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The Cleveland Election 
Whether or not the defeat of Mayor Tom L. Johnson 

has an important bearing on the present negotiations for 
settlement of the Cleveland traction situation, it accentu
ates the public dissatisfaction with the course which he 
fo llowed respecting the street rai lway property. Mayor 
Johnson sta rted out, in hi s experiment with the Cleveland 
lines, under condi tions that were almost entirely of hi s own 
selection; hi s fai lure to give the public adequate service 

at the rates of fare that had been promised was a complete 
failure not only of admini stration, but also of the fanciful 
ideas on which the campaign against the street railway 

had been founded. That Mayor Johnson has been able to 
continue for so long a time a steady onslaught upon the 
property of the Cleveland company is one of the extraor
dinary developments of American politi cs, based on the easy 

acceptance by the public of attacks on corporate operation 
and enterprise. The public tire s, however , of continued 
agitation, and repeated demonstration of the fact that set
t lement appeared doubtful while Mayor Johnson remained 
in office undoubtedly produced the change in sentiment that 
led to the election of a new Mayor. 

Moving Platforms 
The serious consideration by the Public Service Commis

sion of New York, First District, of the plan to install a 
moving platform in a subway under Broadway, between 
Fourteenth Street and Forty-second Street, calls renewed 
attention to this system of t ransportation. Although recog

nized as the most efficient means of transporti ng passengers, 
it has been employed only at expositions, such as that at 

Chicago in 1893 and at Paris in 1900, and possibly for this 
reason has often been considered somewhat in the light of 

a freak. Nevertheless, as shown by the report of Mr. 
Seaman, engineer for the commission, a moving platform 

of the type proposed for New York has not only a ca pa city 
very much in excess of that of the combined rush hour 
service of the local and express trains of the present sub

way, but for distances of 4 miles gives more rapid service 
than the present local service on the subway, a-nd even the 
local and express service combined. The two principal 

objections from a transportation standpoint which have 
been raised against the moving platform are ( 1) that it 
requires a certain amount of agility to pass from the slow
speed platforms to th e high-speed platform, and that this 
is not possessed by eve rybody, and (2) that the carryi ng 

capacity of the moving platform is constant, so that the 
same service must be run at non-rush hours as at rush

hour periods. There are also some objections from an 
engineeri ng standpoint, and perhaps the principal one, 

based on the experience at Chicago ; nd Paris, is noise. For 
these reasons there has been considerable reluctance to 
insta ll the system in any place other than at a fair ground 
or similar loca lity, where the patrons need not ride unless 

they wi sh to do so. In many respects the proposed location 
in N cw York is especially well suited for a moving plat
form, if, as we believe, it is a transportation agent which 
is worthy of serious co nsideration. T he route compri ses 
a very large part of the retail shop, hotel and theat~r dis-
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tricts on Broadway, and traffic should be fa irly constant 
throughout a considerable part of the day. Again, there 
are other means of transportation, such as the sur face car s, 
for feeble persons and others who do not wish to use the 
moving pla t forms and to transpor t passengers in hours of 
light t raffic if the platform is not run 24 hours a day. It 
is doubtless t rue that for some time, at any event, a con
siderable number of guards would have to be provided to 
assist people in boarding and leaving the moving platform, 

but the experience with escalators in the subway stations 
and in department stores indicates that th e public wi ll soon 
become ve rsed in using transportation means of this kind, 

and the number of guards required for this purpose could 
soon be reduced. Certainly th e insta llation of a moving 
platform in New York under the circumstances suggested 
would fo rm a very inter esting cont ribution to the art of 
urban transportation. 

Courtesy and Accident Liability 
The r easonableness of a rule promulgated by a street r ail

way compa ny that "persons r iding on the platform s do so 

at their own risk," was affirmed by the Supreme Judicial 
Court of Massachusetts in a recent case involving circum
stances which ar e common in the operation of cars in very 
congested di stricts. ( T ompkins vs. Boston E levated Rai l
way Company. ) 

The plainti ff boarded a sur face car which was so crowded 
wi th passengers that he could not stand or s it inside. He 
knew the rule of the company, which was prominently 
printed on the car. Yet he assumed the incidental ri sks 
of hi s position. Be fore reaching hi s des tination he tempo
rarily alighted from the car in order to permit some ladies 
who we re inside to leave the car . I n tryi ng to board the 
car again the plai nti ff was inj ured by its sudden sta r t. 

It was argued in the plainti ff's behalf that wh en he left 
the car , even though temporarily, his status as a passenger 
ceased and that he was in jured in attempting to r e-establish 
his r elation as a passenger by boarding the car a second 
time. The court was not impressed wi th thi s novel con
tention, and held that even if thi s claim proved to be law, 

then the relationship had not been re-established, fo r from 
the evidence it was not shown th at the plaintiff gave any 
notice of his intention to again board the car, that those in 
charge of the ca r knew of any such intention, or that he 
was aga in a ccepted as a passenger. 

The court expressed the fo llowing opinion : 
T he plaintiff did not cease to be a passenger by leaving 

the car momentarily for this cause. H e could not have 
been required to pay another fare. The necessity or cour
tesy which prompted his action did not ter minate his status 
as a passenger. It is notorious that this is one of the com
mon incidents of travel during th e rush hours. T he ac
ceptance of passengers on car s already so crow?ed created 
an implicat ion on the part of the defendant railway com
pany that, although some passengers might be oblig~d for 
an instant to slip to the street for the accommodation of 
their fellows, the contract fo r carriage should not thereby 
be terminated. T he plaintiff by taking his position on the 
front platform of such a car also impli edly contracted wi th 
reference to the same obliga tion r esting on him. But he 
contracted subj ect to the rule of the defendant company 
tha t he took all risks from r iding on the front platform. 
The defendant was, in any event apart from the rule, re
sponsible for no other risks than those arising from its own 
failure, or that of its agents, to exercise the highest degree 

of care as to passengers consistent with the reasonable con
duct of its business. 

The court h~ld that a verdict for the de fendant should 
have been directed by the trial judge, instead of leaving 
the question of liabili ty fo r the jury to determine. This de
cision, we believe, is the fi rst of its kind, a.nd is one which 
the courts of other States will doubtless follow. 

The Design of Car Repair Shops 
'Fhe design of th e car r epair shops of the Oneida Rail

way Company at Syracuse, N. Y., described in our last 
issue, wi ll undoubtedly attract a g reat deal of attention 
fro m those r esponsible fo r the maintenance of the rolling 
stock on electric rai lway properties. T he conditions at 
Syracuse, so far as concerned the location of the shops, 
area available, etc., fortunately gave very wide latitude in 

the design so that the engineers in charge had a ve ry fr_ee 
hand in working out their ideas of what a model car repair 

shop should be. The structure possesses additional in
te rest fro m the fact that W. J. Har vie, who was largely 
responsible for the design, was one of the committee which 
presented the paper on the "Model Car Repair Shop" at the 
1908 annual convention of the New Yo rk State Street 
Railway A ssociation. In this report several of the main' 
features of th e Syracuse shops were suggested, but in other 

respects the design has been greatly modi fi ed, par ti cularly 
by the introduction of two transfer tables, on: at each end 
of the bui lding, instead of entrance tracks. T he reasons 

for the adoption of these transfer tables were mentioned 
briefly last week and are discussed below. There are other 
features of the shop, however , which are also ,vorthy of 
comment. 

Following the latest ideas on shop design, all tracks are 
carried through from the front to the rear of th e build
inrr and extend across its shorter dimension , so that the I:, 

number of cars to be moved to permit the exit of any car 
in the shops is a minimum. T his plan also simplifi es the 

work of adding extensions to the building. 
Probably the most striking feature of the shops is the 

almost complete segregation of the diffe r ent departments by 
walls with very few ent rances. In fac t there ar e practically 
no direct means of in tercommunication between the dif

ferent departments except on the outside of the building. 
Such a plan is, of course, very desirable from a fire pre
vention standpoint, but this was not the only reason for its 
adoption. It was employed largely on the theory that each 
department was complete in itself and that better work 
could be done if the attention of those at work was not dis

tracted by visits of employees from other depatt:1ents. 
T hus an examination of the plan of the shops w.iJL-show 
that a painte r , to get to the carpenter shop, must walk, 
across the building through a narrow passage way to the 
rear unless he goes outside of the building, which under 
ordinary conditions he will not be permitted to do. Sim
ilarly the carpenter shop and the machine shop are widely 
separated for intercommunication, although actually con
tiguous, and the same is true of the other departments. The 
theory of this plan is that the foremen of the various shops 
ar e the only ones who ought to go back and · forth in the 

general course of the day's work and that the other em-
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ployees have no business to move around from one de
partment to another unless for some special and specific 
reason and in this case the foreman should know what is 
being done. 

In the general arrangement of the departments there is 
also followed a logical order. The storeroom is in the 
center, where it can supply all of the departments of the 
shop, and is connected with them by a track located in 
the basement of the building. The paint shop is at one 
extreme end of the building, the carpenter shop is next, 
and these two departments are kept away as far as possible 
from the general repair shop, truck shop and machine shop, 
which are at the other end of the building. It is possible 
that the blacksmith shop could with advantage have been 
placed nearer machine and carpenter shops, but it did not 
seem possible to accomplish this result and still keep the 
storeroom in the center. It is believed that the system of 
continuous overhead carrier trolleys will prevent any 
serious difficulty in moving material between the depart
ments. The course of the work through the shops is also 
such as ordinarily to require a minimum of shifting and 
delay. In the regular routine the cars would first go to one 
of the two inspection tracks in the general repair shop, 
then to the next two tracks for general repairs. In the 
meantime the car bodies would be put on dummy trucks and 
shifted to a definite track in the carpenter shop for strip
ping and trimming, and finally to the paint shop. 

One other feature of special interest in the general de
sign should be mentioned. This is the small space given 
over to storage tracks. The layout at Syracuse was in
fluenced to a great extent by the fact that the shops ~d
join one of the main car houses of the company, but it was 
also considered desirable to define clearly between the 
transportation and the mechanical departments the respon

sibility for holding cars in storage. Some storage at the 
shop is necessary and it has been provided on stub tracks, 
but as these tracks are limited in capacity there will be no 
tendency to store good cars on them or to delay the work of 
repairs. In other words, all of the cars in •the car house 

are, at least presumably, available for transportation serv-
. ice, and those at the shop are under r epair or awaiting 
immediate attention. This arrangement should result in 

reducing the time often lost by cars waiting in the car 
house for repairs or overhauling and -in the repair shop, and 

thus should more closely define the relative responsibilities 
of the two departments. 

Transfer Tables or Track Entrances 
The use in the Syracuse shops of transfer tables instead 

of entrance tracks is worthy of furth er comment than was 
possible to publi sh in the de scription of the shops which 
appeared in last week's issue. In that number some of the 
advantages which seemed to be possessed by transfer 
table s were mentioned, but the idea is so radical as to at 
tract immediate attention in th e publi shed plan of the 
shops. U nder all ordinary conditions, with a 14-track 
shop, such as that of Syracuse, either t rans fer tabl es or en
t rance tracks arc adequate to handle all of th e cars which 
have to be taken to and from th e shop, so that an analysis 
of the respective merits o f the two plans can be reduced 
to that of their relati ve cost and of their operation under 

extraordinary conditions, such as during and after a heavy 
snow storm and at the time of a fire. Considering the 
question of snow first, it might be assumed at fir st thought 
that a transfer table would be more apt to become clogged 
by snow and ice during the winter than tracks. · Testimony 
on the efficiency of open transfer tables was taken, however, 
from points as far north as Minneapolis and seemed to 
show that there was no more danger on this score and no 
more liability of blockade than when tracks are used. But 

as a precaution the pits in which the transfer tables move 
were made 2 ft. deeper than the rails upon which the tables 
run. 

In case of fire , it is probably true that a transfer table 
is not so ex peditious in removing cars from a building 
as a seri es of entrance tracks, as it can carry only one 
car at a time. But when a car house or shop is divided 
into bays of only three or four tracks each, separated from 
each other by a considerable distance as in this case , the 
number of tracks from which the cars have to be cleared is 
practically reduced to those in each bay. With entrance 
tracks the cars at fir st can be taken out of the building 
more rapidly, but when they reach the main track they 
must be handled one at a time, and information collected 
in regard to several recent fires seems to indicate that 
after a few cars have been started out of the shop under 
emergency conditions a trolley wheel often gets off the over
head wire, a car becomes derailed or in some other way the 
entrance tracks become blocked. Moreover, many of the 
cars in a repair shop are on dummy trucks, and could 
not be remove d with power in any event. It is also 

a fact that the fire regulations at many electric railway 
shops now require that the entire available force , after the 
fire department has been summoned, should give its atten
tion to fighting the flam es rather than removing more cars. 

These arguments among others lead the engineers of the 
Oneida Railway Company to believe that two transfer 
tables, under the conditions described, are a t least as 
effici ent as separate tracks. 

The final point is that of expense of installation and 
maintenance. H ere the arguments are greatly in favor of 
transfer table s. As stated last week, the cost of the two 
transfer tables at the new Syracuse shops, installed com

plete with pits and foundations , was approximately 50 
per cent less than the expense of corresponding ladder 
tracks and the cost of their maintenance is also estimated 
at far less than that required by the alternate pl an , for the 
wear-and-tear on line and special work on the curves lead
ing into a shop is always great. A single instance of a 
pole jumping the wire on an entrance curve might very 
easily cause damage to the overhead structure equal to, or 
greater than, th e estimated cost of maintaining a transfer 

table for a year . The expense for power required to 
operate the table also was believed to be no grea tcr th an 
the extra expense in volved in pulling cars around entrance 
curves. 

It must be borne in mind that a ll of these arguments 
would not necessa rily hold in th e case of a ca r house in
stallation, hut it is interesting to find that in the case of the 
Syra cuse repair shop, th e various fa ctors o f eflicil' ncy and 

ccono111y seemed to be all in fav or of th e double t ransier 
table scheme. 



1010 ELECTRIC RAILWAY JOURNAL. [VoL. XXXIV. No. 19 . 

THE FIRST CROSS-ISLAND ELECTRIC LINE ON 
LONG ISLAND 

T he Long I sland Rail road has r ecently completed, under 
the name o f the H untington Rail road, an electric line 18.53 
miles long between H untington Ha rbor on the north shore 
and A mityville on the . south shore of Long I sland. T he 
towns na med are respectively 34.6 miles and 3 r.5 miles 
east o f the Brooklyn term inal of the Long Island Railroad 
and hence a re practically j ust outside of the New York 
suburban zone. As shown on the accompanying map, the 
new electric ra ilway affords the only direct connecti on 
between the thr ee west-to-east divisions of the Long 

Scale of Mile-, --
1 0 l 2 -4 6 8 10 12 

E ic:dric R !J. J ournal 

Huntington Railroad-Map Showing Cross-Island Electric 
Railway and Steam Railroad Connections 

I sland Ra il road. It thus eliminates the long detour via 
Hicksvi lle or J amaica which was fo rmerly necessary in 
n~aki ng a n all-r a il journey between the nor th and south 
sides o f the island or from either to the main line. T he 
line was opened to the public from end to end on Aug. 25, 

T he nucleus of the Huntington Rail road was a 2,¼-mile 
horse ra ilway buil t in 1890 between Hunting ton v illage 
and the rail road stat ion. S uch a line was needed because, 
owi ng to the deep indentations on the north shore coast line, 
the steam ra il road route is in general located mor e than 

Huntington Railroad-Curve Construction in the Open 
Country 

& mile inland from the towns on the shore a fter which the 
stat ions are named. I n 1896 the horse line was purchased 
by the Long I sland Rail road and the property was electri
fi ed for 500-volt d. c. opera tion and extended three-quar
ters of a mile nor th to the ha rbor o f H untington. Work on 
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Huntington Railroad- View Along the New State Highway Opposite the Birthplace of the Poet Walt Whitman 

1909, and has not only proved a convenient feede r for the 
through steam divisions, but has a lso developed excellent 
local t raffic. The total fare on th is road from H untington 
to A mityville is 30 cents ; the five-c ent fare zones average 
3 miles in length. 

the ·cross-island extension to Amityville via the main line 
station a t Farmingdale was sta rted in 1907, but was dis
continued on account of hard times until the spring of 
1909. The construction was finish ed Aug. 15, 1909, and 
the road opened for service IO days later as previously 
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mentioned. All of the new part of the line has catenary 
overhead construction and it is planned to change over the 
old portion between Huntington station and Huntington 
harbor during the spring of 1910. 

ROUTE, BRIDGES AND BUILDINGS 

The route of the Huntington Railroad after leaving 
Huntington follows the State highway 
through Melville and Farmingdale to . ...., 
Amityvi lle except for a 2-mile cut-off ... 
on private right-of-way just south of 
Melville. The opening of the line has 
g reatly stimulated travel for marketing 
and social purposes, whi le last sum
mer's experi ence showed that the bath
ing beaches at each end were good 
drawing cards. The road is single 
t rack throughout, with short freight 
and passenger spurs from the highway 
to the Huntington station and one spur 
to the Farmingdale station. To avoid 
g rade crossings with the three inter
secti ng lines of steam tracks, under
crossings were built at Huntington and 
Farmingdale and a viaduct at Amity
vi lle. There are 1 I sidings at present, 
but provision has been made for two 
more. At Huntington the electric cars 
pass under a new bridge, carrying the 
t racks of the North Shore steam divi
sion. A part of this bridge is shown in 

clearance of 14 ft. and is of the open-floor deck plate 
girder type with a span of about 42¼ ft. T he Amityville 
viaduct, which is shown in one of the accompanying cuts, 
crosses over the Montauk division of the Long Island Rail
road. T his viaduct is made up of I -beam spans about 30 ft. 
long and one plate girder span 58 ft. long, the latter giving 

J' one of the accompanying views. It is 
of the half-through plate girder type, Huntington Railroad-Curve Construction in the Village of Farmingdale 

68 ft. 5¾ in. long, and spans a 56-ft. roadway, the trol
ley track being located at one side near the abutment. 
It is carried on concrete abutments and has an 8-in. 

a 21-ft. clea rance over the present two-track and future 
four-track line at ,thi s location. The overhead trolley is 
carried from light steel br idges which are riveted to 

-----

brackets on top of the bents supporting 
the floor . 

In building the new line it was deter
mined to replace the old steam station 
at Huntington with a new structu re ac
cessible to both steam and electric pas
se ngers. As is evident from the ac
companying view, the new station is a 
very handsome building. It is made 
of stuccoed brick with a shingled gam
brel roof. The shelters on each side 
are made up of stuccoed columns, and 

Huntington Railroad-Typical Anchorage with Connections to Opposite Poles 

as they have triangular roofs, the 
wings present the classic outlines of 
Greek temples. The station has been 
given a most attractive appearance by 
plantin g flowers and grass along the 
approaches. T he sta tion building is 
t'wo stories high, 28 ft. wide and 82 ft. 
long, divided as shown in the accom
panyi ng plans. The lower floor ·con
tain s th e ticket office and the substation 
feeding the north end of the line, whik 
the upper fl oor has heen finished for 
living qua rters for th e station agent. 
T he i111proveme11ts at l-I11ntington , in

reinforced concrete j ack-arch floo r supported on 20-i n. , 
70-lb. I-beams spaced 3 ft. apart. T he girders of the 
Huntington bridge are 8 ft. deep. The Farmingdale 
bridge, carrying the main line divi sion of the Long Island 
Rai lroad, cr~pscs the 40- ft. wide Broad IIollow road with a 

cluding the station, bridge and approaches, cost abou t 
$100,000. 

TRACK 

The old tracks of the Huntington Railroad were laid 
with 56-lb. T -rai l bonded with No. oo conccalecl ribbon 
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bonds 12,½ in. long. In all of the new work 70-lb. T-rail 
was used except in Farmingdale arid Amityville where 
73-lb. girder rail is laid in straight track and 140-lb. sec
tions at curves and through special work. The new rails 
are bonded with No. oo cable bonds, 12 in. long. In 
general the r ails are laid on white oak or yellow pine ties 
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ingdale and Huntington. The transmission circuits follow 
the rnain line of the Long Island Railroad as far as Farm
ingdale where they a re diverted to the poles of the trolley 
line. The high-tension wires are of No. 4 copper and are 
carried on Thomas 6,½-in. insulators. Protection from 
lightning is afforded by a No. 4 steel wire which is ground-
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spaced 2 ft. apart center to center , but where the line 
passes over the macadamized street in Amityville the com
pany installed yeliow pine ties creosoted by the Barber 
Asphalt Company's Rueping process. The treated pine 
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or pine ties. 
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Huntington Railroad-Span Construction with Steel Poles 
in Towns 

TRANSM ISSION, FEEDERS AND SUBSTATIONS 

P ower for the operation of this line is transmitted from 
the power station supplying the electrified lines of the 
Long Island Railroad Company in Long Island City at 
11,000 volts, three-phase, 25 cycles to substations at Farm-

ed at every fifth pole. The telephone wires, which are car
ri ed on the same poles, are transposed at every fifth pole. 

T he feeder system comprises three 250,000 circ. mil ca
bles between Farmingdale and Amityville; nothing except 
the trolley and messenger wire for the 9.5 miles between 
Farmingdale and Huntington, and a No. 0000 feeder from 
the Huntington substation to the harbor. The feeder and 
trolley are protected by a vVurts lightning arrester mounted 
on every twentieth pole or 2000 ft. apart. The trolley is of 
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Huntington Railroad-Bracket Construction at a Feed-in 
Point 

No. 0000 copper and the messenger wire of 7/16 in. steel 
throughout. 

The Huntington substation is housed in a room of the 
passenger station with the exception of the lightning pro
tection equipment. The latter, which is of the Westing-
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house electrolytic type, illustrated, is installed in a small 
brick structure about 500 ft. distant. The high-tension 
cables are brought from this house over the adjacent 
bridge in galvanized iron pipes and continued underground 
to the substation in fiber ducts set in concrete. The 
feeders from the substation are also carried underground 
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Huntington Railroad-Anchorage Scheme with Bracket 
Construction 

m fiber ducts. This method avoids the use of unsightly 
overhead wires which would spoil the appearance of the 
station and also confines any disturbances from lightning 

Huntington Railroad-View of Huntington Bridge, Show
ing Pipe for High-Tension Lines, Temporary Feeder 

Connections and Double Trolley Insulation 

di scha rges to a place some distance from the passenger sta
tion. The Huntington substation equipment includes two 
125-kw Gene ral Electric rotaries and three 100-kw oil
cooled trans formers. 

At Farmingdale a two-story extension has been built to 

the old steam railroad station to house a : 50-kw vVesting
house rotary converter and three 60-kw transformers. Pro
vision has also been made here for installing a duplicate 
of the present equipment. 

CATENARY LINE CONSTRUCTION 

Although there is no likelihood that the Huntington Rail
road will be operated by alternating current in the near 
future, the overhead line has been built according to the 
Westinghouse three-point catenary system and is suitable 
for 3300-volt, single-phase service at any time. The decision 
to use the catenary for d.c. operation was made largely 
for the reason that this line is so far from the other 
electric railways operated by the Long Island Railroad 
that it was essential to adopt a construction requiring the 
least possible maintenance. The catenary system there
fore received favorab le consideration and especially so in 
view of the company's experience on the Glen Cove ( Long 
Island) line. The latter road is a 5-mile catenary line in
stalled in 1905 on which very little has been expended as 
yet for the maintenance of the overhead work. Aside from 
the advantages of lower maintenance and possible change 
to high-tension current in the future , the adoption of the 
catenary permitted a pole spacing of I 50 ft. instead of 
100 ft. and avoided installing a feeder cable on part of 
the route. 

In general the catenary is carried from 3-in. I-beam 
brackets a ttached to the same poles which carry the high
tension and other wi res. In Farmingdale and Ami tyville, 
however, span construction is used with three-piece tubular 
iron poles weighing 1065 lb. each and set in concrete to a 

Huntington Railroad-Interior of Isolated Lightning Ar
rester House at Huntington Showing 

Electrolytic Arresters 

I 
depth of 6 ft. In both cases the messe nge r wire 1s car-
ried 20 ft. and the trolley wire 19 ft. above the rails. 
lJickory steady strains arc used at all poles on curves and 
at every other pole on tangents. 

One of the accompanyi11g drawings sho ws tlte 11H'thod 
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· employed to anchor the line about eve ry 2000 ft. on tangent 
sections and another shows the malleable iron anchor 
clamp which was devised for this purpose by the Long 
Island Railroad Company's engineers. 

ROLLING STOCK, PASSENGER AND FREIGHT SERVICE 

During the past summer the cross-island traffic of the 
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No. 112 designs. The cars were withdrawn from service 
on the Ocean Electric Railway, an allied company which 
operates a line from Far Rockaway, Long Island. The 
motor equipments are rather light compared with ordinary 
cross-country lines, but they appear to be entirely satis
factory for the moderate speed requirements on the Hunt-
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Huntington Railroad-Combined Steam and Electric Passenger Station, Including a Substation Room, at 
Huntington 

Hun tington Railroad was carried in six convertible, vesti
buled cars either 46 ft. 6 in. or 46 ft. 9 in. overall. These 
cars seat from 54 to 60 passengers each, the six cars having 
a total seating capacity of 344 passengers. They carry two
tr..otor equipments of General Electric 57 or Westinghouse 

ington-Amityville line. With these cars 16 through trips 
were made every day during the past summer. The sched
ule time between Huntington and Amityville was I hour 
and 16 minutes. 

Aside from the cross-island service, local cars are 
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operated in Amityvi lle on train orders and a good local 
service is given between Huntington station and the har
bor. For the latter service there were used last summer 
seven cars of open, closed and convertible types ranging 
in length from 23 ft. 3 in. ( IO-bench trailer) to 36 ft. 3 in. 
and seating a total of 284 passengers. All but one of the 
Huntington cars are equipped wi th two GE-1000 motors. 

All cars are dispatched by telephone and all orders are 
recorded in triplicate, one copy for each of the crew and 
one r emaining in a locked box fo r the dispatcher, accord
ing to the system of the Autographic Register Company, 
New York. The through cars carry portable telephones 
and jack boxes are installed at all sidings and elsewhere 

·a long the line at intervals of 2000 ft. 
The company conducts a small freight and baggage trans

fer business between the station and town of Huntington. 
The charge for handling freight is 2 cents per IOo lb., with 
a minimum of 5 cents. There is no extra charge for the 
express baggage transfer as the charge of 50 cents per 
roo lb. includes transfer to the vi ll age of Huntington from 

REPORT ON VISITS OF PHILADELPHIA COMMITTEE 

The report of the joint special eommittee o f the Select 
and Common Councils of Philadelphia, appointed to in
vestigate various features of the street railway systems in 
other cities of the United States and the stati sti cal repor ts 
secured in each city visited, have been publi shed in pam
phlet form. 

When the Philadelphi a Rapid Transit Company issued 
an order in May, 1908, relating to the issue of free trans
£ er s, variou s ordinances and rules were introduced in 
Councils and were referred to the committee on street pas
senger railways, which, in · turn, r eferred them to a sub
committee. A fter a public hearing, it was voted jointly 
by the Select and Common Councils to authorize the ap
pointment of a joint special committee of three members 
from each chamber to eo-operate and aet in conjunction 
with the sub-committee on street railways to investigate 
the va rious questions involved. 

In it s report to the general commi ttee th e sub-committee 

Huntington Railrcad-Viaduct Over the Long Island Railroad Tracks at Amityville 

Brooklyn or lower N ew York. This freight and baggage 
transfer service is performed with one 23-ft. motor baggage 
car carrying two General Electric- rooo motors, a trailer 
baggage car and a trailer flat car. ___ ..... ___ _ 

A JAPAN-BRITISH EXPOSITION IN LONDON 
F rom May to October, 1910, there is to be held under the 

a uspices of the J apanese governm ent and prominent English 
interests an expositi on of J apanese and British a rts and 
manu factu res at the "White City," Shepherd's Bush, Lon
don. T he exposition will include a machin ery building 
with an clectrieal eng ineer ing sect ion. T he J apancse ex
hibit will include examples of means of eomnrnni cation of 
di fferent periods, part icul a rly of engines and cars. This 
wi ll be the fi rst great di splay of J a panese products in 
E urope, and will probably crea te more interest than th e 
Franco-British exposi tion. T he exposition grounds eovcr 
16 0 acres, and arc wi th in 15 minut es of the hea rt of Lon
don. I t is a nnounced th at diplomas a nd medal s will he 
g rantee! to successful exhibitors. Appli eations fo r space 
should he aclcl rcssed to the sec reta ry, J a pan- Brit ish Exposi 
ti on, 19ro, Great W hite City, S hepherd 's Du sh, Lo11do11 . 

relates its experienees at Pittsburgh, Cincinnati, l\Iilwau
kee, D etroit , Cleveland, Bu ffa lo, Boston, B rooklyn and 
New York. T he eommittee sta tes th at it "m et wi th the 
greatest courtesy and frankness in each city, and wi shes 
to take thi s occasion to thank the offi cers of the vari ous 
compani es who thus offered every avenue of in fo rm ation 
and rendered eve ry assistance in th eir power to a i<l your 
committee in its labors." 

The repor t to the general committee is trea ted under six 
headings, covering ( l) ra te of fa re, ( 2) length of routes, 
( 3) t ransfer pri vi leges, ( 4 ) abuse of trans fe rs, (5) new 
construction in fi ve yea rs, (6) taxes. ln addi tion to these 
mat ters, va ri ous oth er poi nts we re brought up by the com
mit tee. 

T he repo r t sta tes that " in nea rly every case the man-
agers of th e st reet railway propert ies ha ve ad vocated th<:' 
speeding o f th e schedules. l\Tr . Beggs, of Milwa ukee, 
thought that a schedule of <) 111.p.h ., incl uding stops, was 
about right fo r the cenkr nf the city, and pointl'cl 011t 
that it took 12¼ per ce nt less eq uipment to clo the same 
work at th e ra te o f 9 111.p.h . as at the rate of 8. On th e 
oth er ha nd , M r. Brooks, n f the Detroit system, when asked 
wheth er a l1ig hcr ra te o f speed was not ccono 111 ical fo r 
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the company, in that it reduced the number o f cars and 
employees r equired, answered that speed cost money in the 
wear and tear of track and rolling stock, damages, etc." 

T aking up in detai l the visits to the various cities, the 
repor t describes firs t the visits to Pittsburgh, Cincinnati 
and Milwaukee. T he P ittsburgh Railways Company stated 
that from its experience "special work costs twice as much 
as straight track for installation," and " the cost per foot 
run of track per annum fo r installation, renewal and main
tenance is fo r special work about 3.77 times what it is for 
straight track." T he Cincinnati Traction Company stated 
that from its experience the cost of installing and keep
ing up special work was about two and one-half as much 
as fo r track. T he answers to the written questions given 
by the Milwaukee E lectr ic Rai lway & Light Company re
lated to the city system in Milwaukee only. These an
swers stated that there was abuse of the transfer system 
in Mi lwaukee to a very general extent. "The company felt 
that it had surrounded the issue and receipt of t ransfers 
with all the safeguards practicable, consistent with the con
ditions under which the company is operated. If th e trans
fe r s are co r rectly issued by the conductors and properly 
used by the passengers under the condit ions, there would 
be no abuse of the use of free t ransfers on this system.'' 
T hi s company stated that the life of special work ran from 
approximately 33 1/3 per cent to 50 per cent of the li fe 
of straight track. 

In hi s fo rmal answer to the written questions of the com
mittee, F. W. Brooks, general manage r of the Detroit 
United Railway, referred as fo llows to the system of trans
fe rs in force on the lines of that company: "The lines in 
the city of Detroit compri se three serarate systems. It is 
required that a t ransfer shall be issued upon the payment 
of a 5-cent fa re from a line of one system to an intersecting 
line of the same system. I t is not required that a transfer 
shall be given from a line of one system to a line of a·n
other system. T he company, des iring to promote the gen
eral good of the city, voluntar ily issues a transfer upon 
the payment of a 5-cent fa re from a li ne of one system to 
a line of another system. I t is in this way issuing many 
millions of transfers voluntarily. It is fea red that the 
growing abuse of t ransfer privil eges may necessi tate with
drawing, to a large extent, the transfer privileges now 
granted to the public.'' In answer to other questions on the 
subject, Mr. Brooks said: "The company has reason to 
believe that on account of the abuse of the transfer privi
lege it is deprived of several mill ion fa res annually to 
which it is r ight fully entitled.'' This company estimated 
that the cost of mai ntaining special work was about six 
times as much as for straight track. 

The in terview wi th the committee in Cleveland was held 
with A. B. duPont, at that time president of the Municipal 
Traction Company, which was operating then the lines of 
the Cleveland Rai lway Company. During this interview 
Mr. duPont expressed his opinion that the franchi se under 
which the company was operating was worth $25,000,000. 

In visiting Buffalo the committee saw H. J . Pierce, then 
president of the International Railway. Mr . P ierce spoke 
of the hope for the future in the pay-as-you-enter car. Mr. 
P ierce stated in his written answe r to the questions sub
mitted th at the cost of installing and keeping up special 
work was about five times as great as fo r straight track. 

In its visit to Boston the committee interviewed C. S. 
Sergeant, vice-president of the Boston E levated Railway. 
In relation to the subj ect of transfer abuse, the Boston 
Elevated Railway said in its wr itten answer to the ques-

tions submitted by the committee that general abuse existed 
where transfer tickets were obta ined unlawfully by persons 
who 'mingled with the crowds at transfer points, by the 
exchange of tickets and the use of tickets issued to others 
and by conductors' frauds. To stop the abuse, the com
pany had put nearly all transfers into conductors' hands 
for issue. It gave what inspection it could and prosecuted 
offenders, but abuse was -a serious loss. 

In its visit to Brooklyn, the committee interviewed Edwin 
vV. Winter and J. F. Calderwood, president and vice-presi
dent, respectively, of the Brooklyn Rapid Transit Company. 
Mr. Winter said that the growth of the transfer evil was 
caused in part by legislation and in part by the mistaken 
idea on the part of companies that the more people they 
moved the more money they would have. The cost of elec
tri cal apparatus and of operation, however, had been be
yond what was anti cipated. C. D. Meneely, secretary and 
treasurer of the Brooklyn Rapid Transit Company, showed 
the committee a map illustrating the possible abuse of the 
transfer privilege. 

In visiting New York the committee called on T. P. 
Shonts, president o f the Interborough Rapid Transit Com
pany. In discussing the abuse of transfers in his written 
statement , Mr . Shonts said: "The result of compulsory 
transfer s is most unsatis fa ctory. Added to the misuse by 
the publi c, the practical impossibility of a close accounting 
of the issue and receipt of transfers presents more or less 
opportunity for dishonest conductors to rob the company 
through direct sale and trading. , Many years' experience 
with transfers on a large system confirms the statement 
that the use of transfers to any extent is a constant menace 
and source of loss, and from this point of view.,.of the 
railroad companies, wholly undesirable and unsatisfactory.'' 
In answer to the question as to. a remedy, Mr. Shonts sug
gested the discontinuance of the issue of transfers, or, if 
that was impracticable, that a charge be made and the 
number limited. 

The answer of the Philadelphia Rapid Transit Company, 
to which the same questions were submitted, said in rela
tion to the transfer abuse : "There is very great abuse by 
the public generally and by certain of our employees. The 
exact extent it is impossible to tell , but it is a matter of 
public scandal, and unquestionably has cost the company a 
great deal of money.'' 

REPORT ON NEW SOUTH WALES GOVERNMENT 
TRAMWAYS 

T he report of T. R. Johnson, chief comm1ss10ner for 
rai lways and tramways of New South Wales, covering 
the year ended June 30, 1909, shows gross earnings for 
tramways of fI ,097,565, as compared with £1,ou,994 in the 
preceding year. The working expenses were £875,560, as 
compared with £809,065. The net earnings in the last year 
were £222,005, as compared with £202,929 in the preceding 
yea r. Deductions on account of interest on the capital in
vested were £I42,831 last year, as compared with £I34.504 
in the preceding year, leaving balances of £79,174 and £68,-
425 for the respective years. 

In describing the rolling stock the report says in part: 
"Since the introduction of electric working, the capitc1l 

of the old steam stock has been written down by £229,572, 
and that sum has been charged to working expenses to meet 
the cost of 101 steam motors, 158 steam cars, 39 cable 
trailers, 33 grip cars, 5 steam trail cars, 13 electric motor 
cars and 4 motor omnibuses written off the books.'' 
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THE MONTREUX-BERNOlS RAILWAY 

Of the many electric railways which make the beauties 
of the Swiss Alps so accessible to the tourist there is none 
which offers a more interesting trip than the Montreux
Bernois Railway, between Montreux and Zweisimmen in 
the Bernese tableland. The entire line is 62.1 km (38.5 
miles) long, and cost 13,050,000 francs ($2,610,000). This 
comparatively high cost was due to the large number of 
tunnels and special construction required. 

The first section of the railway was built in 1901,· and 
was designed for steam operation, but changes were made 

The power supply is purchased from hydroelectr ic com
panies and transmitted to converter stations at 8000 volts, 
50 cycles, three-phase. Each station is supplied wi th 
8000-volt induction motors, which are direct-connect
ed to 750-1000 volt, shunt-wound d.c. generators. A con
verter set usually consists of a 250-hp motor and a 170-
kw generator. The d.c. machines are mounted on insu
lators. It is rather instructive to learn why a d.c. system 
with series motors should have been chosen for this moun
tain railway. Three-phase equipment was seriously con
sidered, but was not adopted because a two-speed motor 
appeared impracticable to carry out the schedule on a line 

Montreux-Bernois Railway-Storage Yard and Car House at Montreux 

later to make it conform to the construction of the rest with so many diverse grades. The d.c. motors could be re
of the road. The maximum grade on this section is 6.7 lied upon to make up lost time and to be less sensitive to 
per cent and the minimum radius of curvature 40 m (131 a drop in voltage. Again, the subject of line repairs was 
ft.). The gage is l m (39.37 in.). The rails weigh about particularly important, since a d.c. wire could be repaired 
49 lb. per yard and are laid on steel ties spaced 91 cm (35 while alive, and in any event with less trouble than a 
in.) apart on tangents and 83.5 cm (32 in.) apart on curves. three-phase line. The most important reason for direct 
The track is heavily ballasted with broken stone. current, however, was the possibility of using storage 

The overhead line is carried from curved steel brackets batteries. Batteries have been placed in all converter 
attached to wooden poles, except in the yard at Montreux, plants and have made it possible to purchase current at 
where steel lattice poles are in use. Two staggered trolley the most favorable figures. 
wires are employed. Both are of hard drawn copper 8 The type of car used is shown in the views. It is fur
mm in diameter (102,400 circ. mil) or 9 mm in diameter nished with vacuum and with electro-magnetic track 

Montreux-B ernois Railway-Motor, Trailer and Freight 
Car Going Down Valley 

(129,600 circ. mil), and are carried at various heights 
above the rails, varying from 6 m ( 18.5 ft.) to 4 m ( 12.3 
ft .) in tunnels. Under the last condition the pressure on 
the wire from the aluminum bow coll ectors is over 11 lb. 
The rails arc bonded with Harold P . Brown's plastic alloy 
and cross-bonded with copper every 200 m ( 657 ft.), 
which is also the distance between the feeder taps. The 
feeder system is of such capacity that under normal run
ning conditions the drop in the line will not exceed 20 

per cent. 

brakes. Each car has four 65-hp motors wound for 750 
volts and operated with a series-parallel controller. Trail 
cars are used. One of the conditions set forth for the 
motor design was that the motor speed must not exceed 
1100 r.p.m. when the car is running downhill at 40 km an 
hour ( 24.8 m.p.h.) . Extra large resistances were adopted 
for better speed regulation on light g rades. 

All of the electrical equipment and part of the rolling 
stock was furnished by the Alioth Company, Basel, Swit
zerland. 

----♦·----

TRACK CONSTRUCTION ON MARKET STREET IN 
SAN FRANCISCO 

B. P. Lega re, enginee r of maintenance of way and con
struction of U nited Railroads of San F rancisco, calls atten
tion to the fact that the wo rk of reconstruction on the 
Market S tree t line in San Franci sco during th e early par t 
of thi s year was carried out directly hy the company an<l not 
by contract, as sta ted on page 555 o f th e issue of thi s pa per 
for Oct, 2. The paving was done hy the city, but the work 
on the construction of the track was carri ed out hy th e 
engineering department of the Unit ed Rai lroads. 

---◄·♦·----

T he muni cipal authoriti es of Hrnussa, T mkey, have in 
vited tenders for a concess ion to build an ck ct ric tramway 
system in that city. 
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HEARING ON HEATING CARS IN NEW YORK 

The hearing before the Public Service Commission of 
the First District of New York to determine why an order 
should not be made by the comm:ssion specifying that 
a temperature of not less than 45 deg. Fahr. above 
zero nor more than 65 deg. above zero should be 
maintained between Oct. rs and Apri l rs in all electric and 
horse cars operated withi n the territory under the jurisdic
tion of the commission, and requiring that a copy of the 
order and a thermometer be di splayed in each car, was 
continued on Nov. 4. Frank Hedley, vice-president and 
general manager of the Interborough Rapid Transit Com
pany; W. S. Menden, assistant general manager and chief 
engineer of the Brooklyn Rapid Transit Company ; Edward 
A. Maher, manager of the Third A venue Railroad and the 
Union Railway; F. T. Wood, assistant to the general man
ager, and H. H. Adams, superintendent of rolling stock 
and shops of the Metropolitan Street Rai lway; S. W. Huff, 
president and general manager of the Cerney Island & 
Brooklyn Rai lroad, and W. 0. Wood, president and general 
manager, and Chas. S. Banghart, master mechanic of the 
New York & Queens County Railway, were in attendance. 
The fo llowing counsel represented the companies: J . L. 
Quackenbush, the Interborough-Metropolitan Company and 
the Metropolitan Street Railway; Herbert J. Bickford, the 
T hird Avenue Railroad ; Brainard Tolles, the Second 
A venue Railroad ; C. L. Addison, the Ocean E lectric Rail
way; A. H. Larkin, the Richmond Light & Railroad Com
pany and the Staten Island-Midland Railroad Company, 
2nd L. F. Crumb, the Yonkers Railroad. The hearing was 
before John E. Eustis, as a member of the commission, 
with H . H. Whitman as counsel. E. G. Connette, trans
portation engineer of the commission, also was in atten
dance. 

In opening the hearing Mr. Eustis said that some rea
sonable regulation for heating the cars was needed, and 
suggested that the testimony be directed to learning what 
kind of an order would be least burdensome to the com
panies and afford the public maximum protection. He re
ferred to the fact that at the previous hearing objection had 
been general on the part of the representatives of the rail
roads to the minimum temperature o.f 45 deg. fixed in the 
proposed order and requested that the r epresentatives of 
the companies state their objections to the use of thermo
meters. He asked how the public was to know whether 
the order was complied with if the thermometers were not 
used. 

Mr. Hedley of the Interborough Rapid Transi t Com
pany was the first witness. He said that thermometers in 
the cars would be a source of continuous trouble to the 
companies and the commission. It would be difficult to 
locate the instruments so as to secure fair average read
ings, and the readings would vary at least 5 per cent. 
Longitudinal and side draughts especially would affect the 
instruments. He was opposed to any arbitrary rule. The 
heating of the subway and elevated cars was regulated 
from the general office of the company, the amount of heat 
being governed by the prevailing weather. At points near 
the center of the road and at all terminals placards were 
displayed informing crews of the amount of heat to be 
carried. 

Mr. Hedley said that by means of the company' s private 
telephone system the heat could be changed on all cars in 
seven minutes. The instructions to guards on the elevated 
lines were to open the rear doors of the cars first so that a 

back draught would not be caused when the front door was 
opened. Even with this precaution the thermometer, no 
matter where located on the elevated cars, would record a 
drop of temperature of 20 deg. at stations on account of the 
inrush of air. 

Mr. Hedley also said that with the temperature of the 
street from zero to freezing he considered that the maxi
mum temperature of the cars should not be more than 50 
deg. Mr. Whitman, counsel for the commission, read 
part of the order of the Railroad Commission of Massa
chusetts to the street railways operating in that State re
gulating the heating of street cars. This order fixes the 
minimum at 40 deg. and the maximum at 60 deg. and im
poses a fine of $25 for each trip made by a car insuffi
ciently heated. 

Mr. Menden of the Brooklyn Rapid Transit Company, 
who at the previous hearing had agreed to relate the ex
perience of his company with thermometers, said that about 
seven years ago his company suffered the loss of several 
power stations by fire and that because of resultant lack of 
power it was impossible to heat cars sufficiently at all 
times. As a result complaint was made to the Railroad 
Commission and in accordance with an order from the 
commission thermometer s were installed in about 100 cars 
and were continued in use from January, 1903, until -March, 
1903. During this time some of the instruments were 
stolen and many broken. The period was so short and the 
results so disastrous that no effort had been made to pre
serve the records. 

Mr. Menden said that the ratio of power consumed in 
the heaters to the amount required to run a car varied 
greatly with the type of equipment, the degree of tem
perature desired to be maintained and the number of stops. 
While he did not care to testify regarding this point with
out consulting his records he said that with both the high 
and low resistance coils of the heaters in circuit giving the 
maximum of heat it would take about half as much cur
rent to heat a car as to operate it. 

Mr. Maher of the Third Avenue Railroad and the Union 
Rai lway said that the first winter when electric heaters 
were installed in the cars of the Union Railway the regula
tion of the heat was left in the hands of the conductors, 
but this proved so unsatisfactory that the heat on cars of 
both the Union Railway and the Third Avenue Railroad 
had since been regulated from the car house of the com
pany at Sixty-fifth Street and Third Avenue · and the 
general office at 129th Street and Third Avenue, arid was 
therefore entirely under the control of the office forces at 
these places. The heaters on cars operated over these 
lines were turned on one point when the thermometer regis
tered more than 30 deg. and two points when it registered 
30 deg. or below. Mr. Maher knew of no better way than 
that used by his company to regulate the heat. It would 
certainly be much more difficult to heat the pay-as-you
enter cars, in use on Third Avenue Railroad and the cross
town lines in the city proper, than the ordinary type of car, 
as both the front and rear doors of the pay-as-you-enter 
cars were opened simultaneously. 

As it had previously been explained that the New York 
order was based largely on the order of the Massachusetts 
Commission regulating the heating of cars, Mr. Quacken
bush said that the companies he represented would be will
ing to accept an order similar to the Massachusetts order 
and Mr. Larkin said that the companies he represented 
would also abide by such an order. Mr. Eustis of the 
commission said that personaIIy he felt that the thermo-
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meters could be dispensed with, but tha t he could not ven
ture to say whether the other members of the commission 
would share this opinion with him. H e said th e purpose of 
the commission was to promulgate a reasonable order and 
that he thought the method followed in Massachusetts of 
having employees of th e commission make occasional read
ings would suffice to determine wh ether the companies were 
wilfully negl ecting to comply with the r equirements. 

F. T. W ood of the Metropolitan Street Railway said that 
during the period between Oct. 1, 190 8, and A pril I, 1909, 

a tota l of only 29 complaints had been received th at could 
in any way be con strued to bear on the heating of the cars 
of his company a nd that during thi s time 182,000,000 pas
sengers had been carried, making the percentage of com
plaints very small. Among these complaints th ere were 
several that were general and very unfair, such as one in 
which th e asse rtion was made that none of the ca rs o f one 
of the company's crosstown lines was heated. A ll com
plaints to hi s company that were specific were investigated. 

Mr. W ood said that the heating o f cars on the M etropoli 
tan Street Railway was regula ted from a central point , 
and that a t a temperature of 38 deg. all doors of cars were 
closed, at 35 deg. th e heater s wer e turned on one point, a t 
32 deg. two points and at 25 deg. three points. At 4 a . m. 
in th e morning the car house for eman fixed th e amount of 
heat in accordance wi th th is schedul e. In the event of a 
change of temperatu re sta rters and inspectors were im
mediately advised and every few blocks there w as an em
ployee vested with author ity to regulate the heat in accord
ance with instructions from the general office. The regula
tions under which the Metropolitan Street Railway carried 
its insurance were very strict and made the heating o f cars 
impossible before th ey we re run out of the ca r houses in 
the morning fo r servi ce. 

H. H. Adams o f th e Metropolitan Street Railway said 
that th e cars of that company were equipped with 8, 14 and 
16 heaters, the number of heaters to a car being governed 
by the type of car. Mr. Adams had studied th e subject of 
temperatures r ecently and presented a tabulation of tem
perature in New Y ork and Boston, which showed that the 
mean temperature of Boston fo r 38 or 39 years was about 
5 deg. lower than New York. One table showed the varia
t ion month by month of t empera tures in New York and 
Boston fo r the winter of 1908-19 0 9. Thi s di sclosed the fa ct 
tha t for one month th e average mean temperature in New 
York was ro deg. higher than fo r Boston. 

Mr. A dams ex perimented wi th th ermometers in cars be
gi nning Oct. 20, and while the period was a most unsatis
fa ctory one climati cally, the var ia t ion in the readings of 
thermometers was as much as 8 deg. He explained that 
there really was very littl e need to heat ca rs of the Metro
poli tan Street Rai lway befo re placing them in se rvice for 
the day as the wet sprinkler system of fir e protection was 
used in most o f the car houses o f the company and under 
the regul a ti ons o f the insurance under writers structures 
in which the wet system was used must be kept a t a tem
perature of not less than 40 deg. 

Mr. Huff o f th e Coney Island & Brooklyn Rail road said 
that heatin g on hi s road was gove rned on the centra l 
authority plan . The heat was turned on at 40 deg. a nd 
three points were ca rried a t zero and below. According to 
the in surance regula t ions governing h is company cars out 
of se rvice must be kept with the power off, hut th is requ ire
ment was inte rpreted not to extend to cars heing prepared 
for se r vice for the day and heat was turned on in such cars 
I 5 minutes be for e they were sta r ted on the ir runs. 

M r. Co nnette o f the comm1ss10 n, who r ecently was 
genera l manager of the vVorcester (Mass.) Consolidated 
Street Railway, said that the State police and the in spectors 
of the Railroad Commission in Massachusetts carried ther 
mometers a nd we re constantly on the lookout for viola
tions o f the order of the commission regarding the heat
ing of car s. H e had under his charge at Worcester 80 

miles of city ra ilway and 2 00 miles o f suburban and inter
urban lines, and during four years of service with the 
company had experienced no difficulty in complying wi th 
the requirements of the Massachusetts Commission. One 
of hi s lines extended from W orcester to F itchburg, a 
distance o f 26 miles, and ca rs were opera ted ove r it at a 
speed of 30 m.p.h. H eat was turned on in the interurban 
cars 30 minutes befo re they were taken out of the car 
hou se. 

M r. Banghart of the New York & Queens County Rail
way said tha t about fi ve year s ago a road with which he 
was connected in P ennsylvania had of its own accord ex
perimented wi th thermometers, but that they were dispensed 
with as unsati sfactory after a shor t term of service. T he 
~ew York & Quee ns County Rail way operated suburban 
lines la rgely and had in service about 150 cars. M r. Bang
hart di d not think it would be possible to meet the 45 deg . 
requirement between I I p. m. and 5 a. m. in ze ro weath er. 
T his would be rather se rious, as practically all the lines 
we re opera t ed a ll night. 

Some of the cars of the New York & Queens County 
Railway were equipped with 12 heaters and some with 18 

heaters, the capacity being th e same in both cases, the 18 

heaters giving a better distribution of heat. Some of the 
heater s wer e single coil and some doubl e coil. vVhere 12 

heaters wer e installed th e units were 36 in. long and where 
18 heaters w ere installed the units were 17 in. long. Mr. 
Banghart said that to comply strictly with th e terms of the 
order of th e commission as submitted would probably re
quire rebuilding a considerable number of heaters in use on 
the New York & Queens County Railway. 

Mr. Connette was of the opinion that if the heaters in 
use on the New York & Queens Railway wer e we ll main
ta ined and the ca rs in good repair a minimum temperature 
of 45 deg. could be mainta ined a t 10 deg. below zero, ex
cept under ve ry t rying circum stances. It was decided to 
have Mr. Co nnette inspect the equipment of the company 
so as to pass an authori ta ti ve opinion on th is point. 

Mr . E ust is then announced that so fa r a s the other com
panies wer e concerned they might consider the mat ter 
closed, but that th e commi ss ion would be glad to receive 
any addition al informa ti on fro m the companies in wri t ing 
that might occur to the counsel or the managers as not 
havi ng been brought out at the hea ring. 

In conclusion Mr. Quackenbush for the companies said 
that a mi nimum o f 15 or 2 0 mi nutes for complying with th e 
requirement s of the commiss ion should be inser ted in the 
order so as not to subject the companies to complaints 
on evidence based on casual read ings taken a t a t ime wh en 
some outside influence had, perhaps, ma de it impo,;s ibk 
fo r a company to coq1ply with the ord er . 

J\t the hea r ing on Nov. 9 Mr. Connette said tha t 011 Nov. 
X he exa mined the steel ca rs o f the New York & Q 11 eL· 11 s 
County Rai lway a t it s barn at vVoodside, Long T!-> la11d . 
T ltcsc ca rs ha ve seve n cro ss sea ts 011 e ither side and one 
longitudinal ,;cat on e ither side a t each end with a ca pacity 
o f rn ur peop le to each scat. Mr. Co1llldk lt 11 11 g- a thcrlllo 
111 cl er i11 the ce nter of the ca rs under le st 011 a level with 
th e w i11dmvs a nd turned on the hea t two nnlc ltes, lint \\'as 
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unable to obtain a rise in temperature of more than 6 deg. 
in 30 minutes. Two hours were r equired to increase the 
heat 20 deg. H e attributed his failure to secure better re
sults to two causes. In the first place he considered the 
heaters too small for the style of car to which they were 
applied, and, secondly, the steel cars seemed to conduct and 
radiate heat much more readily than wood cars. Mr. Con
nette 's study of the subj ect was not thorough enough for 
him to warrant an authoritative expression · of opinion on 
the matter of conduction and radiation, and it was decided 
•to adjourn the matter for a week so as to enable him 
to conduct comparative tests with steel and wood cars, 
W. 0. Wood of the New York & Queens County Railway 
saying that cars could easi ly be ar ranged so as to secure 
good results although the same number of heater s are not 
in use on the steel and the wood cars. 

-----+·----
TESTS OF POWER CONSUMPTION OF CARS IN CLEVELAND 

Some tests of the power consumption of interurban and 
ci ty cars while within the city of Cleveland and on th e 
track of the Cl~veland Railway, have recently been con
ducted by L. P. Creceliu s, superintendent of power of the 
Cleveland E lectric Railway at Cleveland, and F. W. Coen, 
vice-president and general manager of the Lake Shore 
E lectric Railway Company. The tests were carried out on 
May 3 and May 4, so that the operating conditions could 
be as nearly alike as possible. T he results given in the two 
accompanying tables were obtained. Tests were a lso con
ducted to determine th e amount of power required by the 
interurban cars whi le on the city company's tracks, as these 
tracks do not end in all cases at the city limits. The figure~ 
are slightly less than those for the cars whi le in the city 
limits, being 2.7854 kw-hours per car-mile and 88.2983 watts 
per ton-mile. 

TABLE I-DATA ON INTERURBAN CARS. 
Total Kw-hrs. \Vatt-hrs. 

Name of Car. Motor Gear length Weight per per 
Line. No. equip. ratio. in ft. in lb. car-mile. ton-mile. 

Lake Shore Elec .. 148 \ Vest I2I 14.51 50 73,320 3.21 I 83. 230 
Lake Shore Elec .. 19 W est. 76 24.58 50 62,500 3.035 90.70 
C. S. & C ........ 178 \Vest. II2 22.67 50 67,140 4.551 J06.74 
C. S. & C ........ 93 \Vest. 56 24.58 50 57,940 2.506 83 .9 0 
C. S. & C ........ 145 W est. II2 22 .67 45 61,000 3.691 I 15.59 
N: 0. T. & L. Co. 32 G. E. 204 22.55 52 77,320 4.769 117.2s 
N. 0. T. & L. Co. 28 G. E. 57 28.59 45 59,300 2.578 81.00 
N. 0. T. & L. Co. 2 1 G. E. 57 26.59 42 50,820 3.612 13 3.31 
E. 0. T. Co ..... 31 J. 34 21.67 42 42,900 2.90 1 I 13.27 
E. 0. T. Co ..... 16 J. 34 21.67 46 53,260 2-480 90.17 
E. 0. T. Co ..... 39 J. 34 25.69 46 54,300 2.I 52 75.54 
C.P.&E ........ 104 \Vest. 112 22.67 50 60,800 2.4810 76.00 
C. P. & E ........ 42 G. E. 57 24.63 42 49,800 2.4346 89 .20 
Average of all. ...................................... 2.8982 91.5207 

T ADLE II-DAT A ON CITY CARS. 
Kw-hrs. Watt-hrs. 

Car Gea r \Veight. per per 
No. Motors. ratio. Oassification. lb. car-mile. ton-mile. 
517 .. . 4 \Vest . 49 14.68 34 ft. pay-enter 45,600 3.604 143.1 2 
433· .. 4 G. E. 67 17.67 33 ft. pay-enter 43,460 3.4 13 143.76 
455 ... 4 West. 49 14.68 14 bn. convert. 38,240 2. 556 124.46 
199 ... 4 West. 101 15.69 29 ft. box 39,840 3.073 143.14 
337,.. None . ... . 28 ft. box, trail 27,700 2.5 10 63.43 
149 ... 4 West. 101 15.69 29 ft, box 39,800 2.825 131.72 
728... None . ·28 ft. box, trail 27,700 1.870 52.23 
509 • • •4 West. 49 ;4.68 34 ft. pay-enter 46,580 4.656 182.20 

54 ... 4 West. 12-A 14.68 14 bn. convert. 38,140 2.911 140.64 
121 ... 4 West. 101 15.69 30 ft. box 40,180 2.663 124.55 
322... None 28 ft. box, trail 27,700 2.402 61.67 
793 ... 2 West. 101 15.69 28 ft. box 33,280 1.873 94.90 

3369 ... 4 G. E. So 19.67 34 ft. pay-enter 43,300 3.360 130.70 
Average of all........................... ............ 2.851 126.64 

----♦----
"Fuel Tests with Illinois Coal," by L. P . Breckenridge 

and Paul Diserens, is issued by the Engineering Experiment 
Station of the University of Illinois as Circular No. 3. It 
consist s of a compilation of data relating solely to the coals 
of the State of Illinois, selected from the complete reports 
o f the Government investigations on the fuels of the United 
States. Copies of the circular may be obtained gratis upon 
application to W. F. M. Goss, director of the Engineering 
Experiment Sta tion, University of Illinois, U rbana, Ill. 

CRUSADE AGAINST ILLEGAL USE OF TRANSFERS IN 
NEW YORK 

T he receivers of the Metropolitan Street Railway Com
pany are making an active effort to reduce the illegal use 
of transfers on that line. A t present there are approxi
mately 4,000,000 passengers a year on the Metropolitan 
Street Railway system, and of thi s number about one-third 
ride on transfers. A lthough the number of transfers is
sued in New York h as been largely curtai led by the segre
gation from the Metropolitan Street Railway of the Third 
Avenue Rail road, Centra l Park, North & East River Rai l
road, Second Avenue Rai lroad and other companies, there 
is still considerable abuse of the transfer system, a fact 
which was clearly shown in the testimony of Or en Root, 
gene ra,! manager for the receivers, and of other witnesses 
at the hearings before the P ublic Service Commission last 
year. 

The existing statutes in regard to transfers and the de
c1s10ns on their issue make it difficult for the company to 

ADRIA.N H. JOLINE. DOUGLAS ROBINSON. Recel,.,ers 

METROPOLITAN STREET RAILWAY COMPANY 

TO THE PUBLIC. 
ATTENTION IS CALLED TO SECTION 1566, PENAL 

LAW OF NEW YORK STATE, IN WHICH PROVISION IS 
MADE THAT NO TRANSFER TICKET SHALL BE ISSUED, 
SOLD OR GIVEN TO ANY PERSON NOT LAWFULLY EN
TITLED TO RECEIVE THE SAME. THE LAW PROVIDES 
THAT THE PERSON RECEIVING THE TICKET UNDER 
SUCH CIRCUMSTANCES, AND ALSO THE PERSON WHO 
ISSUES, GIVES AWAY OR SELLS SUCH TICKET MAY BE 
IMPRISONED FOR ONE YEAR AND FINED $500.00. 

PERSONS VIOLATING THIS LAW MAY BE INDICTED 
AND CONVICTED FOR A CONSPIRACY, THOUGH THE OB
JECT OF SUCH CONSPIRACY HAS NOT BEEN EXECUTED. 

ANY PERSON DETECTED IN VIO• 
LATING THE ABOVE STATUTE WILL 
BE PROSECUTED TO THE FULL El• 
TENT OF THE LAW. 

Receivers, METROPOLITAN STREET RAILWAY COMPANY. 
Oatad N"8mbol ·7~. 1909. 

Warning Notice Against Illegal Use of Transfers 

stop a ll i]legal use of transfers and permit, for instance, a: 
passenger to ride eastward and westward again on the 
crosstown lines for an unlimited number of times after he 
has paid his initial fare. It does, however, provide a pen-
2.l ty for trafficking in transfers. It is the intention of the 
company to take advantage, as far as possible, of this law, 
and in order to secure convictions a corps of detectives has 
been organized. In addition, notice has just been 'posted in 
all the cars of the company, calling attention to the section 
of the Penal Law of the State prohibiting the issue, sale 
or gift of a transfer ticket to any person who is not entitled 
to receive it. A copy of this notice appears above. 

----·♦·----
The record of passenger trains r eported to the New 

York Public Service Commission, Second District, for 
September shows that of 62,092 trains, 82 per cent were on 
time at division terminals. Average delay of each late 
train, 24.3 minutes; for each train run, 4.2 minutes. Prin
cipal causes of delay: Waiting for trains on other divi
sions, 32.7 per cent; train work at stations, 19.3 per cent; 
train connections with other railroads, 14 per cent. 
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FIRST ANNUAL REPORT OF BOARD OF SUPERVISING 
ENGINEERS, CHICAGO TRACTION 

The first annual r eport of the Board of Supervising En
gineers, Chicago Traction, covering the period ended Jan. 
31, 1908, has just been published by the board. A prelim
inary abstract of this report was presented in the ELECTRIC 
RAILWAY JouRNAL for Oct. 31, 1908, page 1285. The full 
report contains a most complete history of Chicago trac
tion affairs and a detailed explanation of the work of the 
board. The Board of Supervising Engineers, Chicago 
Traction, is as follows: Bion J. Arnold, chairman; George 
Weston, successor to Charles V. Weston, representing the 
city of Chicago; Harvey B. Fleming, representing the Chi
cago City Railway Company; John Z. Murphy, acting for 
the receivers of the Chicago Union Traction Company, and 
later representing the Chicago Railways Company. F. K. 
Parke is secretary and auditor and L. H. Davidson, assist
ant secretary of the board. 

HISTORY OF CHICAGO TRACTIO N 

The first annual report is a book of 462 pages, 6 in. x 9 
in. in size, substantially bound. The contents are divided 
into seven chapters, followed by a chronological and sub
ject index. Twenty-four full-page halftone and wax en,
gravings present illustrations of the construction standards, 
report and accounting forms used, views of new substations 
and car houses and types of rolling stock equipments used 
since the early horse-car days. 

The first chapter is a chronological summary of traction 
events in Chicago since 1837, setting forth in historical 
narration the development of Chicago's local transportation 
facilities. In this chapter will be found presented in a 
clear way the important events of the involved traction 
strife which led up to the settlement ordinances of Feb. 11 , 
1907, ordinances which created the traction board and made 
possible the great street railway rehabilitation work now 
so well being carried out by the surface railways of Chi
cago. A chronological summary of the important exten
sions and improvements in the five elevated railroads of 
Chicago concludes this hi storical chapter. 

The second chapter is a brief outline of the main pro
visions of the traction ordinances of Feb. I I, 1907, as they 
have been interpreted. The general character and main 
provisions of the ordinances are clearly and concisely set 
forth in a brief and argument, submitted by special trac
tion counsel, Walter L. Fisher, to the Supreme Court of 
Illinois, in what is known as the Venner case. The valid
ity of the general provisions of the ordinances, as construed 
by Mr. Fisher, was sustained, and the board quotes Mr. 
Fisher very fully in this chapter. 

WORK OF THE BOARD 

Chapters III and IV include a summary of the work un
dertaken and accompli shed under the jurisdiction of the 
board for the year ended Jan. 31, 1908, and a summary of 
the financial exhibit and est imates of the Chicago City 
Railway Company and the Chicago Railways Company for 
tha t year. It is related that in charact er and duties the 
hoard was without precedent or tradition to guide its ac
tions, and there was necessarily much initiative work of a 
constructive character in organization, methods of proced
ure, and particularly in the practical application of the 
provi sions of the orclinances to orclinary as well as extraor
dinary railway operating condit ions. During the fir st year 
of its exis tence the boarcl held 95 meetings, and plans and 
specifications were passed upon and adoptecl for the entire 
rehabi litation work for the year under review and for the 

supervision and inspection thereof. Bids were passed upon 
and contracts authorized for the necessary construction ma
terial, as were contracts for electric power, electric weld
ing of rail joints, paving, etc. The plan was adopted for 
verifying the accounts of the railway companies covering 
the value of the properties and the equipment and additions 
thereto purchased or acquired between June 30, 1906, and 
Feb. 1, 1907. This plan of verifying the certificates of the 
work included a field check of the work in place by the 
chief engineer of the work and an audit of original ac
counts by the auditor, undertaken independently of each 
other, and subsequently compared and harmonized. 

The report states that standard plans and specifications 
have been passed · upon by the board, covering the multi
plicity of details connected with the rebuilding of a modern 
and complete system of street railways which, when en
tirely rehabilitated, will have required an expenditure dur-
ing the first three years of reconstruction of approximately 
$17,000,000 for the Chicago City Railway Company and 
$26,000,000 for the Chicago Railways Company. For the 
period covered by the report the gross earnings of the two 
railway companies were $18,823,094.31. _Operating ex
penses and taxes were $13,1 76,166.01 , leaving net earnings 
of $5,646,928.30. The interest on capital investment was 
$2,802,167.43, leavi ng a net income of $2,844,760.87. Of 
this net income the railway companies' proportion was 
$1,280,142.40 and the city's proportion $1,564,618.47. The 
report explains that as the ordinances arbitrarily fix upon 
70 per cent of the gross earnings for operating expenses 
and taxes during the three-yea r period only, ;rnd as many 
operating difficulties are encountered at a time when a com
plete reconstruction of roadway and plant is being effected, 
a comparison of the operating results of these companies 
with other traction properties could not fairly be made. 

During the three-year periods, beginning April 15, 1907, 
for the Chicago City Railway Company and Jan. 28, 1908, 
for the Chicago Railways Company, all of the construction, 
reconstruction, equipment, re-equipment, extensions and ad
ditions to plant and property provided for or required by 
the ordinance, according to the ordinance, are to be added 
to capital at actual cost plus IO per cent for conducting 
the work and furnishing the equipment and 5 per cent for 
procuring funds, including brokerage; except on certain 
river tunnel work of the Chicago Railways Company, for 
which no added percentages are allowed. The value of 
these additions during the year ended Jan. 31 , 1908, 
amounted to $6,235,292 for the Chicago City Railway Com
pany and $1,809,177 for the Chicago Railways Company. 
The total values of the properties Jan. 31, 1908, were $61,-
641,193. 

STATISTICS 

The earlier abstract of this report showed statistical in
formation regarding the expense of carrying passenger5 
and a subdivision of the nickel fare. showing its disposi
tion. The important financial exhibit s of the two railway 
companies have been published earlier. Interesting oper
ating statistics included in Chapter V of the board report 
a re contai ned in the table on the fo llowi ng page. 

Chapter V comp ri ses I IO pagl's of the report, and is a 
summary of the work done by the chief engineer of the 
work during th e date of the passage of the ordinances, 
Feb. II, 1907, and the elate of the organization of the Doard 
of Supervising E ngineers, May 7, 1<)07, aud a description 
of the organization of the board and the work performed 
rlnring the period covered by the report. 

The hoanl is oq,;anizecl as regards tlt c working force 



1022 ELECTRIC RAILWAY JOURNAL. [VoL. XXXIV. No. 19. 

into the fo llowing divisions, each in charge of a divi sion 
engineer specialized in the particular work covered by his 
division : 

Division D, track and roadway, R. F. Kelker, Jr. 
D ivision E, electr ic power di stribution, E dward N. Lake. 
Division G and I, buildings and fi xtures-power plant 

equipment, R. A . Sanborn. 
Division K , cars and car operation, \Vray T horn. 
Drafting room, F . W . Steeg. 
Division of accounts, L. R. Acton. 

DIVISION OF ELECTRIC POWER DISTRIBUT ION 

T he report discusses the work undertaken and accom
plished by each of these divisions during the period under 
review. T he characteristic of roadway and track are fir st 
presented, and the reasons given fo r the use of the three 
types of track structure. During the per iod covered by 

OPERATING STATISTICS FOR YEAR ENDEO J AN, 3 1, 19 08. 
Chicago City Chicago 

General : Rai lway Co. Railways Co. 
Mil es of t rack owned (single).................. 244.30 326.80 
M iles of t rack operate d (single)............... 217 . 13 3 0 6.446 
Gross earnin gs per mile of single t rack owned... $33,627.49 $3 2,4 59.9 1 
Gross earnings per mile of single t rack operated . 37,835.38 34 ,6 15.8 8 
Gross earnings of system .... . ....... . ......... 8,215,196.49 10,607,897. 82 
Paid to employees (wages)* ................... 3,539,667. 7 5 4,4 71,906. 34 
Average number of employees........ . ........ 4, 03 2 6 ,854 
Per cen l of gross earnings used in operation (in • 

eluding rese r ve fo r t axes and damages) ...... . 
Per cen t of gross earnings reserved f or damages. 
Per cent of gr oss earn ings r eserved fo r taxes .... 

Transportati on: 

70.00 
5. 71 
2.92 

Total passengers carri ed . ...................... 268,09 9, 953 
Passengers carried for revenue ................. r 62,'578, 888 
P assengers carr ied on transfers, employees and 

other free passengers ........... . ........... 105,521,065 
P er cen t of trans£ er passen gers t o fare passen gers 5 7. 19 
Average gross earn in gs per passenger (cents)... 3 .06 
Average passen ger earnin gs per passen ger (cent s) 3 .02 
Average expen se per passenger, in cluding 5% in -

t er est on ag r eed valuation of property (cen ts). 2.61 
A verage oper ating expen ses per passenger (cents) 2. 1 5 
A verage inter est charge per passenger , based on 

agreed valuat ion of p roperty (mills) ......... . 
Average profit per passen ger (mills) . .......... . 
City's proportion ( 55 % ) of p rofi t per passenger 

(mills) .. . .. . ..... . ....................... . 
Company 's propor ti on (45 % ) of profit per pas• 

senger (mills), ................... . ........ . 
Power: 

4.6 1 
4 .5 8 

2 .5 2 

2 .06 

Ki lowatt output in hours (all plants) ........... II 6, 134,5 58 
T otal r a ted ki lowatt capaci ty (all plants).... . .. 28,640 
L oad fact or (a ll plants), 24 hours............. 4 6 .29 
Cost per ki lowatt-hour (all plants)-(cents) . .. . . 0 .90 
Average kw-hr per car per day of 18 hou rs . .... 5 22 
E n ergy con sumed per car mile (kw-h r ). . . .. . .. . 3 .46 

70.00 
8.1 5 
r.88 

3 50,200,3 13 
209,5 44, 3'1 I 

2,525,723 
6 5.9 2 

3.0 3 
2 .96 

2 .57 
2 .1 2 

4.47 
4 .62 

2.54 

2.08 

82,529 , 728 
18, 737 

50.3 
r. 078 

268 
2. 33 3 

* Cit y R ailway: In addition $679,145.3 6 was paid to 775 employees on 
construction and r ehabilitati on work. 

* Chicago R ailways: In addi tion $349 ,67 6.43 was paid t o employees on 
constructi on and r ehabilita tion wo rk. 

the report a total of 46.186 miles of single track was con
structed. T he work of the electric power distribution di
vision, as fo r other divisions, included the pr eparation of 
plans and specifications, engineering inspections of con
struction work, estimates of the work done and checking of 
the charges to rehabi li tation expenditures unde r thi s divi
sion by the two railway companies. T he plan s and speci fi
cations prepared for underground conduit construction cov
er ed : Type A-square-bore multiple duct ; type B- round
bore, single duct, installed in cable slots, and type C
square-bore, single duct. Several types of manhole con
struction have been developed. It was found in the out
lying distr icts, where there were few underground obstruc
tions, that a considerable saving in cost could be effected 
by the use of concrete. The r eport includes five engravings 
exhibiting manhole and duct construction. Specifications 
have been prepared fo r wires and cables, and it is noted 
that on account of the wide margin of safety which was af:·, 
fo rded at a small additional cost, the specifications fo r all 
rubber insulating cables fo r 600-volt service we re made to 
call fo r a 3·0 per cent rubber compound 5/ 32 in. thi ck, with 
a ¼-in. protecting sheet of lead ; a factory test potential 
of 12,000 volts a.c. at a frequency of 60 cycles was required. 

T he report states that in connection with the preparation 

of the specifications fo r three-conductor cable, the question 
of ultimate transmission potentials was considered. A study 
was made of the underground transmission at the present 
standard voltages, ranging from 9000 to 22,000. It was 
noted that the limiting factor in three-phase underground 
t ransmission was the size of the duct. • Thus the capacity 
of a 3¾-in. duct is about 4000 kw at any of the standard 
voltages considered, and of the 3¼ -in. duct about 5000 kw. 
T his is due to the fact that the increase in insulation thick
ne-ss and the decrease in conductor diameter for higher 
potentials are in such r elation that a three-conductor cable 
of a given outside di ameter h~s about the same kilowatt 
capacity fo r all of the standard voltages compared. 

Considering 13,200 volts as against 9000 volts, for ex
ample, it was found, as will be seen by the following table, 
tha t the saving in cost by the use of the higher voltage 
was only about 2 per cent. It was therefore believed that 
the increase of about 50 per cent in voltage could not be 
justified. 

COMPARATIVE ST UDY OF THREE-PHASE COND UCTORS FOR POWER TRANSMISSIO N 
IN STANDARD 3¼·IN, DUCT, BASED UPO N A UNIT CABLE 

CAPACITY OF APPROXIMATELY 4000 KW, 
Voltage of transmission... ... .. .. . . . . .. .. . .... ......... 9,000 13,200 
T hickness of tot al insulation in inches ......... .. ...• . ... %2x%2 %2x%2 
Nearest size of conductor for 4000 kw................... 4/0 1/0 
Actual ki lowatt capacity of conductor. . . . . . . . . . . . . . . . . . . . 4,288 4,00 r 
Diameter in inches of cable over lead....... . ........ .. . 2. 56 7 2 .627 
Estimated n et price per foot of cable installed . ........ ... $ r.395 $1.275 
R ange in miles delivering full ki lowatt capacity a t 10% 

loss, 100% power facto r. .. . ......... .. . . ............. 5 .68 6.5 2 
Estimated n et price per 1000 kw per foot in stalled ........ $0.325 $0.3 19 
Per cent of price per 1000 kw per foot compa r ed to 9000 

volts . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . ... . . 100 98. r 

A fe ature of the work of th is div ision consists of the 
tests of the conductivity of the electrically welded rail 
joints. T hese tests are made with apparatus especially de
signed fo r this pu rpose, and copies of reports, showing the 
resul ts, are sent to the r ailway compani es. 

A summary of tests made on lines of the Chicago Rail
ways Company prior to J an . 30, 1908, showed 62 joints be
low standard out of 3499 tested. All joints showing a con
ductivi ty below the requirements of the ordinance are re
jected and replaced by the manufacturer free of cost to 
the rai lway company. 

THE DIVISION OF BUILDI N GS AND F I XTURES 

The division of buildings and fixtures was organized in 
May, 1907. W ith the acceptance of the ordinances by the 
t raction companies a complete change in the operating car 
houses of the rai lway companies became necessary, due to 
the cable trains being superseded by electrical equipment 
and the adoption of a standard type of large double-truck 
car. In order to give the efficient service required of the 
companies, it became imperative to have the most modern 
methods of car inspection, housing and cleaning. The 
question of closed versus open storage of cars, the advan
tages to be gained by building double-end houses, with the 
consequent increased facility of movement of cars; the 
proper pit area and washing facilities ; the architectural 
features; the question of fir eproof construction versus mill 
construction from a fire hazard standpoint; the insurance 
rates on different types of building ; the possible saving by 
fi reproof construction and the installation of sprinkler sys
tems, and the determination as to proper area to be allowed 
between fi re walls, etc., have been carefully studied.· The 
result is the car houses now being built are the embodi"'.' 
ment of what is considered the best design for and con
struction of an operating car house for a large city where 
the highest standard of efficiency of service is required. In 
general, it is the intention that all car houses bt construct
ed of sufficient capacity to permit all cars to be stored 
under cover. 
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POWER PLANT AND CARS 

The report of the work done by the division of power 
plant equip~ent includes illustrated descriptions of large 
rotary converter substations of the Chicago City Railway 
and the Chicago Railways companies. Rotary conve rters 
of 2000-kw capacity have been chosen for the present and 
future work. The Van Buren and Jefferson Street sub
station of the Chicago Railways Company had four units of 
this capacity. 

The report of the division on cars and car operation 
describes the evolution of the Chicago street car from the 
earliest four-wheel, one-horse, no-conductor car to the 
present large, four-motor, pay-as-you-enter. equipment. A 
large number 9f attractive halftone illustrations and sev
eral engravings illustrate this section. A description of 
the latest type of car includes the following stated advan
tages of the pay-as-you-enter system: 

"Absence of confusion in loading and unloading. * * * 
"Reduction of possible number of accidents. * * * 
"Orderly and systematic collection of fares. 
"Wide and comfortable seats and wide aisles. 
"Good ventilation." 

THE DIVISION OF ACCOUNTS 

The province of the division of accounts, as described in 
the report, is : 

To keep a running check upon the expenditures of the 
street railway companies coming under the supervision of 
the Board of Supervising Engineers in so far as they re
late to the cost of rehabilitation; to ascertain, with the as
sistance of r~ports from the engineering divisions, whether 
or not such expenditures are reasonable; to determine 
whether or not such expenditures are prope,r additions to 
capital account in accordance with the rulings of the board ; 
to determine whether proper reserves have been created 
and are maintained in the accounts of the railway com
panies in accordance with the provisions of the ordinances; 
to prepare and submit to the Board of Supervising Engi
neers each month certificates authorizing the railway com
panies to charge to capital account the amounts shown 
therein; to keep a set of accounts displaying the value of 
the properties of the railway companies as fixed in the 
ordinances, together with the additions thereto authorized 
by the board; to prepare monthly reports showing the loca
tions and costs of all such additions, for filing with the 
comptroller of the city of Chicago; to prepare reports for 
submission to the railway companies showing the distribu
tion of such authorized capital expenditures to the several 
construction and equipment accounts standardized by the 
American Street & Interurban Railway Accountants' As
sociation; in general, to institute and maintain a proper 
checking system in order that the board may be assured that 
all the provisions of the ordinances as regards additions to 
capita l account are observed; and to keep account of all 
expenditures made by the board in the carrying out of its 
duties, which expenditures, in accordance with the terms 
of the ordinances, are to be added to the capital accounts of 
the railway companies during the period of rehabilitation, 
and after that period are to be charged to operating ex
penses. 

In order to carry out the duties as above bri efly outlined 
the di.vision of accounts checks and passes upon the ac
counting features of all work orders submitted to the board 
by the railway companies cove ring such work as they pro
pose to per fo rm and charge to capital account. The work 
orders arc then passed upon by th e chief enginee r of the 
work, and finally by the board. 

Authority for the wo rk having thus been g iven, it be
comes necessary that th e board be furni shed with complete 
data covering constructi on and reconstruction expenditures. 
This has been acc·o111pli shc<l throu gh an arrangement with 
the ra il way companies by whi ch they tra nsmit to the board 
each day copies of material manifests showing th e quan
tities, va lues and di sposition of all materials issued by their 
storekeepers; labor reports showing th e hours, va lues and 
di sposition of time as reported by their timekee pers; anditcd 

vouchers, audited and approved by their auditors, showing 
quantities, values and disposition of all material , etc., deliv
ered direct to the various pieces of work and which have 
not passed through the storerooms of the ·companies; ac
counts receivable vouchers covering sales of scrap and 
other credits to capital account; journal voucher s covering 
all transactions not otherwise provided for. 

The accuracy of these reports is checked in the divi sion 
of accounts as to quantities, prices, extensions and addi
tions, and, as far as possible, points of delivery. 

The expenditures shown thereon are summarized under 
each work order and each subdivision of each work order 
on special forms , in order to determine the total expendi
tures on each pi ece of work each month. The totals are 
then checked against the monthly reports submitted by the 
railway companies to the board covering the amounts which 
they claim should be added to capital account. 

Concurrently with the recording of values under work 
orders, the quantiti es and values of all materials used are 
analyzed under each class of material and under each work 
order, the engineering division whose duty it is to check 
such expenditures being shown on the forms used and also 
the sub-capital account to which the charge is to be made. 

The result of such analysis of materials, together with a 
summary of the hours and value of labor by departments is 
carried to recapitulation of expenditure forms, on which 
the total expenditures each month under each work order, 
subdivided according- to the standard classification of ac
counts, is shown. These recapitulation reports are made 
in duplicate-one copy being sent to the division engineers 
to be checked against their estimates, the other being filed 
in the division of accounts. 

Each of the division engineers has as a part of his or
ganization certain inspectors who, in addition to their other 
duties, render to him on forms daily, semi-monthly and 
monthly reports of the quantities and kinds of materials 
used and hours of labor expended on each piece of work 
in progress. These reports are used by the division engi
neers as the basis of their monthly estimates, and also as a 
check upon the expenditures made by the railway com
panies and reported to them by the division of accounts. 
Thus, a counter check from two entirely independent 
sources is secured, viz., from the reports of the railway 
companies, checked and summarized by the division of ac
counts, and from the field reports of the division engi
neers. 

Each month the division engineers submit to the auditor 
the r esult of their check of expenditures by work-order 
numbers, showing the expenditure as reported by the rail 
way companies and checked by the division of accounts. 
also the estimates as prepared by the division engineers and 
the amounts which they recommend be added to capital ac
count. 

From these reports, after they have been approved by the 
chief engineer of the work and by the auditor, ·certificates 
arc made and submitted to the board for approval and sig
nature, showing the total authori zed expenditures made by 
the railway compani es. the percentages added in accordance 
with the terms of the ordinances. and the amounts which 
the companies are authorized to charge to capital account. 

The expenditures havi ng thus been checke'd and certified 
by the board a summary report showing work-o rder rn1111 -

bers, locations, costs for current month and total cost from 
the beginning- of the rehabilita tion period to date is made, 
submitted to the chairman of th e board for signature and 
filed with th e comptroller of the city of Chicago, copies 
also being furni shed to the railway companies and to each 
member of the board. 

In ord er to be assured that the accounts of th e rai lway 
compani es will be in harmony with the acc01111t s of the 
board, a further report is made analyzing the expenditures 
according to the standard classification of construction and 
equipment accounts ancl forwarded to the railway com
panies. Thi s report is prepared from the analyses made 
by th e di vision of accntmts. is in accord wit h the accou nt s 
as ca rri ed upon the hooks of the hoard, and is the authority 
for the final distribution o f ca pital expenditures to like ac
count s 11pon th e books of th e rai lway companies. 

All recei pt s and ex penditures of the hoard arc examined 
and pass('d upon monthly hy an auditing committee ;1p 

poiut cd by the board . 
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DRAUGHTING DEPARTMENT 

T he draughting department is organized under a chief 
-draughtsman, who receives his instructions direct from the 
assistant chief engineer, and the four division engineers 
:and their respective assistants. He has general supervision 
of the work performed in the department, and of the va
rious systems and records required. Reporting directly to 
the chief draughtsman are a clerk and four squad fore
men. Each of these is held respectively responsible to him 
for the correct and proper execution of the work performed 
under his immediate supervision. Each squad foreman is 
assigned to a special class of work, and, as the needs or 
-demands of that particular department r equire, draughts
men and tracers are accordingly detailed in order to in
sure the best and most desirable results. 

THE REMAINING CHAPTERS 

Chapter VI of the report of the board is the full text of 
the ordinances of Feb. Ir-, 1907, authorizing the Chicago 
-City Railway Company and the Chicago Railways Company 
to construct, operate and maintain street railways in the 
·city of Chicago, followed by a very complete subj ect index. 

Chapter V is a digest of the minutes of the meetings of 
t he traction board for the first fiscal year, ended Jan. 31 , 
:r908. 

---◄♦•----

EXTENSION OF NEW YORK CENTRAL ELECTRIC ZONE 
TO NORTH WHITE PLAINS 

Work is progressing rapidly on the equipment of the 
Harlem division of the New York Central & Hudson River 
Railroad for electric operation from the present temporary 
terminal of the electric zone at Wakefield to North White 
P lains, which is to be the permanent electric suburban ter
minal on this division. The detai ls of the electrical equip
ment now being installed are the same as those of the 
-sections below Wakefield and Yonkers which have been 
in operation for some time. Two new substations are beino
built, one at Tuckahoe, which is about 50 per cent com~ 
pleted, and the other at White Plains, which is about 25 
per cent completed. These are both plain brick buildings 
on concrete fou ndations, and each will contain three 1000-
·kw Westinghouse rotary converters and three groups of 
ihree single-phase, air-cooled General Electric transformers 
of 375 kw capacity each. Storage batteries will not be in
stalled at either of these substations at present, although 
ground space has been provided near each building on which 
a battery house can be erected in the future if it is found 

• desirable to add an equipment of batteries. All of the light
ning arresters and switching apparatus are to be furnished 
by the General Electric Company. 

The high-tension transmission line ca_rried on steel poles 
is being extended north from Wakefield, and both substa
tions will be looped in on it. This branch of the high
tension distribution system extends south from Wakefield 
to the substation at Botanical Gardens, where it is tied 
through the switchboard to both the Port Morris and the 
Yonkers generating stations. 

There ar e six circuit-breaker houses on the extension 
containing the third-rail sectionalizing switches. The 
switches in each house are of the remote control type, and 
will be operated from the nearest substation. 

The bonding of the track r ails has been completed for the 
entire distance of IO mil es fo r both tracks. Underrunning 
type protected third-rail has been erected for about half the 
distance. It is expected that complete electric operation 
from Grand Central Station to North White Plains will be 

begun soon after Jan. 1, 1910, after which time the tempo
rary steam and electric locomotive terminal at Wakefield 
will be abandoned and dismantled. 

----♦·----

TESTIMONY IN CLEVELAND VALUATION 
Testimony was given in Cleveland on Oct. 27 by Frank 

R. Ford, of Ford, Bacon & Davis, in the hearing before R. 
W. Tayler, judge of the United States Circuit Court, who 
is the arbitrator in the negotiation between the Cleveland 
Railway Company and the city of Cleveland in relation to 
the renewal of franchises. Mr. Ford was examined by 
Horace E. Andrews, president of the Cleveland Railway. 

Mr. Ford testified that for the last 15 years he had been 
a member of the firm of Ford, Bacon & Davis, consulting 
engineers in the building and operation of street railway 
properties. The firm was engaged at present by the Coney 
Island & Brooklyn Railroad and the receivers of the Metro
politan Street Railway of New York in valuations of the 
properti es which ar e being made by the Public Service Com
mission through its experts and the company through Ford, 
Bacon & Davis. From 1904 to 1906 the firm was consulting 
engineer of the Chicago City Railway, and in that connec
tion Mr. Ford worked out a number of expert matters 
bearing on the se ttlement with the city. 

Mr. Ford had found it was necessary in preparing engi
neering estimates upon the physical construction in which 
his firm had been concerned to add a perce.ntage charge or 
overhead charge for the contingent items of, construction 
and for engineering service, contractor's profit, etc. The 
company estimates of proposed capital expenditures must 
provide for the ove rhead charges relating more particularly 
to the organization of the company, legal expenses and 
other expenses which did not pertain directly to construc
tion. Mr. Andrews asked Mr. Ford to state how he 
would procetd to value a property like that of the Cleve
land Railway. In answer, Mr. Ford said he would give 
the method that was used in the case of the Coney Island 
& Brooklyn Railroad, in which a valuation was being made 
for the purpose of determining the rate of fare to Coney 
Island. The company charged a 5-cent fare on its city 
lines and IO cents to Coney Island. A petition filed with 
the Public Service Commission had asked for a reduction 
of the Coney Island fa re to 5 cents. Since the matter of 
physical valuation had been agitated Mr. Ford's firm had 
been employed in the last three or four years in several 
othe r places where valuation was involved, notably in 
Kansas City, Toledo and Baltimore, and had made a special 
study of the methods of valuation for various purposes 
fo llowed in this country and abroad. From that study, he 
believed that in a rate making case , where the question 
was as to the amount to be charged for the service or 
commodity, there were four different bases of valuation 
that should be considered, as follows: 

DIFFERENT BASES OF VALUATION 

I. Value of the Earning Power. This was the basis upon 
which most of the European steam railroads had been ap
propriated by the State. For instance, an average was 
taken of the net earnings for five or seven years and that 
was capitalized on the basis of from 4 per cent to 5 per 
cent. Payment was made for the properties in some cases 
in bonds of the State. 

2. Market Value of the Securities of the Company. This 
was the basis which Prof. H. C. Adams, in charge of sta
tistics and accounts for the Interstate Commerce Commis
sion, employed in his report for the _Census Bureau on the 



NOVEMBER 13, 1909.] ELECTRIC RAILWAY JOURNAL. 1025 

" Commercial Valuation of Railway Operating Property in 
the United States." 

3. Cash Investment in the Property. This was the equiv
alent of the cost of reproduction of the property through 
its period of development. In the case of the Cleveland 
Railway, it would mean the actual cash put into the prop
erty from its beginning as a horse car line, through the 
cable period and the early electric road and continuing 
through the various developments of electrical construction 
and equipment to the present system. 

4. Cost of Reproduction New To-day of an Adequate 
Modern System of Electric Railway. In this method it 
was assumed that the present system did not exist, and it 
was desired to reproduce not only the present system but 
to add the necessary additions, extensions and betterments, 
to serve the public adequately. This was the basis which a 
competing company would have to use and upon which it 
would have to sell its service. 

Discussing the fourth method, the cost of reproduction 
new to-day of an adequate system, Mr. Ford said that 
it would be proper to allow not only for the reproduction 
of the physical property but also for the reproduction of all 
of the labor and expense necessary to secure the right to 
place the property in the streets. Strictly speaking, the 
valuation of the physical property would be a valuation 
simply of the physical material inventoried. That part of 
the cost of construction which was represented in labor 
was largely estimated. In the track, there were the rails, 
ties and ballast, physical articles, some of which could be 
seen, but the cost of the labor of putting these in place had 
to be estimated. The costs of getting the rights and the 
overhead charges or development expenses were largely 
matters of labor and expenses that also had to be estimated. 
It was much more difficult to estimate the cost of that labor 
than labor on the physical construction, because it was not 
apparent except by close and deep investigation into the 
subject. 

DEVELOPMENT EXPENSES 
Mr. Ford prese nted a list of the development expenses 

which he suggested to the New York Public Service Com
mission, First District, as printed in the ELECTRIC RAIL
WAY JouRNAL of June 19, 1909. Judge Tayler said he 
would like to have the li st. 

Discussing this li st, Mr. Ford said the cost of reproduc
ing a st reet rai lway property started in the fir st place 
with the cost of promotion. In order to finance any street 
railway property, allowances had to be made for thi s cost 
in one of two ways: It hacl either to be included in the 
value of the property as a capital charge or to be r epre
sented by a rate of return on the value which would be 
larger than the current rate of interest. In other words, 
if a return of say 8 or IO per cent was allowed, as is per
mitted by the laws of some States, the promotion cost 
ought not to be included in the value of the property. Mr. 
Ford understood that the New York Public Service Com
mission, Second Di strict, had a llowed in the capitali za tion 5 
per cent on the estimated cost in the case of the Rochester, 
Corning, E lmira Traction Company. Il e was informed that 
in that case, the allowance was not sufficient and the prop
erty therefore had not yet been financed. 

The cost of promotion would include th e preliminary 
technical expenses of survey and location of line and es
timates of earnings, and c,ost of construction and operation 
together with legal and miscellaneous expenses and the 
preparation o f prospectus. The second item would be the 
profits of promotion . Then, th ere would be the cost of 

organization of the company before the construction period, 
that is, during the promotion and financing period. This 
period would include the time spent in obtaining the rights, 
and the expenses down to the commencement of construc
tion. In the case of large cities, such as New York, Mr. 
Ford thought this period would occupy probably three 
years, due to various legal formalities which were required 
to secure consents of a number of public bodies. This 
cost of organization of the company before the construction 
period would include legal expenses, the cost of the com
pany's own organization, its various expenses in connection 
with the issue of securities, etc. A charter and franchises 
would have to be obtained in that case under conditions of 
competition, which, of course, increased the cost. Various 
expenditures would be enta iled in securing consents of 
property owners and of local authorities. 

CHANGES IN THE ART 
Included in the costs of development through which all 

companies had to go, there would be various technical ex
penses of development such as those r esulting from changes 
in the art and, in the case of New York, experiments with 
the horse system, the cable system, the storage battery and 
compressed a ir, some of which had not exis ted in Cleve
land, and also improvements in the art, such as double truck 
cars in place of single truck, three or four designs of mo
tors, improvements in the grade and alignment of track, 
improved type of rail, improved paving, steel poles instead 
of wooden poles, placing overhead feeder wires under
ground, fireproof car houses and shops in place of non-fire
proof wooden structures, and the various developments in 
the powe r houses, such as steam turbines and the use of 
large units in place of small units and, fin ally, the alternat
ing current di stribution for large ar eas. There would also 
be the extra cost of construction due to non-interference 
with operation, the extra cost due to piecemeal construction, 
the solidifi cati on of roadbed and adaptation of construction 
and equipment, terms that had been used in some of the 
State Railroad Commission valuations of steam proper
ties, and in some cases, the development of park and 
amusement enterprises. 

Leaving the construction for a moment, Mr. Ford testi
fied that there had been considerable expense in th e devel
opment of properties due to various corporate consolida
tions. Where a large number of sma ll companies com
peted or occupied separate sections of the city, there was 
first a suppression of intangible capi tal clue to consolida
tion. Taking the charter as an instance, there would be 
25 charters, each of which had cost a certain amount, and 
when the properties were consolidated, a large amount of 
the ori ginal cost would be wiped out. A premium was paid 
m some cases for the securities of smaller properti c.,; in 
order to effect consolidation and the vari ous legal and 
organization expenses and payments to the State and th e 
city for the consolida ted company should be included. 

LOSS IN EARLY OPERATIO N 
From the standpoint of the business of the company, 

there had bee n considerable loss in the early operation of 
many lines. Co mpanies had always considered, when they 
lost on perhaps the first five or IO years of operation of 
outlying lines, that they wmtlcl overcome the de fi cit by th e 
larger profits of the inner lines and sttbsef!ucnt pro fit s fro m 
the new lines. Losses were made by ineffi cient 111anagc
mcnts during the early period of the business. Manage
ments of the small er companies parti cularly made mistakes 
which larger and more ex pert forces probably wottl cl not 
have made. 
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Taking up the period of financing, Mr. Ford said that in 
New York City permission for the issue of securities had 
to be obtained from the State and Public Service Commis
sion and the company had to pay its legal and organization 
expenses in submitting the project to bankers. It also had 
to meet the cost of the sale of securities to the bankers, in
cluding com missions and discounts and, if a large project 
was involved, the expense of underwriting syndicates. 

CONSTRUCTIO N PERIOD 

T hat would bring the property to the construction period. 
During thi s period, th ere would be various expenditures 
which M r. Ford had divided into several classes. The 
fir st class would be the company's overhead charges, such 
as those involved in its own organization , accounting de
partment, office, store room, and stable expenses, permits 
of authorities and city inspection, engineering of its organ
ization, consulting engineers and architects, inter est, taxes, 
legal expenses, and wear and tear during construction. 
Then there would be the contractor 's ove rhead charges, 
which would cover hi s organizat ion and office expenses, 
general superintendence, watching, lights, fire, accident and 
liability insurance during construction, maintenance and 
use of tools and finally, the contractor 's pro fit . In addition, 
Mr. Ford called attention to physical extras, incidentals 
a nd contingencies clue, fir st, to incomplete inventories and 
second, to loss and wastage of material during con struction. 
Next was the cost of material and labor for the present 
physical construction, which M r. Ford would figur e as an 
inventory priced on the basis of sub-contracts. Mr. Ford 
a lso included the cost of reproduction of the land used for 
right-of-way and sites fo r power houses, ca r houses, shops 
and terminals. The bas is which he had used was (1) its 
assessed value, (2) an additional sales value, (3) an addi
tional value for railroad purposes, due partly to the con
tiguity factor , such as a long, narrow right-o f-way. The 
additional value for railroad purposes was al so repre
sented by the necessity of discarding part of the real estate 
purchased. It was very seldom that real estate of the exact 
size needed could be bought. The question of discarding 
buildings was also a proper one to consider. A street rail
way. usually had to have a certain amount of its construc
tion of power houses, car houses, shops or office buildings 
in or near the center of the city where buildings already 
existed on th e land desired. Unimproved r eal estate could 
not be bought in such cases and the exi sting buildings had 
to be di scarded. 

Mr. F ord had one case in mind in a large city where 
a substation building site was the cheapest that could be 
secured in the most economical location fo r the distribution 
o f current. The cost of the site was $4,000, of which the 
value of the building on the site was $2,000. The building 
had to be discarded but the land r emaining represented a 
valuation of $4,000 on the books. There might be other 
additional values for railroad purposes such as additional 
<.:ost of condemnation of real estate, and the monopoly value 
due to location, such as the necessity of locating the car 
house on the line of track or of locating a power house near 
a railroad or water supply. In addition to these factors 
in estimating the rep roduction value of land, Mr. Ford 
stated that there were certain overhead charges on the real 
estate which had to be paid, such as the expenses of com
missions, brokerage, legal expenditures, cost of search and 
t itle insurance. 

With the property thus reproduced and ready for opera
t ion, it was necessary to have a certain amount of working 
capital. By that, Mr. Ford meant a supply of cash on 

hand sufficient at all tim es for purposes of credit and for 
extraordinary drains on the cash and also to represent the 
an:iount of bills or accounts outstanding. In addition, cer
tatn r eserve funds and special deposits might be required. 

For rate making purposes, Mr. Ford thought that depre
ciation should not be deducted from the cost of reproduc
tion. 

The amount that a street railway· should charge for its 
service was not dependent on whether the physical prop
erty of the company was old or new. If a company gave 
the same kind of ride to its passengers in an equally com
fo rtable car at the same speed, it should obtain the same 
rate whether the car was new or five or 15 years old. The 
rate that a cab driver charged was not dependent on 
wheth er the horse was four years or 14 years old, and it 
made no difference to the passenger provided he reached 
hi s destination with reasonable promptness. The buyer of 
water , so long as the water was of good quality and the 
pressure sufficient, did not care whether the pipe was new 
or 50 years old. The same statement was true respecting 
an electric wire carrying current. 

Judge T ayler said he was very much interested in the 
analysis of the whole subject because it showed a large 
number of items that under varying conditions might af
fe ct the cost of creating a finished service. He supposed, 
however, to use one item as an illustration, that the city 
would not admit that if a $50,000 building had been de
stroyed to make room for a car house, the Cleveland com
pany would be entitled now to have that placed in value. 

Mr. Andrews said he would not claim that, but he claimed 
that it might have a bearing when the question of fixing a 
rate on capital was reached. 

Judge Tayler said this case was not a rate making case 
exactly although in many respects the reasoning would 
have to be analogous. 

Mr. Ford said that the Cleveland case was regarded by 
th e general public of the United States and especially by 
street railway people as one of the most important rate 
cases that had ever arisen. 

VA LUE I N CALCULATING A RETURN 

Judge Tayler said that, of course, it was a question of 
the value on which the owners of the property were en
titled to receive a normal rate of interest. In the last 
analysis it might come to the question of rate of fare, but 
it was a little more definite than that. The amount of re
turn on the capital would be fixed and the rate of fare 
w6uld take care of itself in this particular instance. Mr. 
F ord asked if it was not important that the amount on 
which the figure was calculated should include all features 
of the company's property. 

Judge Tayler replied that he did not know that the phil
osophy was different in the two cases. This was not ex
actly a rate making case. In the New York case, in de
termining what rates of fare might be charged, there had 
to be an overhead allowance in order to make sure that the 
capital r eceived its return. In the Cleveland case, no pro
tection of that character was needed because the capital 
was assured of its rate of return. The question was what 
justly and truly ought the capital to be to-day. It was 
presumably to be based on the value of the property to
day and as most of it had been in use for a longer or 
shorter period of time, it was necessary to undertake to 
arrive at the reproduction value of the property as it is 
found and suited to the purposes. It was rather a difficult 
question to answer, but it was admitted that there must be 
an overhead charge as to most, if not all of the items, 
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whether figured on the whole amount of the value that 
could be appraised or only on parts of it. There were 
certain items for which allowance must be made, not fanci
ful at all in their foundation but due to the actual expendi
ture of money, and therefore necessary to produce the 
property. The question was rather as to the amount of 
money than to the soundness of the principle that there 
must be some error in human computations, and they must 
therefore place some blanket figures in the account for 
those expenses which must have been included in the fin
ished articles. 

Mr. Ford said it was necessary as a constructor to allow 
for contingencies. It seemed to him that the item of con
tingencies was simply a small "one of the overhead charges. 
Actual labor and expenses could probably be located. Re
turning to the illustration of the cab horse, Mr. Ford said 
that the purchaser of the horse would want to know how 
old it was, but the rider in the carriage did not care so 
long as the destination was reached on time. The same 
condition probably was true with the electric wire or the 
water pipe. The purchaser would not want to pay full 
value for something that was 50 years old, although if he 
was buying water or electric current, the pipe or wire 
would serve just as well, regardless of the age. 

Judge Tayler said that there had been depreciation, and 
that allowance must be made, therefore, in determining the 
just and true value of the property, in view of the fact 
that it was, in effect, to be appropriated by the city. The 
fact of depreciation was involved necessarily in the inquiry, 
and the value of the property would have to be determined 
according to the just view that was taken of the extent 
of the depreciation and its effect upon the present value of 
the property. 

OPPORTUNITY FOR RECONSTRUCTION 1',ESIRABLE 

Mr. Ford said that to follow the course of basing the 
rate on the depreciated value would be to take from the 
company the opportunity of repairing and renewing the 
property. If such a rule was followed, a certain rate of 
fare could be charged on a brand new railroad, but if the 
property was half worn out a smaller rate of fare would 
have to be charged, and in the latter case the company 
would be prevented from reconstructing and keeping up 
its equipment. 

Judge Tayler said he understood the principle, but it was 
not being applied in that way in this case. 

Mr. Andrews asked Mr. Ford whether after examining 
the Cleveland property and its value he could arrive at a 
fair percentage for overhead charges. 

Mr. Ford answered that he could give only his general 
experience on certain items. He knew he could not give 
any figures that would cover the majority of overhead 
charges without a careful study of the local si tuation. He 
could give hi s general experience on the items of contract
or's profit, cost of engineering and allowance for physical 
contingencies, but to compute figures of the cost of ad
ministration during the construction period a nd the ex
penses of promotion, financing and development of the 
property would be a very difficult matter and would take 
some time to arrive at proper values. His firm had used 
for contingencies of physical construction, due to incom
plete inventori es and loss and wastage of materials, from 
5 to 15 per cent. For- instance, on cars he might use 5 per 
-cent and on ce rtain part s of tra ck construction as high as 
J 5 per cent . These figures had been borne out by hi s ex
perience in the construction of street railway properties. 

H e would say that the cost of the company's own cngi -

neering organization and of consulting engineers and archi
tects would amount to from 5 to IO per cent of the cost of 
the physical property. His experience was that contractors ' 
charges, including thei r organization expenses and profit 
for building street railways generally amounted to from 
7,½ to 15 per cent of the cost of the physical construction, 
depending upon the size of the undertaking. He would not 
be prepared to name any figure for other charges without 
a study of the local si tuation. 

Mr. Andrews said that the endeavor was to determine 
the value of the property, not the rate of fare to be charged. 

Mr. Ford said that the items he had in mind would not 
apply in determining the value of the property, though al
lowance should be made for them if provision for the fu
ture was intended. He had in mind such elements as the 
cost of raising the property to an adequate physical stand
ard, the extensions of tracks, and the additional equipment 
that might be necessary to serve the public properly. 

Judge Tayler said he thought that other provision ha<l 
been made for this feature of the situation. 

Mayor Tom L. Johnson cross-examined Mr. Ford as to 
the percentages mentioned in the testimony. He quoted 
Mr. Fo rd's figures as extending from 17,½ to 40 per cent, 
and inquired whether some more definite figures could not 
be given._ 

VARIATION IN CHARGES 

In r esponse, Mr. Ford stated that the cost would depend 
upon the character, location and the amount of the con
struction. The charge might easily nm to 40 per cef!t on 
a small property where the construction was of a very 
difficult t!haracter and the amount of contingencies might 
reach higher figures than in another case where there was 
a large property with fairly easy standard construction. 

Mr. Johnson asked what percentage Mr. Ford would fix 
as a proper charge for contingencies in the case of 240 

or 250 miles of street railway track, naming about the 
mileage of the Cleveland property. 

Mr. Ford asked whether the track was assumed to be 
constructed by piecemeal, as it was actually built. 

Mr. Johnson said it was assumed that the construction 
was undertaken as though there had been no track in the 
street. 

Assuming the construction of all the track at one time, 
Mr. Ford thought that the contingencies might extend to 
IO per cent. He thought the allowance for engineering 
might be 7,½ per cent, and would place the contractor's 
profit at 10 per cent. These figures were given without 
knowledge of the local conditions, contracting, labor, local 
materials or the lines themselves. The IO per cent allow
ance for contingencies would cover in this case loss and 
wastage of material during construction, and th e question 
of incomplete inventories which might, of course, involve 
changes in type of construction during the progress of the 
work. Mr. Ford had in mind in specifying the latter item 
some of the track of the Coney Island & Brooklyn Railroad, 
where the city required a change in the type of construction 
during the progress of the work, increasing the cost 10 per 
cent. 

Mr. Johnson asked whether the contingency item would 
be larger or smaller in calculating the prese nt worth of an 
existin g mile of track than in estimating I mile that was 
proj cctcd. M r. J7ord thought he wn11ld use th e same per
centage. The unit price in the case o f new construct io n 
should he suffi ciently high to cover any flu ctuat ion in the 
cost of 1uatcrial. The cost to reproduce a mil e oi trad,, 
including the hi story o f it s cost :md th e it ems ent eri ng- inl n 
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it, was as difficult, if not more difficult, to obtain than the 
theoretical cost for a standard piece of track which was to 
be built. 

Mr . J ohnson asked where Mr. F ord would place loss of 
time and expense due to weather conditions. Mr. Ford 
thought he would place that in the cost of labor as part of 
the track construction. It would be a part of the labor item 
ra ther than of the contingency item. H e would allow a 
sufficient amount for labor to cover the usual cost of track 
work of th is character , and that would include a reason
able allowance for interferences of that nature. 

Mr. Johnson asked Mr. Ford whether he included in th e 
item of contingency anything fo r fluctuations in costs of 
labor or material. T he witness repli ed that he would in
clude in h is unit costs sufficient allowance fo r any usual 
fluctuations. 

Mr. Johnson asked whether the estimate would not be 
reduced to the extent that the uni t pr ice went largely into 
deta il and pro vided for the type of construct ion found. Mr. 
Ford thought so , but would like to apply the same answer 
to the intangible labor or the cost of development. If such 
costs were to be disregarded, or practically disregarded, 
there would have to be a la rge per centage fo r contingencies 
in the labor and expem e of that part of the cost of con
struction of the rai lway. If the cost of producing th e 
r ights of the company and the costs of organization and de
velopment were not to be itemized, and an effon made to 
inventory and pr ice th em, he thought that a considerably 
larger percentage would have to be added for contingencies 
than "the percentage which he had di scussed. 

SUBSEQUE N T P RO CEEDI NGS 

H earings on the street railway question befo re J u<lge 
T ayler were resumed on N ov. 5. W. F . Cook, superin
tendent of the Municipal Traction Company, testified on 
the morning of Nov. 5, but the greater part of th e time 
was taken up in di scussing the franchise valuation. Mayor 
Johnson argued that the earnings of the company, in addi 
tion to the ex penses and 6 per cent on the physical value, 
fo rm the basis fo r franchi se values. Judge Tayler seem
ingly fa vored the idea, but Mayor J ohnson added that as 
the 6 per cent profi t would consume the earnings, or the 
greater pa r t oi them, there would be no franchise value. 
J udge T ayler sta ted that the E uclid Avenue line would be 
valued in connection with the other s and not separately. 
I n order to ascertai n th e earning power of this line, men 
have been placed in East Cleveland to board the cars and 
ask all passengers their destination , so as to fix the average 
length of ride taken by residcnfs of the vi llage and the 
cost of transportation, so far as it a ffects the business of 
the E uclid A venue line. 

Judge T ayler has lengthened the hours of the sessions, 
and has in fo rmed both sides that they must make thei r ex
aminati ons brief, so that the work will not be delayed un
necessarily . 

LIFE OF T RA CK 

On the morning o f Nov. 6 C. H . Clark, engineer of main
tenance of way of the Municipal Tract ion Company, testi
fi ed that the average life of the track was greater than had 
been contended by Mr. A ndrews and others. Mr. Clark 
gave the dates when track was laid on various streets, and 
produced a table showing that the average li fe was about 
20 years. Mr. Clark said that he secured th e fi gures from 
City E ngineer H offman. Mayor Johnson tri ed to show 
that Mr. Clark had copied the fi gures, dates and other in
formation from a printed volume of testimony taken when 
the Goff-Johnson valuation was made. Mr. Clark insisted 

that he secured the data from Mr. Hoffman. Judge Tayler 
asserted that it was not fair to him for the city to put Mr. 
H offman on the stand as an expert witness and then try 
to discredit him. He said that this was the first time he had 
heard the figures questioned. On the statement by the Mayor 
that he was trying to show that the witnesses were basing 
their deductions from assumed dates, Mr. Andrews said 
that Mr. Hoffman had taken the figures from the records 
in the office of the Cleveland Electric Railway. Judge Tay
ler took the table in the absence of better proof, and he 
read the fa cts from the records of former hearings, as 
given by Mr. Hoffman. They were as stated by Mr. Clark. 

Considerable testimony was taken to clear up the con- , 
tention of the city that certain sections of tracks examined 
showed that the li fe was much shorter than claimed by the 
company. Even the number of trips made over these sec
tions had been computed and compared with the less fre
quent use of other parts of th e same line. 'Comparison was 
also made with the headway on the entire length of some 
of the lines which served more sparsely settled sections of 
the town. Foundations and track bed were also taken into 
conside ration as affecting the wear of some portions of 
the tracks. The administration was endeavoring to show 
that the value of the track was lower than shown by the 
Goff-Johnson valuation. 

Warren Bicknell , receiver of the Municipal Traction 
Company, and H enry J. Davies, secretary of the Cleveland 
Rai lway, testifi ed o~ Nov. 8 that the substitution of long 
cars fo r the small ones had not increased the traffic and 
earning capacity of the system. Both thus disagreed with 
A. B. duPont. M r. Bicknell and Mr. Davies agreed, how
ever , th at the large cars are preferable, especially from the 
passengers' point of view. 

J udge Tayler questioned Mayor J ohnson sharply as to 
why he agreed to a valuation in the Goff-Johnson settlement 
which he now sta tes is several million dollars too high. Mr. 
J ohnson said that was a trade, and that allowances had to 
be made fo r goo.cl-will in the inter est of an early settle
ment. T he judge intimated th at Mr. Johnson did not take 
into consideration the fa ct th at he was putting a burden 
on the community, and said the present valuation would 
be made di ffe rently. 

At the instance of the Chamber of Commerce a tempo
ra ry injunction was secured against th e board of elections 
at Cleveland on Nov. 4 to prevent the counting of several 
thousand blank ballots cast at the r ecent election on the 
subway proposition. Of the actual number of votes, 35,158 
were in favor of the proposal and 38,539 against it. The 
friends of the proposition insist that the blank ballots put 
into the boxes should be counted as votes. If this were 
done the proposal would be carried. The Chamber of Com
merce contends that the blank ballots should not be con
sidered as votes. A decision by the courts on the question 
will involve an authorita tive expression of opinion on a 
poi nt in elections that will count for much, as improperly 
marked or unmarked ballots are usually thrown out. 

Various comments are heard on the results of the recent 
election, when Mayor Johnson was defeated for a fifth term 
and H erman C. Baehr was chosen to succeed him. Mr. 
Baehr is a business man, and it is believed that he will want 
good car s and good service, even if they involve a little 
higher fare than the present admiHistration has insisted 
upon. 

City Solicitor Newton D. Baker was re-elected by more 
than 1200 plurality. In addition, seven Johnson councilmen 
were elected. This places the next Council in relation to 
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Mr. Baehr about the same as the present body to Mayor 
Johnson. At first it was hinted that Mr. _Baker would not 
accept the office to which he was elected, preferring to go 
with the others to private life, but it is thought now that 
he will hardly take such a step. 

On the day following the election traction stock advanced 
13 points on the Cleveland Stock Exchange. On Monday, 
Nov. 1, it sold at 75 and on Wednesday, Nov. 3, at 88. 
Only about 300 shares changed hands, however. 

It is understood that A. B. duPont was slated for the 
position of street railway commissioner if Mr. Johnson 
had been re-elected, but it is not likely that Mr. duPont 
will be appointed to that position by the new administra-
tion. 

----♦----

RULES FOR OHIO INTERURBAN LINES 

In the E LECTRIC RAILWAY JouRNAL of Oct. 23, 1909, 
page 910, a brief account was printed of the first joint con
ference of representatives of interurban railway companies 
in Ohio and the State Railroad Commission to prepare a 
basic code of operating rules for all interurban roads in 
the State. On Oct. 28 another conference was held in 
Columbus, and the railway representatives recommended 
the adoption, with some modifications, of the new standard 
code of interurban rules as r evised at the Denver conven
tion of the American Street & Interurban Railway Trans
portation & Traffic A ssociation last month. The commis
sion accepted this r ecommendation and is to have printed 
the suggested modifications of the standard rules. Copies 
of these proposed changes and of the Transportation & 
Traffic Associat ion's standard code as adopted in Denver 
are to be sent to all interurban roads in the State which 
have no book of rules on file with the commission, with 
instructions that a rule book based on the modifi ed and 
standard rules as distributed must be prepared and filed 
with the commission before the expiration of six months 
from the date of the order . 

----♦·----

A NEW FIRM OF ELECTRICAL ENGINEERS 

Theodore Stebbins, formerly general manager of the 
Texas Traction Company, of Dallas, T ex., and Albert B. 
H errick, electrical engineer , of New York, have formed 
a partnership, to be known as H errick & Stebbins, which 
will succeed the business of Mr. Herri ck. Clarence G. Boy
den and J ohn G. Rockwood, who have been assistants to 
Mr. H errick, a re also members of the partner ship, whose 
headquarters will be in New York. T he firm will make a 
specialty of reporting on and conducting electric railway 
maintenance work. This wi ll incl ude the autographic r ec
ord, by appa ratus designed by Mr. H errick, of track and 
bond data, and also of electrical and magnetic defects in 
car equipment. Announcement is also made that these en
gineer s a re prepared to install a system of complete elec
trolys is protection. Mr. Stebbins wi ll have th e executive 
management of the partnership. 

----♦·----

Comprehensive plans have been prese nted to th e City 
Council of Ci nci nnati providing for a subway system to 
connect the business section wi th the outlying rcsi clcntial 
d istricts. T he plans were drawn by City Engineer Sund 
makcr, and have the a pproval of the city admi nistration. 
T hey in vol vc an expenditure of from $ro,ooo,ooo to $ 15,-
000,000. T he pro jC"c t is ent irely one of municipa l ow ner
ship, although it is proposed th at the roads sha ll be operated 
under lease. 

COMMUNICATION 

COASTlNG REGISTERS ON MANHATTAN ELEVATED 

TRAN SIT DEVELOPMENT COMPANY 
BROOKLYN, N. Y., Nov. 4, 1909. 

T o the Editors : 
In the issue of Oct. 30 there is an interesting article de

scribing the coasting registers on the Manhattan Elevated. 
Two speed-time curves are g iven, which presumably were 
intended to illustrate the effect of the additional coasting 
time which has resulted in such large economy. There is 
no doubt that there is large opportunity for effecting econ
omies by proper attention to the matter of coasting on the 
part of the motorman without mate r ial sacrifices of run
nii1g time, and any device which will secure attention to this 
matter is of value. I obj ect, however, to the two speed
time curves, which certainly do not illustrate the point at 
issue. It is obvious to any one that the av·erage speed of 
the run with little coasting is necessarily higher than 
where prolonged coasting is used. T he fact that both 
speed-time curves show the running time to be 66.5 seconds 
mean s, necessa rily, that they refer to runs of unequal 
length. By measuring the area of both speed-time curves 
with a planimeter the area of the one with littl e coasting 
was found to be 2.19 sq. in. and that of the one with pro
longed coas ting 1.97 sq. in. A s the scales of both curves 
a re alike, and as printed in the Oct . 30 issue, I sq. in. 
represents a distance of 845 ft ., the length of th e fir st run 
is approximate ly 1850 ft. and the second run 1663 ft . Why 
the speed-time curves with little coasting, characterizing 
ordinary pract ice, and the prolonged coasting obtained by 
the use of the coasting regi sters were not g iven fo r the 
same length of run I do not know. I note that one curve 
is marked "Average Run" and the other "T ypical Run." 
To assume tha t this difference in wording was used ad
visedly is to assume rather unsatisfactory disingenuous
ness in the writing of the articl e. 

H . G. H . SMITH, 
Chief of Testing Bureau. 

[The speed-time curve showing little coasti ng was plotted 
from known data on the equipment of the Manhattan E le
va ted, and truly represents " average" ope rating conditions. 
The curve showing long coasting was plotted principally to 
show the difference in th e general shapes of the current 
and velocity curves when the coasting period is prolonged. 
T he two curves, of course, are not strictly comparable.
Ens.] 

----♦··----

HOT WATER HEATERS FOR P-A-Y-E CARS 
T he Grand Rapids (Mich.) Ra il way recently received 

from the American Car Company, St. Louis, Mo., 12 pay
as-you-enter cars which are equipped with No. 3-C maga
zine hot-water heaters made by the Pe ter Smith Heater 
Company, Detroit , Mich . T his is said to be the fir st instal
lation of hot-water heaters on pay-as-you-ente r type cars. 
As shown in th e accompanying engraving, the heate r is 
placed near th e bulkhead at one end of the car , between 
the entrance and exit doors. It occupies a space only 17 in. 
wide, and as the inle t a1id outl et pipes arc brought nut of 
the heater casi ng at an angle of 45 deg., the heater can be 
mou nted close up against the hulkh eacl. 

T he ex pansion chamber is mounted nnclcr the upper clccl.::, 
directly above the heate r. T he heater is c-nnncetcd to the 
expansion chamber by a 1¼-in. pipe-, and from the chamber 
th e feed pipe n ms down through the c-ar floor. Under the 
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floor it crosses over to one side of the car and connects 
wi.th the heater coil on that side. T his coil is made of 2-in. 
pipe and runs to the opposite end of the ca r and return. 
A fter passing through this coil, the hot water is led across 
the car, underneath the fl oor, through a 1¼-in. pipe to the 
double coil on the other side. T he outlet of thi s coil is 

Hot-Water Heater Installed in Pay-As-You-Enter Car 

brought up through the floor to the r eturn connection on the 
heater. 

T he fu el magazine drops down to within IO in. of the 
grate, and as the bottom coils in the fi re pot are closely 
wound, it is said to be impossible for any r ed hot coals to 

T he heater is connected to the expansion chamber and 
to the piping under the car floor by ground joint unions. It 
can be removed for the summer season in 15 minutes ' 
time by disconnecting these unions. The heaters were 
guaranteed to heat these cars to a temperature of 60 deg. 
Fahr. in the coldest weather, with an average fuel con
sumption of not more than 40 lb. of hard coal in 24 hours. 

------♦·----

RADIAL PENDULUM TRUCK 

T he P eckham Truck Company, London, England, has 
re cently put on the market seve ral improved types of single 
and double trucks fo r electric cars, which are the inven
tions of E dgar Peckham, manager of the company. The 
improvements r elate to the method of supporting the truck 
frames on the journal boxes and to the use of a radiating 
gear, whereby the wheels and axles of a single truck are 
permitted to assume a true radial position on sharp curves. 
T he accompanying engravings illustrate an 8-ft. wheel
base single truck embodying both of these f ea tu res. 

T he weight of the car body is carried by the top mem
bers of the side frames, each of which rest on two pairs 
of coil springs mounted on the main frames just outside of 
the pedestals. T he overhang of the car body is supported 
by leaf springs carried on extensions of the main side 
frames. Ove r each journal box is a forged yoke or hanger, 
to which is fastened at the bottom a short bar carrying coil 
springs at each end. The weight of the main frames rests 
on these spr ings. By means of these yokes the wheels and 
ax les have free side play to take up lateral shocks. In 
trucks built without the radiating feature the links or hang
ers are at tached directly to the horizontal spring-support
ing bars by pin connections. A differ ent method is used, 
however, in the radial truck illustrated. The swing links 
are connected fl exibly to a housing or box surrounding the 
horizonta l spring-supporting bar. This housing is pro
vided with a number of cold-rolled steel rollers, on which 
the spring bar rests . The spring bar is thus free to move 

Side Elevation and Half Plan of Pendulum Radial Truck 

get betwe en these co il s and ove rheat the inside casing 
The inside and outside casings are separated by a 1-in. ai r 
space with inlets a t the bottom fo r cold air and ou tlets at 
the top for heated a ir. I t is therefore impossible for the 
outer casing to become hot enough to burn passenger s who 
might come in contact with it or to scorch their clothing. 

longitudinally with respect to the journal box, and by wid
ening the pedestal jaws sufficiently each pair of wheels 
and ax le can assume a true radial position on a curve with
out setting up strains in the truck frame. To prevent the 
housing from binding on the spring bar the seat for the 
swing links on top of the journal box is made to swivel, 
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thus permitting the links to remain in a plane parallel with 
the supporting bar when the axle assumes an angular posi
tion with respect to the truck frame. In the radial truck 
the motor gears and brake rigging are carried on auxiliary 
frames supported by bearings on the ax les and by movable 
links from the central cross-tie. 

It is claimed that experiments made with this type of 
radial pendulum truck in England have shown a reduction 
in tractive effort required to tow a car around curves of 
less than 150-ft. radius of 25 per cent over that required 
for the same car equipped with other types of trucks. T he 
riding qualities of this t ruck under a double-deck car 30 ft. 
long over all are said to be excellent. 

The pendulum suspension of the truck frame adds about 
2 ft. 6 in. to the effective spring support spacing, and this 
feature is applicable to single or double trucks, including 
ma~imum traction types. These improvements have been 
patented in the U nited States, and, it is under stood. will 
soon be introduced in this country. 

----·+----
MOTOR-DRIVEN TURBO-PUMP 

Willans & Robinson, Limited, Rugby, E ngland, are 
building a new line of turbo-pumps designed for both high 
and low lifts. T he low-lift pumps are suitable fo r use as 
circulating pumps for condensing plants, and are designed 
to pump against heads up to 50 ft. or 60 ft. T he high
li ft pumps are intended for use in mine pumping and sim
ilar applications, and will pump against heads of 2000 ft 
or less. 

These pumps have no pressure stuffing boxes "at the de
livery end, as only low-pressure exists in the end chamber 
behind the last diaphragm. The stuffing box at the suction 
end is water sealed, and as it must remain ti ght against 

Motor-Driven Turbo-Pump 

a pressure of only one-tenth of an atmosphere, it i~ not 
necessary to se t the packing up hard against the shaft. No 
end thrust bearings a re used, as the end thrust is balanced 
at a ll times by a simple patented arrangement which auto
matically adj usts itself to changes of head or output while 
the pump is run ning, and also adjusts for any WC'ar o f the 
impellers. 

T he bea r ings are separated by a ga p of more than 1 in . 

from the packing to prevent the entra nce of any wate r , g rit 
or mud. T hey are ar rang"C<I fo r ri ng- oiling a nd arl' cast in 

one piece with the end cove rs. As these end covers fit ac
curately with the center casing, it is impossible for the 
bearings to get out of alignment. 

T he impellers and guide wheels are made of special 
bronze, and the inner surfaces are all finished perfectly 
smooth. Experience has shown that when handling dirty 
water the wheels thus finished have a much longer life 
than wheels which have rough surfaces. The central cas
ing is also lined with special bronze to prevent wear or 
cor rosion. 

APPRENTICESHIP COURSE AT LEWIS INSTITUTE. 
CHICAGO, ILL 

At a meeting of the E lectric Club of Chicago on Nov. 
3, Dean P . B. Woodworth, professor of electrical engineer
ing, Lewis Institute, Chicago, described a new "co-opera
tive course in mechanic arts" which is being conducted by 
Lewis Institute in conjunction with the managers and su
perintende nts of a number of industrial plants in Chicago. 
The plan is similar to the co-operative educational and ap
prentice system re cently established at the U niversity of 
Cincinnati. A year ago the managers of some of the large 
industrial plants in Chicago were asked to nominate two or 
more of their apprentices fo r enrollment in the course, 
which was started on Jan. 1, 1909. Since the beginning of 
the year 47 boys have enrolled and 24 are still pursuing 
their studies. 

The boys spend half of their time at school and half in 
the shops, attending school one week and working in the 
shops the next week. Two, four or six boys are drawn 
from each shop and paired off, one boy of each pair work
ing in the shops while the other attends classes. In this 
way the regular shop routine is not interfered with. 

A typical course in the schoolroom is as fo llows: Gen
eral instruction in physics laboratory, 8 :30 a. m. to IO :30 
a. m.; mathematics, IO :30 a. m. to 11 :30 a. m.; English, 
r 1 :30 a. m. to 12 :30 p. m ; mechanical drawing, pattern 
making, foundry· practice or machine shop practice, 1 :30 
p. m. to 5 :30 p. m. Many of the apprentices enrolled have 
had little more than a grammar school education, and some 
of them left school at the end of the sixth grade course. 
T he instructors in the Institute have noted, however, that 
the apprentices show much more rapid progress in the 
laboratories where manual skill is an important factor than 
the regular students, who have not had any shop practice. 
At frequent intervals the shop superinte ndents and the 
school instructors meet and di scuss the progress made by 
the individua l students. 

The Lewis Institute imposes a condition on the manu
facturers desi ring to send apprentices through the co
operative course in mechanic arts, that the boys be paid 
$14 per calendar month fo r the work which they do at the 
shops in alternate weeks. Of this amount $4 is paid to 
the Institute for tuition. Many of the boys now taking the 
course receive more than $14 per month. 

Bull etin No. 1 of the revenues and expenses of steam 
roads of th e United States, covering the nine months ended 
Ma rch 31, 1909. a nd prepa red by the bureau of statistics 
and accounts, has been issued by the Interstate Commerce 
Commission. I n an introductory letter , Prof. H . C. Adams 
states tha t the publication wi ll be fo llowed by similar bul
letins showing the resul ts by months for Ap ril, May and 
June, as well a s by a comparative general summary covt>r 
ing- the C' ntir<' :v<'a r s c rnk cl J1111 <' :w. IC)OQ and 1908. 
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ELECTRIC RAILWAY LEGAL DECISIONS 

LIABILITY FOR NEGLIGENCE 

Alabama.-Carr-iers - Passengers - Injuries - Petition -
Negligence. 

A count in a petition averred that plaintiff was a pas• 
· senger, etc., and "was waiting to alight, or engaged in or 
about aligh ting therefrom," and "said car was started or 
jerked, or the speed suddenly increased, and as a proximate 
consequence plaintiff was thrown," is demurrable, in that 
its allegations of negligence were insufficient, since it is 
not every increase in the speed of a car or starting of same, 
whether with or without a jerk, that amounts to negli• 
gence. (Birmingham Ry., Light & Power Co., v. Parker, 
47 S. Rep., 138.) 
Colorado.-Street Railroads-Municipal Regulations-Valid

ity-Regulations-N egligence-Evidenc1e -Colli sions
Actions-Complaint-Appeal and Error-Denial of 
Motion to Strike Evidence-Prejudicial Error-Opera
tion-Care of Drivers of Vehicles-Care Required
Contributory Negligence-Res Gest::e-Expressions of 
Pain-Damages-Personal Injuries-Mental Pain and 
Fright-Instructions-Roving Commission. 

Mun icipal ordinances requiring suitable and seasonable 
warning to be given of the approach of street cars to cross
ings are reasonable and proper regulations. A municipal 
ordinance requiring suitable and seasonable warning to be 
given of the approach to crossings of street cars, supple
mented by other proof, is competent evidence in an action 
by one injured in a collision with a st reet car by the neg
ligence of the street railway company, though the ordi· 
nance is not pleaded. Where the complaint in an action 
aga inst a street railway company for injuries in a collision 
with a street car charged the failure to give any warn
ing of the approach of the car, a municipal ordinan ce re· 
quiring suitable and seasonable warning to be given of the 
approach of street cars was admissible. Where, in an ac
tion against a street rai,lway company for injuries in a col
lision with a street car, defendant introduced in evidence 
the complaint, which set forth a copy of an ordinance reg
ulating the operation of street ca rs, t'he refusal to grant 
its motion to strike from the evidence the ordinance in
troduced by plaintiff without including- the evidence intro
duced by it was not prejudicial. In an action against a 
street railway company for injuri es in a collision with a 
street car, evidence he ld to warrant the jury in finding- that 
the company was guilty of actionable negligence. Where 
the driver of a vehicle along the streets of a city does 
not know of the existence of street car tracks on a street 
which he is about to cross, and there is nothing in the 
physical conditions to impute to him such knowrledge, the 
law does not impose an absolute duty on him to look and 
listen for an approaching car before attempting to cross, 
for the driver has a right to rely on the law requiring 
the giving of timely warnings of the approach of cars. 
The duty to look and listen for an approaching street car 
before attempting to cross a street car track depends on 
t'he circumstances of each case, and it is not negligence for 
a person to drive ac ros s street railway tracks, but the ques
tion of negligence in each case depends on the proximity 
of the approaching car, its speed, and other circmpstances; 
and, where at the time he started to drive across the track 
the car was at ~uch a distance that an attempt to cross 
after having seen it was not contributory negligence, his 
failure to look for the car will not prec,lude a recovery. 
While a street railway company has a preferential ri ~ht to 
the use of that portion of the city streets on which its 
tracks are laid, it has no right to proceed regardless of 
the probability of encountering at a street crossing- vehicles 
with a right to use the crossing as a common highway, but 
the motorman, in approaching such crossing, must proceed 
with such care as, while serving t he public in rapid transit, 
will reduce to the minimum the danger to those equally 
entitled to t'he use of the street. In an action against a 
street rai,lway company for injuries in a collision with a 
street car, evidence held not to show that the driver of the 
vehicle was guilty of contributory negligence. Expressions 
of pain by a person w hen taken from a wreck occas1oned 
by a street car running into the vehicle in which he was 
riding, and expressions of pain made immediately there
after, are admissible as part of the res gest::e. One may 
recover for mental pain and fright connect ed with or result
ing from a physical injury. An instruction in a personal in
jury action which limits the recovery to bodily pain and 
mental suffering which plaintiff had endured or might en
dure on accoun t of the injuries, or as a direct result of the 
injuries, properly ,limited the measure of damages for men
tal suffering. An instruction in a personal injury actien 
that, where mental suffering occurs in connection with ,a 

bodily injury, the law a ll ows a recovery for both, and the 
amount thereof is left "to the judgment o·f an enlightened 
jury to be assesse d in such reasonable sum" as .may to them 
seem right, and that the award of damages must be in such 
sum as in th e judgment of the jury th e evidence warrants, 
is not open to the objection that it .permits the jury to 
award damages without referenc e to the evidence. (Denver 
City Tramway Co. v. Martin, 98 Pac. Rep., 836.) 

Illinois.-Municipal Corporations-Obstructions in Streets-
Liability of Person Causing Obstruction-Burden of 
Proof-Contributory Negligence-Quest ion for Jury
Trial-Instructions-Conformity to Issues. 

Placing an obstruction in a st ree t is prima facie unlaw{ul, 
and the person so placing it has the burden of showing 
an express ,license obta in ed from the city, or that the ob
struction is of such character as may be ,lawfully placed 
in the street w ithout express permission. Where one places 
un lawful obstructions in a s treet without properly guarding 
the same and injury results to a traveler, he cannot avoid 
responsibility by showing that it was the duty of a third 
person to remove such obstruction or to maintain warning 
lights. In an action for injuries from obstructions plac~d -in 
a street by defendant, it appeared that plaintiff was a bat
talion chief of the fire department of the city, and at 
the t im e of the injury he was responding to a fire alarm, 
and was driving at a speed of nine or ten miles an hour 
along the side of a street railway track, striking- an obstruc
tion mainta in ed by defendant at the side of the street. An 
ordinance of the city provided that no person should dr-ive 
at a greater speed th an six miles per hour. He,ld, that the 
question of p la intiff's negligence was for the jury. In an 
action for injuries caused by an obstruction in a street, 
an instruction that plaintiff could not recover on the mere 
ground a lone t ha t defendant deposited the obstruction in 
t he street was properly refused, where he did not seek to 
recover on that ground alone. (Kenyon v. Chicago City 
Ry. Co., 85 N. E. Rep., 660.) 
Indiana.-Carriers-Street Railroads-Alighting Passen

gers. 
As a matter of law the position of a street car passenger, 

standing o'n the outer edge of an open car rJ!.nning 12 miles 
an hour, is perilous, where the car is brought to a sud
den stop by a quick, violent, backward motion. (Richmond 
St. & I. Ry. Co. vs. Beverley-No. 6207-85 N. E. Rep., 721.) 
Iowa.-Carriers-Carriage of Passengers-Actions for In-

juries-Evidence-Sufficiency-Questions for Jury
Proximate Cause-Negligence-Contributory Negli
gence-Conduct in Emergency-"Emergency"-Instruc
tions-Appeal and Error-Review-Harmless Error
Pleading. 

Evidence, in an action for injury to a street railway pas
senger, held sufficient to go to the jury on the question of 
whether he was in the exercise of due care. 

Evidence, in an action for injury to a street railway pas
senger, 'held sufficient to go to the jury on the question of 
whether defendant was negligent in s tarting the car, prox
imately resulting in the injury. 

Where the immediate effect of the negligent starting of 
a street car was not to throw a passenger, who was at
tempting to board, to the ground, but instead he mam
tained his hold on the rail, and ran alongside for some dis
tance in an effort to board, when finally his hold was 
broken or rel inquished, and he fell and was injured, the 
question whether his fall was the proximate result of the 
negligen t starting of the car, if the facts permitted of a 
question, was for the jury. 

A negligent act, putting another in a position of danger, 
continues and controls as long as the danger continues, 
unmodified by any independent, affirmative and voluntary 
act of the person affected, or by some intervening, control
ling circumstance. 

Where what is d one by a person in the face of an emer
gency is no more than may be expected from an ordinarily 
prudent person under like circums.tances, due care is not 
wanting. 

Where reasonable minds might differ whether a person 
in the face of an emergency acted with due care, the ques
tion is one for the jury. 

Whether a passenger, thrown from his footing in at
tempting to board a street rai1lway car by the negligent 
starting thereof, was guilty of contributory negligence in 
not releasing his hold on the rail and in running along
side and attempting to regain his position and board the 
car held for the jury, and especially where the starting of 
the car was slow. 

In the sudden and unexpected starting of a street car 
while a passenger is attempting to board, there is pre
sented an emergency; an "emergency" being a sudden or 
unexpected happening or occasion calling for immediate 
action. 
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An instruction, in an action for injury to a street rail
way passenger, after advising the jury that plaintiff could 
not recover if his own negligence contributed to the acci
dent; that the fact that plaintiff did not let go of the car, 
but kept his hold on the rail, and ran alongside trying to 
get on after it had started, did not necessarily show that he 
was guilty of contributory negligence; that if by reason 
of the starting of the car an emergency arose, then, even 
though his actioi1 was ill judged, if under the facts he 
acted as a man of ordinary prudence in a like situation, and 
had used ordinary care in his original attempt to get on 
the car, he was not guilty of contributory negligence-cor
rectly stated the law, and without confusion. 

Where, in a personal injury action, there were other ele
ments of damage aHeged than loss of time, to which evi
dence was addressed, and the verdict was for $5,000, there 
was no prejudice in the court's failure, in its instructions, to 
place any limitation on the amount recoverable for loss of 
time, though the petition alleged damage, on that account, 
of but $1,000. 

Where the trend of the allegations of fact, in a petition 
for injury to a street railway passenger, was to the effect 
that he was in the exercise of due care for his own safety, 
an allegation that the injurY. was not due to any act of 
negligence of his was sufficient as a conclusion, or, at least, 
the pleading was not whoUy wanting in an allegation on 
that subject; and if the street railway company desired 
more it should have moved therefor. (Burger vs. Omaha -& 
C. B. St. Ry. Co., 117 N. W. Rep., 35.) 

Kentucky.-Pleading-Amendment - Trial Amendment -
Street Railroads-Death of Children-Instructions
Cars-Operation-Crossings-Crossin12: Accidents-Dis
cov ered Peril. 

In an action against a street railway company for kill
ing plaintiff's child, the court held that plaintiff's allega
tion of defendant's gross neg,ligence in running, operating 
and managing the car, and in failing to give warning of 
the approach of the car to the crossing by gong, bell or 
otherwise, was not sufficient to entitled plaintiff to prove 
absence of a headlight, whereupon plaintiff tendered a trial 
amendment charging negligence in not having a headlight 
on the car. Held, that the court's refusal to all ow the 
amendment was erroneous; defendant having made no 
application for a continuance by reason thereof. 

Plaintiff's intestate, a chi ld of 12, was run into and kiUed 
by defendant's street car at or near a crossing. The proof 
of both parties showed that the child went on the tracks 
so close to the approaching car that she could not be saved. 
Defendant's evidence was that she fell on the track and was 
struck for this reason, while plaintiff's proof showed the car 
was running too rapidly; that it was very dark, and that 
there was no warning of the c·ar's approach. Held, that 
an instruction that, if plaintiff's intestate attempted to cross 
the tracks so close to the car that the motorman by ordi
nary care could not stop before injuring intestate, then 
plaintiff could not recover, was erro neous as requiring a 
verdict for defendant, though the jury should believe plain
tiff's evidence to be true. 

A street railroad company is required to moderate the 
speed of its cars at public crossings, to 12:ive notice of 
their approach by proper signals, to maintain a headlight 
when dark, and to keep a lookout for persons on the cross
ing, that they may be warned of approaching danger. 

Where a street railroad company operates a car over 
a crossing without proper warning and at excessive speed, 
and a person is injured, the company cannot be exonerated 
from liability on the sole ground that, after his peril was 
discovered, his injury could not be averted. (Whitman's 
Adm'r vs. Louisville Ry. Co., 119 S. W. Rep., 165.) 

Massachusetts.-Master and Servant-Injuries to Servant-
Contributory N egli12:ence-Knowledge of Danger. 

Plaintiff, a street railroad motorman, was injured by a 
derailment of his car, claimed to have been caused by a 
defective rail joint. Plaintiff ~t the time was running at 
usual speed, in violation of a rule requiring motormen to 
slo w up at that point, though he had known for more than 
a month that there was a sunken joint there which was 
liable to cause derailment. Held, that plaintiff was negli-
12:ent, precluding a recovery.- (L anen v. Haverhill, G. & D. 
St. Ry. Co.; Same v. Boston & N. St. Ry. Co., 86 N. E. 
Rep., 776.) 
Michigan.-Mastcr and Servant- Injuri es to Servant-Rail

road s-N cgli gence-I nst ru ctio11 s-Conct1rrin g Cause
Fellow Servant' s Negli ge nce- Expert Testimony-Basis 
for Opinion- Question fo r Jury. 

Th e co ndnctor of an electric car was injured in a rear
end collision. The braking apparatus of plaintifT's fo llowing 
car was not in a reasonably safe co11dition, and defendant 
failed to <li scovr r th e defe ct in its in spec tion o f the car , 
and plaintifT was not conclusive ly shown to have had know!-

edge of the defect. Held, that defendant' s right s were 
protected by an instruction tha t , if plaintiff had actual or 
constructive know ledge of the defect, he could not rec over, 
and that he had constructive knowledge, if by reasonable 
care he could have learned of the defect. 

Where injuries to the conductor of an electric car in a 
rear-end collision were found to have resulted from a de
fective brake on the following car or other negligence of 
the railroad company, and there was evidence that such de
fective brake was a direct contributing cause, defendant 
was not relieved because a fellow servant failed to obey 
a safety rule which also contributed to the result. 

Two contributing causes of an injury were concurring 
where both were essent ial to produce the injury. 

Without evidence that a train dispatcher knew that the 
braking appliances on a following car were defective when 
he ordered it to follow a preceding car, which had been 
ordered to proceed after repairs, it was error to permit ex
perts to testify that, in their opinion, the dispatcher's order 
was improper. 

In an action for injuries to a car conductor in a rear-end 
collision, evidence held insufficient to go to the jury on the 
question of the negligence of defendant's train dispatcher 
in sending out the local car in a crippled condition, and in 
ordering plaintiff's car to follow.-(Weleh v. Jackson & 
B. C. Traction Co., II7 N. W. Rep., 898.) 

Missouri. - Carriers-Carriage of Passengers-Actions for 
Injuries-Instructions-Contributory Negligence-Dam
ages-Conformity to Pleadings and Evidence-Parts 
Injured. 

An answer in an action against a carrier by a passenger 
to recover for injuries was treated by the trial court and 
both parties as p leading contributory negligence, and sev
eral instructions bearing on that issue were given on re· 
quest of defendant. Held, that it was not error to instruct 
that contributory negligence is an affirmative defense to be 
proven by defendant unless it appears in other evidence, and 
that, if such defense is not e11tablished, the finding should 
not for that reason be for plaintiff, but it should be that 
there was no contributory negligence in the case. 

In an action by a passenger against a carrier for personal 
injuries, evidence as to injury to a "thumb" and to a rupture 
justifies instructions submitting an injury to the "hand" 
and to the abdomen, although plaintiff treated injury to 
the thumb and hand as distinct, and similarly treated in
juries to the rupture and abdomen, especially where there 
was affirmative evidence of injury to both thumb and ab
domen. ( Gerhart vs. Metropo litan St. Ry. Co., 112 S. W. 
Rep., 10.) 

New York.-Street Railroads-Operation-Actions for In
juries-Sufficiency of Evidence-Negligence-Res Ipsa 
Loquitur-Appeal and Error-Presentation of Objec
tions Below-Necessity-Variance. 

Where plaintiff was injured by a bolt which was seen to 
fall from defendant's elevated railroad structure while its 
train was passing ov er it, though there was evidence that 
the structure was inspected the next day without finding 
any bolts missing, and that there were no bolts of that kind 
in the bridge, the rule of res ipsa loquitur applies. 

In an action for injuries caused by a bolt falling from 
an elevated railroad structure, defendant's evidence held 

· insufficient to require a finding that the presumption of 
negligence arising from the accident was overcome. 

Where the complaint was for injuries caused by a bolt 
fa lling from an elevat ed railroad structure because not se
curely fasten ed thereto, if defendant wished to rely on a 
variance in that the evidence showed that it might have 
fallen from a passing train, it should have urged the ob
jection in its motion to dismiss so as to permit the trial 
court to pass upon it and give plaintiff an opportunity to 
ame nd, and, not having done so, cannot rely thereon on 
ap peal. (Sturza vs. Interborough Rapid Transit Co., 113 

N. Y. Sup., 974.) 
New York.-ifonicipal Corporatio ns-Use of Stree t-Acts 

Const itutin g Neglige nce-Rnnnin g Automobile-Ques
tion for Jury-Contributory Negligence-Injuries from 
Negligent Use. 

It is neglige nce for a person in charge of an automobile 
to run it along the st ree t past a street car, that has stopped 
to allow person s to ge t off and on, at the rate of six or 
seve n mil es a n hour. . 

Whether defendant was runnin g his automobile negli 
ge ntly, where the evidenc e as to whet'11er he was runnin g 
fa st or slow is conflictin g, is fo r the jury. 

A passenger on a s t reet car is not gui lty of contrib 
u to ry n eglige nce if he alights from th e car after it has 
stopp ed to a ll ow passengers to alight ; and if he foll ows 
other passe ngers ou t of the car, and onto the sidewalk, 
wi th out lookin g to th e r ight or left to sec whet her an 
~utomohi le is ap proachin g, a ,;; whe n a car stops and it is 
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announced that passengers are to alight, a passenger may 
assume that it is safe for him to a light in the ordinary 
manner. 

A pedestrian and driver of a vehicl e must each be care
ful in the exercise of his rights upon the streets, and the 
owner or driver of the vehicle must exercise the greatest 
care and vigilance not to injure the pedestrian, and the 
pedestrian is bound to not place himself where an in
jury will probably result to him. (Brewster vs. Barker, II3 
N. Y. Sup., rn26.) 

Pennsylvania.-Street Railroads-Injury to Person on 
Track. 

In an action to recover for injuries received by being 
struck by a street car while lying on the track, evidence 
held to require binding instructions for defendant. (Moyer 
vs. United Traction Co., 70 Atl. Rep., 551.) 

CHARTERS, ORDINANCES AND FRANCHISES 

Connecticut.-Municipal Corporations-Control of Streets
Use for Street Railways-Electric Conductors-Statu
tory Provisions-Review of Decision of Municipal 
Authorities-Appeal to Railroad Commissioners-Ap
peal to Superior Court. 

In view of the history of legislation fixing the general 
rule of policy that municipailities shall be bound to maintain 
public higllways, and invested with the power of protecting 
the public safety in their use, appearing in its final form in 
General Statutes 1902, c. 125, secs. 2012-2089, and the legis
lation as to occupation of highways in aid of public uses, 
giving municipal authorities 'control of the placing and 
maintenance of electric lines and conductors, leading up to 
General Statutes 1902, sec. 3905, providing that the common 
council of any city shal,1 have full direction and control over 
the placing, erection and maintenance of any wires, con
ductors, etc., of any company engaged in using any electric 
wire or conductor for any purpose, and may make all 
orders necessary for the exercise of such power and direc
tion of control, and especially in view of the history of 
legislation on the subj ect of railways along the highwaysf 
and the control by local authorities, appearing in Genera 
Statutes 1902, sec. 3824, providing that the Mayor and 
Council of each city sha,11 have exclusive control over the 
placing or locating of tracks, wires, conductors, etc., sub
ject to the right of appeal to the railway commissioners, 
the placing of electric wires and conductors in a highway 
by a street railway company, for the purpose of applying 
electricity as the motive power for the operation of its rail
way, is su.bject to the direction of the local municipal au
thorities, which may direct that such wires and conductors 
shall be placed underground or overhead as they may deem 
proper for the safety of the public; and there is no exemp
tion from such municipa,l control by force of Special Laws 
1905, p. 711, sec. 3, amending the charter of the New York, 
New Haven & Hartford Railroad Company, and authoriz
ing it to establish and maintain conductors over, on, or 
under any street, highway or public grounds, subject to the 
general provisions of secs. 3904-3907, inclusive, of the 
General Statutes of 1902, relating to control by the local 
authorities, etc., and to transmit electricity thereby in such 
manner, etc., as said corporation shall find necessary for the 
best conduct of its business, for the power given the com
pany is subject to all general laws, and especially to the 
laws mentioned in the amendment; ,and, in the absence of 
action by the railroad commissioners, the local authorities 
may exercise full direction and control given by the statute 
in respect to placing electric conductors in the highways 
by a street railway company, subject to the final action 
of the railroad commissioners. 

Under General Statutes 1902, sec. 3832, providing that 
whenever the Mayor and Common Council of any city shall 
make any decision, denial, order or direction with respect 
to any matter relating to street railways, any company 
affected thereby may appeal to the railroad commissioners 
from such decision, etc., and sec. 3834, providing that any 
party to any proceeding relating to street railways, brought 
before said commissioners, either upon original application 
or by appeal, may appeal therefrom to the Superior Court, 
and sec. 3905, providing that the Common Council of any 
city may make all orders necessary to the exercise of the 
power of control over the placing of electric conductors, 
etc., subject to the right of appeal by such company to a 
judge of the District Court, any action taken by the Com
mon Coundl of a city, with respect to matters relating to 
street railways in respect to the placing of electric-al con
ductors, may be retried and determined by the railroad 
commissioners, and any one injured in his legal rights, by 
unlawful action of the local authorities in the exercise of 
specified administrative powers, may apply to the Superior 
Court or a judge thereof sitting in chambers, through the 

original process called "appeal" for such appropriate relief 
as comes within the judicial power vested in the court, and 
this process wi,H run against the municipal board when the 
actual injury complained of results from the unlawful action 
of that board. 

·Under General Statutes 1902, sec. 3905, authorizing an 
appeal to a judge of the Superior Court from orders of the 
Common Council of a city, relating to the placing of con
ductors of electricity, purely legislative and administrative 
powers or duties are not transferred to the Superior Court 
for performance in such matters, and the action of the board 
charged with their performance is final; and where the Com
mon Council of a city denies an application to erect over
head wires for the conducting of electricity from an electric 
street railway power plant to a substation, on the ground 
tha t it is unsafe, a judge of the Superior Court has no au
thority to revers e the order, and authorize the erection of 
such conductor in the manner desired by the company. 
(App eal of N. Y., N. H. & H . R. Co., 70 Atl. Rep., 26.) 

Michigan.-Street Railways-Acquisition of Rights in Road 
-Statutory Provisions-Consent of Adjoining Owners 
-Fraud in Securing Consent of Some Owners-Effect 
-Emin ent Domain-Compensation-Additional Servi-
tude-"Railroad"-"Street Railway"-Tit,les and Sub
ject Matter-Constitutionality. 

_Under Comp. Laws, chap. 164, sec. 51, art. 2 , as 
amended by Laws of 1901, p. 370, No. 238, permitting the 
construction of interurban railroads upon public highways 
under certain conditions, provided the company obtains the 
~onsent of two-thirds of the owners of adjoining property, 
1f the consent of more than the required two-thirds of the 
adjoining property owners was properly obtained the fact 
that the consent of two others was obtained by fraud would 
not affect the validity of the company's right. 

There is a well-defined distinction between the definition 
of the words "railroad" and "street railway." The one is a 
word of general and extended meaning, applying to all 
roads incorporated under the general law, and has a,lways 
been held to impose an additional servitude upon a public 
way for which abutting owners are entitled to compensa
tion. The other is local in its signification, referring to 
transportation of a character entirely different from that 
of a general railroad, and has been held to add no burden 
as an additional servitude. 

Comp. Laws, c. 164, entitled "An act to revise the 
laws providing for the incorporation of railroad companies 
and to regulate the running and management, and to fix the 
duties and liabiEties of all railroads and other corporations 
owning or operating any railroad in this State," was 
amended by Laws 1901, page 370, No. 238, by adding to 
Article 2 thereof a new section, to wit, Section 51, which 
gave to corporations organized to construct and operate 
street and interurban railroads, operated by other than 
steam power, authority to construct such roads on streets, 
highways, etc., on certain terms. Held, that the amendment 
relating to street railways was not germane to the pur
poses of the general railroad law as expressed in the title; 
hence the act of 1901 was unconstitutional, as in violation 
of Constitution, Article 4, Section 20, providing that no 
law shall embra ce more than one object, which sha,H be 
expressed in its title. (Ecorse Township v. Jackson, A. A. 
& D. Railway et al., 117 N. W. Rep., 89.) 

Massachusetts.-Statutes-Construction-Construction with 
Reference to Other Statutes-Death-Actions for
Statutory Provisions-Street Railway Companies. 

St. 1906, p. 506, c. 463, revising and re-enacting the gen
eral railroad law, is as to part 1, sec. 63, almost identical 
with Rev. Laws, c. III, sec. 267. St. 1907, p. 338, c. 392, 
amended St. 1906, p. 506, c. 463, pt. 1, sec. 63. St. 1907, 
p. 324, c. 375, amended Rev. Laws, c. 171, sec. 2. Held that, 
as the amending statutes are in effect the same as if they 
had been originally enacted in the Revised Laws, the same 
rules of construction are applicahle as if both were en
acted at the c;ame time and as part of the same general 
statutory scheme. Statutes alleged to be inconsistent in 
whole or in part must be so construed as to give reason
able effect to all, unless there be some positive repug
nancy between them. St. 1907, p. 324, c. 375, giving an ac
tion against any person or corporation whose negligence, 
or the negligence of whose servants, causes the death of a 
person other thau an employee, does not include a street 
railway company; but damages against it for the death of 
a passenger can be recovered only under St. 1906, p. 5o6, c. 
463, pt. 1, sec. 63, as amended by St. 1907, p. 338, c. 392, 
making street railways liab,le for the death of passengers, 
and persons other than passengers, not employees, in the 
exercise of due care. (Brooks v. Fitchburg & L. St. Ry. 
Co .. 86 N. E. Rep., 289.) 
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News of Electric Railways 
Engineer of New York Commission Files Report on 

Moving Platform Proposal 

Henry B. Seaman, chief engineer of the Public Service 
Commission of New York, filed with the commission on 
Nov. S a report on the proposed moving platform which 
the Continuous Transit Securities Company has offered to 
build under Broadway, between Fourteenth Street and Forty
second Street at Times Square. T he proposition of the 
Continuous Transit Securities Company was made in Febru
ary, 1909, and amended on June I, 1909, following the passage 
by the Legislature of the amendments to the rapid transit 
act permitting subway construction by private capital. On 
Ju ly 1, 1909, William R. Willcox, chairman of the Public 
Service Commission, sent a letter to the Board of Estimate 
and Apportionment, calling the attention of that board to 
the g eneral subject of moving platforms and suggesting the 
advisability of a committee from th e Board of Estimate 
considering the matter and a committee appointed by that 
body with Herman A. Metz, controller of the city, as chair
man is at work. The report by Mr. Seaman to the com
mission says in part: 

"O wing to the constantly increasing density of population 
on Manhattan Island, it has long been evident to students 
of t he transportation problem that a contrivance similar to 
that offered by the Transit Securities Company may eventu
ally be necessary as a means of transportation for the most 
conges t ed routes of the city. 

"The moving platform is made up of short units coupled 
together, forming an endless chain, which is kept in con
tinuous motion. This platform is provided with seats, and 
will travel at a speed of 12 m.p.h. Provision is made.' for the 
loading and unloading of passengers at will by the introduc
tion of narrow loading platforms moving at differential 
speeds. Thus, for the continuous train moving at 12 m.p.h. 
speed there would bc.' three loading platforms moving at 9, 
6 and 3 m.p.h., respectively. The passenger steps from a 
stationary platform to one moving at the 3-mile spet·d; 
thence to the 6-mile speed; thence, etc., until reaching the 
ultimate.' speed of the continuous train. The transition of 
speed between platforms, each increasing at 3 m.p.h., may be 
made without inconvenience. 

"The advantages of this arrangement are: I. A vastly 
increased capacity, and seats for all passengers. 2. There 
is no delay incurred by waiting for trains at stations, as the 
train is always there and constantly moving. 3. Passengers 
may board or leave the train at any point at will, and in
stead of placing stations one-third of a mile apart, as on 
the present subway, they may be placed at every cross 
street, or, indeed, at any intermediate point, and the con
struction may take the form of a continuous arcade. 

"The disadvantage is the fact that a larger investment is 
required. This, however, may be offset by the increased 
earning power from larger patronage, short trips, and from 
other sources. 

"I have had this device most carefully investigated, and 
submit herewith typical plans indicating its construction 
and method of operation. The details of the mechanism 
may be so designed as to be practically noiseless. The de
signs and estimates indicate that as a means of transporta
tion this m ethod of conveyance will be e ffici ent, safe and 
reliable, and, with dense traffic, most economical. For pur
poses of illustration, the Broadway route has been selected. 

"In order to compare the time.' of transit by means of the 
moving platform with that by m ean s of th e present local 
trains, we may assume that the average passenger starts 
from a point one-fourth distance bc.'tween local stations, 
and travels to a point of des tination likewi se one-fourth 
distance between local stations, and is required to wait at 
the station one-half the interval between trains. For the 
purposes of calculation the following data may be us ed: 

"Distance between express station s, 2 miles. 
"Distance between local stations 1/3 mi le. 
"Distance between cross streets, 1/20 mile. 
"Speed of express train s, in cluding stops, 25 m.p.h . 
"Speed of local trains, including stops, 15 m.p.h. 
"Speed of platform, 12 m.p.h: 
"Speed of pedestrian, 3 m.p. h. 
" Interval between train s (averag-c ), J minutes. 
"It will be found that for all distances less than 4 miles 

the.' moving platform is a quicker a nd more cnnv cn icn t 
m<Jde of conveyance than is the local train service, or even 
quicker than the local and express service co mbin ed; for in 
stance, a passenger may reach Times Square station from 
any local s tation south of Fomteenth Strret quicker by th e 

moving platform than by the local and express trains of 
the present subway. 

"These results arc.' derived from the assumption that the 
local train travels at the schedule speed of 15 m.p.h. As a 
matter of fact, however, it has been found that during the 
rush hours the local st·rvice averages only about 12 m.p.h. 
If this rush hour service is compared with a platform speed 
of 12 m.p.h., it is evident that the platform will have the 
advantage for all distances, because there is no train in
terval to wait and no distance between stations to walk. 

"Since surface cars, in cQngested districts, do not travel 
faster than 8 m.p.h., while in rush hours their speed is 
diminished in some instances as low as 3 m.p.h., it may 
readily be seen that a platform would have a great advan
tage in every case. 

"In order to compare the capacity of the two systems of 
travel, the following table has been prepared: 

CAPACITY PASSENGERS PER HOUR (IN ONE DIRECTION). 
Mid-day ,,-----Rush hour·----...._ 
Seated. Seated. Standing. Total. 

s car local train.... 5,500 7,500 I5,ooo 22,500 
8 car express train. 8,000 12,000 24,000 36,000 
Moving platform . . 73,500 73,500 73,500 

"This table indicatt•s that the moving platform has a 
capacity far greater than the combined rush-hour service 
of the local and express trains of the present subway, and 
furthermore, as already statt·d, will carry all passengers 
seated. 

"In view of the foregoing, I would respectfully recom
mend that the proposed routes be laid out as n•quested by 
the Continuous Transit Securities Company, and that an 
early installation of some one route be required."' 

Philadelphia Transit Talks 

Transit Talk No. 25 of the Philadelphia (Pa.) Rapid 
Transit Company was dated Oct. 12, 1909. It was entitled 
"An Invitation Renewed." The talk follows: 

When we began these talks we asked for suggestions from the public as 
to subjects about which Philadelphians wanted information. 

The responses to this invitation have been disappointing in one way, 
though helpful in another. They don't assist us in finding out what pcopl~ 
in general want to know about the transit company. 

Most of the letters deal with details of the service that do not affect the 
public at large; but in a number of cases we have been able to correct 
faults called to our attention in this way. All such suggestions arc wd• 
come, and each will have careful attention. 

Don't hesitate about writing to us, eve" if you only watJt to k'llow ho• 
to reach some point on our lines. 

We are dealers in a merchandise called transportation, and want t• 
satisfy our 500,000,000 customers. The proprietors of a department store 
are not more anxious to please people than we arc. 

Write to us with this idea in mind, and don't forget that we want to 
know what you want to know about the affairs of the company, Addresa 
228 Land Title Building-an office established especially to supply in
formation to the public, 

Transit Talk No. 26 was dated Oct. 15, 1909. It was en
titled "How to Reach Poin t Breeze," and contained a map 
and directions for reaching Point Breeze Park, where an 
aeroplane flight and automobile races were scheduled to 
take place on Oct. 16. · 

Transit Talks No. 27 was dated Oct. 20, 1909. It was 
entitled "To Prevent Accidents to Children ." The talk 
follows: 

In an endeavor to lessen the chances of accidents to children this letter 
was r ecently sent to the principal of every public school in Philadelphia: 

"We wish to enli st your co-operation in our efforts to prevent injuric■ 
to children, resulting from the operation of our cars near your school. 

"In spite of eve ry precaution taken by the company, the careful opera
ti011 of our cars by empl oyees and constant vi gilance in the enforce ment of 
safety rules, accident s happen more oft en than they would if children 
were carefully instructed by those in authority concerning the dangers of 
careless ly pl aying in Lhe st ree ts, crossing streets without looking fo r can 
and st ealin g rides on ca rs. 

"We be lieve th at a warnin g and instruction again st th ese practice, 
would tend to diminish the chance of accident, and we ea rnestly request 
that you wi]] give such wa rning to the children unde r your cha rge. 

"This letter is sent with th e approval of Dr. M artin G. Bru mba ugh, 
supe rintendent of school s. Respectfully, CHAR LES 0. K RUGER, Presi• 
dent and Gene ral Manager. " 

The responses to this a pp<'al have been very i:,ratifying, a nd we now 
address it to every parent in Philadelphia. Children ca nnot have to• 
many of these warnings. 

The fact that the company is rarely held r esponsible fo r accidents t• 
children proves conclusively that suah mishaps occur, ninety-nine times out 
of a hundred, under circumstances that relieve us of all blame. This 
fact also show s that we use eve ry care to avoid accidents. 

If w l' rould indt1 cl' (!asungl'Ys and pc,frstrians to uu half a.s mu clt car~ 
as Wl' do, llil' accidl' nl roll wo11/d bl' f/Yl'atly redu ced. 

Even now we have !mt one accident for every 2,289 miles run by our 
cars, and only on e out of every 14,486 passenge rs is in any way in111rcd. 
In this computat ion the most trivial accidrnts count as mnch as thos~ 
of a serious nature. 

Transit Talk No. 28 was dakd Oct. 26, 1909. It was en
titled "About O ne of Many Safety Rulr s. " Tht> ta lk fo l
lows : 
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This notice has la tely been posted in all of our car barn s: 
''.Recently we have had a number of accidents, the direct cause of 

which can be a ttribu ted to conductors unnecessarily stan ding inside t he 
ca r . T he requirements of Rule 24, Page 18, in the Book of Rules a n d 
R';!gulatio ns_ m ust be somplied with hereafte r, otherwise infringement of 
sa id rule will be sufficient cau se for suspension," 

The rule re ferred to in this notice is one of many framed to safeguard 
passengers. T he rule reads : 

" T he con ductor's position when not other wise engaged in d uty, is upon 
the rear platform, standing erect , attentive to the wan ts o f his passen
gers, and on the wa tch for persons desiring to enter or leave t he ca r." 

Our platforms are protected from the weather, and t here is n o reason 
why conductors should not be almost constantly at their proper stations, 
on the rear platform. · 

It will a id us in the stricter enforcement of the ru le quoted if passen
gers will refrain from unnecessary conversation with conductors. That is 
the reason why we bring this matter to the atten tion of the public. 

Transit Talk No. 29 had for its subject "Poisonin g the 
Wells of Public Opinion." T he company refer r ed to the 
effo rt made in some quartt·rs to make the co mp any an 
issue in the recent municipal campaign and reprinted par t 
of the las t baccalaure ate address by Presid en t H adlty, 
of Yale University, as a reproach to thos e who h ad sought 
to sla nder the company. 

Transit Affairs in New York 

The Pub lic Service Commission has give:n out designs 
for the elevat ed parts of the new subway, which have been 
approved by the Municipal Arts Commission. It was said, 
howevn, t hat t his approval was tentative, and that the de
signs fina lly adopted would go again before the Arts Com
mission fo r considera tion. The drawings of th e new st ruc
tures show severa l departures from the old style of elevated 
railway constructi on, among which are a n oise deadening 
sch eme and a footp ath extending from station to station ; 
also larger stations. The station s will be on the mezzanine 
p lan. The ticket office will b e placed on a floor half way 
betwe en th t· street a nd t he rail platforms, and there will 
be a s many platform approaches as . conveni ent. T his will 
m ake access to either side of the station poss ible w ithou t 
cros sing the strc'et, a nd one ticket offic e will do fo r each 
station. The pla tforms for express stations wi ll be 480 ft. 
lon g, allowing for IO-car train s, and for the local stations 
435 f t. lon g, permitting 8-car t rains t o be used. On the 
la tter, if only on e door of the end car is u sed IO-car trains 
may also b e use d. T he desig n p rovides tha t r4 ft. of h ead 
room shall be provided undern eath t he elevate d s tructure, 
and the base of ra il is never to be hi gh er t han 25 ft. ab ove 
the curb line of the s t reet. 

The P ublic Service Commission of th e First Di strict of 
Ne w York has re ferred to the entire commission as a com 
mittee of the w hole the letter fr om the New York Edison 
Company to the commission in which an offer was made t o 
submit bids for supplying the curn·nt n ecessary to light 
and operatt ' t he new subways in New Y ork. This letter was 
publi shed in full in the E LECTRIC RAILWAY JOURNAL of Oct. 
30, 1909, page 95r. 

T he P ublic Service Com mission on Nov. 9 signed th e 
contrac ts for the Br ooklyn subway under F ourth Avenue, 
fro m t he Manhattan Bridge t o F or ty- thi r d Stree t, Bay 
Ridge. Work will begin just as soon as a few rem aining 
pr eliminari es ca n be taken care of. The Fourth Ave nue 
subway, a s laid out und er th e contracts, ca ll s for th e ex
penditure of $r5,886,38 r, of w hich $ 14,886,723 is fo r t he con
struc ti on of ra ilway and th e tub e itse lf, an d the balance 
fo r p ip e galleri es a long its sides. J am es P. Graham, the 
successfu l bidder on Section 1, fr om the b ridge t o W il
loug hby Street , a rrange d fo r t he ass ignm ent of his section 
to Smi th , Scot t & Company, a fi rm of which Mr. Graham is 
a memb er. F ollowing is a list of th e contraq s and the 
sums they call for : 

Section I-Nassau Stree t to Willoughby Stree t , James P. 
Graham, Ben sonhurst, L. I., N. Y. R ailroad, $1,020,476; 
pipe galleries, $ro r,374. 

Section 2-Willoughby Stree t to Ashland P lace, W illiam 
Bradley, New York, N. Y. R ailroad, $3,436,019 ; p ipe gal
leries, $58,695. 

Section 3-Ashland P lace t o Sackett Stree t, W illiam 
Bradley, New Yo rk, N. Y. R ailroad, $3,392,091 ; p ipe gal
leries, $208,135. 

Section 4-Sackett Stree t to T enth Stree t, E . E. Smi th 
Co ntracting Company, Philade lphia, Pa. Rai lroad, $2,283,-
553 ; pip e gall eries, $206,672. 

Sec tion 5-Tenth Street t o Twenty-seventh Street, Tide 
Water Buildin g Company and T hom as B. Bryson, N ew 
York, N . Y. Rail road, $r,945,640 ; pipe galleries, $251,076. 

Section 6--Twenty-seventh Street t o Forty-third Street, 
E. E. Smith Contracting Com pany, Philadelphia, P a. Rail
r oad, $2,808,982; pipe galleries, $176,665. 

In a letter addressed to the P ublic Service Commission 
on Nov. 9, the Edison Illuminat ing Company of Brooklyn 
expressed its desire to furn ish power fo r lighting or opera
tion of the Brooklyn subway. In its letter to the commis
sion the company said: 

" W e respe ctfully ask that in the prepara ti on of sp eci fica
t ions providing for the op era tion of the railway, any con
t ractors who m ay assum e the operation of the w hole or 
any part of the r ailway be given th e privilege of obtaining 
electric cur rent necessary fo r the m aintenanc e and e>pera
t ion of the sub way from the main s of this company, or any 
properly equipped electric supply comp any. W e believe 
that it w ill be fo und to the advantage of the city of New 
York, as we ll as t o the contractor s who m ay operate the 
Fourth Avenu e system, to contract fo r their electric light 
and powe r service, rather than to m ake the large investm ent 
neces sary t o p rov ide fo r a special pow er plant ." 

New Pennsylvania Road Opened.-The Irwin & H er 
minie Traction Comp any has placed in op eration its line 
be tween Irwin and He rminie, 4 miles di stant. The com
pany has an ext en sion und er construction reaching the 
Youghiogheny Vall ey a t West N ewton. 

Submission of San Francisco Plan to Voters.-A date be
tween D ec. 22, 1909, and Jan. 1, 1910, will be selected for 
submittin g to th e vot ers of San Francisco the resolution 
of t he Council providing for the reconstruction of the 
Geary Stree t, Park & Ocean Railroad by the city and the 
bui lding o f a n exten sion in Market Street from Geary 
Street to t he Market St r ee t ferry. 

Forest Hills Extension in Boston to Be Opened Shortly. 
- T he Bost on (Mass.) E levat ed R ailway will shortly open 
its n ew doub le-t rack elevate d extension to Forest Hills, 
thtis affording th e West B.oxbury district high-speed train 
ser vice from t he ce nter of Bos ton. T here will be only one 
st op betwee n the p resent end of the eleva ted system at 
Dudl ey Street, Bost on, and F ores t H ill s Square, and the 
completion of the line will throw open fo r travel a through 
route from Sullivan Squar e t o For es t H ills via the Wash
ingt on Street tunn el, about 7½ miles long. 

Quarterly Meeting of New York State Street Railway 
Association.- A meetin g of th e executive committee of 
the Str eet Railway Association of th e Statt' of New York 
was h eld in Sc henectady on Nov. 5, and it was decided to 
hold the next qu ar te rly meetin g of the ass ociation in Al
b any on Dec. 7 an d 8. T he meeting will be opened with an 
informal dinn er at 8 p. m. on D ec. 7 and tw o s t·ssions will 
be held on Dec. 8. A progra m of t he m eeting and an an
n ouncemen t of th e p lace at which the m etting and dinner 
w ill be held wi ll be publi sh ed in an early issue of the 
E LECTRIC RAILWAY JOUR I\ AL. 

K ansas City Ordinance Passed.-T he ordinance granting 
th t· M etropoli tan Str ee t Railway, Kansas City, Mo., an ex
te nsion of its franc hi se until 1951 und er n ew te rms has 
bee n passed by b oth houses of the Coun cil and signed by 
the Mayor. T he o rdin ance provides fo r six tickets for 25 
ce nts and 25 ticket s for $1 after 19 13, the right being re
st·rved to 't he city to purchase the proper ty of the company 
a ny time after 1945. Both b ranches of th e Council have 
passed, and the Mayor has sig ned, an or dinan ce ordering 
a special election on D ec. 16, 1909, a t which the n e.'W fran
c hise will be submitted to the vote r s fo r approval. 

H ear ing by Joint Commission on Boston Elevated Struc
tu re.-The Massachusetts R ail road Commis sion and the 
Boston Transit Com m ission, sitti ng j ointly, gave a public 
h earing on Nov. 4, 1909, on th e bill of J . F. Cronin and 
others, referr ed t o it by the Legislature of 1909, asking 
tha t the Boston E levated Railway be required to accept a 
subway from Castle Str eet to D over Street, Boston, under 
W ashing ton Street, in place of its prese nt eleva ted structure. 
A fter hearing arg uments by Mr. Cronin in favor of the bill, 
the board read a statement fro m T. A. Babson, corporation 
counsel, of Boston, critici sin g the m easure as wholly im
practicable. Mr. Bab son said that if the elevated structure 
wer e r emoved in the section asked, other sections would 
demand removal ; t ha t t he Boston E levated Railway has 
already paid damages to the abutting property owners; that 
the courts woul d require the company t o be compensated 
for the loss of its st ructure, legally built -and owned, if the 
road sh ould be fo r ced into a tunn el, and that the subway 
would be a fi nancial failur e. F. E . Snow, counsel of the 
Boston E levated Rail w;:iy, qu estioned the constitutionality 
of such an act as Mr. Cronin 's bill suggests. He said that 
the content ion that t he elevated structure constitutes a nui
sance . is based on the asse rtion that it obstructs light and 
ai r, that it is un sightly, and that its operation by electricity 
is n oisy. Conclu ding, Mr. Snow stated that the particular 
type of st ructure erected and operated in Washington 
Stree t was specifically ,authorized by the Legislature, and 
th at th e p lans w ere approved in detail by the Railroad 
Commission and the Mayor of Boston. The company has 
paid damages t o abutters and acquired property rights in 
the str ee t which even the Leg isla ture may not constitution
ally abrogate . The board will report its recommendations 
or comm ents to the next Legislature. 
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Financial and Corporate 
New York Stock and Money Market 

November 9, 1909. 
The stock market was dull to-day and t her e was a ten

d ency of p rices to sag, in keeping w ith the trend during th e 
en tire week, althoug h on p r evious days conditions have been 
a trifle Jess emphat ic. The unsett led condition of the 
m oney market, principally abroad, is responsible for the 
depression. There has continued t o be considerable 
ac tivity in Interborough-Me t rop olitan, especially t he com
mon stock, and on a r ecedin g m arket th e prices of these 
issues has advanced. O th er tracti ons have b een rather dul l.. 

Mon ey to-day was quoted : Ca ll, 4½ t o 5½ per cen t ; 90 
days, 5 per cent. 

Other Markets 
D ealings in P hiladelphi a Rap id Transit stock have b ee n 

heavy, but th er e have bee n as m any buyer s in evidence as 
se ller s, w ith the result tha t the price is at th e sam e figure 
a t t he end of the week as a t the b eginning. Other t ra ctions 
have been fairly act ive at uncha nge d prices. 

I n the Boston ma rk et, Massachusetts Electric common 
a nd Bosto n Suburban preferred have been th e leadin g trac
tions in the tradin g. The p ric es of these stocks have not 
c hang ed to any extent . 

T her e has bee n little in t erest shown in tractio ns in the 
Chicago market du r ing th e past week. E ven Subway 
shares have been dull, with the p rice still h overin g a round 
7. M etrop olitan E levat ed pr efer r ed is a trifl e lower. 

In the Baltimore m arket, t h e bonds of th e U nited Rail 
ways Company, the only tracti on issue in which t her e l:i as 
b ee n trading , have b ee n selling libera lly at about 57¾ fo r 
the inco m es, 84 for the fu nding 5s and 85¾ fo r the 4s. 

At th e aucti on of securi ti es in New York last week the 
fo llowing were sold : 150 sha res Second Avenue R ailroad 
a t 19¼, 4 sha res Met ropolitan St reet R ailway a t 20¥s, and 
4 shares Am erican Light & Tract ion prefer r ed a t 105Ys. 

Quotations of various traction securiti es as compa red with 
last week fo llow: 

Nov. 2. 
Amer ican Railways Company ................. . ...... . ... a45 ½ 
Aurora, E lgin & Chicago R ailroad (common) . . .. .. . . .. , .. * 45 
Au r ora , E lgin & Chicago Rai lroad (pref erred) ........ . •. . *95 
Boston E levated R ailway . .. • , •.• . ... , .••. . , . • . . . . . . . . . . . 1 J O 
Boston & Suburban E lectric Companies. . . . • . . . . . . . . . . . . . * 18 ¼ 
Boston & Suburban E lectric Compan ies (preferred).. . . . . . 77 Ys 
Boston & W orcester E lectric Companies (common) . . ...... a 12 
Boston & Worcester Electric Companies (prefe rred) .... . . a5J 
Brooklyn Rapid Transit Company . . •.. . . , ,,.. . .. . ... ... . 75 ¼ 
Brooklyn R apid T ran sit Company , 1st pref. , conv. 4s . . .. . . 85 
Capital Traction Company, W ashing ton .................. a1 39 
Ch icago City Railway .... . ... ...... , . . ... , . . .... . . . .. . .. a1 90 
Chicago & Oak Park E levated Railroad (common ) .... . . . . . *2 
Chicago & Oak Park E levated Railroad (preferr ed) ... .... * 10 
Chicago Rail ways, ptcptg., ctf. 1 .... .. . . .. • , .. .. .... .. .. a 1 06 
Chicago Railways, ptcptg, ct£. 2 • •• •• • • • •• , • • • • • • • • • • . • • • a36 
Chicago Rai lways, ptcptg, ctf , 3 . ................ .. ..... . a24 
Chicago R ail ways, ptcpt g, ctf. 4s ......... . ........ . . . .... a 10 
Cleveland Rai lways ..................... . .... . ......... *84 
Consolidated T raction of New J ersey .......... ...... . . .. a76½ 
Consolidated Traction of N. J ., s per cen t bonds ..... .. . . a106 
Detroit United R ailway .. . . , .......... ,·, .. . _ .. . ..... . .. . a70 
Gen era! E lectric Company .. .. ......... , . . . . . . . . . . . . . . . . 1 64 
Georgia Railway & E lectric Company (common) ......... . a99½ 
Gt:orgia Railway & lilectric Compa ny (prefer red) ...... ... a87 
Inte rborough-M etropolitan Company (common ). ...... .. . . 19½ 
lnterborough-M etropolitan Company (p referre d).. .. .. .. .. 50 
Inte rborough-M etropolitan Company (4¼s),, •• , . , ... , ... 83¾ 
Kan sas City Rai lway & Light Company (common)... . . . . . 40 
Kansas Ci ty Railway & Light Company (preferred) . ... . . *a82 
Manhattan Railway ... . . .... . ... . ......•......... . . . ... 141 
M assachuset ts Electric Companies (comm on ) ....... . . . ... a18 
Massachu ~e tts E lect r ic Companies (prefe rred) . . . . . . . . . . . . a83 
Metropolitan West S ide, Chicago (common ) ........ . ..... a 17 
Met ropolitan W est S ide, Chicago (preferred) ........ ... .. a54 
M<·tropoli tan S t reet Rai lway ............................ *a24 
Mil waukee El ectric Railway & Light (p referred) .......... • 110 
North American Company ...•. , , , . ........... , . , , .. , .. , . 79 
N orth wes te rn E leva ted R ail road '(common) ..... . ,.,., ... a20 
No rth wc·ste rn E levated Ra ilroad (prt:fe rred) .... .. ..... . . , a68 
Phil adelph ia Company, Pittshu rg (co mmon) ..... . ..... . . a49 
Philade lphia Company, Pittsbu rg ( preferred) ...... . ...... a44¼ 
Philade lphia Rapid Tran sit Company .. .. ,, ............... a26½ 
Philade lphia T raction Company ......... .... ............. a89½ 
P uhlic Service Corporation , 5 per cent col. no tes .......•.. * 100¼ 
P ublic Service orporation, ctfh .............. . ....•.... , *97 
Seattle E lectric Company (common) .................... 11 5 ¼ 
Seattle ~~lect:ic Compa111. (prcfc:r~d) ...............•... 103 
South Side l~lcvat c- d Rail road (Chicago ) ....• , ............ a52 
Toledo Rai lways & Light Company...................... 'R 
T hi rd Avenue Railroad, New York....................... 20 
T,,. in City Rapid T ransit , M inneapolis (common) .......... 108 
Union Traction Company, Phil adelphia. .. ............... . 52¼ 
U ni te d !{ ys . & Elec t r ic Company, Balt imore ... ,...... . . • 13 ¼ 
Un ited Rys. Jn v. Co. (comm on) ............. , .......... , 4 2 
Un ited Rys. I nv. Co. (preferred)................... . . . . . 73 ¼ 
Washington Ry. & E lectric Company (common) .......... •47 
Wash ington Ry. & El ec. Company ( preferred) .....•.....• a94 
West End S t ree t Rail way, ·Boston (common)............. 92½ 
West En d S t rc<:t Rail way, Bo~ton (prcferrt·d) •.......•... 10.1 
Wehtin,zhouse Elec tr ic & M nnufacturing Company,... . . . . . 86 ½ 
Westinghouse Elce. & M fg. Company (1st pre f. ) .....•.... * 140 

a /\Mked, • I ,ast Sale. 

N ov. 9. 
a45¼ 
a49 ¼ 
a95 
130¾ 
a1 8½ 

77 78 
a 12½ 
a5 2 

75 ½ 
84¾ 

a1 36 
a190 

"2 

*10 
a106 

a35 
a24 
* IO 
*84 
a70½ 

a 106 
a67¼ 
162 

a 100½ 
a88½ 
20¼ 
so ¼ 
83 

a40 
*82 
142 
a 18½ 
a83 
a17 ½ 
a 52½ 
*24¾ 

* 11 0 

791/g 
a20 
a68 
a49 
a43¾ 
a2 7¾ 
*89¼ 

* 100J,~ 
a100½ 

11 6 
a104 ½ 
a53 
'8 
19 

109½ 
asJ¾ 
' 1.1¼ 

42 
"73¼ 
a47 
a94 
9i¼ 

10.J ¼ 
85½ 

• 140 

Annual Report of Northwestern E levated Ra ilroad 

The a nnual r epor t of the Nor thwestern E levat ed Ra ilroad 
of Chicago, cove ri ng the year ended June 30, 1909, shows a 
ga in of 3.15 pe r cent in g ross earnings, r efl ecting the fa il 
ure of the elevated p r op erties of that ci ty to m ain tain their 
usual ra te o f t raffic developm en t against th e improvement in 
t he surface li nes. A statem ent of th e in come account, with 
a compari son, is as fo ll ows: 

Year ended June JO
Passenger earnings ..• ... 
Oth er earnings (includin g 

L oop net E:a rn ings) .. •• 

Total earnings 

E ARNINGS. 
1908 

$1 ,857 ,75 4 

605,434 

$2 ,4 6J, I 88 $ 2,540,88J 
OPERATING EXPEN SES. 

Main tenance of way a nd 
structu re , .•......... . 

Main tenance of equipment 
Conducting transpo rtation . 
General expenses .•.• . ... 

Total operating expense s 

Net earnings .... . . ... . 

t Taxes . . , . , ...... , .. • .. 
Bond interest . .. , .. .., .. . . 
Other interest . ... . . .. . . 

T otal charges ... . .•.... 

S urplus ...•.......... 
Ratio of operating expen ses 

to earn ings (excluding 
loop n et earn ings) ... .. 

R atio of o perating ex
penses, loop account and 
taxes to earn ings (ex
cluding loop net earn-
ings) ...... , . •• .•.• ... 

* Dccrea5e, 

$40,115 
130,381 
693,760 
100,861 

$965,1 17 

$1,498,071 
CHARGES. 

$226,381 
802,837 
I 17,965 

$1,147,1 83 

50. 22 

$45 ,038 
147,045 
699,843 

103,893 

995,8 19 

$1, 545,064 

$261 ,846 
848,852 

78,590 

$1, 189,288 

$355,776 

68.24 

Increase 
$55,762 

21,934 

$77,696 

$4,924 
16,664 
6,083 
3,032 

$30,703 

$46,993 

$35,465 
46,015 

*39,375 

$42, 105 

$4,888 

t Includes com pen, ation to city on account of loop, Reserve fo r 
m aintenance has been kept at $250,000. 

T otal expenditures fo r maintenance of way and structures 
and m aint enance of equ ipment in the last year w ere $192,-
083, o r IO per cent of the passeng er ea rn ing s. T he cost 
of conduct ing transpor tation was 36.6 per cen t of t he pas
senger earnings. 

M. B. Starring, pres id ent of t he company, says in his 
sta t em ent to shareh older-s: 

"The gross earn in gs for the year wer e ( including Loop 
and Evansto n li ne net earn in gs) $2,540,883, an increase of 
$77,696, or 3.15 per cent. 

"The rehabi lita t ion of t he lines of the surface railways, 
and t he imp rov em ent s in their roll ing stock and sched
ul es somewhat aff ect ed thi s compa ny's g ross earnings, not 
only upon it s own lin es bu t by r eason of the effect upon the 
reven ue of the other Lo op lessees, corresp ondin g ly affe·c t
ing the r evenu e from the Loop. T he m ost ser io us effects 
have now bee n felt , an d the busin ess of th e elevated rai l
ways a s an ent ir ety is imp roving. 

"Th e tota l exp enses were $2,185,107, an increase of $72,8o7, 
or 3.44 per cen t. 

"Thi s in crease was due : (a) To increase in car-miles 
fro m 10,316,296 in 1908 to 12,034,490 in 1909, occasioned by 
the op enin g o f new lin es, although the cost of operat ion per 
car-mile decreased I r.55 per cent . The opening of new 
lin es has add ed m ateria ll y t o the leng th of the average 
haul for 5 cents per passe nger. 

"(b ) T o a n increase in th e di sbur sem ent fo r taxes caused 
by t he increase in t he tax rate in the to wns o f South Chi
cag o, Nor th Chicago a nd L ake View. 

" (c) T o accident on May 18, one of th e m ost se rious ac
cidents in th e company's hi story. The traction exp ert o f the 
city of Chicago, a fter a thoroug h inves tigat io n, reported t o 
the Mavor as fo ll ows: ' I am fo rc ed to conc lud e that th e 
m otorma n mu st have bee n con fused and he fa iled to apply 
h is b rakes in t im e to avoid t he coll ision.' T hi s accident 
ha s a lready cos t th e company $10,602, which has bee n 
cha rged to 'gc11 e ra l expenses' for t he year. H o w much 
more thi s acc ident will cos t is problema ti ca l. 

" (d ) To in creased ex pend itu res fo r maint ena nce. 
"T o provid e in fut ur e fo r t he acc id en t of May 18 a nd o th er 

claims and snit s which a re pendin g and which arose from 
accident s which occurred in this and previo us years, $25,000 
has bee n set as ide as a ' reserve for da mages.' 

"The ne t in come was $355,776, an increase of $4,888. T he 
surplu s a t t he close of the yea r wa s $2,355,677. 

"On May 31 the contract betwee n the compa ny and its 
emp loyees, in fo rc e fo r the pas t two yea rs, regarding their 
wage sca le and workin g cond iti o ns, expired, and we are nc
goti at i11 g a new con t ract. At the close of th e fiscal year 
settl eme nt had 11o t been a t ta in ed ; however, the relations 
bet wee n the men a nd th e manage ment arc amieable and 
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no doubt an arrangement fair to all concerned will fi nally 
be a~reed . upon. Whatever con t ract is exe cuted will re
sult in an increase in the wage scale. 

"The physical condition of the proper ty has been prop
erly and conservatively maintained. 

"Of the 20 combination moto r cars ordered from the 
Pull!llan Company, 19 have been de livered and placed in 
service. For comfort, beauty and convenience these cars 
ar~ not exce lled, if ~qualed, by those of any other railroad. 

The Evanston hne, which has been in operation for 
over one. year, ~as greatly en·hanced va lu es in r eal estate. 
The ter:1t<;>ry adJacent to it is rapidly fi ll ing up with high
class bmldings, and when the tracks are elevated from Wil
son Avenue to Central Street the line will sh ow a goocf 
profit to both companies. 

"At present our train schedules are much interfered witli 
by the work of elevating the tracks from Howard Avenue 
to Church Street, E_vanston, and the service is t hereby ren-
1er_ed more or less irr~gular, r_esulting _in l~ss of pat ronage, 
which mus_t of !1ecess1ty continue until this work is com
pl~1ted, which will probably be in December, 1909. 

The ;N" ort~ Wa~er Street terminal was duly completed 
from. a Junct~on with the main line at Wells Street to the 
terminal stat10n at Clark Street, and opened for business 
Nov. 17, 1908--nearly tyrn we_eks ah~ad of time required 
by ordinan~e. From this stat10n dunng the evening rush 
hours. as high as 2141 passengers have been carried, thus 
affording that much _more accommodsttion to our patrons, 
all of whom can obtain seats on the trains at that station 

"The_ r~dii of the curves at Michigan and Wells Stre~ts 
and M1chiga? and Frank!in Streets were changed so as to 
m~ke them nde much easier_ for passengers, permit of trains 
~eing ope_rated thereon at higher speed, and secure a longer 
hfe of rail, etc., and a corresponding reduction of mainte
nance charges. This work was completed and the first 
th;.ough train operated thereover May 5, 1909. 

The company has received from the Central Trust Com
pany o~ New York $334_.ooo of the first mortgage bonds of 
th~ Union E!evated Ra ilroad Company, which are now in 
this company s treasury. The stocks of the Chicago & Oak 
Park Elevated Railway Company obtained pursuant to the 
plan of reorganization dated Nov. 9, 1903, of the Lake Street 
Eleva~ed Railroad Company, as_ printed and pub li shed at 
that time, have recently been delivered to this company and 
are included in the item 'stocks and bonds.' The company's 
floating debt was reduced by the proceeds of the sale o1 
$3,000,000 bonds heretofore authorized, which have been 
sold and delivered. 

"An initial dividend upon the preferred stock of the 
company will be paid in October, and it is the expectation 
of the management that the earnings of the company wirf 
warrant a continuance of dividends upon said stock and 
that the maximum rate provided therefor will be ultimately 
attained." 

The total number of passengers carried in the year was 
40,955,795, as compared with 37,419,286 in the previous year. 
The daily average was 112,207, an increase of 9969 passen
g-ers, or 9.75 per cent, over the previous year. 

Camden & Trenton Railway, Camden, N. J.- The United 
States Circuit Court of Appeals at Philadelphia on Nov. 4, 
1909, granted to Daniel Killian, a bondholder, permission 
to appeal from the judgment of foreclosure and sale, also 
a stay of the sale of the property of the company, which 
had been set for Nov. 12, 1909. 

Chicago (Ill.) Consolidated Traction Company.-Charles 
G. Dawes returned to Chicago from New York on Nov. 3, 
after conferences in the East regarding the reorganization 
o_f the Chicago Consolidated Traction Company. It has 
smce b~en announced that more than 90 per cent of the 
underlying bonds of the company have been deposited in 
favor of a r eadjustm en t, the terms of which have not been 
made public, and that practically all of the consolidated 
?'eneral mortgage bonds have b een pledged. The first meet
mg of the reorganization committee of the company with 
the <?fficers of the Chicago Railways for the purpose of ar
ranging a traffic agreement between the companies was 
held on Nov. 2. 

Halifax (N. S.) Tramway Company.- The Halifax Tram
way Company has declared a quarte r ly dividend of 1¼ per 
cent. The previous quarterly disbursement was 1½ p er 
cent. 

L owell, Acton & Maynard Street Railway, Maynard, 
Mass.-The Railroad Commission of Massachusetts has 
authorized the Lowell, Acton & Maynard Street Railway to 
reduce it s capital stock from $45,000 to $35,000. 

New York Central & Hudson River Railroad, New York, 
N. Y.-The New York Central & Hudson River Railroad 
has applied to th e Public Service Commission of the Second 

Distric t of New York for permission to issue $44,658,800 
of new stock, increasing the amount outstanding from 
$178,632,000 to $223,390,000. With the proceeds it is pro
posed to r edeem $25,000,000 of 3-y(.'ar 5 per cent notes which 
mature on Feb. 1, 1910, and to use the balance to defray 
th e expens e of improvem {.nts which have been made, some 
that are under w ay and others in contemplation. Of the 
total thus to b e used for paying for improvements, $6,000,-
000 will go toward electrifying the Harlem division to North 
W hi te P lain s, four-t rackin g th e Hudson River division 
between New York and Albany and electrifying the line 
between H ighbridge and Croton and for two-tracking the 
Rome, Wat ertown & Ogdensburg and the Pennsylvania 
divisions. 

Pittsburg, McKeesport & Westmoreland Railway, Mc
Keesport, Pa.-The P ittsburg, McKeesport & Westmore
lan d Rail way has been or ganized t o buy certain railways, 
including the Pit tsburg & W estmoreland R,ailway, of which 
Manning Stires is receive r. T he sale of these properties 
to the P ittsburg, McKeesport & W estmoreland Railway has 
been request ed by a petition of the receivers of the Pitts
burg & Westm or eland Railway t o th e court. The sale of 
the property of the Pitt sburg & W estmoreland Railway 
will be held on Nov. 13, 1909. 

Southwestern Traction Company, London, Ont.-The 
property of th e Southwestern Traction Company was sold 
under fore closure a t L ondon on Oct. 20, 1909, to J. E. Mc
Dougall and T. H. P urd om, r epresenting a syndicate of 
London, Toronto and Hamilto n capitalists. The purchase 
price was $445,000 in cash, th e purchasers agreeing to as
sume $80,000 of indebtedn ess. C. C. Giles, Montreal, offered 
$450,000 on beh alf of th e R oyal Securities Corporation, 
representing a majority of the $717,500 of outstanding 
bonds, including $445,000 own ed by th e Electrical Securities 
Trust, Ltd. T he London Street Railway, of which H. A. 
Everett, Clevelan d, is pres iden t, bid $350,000. The purchas
ers have appli ed to the Dominion Parlia m ent for the in
corporation of th e L ondon & Lake E rie Railway & Trans
portation Company with a capita l of $2,000,000, as the suc
cessor to the Southwes tern T raction Company, and have 
asked permission to acquire th e W oodstock, Thames Valley 
& Ingersoll E lect ric Railway as part of their through sys
tem and to construct lin es fro m Brantford through Paris 
to Woodstock, Ingerso ll, London, Strathroy and Glencoe, 
and from De laware to Lambeth and from Ayler to St. 
Thomas. T he new company will a lso run boats to Cleve
l~n.d, O bi<;>, from Po r t Stanley, on L ake Erie. The pro
vis10nal directors ar e: W. K. George, Sidney Jones and 
George B. Woods, Tor onto; Dr. Angus MacKay, Ingersoll ; 
F. G. Rumball and J ohn Pur dom, London , and Albert E . 
Thompson, Cleve lan d. 

Spo~a~e & Inland Empire Railroad, Spokane, Wash.
N egot1a t10ns are und er stood to be under way whereby the 
Northwestern Im pr ovem ent Company, acting in the interest 
of the Northern Pacific Railway, is to tak e ove r the Spokane 
& Inland Empir e Rail road. 

T arryt own, White Plains & Mamaroneck Railway, White 
P lains, N. Y.-Richard Sutro, of Sutro Broth er s, N ew York, 
N. Y., representing the New York, New Haven & Hartford 
Railroad, purchased the greater par t of th e Tarrytown, 
White P lains & Mamaroneck Railway on Nov. 5, for 
$825,000, under a foreclosure sale brought by the Knicker
bocker Trust Company, New York, N. Y. The property of 
the company was sold in three sections, and the first two 
were bought by Mr. Su tro. T hey ext end from Mamaroneck 
to Tarrytown and fro m W hite P lain s t o Scarsdale a dis
tance of 21 ½ m il es. The other successful bidder wa's Fred
erick J. Littlebrook, rep resenting F ranklin L. Babcock 
·secret•ary of the bondholde rs' com mit tee of the Third Av/ 
nue Railroad, New York, N. Y. He purchase d the third 
section for $110,000. This line exte nds from Mamaroneck 
to Larchmon t , two m il es. 

United Railways, St. Louis, Mo.- T he vo ting trust for 
the $24,913,800 common stock of the Unit ed Railways ex
pired by lim ita tion on Nov. I , 1909. The voting trust was 
formed five year s ago in connection with the r eorganization 
of t he St. Louis T ransit Company, which was succeeded by 
t he United Rail ways Company. The voting trustees origin
ally were F. S. Smithers, Anson W. Hard, James Campbell, 
Murray Carleton , J . C. Van Blarcon, Eugene Delano and 
James Brown . When the North A merican Company ac
quired control of the United Railways through the purchase 
of a large part of its common stock, the personnel of the 
voting trust was changed and at the time of its dissolution 
consisted of F. S. Smithers, chairman; John I. Beggs, vice
chairman; Edwin M. Bulkley, Adolphus Busch, James Camp
bell, George R. Sheldon and Charles W. Wetmore. Steps 
will immediately be taken for the issue of stock certificates 
in exchange for the voting tru st certific,ates. 
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Traffic and Transportation 
Communications of Indiana Commission on High-T ension 

Lines and Trolley Guards 

On N ov. 1, 1909, the Railroad Commissio n of Indiana 
address ed t he fo llowin g communication t o t h e steam rail
ro ads and the electr ic ra il ways in Indiana: 

" Information has com e to the commi ssion that many 
telegraph and teleph one wires cros sing int erurban and 
steam r ailway r igh ts of way are so cons tru cted as to be 
sources of danger · by reason of the possibility of t heir com
ing in co ntact with high-tension wire s of the electric line; 
and tha t many wires c ross in g steam railways are too low 
for safety. This haza rd a rises (I ) either fr om the wires 
being originally stretched too low, (2) or from th eir being 
fastened to w eak or rotten poles, (3) or from their being 
constructed of inferior material which quickly rusts out and 
breaks, especially w hen acted upon by the smoke fro m loco
motives, or (4) becau se t he poles are too fa r apart, causing 
the wires to sag. 

"The commission proposes to take steps to co rrect t hese 
conditions, so far as possible. Y ou are th erefor e r equ ested 
to furnish to the co mmission at your earliest opp ortunity, 
a list of all such dangerous wires which cross your lin e, 
where the steam and elec t ric lines run parallel to each oth er, 
and where they do not, indicating (I) the station upon your 
line, nearest to which th e objectionable wire is located. 
(2) The number of t he telegraph pole along your line 
nearest to which such wire is located. (3) The present 
heigh t of the wire above your rails. (4) Why the wire is 
considered dangerous. (5) The name and address of the 
owner of such wire." 

On the same date t he commi ssion also addressed the fol 
lowing communication to t he electric railways in Indiana: 

"T he Railroad Commission is conducting an inquiry with 
respect to th e insta lla t ion of troll ey guards at crossings of 
electric and steam lin es. To assis t it in its investigation, 
it solicits your answers to t he fo llowing questions : 

"1. Give number of crossings upon your line no w pro
tected by t rolley gua rds; and g ive brief description of guard 
or guards so used, with name of manufacturer. 

"2. Give approximate number of c rossing s upon y ou r lin t· 
not so protec t ed. 

"3. W hat is you r opinion concerning t he practical effi
ciency of tro lley guards? 

"4. W hat kind of guard do you con sider the best? 
"5. What is t he approximate cost of installing a service

able tro ll ey guard? 
"6. Do you propose installing guards upon your lin e in 

the nea r future? If so, to what extent? 
"Pr ompt replies to the above are requested." 
The commission has also addressed a communicat ion to 

all in terurban railways on the subject of continuous service 
by employt·es which it has concluded as fo llows: 

"While the Attorney-General has decided that the Six
teen-Hour Law of 1907 does not apply to interurban ra il
roads, neverthdess, inasmuch as Congress and t he General 
Assemb ly of Indiana hav e enact ed human e endurance laws, 
we think that the wisdom and experience of rai lroad mt·n 
and legislators leading to such enac tm ents shoul d cause 
you not to require or permit employees, especially your 
trainmen, to work more than a reasonable length of time. 
Therefore the commission desirt·s to impress upon interur
ban managers, whet her or not the interurban rai lroads are 
amrnable to the penalties of these Acts, that their trainmen 
and employees shou ld not be required or allowed to remain 
on duty longer than 16 consecutive hours, or to go on duty 
without having had at lea st eight hnur s' rest, and the com
mission r ecomm end s that managers take prompt and effi
cient steps to limit the hours of service on their line<, in 
accordance with the recommt·ndatio11." 

Celebration Traffic in New York 

The Public Servil'.c ( ·ommi SC> ion of the First District of 
:-.lew York has just made p11blic a summ ary of the total 
passengers carrit·d 011 ca d1 of the ~t reet railways within it s 
juri sdiction during the llu<b n11-F11lt1J 11 cC"kl>ration in New 
York, which exte nded from S<·pt. 25 t" Oct. 2. On page 
887 of th e ELECTRIC RAILWAY Jl)ill{ NA t., "f Oct. 16, 1909, a 
-; imilar summary wa s published, but t hC" 1°1 g urc s were ob
tained direct fr()111 the l'.0 111pa11i<·s so licited, and th e sum 
mary was l'. 'Jllfin<·d to t he principal companies operating 
in Manhattan Boroug h, Br<JllX Borough and Brook lyn Bor-
1JUgh. The cornp.ilation of the 1'11blic Service Comniission, 
therefore, inclttd<· s t lw Second Av('ntte Railroad, Central 
Park, North & Ea~t l<iver I<ailroa<I, the Hud so n & Man
hattan Railn,ad np,·rati11J.?; IJ<'IW<·1·11 New York and N<>w 

J ersey and the Twenty-eighth & Twenty-ninth Street Cros::,
town lines in Man hat tan Boroug h ; t he West Chester Ekc 
tric Rail road, Yonkers Rail road, New York City Interbor
ough Railway an d t he Southern Boulevard Company in 
Bronx Borough; t he Long Is land E lectric Rail way, New 
York & Long Is land Traction Company, Ntw York & 
Q ueens County Rai lway and the Q ueens Borough Bridge 
Operating Company in Queens Borough, and t he Staten 
I sland Midland Rai lroad and the Ric hmond Ligh t & Rail
road Company in Richmond Borough, none of which 
was included in t he compilation in the ELECTRIC RAILWAY 
JoURNAL of Oct. 16. Thus the total of passengers carried as 
given by the Public St·rvice Commission for t he five bor
oughs of the greater city is 47,834,103, as comp ared with 
the total of 44,321,821 g iven in t he ELECTRIC RAILWAY 
JoURNAL of Oct. 23, 1909, page 922, for t he principal com.;. 
panies in Man hattan Borough and both companies operatipg 
in Brooklyn. The numbt'r of passengers car ried by the 
companies arranged by boroughs as made public by the 
commission fo ll ows: 
Manhattan. 
Metropolitan Street Railway... . ............. . 
Second Avenue Railroad ......................... . 
Central Park, North & East River Railroad .....•.. 
Subway (Interborough) ..•....................... 
E levated (Interborough) ...... , ...........•....... 
H udson & Manhattan Railroad ............•.•.....• 
Third Avenue Rail road .......................•.•. 
Forty-second Street, Manhattanvi lle & St. Nicholas 

Avenue Rail road .............................. . 
Dry Dock, East Broadway & Battery Railroad ..... . 
T wenty-eighth & Twenty-nin th St reet Cross-town 

Rail road ........... , .................... . .... . 

Bronx. 
W estchester Electric Rail road .................... . 
Yonkers Railroad ...................•............. 
New York City-Interborough Railway ....•...•.... 
Southern Boulevard Co ...........•... , .........•. 
U nion Rai lroad ....................•.........•.•.. 

Brooklyn. 
Brooklyn Rapid Transit Company (E levated) ..... . 
Brooklyn Rapid Transit Company (Surface) ..•.... 
Coney Island & Brooklyn Rail road ............... . 

Queens. 
Long Island Electric Railway .................... . 
New York & Long Island Traction Company ...... . 
New York & Queens County Railway ...•.......... 
Municipal Operating Queensboro Bridge .......•.... 

Richmond. 
Staten. Island Midland Rai lroad .................. . 
Richmond Light & Railroad Company ............. . 

10,802,964 
417,483 
363,312 

7,515,655 
7,608 , 506 
1,052,9 I 5 
1,510,796 

1,119,967 
324,468 

9,126 ' 

144,920 
170 ,913 
15 2,400 

69,030 
1,357,030 ----
3,752,748 
9,476,00 7 

805,017 
----

78,469 
59,445 

570,193 
144,034 

----
125,926 
202,799 

1,894,293 

14,033,77, 

328,725 

Grand total .......................................... 47,834,103 

Notwithstanding t he fact that the surface, subway and 
elevated lines in Greater Nt'W York carried 47,834,103 pass
engers during the celebration, the commission reports that 
not a death resultt·d from accident in handling the enormous 
crowds. During the celebration, there were only 20 acci
dents resulting in injury to passengers, of which 7 oc
cu r r ed on Sept. 25, 7 011 S tpt. 28, S on Sept. 30, and I on Oct. 
2. This is lower t han the average number of accidents in 
ordinary traffic and, in the opinion of the commission, 
shows the attention and care exc rc ist·d in the provisions 
made for the sa fe transportation of the people . In the 
accidents which occurred, there was nothing t o indicate that 
a ny one of them was directly connected with the celebra
tion. 

Employees of Connecticut Company Rewarded.-The 
Connecticut Company, New Haven, Conn., recently made 
its fourth annual distribution of $1,000 among conductors 
and motorm en of its New Haven lin es who operated their 
cars for a year with a clean record. About 200 men partici
pated, the motormen receiving $3.29 each, while the con
ductors received $5.26 each. 

Smoking Cars Discontinued on Chicago & Oak Park Ele
vated Railroad.-The Chicago & Oak Park Elevated Rail
road di scontinued the operation of smoking cars on Nov. I, 
1909. The notic e of t he company to t he public, inform
ing them of th e change, fo ll ows: "On and after Nov. r, 1909, 
the Chicago & Oak Park E levated Railroad wi ll not operate 
'smoki ng- cars' on any of its trains. Four-minut e service 
except duriu g- 'rush hour s' (when the J-minutc se rvice 
sti ll continues) will go into effect NO\'. 1, I<)0f), from Oak 
Park and Austin. Running time, Oak Park to Loop, wil l 
he c11t t" :2<) 111in11t es, a11<l Austin to Loop to 22 minut es." 

Members of Pennsylvania Commission and Representa
tives of Rai lways Confer.-A series of important confer
ence s between tht· members of the Railroad Commission of 
P enn sy lva nia and nrtil'.ials and attorneys of stca 111 railways 
and electric railways regarding vario 11 c. 111attns affrctin g 
the co111pa11it· s was held at the orticcs of t he commission at 
th<' State Capitol, in llarri ~h11r g-, lwi.:inni11i.: N"1·. \1a yor 
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Magee, of Pittsburgh, reported to the commission concern
ing the service furni shed by the Pittsburgh Railways in 
compliance with th e recommendations of the commission 
following an inquiry into the transportation problems in 
Pittsburgh and its suburbs, and officials of the Philadelphia 
Rapid Transit Company were heard regarding the recom
mendation of the commission that the company comply 
with the previous order of the commission forbidding pas
sengers from riding on the front p latforms of car s, to which 
order a ttention has been directed by the commission, as 
n oted on page 1001 of the ELECTRIC RAILWAY JOURNAL, of 
N ov. 6, 1909. 

New Headlight Regulation in Washington.-The Com
missioners of the District of Columbia have adopted the 
following amendment to the poltce regulations of the dis
trict: "No --street ra ilway company, motorman, conductor or 
officer or employees of a street railway company, operating 
street railway cars in the District of Columbia, shall use 
upon, or affix t hereto, any street railway car any headlight 
w hich by reason of its excessive brilliancy is likely to dazzle, 
blind or otherwis e endanger any driver or operator of any 
vehicle or any pedestrian, using the public streets, avenues 
or highways of the District of Columbia. Any person or 
corporation violating the provisions of this section shall 
upon conviction thereof b e fined not less than $5 nor more 
than $40 for eac h offense." 

Electric Railways at the Boston 1915 Exhibition.- An 
"uplift" exhibition is being held in Boston in the old 
Museum of Fine Arts building, with the object of improv
ing living and commercial conditions in the m etropolitan 
district with r9r5 as a time limit for definite betterment. 
A mong the exhibits is a display by the Pennsylvania Rail
road which consists of a m odel of the New J ersey, Hudson 
and Long Island tunnels 33 ft. in length, models of electric 
locomotive, car, tug and lighter construct ion, photograph s 
of the Washington terminal, views o f the proposed Hell 
Gate bridge, and illustrations of a va riety of steam loco
motives, passenger and freight rolling stock. P lans and 
sections of the company's recent work are also shown. 
The Boston Elevated Railway shows a large number of photo
g raphs of its system and equipment, including views of places 
on its line s with hi storic and literary associations, card
board mod els of subway and tunnel st ations, plans of the 
surface and elevated lines, map s of the subway system, and 
a perspective drawing of all th e trunk lines of the company. 
Views of surface and elevated cars are shown by years, and 
there are also m otor-driven folding pictures of points of 
interest. The Boston & Northern Street Rail way and the 
O ld Colony Street Railway are distributing maps and fold
ers of their territory, and exhibit photographs and 300 
reflectograph views of points on the systems north and 
south of Boston. The Boston Transit Commission displays 
a model of the State station of the Washiqgton Street 
tunnel, and photographs and blue prints of its subway and 
tu nn el construction since the building of the Tremont 
Street subway in Boston, about 14 years ago. 

Chicago Cars to Stop on Near Side.-At a conferenc~ of 
ci ty and traction offic ia ls on Nov. 8, 1909, it was decided 
that on a nd after April r, 1910, all street cars in Chicago 
shall stop on t he near side of street crossings. Between 
now and A pril I a campaign of education will be condu cted 
so t hat passenger s will n ot be inconvenienc ed wh en the n ew 
rule goes into effect. One of the m embers of the confer
ence said t hat the scheme of stopping on th e far side of 
crossings, w hich is observed by many street railways, was 
a relic handed down from horse-car days. A nother reason 
for stopping on the far sid e of the crossing has been that 
passengers boarding or ali ghting from th e rear end of a 
car in the winter would be obliged to walk through the 
snow if t h e car was stopped on th e near side of the cross
ing. With th e large pay-as-you-enter car s having exits at 
t he forward end, thi s objection is lessened, because only 
those boarding need walk to the rear platform. As the chief 
of police and his assistants, oth er r ep resen tatives of the 
city and representatives of t h e Chicago City Railway and 
the Chicago Railways were unanimous in approving the 
change, n o special ordinance was deemed n ecessary. The 
far-corner st op is blamed Jor a large measure of th e street 
congestion within the crowded commercial district. Traffic 
regulation by crossing polic emen requ ires that stops be 
made on th e n ear side in practically every instance, and 
thus there are two stops where one would suffice. The de
lay incidental t o th e tim e taken by the second stop obstructs 
other cars and wagon s and retards the schedu le of the cars. 
It is stated that th e r ailways plan to put a guard rail along 
the exit side of the front pl atforms of the cars, thus main
aining a free passageway between the exit door in th e bu lk
head of the car and the door in the platform vestibule 
immediately above the forward exit step. This shou ld 
make the front door readily avai lable for exit. 

Personal Mention 
Mr. A. S. Palfray has resigned as treasurer of the Mexico 

Tramways and the M exican Light & Power Company, 
Ltd., Mexico City, Mex. 

Mr. J. B. Ingersoll has resigned as electrical engineer of 
the Spokane & Inland Empire Railroad, Spokane, Wash., 
to engage in other engineering work. 

Mr. • A. C. Smith, who has been chief inspector o~ the 
Ogden (Utah) Rapid Transit Company, has been appomted 
assistant superintendent of the company. 

Mr. F. E. Guthrie and Mr. George W. Whysall are re
ceivers for the Columbus, Marion & Bucyrus Railway, Dele
ware Ohio and Mr. Eli M. West is sole receiver for the 
Colu~bu s, 

1

DelawarE.' & Marion Railway, Columbus, Ohio. 
Mr. H. G. Welfare has resigned from the Chicago, Lake 

Shore & South Bend Railway, South Bend, Ind., to act 
as assistant engineer on the erection and installation of_ a 
n ew disposal plant w hich is being constructed for the city 
of Columbus, Ohio. 

Mr. A. D. Miller has been appointed manager and super
intendent of the Reno (Nev.) Traction Company. For the 
last two years Mr. Miller has been assistant engineer of the 
Reno Powe r, Light & Water Company and the Truckee 
River General Electric Company. 

Mr. Henry Floy, having conclu1ed th~ work he wa_s doing 
for Mr. B. J . Arnold, in connection with the appraisals of 
the va rious street railway properties in Greater New York, 
for t he Public Service Commission of the First District, ~as 
agreed to co-operate with certain bo!1dhold~rs of the Third 
Avenu e Railroad, New York, N. Y., m valumg the property 
of that company. 

Mr. W. H . Evans has ent ered th e service of The Milwa!-1-
kee Electric Railway & Light Com_Pany, Milwau~ee, Wis. 
For the immediate future his particular work will be to 
a ssist in th e deve lop ment and supervise the construction 
and equipment of the comprehensi_ve n ew general_ con~truc
tion and r epair shops which The Milwaukee Electr!c Rail~ay 
& Light Company proposes to erect. He began his services 
in Milwaukee on Nov. I. Mr. Evans was formerly master 
mechanic of the International Railway, Buffalo, N. Y., and 
at one t ime was master m echanic of the Indianapolis Trac
tion & Termin-.1 Company, Indianapolis, Ind. He entered 
s tree t railway work with the Twin City Rapid Transit Com
pany, Minn eapolis. Su~sequent_ly he _was connected for _a 
short time w ith the Chicago City Railway. Mr. Evans is 
fi rst vice-president of the American Street & Interurban 
Railway E ngineering Association and acted last y~ar_ as 
chairman of the committee on standards of that association. 
Mr. Evan s also served for a time as chair~an of the stand
ardization committee of the Central Electric Railway 1:sso
cia tion. 

Mr. C. E . A. Carr, managing director of the Quebec 
(Que.) Gas Company, has been appointed general manager 
of the Quebec Railway, Light & Power Company, to suc
ceed Mr. E. A. Evans, who will continue with the com
pany as chief engineer. Mr. Carr was formerly manager of 
th e Helena Light & Railway Company, Helena, Mont. He 
was born in Thornton, Ont., in 1870, and was graduated 
from the high school at Barrie, (?nt., in 1883, and studie~ 
a t the British-American Commercial School, Toronto, until 
1886. He was connected with the office of the city e~
gineer of Toronto from 1888 until 1891 and from 1892 until 
1894 was sec retary to the general manager of the Toronto 
Rai lway, Montreal Street Railway and the Cleveland Elec
tric Railway. From 1895 to 1905 Mr. Carr was secretary, 
trea surer and general manager of th e London (Ont.) Street 
Railway. During his connection with the London Street 
Rai lway Mr. Carr also was general manager a1!d s·ecretary 
of the Montreal Park & Island Railway, a 40-mile suburban 
property, and spent alternate weeks in Lo~don and Mon
treal until the Montreal, Park & I sland Railway was sold 
to the Montreal Street Railway. His connection with the 
Helena Light & Railway Company extended from 1905 to 
1908. 

OBITUARY 
Willis L. Bryant, a director of the Pottsville (Pa.) Unio!1 

Traction Company and the Danville & Sunbury Transit 
Company, Danville, Pa., is dead. Mr. Bryan~ was also a 
director of several light and power compames and was 
prominent in banking circles in Pennsylvania. . 

W. W. Cargill, vice-president of the LaCrosse_ (Wis.) 
City Railway, is dead. Mr. Cargill was also president of 
the Vote-Berger Company, which manufactures telephone 
apparatus, and was connected with the LaCros?e Telephone 
Company and th e LaCrosse Gas & Electric Company, 
LaCrosse, Wis. 
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Construction News 
Construction News Notes are classified under each head

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

reported. 
RECENT INCORPORATIONS 

*Magnolia Spring Company, Groveland, Ga.-Applicat~on 
has been made by this company for a charter to es~a~ltsh 
a street railway in Groveland. It also asks the privilege 
of building power plants. Principal office, Groveland. 
Capital stock, $5,000. Applicants for charter: W . Elabee, 
M. E. Carter, L. Banks, E. A. Proctor, D. B. Warnell and 
W. C. Perkins. 

London & Lake Erie Railway & Transportation Com
pany, London, Ont.-Application has been made for the 
incorporation of this company as the successor to the 
Southwestern Traction Company. Permission has also been 
asked to acquire the Woodstock, Thames Valley & Inger
soll Electric l.{ailway as part of its through system, and to 
construct lines from Brantford, through Paris to Wood
stock, Ingersoll, London, Strathroy and Glencoe, and from 
Delaware to Lambeth and from Ayler to St. Thomas. The 
new company will also run a line of boats to Cleveland, 
Ohio, from Port Stanley on Lake Erie. Capital stock, $2,-
000,000. Provisional directors: W. K. George, Sidney Jones 
and George B. Woods, Toronto; Dr. Angus MacKay, In
gersoll; F. G. Rum ball and John Purdom, London, and 
Albert E. Thompson, Cleveland. 

Carolina Traction Company, Rock Hill, S. C.-Incorpor
ated in South Carolina to build a 30-mile electric railway 
connecting Rock Hill, Charlotte, Chester and Yorkville. 
It will connect the Seaboard Air Line Railway at a point 
in Chester County. Initial capital stock, $150,000. Incorpor
ators: J. M. Cherry, Rock Hill; W. S. Lee and George 
Stevens, Charlotte. [E. R. J., Sept. 25, '09.] 

*Columbia River & Mt. Adams Railroad, Spokane, Wash. 
-Incorporated to build an electric railroad from some 
point on the Columbia River in Klickitat County, northerly 
through parts of Klickitat, Yakima and Skomania Coun
ties to a point in the vicinity of Mt. Adams. The com
pany also plans to operate steamboats and ferries on the 
Columbia River, and to generate electric current for light 
and power purposes. Capital stock, $2,000,000. 'Trustees: 
Adolph F. Suksdorf, Edward H. Suksdod and Oswald N. 
Suksdorf, all of Spokane. Headquarters, Spokane. 

FRANCHISES 
*Eureka, Cal.-George Henderson, through his attorney, 

Charles P. Cutlen, has applied to the City Council for a 
franchise for an electric railroad on F Street from the 
water front to the city limits. 

Moline, Ill.-The City Council has granted to the Tri
City Railway & Light Company, Davenport, Ia., a 20-years' 
extension of the franchise covering its Fourth Avenue line, 
with permission to double-track .the same. 

Ottawa, III.-The Northern Illinois Light & Traction 
Company has petitioned the City Council for a 20-year fran
chise in order that it might continue operating and main
taining its railway and also furnish and distribute electrical 
current throughout the city for power and lighting pur
poses. The petition also requests that the company be 
empowered to carry its electric light wires and operate its 
cars over the new bridge. 

Indianapolis, Ind.-The Commissioners of Marion County 
have granted a franchise to the Shore Line Traction Com
pany for the con struction of an electric railway in Church
mans Pike fr om Indianapoli s to Beach Grove, a distance of 
9 miles. The Commissioner s refused to bear the expense 
of constructing a new concrete bridge 60 ft. wide over Bean 
Creek to replace the 12-ft. bridge now in use. Louis Mc
Mains, wh o is promoting this line, says it ha s not been 
decided wheth er the company will seek an independent 
entrance into J ndianapo li s and build a power hou se at 
Beach Grove. [ E. R. J ., Oct. 23, '09.] 

Logansport, Ind.-The Commiss ioners of Cass County 
have granted a 75-year fra nchi se to the J ndiana & North
western Traction Company to build an electric railway 
through the county. The franchi se p rov ides for safe guard
ing the crossings over public hig hways, and s tipulat es that 
the charges for freight and passenger services sha ll be 
even throughout the county. [ E . R. J., Nov. 6, '09. ] 

Chicopee, Mass.-T he Board of Al~errnen has g ran_ted to 
the Springfie ld (Mass.) S treet Ra dway a francl11 se to 
ex tend it s track for about t h ree-fourth s of a mile o n East 
Stree t, Chicopee. 

*Pittsfield, Mass.-P. J. Moore has ap~lied_ to the <;:ity 
Council for a franchise to construct and maintain a gasohne
e lectric railway in the eastern portion of Pittsfield. 

St. Joseph, Mo.-The City Council has granted to the St. 
Joseph Railway, Light, Heat & Power Company a 35-ye~r 
franchis e for a street railway on Sixth Street from Messame 
Street to Pat ee Stn:et. 

*Medford, Ore.-John R. Allen, New York, N . y., has 
applied to the Medford City Council for . a1: electric ~ail
way franchise. Mr. Allen will apply for ~1milar _franch1s~s 
in Grants Pass and Ashland and intermediate points. It 1s 
his intention to build an electric railway connecting all 
points in the Rogue River Valley. 

*Uniontown, Pa.-William A. Stone has been granted a 
franchise for an electric railway in Uniontown. 

West Newton, Pa.-The City Council has granted the 
West Penn Railways, Pittsburgh, a franchise for the oper
ation of its Sewickley Valley line through West Newton. 

TRACK AND ROADWAY 
Highland Pacific Railroad, Lakeport, Cal.-It is an

nounced that this company, which was recently incorporated 
to take over the holdings of the Sonoma & Lake County 
Railroad, and which is now procuring rights of way from 
Lakeport via Cloverdale to Santa Rosa to operate an elec
tric line over this district, is figuring on extending the line 
to Tidewater via McNear's Point. A movement is on foot 
to secure control of the Petaluma & Santa Rosa Railway, 
or to provide traffic transportati_on facilities over !t. A 
feeder is to be used as a street ratlway system both 111 San 
Rafael, Petaluma, Santa Rosa and Healdsburg. A. Dick
inson, president. [E. R. J., Oct. 9, '09.] 

Shore Line Electric Railway, New Haven, Conn.-This 
company is said to have awarded a contract to Joseph 
Lyons, Marlboro, Mass., for the construction of ~he section 
of its proposed railway from New Haven to Irvington. 

Meriden Middletown & Guilford Railway, Meriden, Conn. 
-This co~pany has decided to proceed with the final sur
vey of its proposed electric railway from Durham to North 
Branford. As soon as this is done the work on that sec
tion wi ll be started. The road will be standard gage and 
will be constructed with 70-lb. rails laid on steam road ties 
heavily ballasted. Francis Atwater, Meriden, president. 
[E. R. J., Oct. 23, '09.] 

People's Railway, Wilmington, Del.-This C0mpany has 
opened its new extension between Brandywine Springs 
and Marshalltown, a distance of about I mile. Direct serv
ice is now operated between Wilmington and Ma_rshall
town. It is proposed to eventually extend the line to 
Newark. 

*Swainsboro, Ga.-It is stated that Alfred Herrington, 
Monte Sano, is considering the advisability of building an 
electric railway around Swainsboro, also to extend to 
Monte Sano, a suburb of Swainsboro. 

Indiana Union Traction Company, Anderson, Ind.-This 
company is said to be buying an additional 30 ft. (?f land 
along its track with a view of double-tracking the lin e be
tween Anderson and Indianapolis. The company announces 
that the work will be begun next spring. 

Des Moines, Council Bluffs & Western Railway, Des 
Moines Ia.-It is stated that an agreement has been made 
by this

1 

company with the Red Oak & Northeastt:rn Rail
way, Red Oak, w her eby th ey will jointly constru~t the 
railway between Des Moines and R ed Oak. It 1s the 
plan to conso lidate the two companies in the near future. 
The Red Oak & Northeastern Railway is to build the 
line from Red Oak to Stuart, while the Des Moin es, Council 
Bluffs & Western Railway will start its line at D t:s Moines 
and connect wi th the other company a t Stuart. The com
bined capital of the two companies amounts to about 
$500,000 a t present. [E. R. J. , Sept. 19, '08.] 

Kansas City & St. Louis Electric Railway,_ St. Louis, M?· 
-At a meet in g of the stockholders and directors of this 
company on Oct. 29 the capitalization of th e company 'Yas 
increased from $5,000,000 to $15,(?00,ooo .. The following 
officers were elected: D . C. Nevin, president ; John H . 
Berkshire first vice-p resid ent ; B. L. Dorsey, second vice
president ;' Char les A. Loomis, general solicitor; J. H. Reed
er, assistan t gene ral solicitor ; H. E. Insley., secre.tary ~nd 
audit or, and IL V. J ohn son, trea surer. It 1s. the intention 
to build an e lectric railway between St. Lams and Kansas 
Ci ty. [E. R. J ., Nov. 6, '09.l 

St. Louis County Belt Railroad, St. Louis, Mo.-James 
D. House man, ge neral manager, advise s that it will be at 
least s ix month s before thi s cn mpany wi ll take up co n
structi on work on its propose d rai lway. 1 t will be an 
electric belt railway, 30 miles long, exte n~lin ~ through ~t. 
Louis County from 11nrth to sonth, and c1rcl111g St. Lo111,; . 



ELECTRI C RAILWAY JOURNAL. [VoL. XXXIV. No. 19. 

1 t will also pass through Affton, Webs te r , Maplewood, 
Clayton, University City and Ferguson. The proposed 
railway will connect with nine stea m railroads and thirte en 
electric railways. Capita l stock, $300,000. Officers: 
Thomas M. Gallagher, St. Louis, president; B. H. Lang, St. 
Louis, vice-pr es ident; E. W. Rannells, Maplewood, secre
tary ; James E. Hereford, Clayton, treasurer; J am es D. 
Houseman, St. Louis , general manager. Main office, 414 
Roe Building, St. Louis . [ E. R. ]., Sept. 11, '09.] 

*Laurel, Mont.-W. R. Westbrook and L. A. Nutting. 
Laure l, are said to be considering a p lan to build an elec
tric railway to Bill ings and up Clark Fork and R ock Creek. 

Public Service Railway, Newark, N . J.-This company 
has applied to the Board of Works for permission to ex
tend its Mount Prospect A venue lin e to the Fore·st Hill 
station of the Greenwood Lake branch of the Erie Railroad. 
The reque st w ill be considered at a public h ea ring to be 
held Nov . 18. 

Vineland, N. ].-Herbert C. Bart lett, Vineland, advises 
that a company has not yet been formed to construct the 
proposed electric railway between Vine land and Bridgeton. 
[E. R. J., Oct. 30, '09.] 

Fostoria & Fremont Railway, Fostoria, Ohio.-]. D. Mc 
Done l, secretary and treasurer, advises that construction is 
to be started within 30 days on this proposed electric rail 
way, which is to extend from Fremont to Havens, Burgoon, 
Kansas, Amsden and Fostoria, a distance of 21.4 miles. The 
company has purchased the Fremont City Street Railway, 
now in operation between Fremont and Ba llville, 2.5 miles, 
and will use it for an entrance to Fremont. It is intended 
to grade the line during the winter and complete it by July, 
1910. Capital stock, authorized, $300,000. Bonds, auth or
ized, $300,000. [E. R. ]., Oct. 23, '09.] 

Steubenville & East Liverpool Railway & Light Company, 
Steubenville, Ohio.-I t is reported that th is company will 
extend its interurban railway, terminals of w hich a re now 
in Steubenville and Beaver, Pa., from Beaver ove:r the O hio 
River at that point and up the river to Alequippa, Pa. The 
new extension w ill give a continuous traction se:rvice from 
Moundsville , W . Va., up th e O hi o River to within a short 
distance of Pittsburgh, likewise from Cleveland. 

Oklahoma City, Lexington & Sulphur Springs Electric 
Railway, Lexington, Okla.-This company has presented a 
proposition to the people of Wynnewood to extend its elec
tric railway through that town providing the sum of $25,000 
is taken in stock. The railway when complet ed wi ll extend 
from Oklahoma City to Sulphur. J as. Sherman, Lexington . 
president. 

*Toronto, Ont.-F. L. Fowke, M. P., will present a bill 
to the Dominion Parliament applying for authority and 
charter for the Toronto & Eastern Railway to build an 
electric railway connecting Cobourg and T o ronto, pas sin g 
through Port Hope, N ewc;ast le, Bowmansville, Oshawa and 
Whitby. 

Altoona, Hollidaysburg & Bedford Street Railway, Pitts
burgh, Pa.-John G. Burns, president of this company, 
advis es that plans and estimates a r e now being prepared 
and it is probable that by April 1, 19m, construction will 
be s tarted on the electric rai lway which is to connect Al
toon a, Hollidaysburg, Everett, Bedford and Roaring 
Springs. Headquarters, Thirty-first Street and Liberty 
Avenu e, Pittsburg h. Capital st ock, authorized, $1,200,000. 
Bonds, authorized, $1,200,000. Officers: John G. Burns, 
president; J. Weidman Murray, vice-president; George W. 
Burke, secretary a nd treasurer. [E. R. ]., Oct. 30, '09.] 

Warren & Jamestown Street Railway, Warren, Pa.-This 
company is said to be considering the feasibility of extend
ing it s line from Jamestown, N. Y., to Dunkirk, running 
through the towns of Ellicott, Gerry, Ellery, Stockton. 
Charlotte and Pomfret. 

South Dakota Interurban Railway, Centerville, S. D.
W. E. Miller, p resident, announces that this company 
proposes to bui ld an interurban railway from Sioux Falls 
to Bijou Hills, 160 miles, and that the survey has been 
made as far as Parkston. which has donated $50,000 toward 
the enterprise. The right-of-way has been secured as far 
as Freeman, and fully a third of the money required to 
promote the enterprise has already been subscribed. [ E. 
R. J., Oct. 30, '09.] 

Gallatin, Tenn.- C. H. F idler, Gallatin, writes that he is 
promoting a railway, about 12 miles long, from Gallatin to 
a connection with the Ten n ess ee Central Railroad, at a 
point 18 mil es east of Nashvill e. This railway will also 
connect with a line of steamers on the Cumberland R iver. 
fE. R. J., Oct. 23, '09.] 

Tennessee Traction Company, Memphis, Tenn.-George 
E. Bushnell advises that this company has been organized 
to construct an electric railway from Memphis to Nash-

ville and Ja ckson, a distance of 210 miles. Articles of in 
corporation were filed for th e company on Nov. I. It has 
not yet been determined what motive power will be adopt
ed. Capital stock, authorized, $50,000. Officers: W. K. 
Burton, president; W. R. Gilbert, vice-president; Horace 
N. Smith. secretary and treasurer; George E. Busnell, gen
eral manager, all of Memphis. [E. R. ]., Nov. 6, '09.] 

Bryan, Tex.-J . T. Maloney, Mayor of Bryan, recently 
held a conference with a committee of the board of direct
o rs of the A. & M. College in regard to the construction 
of the propose:d 5-mile railway from Bryan to College 
StaHon. Two routes have been surveyed and estimates 
made of the costs of construction. The people of Bryan 
have put up a bonus of $10,000 and will take $10,000 in 
stock. The committee representing the board of directors 
of the college agreed to subscribe $10,000 in aid of the 
new lin e. [ E. R. ]., Oct. 30, '09.] 

Twin City Light & Power Company, Chehalis, Wash.
This company has awarded to A. J. McCabe the contract 
fo r th e grading of this proposed railway which is to con
nett Chehalis and Centralia. Arrangements are pending 
with t he Northern Pacific Railroad to build a 600-ft. viaduct 
over its tracks in the north end of the city, so as to cut out 
the dangerous g r ade crossing leading to Sitka Street. [E. 
R. J ., Oct. 30, '09.] 

La Crosse & Winona Traction Company, La Crosse, Wis. 
- W. J. Fe rris, president, is said to have announced that 
the construction of this proposed electric railway between 
Winona and La Crosse will be started early next spring. 
Mr. Ferris says the money required, approximately $1,000,-
000, is now available, and that the company is making prep
arations to comm ence building as soon as terminal rights 
a re secured. Concerning the request of the company for a 
franch ise to ente r Winona, Minn., the business men have 
adopted a reso luti on favoring the construction of railway 
between the two cities by the way of Galesville. [E. R. J., 
Oct. 30, '09.] 

SHOPS AND BUILDINGS 
Northern Indiana Railway, South Bend, Ind.-This com

pany is bui ldin g a new fireproof carhouse and repair shop 
in South Bend on the site of its power plant, which has 
been dismantled. The brick walls of the power house will 
be used but the new structure is to be much longer than 
the old and work on the ntw foundation is now well under 
way. The interior of the building is to be divided into thre·e 
sections. One wi ll be used for clea ning, painting and wash
ing cars, anoth er wi ll be enti r ely for interurban cars and 
the third will be for repair work. 

Worcester (Mass.) Consolidated Street Railway.-The 
Worcester Consoli dated Street Ra ilway ha s closed its car 
house on East Main Street, Westboro, and will move it to 
Northboro and the cars handled from there. The present 
car hou se at Westboro wi ll b e used only for storage of 
closed cars in summer and open cars in winter. 

Buffalo & Lackawanna Traction Company, Buffalo, N. Y. 
- This company is sa id to be considering plans for the 
erection of a one and two-story brick carhouse and general 
office building at Swan Street and South Cedar Street and 
Myrtle Avenue. The two-story st ructure will face on South 
Cedar Street and wi ll be 35 ft. x 52 ft. The carhouse, which 
will have entrances on Myrtle Avenue and Swan Street, 
will be 178 ft. x 50 ft. The estimated cost of th e structure 
is $13,500. 

New York & North Shore Traction Company, Mineola, 
N. Y.-This company has purchased a tract of about four 
acres of land on Alley Creek, Bayside Meadows, wh ere it 
will erect a carhouse. 

POWER HOUSES AND SUBSTATIONS 
Worcester (Mass.) Consolidated Street Railway.-The 

Worcester Consolidated Street Railway will discontinue 
operating its power plant on Brigham Street, Westboro. 
The plant wi ll be dismantled and the equipment installed in 
t he Westfield power sta tion on th e sys tem of the Wor
onoco Street Railway. 

New York & North Shore Traction Company, Mineola, 
N. Y.-This company has bought a tract of land on Alley 
Creek, Bayside Meadows, where it will erect a power plant. 
The power to be gene rated at this plant will supply the new 
line from Whitestone Landing to F lushing, and the line con
necting Nassau and Queens Counties. 

Salt Lake & Ogden Railway, Salt Lake City, Utah.
T his company h as begun work on its new power station 
near Lagoon. This main power plant will be built of brick 
and concrete m easuring 141 1-3 ft. x. 106 ft., one story high. 
The estimated cost of the building with complete equip
ment is $200,000. At Stockdale, Lagoon, Clearfield and 
Ogden the company will build substations costing $25,000 
ea ch. 



NOVEMBER- 13, 1909.] ELECTRIC RAILWAY JOURNAL. 1043 

Manufactures & Supplies 
ROLLING STOCK 

Hagerstown (Md.) Railway is r epo r ted to be in t he mar
ket fo r rolling stock. 

Schenectady ( N . Y .) Railway, it is report ed, expects to 
buy 12 cars early nex t sprin g. 

British Columbia Electric Railway, Vancouver, B . C., re
ren tly purc hased six cars from t he Ottawa Car Company. 

Huntington (N. Y.) Railroad has purchased on e Russell 
snow p low from the W endell & M acDu ffi e Company, New 
York, N. Y. 

Edmonton Radial Railway, Edmonton, Alta., Can., has 
recent ly placed an order " ·ith th e Ottawa Car Company for 
four passe nger cars. 

Des Moines (Ia.) City Railway has purchased a single
t ruck sweeper from the McGuire-Cummings Manufacturing 
Company, Chicago, Ill. 

Rochester ( N . Y.) Railway has placed an order with the 
Wende ll & MacDuffie Company, New York, N. Y., for two 
McGuire-Cummings snow sweepers. 

Cedar Rapids & Marion City Railway, Cedar Rapids, Ia., 
has orde r ed a single-truck snow sweepe r from t he McGuire
Cu m min gs Manufacturing Company, Chicago, Il l. 

People's Railway, New Hamburg, Ont., contemplates pur
chas ing, som e t ime in J anuary, t he IO combination passen
ger and b aggage cars, and an elect ric locom otive, mentioned 
in t he ELECTRIC RAILWAY JouRNAL of May 8, 1909. 

Grand Forks (N . D.) Street Railway is in the m arket for 
a second-hand snow sweeper in good condi t ion, and two 
second-h and or rebuilt single t ru ck , closed motor cars, 
complete and ready for operation; to be pain ted as requi r ed. 
. Quebec Railway, Light & Power Company, Quebec, Que. , 

h as purchased six 18-foot clos ed vestibul e ca rs, IO n ine
bench open cars, two large suburban cars, two heavy dou ble
broom sweepers and two wing p lows from the Ottawa Car 
Com pany. 

Fresno (Cal.) Traction Company, mentioned in the 
ELECTRIC RAILWAY J 0URN'AL, Aug. 28. 1909, as be ing in the 
market for IO double-truck cars of the Cali fornia type, has 
ordered this rolling stock from the American Car Com
pan y. T hese cars will be equipped for pay-as-you-enter 
se rvice. 

Rock Island-Southern Railway, M onmouth, Ill., has j ust 
placed an order with the Niles Car & Manufactu ring Com
pany, Ni les, Ohio, for eight interurban passenger cars with 
smoking compartments. These cars a re to be 62 ft. long and 
92 in. wide, mounted on Baldwin clas s 90-40 trucks, with 
standard 37½ in. steel-tired whee ls. The company has also 
pu rchased two Niles 50-ft. exp ress cars mount ed as ab ove. 

Peoria (Ill.) Railway Terminal Company has p lac ed an 
order for one combination passenger and baggage car with 
the McGuir e- Cummings Manufacturing Company. Chicago. 
Ill. This car is to have the fo llow ing dimensions: Length 
over buffers, 56 ft.; over corner posts, 46 ft. 2 in. ; width, 
9 ft . The fo llowing spec ial equipm en t has been specified: 
Allis-Chalmers motors and air brakes, N ich ols-Lint ern 
sanders, Hale & Ki lburn sea t s. Safety car h ea t ers , Ea r ll re
trievers, Pantasotc curta in mat erial with Ac m e friction r oll
ers, McGuire-Cummings 20-A tru cks, steel w hee ls. and 
McConway & Torley rad ial drawbars. 

Aurora, Elgin & Chicago Railway, Chicago, Ill., m en
tioned in the ELECTRIC RAILW AY J oi;RNAL of Oct. 30, 1909, as 
contemp lating the purc hase of five sin g le- truck c it y cars 
and one int erurban car, has plac ed an order for five single
truck city car bodies, 22 ft. 8 in. over all, wit h the N iles Car 
& Manufacturing Company, Ni les, Ohio. These cars will 
have eight side w indows and vestibules at eac h end, and 
will be finished in quartered oak. They wi ll be furnished 
with Hale & Ki lburn No. 99-A rattan scats. Th e company 
is also having the N iles Car & Manufacturing Company 
huild a 46-ft. interurban expres!- and baggage car of th e 
standard typ<" use d 011 thi s road 

Ft. Wayne & Wabash Valley Traction Company, Ft. 
Wayne, Ind., mentioned in the ELECTRIC RAILWAY JoURNAL' 
11f Oct. 30, 1909, as havin g ordered four combinat ion pass
<·11g-er and baggage cars, 20 single-truck semi-conve:rtible 
city cars, four traill"r frdg-ht cars, and two interurban 
freight cars, has draw11 the fo ll owing spec ifications for the 
four combination pa sse nger and baggage cars: 
Seating capacity ......... .52 Wid1 h over posts at belt 
Weigh t .......... 45,000 lh. 8 ft. 6½ in . 
Roister ccntns .. lrng1h 31 ft. Si ll to tro lley base .. 9 ft. 6 in . 

ro in. Height, r:1il to s ills .... 43 in. 
Length of body ...... :i:i ft. Rody ........ ... ..... Wood 

Length over ves tibul e Interior trim. . Mahogany 
53 ft . 8 in . U nderframe .. ... Compo<;ite 

Width over sills .. 8 ft. 5¼ in. 
Manufacturers of Special Equipment . 

Air brakes .. Genera l E lectric Motors 
Bolsters, body, Cincinnati Four G. E. 205 interpole 

M. C. B. Registt·rs . . . . . . . . . . Ohmer 
Bolsters, truck ........ Curtis Roofs ........... Cinci nnati 
Brakeshoes. A. B. S. & F. Co. Sanders ... Knight & Yergens 
Bumpers ........ Cinci nnati Sash fixtures .... ... Edwards 
Ct·nter bearings ..... Curtis Seats. H. & K. non -reversible 
Control system .... G. E. L -4 Seating material 
Couplers . McConway-To rley Plush a nd Qur ide 
Curta in fix .... Cu rtain S. Co. Side bearings ..... Cincinnati 
Curtain material ... Pantasote Springs . Ry. Sted Spring Co. 
Destination signs Trolley retrievers 

Ft. W. & W. V. T Co. Knutson No. 2 
Fenders or w hee lguards Trolley poles 

Pilots Gem:ral Electric 
Ge:ars and pinions 

General Electric 
Gongs 

E. S. S. Co.'s pneumatic 
Hand brakes ........ Peacock 
Heating system 

Peter Smith No. 1-C 
Headlights .... G. E. Form B 
Journal boxes.; .. Symington 

Trolley base 
General Electric No. 3 

Trolley wheels 
General Electric 

Trucks ........ .. Curtis J-669 
Ventilators, Hart's ratchets, 

swing transom 
Wheels .. Schoen rolled steel 

Tht· details of the four trai ler freight cars are as fol
low s : 
Weight ........ ... 25,000 lbs. 
Bolster centers .... .... 28 ft. 
Length of body ....... 38 ft. 

Sill to top of roof ..... 9 ft. 
Height, rail to sills 

Length over vestibu le .40 Jt. Body ....... . 
12 ft. 9 in. 

. . . .... Wood 
Composite Width over sills .8 ft. 4½ in. Underframe 

Width over posts at belt 
8 ft. 6½ in. 

Manufacturers of Special Equipment. 
Air brakes .... Westinghouse Hand brakes 
Bolsters, body Tower freight car 

Cincinnati M. C. B. Journal boxes ...... M. C. R 
Bolsters, truck, Diamond Side bearings 

frame trucks M. C. B. Cincinnati M. C. B. 
Brakeshoes.A. B. S. & F. Co. Springs ........... Simplex 
Bump ers . . . . . . . . Cincinnati Trucks, type, Diamond fra me 
Couplers ........... Janney truck M. C. B. 

The fo llowin g are th e specification s covering the two 
freight cars: 
Weight . . . . . . . . . 45,000 lbs. 
Bolster centers, length. 37 ft. 
Length of body ........ 6o ft. 
Length over vestibule. 59 ft . 
Width over posts at belt 

8 ft. 6½ in. 

Sill to trolley base.9 ft. 3 in. 
Height, rail to sills •... 43 in. 
Body .......... ...... Wood 
Interior trim .... Plain finish 
Underframe . . . Composite 

Manufacturers of Special Equipment. 
Air brakes .. General Electric Headlights .... G. E. Form B 
Bolsters, ~ody . Journa l boxes .... Symington 

Ctnctnnah M. C. B. Motors .... .... G F .. No. 205 
Bolsters . . . . . . . . . . . . Curtis Sanders 
Brakeshoe s. A. B. S. & F. Co. Knight & Yergens 
Bumpers ......... Ci ncinnati Springs. Ry. Steel Spring Co. 
Center bearings ..... Curtis Trolley retrievers 
Control system ... G. E. L.-4 Knutson No. 2 

Couplers .. Mc Conway Torley Trolley Poles 
Destination signs General Electric 

Ft. W. & W. V. T. Co. Trolley base 
Fe nders or wheelguards General Elec tric No. 13 

<:-;ca r s and pinions 
Pilots Trolley wheels 

General E lectric 
Hund brakes...... Peacock 
Heaters ....... Caboose stove 

General Electric 
Trucks .......... Curtis J-669 
Wheels .... Sh oen rolle<l steel 

TRADE NOTES 
Duplex Metals Company, New York, N. Y. has moved 

its offices to the thirty-seco nd floor of the Singer Building, 
149 Broadway. 

General Electric Company, Schenectady, N. Y., has moved 
its branch offices in Cincinnati from the Perin Buildin~ to 
the Providence Building. 

John f\· R_oebling's Sons Company, Trenton, N. J., has re
moved it s Cleveland office from 88 Superior Street to it s 
own new bui ldin g at 701 St. Clair Avenue, N. E. 

Dearborn Drug & Chemical Works, Chicago, Ill., have re
moved their Milwaukee office, which is in charge of E. T. 
Ward, from 183 Fourteenth Street to 340 Twen ty -fo11rth 
Strert. 
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W illett P ress, New York, N . Y., announc es that C. N. 
Manfred has become its secretary, Mr. Manfred was 
formerly advertising manager of the H. W. Johns-Manville 
Company, New York, N. Y. 

Perry Ventilator Corporation, New Bedford, Mass •. has 
received a contract to equip w ith Pe r ry ventila t ors the 12 
city an d six int erurban cars being built by t h e Niles Car & 
Manufacturing Company for the Mahoning & Shenango 
Railway & Light Company, Youngstown, O hio. 

Wonham, M agor & Sanger, New York, N . Y ., a r e supply
ing the Chicago (Ill.) R ailways Comp any w ith H.-B. life 
guards w ith which to equip all of its cars w hich will approxi
mat e 2000 in number, when the rehabi li tation of the proper ty 
of t he company shall have been completed. 

Western Electric Company, Chicago, Ill., rep orts that 
W estern Electric telep hone apparatus and Gill selectors 
are used throughout on the telephone train dispatching cir
cuit which the Atlantic Coast Line is construct ing from 
Richmond, Va., to South Rocky Mount, N. C., a d istance of 
121 miles. There w ill be 32 selector way sta t ions and two 
local telephone stations in the chief dispatc her's offic e and 
the superintendent's office at Richmond. These stations 
will be called by means of a buzzer. The Western E lectric 
Company r eports that within the last six w eeks, the Chesa
peake & O hio Railway, Richmond, Fredericksburg & Po
tomac Railroad and the Seaboard Air Line have placed or
ders for telep hone train dispatching circuits leading out of 
Richmond. 

Dodge Manufacturing Company, Mishawaka, Ind., power 
t ransmission e:ngineer and manufacturer of Dodge trans
mis sion machin ery, maintains large stores and wareh ouses 
in Boston, New York, Brooklyn, Pittsburgh, Philade:lphia, 
Cincinnati, Chicago, St. Louis, and London, Eng., in con
nection with expert engineering departments, w hich makes 
possible immediate deliveries and the solution of transmis
sion problems without delay. From time to time t he com
pany has enlarged and extended this service and now an
nounces t he addition of Minneapolis, Minn., an~ Atlanta, 
South Ga., to the list of cities in which it maintains branch 
establishments. T hese two branches will serve as local 
stores and distributing stations for the Northwest and the 
South. T he Minneapolis store is located at 202-204 Third 
Stree t, South and the warehouse at 312 to 320 Firs t Street, 
North. The agency arrangement with the Minneapolis Sted 
& Machinery Company has been discont inued. Burke 
Richards, former resident saksman at Cleveland, O hio, has 
been made manager of the Minneapolis branch. T he At
lanta branch and warehouse is located at 54 Marietta Str ee:t, 
and S. L. Dickey, resident salesman at that place, has been 
appointed manager. No change has been made with any of 
the agency connections in the South. 

AD VERTISING LITERATURE 
McCord & Company, Chicago, Ill., have issued a booklet 

in w hich t he McCord journal box is described and illus
trated. 

C. J. Coulter Company, H ammond, Ind., describes and 
illustrates t he Coulter track wrench and rail weld in a four
page circular. 

W estern Elaterite & Roofing Company, Denver, Col., has 
issued a fo lder illus t rating the uses of Elat eri te pain t and 
E laterite roofing. 

Duplex Metals Company, New York, N. Y., is sending out 
a folde r pointing to the merits of copper-clad steel t rolley 
wire, especially for use on curves. 

Electric Railway Equipment Company, Cincinnati, Ohio, 
describes its tubular iron and steel poles in an 18-page 
booklet. Tables are presented giving the features of t he 
diffe ren t poles. 

Emery P neumatic Lubricator Company, St. Louis, Mo., 
has issued catalog B, which has fo r its subject "Automatic 
Lubricati on for Air Brake and Pneumatic Multiple Con
t rol Systems." 

Buckeye Electric Company, Cleveland, Ohio, has issued 
Bulletin 5-B, entitled "Modern Street Railway Lamps," in 
which the application of tantalum lamps to street railway 
service is descr ibed. 

Underfeed Stoker Company of America, Chicago, Ill., 
sole m anufacturer of the J ones underfeed m echanical stoker, 
has issued an elaborat e folder in which the Jones stoker is 
de scribed and illustra ted." 

Cooper Heater Company, Dayton, Ohio, has issued an 8-
page fo lder in which 19 reasons for the superiority of the 
improved Cooper heater are given. Exterior and interior 
views of the heater are sh own. 

Valentine-Clark Company, Chicago, Ill., has issued a 
circular entitled " Doubling the Life of Cedar Poles," in 

which the application of C. A. wood preserver is described 
and the sc ientific r easons g iven for its u se. 

Barber Car Company, York, Pa., has issued a publication 
illustrating and describing the Barber car. A feature of 
the booklet is a la rge double-page illustration of the Barber 
car with arrows poin ting fr om the printed description to the 
features in the illust ration. 

Gulick-Henderson Company, Pittsburgh, Pa., has issued 
bulletin No. 80, in w hich the address "Engin eering Re
sponsibility," made by D r. Charles B. Dudley, president of 
the A m erican Society of Testing Mat erials, at Atlantic 
City on J un e 29, 1909, is reprinted. 

Cleveland Ventilator Company, Cleveland, Ohio, has is
sued a catalog illustrat ing a nd describing the construction 
and operation of t he R. T. L. automatic exhaust ventilator. 
T hi s new device is specially designed for ventilating steam 
and electric railway passenger cars, and can be quickly and 
easily inserted in the de ck sash frames. 

Electric Service Supplies Company, Philadelphia, Pa., 
and Chicago Ill., has issued an 8-page circular describing 
and illustrating t he pay-within cars as operated by the 
Capital Traction Company in Washington. A feature of the 
publication is a let ter from D. S. Carll, second vice-presi
dent and general m anager of the Capital Traction Company, 
commending th e cars. 

T. H . Symington & Company, Baltimore, Md., have issued 
a publication entitled "Journal Boxes," in which the Sym
ington journal b oxes ar e described and illustrated. Six 
importan t factors in journal-box design and construction 
are tabulated, an d it is pointed out wherein the Symington 
boxes m eet these requirem ents. The publication is con
cluded with a supplem ent showing various types of rolling 
stock equipp ed with Symington journal boxes. 

Wisconsin E ngine Company, Corliss, Wis., has begun 
issuing a series of bulletins on its manufactures in such 
for~ t hat they can be readily bound in a neat, flexible cover 
furmshed by the company. The first bulletin issued under 
this plan is No. C-4, on heavy duty Corliss engines of belted 
type. It is well worth a place in the steam engineer's li
brary, as it contains fa r more detailed and well-illustrated 
information than is customary in publications of this kind. 

Standard Motor Truck Company, Pittsburgh, Pa., is dis
t ribu_ting three new sections for its loose-leaf catalog, w•hich 
are intended to b e inser ted in the binder previously dis
tributed by the company. The sections show Standard 
truck N o. C-80, for t runk-line service, under a oar of the 
O hio Electric Rai lway, standard truck No C-100-A as 
arranged for qui ll suspension motor s mounted under a steel 
passenger coach of the New York, New H aven & Hartford 
Railroad and the Standard automatic brake s1ack adjuster. 

E. R. Barnard, Philadelphia, Pa., is distributing a circular 
in which an interesting comparison is made: of the consoli
dated 5 per cent bonds of the Rochester Railway & Light 
Company, Rochester, N. Y., when fi rst issued and the first 
and refunding 5 per crnt bonds of the Chattanooga Rail
way & L ight Co mp any, Chattanooga, Tenn., which E. R. 
Barnard offers fo r subscrip tion at 96¼ and interest. E. W. 
Clark & Comapn y, P hilade lphia, Pa., and Hodenpyl, Wal
bridge & Com pany, New York, N. Y., were responsible for 
the organization of both the: Rochester Railway & Light 
Company and th e Chattanooga R ailway & Light Com
pany. 

C. & G. Cooper C9mpany, Mt. Vernon, Ohio, under the 
title "Seventy-fi ve Years of Engine Building," has published 
a beautifully printed and illustrat ed memento of its diamond 
anniversary w hich is being celebrated this year. It was in 
t he spring of 1834 t hat the fir st foundry of the C. & G. 
Cooper Company was put in operation at Mt. Vernon, Ohio, 
by Charles a nd Elias Cooper, under the firm name of C. & 
E . Cooper. The business prospered and in 1836 the com
pany built its fi rst engine which was of the slide-valve type 
w it h a piston 6 in. in diameter and 24 in. in stroke. In 
1852 the company built its first blowing engine and some of 
the engines built at that t ime are still in operation. In the 
early fi ftie s also, the company constructed a number of 
st eam locomotives, which were the first to be built west of 
t he Allegheny Mountains and for many years ran on the 
western division of the Baltimore & Ohio and on other 
railroads. In 1869, the concern was known as C. & G. 
Cooper & Company and in 1895 it was incorporated under 
the present name. Although the company began building 
Corliss engine,•s in 1869 this type of machine did not be
come the principal product of the works until about 1886. 
Since that time, the company has devoted its attention and 
facilities almost exclusively to the: building of this type of 
engines and has enjoyed a large business among electric 
railway companies as well as in other lines of industry. 
The pamphlet contains many views of the works and pro
ducts of the company and portraits of the officers. 




