive a current 
equal in value to one-half of the real current in the arma
ture coils. Under the assumed conditions the coils spanned 
by the brushes will carry the full value of current, while 

the others will be free from current. One of the assumed 
superposed armature windings has its axis in line with the 
primary field magnetism, and hence it may be called the 
transformer winding. The other superposed winding occu
pies a position depending upon the adjustment of the 
brushes, but a certain component of the effect produced by 
the current in this winding is in space-quadrature with the 
primary fi eld magnetism- the other component being in 
direct space-opposi tion therewith, and hence this winding 
may be called the quadrature coi l. 

On the basis of the above assumption the connection of a 
Deri repulsion motor with two brush axes in space-quadra
ture can be represented as shown in Fig. 2. Any flux pro
duced by the current in the "quadrature" winding will be in 
time-phase with the current in the transformer winding, 
and wi ll produce accelerating torque at the rotor. The 
time-place relation between the current in the transformer 
winding and the flux in space-quadrature therewith will n9t 
be altered by any motion of the roto r or change in its 
speed. 

Figures 3, 4 and 5 indicate three positions of the brush 
axes and show the equivalent connections for the "trans
fo rmer" and "quadrature" windings on the motor. With 
the axes close together, the transformer opposing CQmpo-

Fig. 6-New Single-Phase Repulsion Motor 

nent of the "quadrature" winding is large, so that the re
sultant " transformer" winding is small, even in comparison 
with the fairly small space-quadrature component of the 
"quadrature" winding. With a wider separation of the 
axes the " transformer" winding produces a greater effect 
in comparison with the ''quadrature" winding. . 

Both when the axes are together and when they are 
separated by 180 electrical space degrees the torque is 
zero. In the former case the transformer effect is 
zero, while in the latter case there is no quadrature effect. 

Under speed condition there are produced two e.m.fs., 
which affect the value of the secondary current and there
fore alter the torque, which for each position of the 
brushes varies directly with the square of the current in 
the armature. One e.m.f. appears at the "transformer" 
axis and the other at the "quadrature" axis; the former is 
proportional to the product of the speed and the quadrature 
flux, and the latter varies directly with the product of the 
speed and the transformer (primary) flux. In any event, 
there two e. m. f.'s have such values and time-place posi
tion_ as to tend to decrease the armature current with in
crease of speed. 

It will be seen from the above that the machine pos-
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sesses the speed-current and speed-torque characteristics of 
the direct-current series motor with constant primary e.m.f. 
and at any set position of the brushes the current de
creases with increase of speed, while the torque varies 
with the square of the current. \Vith the brushes in a con
stant position, at any chosen speed the current varies 
directly with the e.m.f., but the torque varies only with 
the square of the current independe ntly of th e e.m.f. or 
the speed at which it may be produced. With constant im
pressed primary e. m. f. at any given speed the current, the 
torque and the relation between the cnrrent and the torque 
can be varied throughout a wide range by merely shifting 
the brushes, as explained above. 

Owing to its construction, it is possible to connect the 
primary winding directly to the high-tension circuit, thus 
eliminating the necessity for a transformer. Moreover, the 
regulation of speed, torque and direction of rotation is ob
tained without the use of a resistance, by the mere move-

NEW· CARS FOR THE CHICAGO & MILWAUKEE ELECTRIC 
RAILROAD COMP ANY 

The St. Louis Ca r Company has recently delivered to 
the Chicago & Milwaukee Electric Railroad Company 10 

"pay-on-platfo rm" type ca rs fo r operation in and about 
Milwaukee. These cars we re designed jointly by the St. 
Louis Car Company and :-\. \V. McLimont, general man
ager, and L. L. Smith, master mechanic, of the Chicago & 
Milwaukee Railroad Company. 

The bodies are 34 ft. long over cornerposts, and 49 ft. 2 

in. over bumpers. The width over all will be 8 ft. 8 in. 
The platforms are 7 ft. 3 in. in length, and are provided 
with the Birney " pay-on-platform" arrangement. 

The doors in the body ·of the cars are of the twin type, 
operat ing singly, with a door opening 5 ft. wide, which 
gives ample room for ingress and egress of passengers 
when the swinging gate is in its normal position. The 

Prepayment Car for City and Suburban Service in and Around Milwaukee, Wis. 

ment of the brushes. Thus the machine operates at high 
efficiency during acceleration, and the accelerat ion can be 
made as gradual as desired. 

No information has been made publi c by the manufac
turers as to methods for reducing sparking under starting 
conditions. 

STATISTICS OF BROWN-BOVERI REPULSION MOTORS IN USE 
OR U N DER CONTRACT. 
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The Manhatt an Bridge, spanning the East Rive r ahout 
half-way between the Willi amsLurgh Bridge and the Brook
lyn Bridge, will be compl eted and open fo r t raffic ea rly in 
r91 0. I t will ca rry four subway ca r tracks on the lower 
deck and four surface ca r tracks on the upper deck. 

bottom framing of the cars is of the St. Louis Car Com
pany's channel-iron construction. The side panels are 
straight, with inside sheathing of yellow poplar, covered 
on the outside with heavy sheet steel. 

The seats are of the St. Loui s Car Company's K type, 
covered with rattan, and the interior finish is of birch, 
stained mahogany. The sliding door in the ves tibule is 
operated by an entirely new mechani sm, designed by \V. 
S. Miller, works manager o f the St. Louis Car Company. 
This mechanism operates the folding step on the exit side 
of the front vestibule. This device has recently been 
patented. 

The curtains are of Pantasote, and the glass in all side 
and end windows is double-strength 1-\ A . F lorentine glass 
is used in the deck sashes. 

Fenders of th e Chi cago City Railway disappearing type 
are provided at each end of th e cars, built and installed by 
the St. Loui s Car Company. Six of these ca r s are now in 
operation . 

---◄·♦·----

The Daily , /rlwnsas Democrat recently contained an in
teres ting popular a rticl e on tlt e work of the Little Rock 
Rail way & Ekd ric Company, U ttl e Rock , Ark., illustrat e-cl 
with views a long th e company's line and in F'o rc.~t Park , 
th e tvrmin al of the company's line-. 
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NEW DESIGNS OF ELECTRIC MOTOR AND TRAILER 
TRUCKS 

The accompanying engravings illustrate two types of 
electric trucks recently built by the Baldwin Locomotive 
Works. The truck for the United Railways of Portland, 
is one of eight built for this road, and is designated by the 
builders as class 78-30-A. It is built for standard-gage 
track, and is designed fo r a center-pin load of 30,000 lb. 
The wheelbase is 78 in., which allows ample room for two 
inside-hung W estinghouse II2-B motors . The truck is of 
the equalized pedestal type, and the general design of its 

Motor Truck for United Railways of Portland 

details is in accordance with American Street & Interurban 
Railway Enginee ring Association standards. The equalizing 
beams a re punched from steel boiler plates ; the pedestals 
and side frames are of forged iron, while the end frames 
consist of 3-in. x 3-in. angles. The connections· between 
the side and end frames are strengthened by gusset plates, 
and the result is an exceedingly stiff construction, while at 
the same time the frame can be readily dismantled if neces
sary. - The transoms consist of steel channels secured to 
the side frames by substantial cast-steel gussets. These 
gussets also serve as brake lever guides and brake-hanger 
supports, and to them are bolted chafing plates which pre
vent the bolster from bearing directly against the tran
soms. The equalizing beam springs are double coil, while 
the springs supporting the bol ster are double elliptic. The 
bolster is a steel casting, suspended on swing links in ac
cordance with the usual practice. The wheels were manu-, 
fa ctured by the Standard S teel W ork s Company. They 
a re fo rged and rolled steel, 33 in. in diameter , with rims 

Trailer Truck for Chicago & Southern Traction Company 

3 in. thick. The journals a re 5 in. x 9 in. The brake is 
arranged with a t ransve rse beam, connected directly to the 
upper ends of the live levers, and actuated by a central 
pull rod which extends over the motor . The release springs 
are attached to the transverse beam. 

The second engraving shows one of eight trailer trucks 
built for the Chicago & Southern Traction Company. These 
trucks are classified by the builders as 60-22-T, and are 

I 

designed for standard-gage track, to be used in interurban 
service. The wheelbase is 5 ft., and the maximum center
pin load 22,000 lb. The truck frame is supported by two 
coiled springs on each side. These springs are suspended 
from the ends of the equalizers, and as the latter extend 
beyond the truck boxes a long spring base is provided. 
This arrangement, in conjunction with the use of double
elliptic springs under the bolster, assures easy riding qual
ities. The angle-iron end frame, which has proved so effi
cient on motor trucks, is used in this design also. The 
bolster is a steel casting, hung on swing links. The wheels 
are of cast iron, with chilled treads, 33 in. in diameter; 
while the journals are 4¼ in. x 8 in. The side frames 
are strongly reinforced between the boxes, and are united 
to the transoms by cast-steel gussets, as in the truck pre
viously described. 

----·♦··------

LARGE RAIL WAY CONTRACT FOR ELECTRICAL ENERGY 

On July 30, after negotiations extending over a consid~ 
erable period of time, the Chicago Railways Company, 
which operates the surface street railways on the north 
side and west side of Chicago, entered into contract with 
the Comm~nwealth Edison Company for a large .. portion 
of the electrical energy needed to operate its cars .. :-,, ,The 
contract calls for not less than 30,000 kw of ~ .electrical 
energy, and will cover a period of about six years. The 
rate is $15 per kilowatt of maximum demand per year, 
with an additional current consumption charge of 0.415 
cent per kw-hour until Jan. 31, 1910. After that date 
the current consumption charge will be 0.4 cent per kw
hour for the remainder of the period. In its provisions 
the contract is substantially the same as the one previously 
entered into by the Chicago City Railway Company'ta'nd 
the Commonwealth Edison Company for a similar service 
and for about the same amount of electrical energy. The 
Commonwealth Edison Company does a remarkably large 
business in the way of supplying electrical energy at whole
sale rates to electric railway companies in and near Chi
cago. Under existing contracts, at the time of maximum 
demand next winter the Commonwealth Edison Company 
will be supplying about 80,000 kw to customers of this 
character-a r ecord significant of the modern expansion 
of the business of supplying electricity. 

----e♦•----

Ramona Park, the resort of the Grand Rapids Railway 
Company, at Reed's Lake, one mile east of Grand Rapids, 
recently has undergone some improvements. A large tract 
of land along the lake front has been transformed into a 
free playground for children, and swings, seesaws and 
slides have been installed. A caretaker is employed to see 
that none of the little ones are hurt while at play. 

----♦·----

At a recent meeting of the Chicago Electric Club Ed
ward N. Lake, division engine.er of the Board of 
Supervising Engineers of Chicago, gave an interesting ad
dress on the subject, "Some Phases of Steam Railroad 
Electrification." Mr. Lake briefly reviewed the growth 
of electric railway systems in the United States. In 1890 
there were 8123 miles of single-track street railways in 
the United States, of which 15.5 per cent or 1262 miles 
were operated by electricity. In 1907 there were 34,404 
miles of street railways in the United States, of which 
99 per cent or 34,060 miles were operated by electricity. 
Mr. Lake predicted that within the next IO years New 
York City and Chicago will be zone centers for great 
activity in the line of electrification of steam railroads. 
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News of Electric Railways 
Transit Affairs in New York 

The absence from New York of several members of the 
Publ ic Service Commission of the First District resulted 
in hearings being deferred on several street railway mat
ters recently. The question of the 5-cent fare to Coney 
Is land was put over until Wednesday, Aug. rr. The matter 
of. the character, extent, location and value of the structure, 
faci li ties and property of the Third Avenue Railroad was 
also considered on Aug. r r. Several other matters affect
ing th e electric railways were also before the commission 
during the week commencing on Aug. 9, among them the 
application for a reduction of the stock of the Long Island 
E lectric Railway and the application of the Third Avenue 
Bridge Company for a certificate of convenience for a 
railway across the Queensboro Bridge to Long Island City. 

The Public Service Commission is making a determined 
effort to arrange with property owners along the route of 
the proposed Broadway-Lexington Avenue subway for the 
installation of the entrances and exits to the stations 
through private property, after the mann er of the new 
Washington Street subway in Boston, instead of by kiosks 
on the sidewalks. Commissioner Maltbie, who is looking 
after the matter, said recently: 

''The commission has met with quite general success in 
obtaining consents of property owners to the plan of 
double-decking the Lexington Avenue line, which is of 
such advantage from the point of view of property owners. 
The obtaining of those consents now stands in th e way of 
the advertising of contracts, and the commission is urging 
property owners to send in these consents as rapidly as 
possible, so that progress may be rapidly made ." 

Commissioner Bassett has returned from a tour of the 
Middle West, where he studied local public service prob
lems at close range. Mr. Bassett is more than ever con
vinced that th e day of perpetual franchises for public serv
ice corporations is passed and that th e indeterminate 
franchise, which is favored by the Public Service Commis
sion, is superior to the fixed term grant and is th e best 
form of franchise for public service corporations. Mr. Bas
sett was accompanied by A. C. Duncan, his private secre
tary, and visited Buffalo, Niagara Falls, Toronto, Detroit, 
Chicago, Milwaukee, St. Paul, Minneapolis, Cleveland and 
Toledo. 

Commenting on what he had observed, Mr. Bassett called 
particular attention to th e low cost of power in Buffalo 
and Chicago, th e first a water-power deve lopment and the 
latter steam, and referred to the peculiariti es of the sys-. 
tems in Milwaukee and Minneapolis, and the franchise 
questions which are up for settlement in Toledo, Detroit 
and Cleveland. Much that Mr. Bassett said in an inter
view after his return is of general interest only, but his 
comments in regard to Toronto and Detroit are especially 
significant, his criticism of Toronto showing how a city 
may defeat it s own ends by burdensome enactment s. Mr. 
Bassett said: 

"The street railways in Toronto are all owned by one 
company operating under definite-term franchises from the 
city. Under thes e franchises, the city receives cash pay
ments of $800 for every mile of track operat ed and a lso 
12 per cent of the annual gross income of th e company. 
Thus a large part of the comp any's earnings g oes into the 
city treasury, but th e result works against the int erests of 
th e community in this way: The city is growing and more 
stree t car lines are needed, especially in the suburbs . The 
company does not wish to increase its mileage on account 
of th e payments required by its franchi ses. It does desire 
exten sions of trackage in the built-up portion s of the city, 
hut t he administration will not give it the rig ht to build 
these extensions until the line s needed in the suburb s are 
built. The result is that the mileage is small and inadc
quatc. Thi s is concrete- proof of the wisdom of the st a nd 
taken by th e Public Service Commis sion in New York Ci ty 
- th at franchi ses which provide for too large cash pay
ments into the city trea sury regardle ss of net earnings 
and adequacy of se rvice are bad and tend to prevent cor
pora ti ons receiving- such franchi ses from providin g ex
tensions and good service. 

" In Det roit I found that a single corporation, th e D e
tr oit U nited Railway Co mpany, operates th e entire ,, urface 
ca r sys tem . On mo st of th e line s the fare is 5 cents, hut 
on some a far e of 3 ce nts is charged. During the la s t few 
years a fight ha s been waged in a ll of th e thre e Lake Erie 
cities, Detroit, Tol edo and Cle ve land, for a 3-cent fare wit h 
universa l transfers. an<I th erc is a large sentim ent in favor 
of it. Th e D etroit fran chi se~ are for fixed te rm s- and J 

might say here that in few of the cities outside of New 
York State did I find any of the so-called perpetual fran
chises, such as prevail in New York, in existence. These 
fixed-term franchises will be expiring from time to time in 
the near future and the city of D etroit is anxious to make 
the best possible terms for the new grants which will be 
made upon their expiration. Mayor Breitmeyer has ap
pointed a committee of 50 citizens to apprais e the traction 
property and to propose a plan for th e extension or re
letting of the present franchises. While this is going on 
there is no incentive to the company to improve or extend 
its system. This condition is the invariable result of limit
ing franchises to a fixed term. As the time of expiration 
draws near, the operating companies are apt to a llow th eir 
structure and equipment to deteriorate because they do not 
wish to incur expenditure for extensions and improve
m ents in view of the approaching termination of th eir 
grants and the possibility of losing their franchises ." 

The Interborough Rapid Transit Company proposes to 
change the color scheme of 1600 cars in use on the ele
vated lines from the prevailing color of red to olive green. 
Three cars were recently painted in the company's shops, 
one with the present coloring, one with what is known as 
the Alton standard-the same color used on the coaches 
of th e Chicago & Alton Railroad-and the third, olive green, 
or what is known as the Pullman standard color. The 
last was finally decided upon as being the most serviceable. 

The commission has set Sept. 8 for a hearing on the ques
tion whether an extension of the elevated structure to the 
proposed Eastern Parkway in Brooklyn shall be erected on 
the assessment plan provided in the Travis-Robinson 
amendment to the Rapid Transit act. This is the first 
matter to come up involving the construction of rapid 
transit facilities to the plan of assessing the cost wholly or 
in part on the property benefited. 

Theodore P. Shonts, president of the Interborough Rapid 
Transit Company, has announced that his company will not 
build any more subways if the Broadway-Lexington Avenue 
route, favored by the Public Service Commission, is con
structed. Mr. Shonts regards that proposed line as an 
"isolated independent route, wholly on the East Side, wit h 
no transfer connections, and which would not touch the 
hotel, theater and shopping districts." The plans sub
mitted by the Interborough, on the other hand, he con
tends, provide for "a comprehensive unified transit system 
for the city with transfers between the elevated and sub
way lines and the longest ride in the world for 5 cents." 

Mr. Bassett, of the commission, has replied that th ere is 
nothing to prevent the Interborough Rapid Transit Com
pany from bidding for the Broadway-Lexington Avenue 
system and, in fact, its lease of the present subway and its 
ability to issue transfers between the present subway and 
the new subway would give it an advantage over other 
bidders. The commission, however, is authorized under the 
law to take this matter of transfers into consideration in 
a warding the con tract. Furthermore, the commissioner 
s tated, the extension proposed by the Interborough Rapid 
Transit Company would by no means meet the needs of 
the city for tl-1e next 25 years. The Interborough Rapid 
Transit Company's plan, according to Mr. Bassett, doe s not 
provide for the Broadway- Lafayette route in Brooklyn, 
which is designed to provide for a constantly expandin g 
traffic, or the construction of a Fourth Avenue subway or 
of a subway along the Eastern Parkway. Neither does it 
provide for additional tunnels under the river or for an 
additional East Side line in Manhattan. 

Judge Lacombe, in the United States Ci rcui t Court, has 
issued an o rd er giving Adrian H. Jolin e and Douglas Rob
in son, receivers of the Metropolitan Strect Railway, pcr
miss ion to make expenditures out of current earnin gs for 
improvem ents on the compa ny 's car houses at Lenox Ave
nue and 146th Street, Ninth Avenu e and Fifty-fourth Street, 
and clsewh cre in the city. The Morton Trust Co mpan y, 
as tru stee of t he refunding mortgage of the l\fletropo litan 
Strcet Railway of 1902, obj ected to making any of the se 
ex penditures beyond such as were required to keep the car 
house s in working condition, because th e real estate in 
qu es tion is pl edged und er th e co ll ateral trust m ortgage of 
r8c)7 , of which th e Guaranty Trn st Company is trustee, a11d 
claimin g- that if the receive rs impr o vc<l th ese car hou ~es 
out o f currcnt ca rnin gs they favorcd unduly t hose whose 
int eres t in th e property ca me through thc co llakral tru st 
bond s of 18r)7, a nd discriminated against thc ho ldcrs of the 
refunding bonds of I<)02. ln his decision Judge Lac o rnh c 
said that th c lVlorton Trust Company seemcd to ass11 111 c 
that therl' would l> c a comp lete di!-r11pti o11 of the property , 
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which as sump tion, h e decla red, th e rec~ ivers were n o t en 
t it led to act up on. T hat being t h e case, and as t h e mort
g age of t he M orton Trust Company c over s t h e entire 
property of th e Met ropolitan St reet Rail w ay, subj eet to th e 
prio r lien of the Guaran ty Trust m ortgage on ce rta in spee i
fi ed parce ls, J udg e Lacombe took t h e posit ion t hat t h e 
expenditures bene fit ed everybody int er es ted in the property. 
T h e r eeeivers a ltog et h er want to sp end $394,205 on t h ese 
ea r h ouses, and w hen t h e work is com pleted t h e receivers 
will have spent on repairs, a lt eration s an d r ebui ld in g of 
ear h ouses $ 1,78--1 ,--198. 

Bridge Commi ss ion er J am es W . Steve nso n has rec eived 
fr om t he eng ineer in cha rge o f traffic on t h e Brooklyn 
Bridge a report sh owin g th e numb er of troll ey ca r s oper
at ed over t he bridge during aft ern oon rush hours t h rough
ou t t h e m onth of J u ly. Saturdays, Sundays and h olidays 
a re omitted fr om the co mputa t ion. T h e da ily ave rag e fr om 
5 p. m. t o 6 p. m . w as 329, ag ain st 293 in 1908. T h e da il y 
a Yerage fr om 6 p. m. to 7 p. m . wa s 279, aga in s t 265 in 1908. 
T h e average number of ca rs op erated durin g the 5 p. m. 
t o 6 p . m. rus h hour was th e hig hest monthly average ever 
operated over the bridge for any single hour, and is 36 
ea rs m or e than we r e operated t h e same p eriod in 1908. 

Annual Convention of the German Street Railway Asso
ciation.-The twelfth an nua l convention of the German 
S tre et & Inter.urban Railway A ssociation will be held a t 
H ambu rg on Se pt. 8. 9 and IO. A mtmg t he subj ects to be 
discussed a re th e fo llowing : "Recen t Legisl a tion Relative 
to Aeeid ent D am age Claims," "Specifications for Ra ils a nd 
Oth er Part s of Traek Construction," "Standardization of 
Rail Sections," "T raek Construction in Paved Streets," 
" R a il Corruga tion," "W elded Jo int s," "Sn ow Plows." "Car s 
for Mixed Service on Trolley L ines and High ways ," " Im
provem ent s in Tract ion M otors," "Welfare o f E mployees," 
" Methods of Printing Ticket s." 

Club Houses for Employees in New York.-T h e 
d irecto rs of the ln te rborou g h Rapid Transit Company, New 
Y ork, have app ropriat ed $50,000 to be use d in th e er ec
t ion of elub h ouses fo r th e c ompany's employees at six 
o f th e m os t impor tan t te rmina l points as foll ows: 159th 
S treet an d E igh th Avenue; 129th Stree t and Third Ave nue : 
179th St reet ya rd ; Third Ave nue and B ronx P ark ; 242d 
Street an d Broadway; 148th S t re et and Seventh Avenue. It 
is est imat ed th at t h e club h ous es, w hich will be 65 ft. dee p 
by 36 ft. wide, w ill cost $8,000 ea eh. They w ill contain 
;,, hower bath s. kitehens, sm okin g and r eading r oom s, and 
will be fr ee to th e m en. Th e p lan s for the fir st of t h ese 
h ouses hav e been fi led wit h t h e buildin g department of 
Ne " · York by George H. Pegram, chief engin eer of th e 
cotnp any . It is cxpeeted t ha t four of t he c lubs w ill be 
c om plet ed and ready for use in th e early fa ll. T h e o th er 
t wo w ill be com pleted as soon t h ereafter as poss ible. In 
a ddit ion to th e amount vot ed by th e directo rs of t he com
pany, Au gust Belm on t, eh airman of th e board, h as don at ed 
hi s per son a l ch eek fo r $ ro.ooo. w hieh w ill b e us ed in sup
p lying th e club s w ith books, magazin es and newspa pers. 

E lectrifi cation of the New York Cent ral & Hudson River 
Railroad.- In t h e expe nse budg et of th e New Y o rk Central 
& H ud son R iver R ailroad fo r th e y ea r w hi ch en ds Jun e 30, 
HJIO, th ere app ear s an item of $8,477,682, fo r th e elee tri fica 
tion of subu rban lin es and fo r a N ew York t erm ina l. A 
lar ge por t ion of t hi s m on ey w ill be spen t on •th e I',;' ew York 
t ermin a l; som e uf it will be used in adding ext ra traeks 
\\'ithin t he elec tric zone. b ut only a eompara tively sm all 
pa rt of it w il l be expended for e lect ri fiea tion proper , O ne 
of t h e en gin ee r ,; of t h e New York Cen tra l & Hudson Rive r 
Ra ilroad, in out lin ing th e p lans of t h e eomp any fo r th e 
eom in g year. said t ha t it is proposed t o ex tend the eleet r ic 
zone on t he H arl em divis ion fr om l'd ount Ve rn on to No rth 
\ Vhi t e Pl ain s, a dist anee of about IO mi les. Curves an d 
g rade erossings w ill b e eliminated. and the roa d w ill be 
put in fi r st -e la ss shape fo r express servic e. Substat ion s 
a r e t o b e con struc ted at Tuckah oe an d W hi te Pl ain s. T hey 
w ill be equipp ed w ith t hree rooo-kw ro ta ry conve rt ers , 
s imila r in d es ign t o th ose w hieh are now in se rviee in the 
o th er sub sta tion s of th e compan y. In fact , t h e entire equip
m en t w ill be ins ta lled according to t h e standard s adopted 
b y the New York Cen t ral & Hudson River Ra ilroa d. Cir
cui t-b reaker houses w ill be establish ed about eve r y 2 mil es. 
T h e company eon temp la t es making its Hudson division a 
fo u r -traek lin e a ll th e way to Y o nker s. A t p r esen t th ere 
a re fo ur tracks to Spuyten Duyvil. bu t only two to Yonkers. 

Electr ifi cati on of Canadian Main L ines.- H it h erto the 
p r opo5al s to electrify main lin es of railroad in Can ada have 
been limited ch ie fl y to t h e West ern sections of th e D o
minion ~here , la r ge wa t er-pow ers are abundant. U. S. 
D eputy· Con~u!' C. A. St eeves, at Moncton, now r eport s t h a t 
t he electri£cation · of th e Grand T run k Pacific, o r National 
Trans-cob.tinerit al R ailway, from th e St. Lawrenee River 

-l' 

to Moncton, is n ow un der t h e s erious consideration of the 
raihvay company, the D ominion Gov ernment an d th e New 
Brun swick cabin et. E lect rica l en gin ee rs w h o have g iven 
t he subj ect co nsid erat ion dee la re t he conditions t o be en
t irely favo rab le. T he distan ce betw een th e S t . Lawrence 
an d 1Ion ct on is about 460 mile s, and for a considerable · 
part of t h e distance the r oa d passes through dense fo rests 
of spru ce an d fir in low er Quebec and north ern New Bruns
wick, as we ll as throu gh the rich fa rming country alon g 
t h e upper St. J ohn Vall ey. W ha t has g iven impuls e t o 
th e n ew plan is t ha t a t Grand Fa lls on the St. J ohn R iver, 
170 miles fr om t h e S t. L awrence and 160 miles from Monc 
t on, is located wate r -powe r sufficien t t o deve lop en ergy 
enoug h fo r t h e workin g of t h e who le road. A t this point 
t h e river has a natura l fa ll o f about 130 ft. and a fl o w that 
electrica l ex per ts es tima te w ill be sufficient t o furnish from 
rno,ooo to 125,000 hp continuously by the utilization of 
c omparative ly inexpensive m ean s of sto r age and conserva
tion. As t h e requirements of t h e road a r e es timated at n o t 
m ore than 40,000 hp, there is ever y r eason to believe that 
t h e supply w ill be m or e than equal to the ne eds. 

Attorney-General of Maryland to Draw Utilities Bill.
T h e m ee ting of Govern or Crowth ers' cabinet at Baltimore, 
Md., on Aug. 6, 1909, result ed in the sel ection of Attorney
Ge nera l St raus to prepare a bill to create a public service 
commiss ion in k eeping w ith t h e id eas expres se d publicly 
by t h e Governor. Governor Crothers, Sta te Comptroller 
Herin g, S ta t e Treasurer Vandiver, Secretary of State Wil
liams, Attorney-Gen eral S traus and Adjutant-General War
fi eld were a ll p r esent at the m eeting. The Governor stated 
t he purpose fo r w hich the m eeting had been called and 
d irected atten tion t o th e gas o rdinance now pending in the 
City Counci l of Baltimor e, w h ic h was, h e said, in th e nature 
of things, beyond t he province of the cabinet. He said 
that he had receive d a copy of th e ordinance, but that he 
presumed it had been sent to him as a m atter of courtesy, 
as t he origina l idea was t o submit a proposition for con
t ractual re lations to w hich the S tate was to have been a 
party. Cont inu ing on t he ques tion of public service legis
lation, the Governor is r ep orted to have said: "Upon this 
subject of a public utilities c om m ission, after much con
sideration, t hought and s tudy (not as much as I would like, 
but enough to mak e m e sure of m y g round) , I have n o 
hesitancy in decla r in g m yse lf u nreservedly in favor of such 
a commission. A public u tiliti es commission in Maryland 
at this time is w is e. I d o n ot be lieve tha t it will accom
plish everyth ing t ha t is expe cted of it . I do not believe. 
on t h e other hand, t hat it will hampe r the succ ess of th e 
corpora tion s nor drive from us o th er s that might o therwis e 
have com e to us. Such a law as con templated, if prepared 
with car e, w ill do mor e to relieve agita tion and excitement 
against corporat ions than an y ot h er single a gency. It will 

.prove a protection t o corpor ations rather t han a hindrance." 
The question of wh o should d raw th e bill r eceived con
siderable attention . By som e t he opinion was expressed 
that t h e m easur e sh ou ld be p r epared by the Sup reme Bench 
of Baltimore, b ut it was fi nally dec ided to entrust thi s work 
to M r. Straus. T h e question of w h o sh ould appoint the 
m emb er s of th e commiss ion w as a lso di scussed a t consid
era ble len g th . T h e opin ion fi na lly prevai led th at the Gov
ern or shou ld app oint th e m em be rs. 

LEGISLATION AFFECTING ELECTRIC RAILWAYS 
Connecticut.-T h e Sen a te on Au g. 3 passe d .the utilities 

bi ll r ecommen ded by th e majority of the sp ecial joint com 
mit tee of t h e Legislature. This measure p rovides for a 
boa rd of th r ee members to have jurisdiction ov~r the t ele
ph one, lighting an d water com panies, and leaves the c on
tro l of t h e electric railways and r ailroads w ith th e Ra il 
road Commi ssion. A n effort was m ade to put th rou gh th e 
sub stitut e m easure bringin g t h e electric railways and th e ra il
roa d s w ithin t h e province of t h e commission, but it was 
defeate d by a vo te of 16 t o 15. O n Au g. 5 th e m atter came 
before t h e H ouse . After debat in g t h e subj ect from I0:45 
a. m. un til 4 p. m. , with an h our excepted fo r lunch eon, the 
Hou se r efus ed to amen d t h e bill passed b y th e Sena te by 
strikin g out all aft er t h e enac ting clause and substituting 
fo r it th e minority bill r epor ted by Messrs, Chandler an d 
Whit on, of the se lect commit tee on public utiliti es, by th e 
clo se vot e of I04 to rn3. Before fu rther action was taken 
the H ouse adjourn ed and fi n al ac tion on th e m atter w as 
thus p os tponed. M eant im e honors r es t w ith the supp ort
er s of t he Barnum b ill, w hich is the m os t conse rvative of all 
t h e public ut ili t ies commission measures w hich h as b een r e
ported this session . The House on Au g. IO r efu se d by 
117 v ot es t o 11 3 to subs titut e an am ended Whiton- Chandler 
bi ll for th e Barnum bill on pub lic utilities, and th en in
defin itely p ostpon ed t h e Barnum bill itse lf by an over
wh elming viva voc e vot e. This in effect di sposes in all 
probabil ity of th e w h ole publ ic utilities subj ect fo r t his 
session. 
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Financial and Corporate 
New York Stock and Money Market 

August IO, 1909. 
T he stock market paused for an instant to-day in its 

persistent upward climb. There were no serious losse s, 
but the enthusiasm for buying which has marked the course 
of trading for the past few wee½s vyas absent. Although 
it is admitted that prices are not Justified by the trade co1:1-
ditions, confidence prevails that further a_dvances. are m 
sight. The traction shares have been fairly active and 
have to a limited extent shared in the gen eral advance
Inte;borough-Metropolita~ preferred, especially, has been 
a favorite with the traders. 

The money market has finally indicated some di sp osition 
to tighten up. There is more demand upon th_e banks fo r 
loans, and rates in consequence are somewhat high er. Quo
tations to-day were: Call, 2 to 2½ per cent; 90 days, 3 t o 
3¼ per cent. 

Other Markets 
Rapid Transit h as again been the leading traction f~ature 

in t he Philadelphia market. Througho1:1t the week 1! has 
been fairly active but at the end quotat10ns are practically 
unchanged. The~e has al so been a faii: amount of Uni on 
Traction in the market at unchanged pnces. 

In the Chicago market, there ha s b~en little d oing. in 
traction shares, although Subway continues to be actn·e 
and higher. Large transactions in thi s issue have occurred 
and the price within the week has advanc ed from 1~% t? 24. 

.Ylassachusetts Electric has be en the only tract10n 1sst~e 
in the Boston market that has had any sale, and even this 
h as only com e into sight in small lot s. There have be en 
no changes of any importance in the quotati on s. 

In Baltimor e, the r emarkable ac ti vity of the bond s of 
t he U nited R a ilways continues. V ery la rge sales have 
been mad e a lthough prices have remained practically un 
chan ge d. The stock has a lso been rath er active, with a 
s tronger tendency. 

Quotations of vari ous tracti on securities as compared 
w ith last we ek follow: 

Aug. 3. Aug. 10. 
_-\mcrican Rail way s Company ..... . .............. , . ... ,,. a46 
.\urora £ !gin & Chicago Rail road (common) ...... .. ..•.. *41 ¼ 
_\uro r a'. El gin & Chicago Railroad (pref erred) ............ *86 ¼ 
Boston E levated Railway .... .. ......................... • 127 Vi 
Boston & Suburban E lectr ic Companies . . .. , •. • • • • . . , .. • , . * r 7 ½ 
Boston & Suburban E lect ric Companies (preferred ) ... .. .. . *71 
Boston & W orce ster E lectric Companies (common ) ... .. .. . a1 3 
Boston & \Vor cester E lectric Compani es (preferred) .. .. .. . 55 ¼ 
Brooklyn Rapid Tran sit Company. . . . ...... . . ... . .. . .. ... . 8 1 ¼ 
Brooklyn Rapid T ransit Company._ 1st ref. conv. 4s .. . ..... 87½ 
C:avital Tr!lction _Company, W ashm gto? ........... . . .. ... . a 14~ ¼ 
Chicago City R ail way .. .. .. .. .. .. .... . .. • ... •.••• .... • . . a 19, 
Chicago & Oak P a rk E levated Raiiroad (common ) .. .... ... / 2¼ 
Chicago & Oak P a rk E levated Rail road (prefe r red)... . ... · 10 
Chicago R ailways, ptcptg, ctf. 1 ........ . ................ . a119 
Chicago Railways, ptcptg, ctf. 2 ........ . ........ ·. . . . . . . . . 38 
Chicago Railways, ptcptg, ct f. 3 .. . ... ... . • •. • •. • • • . •. • • • • 25 
Chicago Railways_, ptcP_tg, ct f . .+s , ...•• .. •.•..... . ••....•. -~10 ½ 
Cleveland E lectric Railway., .. .. ... ,• •• •••••••• • •.••• • •, · 78 
Consolida ted Traction Compan y of K ew J ersey... .. .... . .. 76 ¾ 
Consolidated Traction of N. J .. 5 per cent bon ds .. . .... .. . a106 ½ 
Detroi t United R ailway . ... ... .. .. , .......... • ..... ,• . •• a70 
( ;eneral E lectric Company . ..... . ........... • . . ........ , . 1 72 
<_;eorgia Railway & E lectri~ Company (common)........... 92 ¼ 
1 ;eorgia R ailway & E lect n c Company (preferred) ......... a88 
Inte rborough-Metropolitan Company (common) . •••........ 1 5M 
Jn terborough-Metropolitan Company (preferred).......... 49 1/s 
l nt erboro1;1 gh-M c,tropolitan . Company (4 ½s). . ... .......... 83 ½ 
Kansas City Railway & L ight Company (common) ......... a48 
Kansas City R ailway & Light Company (preferred)....... 84 
:\I anhattan Railway .. .... .... .. ..... .. • • . • • • • • • • • • • • • • • 144 ¾ 
.\ lassachusetts El ectric Companies (common) . ..... ....... a1 2¼ 
.\I assach1-!setts Elect rjc Co!llpanies (preforrc<l ) . . ... ....... a75 
.'\l e tropolt tan W est S ide, Chicago (com mon) ... ............ a1 8 
.\h-tropolitan W est Side1 Chicago (preferred ) .. ... ..... ... a48 ¼ 
\ I ctropoli tan Street R ail way . ...... . .. ... • .... •. • , .. • • . • • 24 
:\-ltlwaukce Electric Railway & Light ( preferr ed ) . . ....... . * I I o 
Nor th Amer ican Company: .. ..... . . . .. , • • • • . • • • • .. • • . • • • 85 
::-,; ort hwcstern Elevated Ra!l road (common) ...... . ...... .. a22 
:Northwestern El evated Rail road (pre ferred) ..... . ...... .. a 71 
Philadelphia Company, Pittsburg (common)............. .. 42½ 
l'hilade lphia Company. Pittsburg (pre fer red) .. ,.,........ 44½ 
Phi ladelphia Ra pid T ra nsit Company ............ • ... , ... , 32 
Phi ladelphia T raction Company . .. . .............. , ....... a91 
Public Ser vice Corporation. 5 per cent col. n otes .......... a1 00¼ 
Public Service Corporation , ctfs. , ....................... * a91 
Seattle Electric Company (comm on ) ..................... 105 
S,·attlc Electric Compan_Y (preferred) ... ,•.••,•,• ... ,,.,• 105 
South Si rl e Elevated R a1lroa <I, Chi cago .... , ............... a58 
Toledo R a il ways & Li ght Company....................... a9¼ 
Third Avenue Railroad, Ne~ York .: ........... ,......... 2or4 
Twin ,ity Rapi cl T ran sit, M111!1capnlis. (comm on) .......... a103 ¼ 
Union Traction Company, P h1l arlelpl11a •. • .: • • • • • • •. •. •... 55 ¾ 
United Ra il ways & T•:lcctric Company,. Halt 11norr., ........ a 13 fll 
U nited Rail ways In v. Co., Sa n fransisco (common ) ...... a38 ½ 
U nited R ailways I nv. Co., Sap l·ranc1sco ( prefe rred)...... 56 
\Vashington Railway & f:leclr!c 1 ompany (common ) ....... a47 
Washin 11ton Railway & T•.lectnc Company (prcfcrre<l)., .... a93 
West F:nrl S trret R ai lway, Tioston (common) .. • ... , ... •,. a9, 
West End St re,•t R ailway, Roston ( p~eferred).,,., •.... , .. 1~6 
Wcs tin~housc El ectric & Manufactu r ing 1ompany....... 86 ¼ 
Wrst inghousr Eke. & M fg. Company (1 ~t nrcf.) ....... • .. a130 

• L ast sale. 

4 L> 
* 4 1 1/~ 
*86 72 
127 3/s 
* 17 ½ 
*70 
a 13 

54 ½ 
80 ¾ 
87 ½ 

a 142 
a 190 

*3 
* 12 

a I 1 2 

a39 
a25 
am 
' 78 
a78 

a 106½ 
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171 1/s 
*94 
*88 

15 ½ 
48 1/s 
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144 ½ 
12 ¼ 
73 ½ 
I 51/s 
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* 11 0 
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*10, 
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Reorganization Plan of Ocean Shore Railway 

The r eorganization committee of the Ocean Sho re Rail
way, San .b ranci sco, Cal., c onsis tin g of H om er S. Kin g, 
Henry P. Scott, J . D. Grant and Ch a rles Du tto n, has m ade 
public t he propose d plan of reo rganiza tion of t he Ocean 
Shore Railway. It ca ll s for the dep o sit of bonds of th e 
co mpany with the M erc antile Trust Company, San F ran
cisco, Ca l., as depositary. 

The Ocean Shor e Railway w as inco rporat ed in ~l ay, 
1905, t o build an electric railway from San F rancisco to 
Sant a Cruz. It was capita lized at $5,000,000, and h ad an 
authori zed bond issue of $5,000,000, secured by a m ortgage 
dated Nov. 1, 1905, and due N ov. 1, 1935. O f these bonds, 
$ 1,300,000 was sold during 1905 and 1906 and wo rk was 
begun on the company's line. The San Francisco di saster 
affec t ed conditions a dvers ely on the Coast, how ever , and the 
company was unabl e to se ll any more of its bonds for some 
tim e. Within the las t two years it has sold $1,700,000 ad
dition a l bonds, m aking the total amount of bonds out stand
ing about $3,000,000 w ith the remaining $2,000,000 used as 
collat era l for temporary loans. The present stockholders 
of the company hav e paid in cash $2,250,000, which has been 
invested in p ro perty. This property consists of 38 miles of 
line completed south of San Francisco, and 14 mil es of line 
north of Santa ·cruz, there being an intermediate distance 
of 26½ miles y et t o be completed to connect San Francisco 
and Santa Cruz. The c ompany has secured valuable ter
minal faciliti es in San F rancisco and has va luable t erminal 
sites under contract in Santa Cruz. J. G. White & Com
pan y, 1 nc., wh o repo r t ed on the c ondition and prospects of 
the co mpany, say tha t the grading and track can be com
plet ed for approximat ely $850,000, and estimate that the n et 
earnings of the company after allowing for operation and 
maintenance for the fi r st year of c omplet e operation will 
be n o t less than $250,000, a nd that the country tributary 
to the road is of such character as to insure a steady in
crease in earnings. 

The plan of re organiza tion calls fo r the incorporation o f 
the San Francisco & Ocean Shor e Railroad o r a company 
with a similar name to be capitalized at $15 ,000,000. Of 
this, $7,500,000 will be co mmon stock and $7,500,000 w ill be 
5 per cent non-cumulativ e preferred stock. . It is also pro
posed to issue $3,500,000 of fi r s t mortgage 30-year g old 
bonds and $15,000,000 of c onsolidated m ortgage 5 pe r cent 
sinking fund bonds. Of thi s $15,000,000, $3,500,000 w ill be 
reserved t o retire the n ew fi r s t m ort gage bonds, $5,000,000 
will be exchanged for p re sent bonds of the Oc ean Shore 
Railway dollar for d ollar, and $6.500,000 will be r ese rve d in 
th e hands of truste es for future extension s and improve
ment s. Provided all of the Ocean Shore R a ilway's first 
m ortgag e bonds are deposited with the d epositary in ex
change for San Francisco & Ocean Shore R ail road con
so lidated mortgage bonds, the San Fra ncisco & O cean 
Shore Railroad will purchase from the Ocean Sh or e Rail
way a ll it s property, assets, fran chis es, r ea l est a t e, e tc., 
and will execute a fi rst m ort gage to the Union Tru st Com
pany as truste es to secure $3,500,000 of fir s t m ortgage bonds. 
The co n solidated mor tgage bonds wi ll be a lien on a ll the 
property of the company, subj ect to the $3,500,000 o f fi r s t 
mortg age bonds and as an equiva len t numb er of consolida t ed 
bonds a r e r ese rve d to ret ire t h e fir s t m ortgage bond s a t 
such tim e as it can be done advantageously, the conso li
dated m ortgage bonds will eventua lly beco m e a firs t m ort
gage on th e p ro perty. If t hi s p lan is carri ed out the com 
pany w ill have in its t r easury $3,500,000 of fi r st m ortgage 
bond s. w hi ch it w ill be abl e t o s ell o r u se a s c o lla t era l for 
tem r ora ry loans. T hi s w ill be sufficien t to enab le t h e com
pa!1y to p rocure imm edia t ely fun d s t o pay off t h e rea l 
es ta te m ort gages on it s p resen t t ermin a ls an d co m plet e t he 
road from Sa n F ranc isco to Sa nta Cru z and pu t it in fi r s t
cla s~ s hape fo r operatio n. 

Beaumont (Tex.) Traction Company.-The U nited S tat es 
Circuit Cou rt at S herman, T ex., on t he app li ca ti on of th e 
Inter s tat e Trust & Bankin g Company, Ne w Orl ean s. La., 
th e mortg age tru st ee, ha s appo inted J a m es F. W ec d, Beau
m ont, r eceiver of t he Beaum ont Trac tion Co mpa ny, in o r 
der t o p rotec t th e bond hold er s, th e city ha ving thr ea ten ed 
a sui t to forf eit t he co1,1pan y's charte r. 

Boston & Nor thern Street Railway, Boston, Mass.-Th e 
Ma ssaclm se tts Ra il roa d Comm ission has a pprove d th e issue 
by the Bos ton & Nort he rn S t ree t Ra il way, at t he pr ice of 
$ r TS pe r share as fi xc d by it s stne kholders, of no t c .x eev di ng 
5883 shar es of 6 per cent ctumtl ati ve p refe r re d s t nck. 

Buffalo , Lockport & Rochester Railway, Buffalo, N. Y.
J ud ge Ha ze l in th e U ni te d S ta t es Eq ui ty Conrt at H11ff:i lo 
on Au g-. S, 1909, appin ted J ohn M. Cam phc ll , Rnc h('stl'r. :rnd 
M ilford W . Child s, 1\1 r d in a, receivers of t he n111Taln. l ."ck
po r t & l{ oches ter Rai lway. T he ap plication for th,· re 
ce ive rship was m ade by th e Na t iona l I: ond & Share Com 
pa ny. I .t ,I. . T oront", 0111.. w h ich is a creditor of the H11ffa lo, 
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L o ckport & Roches ter R ailway fo r about $28,000 and owns 
2340 shar es of the stock of the company. 

Columbus, Delaware & Marion Railway, Columbus, Ohio. 
- Judge Baston G. Youn g, in the Court of Common P leas 
of F rank lin Coun ty, O hio, at Mari on. has appointed Geo rge 
E hy sall, gen era l man age r of the Columbus, De laware & 
Ma rion R ailway, r ec eive r of the company on a pe tition 
fi led by N. J. Catrow, treasurer of t he company and pr esi
dent of t he F irs t N ationa l Bank, M iamisburg . Mr. Cartow 
is h older of a co llatera l no te fo r $372,381, da ted J u ne I , 
1907, and due S ept. r , 1907, and he asserts t hat since Jun e 1, 
1907. part of t he int erest 0 11 the $2,500,000 m ortgage bonds 
has been paid from capita l and n ot from earn ings, and t hat 
$23,000 bond interes t due Aug. I , 1909, has n ot been paid. 

Inter-State Railways, Philadelphia, Pa.-Owing to t he 
delay in t he acceptance of the reorganiza tion p lan, t he In
t er-Sta te R ailways on Aug. l , 1909. not ified the P hilade l
phia Stock Exchange th at inter est coupons of the 4 per 
cen t bonds du e A ug. 1, 1909, would not b e paid on t ha t 
date, and that the exchange would be informed of any ar
rangem ents m ad e fo r paym ent of said coupons. J oh n C. 
Bell, attorn ey of t he Car son Estate, has r eceive d permi s
sion from Judge Solly, of t he Orphans' Court, at M ontgom
ery County, Pa., t o deposit t he bonds of t ha t estat e. 
amounting, it is said, to $4,000,000, nnder the t erms of the 
E arle p lan . The fo ll owin g unofficial stat em ent was m ade 
recent ly r egarding t he progress of the reorganization p lan : 
"There have a lready been dep osited about $750,000 bonds 
under t he plan. The direct or s own and control approxi
mat ely $2,000,000 additiona l bonds, so that t he t ota l of 
$6,750,000 is now assured. The dir ectors had agr ee d t o de
posit their b onds a t the sam e tim e the Carson bonds a r e 
deposited, and t ha t is the reason w h y t hey we r e n ot put 
in b efor e this. With $6,750,000 secured, it shou ld n ot be 
diffi cult t o ge t in t he additiona l $750,000 to m ake a total of 
$7,500,000, o r 75 per cent of t he outstandin g issue, whic h 
t he Ear le committee d es ires b efore declarin g the pl an 
operative." 

Jacksonville (Fla.) E lectric Company.-The stockholders 
of t he J acksonville E lectric Company will m eet on Aug. 
16, 1909, t o vo te t o increa se t he capital stock of the com
pany from $1, 100,000 to $1 ,500,000. 

Metropolitan Crosstown Railway, New York, N . Y.
T he bondholder s ' protective com mit tee of the M etropolit an 
Cross town Railway, J . Augustus Barnard, chairma n, an
nounces t hat th e time fo r dep osits of first mort gage 5 per 
cent b onds with t he Columbia Trust Company, New Y ork, 
has been ex tended until O ct. r5 , 1909. 

Old Colony Street Railway, Boston, Mass .- The Massa
chusetts Rai lroad Commission has approved the issue by 
t he O ld Colony Stree t R ailway, at the price of $ II5 pe r 
shar e, as fixe d by its s tockholders, of not exceedin g 4042 
shares of 6 per cent cumula tive preferred s tock. 

Philadelphia, Bristol & Trenton Street Railway, Phila
delphia, Pa.-At th e sale of . the P hiladelphia, Brist o l & 
Trenton Stre et Rai lway under fo reclosur e of the fir st m or t 
gage a t Doylestown, P a., r ecent ly, the biddin g sta rted a t 
$200,000, the up se t price, and the property was fi nally pur
chased fo r $380,000 by Carl N. Martin, Philadelphia. Pa .. 
and J ohn R edmond, Baltimore, Md., r epresenting th e b ond
h olders' committee, w hich hold s $627,000 of the issue of 
$650,000 bonds. The p lan of r eorganization is n ot ye t r eady 
for publicat ion. Mr. Martin is a m ember of the fi rm of R. 
T. Martin & Com pan y, 302 Stock E xc han ge Buildin g, Phila
de lphi a, Pa., and is secre ta r y of th e bondholders' commit
t ee of t he P hilade lphia, Bri st o l & Trenton Stree t R ailway. 

Pittsburgh, McKeesport & Westmoreland Railway, Mc
K eesport, P a.-The P ittsburgh, McKeespor t & W estmor e
land Railway has pu rchased about the last block of bonds 
of the Pittsburgh & Westm oreland Railway, and now ow n s 
abou t 90 per cent of the st ock and bonds of t hat com pany. 
T h e rece ive r s of the P itt sburg h & W estmor eland Railway 
a re preparing an application fo r per mission to se ll the 
pro perty of t he company to t he Pittsburgh, McKeesport & 
W estmor eland Railway, fre e and clear of a ll liabili ti es. 

Public Service Corporation, Newark, N. J--To take up 
$7,250,000 of collat era l trust notes due on Nov. I , 1909, and 
approximately $500,000 of outstanding conve r t ible g old 
notes, t h e Public Service Corp or ation of New J er sey has 
sold to J. P . Morgan & Company, New York, N . Y., and 
D rexel & Company, Philade lphia, P a., $8,000,000 of its fi rs t 
mortgage 5 per cent bonds of 1908, authori zed fo r $50,-
000,000. 

Worcester (Mass .) Consolidated Street Railway.-T he
Massachusett s Rail road Commission has approved the pe
tition of the Wo rces t er Con solidat ed Sta te R ailway for 
an issue of mortgage b on ds to an amount n ot exceeding, 
a t par, $3,182,000, payab le 20 years from dat e ther eof, w ith 
in te res t at a r at e not exceeding 5 per cent. 

Traffic and Transportation 
Prospects for Amicable Settlement of Labor Differences 

in Chicago 

What was con sid er ed to be one of the c ritica l point s in 
the wage dispute b etween t he railway companies of Chicago 
a nd their em ployees was quietly p assed the la tter par t of 
the we ek w hich ended on Aug. 7. A referendum vot e was 
taken on Aug. 3 by the employees of the Chicago Rail 
ways Com pany, Chicago City Railway Company and t he 
Calumet & South Chica go R ailway Comp any, and it was 
ann oun ce d t ha t t he m en we r e almost unanimou s in favo r 
of decla rin g a s trike unless the demands m ade to the com
pani es we re m et . T h e State board of arbitration, the 
Mayor of Chicago and many of the leading business men 
of the city worked t o brin g ab out an amicabl e settl ement. 
Representatives of t he em ployees conferred seve ral times 
durin g t he week with Thomas E. Mitten , pr esident of the 
Chicago City Railway, an d J ohn M. Roach, p r esident of t he 
Chic ago Railways, and it was announc ed that n egotiati ons -
wer e under way for a peace ful se ttlem ent. Aft er on e of 
these conferenc es M r. M itten presented a p rop osition to 
the wage scale committee of t he Calum et & South Chicago 
Railway, w hich is ope ra ted by t he Chicago City R ailway, 
whereby t he 268 em ployees of t hat lin e are to be g ranted 
an increase in wages. The agr eement, in the even t of ac
ceptance by the men, w ill date back t o June I , 1909, wh en 
the contract between the company and it s employ ees ex
pired. 

The scale of wages called fo r in t he suggeste d p lan 
was a s fo llows: For th e next n ine m onths of servic e, 24 
cents per hour ; aft er nin e m onths, 26 c ents per hour. The 
fo llowing scale of wages was suggested to begin May I , 
1910: First three mon ths , 22 cents; n ext six months, 24 
cents ; after n in e month s, 26½ cents. It was announced 
from Presiden t Mitte n's o ffi ce t ha t any increas e in sa lary 
that may be g ranted to th e em ployees of the Chicago City 
Railway w ill apply p rop ortio nately t o the employees of 
the Calumet & South Chicag o lin e. 

At th e fi r st confe ren ce of the week betwee n Mr. Mit te n 
and th e Chicago City Railway emp loy ees, it was st a ted 
that no defini te prop ositions had bee n prese nted by either 
side, but t hat the subjec ts of wages, c ost of living, possi
bility of a rbit ra tion and other subj ects pertaining to t he 
labo r troubles, we re disc usse d by M r. Mitten and the men 
in a general way. 

On Aug. 7 the Chicago City Railway issued a statement 
w hich set fo r t h its side of the controve rsy. This state
ment is given below. 

"The managem ent of the Chicago City R ailway desires 
that a ll in tereste d be fully in fo rmed as to' the · actual fact s 
concerned in the presen t wage controve r sy. 

' 'The tota l revenue of the company fro m the operati on 
of t he street rai lway represe nts t he foll owin g annual return 
upon the va lue of t he property as certified by the Board of 
Snp ervising Engin ee rs and accepte d by the city: 

1907. 1908. 
Value of property ..... . ... . ... $28,1 68,980 $3 6,1 70,482 
A nnual income . . . . . . . . . . . . . . . 1,634 9 76 2,1 94,276 
Annual return .. ............... 6.33 per .:t 5.60 per ct. 

Average annual return for the 3 years, 5.93 per cent. 

1909. 
$38,630,4 18 

2,26 1,421 
5.85 per ct. 

"W hile it is t rue t hat durin g t he r ehabilita tion period, 
now closing , t he company, in t he position as broker and 
contractor , rece ives an allowance of 15 per cent up on the 
fund s us ed in t he r ehabilita tion, this cannot be con sidered 
as an earning of t he prope r ty in w hich the m en should par
ticipate, nor wi ll it con t inue to any great extent in future , 
due to t he completion of the r ehabilitation work. 

"During the negotiations prior to the passage of the se t
tl em en t o rdinanc es the r epresenta tives of the union ap
peared b efo r e the t ransp or tation committee and presented 
their dem ands for a rate of 33 cents an hour. A committee 
consist ing of Professor Cooley, B. J. Arnold and Mr. Du 
P ont inves tigated the r easonableness of this demand at 
t he r equ est of the tran sportation committee, and their r e
port of Dec. 22, 1906, was to the effect that the payment 
of t hi s wage would bankrupt the company, th eir furth er 
s tatem en t b eing that a possible improvement in wage con
ditions lie in the direction of increased spee d of cars to 
be secured by the co-operation of the men and rehabilita
t ion of the property. 

" In December, 1906, when urging the co-op eration of the 
men in effecting a se ttlement with the city President Mitten 
made the statement that the then speed of the cars aver
age d 8.3 miles an hour for the system, the then scale of 
wages being 19 cents an hour for the first six months, 24 
cents fo r the next six months, and 25 cents thereafter, with 
an average wa ge of 24 cents an hour; that this, by the co
operation of the men and rehabilitation of the system could 



A U GU ST 14, 1909.] ELECTRIC RAILWAY JOUR NAL. 271 

be increased to 9.03 miles a n h our, w hich would enabl e th e 
company to pay a scale of wages a s fo llows: 25 cent s fi r st 
year, 26 cents second y ear, 27 cent s third year, 28 ce nts 
fourth year, 29 cent s fifth year, 30 cen ts sixth yea r, m akin g 
an average wage of 26.20 cents an hour. 

"After th e passage of th e o rdinance and its rati ficat ion 
at th e polls the company advanc ed the wages of the m en 
to the now existing scale of 23 cents fir st three m on ths, 
25 cents next nine m on ths, and 27 cents th er eafter, payin g 
an average wag e of 26.20 cents an hour. 

"The speed of th e car s in May, 1909, r eached an average 
of 8.8 miles an hour. The natural increase in th e ave rage 
wage of the m en due to th eir increased age in service an d 
without any chang e in th e scal e now produces an average 
of 26.68 cents an hour, which approximate s p ro porti ona tely 
th e advance now du e to the m en on the th eory of inc rease d 
speed attained. 

"The company, in order to secure th e co-operation of t he 
m en, thus discounted the fu ture and increased th e wages 
two years ago proportionate to tha t w hich is only n ow 
justified by th e speed obtained. Thi s action should, in t he 
opinion of t he company, be given considera tion in th e even t 
of arbit ration. 

"The company is desirous of having th e wage ques tion 
se t tl ed in such a way as to preven t it s bein g brought up 
annually, for the r eason that any question w hich serve s to 
agitat e t he minds of the men is productive of acc idents, 
and is generally detrimental to the servic e an d disc iplin e 
of th e company. 

"The company recognizes that there m ay be fa ir differ 
ences of opinion as to th e merits of th e case, and, as it is 
t he policy of the company to treat its men in fa irnes s at 
a ll times, th ere should b e no question of a strike or any 
disturbance w hich would r esult in the interruption of the 
se rvice or the discommoding of the public. The contract 
with the men expiring Aug. 1, the conditi ons of w hich the 
company is still fulfilling, provides a method of a rbitrat ion 
fo r the settlem ent of all disputes, th e compan y being w ill 
ing to abide by th e decisi on of a rbitration so selected under 
this agreement as fi nal and binding in th e settl em en t of 
this dispute." 

John M. Roach, president of th e Chic ago R ailway s, m et 
committees on Monday, Aug. 9, a nd m ade concilia tory 
offers from which it is expected a sati sfac t ory adjustment 
of t he entire wage question with hi s empl oyees will de
velop. The proposition presen ted provides fo r th e fo ll ow
ing wage scal e: F irst year , 22 cents per hour ; aft er on e 
year, 25 cents per hour ; aft er third year, 27 cen ts per hour ; 
aft er fi ve yea r s, 28 cent s per h our ; aft er 10 years, 29 cent s 
per hour, and afte r 15 y ea rs, 30 cent s per hour. M r. Roach 
sta ted that he beli eves th e older m en in the se rvice should 
be t he on es t o receive th e m aximum sa la ry. He also st a ted 
that under this a r range m ent practically 65 per ce nt of t he 
empl oyees of t he Chicago R ailways woul d r eceive an im 
mediate inc rease in sa la ry. During t h e day Pres ident Mit
t en, of th e Chicag o City R ailway, a lso submi tted t o his 
em ployees a sc h edule simila r t o that presen ted by Mr. 
Roac h. The fo llowing shows th e scale of wage s a s now 
paid to t he employees of th e Chicago Rai lways and th e 
wages demand ed by t hem : F ir st s ix mon ths, p resent scale 
23 cen ts; demand, 25 cen ts. Afte r six month s, p resent 
sca le 25 cents ; dem and, 28 ce n t s. After one year, p resent 
scale 27 cents; d emand, 30 cents. 

T he presen t wage scale and dem and of th e emp loy ees of 
Chicago City Ra il way fo llows : F irst six m onths, presen t 
sca le 23 cents; d emand, 24 cents. After six months, pres
ent sca le 25 ce nt s; d emand, 27 cent s. Afte r one year, 
present scale 27 c ents ; demand, 30 cents . 

Confer ences w ere held da ily during t he week be twee n 
the o ffi ce r s o f t he Chicago Rail ways and th e Chicago City 
Ra ilway and th e com mi ttees nam ed by t he emp loyees to 
negotia te with t hem. It is g enera lly conceded that the 
e ffort s tha t have bee n made to conciliate th e m en wi ll re
sult in an ami cable se tt lem ent of t he differ ences betwee n 
t he comp ani es and th eir emp loyees. 

Transfer Charge Sustained on Newton System 

T he Massac hu se tts Ra il road Commissi on has issued an 
order da ted Aug. 4, 1909, in w h ich t he continuan ce of wit h
drawal of fr ee tra nsfers for anothe r year up on t he Ne wt on 
lin es of th e Middl esex & Roston S tree t Rai lway is approved. 
O n July 23, 1909, t he company petitioned th e commission 
to extend the t ime in w hic h I cent m ay be charged for 
each tra ns fer issued, s ta tin g th a t th e earnin gs of th e com
pany do not warran t t he res to rati on of free t ra ns fer s upon 
the lin es fo rmerl y opera ted hy th e New ton Stree t Railway 
a nd rece nt ly t akc-n ove r by th r Midd lesex & Boston S tree t 
Railway. 

A hearin g wa s given hy t he comm iss io n on Aug. 3, 190(), 
a nd no on <" wa s present t n oppose t he petition. M. C 

Brush, vice-president and g en er a) m anager, repre sented the 
company. H e state d t hat, in order to sec ure, with least 
burden upon the public, a proper and just return upon 
capita l ac tua lly invested, it is nec essary to continu e to 
make t he cha rge of I cent fo r each transfer, as during the 
p as t year. H e submitted figures showing t hat th e gross 
pa ssenger receip ts of th e N ewton lines fr om Sep t ember, 
1908, t o J un e, 1909, in clusive, were on ly seven-tenth s of 1 

per cent g reater than t he sam e period w ith free tran sfe rs 
a year befo r e, being $287,799.93 thi s yea r, against $285,-
688.72 last y ea r ; th e num ber of pa ~se nge rs ca r r ied was 
6,284,241 in 1909, aga inst 6,434,602 in 190b; th e numb er of 
t ran sfers issued was 549,159 t his year, aga inst 733,733 last 
year, w hen transfers were fr ee ; an d the number of trans
fer s r eceived was 531,1 25 in 1909, aga in st 623,556 in 1908. 
In o ther words, 96.5 p er cent of t he tran sfe rs issued we re 
turned in wh en the extra cent was imp osed and 85 per cen t 
were tu rned in w hen t he transfers were fr ee. The num
ber of un redeem ed tran sfers decrease d fr om 15 per cent to 
3.5 p er cen t by cha rging for transfer~, while th e t ota l num 
ber of t ransfers is sued decreas ed 25 per c ent and t he t ota l 
numb er of passenge rs carried decrease d abou t 2.3 per cen t. 

T he fo llowing figures w ere present ed, showin g th e g r oss 
pas senger rec eipts of t he Newton lines, t he number of 
passengers carried, and th e number of tran sfers is sued and 
r eceive d by lin es fo r t he IO m onths ending J un e 30, 1909, 
and th e sam e peri od of 1908: 

C ROSS PASSE:\'GE R RECE I P T S . 
19 08-9, 

Transfe r 
Charge 1 Ct. 

September .......... $34, 262 .95 
October . . . . . . . . . . . . 29,576.95 
N ovem ber . . . . . . . . . . 26,522.22 
December . . . . . . . . . . 26 ,025.61 
Jan uary . . . . . . . . . . . . 24,139.55 
Februa ry . . . . . . . . . . . 22,750.53 
March . . . . . . . . . . . . . 24,545.00 
A_pril • . . . . . . . . . . . . . 26,426.1 2 
May . . . . . . . . . . . . . . . 32,887.62 
J une . . . . . . . . . . . . . . 40,66 3.38 

T otal. ............ $287,79 9.93 

September ........•. 
October ..•... .... .. 
November .... .. . .. . 
December .... .. ... . 
J anua ry . ..... ... .. . 
Febr ua ry .... . . .. .. . 
March .... . ... ... . . 
A_pril .. .. .. ... ..• •. 
May .... ..• . . . . . .•• 
J une .... .. . . , , , • , , 

I90i -8, 
Free 

T ransfers. 
$3 3 ,277.87 

28,632 .07 
26,78 1.86 
25, 235.50 
23,819.66 
22 ,497.73 
24 ,433. 8 8 
26,007.0 7 
3 2,5 16,II 
42 ,486.97 

T otal .... . . ....... $ 285,688.72 

N UMB E R P AS SENGERS CARRIED. 
1908-9 , 1907-8, 

Free 
Tra nsfe rs, 

September .. ... . ... . 
October ....... .... . 
N ovember ... - .. ... . 
December ....... .. . 
J anuary ........... . 
February ... _ .. ; . . . . 
March ......... . .. . 
A_p ril ..........•... 
May .............. . 
June .............. • 

Transfer 
Charge 1 Ct. 

749,402 
644,382 
577,448 
565,811 
528,744 
497,148 
537,120 
575,303 
718,698 
890,185 

Total ............. 6,284,241 

September ...•...••. 
October ..........• _ 
November ..... . . . .. -
December . .... ... . . 
J anua ry .. .. . . . .... . 
F ebrua ry . .. ... .... . 
March ... .. .. ..... . 
April ......... . , . . , 
May . ......•.. .. . . . 
Jun e . ............ .. 

750,001 
649,828 
607,122 
569,603 
539,43 1 
508 ,22 7 
552,253 
579,69 7 
728,993 
949,447 

T otal. . . . . . . . . . . . . 6,~34,602 

TRAKSFER S I SSUED AXD RECEI VED . 
1908-9 , T ran s

fer Cha rge 1 Ct . 
I ssued . Received. 

Septembe r ... 63,48~ 61,266 
October . . . . . 58,076 55,34 1 
November ... 51,501 48,733 
December . . .. 49,804 47,870 
January .. . .. 47,532 46 ,154 
F ebruary .... 4 4, 24 7 4 2 ,784 
March ... .... 48,324 46,212 
April ..• ..... 52,735 49,99 6 
M ay ...... . .. 61,866 59,848 
June ... . ... . 7 1,590 72,9 2 1 

1907-8, 
Free Transfers. 

I ssued. Received. 
September ... 84,615 72 ,461 
Octobe r .. ... 80,236 66,497 
November ... 73,324 6 1,709 
December . . . . 66 ,713 56,801 
Tanuary ..... 62,237 52,975 
Februa ry .... 54,813 48,638 
March ....... 62,587 53,712 
April ........ 64,309 53,458 
i\lay ......... 84,541 69 ,846 
June ........ 100 ,358 87,459 

T otal. ...... 54 9, 159 531,125 Total ....... 733,733 623 ,5 56 

Durin g t h e peri od fro m Sep t. 1, 1908, to Ju ly r, 1909, t he 
Newton lin es rece ived $5,49 1.59 on account of transfe r s 
issu ed at I c ent each , and paid foreig n roads (th e Lexin g ton 
& Boston Stree t Ra ilway and t h e N ewton & Boston Street 
Rai lway) $1 ,093.53, a t one-half ce nt additiona l, per t ransfer, 
makin g the n et ga in to th e Newton lin es o n accoun t of th e 
addit ional charge, $4.398.o6. 

T he earnin gs of the consolida ted l\fiddksex & Boston 
sy stem for Ju ly, 1909, a rc $59,427.13, compared with $57.-
783. 19 for th e component line s in July , 19o8, th e free tr ans
fer bein g in effec t a t the latter-named period. T he passen
ge r tra ffi c of th e con solida ted- lines fo r Jul y, 190(), was 
1,217,850, aga inst 1,2o6,392 in July, 1908. T he t rans fers 
issued on t he Newton lines in July, 1909, were 69,706, 
aga inst 93,077 in July, 19o8. During July, 1()09, t he Newto11 
lin es pa id $573.41 to th e connecting mads above nam ed. on 
tran sfer accoun ts. 

T he dec ision o f the commi ss io n fo ll o ws: 
"On July 3 J , 1()08, t lw hoard m ad,· a dec ision upon th e 

petiti on of the Newton Street Railway. a s fo ll ows: 
"'W e have t he refo re detc- rmi11 erl to approve a \\'itl1 -

dra wal of free t ra ns fer s on the New to n S treet Rai l\\' ay. for 
a limit ed perio d as an experim ent a l measure, being <,'f I ht• 
opinion tha t at th e end of thi c; perind, or prior th e rt"to if 
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c on ditions sh ould warrant, a nd unless unexp ected loss of 
business necessita tes the further extension of t ime, the 
company would restore th e free transfer s. W e t ake this 
c ours e that the comp any, ra ther t han the public, may carry 
the burden of bringing this m at ter formally b efore u s in the 
even t of a n occasion ari sing for such action. * * * 

" 'It is therefore ordered that t he petition of th e Newton 
Street Railway be g ranted for an exp erime ntal period of one 
year fr om the date hereof.' 

"The pet ition er requests th e board to approve t h e with
d rawal of fr ee transfer s beyond t he period limited in said 
o rder and alleges tha t the earnings of the Middlesex & 
Boston Street R ai lway, w hic h has succeeded to t he p roperty 
and fran chises of the Newton Street R ailway by c onsolida
t ion, do n ot warrant the res toration of fr ee transfe r s upon 
lin es fo rm erly operat ed by t he Newt on Stree t Ra ilway as 
required by said order. 

"Aft er a careful examinat ion of th e statem ent of re
ceipts of the Newton Stree t Railway prior to consolidation 
and of the Middlesex & Boston Street Railway for July, 
1909, we a re of opinion t hat we ought to approve t he with
drawa l of free transfer s for a fur the r p eriod. W e deem it 
in the public interest, however, t ha t the period should be 
a limited one, in view of the consolida ti on of t he c ompanies, 
a nd ther efore order t hat the pe tit ion of t h e M idd lesex & 
Bost on St reet Rai lway be grant ed for an ex perimental 
period of o ne year fr om th e dat e her eof. " 

Evansville Strike Ended 

After being locked out for 69 days th e s t r iking emp loy ~es 
of t he Evansville & South ern Indiana Traction Com pa ny, 
Ev ansville, I nd., have g iven up thei r fight a nd t h rown 
them se lves on t he m ercy of t he company. Each time an y 
new prop osa l of settlem ent or arbitration was made t o the 
compa ny, it r eplied th at t he first move looking t owar d an y 
se tt lem ent m ust be m ade by th e strikers d ecla ring th e 
s trike off and liftin g t he boyc ott . T his th ey did. T he 
com pany will n ow take back som e of t he men w ho w ere 
previously loyal and effici ent . T h e m ajority of t he men, 
h owever, will never be r e-employ ed, as t he c ompan y has 
re-es t ab li shed its servic e with perm an en t employees whom 
it will p r efer in a ll ca ses. A ny of t h e s t ri ker s r e-employed 
will be considered as new m en and compelled t o t ake th eir 
p la ce on the ext ra li st. The fi g ht was a very bitter one. 
Orga n ized lab or is well entren ched in E van svi lle, and t he 
boycott was m aintained until t he la st . Considerab le vio
lenc e occ urred fr om time t o time, including an assault on 
on e of the conducto rs in w h ich a man wa s killed, and the 
dynam itin g of four or five cars . T he situation is now 
g reat ly improve d, and th e opinion is exp r esse d that con
dit ions in Evansville a re likely to be m uch b etter in the 
fut ur e t han t hey have b een in the past. 

Freight Rights Granted in Memphis.-T he Memphis 
( Tenn.) Street R ailway has been grant ed the privilege of 
carrying freight on four lines in M emphis, two in New 
South Memphis a nd one to Buntyn and Raleigh , in accord
anc e with t he r ecomm endation of the ra il road committee of 
the City Council. 

Western Ohio Railway Readjusts Passenger Rates.
Local passenger ta riffs on the Western O hio Railway, Lim a, 
O hio, have been r eadjust ed acco rding to a r ecent ruling of 
the Ra ilroad Commiss ion, w ith the result t hat commutation 
t ickets have been withdrawn and the coupon books which 
have been sold fo r $7.50 w ill h ereafter be sold for $8.75. 
W hile t h er e are severa l r eductions, the new rat es s how a 
gener al advance. 

Booklet of the Historic Mt. Vernon Line.-R ichard W . 
K ing, gen eral m anager of t he W ashington, A lexa ndr ia & 
Mt. Vernon Railway, Wash ington, D. C. , has issued a book
let conta inin g scenes along that lin e wh ich is divided in to 
four part s. In Part 1, scen es along t h e r ou t e to Mt. 
V ern on a r e sh own. In Part 2, views of the A r lington Na
tiona l Cem et ery are shown. In Part 3, views at Ft. Myer, 
Va., are sh own. I n Part 4, views along the F alls Church 
division en rout e to h istoric Fairfax are shown. 

Summer Dress in New Haven-- T h e Conn ecticut Com 
pany r ecently post ed in its barns at New Haven t h e fo l
lowin g order r egardin g t he dress of its trainmen during 
the sum m er m onth s: "Uniform coats mus t always be kep t 
buttoned when on duty, except from May 15 t o Oct. 1, 
wh en they may be w orn unbuttoned, provided a unifo rm 
vest is worn and the ves t kept buttoned. If a unifo rm ves t 
is not w orn du ring thi s per iod, coats must b e kept but
ton ed. Con duct or s and motormen mu st wear w hit e collars 
and n eckt ies; negligee shirts with soft collar s do n ot make 
a very presentab le app ea rance." 

Camera Sketches of Sacandaga Park.-The Fonda, Johns
town & Glover sville R ailroad, Gloversville, N. Y ., h as is-

sued a very beautiful booklet of camera sketch es for 
Sacandaga Park and th e t erritory along the company's lines 
so that th e summer touri st may appreciate the attractions 
better. The publica tion is 12 in. long by 9 in. wide, and 
contains 80 pages of h eavy coated paper, all of which are 
given over to ha lf-tone illustrations. Some of the illustra
tions are g r oup ed, but many of them occupy a page each. 
There are only 50 word s of t ext and these concern the 
purpose of the publica tion and the facilities of the passen
ger departm ent of the company for answering inquiries. 
A brown-black ink has been used with excellent results, 
the illustra tion s bein g fr ee from the garish effect of a light 
ink and th e somber effec t of solid black ink. 

Action to Revoke Franchise of the Indiana Union Trac
tion Company.-On complaint of patrons of the Indiana • 
Union Traction Company, Anderson, Ind., the Commis
sioners of Cass County, Ind. , have summoned the officials of 
the company to appea r b efore them on Sept. 7, 1909, and 
show cause w hy th e franchi se of the company should not 
be revoked. The complainants asked that the commission
er s c omp el t he company to r estore the fares formerly in 
use under penalty of forfeiture of its franchise, which it is 
claimed provid es for · a m aximum charge of only 1½ cents 
per mile in Cass County. The complainants allege discrim
in ation and viola tion of the provision of the franchise and 
c ite t he fo llowing: The distance between Galveston to 
K okom o is 7 miles and the fare is only IO cents. The dis
tanc e bet ween Galveston and Walton is only 6 miles and 
the fa r e is 15 cents. The distance from Walton t o L ogan s
port is IO miles and the fare is 20 cents. 

"Trolley Trips in Central New York."-This is the title 
of a fo ld er issued by the Auburn & Syracuse Electric Rail
road. Auburn & Northern Electric Railroad, Rochester, 
Syracuse & East ern R ailroad, Newark & Marion Railway, 
Syracuse ; Lake Shore & Nor thern R ailroad and the Syra
cu se & S out h Bay E lect r ic R ailroad, through J. Stanley 
M oor e, g ener a l passen ge r a gent. E ach road is described 
sepa rately, th e idea bein g t o furni sh a short description of 
t he roa ds, and the t erri to ry th roug h which they op erate 
and to g ive som e fac t s concernin g points of general inter est 
a long th e severa l rout es , Th e publication is printed in 
colors on cream-tinted blocks. T here is also a double
page map of t he differ en t lin es including the t erritory 
between Syr acuse on the East and Rochester on the West 
and Canandaigua Lake, Seneca Lake, Cayuga Lake, Owasso 
Lake and Skaneat eles Lake on t he south and Lake On
ta rio on t he n or th, T he cover is printed in colors. 

By Trolley in Rochester and Vicinity.-T he New York 
Sta te R ailways, R och es t er L in es . th rough B. E . Wilson, 
genera l passenge r and express agent, has issued a folder 
descriptive of t he lin es of the :-Jew York State R ailways 

, in and about R och ester. T he desc riptions of places of in
t er es t a re b ri ef, but th e c ircular is r eplete with pictures 
tha t t ell t he st ory of the at trac tions of the territory se rved 
hy t he c om pa ny be t te r t han could even a master of the 
a rt of desc rip tion with hi s pen . T he principal plac es of 
inter es t in Rochester a re tabulat ed for ready referenc e, 
and com plete in structions are g iven r egarding fares and 
accommodations on both t he c ity and the interurban lines. 
A par t icula rly interest in g feature of the publication is a 
map sh owin g t he elect ric ra ilway lin es in and ab out 
R och es t er. I n one corn er of t his m ap a re tabulat ed and 
number ed t he d epot s, buildin gs, h ot els, cem eteries, hos pitals 
and t hea ter s, t he m ap bein g m ade to correspond, 
t hu s establi shing th e location of th e p rincipal poin t s of 
int er es t . 

Washington, Baltimore & Annapolis Railway Advertises 
Excursions.-T h e Wa shingt on, Baltimore & A nnapolis 
E lect ric R ailway adver t ise d in t he daily papers fo ur spec ial 
excursion s fo r Sunday, Aug. 8, and Monday, -Aug. 9. They · 
included excursion s on Aug. 8 t o Gettysburg, T olches ter 
Beach a nd St. Michae ls, Md. , on the E a stern Shor e. and 
on Aug. 9 to O cean City, M d. There wa s als o an excur
sion t o A nn apolis and West River , including a steam er 
rid e on Chesapeake Bay. The excursion to Gettysburg was 
by sp ecia l train on Aug. 8, leavin g the White H ou se s ta tion , 
F ift een t h and H St reet s, N ortheast Washington. a t 6:55 
a. m ., r etu r nin g same evening, and allowing six h ours to 
view poin ts of int er es t on the famou s battlefield. Special 
t rain s also left from the Whit e H ouse station for Annapolis 
a t 11 a. m. fo r steamers for Tolchester Beach and St. 
Michae ls . Both t hese trips include steamer rides across 
Chesapeake Bay a t on e of its w idest points. On Aug. 9 an 
unusual one-day excursion to the seashore was operated. A 
special train left White H ouse station at 6:50 a. m. for 
Ann apoli s, where a steamer transferre~ the passeng~rs 
ac ro ss the bay t o Claiborne. At Claiborne a special 
through train was taken to Ocean City, arriving at that 
poin t at 1 2 :30 n oon. The return trip was made at 6:45 
p. m . . fro m Cla iborn e. 
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Personal Mention· 
Mr. Adrian H. Joline, receiver with Mr. Douglas Robin 

son of th e Metropolitan Street Railway, New York, N. Y., 
has sa il ed for Europe, to be gone until Oct. r. In hi s 
absenc e Mr. William H. Coleman, assistan t to the general 
counsel of the Metropolitan Street Railway, wi ll take Mr. 
Jolin e's place, by order of Judge Lacombe of th e United 
States Cir cui t Court. 

Mr. Charles Macloskie, Brusse ls, Be lgium, w ho ha s been 
spending a sh ort vacat ion in New York State, sai led for 
home on Aug. 5. Mr. Macloskie is one of th e we ll-known 
men of the industry, havin g been identified w ith the 
Bentley-Knight Company, the Thomson-Houston Com
pany and the A llgemein e E lektricitats Gese llschaft. He 
was one of the engineers of the intra-mural road at the Ch i
cago World's Fair. 

Mr. J. W. Glendenning, who has been elec t ed treasurer 
of the Saginaw Valley Traction Company, Saginaw, Mich. , 
was connected w ith the Camden (N. J. ) Suburban R ailway 
from 1899 to 1904, and was assistant secretary of th e com
pany when th e property was leased to the Public Service 
Corporation in 1904. From May, 1904, until April, 1907, 
he acted as assistan t railway auditor of t he South J ersey 
division of the Pub lic Service Corporation. Since 1907 l\Ir. 
Glendenning has been clerk to the general manager of the 
Bay Ci ty Gas Company, Saginaw Valley Traction Com
pany, Bay City Traction & E lectric Company, Bartlett Illu
minating Company and th e Saginaw City Gas Company, 
and since June, r9o8, has a lso fi lled the position of general 
passenger and freight agent of the company. 

Mr. Oscar L. Young, Laconia, N. H., has been appointed 
a member of the Railroad Commission of New Hampshire 
to succeed Henry M. P utney, deceased. Mr. Young was 
born at Ossipee, N. H., on Sept. rr, 1874. He was educated 
in the public schools of Ossip ee and Effingham and at 
Brewster Free Academy, from which he was graduated in 
1895. Mr. Young then entered t h e law office of Judge S. 
W. Adams, where he studied law for two years. 1 In 1898 
he entered the Boston University Law School and was 
graduated in Jun e, 1900, with the degree of LLB. In 
Marc h, 1900, Mr. Young was admitted to the bar, a nd in 
1901 became associated with Mr. Edwin H. Shannon in the 
practice of law at Laconia and continued to be associated 
with Mr. Shannon until 1903, w hen he opened an office for 
himself. He was appointed judge of the Laconia Police 
Court in September, 1903. 

Mr. Arthur G. Whittemore, who has be en a member of 
the Railroad Commission of New Hampshire, has been ap
pointed chairman of t hat body. Mr. \Vhittem ore was born 
in Pembroke, N. H., on July 26, 1858, and was educated at 
Pembroke Academy and the Harvard Law School and was 
admitted to the bar in March, 1879. Soon after h e became 
assoc iated with C. W. W oodm,an, Dover, in th e practice 
of law, th e partnership continuing until the death of Mr. 
Woodman in 1888. Since th at time Mr. Whittemore has 
practised a lone. In 1885 he was appointed r eceiver of th e 
Dover National Bank and later ass isted in reorganizing 
t h e First Na_tion? l Bank, Somersworth. In 1887 the city 
of Dover bmlt a new water works and Mr. Whittemore 
was elected water commissioner. Later, he was elec ted 
Mayor of Dover, a position w hich he h eld for three suc
cessive terms. In May, 1903, h e was appointed a m ember 
of the railroad commission to succeed t h e late Francis C. 
Faulkn er, Keene, and has served on the board continu ous ly 
since t hat time. Mr. Whittemore succeeds Mr. Putney as 
chairman of the commission, Mr. Putney's p lace on the 
commiss ion bein g taken by Mr. Youn g, as mention ed 
above. 

The e lectric rai lway up Mont Blanc was started on Sun 
day, July 25, and the first section is open to th e public 
w:h ich i~ now abl e !O ascend to the Co l de Voza, 5495 ft'. 
~1gh. 1 he first tram up took an hour to accompli sh th e 
Journey of about 4½ mile s. There arc no tunnels and t he 
;; te epe s_t grade is 20 ft. in the roo. Some magnific ; nt view s 
<Jf A lpme scenery can be had from t he cars. IIaving ac 
c<,mp li shed t h e first stage of th e journey np Mont TI!an c 
the p lan is to continue a long the ridge of the Col de Voza'. 
tunne ling through first the Aigui lle and then th e Dome du 
Gouter, coming out by the Observatoire Vallot. From 
there a tunne l wi ll have to be made r ight und ern ea th t he 
!losses du Dromadaire, into th e heart of Mont T\lanc a nd 
t hen the summit is to be reached, as in the case of 1 h<' 
Jungfrau, by mean s of a lift. T hi s is the plan for the con 
tinuation of th e line, and it ha s eve n bee 11 ca lculated that 
the cost of the return ticket is to he $20. 

Construction News 
Construc tion News Notes are classified under each head

ing a lph abetically by States. 
An aste ri sk (*) indicates a project not previou sly 

reported. 
RECENT INCORPORATIONS 

*Ohio Valley Traction Company, Brookport, Ill.-In
corporated t o build an electric railway fr om a point at or 
near Golcon da via Brookport to Joppa, Ill. Headquarters, 
Brookport. Capital stock, $ro,ooo. lncorporators : 0. H. 
Margrave, G. W. Tucker, Wi lliam Pe ll, H . W. H olifi eld 
and William D. Harrington, Brookport; Chenault Webb 
and Robert C. Leeper, Unionvill e and C. L. Robert son , 
Paducah, Ky. 

Jackson Interurban Railroad, Light & Power Company, 
Jackson, Miss.-Incorporated to build an electric railway 
from Jackson to Clinton, a di stanc e of ro miles. The 
company a lso proposes to operate gas and electric light and 
power plants. Capital stoc k, $roo,ooo. In corpora tors: R. 
E. Kennington, W. J. Davis, W. H. Watkins, Jake Ehrman, 
H .. L. Hicks, H. R. Henry, P. B. Bridges, W. M. Anderson, 
A. C. Jon es, Jackson; J. W. Provine and D. N. McLean1 
Clinton. [E. R. J., July 31, '09.] 

*Enid (Okla.) Central Traction Company.-Incorporated 
to bu ild an electric interurban railway to conn ect Guthrie, 
Enid, La"«·ton, Chickash a, El Reno, K ingfis h er, Cherok ee, 
Pond Cree k, Medford and Blackwell. 70 mi les distant. The 
company expects to b egin con struction by Sept. r. He ad
quarters, Enid. Capital stock, $r,ooo,ooo. Incorporators: 
W. H. Stewart , R . W. Whittinghi ll and C. E. Burkhart, 
Enid; M. F. McMahon and J. W. Smith, Toledo, Ohio. 

*Farmers' Railway & Navigation Company, Pendleton, 
Ore.-Incorporated in Oregon to construct a railroad with 
electricity, gasoline or steam as motive power to connect 
Umati lla, Holdman. H elix, Hermiston, Echo and Pendleton. 
Headquarters, P endleton, Ore. Capital stock, authoriz ed, 
$250,000; issued, $125,000. Officers: Chas. A. Hill, P endle
ton, president; A. A. Cole, Pend leton, secretary, treasurer 
and purchasing agent; E. T. Erickson, Hermiston, chief 
engineer. 

Johnstown & Gallitzin Railway, Johnstown, Pa.-Chart
ered to construct an electric railway to connect J ohn s
town, Dale, Walnut Grove, Geistown, E lkton, Sa lix, L ovett. 
St. Michaels, South Fork, Summ erhill, Wilmore, Portage, 
Li lly and Gallitzin, a distan ce of 32 miles . Capita l s t ock, 
aut~o:ized, $200,000; issu ed~ $70,000. H eadquarter s, Suppes 
Bmldmg, Johnstown. Officers: Wallac e Sherbine, presi
dent: Alian Sherbin e. sec r et a ry: H. W. Sto r ey, treasurer; 
G. U. G. Holm an, genera l manager and elect ri ca l enai-
neer. [E. R. J., Jun e 12, '09.] "' 

*Cook· Creek Electric Light & Railway Company, Clin
ton, Tenn.-This company has been g ranted a charter to 
build an electric railway in Anderson County. Capital 
stock, $25,000. Incorporators: Chas. Loyd, J. P. Stanton, 
E. M. Beasley, J. S. Stanton and S. B. Faris. 

*Kanawha & Ohio Valley Traction Company, Charleston, 
W. Va.-Incorp orated to build an electric rail way from 
Kanawha Falls on the north side of the Kanawh a River to 
Point Pleasant. T he company is having surveys made be
tween Cha rl eston and Kanawha Fall s. Incorporators : Geo. 
S. Couch, F. P. Crosscup ,and others, of Charleston. 

*Superior (Wis.) Traction Company.-Incorporat e<l to 
operate an elect ri c ra ilway system in Sup erior. Capital 
stock, $roo,ooo. Incorporators: Ric hard Ru sse ll, P. J. Eck
stand and S. L. Perrin. 

FRANCHISES 
*Troy, Ala.- The City Council has granted to W . R. 

White and associates a franchise to bui ld a street railway 
in Troy. 

Los Angeles, Cal.-The City Coun cil ha s granted a fran 
chise to the Pacific E lect ri c Railway to ope rate a street 
ra ilway on Sixth Street betwee n O live Street and Figueroa 
Street. [ E. R. J. , Jul. 3, '09. ] 

San Diego, Cal.-G. W. Pursell has pctitiun e<l thl' City 
Council for a franc hi se to operate an electric rail\\' ay in 
San Diego. The railway is to connect San Diego, La l\1 esa, 
El Cajon, Bostonia, Lakes ide, Poway and Escondido, and is 
estimated to cost about $2,000,000. [ E . R. J., July 24, '00. l 

Meriden, Conn.-The Board of Selectmen ha s grant ed a 
franchise t o Francis 1\twat er, pre sident of l\lcriden- Middil' 
l o)vn & Guilford Rai lway, to build an e lectric rail~vay ol' l'!" 
M1<ldlctow n Road from t he tracks o f th e Co nn ec ti cut Co m
pany to th e town limit. [ E. R. J ., A ug. 7, '09. l 

*Dublin, Ga.-P. L. Wade, S. M. Kel lam, W . W . l\u s lt , 
/\. W. Garrett, \V. R. Briglt:11n , /\. I'. Hilt Pn and W . \ V. 
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Robinson have applied to the City Council for a 25-year 
franchise to operate an electric railway over certain streets 
of Dublin. 

Belleville, 111.-The City Council has granted a franchise 
to the Belleville & Interurban Rai,lway to build an electric 
railway on Ninth Street between Huff Avenue and Illinois 
Street and on Illino is Street from N inth Stre et to the Pub
lic Square, Belleville. The company plans t o use gasoline 
motor cars. B. A. Gundlach is interes t ed. [E. R. J., July 
17, '09.] 

Chrisman, Ill.-The City Council has granted a so-year 
franchise to the Paris & Northern Railway, Danville, to 
operate its electric railway in Chrisman. Th e railway is 
to run from Ridgefarm to Paris, a distance of 26 miles. 
[E. R. J., March 20, '09.] 

*Jeanerette, La.-Henry A. Mentz, New Orleans, has 
been granted a franchis e by t h e City Council to operate 
a railway by electricity or other motive power than steam 
in J eanerette. The railway w hich Mr. Mentz proposes to 
build wi ll connect J eanerctte and other towns of Teche 
Valley. 

Waterville , Maine.-The Board of Railroad Commission
ers has rendered a decision approving the amended petition 
of the Portland, Gray & Lewiston Railroad to build an 
electric railway between Auburn and Portland via New 
Gloucester, Gray, Cumberland and Falmouth. [E. R. J., 
Jan. 2, '09.] 

Westfield, Mass.-Th e Western Massachusetts Street 
Railway has petitioned th e Board of Selectmen for a fran
chise to extend its line in Westfield. 

*Clayton, Mo.-J a mes D. Houseman, St. L ouis County, 
has applied to the Coun ty Court for a franchise to build an 
efoctric r ai lway from J efftrson Barracks via Maplewood, 
Webster Groves, Clayton, University City, Ferguson and 
Florisant to a point near Spanish Lake. 

Asbury Park, N. J.--The Township Committee has 
granted a 34-year franchise to the Asbury P ark & Sea Girt 
Electric R ailroad to operate a double track railway over 
Main Street, Asbury Park. 

Brooklyn, N. Y.-The Public Service Commission has 
adopted a r esolution granting permission to the Brooklyn 
Heights Railroad to change the motive power of the 
Montague Street route from cable to overhead trolley. 
The company, when it made the application, stated its in
tention, if permitted, to run trolley cars from the Wall 
Street Ferry to Court Street, the present terminal, and 
over Fulton Stree t to the Fulton Street Ferry. This would 
enable passengers to transfer directly to all Brooklyn Rap
id Transit cars that come to the Brooklyn Bridge or to the 
Fulton Street Ferry. 

Mount Vernon, N. Y.-The City Council has granted the 
app lication of the New York, Westchester & Boston Rail
way for an amended franchise which will enable the com
pany to continue the construction of its four-track, third
rail line to connect Mount Vernon, Pelham, New Rochelle 
and other towns, with the Interborough Rapid Transit sub
way at Bronx Borough. 

Utica, N. Y.-The City Council has sold at public auction 
to the Utica & Mohawk Valley Railway, t he highest bid
der, a franchise to operate a double-track street railway 
on Mohawk Street from Bleecker Street t o P leasant Street. 
C. Loomis A ll en, general. manager. 

*Ironton, Ohio.-William Lemley, representing A. E. 
Cnx and associates, Huntington, has petitioned t he County 
Commissioners for a franchise to construct an electric rail 
way from Gallipolis to Ironton. 

*Ironton, Ohio.-Thurman Braley, Proctorville, h as ap
plied for a franchise to the County Commissione rs, to build 
an electric railway from Ironton to Millersport. 

Oregon City, Ore.-The City Council has grant ed a 25-
yea r franchise to F. M. Swift, of the Oregon City, Beaver 
Creek & Molalla Railway, to operate through the Mount 
Pl easant and Green Point sections of the city. Thos. F. 
Ryan and G. W. Dimmick are also interested. [E. R. J ., 
A ug. 22, '08.] 

Bryan, Tex.-The City Council has granted a franchise 
to Judge V. B. Hudson to construct an electric railway 
fro m Bryan to the Agricultural and Mechanical College, a 
d istance of five miles. [E. R. J., Aug. 7, '09.] 

Corpus Christi, Tex.-Daniel Hewitt, Salina, Kan., has 
been granted a franchise by the City Council, to b uild an 
elect ri c street railway in Corpus Christi. [E. R. J., Aug. 
7, '09.] 
· Dallas, Tex.-The Northern Texas Traction Company 

has app li ed, through its attorney, R. E. L. Knight, to the 
City Council for a franchise to double track Tyler Street 
west to the city limits. 

Houston, Tex.-The County Commissioners have granted 
a 28-year franchise to L. A. Anderson representing the 
Westmoreland Railroad to construct an electric railway 
from Houston to the Westmoreland Farm near Bellaire, 
a distance of 7 miles. W. W. Baldwin is an incorporator. 
[E. R. J., July 31, '09.] , 

Salt Lake City, Utah.-The County Commissioners have 
amended the so-year franchise of the Utah Light & Rail
way Company to extend its railway from Murray to 
Sandy and Bingham Junction. By the amendments the 
company is given until Jan. 1, 1914, to complete its double 
track to Murray and until Jan. 1, 1911, to complete a 
macadam road of crushed slag. [E. R. J., March 13, '09.] 

Bellingham, Wash.-The Whatcom County Railway & 
Light Company has applied to the City Council for a 
franchise to extend its line on Donovan Avenue. 

TRACK AND ROADWAY 
British Columbia Electric Railway, Vancouver, B. C.

This company has awarded the contract for the construc
tion and grading of th e New Westminst er and Chilliwack 
sec tion of its extension, a di stance of 12 miles, to the 
Puget Sound Ditch & Dredging Company. It has also 
awarded contracts to Palmer Brothers and Peter Henning, 
Everett, Wash., for the Chilliwack and Abbotsford, B. C. , 
section, w hich wi ll cost $150,000. The contractors' head
quarters will be at Chilliwack. The contracts call for com
p let ion in six months. 

*Upland & Claremont Railroad, Los Angeles, Cal.
Will iam G. Kerckh off, r epresenting this company, which 
proposes to build an electric railway from San Bernardino 
to Los Angeles, has awarded the contract for th e first 
stretch to Garnsey & Pitzer. · 

San Bernardino Valley Traction Company, San Bernar
dino, Cal.-W ork on the Colton exten sion of this railway 
is to be resumed at once, the contract having been awarded 
to Garnsey & Pitzer, who did t h e orig ina l gradin g. 0. K. 
Dunham, field engineer for the San Bernardin o Interurban 
Railway, which is t he con st ructi on company to do the 
work, wi ll have personal charge of con struction. 

Colorado Interurban Railroad, Denver, Col.-Th e financ
ing of this interurban system is said to have b een suc
cessfully consummated and the work of con st ructing the 
proposed electr ic railway to connect Denver, Brighton, 
Fort Lupton, Gree ley and other towns of the n orthern coal 
district, will commence within a few weeks. C. H. Pierce 
is gene ral counse l fo r this company. [ E. E,. J. , Nov. 28, 
'08. ] 

Norwich, Colchester & Hartford Traction Company, 
Norwich, Conn.-This company has completed all sur
veys for its proposed electric railway and expects to be
gin construction soon. I t is hoped to have the first 15 
mi les in operat ion next year and complete the road by 
1911. This wi ll g ive a direct route between Norwich and 
Hartford, a distance of 40 miles. [E. R. J. , Jan. 2, '09.] 

Cienfuegos, Palmira & Cruces Electric Railway & Power 
Company, Cienfuegos, Cuba.-This company expects to 
p lace contract within two months for the construction of 
39 miles of railway from Cienfuegos to Manicaragun. Con
tract for rails has been closed with the Lorain Steel Com
pany, Lorain, Ohio. Hugh J . Reilly, Ceinfuegos, Cuba, 
contractor, desires to buy two gasoline motor cars, but the 
company has a concession for the development of water 
power and wi ll probably use electricity as motor power. 
Bruno Diaz, Ceinfuegos, president. 

Sanford (Fla.) Traction Company.-It is stated that this 
company has ordered mat erial for completing its electric 
raihvay from Sanford to Everglades and that work will be 
started with in two weeks. The road will be extended to Or
lando, making a total di s tance of 8 miles. A. P. Connelly is 
manager of the company. [E. R. J., Sept. IO, '09.] 

Belleville & Interurban Railway, Belleville, Ill.-This 
company is said to have ordered 20,000 ties for the construc
tion of its railway, which is to connect Belleville and Smith
ton, a distance of IO mile s. Jacob Gund,Jach and Thos. A. 
Bell, St. Louis, Mo., are said to be interes t ed in this project. 
[E. R. J., July 17, '09.] 

Rock Island Southern Railroad, Monmouth, Ill.-A bonus 
of $IO,ooo has been raised by the people of Aledo to be 
given to this company in consideration of the building of a 
branch line into Mercer County. 

Fort Wayne & Toledo Electric Railway, Harlan, Ind.
This company is making location maps and profiles for its 
proposed electric railway from Fort Wayne and Maysville, 
Ind., to Hicksville, Bryan and Toledo, Ohio, a distance of 
42 miles. It is expected that construction will be started 
about Sept. 15, by the Keystone Construction of Indiana, 
which has the contract for building the road. The railway 
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will be standard gage and will be operated by the overhead 
trolley system. The power will be furnished by the Toledo 
& Indiana Railway. Capital stock, $200,000, preliminary, 
bonds authorized, $1,000,000. Company address, E. A. Ten
nis, president, Garden City, Kan. Officers: Chas. H. Baker, 
3704 Spruce Street, Philadelphia, Pa., vice-president ; Robert 
T. Bastress, Jr., secretary and treasurer, and W. H . Cost, 
chief engineer, H arlan. [E. R. J., July 31, '09.] 

Gary, Hobart & Valparaiso Traction Company, Hobart, 
Ind.-B. A. Mapledoram, general manager of this company, 
writes that all plans for building the railway to connect th e 
cities named in the t itle are ready and that the road will 
be graded and the culverts put in this fall preparatory t o 
pushing construction w ork in the spring. [E. R . J ., May 
22, '09. ] 

Sioux City & Eastern Traction Company, Climbing Hill, 
Ia.-It is s ta ted that th e prop osed Sioux City, Climbing 
Hill & Ida Grove Electric Railway w ill soon b e incor
porated as t he Sioux City & Eastern Traction Company. 
R. H . Baldwin, Chicago, Ill., engineer , is m aking t he pre
liminary surveys·. [E. R . J., July 14, '09.] 

Waterloo, Cedar Falls & Northern Railway, Waterloo, 
Ia.-T his company exp ects to m ake imp rovem ent s w hich 
wi ll involve an expenditur e of $500,000. An extension from 
Denver Junction to Wave rly, a distance of six miles, will 
be constructed and much r econstruction and doub le track
ing between Waterloo and Cedar Falls will be done. A ll 

~ the bridges w ill be r eplaced w ith con crete arches and a 
steel arch bridge wi ll rep lace t he present viaduct. A new 
car house and shops w ill be erected and the capacity of the 
power station will be increased. C. D. Cass, Waterloo, is 
general manager. 

Arkansas Valley Interurban Railway, W ichita, Kan.
This company is reported to have completed t he preliminary 
surveys of its electric rai lway from Wichita to Hutchinson, 
a distance of 50 miles, via Newton. J. B. Hodgson is con
structing engineer. [E. R. J., Ju ly 17, '09.] 

Kentucky Electric Railway, Providence, Ky.- W. G. 
Roney, secretary of this company, announces that plans for 
the financing of this rai lway are not yet completed, so no 
definite date is yet set for commencing construction. The 
railway, which is to connect Providence, Nebo, Madisonville 
and Dawson, 22 m iles distant, wi ll be standard gage and 
operated by t h e overhead tro lley system. The power sta
tions w ill be located at Dawson and Providence. Capital 
stock, $10,000, preliminary, to be increased to $300,000; 
bonds, authorized, $300,000. Officers: J. T. Edwards, presi
dent and general manager; B. H. Roney, treasurer, Provi
dence; Ben Sisk, Silent Run, vice-president, and R. D. 
Orsburn, care J . T. Edwards, Providence, chief engineer. 
[E. R. J., J uly 24, '09.] 

*Belfast, Maine.-T he surveys for the elect r ic railway 
from Camden to Belfast have been completed and work will 
begin the present season. The charter of th is rai lway is 
held by the vValdo Street Railway, some of the dir ectors of 
which are id entified w ith the Rockland, Thomaston & Cam
den Street Rail way, ahhough this company is not con
ce rned in the new project . John A. Jones, Lewiston, engi
neer. 

*Aroostook Valley Railroad, Presque Isle, Maine.- A. R. 
Gould, Presque Is le, p r es ide n t, advises t hat t he g rading of 
this standard-gage elect ric ra ilway to connect Presque Isle 
and Washburn, 12 miles distan t, is practically completed. 
The roadbed is of steam rai lroad construct ion, and also 
the bridges and culverts. T he heaviest grade will be ½ 
of I per cent and the sharpest curve S deg. T he company 
will use 70-lb rails. All equipm ent has be en purc hased. 
An elect ric locomotive w ill be used for fr eight. T he com
pany has retained Murray Broth ers, Houlton, to con
struct the railway. The r epair shops are to be located at 
Presque Isle. The 1200-volt troll ey system will be u sed and 
power wi ll be furni shed from th e power station of the 
M;tine & New Brunswick E lectrical Power Company, Ltd., 
a t Aroostook Falls, of which Mr. Gould is genera l man 
ager. Th e compa ny also intends layin g out an amusem ent 
re so rt, but ha s nnt decided upon the location of it. Ca pital 
~toc k, anthorizcd, $ roo,ooo ; issued, $ 100,000 ; bonds a11thor
izl· <I, $300,000. Officers: A. R. Gou ld, pres id ent, ge n eral 
manage r and purcha sin g agent; A. E. Irwin g, Presque 1sle, 
\'i,e-prcs iden t; H. W. TI ea t h, Augusta, sec rctary; Fred 
Barn es, treasu rer ; Ro ss Thomsnn, sup eri ntendent; E. S. E . 
Mos her, r lec trica l engineer, anrl W. A. Arthur, chi ef en
gin eer, all nf Presq ue Isle. 

Hannibal & Jefferson r.ity Irlterurhan Traction Company, 
Mexico. Mo.-C \V. <;ai1hn, <;<•, rl'fary of th<· Me xico, 
Santa Fe & P erry Traction Cnmpany, advise s t hat the 
property nf th <" Ji a1 111ihal & J cffnson lity Int erurha11 
Traction Company is controll ed by th e Mex ico, Santa Fe & 
Perry Traction Company. Mr. Gaitll<'r a ]s C> writ es tha t 8 
mil rc; nf grade ic; cnmp.Jct crl on th e s tandard gage ele ctric 

ra il way which his company is constructing to connect Han
niba l, New L ondon, Perry, Santa Fe, Mexico, Columbia and 
F ult on. Capital stock, authori zed, $850,000; issued, $140,000. 
Bonds, auth ori zed, $850,000. Office r s: Matthias Crum, pres
iden t; C. C. He izer , vice-pr es ident ; W . W. Botts, treasurer, 
and S. L. R obison, general m anager, Mexico: C. 0. Thon, 
Bell evill e, m. [E. R. J ., July 17, '09.] 

Grand Valley Railway, Brantford, Ont-- This com
pany is doubl e-trac king Colb orne Street and r elayi ng all the 
old track of th e Bran tfo rd Stree t Ra il way with 80-lb. T-rai ls. 
A. S. C. E. section. T he company purchased t he rails from 
the A lgoma Stee l Com pany. A ll specia l work is being fur
n ished by E dgar A ll en & Company, Sheffield, England. 

Irwin-Herminie Traction Company, Irwin, Pa.- I t is 
r eported t hat this company has about completed its electric 
ra il way from Irwin to Herminie, a d istance of 4 miles. 
J ohn S. Pearce is inter este d. [E. R. J., J une 5, '09.l 

*Spartanburg, S. C.- F. H. K nox, P ittsbu.rg, vice-presi
dent and general manager of t he E lectrical Manufacturing 
& P owe r Company; J. B. L ee, president of the Glenn 
Springs H otel Company, and A. L. vVhite, president of the 
Merchants ' & Farmers' Bank, a re said to be inter es ted in 
the propos ition of con st ructing an electric r a ilway from 
Spartanburg to Glenn Springs and Union. 

*Medicine Mound, Tex.-W. J. Johnson and associates 
are at work securing bonuses and townsites for the pro
posed electric r ailway to be built from Quanah t o Medicine 
Mound, a distance of 18 miles. Hillsboro, Tex., and St. 
L ouis, Mo., capitali sts are behind the ente rprise. Mr. J ohn
son may b e addr essed, care of Porter A. Whaley, Qu anah 
Chamber of Commerce, Quanah, T ex. 

Helper W estern Railway, Helper, Utah.-John F. Wil
liams on, president , advises that thi s company will con
struct a standard-gage steam railroad, in stead of an electric 
railway as reported in a recent issue. [ E. R. J., July 24, 
'09.] 

W hatcom County Railway & Light Company, Belling
ham , W ash.-This company announces that it has material 
on hand and is r elayin g 9000 ft. of 40-lb rai ls w ith 73-lb 
rails and paving with asphalt ," and that it also has material 
and apparatus for constructing 2900 ft. of track to Lehome 
Wharf and for an extension of 15,400 ft. 

Fairmont & Northern Traction Company, Fairmont, W. 
Va.- This company announces that its ra ilway connecting 
R ivesville, Federal, Fairview and Fairmont, 14 miles, is 
chiefly controlled by the Fairmont & Clarksburg Trac tion 
Company, and that all contracts for construction will be 
awarded by t hat company. Clement L. Shaver, Fairmont, 
is interested. [E. R. J., July 24, '09.] 

SH OPS AND BUILDINGS 
Fresno ( Cal.) T raction Com pany.-This company has 

selected a site near P ollasky fo r the erection of th e car 
houses, which are to be built this fall. 

Freeport Railway, Ligh t & Power Company, Freeport, 
Ill.-P lans are be ing drawn for the car h ouses of this 
com pany to be erected on the East Side, Freeport. 

Atlantic Shore Line Railway, Sanford, Maine.- This com
pany announces that it expects to place contract within a 
week for a car house and office a t Kennebunk. Edw. B. 
K irk, general manager. 

Interborough R apid Transit Com pany, N ew York, N. Y. 
-This company is to erec t a station at W estcheste r Avenue 
and Interva le Avenue, Bronx, on t he W est Farm s division 
of it s subway, midway between t he presen t stat ion at Simp
son Street and at Prospect Avenu e, which are 16 blocks 
apart. 

York (Pa.) Railways.-Thi s co mpany is buildin g a troll ey 
freight station and waiting room on its grounds on l\T ain 
Street. 

POWER HOUSES AND SUBSTATIONS 
Cedar Rapids & Iowa City Railway & Light Company, 

Cedar Rapids, Ia.-This company has let cont racts for the 
improvemen t of its power hou se at Cedar R ap i<l s, aggre
ga tin g $125,000. A concrete smoke-stac k is be in g built. 
whir"h wi ll be 2ro ft. high, wit h an in side di ameter o f 16 ft . 
a t th e base and 10 ft. at the top. The ca pac ity of t he power 
pilant will be increased to 8000 kw. l-I. l'vl. By ll es hy & C"111-
pany, Chicago, Ill., are th e consult ing engin ee rs for the 
work. [E. R. J. , July 3, '09.] 

*Hagerman, Idaho.- ![. A. Stroud and ;1 ssoc ia tes, Tiagn
man, arc formul ating plan s for the in sta lla tion of a 75.000 -
llp electric plant and th e constr ucti on of electric railway 

Memphis (Tenn.) Street Railway.-M cers & Dayl llll, 
Chattanooga, have bee n award ed the contract for th e e1·ee
tio11 of th e 3-story additi on to thi s ,01npa11y' s power h" 11 se 
0 11 Droa clway Avenu e. The ,ontr :i ct c d] -, for th e ro 111pl c
tiC>11 c,f t he work wi tli i11 fC> 11 r 111011th ..,, 
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Lexington (Ky.) Railway has recently constructed one 
freight car in its own shops. 

Illinois Traction System, Champaign, Ill., has ordered 
IO pay-as-you-enter cars from the Danville Car Company, 
for use in Champaign . 

Chicago (Ill.) Railways has ordered 350 quadruple motor 
equipments for r ep lacement from the Westinghouse Elec
tric & Manufacturing Comp any. 

San Diego (Cal.) Electric Railway, it is reported, ex
pec ts tq build 12 new large cars to be equipped with air 
brakes, in its own shops, turning out tw o cars a rrionth 
until th e 12 a re fini shed. 

Detroit (Mich.) United Railways is remodeling IO0 cars 
for pay-as-you-enter se rvice on it s lin es. The 50 new cars 
m ention ed in th e ELECTRIC RAILWAY JOURNAL of Aug. 7, 1909, 
will a lso be of t he pay-as-you-ent er type. 

Illinois Traction System , Champaign, Ill., ha s ordered 50 
40-ton coa l ca r s fr om th e American Car & F oundry Com
pany. Wh en th ese ca r s are de li vered th e company wi ll 
have m ore than 400 ca rs of thi s type in operation on its 
lin es. 

Louisville (Ky.) Railway has pl aced an order for 33 
pa irs of tru cks with th e Baldwin Locomotive Works. The 
ca r .~ und er whi ch th ese trucks are to be u sed a r e being 
built by t he S t. L oui s Ca r Company, a s rep orted in t he 
E LECTRIC RAILWAY J ouRNAL of July 31, 1909. 

Scioto Valley Traction Company, Columbus, Ohio, has 
purchase d t h r ee addit ional fr eig ht car s from th e Barney & 
Smith Ca r Company, D ayton. Ohi o. They a re 36 ft. long, 
of th e b ox-car t yp e with a few chan ges. ;;md a capacity of 
60,000 lb. Mid va le ro lled s tee l w hee ls a r e used. Th e com
pany now has nine cars of thi s sty le operat in g over its 
lin es. 

Durham (N. C.) Traction Company has purchas ed two 
double -t ru ck ca r h o<i ie~ ~r , rri th e S outh ern Ca r Company. 
Th e ca rs have a body lengt h of 21 ft. 9 in. : over ves tibule, 
31 ft. 9 in . : haYe w , od bodies with woo d and m etal string
ers. and a re fi ni shed on th e interi or with m ahogany. Hunter 
car sign s. Na ti ona l Fa r e Register Compan y's fa re boxes. 
Con sc lidate d fend er s. E lect ric Senice Suppli es Comp any 's 
gongs. Brill E-39 tru cks and t wo IOI - B W es tin g hou se and 
two GE-67 m oto r s we re specifie d. 

Buffalo & Lackawanna Traction Company, Buffalo, N. Y., 
ha s drawn up the fo ll owin g specifications fo r th e IO double
truck pay-as-you-ent er ca r s nrd er cd from the Cincinna ti 
Ca r Compan y, as m enti oned in th e ELECTRIC RAILWA Y JouR
N AL of July IO, 1909: 

Wh ee l base . ..... 4 ft. IO in . Curta in m at eri al .. P ant as ote 
L ength of body . .. ..... 29 ft. Hand brakes .... . .. P eacock 
L eng th over ve st. .. .p ft. 8 in. H ea ter s .. ... . Consolidat ed 
L en gth over a ll. . .. - · .. 43 ft. H eadl ig hts .. . ... . .. Dayton 
W idth over all .... 8 ft. 7 in. l\f o tors ..... . ... .. .. .. ... 2 
H eig ht sill t o trol. base <) ft. R oo fs . .. ::\I oni tor deck typ e 
Hght. top rail to sill s 33¼ in. Sander s ... Nicho ls-Lintern 
Body . ... ...... . Composite Sash fixtures ....... Dayton 
U nderfram e ..... Compo site S eats ...... . H ale & K ilburn 
Air brakes . . .... West. , Sl\ TE Troll ey r etri ever s . .. Knut son 
Couplers .. ..... Cinn. Rad ial Track sc rape r s . . . . . . . Root 
Curtain fi x .. .. Curtain S. Co. 
The interior wi ll be fini shed in cherry a nd the sid e walls 
lined with Agosot e. 

TRADE NOTES 

Grip Nut Company, Chicago, Ill., ha s changed its address 
from 1590 Old Colony Buildin g to 575 Old Colony Build
ing, Chicago. 

Root Spring Scraper Company, Kalamazoo, Mich., has 
shipped 24 of its scrapers to the Grand Rapids (Mich.) 
Railway. When these scrapers are installed all of the 
cars operated by this company will be equipped with this 
type of scraper. 

Hurley Track Laying Machine Company, Chicago, Ill., 
has leased one of its machines to the Manistee & North 
Eastern Railroad to lay the track on an extension in 
1Iichigan. With this machine and 28 laborers, one mile of 
track per day is being laid and quarter-spliced. At times 
the machine hauls th e material train of 14 cars up a 6 per 
cent grade over a r oug h roadbed. 

Electrical Securities Corporation, New York, N. Y., has 
changed its name to the Engineering Securities Corpora
tion. This company has been in existence for som e yea r s, 
ownin g securities and occasionally particip atin g in under
writings or o ther issues . of securit ies. It n ow deals actively 

in hi gh-grad e securities of engin eering ent erprises. R obe rt 
T . L ozier has been appointed special represe nta tive of the 
company. 

Western Electric Company, New York, states that it ~ 
sales during the last seven m onths wer e at the rate 01 
$46,000,000 per annum, and that those during June were 
35 per cent larger than those of June a year ago. The 
g rea te st ga in has been in th e Middle West, and the Pacific 
Coast section shows the next greatest improvement. The 
export business has shown great activity and that in June 
was about twice that of June, 1908. The company has also 
r ec ently received by cablegram an order to supply a com
plet e common battery teleph one plant to th e City of P ekin. 
This order was received from the Chinese Government and 
the plant will be by far the largest of any of its kind in 
China. It amounts to $150,000 and will b e installed under 
the sup ervision of one of the Western Electric engineers 
who will be sent to Pekin for that purpose. 

McKeen Motor Car Company, Omaha, Neb., has under 
construction a gasoline motor car for the Rock Island 
Railroad and a gasoline mot or car for the Hocking-Sunday _ 
Creek Traction Company, which is building a railway in -
Ohio. The company also has orders from the following 
lines fo r motor equipment: St. J oseph & Grand I sland Rail
road, Southern Pacific Railway, Union Pacific Railroad, 
Oregon Railway & Navigation Company, Salem, Falls 
City & Western Railroad. One of the company's 70-ft. 
motor cars is now en route on its own wheels, and ......_ 
under its own power to New York, where it will go in 
service on the Erie Railroad. This makes two cars de
signed by the McKeen Motor Car Company to be pur
chased by th e E ri e Railroad. In fact , 22 railroads are 
operati ng McKeen cars or h ave cars on order, and a total 
of 47 McKeen cars is in service in the U nited States, 23 
being in use on the Pacific Coast. 

ADVERTISING LITERATURE 
Frank Ridlon Company, Boston, Mass., has issued it s li s t 

of second-hand elect ric a l m achin ery for August, 1909. 
Edge Moor Iron Company, Edge Moor, Del., has just 

pub li shed a n ew editi on of its catalog of water-tube boilers. 
w hich a lso contains a descripti on of a new reinforc ed 
screwed pipe connection for in sertin g p ip es in boiler or 
tank p lat es. 

Berry Brothers, Ltd., Detroit, Mich., hav e published a 
uni que children's book of illu strat ed verse describing a trip 
a round the world in a "Berry Wagon," w hich b ears the 
adve rti sem ent s of this company's varni s hes and a rchitec
tura l fini shes. 

Terry Steam Turbine Company, Hartford, Conn., has. 
issued catalog No. 3, describin g the con structi on and op
eration of Terry low-speed st eam turbines. These prime 
mover s are of the comp ound veloc ity stage, impulse type, 
and a re made in sizes fro m IO to 300 hp. The smallest 
unit s run a t a normal speed of 3200 r.p.m. and the largest 
sizes at 1650 r.p.m. 

J. P. Devine Company, Buffalo, N. Y., maker of vacuum 
drying and impregnating apparatus under the Emil Pass
burg patents, has issued a li st of users of Passburg appara-

- tus w hich shows m or e than 2000 installations in successful 
operation. Among th e e lec tri.c railway compani es in the 
li s t are the Metropolitan Street Rail way, New York; Cin
cinnati (Ohio) Traction Company; Indiana Union Trac
tion Compa ny, Anderson, Ind.; Philadelphia Rapid Transi t 
Company; Public Servic e Railway; Twin City Rapid Transit 
Company, and the Berlin (Germany) Tramway. 

Stone & Webster Engineering Corporation, Boston, 
Mass., gives an account of the method by which the Lin
coln station, Harvard station and Charlestown station of 
the Boston El evated Railway were enlarged under the 
supervi sion and direction of the Stone & Webster Engi
neering Corporation in a handsomely printed and illus
trated pamphlet entitled "Came the Power with the Need." 
Briefly stated, the Boston Elevated Railway Company 
found in February, 1907, that it was in urgent need of I0,000-
20,000 additional horse-power and called in the assistance of 
the Stone & Webster Engineering Corporation. Its con
tract with the railway company was on a cost-plus-a-per
centage bas is. This enabled it to commence work at once 
on the extensions to the existing stations required to house 
the new machinery and to place the necessary orders. By 
the middle of October, 1907, the first of the new 4200 hp 
engine-generators with their boilers and auxiliaries were in 
op eration, and before Dec.· 1 of the same year the en
tire insta llation of four of these equipments was under full 
load. The pamphlet describes the organization effected for 
carrying on this work and the technical details of each 
insta llati on. It also presents views of the three differen t 
stati ons while in different stages of construction and also 
of t he co mpleted work. 




