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The Gyroscope in Transportation 
ConsideralJ lc spa ce ha s heen g iven 111 the popula r and 

semi-techn ical press during the past few weeks to the ex

periments co nducted hy Louis lh ennan, of E 11g la n<l , wi th 

hi s gyroscope car. J n these tests a full -s ize !lat ca r , op
era ted by two gasoline-electric engines, was mainta ined in 

equil ibriu m on the upper surface of a single ra il by means 

of th e gyroscopic effect nf two fl ywheels, each 42 in , in 

di ameter . T he fl ywheels weighed ¾ ton <·a ch a nd turned 

in vacuu m a t a spet' <l o f 3 000 r .p.m. T he car ra n around 

struction. But of them all that which depends upon a large 
fl ywheel or on severa l fl ywheels, ca rried 0 11 the car, as the 
only pro tecti on against the dera ilment of the ca r and the 

death o f all of the passengers, is about the most impractic

able. Some dangers exist in a ll means of tra nsportation, 

but they a re at least minimized in a ra ilway of the ordi

nary constructi on where, if the machinery breaks down 

. and a stop has to be made, ,the car is in a sta te of stable 
t quilibrium. \Ve c;annot look upon the new ca r of Mr. 
Brennnan 's in a ny o~her way than as a magnifi ed toy, so far 

as the prac ti cal requirements of transporta ti on a re con-

cerned. 

, i',Freight Revenue of Inland Empire System 
Opera tions of the Spokane & Inland Empire , Railroad 

show a r evenue from the transporta tion of freigh t that is 

fa r g reater in proportion to the tot.al gross earnings . than 

most proper ties report. T he total oper ating revenue of 

this company for the year ended J une 30, 1909, was $1,269,-
101 , of wh ich $1,241,898 compr ised the revenue from trans

po rtation, and the ba la nce o f $27,203 th e revenue from op

era ti on other tha n t ra nsporta t ion . T he reve nue from the 

freight traffic duri ng the year amounted to 25.6 per cent of 

the total opera ti ng revenue. T his is a fra ct ion less than the 

co rresponding showing fo r the year ended J une 30, 1908, 
when the revenue from the freight business aggregated 26 
per ce nt of the tota l ea rnings from operati on. In the year 

ended J une 30, 1907, 21.9 per cent of the tota l was derived 
fro m the freight traffic. T he n:venue from freight incn •ased 
at a g rea te r ra te, the re fo re, in the last two years tha n tha t 
o f the entire property, large as the increase hali been in 
g ross revenue from a ll sources. F or insta nce, the revenue 

from freigh t was $144,262 in the 1907 fi scal yea r, but it 
was a little more tha n double th at fi gm c in th e cn!'> ning 

year. J\ ,- cornparecl with thi s inn easc o f 102 per cent , the 

tota l ea rnings from operati on in ti ll: sa 111e pni l>d gained 

(i<J.9 per cent. / \j>pl_v i11 g the compa rison a year la ter, it is 
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found that while the fre ight revenue o f the 1908-09 year 
was I 1.7 per cent greater than in , the preceding year , the 
total revenue from operation gained 13.5 per cent in the 
same period. W hen the comparison is extended to the 
gains of the period from the year ended June 30, 1907, to 
the 12 months ended June 30, 1909, it is shown that the 
increases in the freight department , and the total revenue 
from operation were, respectively, 125 and 93 per cent. 
Especial attention is directed by Jay P. Graves, president 
of this company, in his last annual repor t to shareholders , 
to the policy of the road in install ing spurs and sidings 
where busfoess could be foreseen from the development of 
industries. It is evident that fu rther material enhance
ment of the gross revenue may be expected in the future 
if the policy of establishing new traffic connections is con
tinued. 

Transfers Good in New York After Acceptance 
T he acceptance by a conductor of a transfer in lieu of 

fare has been recently held to create the relation of pas
senger and carr ier and to permit the former to recover for 
breach of the contract of carriage without proving that the 
transfer was good. The decision was rendered <luring the 
summer by one of the appellate courts of New York in 
the case of Kohn against Nassau E lectric Railway Com
pany. The undisputed facts in the case were that about 
five minutes after Kohn had handed a transfer to the con
ductor the latter claimed that the transfer was invalid and 
demanded a fare, and when it was not given he assaulted 
the passenger, although he aHowed him to remain on the 
car for the rest of his trip. The company offered no evi
dence in rebuttal, but claimed that as the plainti ff did not 
prove that the transfer was good on the car where it was 
presented the relation of carrier and passenger did not 
exist. In unanimously reversing the judgment of the trial 
judge (there was no jury), the appellate court said that 
the conductor having accepted the transfer which the plain
tiff gave him, the company was in ne> position to urge that 
the plaintiff was not a passenger, and went out of its way 
to utter some obiter dicta to the effect that "the transfer 
system in vogue among the st reet railroads in New York 
City is anythi ng but clear and intelligible except to em
ployees of the company." This general expression seems 
uncalled for, even though the court considered that the con
ductor 's act was unjustifiable. While the opinion seems to 
indicate some bias, it is doubtless a correct decision upon 
a rather unusual set of facts, and di rects attention to the 
necessity of determining the validity of tr ansfers when they 
are presented. 

Economy in Oil Handling 
Many companies watch their shop storerooms closely to 

prevent waste or theft in issuing the ordinary materials 
kept in stock, but are surprisingly lax in the distribution of 
oil, turpentine, wood alcohol and other liquid supplies. It 
is true that a dishonest employee cannot find a market for 
stolen oil as readily as fo r brass car fi ttings or tools, but 
thoughtless waste usually is responsible for much bigger 
leaks in the stores department than thieving. While the 
storekeeper can demand that a worn out par t should be re
turned as a r eceipt for issuing a new one, exchange is not 

possible when supplyi ng flu ids. Some storerooms have a 
row of barrels containing oils and paint supplies, which 
any shop employee may tap at will, without giving a reckon
ing to any one of the uses to which the supply drawn is to 
be put. Furthermore, no two men are likely to agree on 
the exact amount of oil needed for. a given purpose, and 
thus another source of waste is introduced. The oil stor
age should be under the supervision of the storekeeper, 
even when it is not practicable to distribute the oil directly 
from the genera l storeroom. Even if a company cannot 
afford to substitute steel tanks with gages for the crude 
practice of drawing from the original barrels, it can cer
ta inly elimi nate a considerable loss by placing catch pans 
under all taps and keeping count of the quantities drawn 
by each man for specific purposes. In one shop an appre
ciable saving has been made by supplyi!1g all the pitmen 
with sets of brass pitcher s, each of which holds the exact 
quantity of oil required for the periodical lubrication of 
each type of motor in use. This pl an makes it very easy 
to follow up the use of ca r lubricantii. In places where 
large quantities of fuel oil are used for blacksmith forges, 
or gasoline fo r automobile line wagons, the fire under
writers' rules usually require the liquids to be stored in 
tanks under ground. In this case the pump for drawing off 
the oil should be kept locked and opened when necessary 
only by the storekeeper. Any method which places the 
oil room in the charge of one individual has the further 
advantage of reducing the fire risk to a minimum by pre
venti ng all irresponsible persons · from having access to 
the most dangerous source of fire on the shop premises. 

A New Comparative Unit 
A great many essays have been written on the subject of 

the car-mile, the car-hour, the ton-mile, the passenger-mile 
and other units used in determining the relative cost of 
operati ng electric ra ilway cars. It is generally recognized 
that not one of these units satisfactorily fulfi)ls all of the 
functions required of a unit , and that a comparison is 

not always satisfactory, even when two or more of them 
a re used. More than the usual amount of interest, there
fo re, will be attracted to the suggestion of John H. Rider, 
electrical engineer of the London County Council Tramways. 
who in a recent paper before the British Institution of Elec
trical E ngineers proposed the employment of still a new 
uni t, which, for want of a more distinctive name, he termed 
" fi gure of merit." This unit is derived as the quotient of 
a fract ion of which the numerator is the product of the 

uni ts per car-mile multiplied by an arbitrary factor of, 
say, 100, and the denominator is the product of the average 
weight of cars in tons times the average speed in miles 
per hour. The factors in the denominator represent in 
effect what might be called the average destructive energy 
of the cars. It is this energy which consumes electric 
current and car supplies, racks the trucks, motors and car 
bodies, wears out rails and special work and affects in some 
degree every item of cost of operation. As showing how 
a consideration of weight and speed influence comparisons 
between operating data from two cities, Mr. Rider quoted 
the figures of average current consumption of tram cars in 
London and Glasgow. In Glasgow the consumption is 1 .34 
kw-hours per car-mile, and in London it is 2.24 kw-hours, 
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or 67 per cent more. The " figures of merit" fo r the two 

cities, however , are 1.299 and r.31 2, respectively, a dif
ference of only I per cent. In other ,vords, the new unit 

is not a substitute for any of the units now used, a
1

nd is 
really not a unit in the same sense as they. Rather , it is 
a divisor to be used to obtai n th e ra tin g of car performance 
based on the theory that the wear and consumption of 
power and supplies vary directly ,,ith the weight of the 

car, the distance covered and the speed , in stead of simply 
the distance run, as with the "car-mile." 

Rapid Transit and Architecture 
Recent construction work in connection with the estab

lishment of new elevated, subway and su rface lines in Bos
ton and other cities emphasizes the growing appreciation 
of public utility corporations and municipal authorities that 
proper architectural treatment of engineering works makes 
them a part of the ornamental asse ts of the commu
nity. European construction has long refl ected thi s point 

-of view, and the larger projects of American capita l con
cerned with the erection of utilitarian structures in places 

where thousands of persons see them each week generally 

betray the hand of the experienced architect when opened 
for service. It is nothing new to urge that a tasteful de

sign carefully executed has an economic value through its 
stimulation of cleanline ss and the more thorough inspection 

and maintenance work resulting. The effect of such struc

tures on the public mind is even .more far-reaching, how
ever, and it is significant that an architecturally attractive 
system of installation tends to facilitate the best use of the 

property by the public, as well as to stand the company in 

good stead when the regard of the community for its meth
ods and aims is an issue. 

These points are illustrated by the 11se of suitable archi

tectu ral schemes in connection with subway stations, for 

instance. The adoption of a color scheme or of a specially 

significant type of decoration tends to shorten the station 
stops and reduce crowding on the platforms. A nything 

which causes the passenger to leave his seat and be at the 

car door sooner in approaching a station saves valuable 
time, and after he reaches the platform, if the architec

tural treatment of the station is simple and effective, with 

few distractions drawing his attention away from the exits, 
his more speedy exit clears the way for other travel. Such 

a re the indirect uses of a tasteful station de sign in the 
operations of a rapid transit system. T he direct effect of 

wise archite~tural treatment on th e public mine! is, in the 

main, the establishment of the opinion that the company is 

a permanent force for good in the co111munity; that it is 

endeavoring to provide the best possible faci lit ies a nd the 
most advanced equipment ; that it is trying to raise the 
esthetic standards of construction by its dignified and suit
able designs and to avoid injuring property and neighbor
hoods through the e rection of crude', ill -fornlC'd ancl ug ly 
or in fcrior structure s. 

The broader as pects of these i111pr;Jvcmcnts appea r to 

best advantage in the co nstructio11 of 11 ew lines over bridges 
which may or may not he bui lt by the com pany; in the 
!> heathing of iron and steel work wlH"n crossing public 

parks or other places treated with care hy landscape gar

deners; in the use of copper trimmings and the application 
of ti les of high quality inside statirrn c;, a11cl in the construe-

tion of buildings having liberal proportions and well-di

rected lines when such structures arc to occupy command
ing position s on given pieces of property. Many a new 
substation building has raised the standards of construction 

for an entire neighborhood, and not seldom does the erec

tion of a way station of neat and simple design add to the 
a ttractiveness of a residential section in the suburban or 
rnral districts. The cost of erecting tasteful structures is 

re latively small , compared with the · expense of building 

purely uti li tarian additions to the equipment, for simplicity 
is always the controlling characteristic of high -class engi

nee ring architecture. 

An Extension of the Use of Turbines 
Turbines have demonstrated rapidly and conclusively 

their usefulness as prime movers in power stations, but 
their adoption has not been so rapid in the marine field, 

where it would seem at first thought that they would be 

especially desirable on account of thei r compactness and 
relatively low weight. It is true that a few ocean liners, 
among them some of the latest Cunard flyers, have been 

equipped with turbines, and two of the recent battleships 
ordered by the Un ited States Government will also employ 
this type of machine, but the employment of turbines in 

marine service during the past five years has by no means 

been so genera l as on land. The reason has been that the 

turbine is essentially a high -speed machine, and it has been 
definitely shown that the efficiency of a propelling screw 

decreases rapidly after the speed has reached _a certain 
number of revolutions, and that this critical speed is very 

much less than that to which the turbine, as ordinarily con
structed, is best adapted. Although somewhat foreign to 
the electric railway fi eld, it is of general engineering inter

est to note that during the last few months radical, a lmost 

revolutionary, proposals have been made by prominent 

engineering authorities to adapt what is practi cally the high

speed land type of turbine to marine work. One of these 
plans is the use of direct gearing with a ratio of reduction 

of 5 to r, which would permit a speed for a 6000-hp turbine 
of 300 r.p.m. a t the propeller shaft. Such a plan necessarily 
involves gear problems of unprecedented magnitude, be

cause of the power transmitted. But these problems have 
been very ingeniously worked out by means of a se t of two 

helical involute gears, with a floating frame for the pinion 

to equali ze the wear and insure permanent a li gnment. The 
saving in weight claimed £'or such a device over recipro

cating engines and thei r auxi liary equipment is from 50 

to 65 per cent, a very important consideration in marine 

work, especially in warships, where eve ry gai n in weight 

means added strength in armor or capacity in guns. The 

second plan is t]iat of .drivi ng the propelling shafts of the 
ship hy electric motors, operated from a high-speed tur
bine of the central station type, so that both sc rew and 

prime mover can be driven at the rate which is most effi

cient for each. This plan substitutes a n electrical con
nection for a direct connection as at prese nt , or a gear 

con nection as proposed in the first plan . ft is yet too early 

to determine practically the relative merits o f th e SC'vcral 
proposals, but the engineering hacking of eac h insures a 

very thorough investigation of the subj ect by naval engi
neers, and it is not at all improhahle that a radical change 
in mari1l!' architecture may result. 
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RECONSTRUCTION AND STANDARDIZATION OF CHICAGO 
RAILWAYS COMP ANY CARS 

The shops o f the Chieago Ra ilways Compa ny a re now re
buildi ng 328 double-end vestibule closed ca rs, some of whi eh 
have been in operation on its lines fo r six yea rs. A ll of 
these ea rs a re being eonverted for pay-as-you-enter serv iee 
under license from the P ay-As-Y ou-Enter Ca r Cor po ra 

tion. T hey a re being repainted aeeording to the sta ndard 
dark oli ve green and mahogany color seheme of the Chi
cago Ra ilways Compa ny. The reeonstrueti on work ineludes 
a thorough overhauling o f the body and eleetrieal equip-

T he roofs o f all ca rs a re being covered with National 
prepared roofing canvas simila r to that used on the roofs 
of the new steel ca rs reeently put in service by the Chicago 
Railways Company, and where it is found necessary the car 
eeilings a re renewed with water proof Composite board or 
Agasote headlining. 

Storm sashes a re being added to the side wi ndows. T he 
shape and dimensions of these sashes a re such that they 
fi t snugly behi nd the wi ndow guards used in the summer , 
and thus a re firmly held at the bot tom. Malleable iron but
tons ser ve to elamp the tops of the stor m sashes t ightly 
against the window frames. By thi s arrangement of sashes 

,.and window guards the storm 
sashes may be put up or taken 
down without removing the 
longitudinal rods whi ch serve 
as window guards in the sum
mer. 

PA Y-AS-YO U-E N TER ARRA NGE

!11ENTS 

Cb.. ic2g'.) Railways Car Reconstruction-Exterior of Rebuilt 

The most important changes 
in rebui lding these cars are to 
be found in the platform s, 
where provi sion is being made 
fo r opera ti on aeeording to the 
pay-as-you-ente r method of 
fare eolleet ion. T he wide een

ment of each ca r , rebuilding the trueks and making a eon
siderable numbe r of deta il changes. T hese ca r s were pur
chased in sepa ra te lots of about 100 each , and as they wer e 
not a ll built at the same time, they have neve r fully eon
fo rmed to one standard, a lthough their genera l appea rance 
is uni fo n11. With the reeonstruct ion work now in progress 
special ea re is being taken to standardize a ll the minor de
ta il s o f the cars and a ll those pa r ts whieh need attenti on , 
repai ring and replae ing. It is beli eved that complete inter
ehangeability o f par ts will lessen future maintenanee costs. 

O f the cars now being reconstructed 323 were built by 
the St. Louis Car Company, and the other fi ve car s were 
buil t by T he J. G. B rill Compa ny. An elevati on and the 
seating plan are illustrated. T he general dimensions of 
the cars after reconst ruction are as follows: Length over 
all , 41 ft.; length over body, 28 ft.; width, 8 ft. 3 in. and 
8 ft. 6 in.; height from top of rai l to top of tro lley boa rd, 
r I ft. 4 in.; true ks, St. Louis No. 47, rebuilt a nd rein fo r ced; 
truck eenters, 17 ft. 5 in.; wheels, 33-in ., 500-lb. Sehoen 
soli d fo rged and rolled steel; seati ng eapaci ty, 36; weigh t, 
43,050 lb.; motor equipment. 210 ear s, fou r GE-70 motors; 
motor equipment, I r8 cars, fo ur GE-80 motor s; eontrollers, 
two K 28. Other speeial equipment is mentioned la ter. 

RECONSTRUCTION OF CAR BODY 

In reeonstrueting the bodies of these car s the side panels 
are remo,·ed, and where necessary the sag is taken out of 
the side framing to stra ighten the belt ra il and window rail. 
The panels are then renewed. If any members of the 
fr ame are found to be weak or approaching a deeayed con
dition, they are replaced by new pieces. The underfram
ing is carefully inspeeted, and in some instanees it has 
been foun d that deeay has t aken plaee in the side s.ill s under 
the window poekets, where water has entered along the 
drop sash. Sueh si lls are r eplaeed and outlets for drainage 
a re made from the bottom of eaeh window pocket, so tha t 
the wood may remain dry. Needle beams are trussed and 
the cross frami ng renewed wherever inspection shows this 
work to be required. 

ter door frame 111 eaeh end of th e bulkhead is being torn 
out, and the bulkheads are being reeonst ructed with two 
door openings, one for ent ranee and the other fo r exit , ac
eo rd ing to the pay-as-you-enter method of operat ion a s 
fo llowed in Chi eago. 

The two doors in the end bulkhead a re of the same width . 
T he right-hand door in the front bulkhead and the left
hand door in the rear bulkhead a re set 8 in. from the side 
wall. T he other door of eaeh bulkhead is set 4 in. from 

Chicago Railways Car Reconstruction-Interior of Rebuilt 
Car, Showing Electric Lighting 

the side wall. T his vari ati on in position was made to fa
cilitate the movement of passengers . The right-hand doors 
a re used much more than the others, and so they are set 
more nea rly in line with the aisle, with a view to giving 
a stra ight passage between the plat fo rm and the car body, 
unobstructed by the eo rner of the longitudinal seat. In the 
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recently built cars of the Chicago Railways Company, pur
chased in November, 1908, and A ugust, 1909, the doors 
which serve for entrance from the rear platform and for 
exit to the front platform are hung on hinges. In the re
built cars both doors in the elld bulkheads are arr.anged 
to slide, because it is thought that service conditions may 
thereby be improved. A criticism of the swinging door 
between the platform and the body of the car is that when 
a front vestibule window is lowered while the car is moving 
the strong current of ai r tends to open the hinged door in
wardly, and drive the smoky air from the platform into 
the car body. Some accidents also have been caused by 
women's skirts and people's fingers becoming caught in the 
swinging doors. The use of a sliding door wi ll permit of 
additional standing room for one passenger within the front 
of the car body. 

The bulkhead panel between the two end door openings 
is divided into two parts. T he upper half is fitted with 

I I I ---

the Pullman Company and descri bed in the ELECTRIC RAIL
WAY JO URNAL for Nov. 7, 1908, page 1326. The platform 
on the 600 cars just mentioned are 8 ft. 4¼ in. long from 
end wall to face of bumper. Those on th e 328 cars now 
Leing rebuilt a re 6 ft. 6 in . long between the same points. 
Each platform is enclosed on one side by a thre e-leaf fold
ing door, which is left open at the rear end and is tightly 
fastened in the closed position when th e car is operated in 
the reverse direction. The opposite side of the platform is 
enclosed half with a fixed panel and ha! f with an exit door 
operated by the motorman on the front platform. The door 
arrangements of the two platforms are similar , so that the 
cars may be operated equally well in ei ther direction. 

An important feature in connection with the sliding vesti
bule door on these rebuilt cars is the use of a new door
operating device, designed and bui lt by the shop depart
ment of the Chicago Railways Company. This device di f
fers from others in that all of the mechanism except the 
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Chicago Railways Car Reconstruction-Floor Plan and Side Elevation of Rebuilt Cars 

glass, and the lower ha lf is paneled to match the sides of 
the car. The lower panel on the inside of the car is hinged 
to swing in. Normally, the panel is fastened in place by 
two screws. It has been found advisable to hinge this panel 
so that broken glass may be removed easi ly from the pocket 
into which the two end doors slide. In rebuilding the end 
bulkheads and placing the two pay-as-you-enter doors spe
cial care was taken to finish the door posts with rounded 
molding se t back far enough to avoid sharp corners. In 
thi s way plenty of clearance is prqvided between the door 
handle and the posts, and it is no t necessary, as in other 
cars, to recess the post opposite the hand le. 

The original seating capacity of these cars was sufficien t 
for 40 passengers, but the use of two doors in the end 
bulkheads required shortening each longitudinal seat hy 
the amount required for one passenger. Thus the rebuilt 
cars have seats for 36 passe ngers. 

The entrance and exit doors in the platform vestibule 
sides are arranged similar to those on the 600 pay-as-you
cnter type cars built for the Chicago Rai lways Company by 

ope rating crank and staff in the vestibule is out of sight. 
T he movement and locking of the door in the closed posi
ti on is effected by means of a handle directly above the 
brake handle in front of the motorman. Any movement 
of thi s handle is transmitted through a vertical shaft to a 
bell crank below the car floor, which, in turn, is connected 
through a rod and adjusting turnbuckle to a rock shaft 
which controls the movement of a connec ting rod, the upper 
encl of which is connected with the back of the sliding door 
and control s its movement. T he si mplicity of this door
operating mechanism, combined with the case of operation 
and the positive locking of the door in the closed position, 
a rc its attractive features. It is stated that the motorman 
need give only a 12-lb. pull to the door-operating handle to 
release the door from its locked position . T hen the move
ment to the full open position is made with l<' ss than half 
that amount of pull. No g rea ter effort is rcqt1ired in clos 
ing the door. , 

Both platforms have folding steps interco nnected 011 op
posite sides of the car, so that wh <' n th <' stcpc; a re down on 
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the loading side they ~re fo lded against the platform sills 
on the blind side. A ll step treads are fitted with lead-filled 
Universal safety treads. Portable seats are provided for 
the motorman and conductor. A coating of dark olive 
green paint appli ed to the controller boxes, air-brake piping, 
brake staff and door-operating staff adds to the neat ap
pearance of the platforms. 

TRU CKS 

The No. 47 St. Louis trucks orig inally purchased with 
these cars are being completely rebuilt. T hi s type of truck 
is also being placed under the five Brill cars that are being 
rebuilt according to the standard design. The motor equip
ment is being completely overhauled while off tli.e truck. 
An illustration on page 1096 shows one of the trucks after 
it has been rebuilt in the company's shops. T his work of 

Chicago Railways Car Reconstruction-Rear Platform 
Arrangement 

reconstruction includes the replacing of the main frame of 
the truck with heavier members. New side pieces cast with 
an additional longitudinal rib and weighing from 75 lb. to 
100 lb. more than the original design, a re installed. The 
old end angles a re replaced with heavier pieces formed 
from 5-in. x 5-in. x ¾-in. stock, which are riveted instead 
of being bolted to the side pieces. Symington ball-bearing 
center plates and Woods roller side bearings are added to 
each truck. The 3¾-in. x 7-in. journals are carried in 
Symington equalizing wedge journal boxes, which are fully 
machined inside and out. 

A guard of heavy wood reinforced with iron at the cor
ners is placed around each truck. These guards are so sup
ported that the lower side of the wood is 3 in. above the 
rail and at the nose each guard has a shield of heavy rubber 
which reaches down to within about 1 in. above the rail. 
This type of guard has been used by the Chicago Railways 
Company about a year . and is said to haYe given very sat-

isfactory service. In addition to the se truck guards each 
car is being equipped with two "H.B." Universal life guards. 

The coupling bars carried on the old cars were made of 
straight bar iron, but experience showed that they were 
not stiff enough and frequently would buckle. For this 
r eason new bars are being made for the rebuilt cars. These 
bars a re cut from 3-in. x 3-in. 10;/2-lb, T-iron, and are fin
ished by flattening the ends and punching the coupling-pin 
holes. Thi s section of metal gives a much stiffer bar than 
that orig nially used. 

CAR BODY I NTERIOR 

Of the cars now being rebuilt II8 were heated originally 
by hot-water heaters, and the other cars had an old type 
of electric heater. A ll of this earlier heating equipment is 
being replaced by new double-coil electric heaters manufac-

Chicago Railways Car Reconstruction-Front Platform 
Arrangement 

tured by the Consolidated Car Heating Company. A heater 
is placed under each of the six cross-sea ts, one in each of 
the four longitudinal seat boxes, and a special sized plat
form heater is mounted on each platform against the end 
bulkhead. The two platform heaters on each car are so 
connected in th~ heating circuits that they are inoperative 
until the second point of heat is reached. 

Platform heaters are wound with No. 20 B. & S. wire. 
The No. 1 coils in the panel and in the cross seat heaters are 
wound with No. 18 and the No. 2 coils with No. 16 B. & 
S. gage wire. These three sizes of wire conform to those 
used in the heaters of the large new cars purchased during 
the last year and were chosen so that an economy in pur
chasing might be effected. All of the heater wiring for 
each rebuilt car is carried in lorricated conduit fastened to 
the sides of the car directly under the seat frames with 
pipes branching off at each seat and connecting directly with 
the heater outlets. 
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AUTOMATIC VENTILATION 

One hundred car bodies will be fi tted with Acme ventilators 
operating in conjunction with the elect ri c heaters. Four 
ventilators exhaust the vitiated ai r from the monitor deck 
space and the partial vacuum thus formed draws in fresh 
a ir th rough openings in the car floor connected with the 

Chicago Railways Car Reconstruction-Exhaust Ventilator 
in End of Upper Deck 

heaters under the seats. The deck ventilators are box
shaped copper casings fitted with sheet copper partitions so 
arranged that with any movement of the car in either direc
tion air from the space wi thin the top of the car body will 
be withdrawn on the aspirator principle. The ventilators 
a re installed at the front and rear ends of the monitor deck 
and at the midpoint on each side of the deck. They are 
designed to fit into the spaces formerly occupied by deck 
windows. T he fresh-air intakes through the car floor have 
a total cross-section of 375 square inches and are connected 
to four electric heaters carried under the cross seats and to 
three heater s under the longitudinal seats. Thus as the 
a ir is withdrawn from the top of the car body fresh air is 

Chicago Railways Car Reconstruction-Fresh-Air Inlet 
Under Seats 

drawn into the car from below, passing through the coi ls 
of the heaters and out into the car body. This system of 
ventilation is furnished hy the Acme Ventilating Company, 
Chicago, III. 

A special venti lator has been designed a nd later will be 
installed on each o f the car platforms. This ventilator is 
a product of the Chicago Railways Company's shops and 
tests recently made show that it will give a complete change 
of air within a closed vest ibule four times an hour with 
the car moving at 8 m.p.h . 

LIG JJTI NC. 

During the reconstruction of the cars a new lighting 
system is being installed. One row of nine 16-cp spherical, 

frosted bulb lamps is placed under each of the lower deck 
rails and three 32-cp lamps are placed in a row along the 
center of the upper deck. The nine lamps under each deck 
rail are connected alternately in series, and operating on 
the same circuits are 16-cp lamps behind the end destination 
signs. One 32-cp lamp is placed in each platform ceiling 
and one in each headlight. A three-way switch serves to 
cut out the rear headlight and the forward platform lamp. 
The lighting, signal and car-heating wiring is all being done 
with Simplex flam e-proof wire. 

Hunter illuminated signs are being installed, one at each 
end vestibule window and one on each side of the car. As 
there is an even number of window openings in the sides 
o f the car, the illuminate·d signs are staggered in position 
and so placed that the one on the loading side will be for
ward of the center of the car. The boxes in which the 
signs are placed are very substantia lly built. They are so 
designed that the entire roller-operating mechanism is 
within the box and can be reached by opening the inside 
door, which is so hinged that it will close and latch by 
gravity. The fixtures which hold the curtain rollers are 
designed to permit the removal and replacement of the 
rollers without the use of any tools. Ways are cut in the 
supporting brackets so that either roller may be quickly 
lifted out. 

While the cars are being rebuilt the control wiring is be
ing carefully inspected and repaired. Where necessary the 
old cables are enti rely removed and are replaced with 
Roehling made-up cables . 

A back is being installed at each end of the car for carry
ing an International register. Formerly the conductors 
complained that with the pay-as-you-enter system, which 
required them to stand on the platform when collecting 
fares, it was impossible to hear the fare register signal for 

Chicago Railways Car Reconstruction-Special Destination 
Sign Box 

the full length of th e car and so the register backs are 
being placed a t each end. 

In addition to the equipment heretofore mentioned the 
following specialities are being installed on these 328 cars: 
U. S. No. 14 B B trolley bases; MA 13 fuse boxes; Lyon 
reinforced sheet-steel gear cases; Wilson trolley catchers 
with Samson spot cord and Keystone cord couplers; Key
stone pneumatic bell ringers, which give a continuous ring 
by reason of compressed air, controlled by Keystone "leak
lcss" foot va lves, a llow of air repeatedly driving a steel 
ball against the gong; large sand boxes with sand traps, built 
by the railways company, and Keystone "leakless" sa nder 
valves. These valves a rc so designed that on pressing the 
valve stem to open th<> admission port a second valve scat 
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is brought into engagement, thus closing the annular space 
around the valve stem and preventing the loss of air. New 
pressed-steel dash headlights, furnished by Adams & West
lake, are being placed on each car. These headlights are 
provided with a locking device which requires a special 
wrench for opening the cover. Thus it is thought that the 
considerable loss of headlight lamps occasioned by tamper
ing and theft may be reduced. 

An additional feal'ure being installed on these cars is 
Consolidated Car Heating Company's push-button buzzer 
system, which operates directly from the trolley current. 
The resistance coils, which are used to provide the low
voltage current for this buzzer-operating system, are placed 

Chicago Railways Car Reconstruction-Truck as Rebuilt 

under a longitudinal seat at one corner of the car. The 
governor for the air-compressor motor is installed under the 
same seat and to provide for easy access for inspection, ad
justment and repair, these two devices are carried on a 
shelf so that they are near the top of the seat box. Thus 
they are free from any dirt that might accumulate on the 
floor under the seat and also are easi ly seen and reached 
when the seat cushion is lifted out. 

On 202 of the cars the air-compressor pumps, formerly of 
11-ft. capacity, are being replaced by pumps of 16-ft. 
,capacity. Both the old and the new pumps were manufac
tured by the National Brake & Electric Company. 

The work of rebuilding the 328 cars, as here described, 
is progressing rapidly and the rebuilt cars are being put 
into service as soon as they are painted. 

------♦·----

The Swedi sh S tate Railways have accepted bids for the 
conversion to electric operation of the N orth Swedish divi 
sion between Kiruna and the Norwegian frontier. The 
estimated cost, including a hydro-electric generating station, 
is $4,000,000. Premiums and penalties are imposed in the 
contract for variations above or below the guaranteed op

erating costs. 
----♦----

The United States Geological Survey has just issued a 
bulletin on "Commercial Deductions from Comparisons of 
Gasoline and Alcohol T ests on Internal-Combustion En
gines," by Robert M. Strong. The tests, which were under 
the technical direction of R. H. Fernald, engineer in charge 
ol the producer-gas section of the technologic branch, were 
conducted at the fuel testing plant in St. Louis, Mo., and 
at Norfolk, Va. The tests were conducted to determine 
the relative economy and effici ency of gasoline compared 
with denatured alcohol. \Nhen the series of tests was 
started it was found that it took from one and one-half to 
two times as much alcohol as gasoline to produce a given 
power, but wi th special alcohol engines, enti rely suited to 
the use of alcohol, the latter fuel has been made to do as 
much work gallon for gallon as the gasoline. 

NOVEMBER MEETING OF THE CENTRAL ELECTRIC 
RAILWAY ASSOCIATION 

The Central Electric Railway Association held a most 
enthusiastic meeting at Indianapolis, Ind., on Nov. 18. 
Papers and addresses of unusual value were delivered be
fore an attendance of more than 100 members and guests. 
President A. A. Anderson was in the chair. It was an
nounced that the next meeting would be held at Columbus, 
Ohio, on J an. 27, 1910. T hi s will be the annual meeting 
and new officers will be elected and installed at that time. 
The Central E lectric Traffic Association will hold a meet
ing in Columbus on the day preceding tha t set for the ses
sion of the Central Electric Railway Association. Those 
attending the Indianapolis meeting were entertained with 
a theater party on the evening of Nov. 18. 

STANDARD IZATION OF COUPLERS 
The program of the Indianapolis meeting, as announced 

in the ELECTRIC RAILWAY JouRNAL for Nov. 6, was fol
lowed. The morning session began with the reading of the 
minutes of the Detroit meeting by 'A. L. Neereamer, secre
tary. R. M. Hemming, general manager, Ohio Southern 
Traction Company, and T. W. Shelton, master mechanic, 
J ndianapolis, Columbus & Southern Traction Company, 
members of the standardization committee, reported prog
ress and this committee was voted additional time in which 
to consider suggestions for standardizing couplers. Mr. 
H emming thought that the coupler recommendations of the 
, unerican Street & Interurban Railway Asso~iation did not 
fully meet the requirements of the roads in the Central 
Electric Rai lway Association territory, because some means 
should be provided for coupling cars of different heights 
until such time as a ll cars might have uniform couplers and 
coupler heights. The idea of his committee, in conformity 
with that of the American Association, was that the M.C.B. 
type of coupler should be used finally. 

Mr. Shelton showed sketches and described a form of 
coupling bar pocket and coupling box that could be used in 
coupling cars of different heights. Other sketches shown 
presented the positions assumed by cars on curves and ex
hibited the adverse conditions under which couplers often 
must operate. The design of a pocket and coupler bar to be 
used therewith was shown. This pocket was securelv an
,,:hored to the center si lls and the sides of the pocket w;re so 
cut away that the coupling bar could swing sideways to 
accommodate itself to the position of two interurban cars on 
1 everse curves of 40-ft. radius. The bar to be used was 2 
in. x 4 in. in section, 4 ft. long and bent to suit the height 
of the cars to be coupled. This bar was designed for hand
ling cars with varying heights of platforms during the 
transition stage, which would last until all couplers had 
been standardized. 

L. E. Gould, ELECTRIC RAILWAY JOURNAL, described the 
work of the standarization committees of the American 
Street & Interurban Railway Engineering Association, 
which preceded and led up to the recommended standards 
as approved by the A merican Association at Atlantic City 
in 1908. The keynote of that work was to recommend a 
coupler, or other part, that eventually would be the most 
desirable to adopt and would be suitable for general inter
change, and the committee had asked the member com
panies to work toward these more desirable designs as they 
!.)Urchased new equipment. This idea had been approved by 
the American Association. 

COMPENSATION FOR CARRYING MAIL 
The committee on this subject presented the following 
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report which was read by H. A. }Jicholl, general manager, 
Indiana Union Traction Company, a member of that com
mittee. 

Your committee, appointed to confer with the committee 
of the American Street & Interurban Railway Association 
on "Compensation for Carrying United States Mail," begs 
to report that, after numerous attempts to secure a con
ference with the American Association committee, it has 
been unsuccessful. It was not until after our last convention 
that we learned from the American committee that it had 
been unable to accomplish any satisfactory results this year, 
principally on account of the change in the Federal admin
istration and the numerous departmental changes incident 
thereto, and because the extra session of Congress was de
voted solely to tariff revi sion. Therefore , your committee 
has not been able to obtain any satisfactory results. 

The American Association committee 's report made at the 
Denver convention, a fter going into stati stics a t some 
length, concludes by saying: 

"It is important now that the work of, the new committee 
should begin at the earlies t possible date after thi s conven
tion. Your committee st rongly feels th at with a concerted 
action on the part of the representatives of the member 
companies supporting its initi ative, it is not unreasonable to 
hope that something can be accompli shed, but thi s will re
quire active personal co-operation on th e part of those in
terested in electric proper t ies . In the meantime, your com
mittee recommends to all member companies that they re
spect existing contracts at leas t, pending the outcome of the 
attempt to obtain reasonable compensation, but that they 
should not undertake new contracts or extensions at these 
unprofitable rates ." 

Your committee concurs fully in the report of th e Ameri 
can committee and strongly urges that a new committee be 
.: ppointed promptly, or th e old one continued, so that plenty 
of time may be given the committee to secure further in
formation from the American committee, and to be in posi
tion to render any assistance in its power to secure results 
valuable to the member s o f this a ssociation. 

Respectfully submitted, 
H. A. NICHOLL, 
GEO. WHYSALL, 
F . w. BROWN. 

The association vo ted that the prese nt committee on 
"Compensati on fo r Carrying Mail" be continued and 111-

structed to act in conjunction, if desirable, with the com
_mittee on the same subj ect appointed by the American 
Street & Interurban Railway Associati on. 

Several members discussed th e present low rates paid to 
electric railways for handling mail. Mr . A nderson said that 
the Indianapoli s, Columbus & Southern ca rri ed pouch mail 
a nd had been asked by th e Government to extend the serv
ice. The road so fa r had decl ined to make the extension, 
because of the low rates and eve n ha <l considered cancelling 
the present contract for tha t r eason. The latter action 
had not been taken, however , pending the work of the com
mittees mentioned. One member said that it had been 
ruled in one case tha t th e ra il way could not cancel a con
t ract to carry mail. 

F. D. Carpenter , general manager, •\Ves tern Ohio Railway_. 
said tha t the prese nt rates for handling mai l on electri c 
ca rs we re made when electric ra il roading was in its infancy 
and the se rvice given was poor . N ow it was generall y 
known that the electri c ra il ways could offer as good service 
in their territories as cou ld th e steam roads, and th is 
shou ld be recognized in the ra tes paid. H e had ta lked with 
Congressmen who seemed willi ng to work fo r the electri c 
rai lway interests in th is ma tte r and thought that now was a 
good time to study the means fo r obta ining concerted acti on 
along th is line. 

T. F. Grover, general ma nager, Te rre H aute T ractio n 
& Light Co mpany, spoke of the need of the ra il ways in 
having the Post Offi ce Dq >artmcnt favo r their case when-

ever new laws should be proposed with a view to obtaining 
the increased rates deserved by the service. No electric 
10ad was now making any profit in handling mail. 

F . \V. Brown, freight and passenger agent, Michigan 
United Railways, described the experience of that road in 
cancelling a m~il-route contract. Formerly his company 
had two mail routes, one 20 miles and the other three miles 
long. The company cancelled the latter route after it had 
been refused an increased rate equal to that paid for a star 
route of the same length. This was three times more than 
the electric railway had been receiving. The Post Office 
Department refused to give the electric ra ilway company 
the same r ate as was paid for hauling th e mail by team and 
a fter the contract had been canceled it was· given to the 
drive r of a wagon at thi s 300 per cent increase in cos t to the 
department. 

Mr. N icholl quoted th e compari so n of ave rage compensa
tion per mile paid to electric and steam railways, wagons 
and pneumatic service. The contrast was decidedly to the 
disadvantage of th e electric railway compani es . He thought 
that the Post Office Depar tment looked with favo r upon the 
1 aising of ra tes, but could not do so until the necessa ry 
iaws had been passed. 

LOOSE LEAF FILI NG SYSTEM 

S. D. Hutchins, \ Vestinghouse T r act ion Brake Co mpa ny, 
chairman of the committee to consider methods fo r fa cilitat
ing the loose-lea f filing of informati on contain ed in techni 
cal publi cations, reported as fo llows : 

T he committee has di scussed the feas ibility of suggesting 
changes in the form of publications which would make them 
more adap table to filing and indexing for current use. T he 
points considered by the committee at a meeting held last 
uight were as follow s : 

\ Vider margins tha t would permit binding loose leaves 
into book fo rm , and 

Standard punching that would be adaptable to a special 
set of cove rs fo r holding such leaves. 

In the opinion of the committee, a wider binding margin 
would make the pages adaptable fo r filing under a greate r 
number of methods, and the committee begs th at the asso
ciation re fer these suggestions to the publi shers of the 
technical journals devoted to electri c railway work with 'the 
id ~a that the publi shers study the ques tion in its broad sense 
and report to th e association as soon as de finite recom
mendati on can be presented. 

On motion, the report o f thi s committee was acce pted, 
and L. E. Gould, western editor , E LECTRIC R AILWAY J ouR
NAL, was appointed to study thi s question from the stand
point of both reader and publi sher and r eport later to the 
associat ion. 

CENTRALIZ E!', TESTING 

T he fir st pa per of the day entitled "A Centra li zed Test
ing O rgani zation, Its F uncti on in the Ma nagement of E lec
t ri c Rail ways," was presented by J. G. Call a n, electr ica l 
eng inee r, Arthur D. L ittl e, Inc., Boston, Mass. This pape r 
was publi shed on page 1065 of the ELECTRI C RAIL:'7AY 
J ouRNA L fo r Nov. 20, 1909. 

After the reading of the paper the fo llowing commitkc 
was appoint ed to consider th e recommendations a nd sug
gestions ma de by 1\1 r. Call an and tn repor t to the associa 
t ion: G. TT . Ke lsay, Indi ana Union T rac t io n Company ; L. 
J. Drake, Jr. , Cakna S ignal Oi l Compa ny, a ncl E. J. Jone-;, 
Ohio E lec tri c J-!ail way. 

l' U lll.T CJTY 

A paper on the sub ject of " Publ ici ty'' was next prese nted 
by A. Ii. n. Van Za ndt, publi city agent, Detroit United 
l{a il way. T hi s paper was printed on pag-c 1067 of the issue 
of th is pa per fo r la st Wl'd;. 
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President Anderson recalled that among his early im
pressions was one of the vast amount of sometimes abusive 
publicity which at one time was given the street railways. 
Later with the growth of the railway business and a better 
understanding of that business by the newspapers, the pub
licity circulated by the daily press had a better effect, and 
about this time the interurban roads began to adver tise their 
service. 

The president next appointed the following nominating 
committee to report at the annual meeting in Columbus, 
Ohio, on Jan. 27, 1910: F. D. Carpenter, Western Ohio 
Railway; S. D. Hutchins, Westinghouse Traction Brake 
Company; W. C. Whitney, Ohio Electric Railway; George 
W. Parker, Detroit United Railway; J. H. Crall, Terre 
Haute, Indianapolis & Eastern Traction Company. 

AMERICAN ASSOCIATION 

The afternoon session was largely devoted to impressions 
and reports of the Denver convention of the American 
Street & Interurban Railway Association. Arthu~ W. 
Brady, president, Indiana Union Traction Company, and 
first vice-president, American Street & Interurban Railway 
Association, spoke at length regarding the progress of the 
latter-named association, and its valuable convention at 
Denver. The points brought out were briefly as follows: 

On account of the distance of Denver from the large 
properties of the East, only those undertook the trip to 
Denver who were interested in the active work of the asso
ciation. The several excellent special trains in which most 
of the attendants at the Denver convention traveled served 
to afford an unusual opportunity for extended acquain
tances, so that at the beginning of the sessions every one 
was ready for work. The Denver convention was to be 
characterized as an "enthusiastic" meeting. T he sessions 
of the individual associations were well attended and of 
much worth on account of the spirited discussions which 
the papers brought forth. By this successful convention 
the standing of the American Association had been 
strengthened greatly. 

An excellent example for study was afforded in the 
street railway system of the Denver City Tramway Com
pany. To many railroad men from the East this property 
was a revelation, with its remarkable, up-to-date methods 
and numerous operating novelties that were worthy of care
ful study. 

Mr. Brady stated that one result of the Denver conven
tion had been to demonstrate that the American Associa
tion was much stronger than ever before in membership 
and finances. The question now was not whether the asso
ciation would be a su~cess, but, rather, how great a success 
the association could be made. It was important to in
crease the membership and to maintain the present keen 
interest of the members. The work of the affil iated asso
ciations, as exemplified at Denver , had been of a thor
oughly practical character. Important evidence of the 
truth of this statement could be found in the reports of the 
standardization committee and in the recently adopted rules 
for both city and interurban service. These were subjects 
vitally important to all roads. 

The work of the American Association itself, as distinct 
from the affiliated associations, vi sibly had not been of 
such important a character as that of the affiliated associa
tions; that was to say, the greatest work done by the 
American Association had been in the line of organization 
-in forming the new Transportation & Traffic Association, 
and in keeping the work of the affiliated associations under 
movement in the r ight channels. F or this r eason the work 

of the American Association was immensely valuable, al
though in general it was of such a character that its prac
tical value was difficult to see and to measure. One im
portant question considered at the Denver convention was 
the nature of the work which the American Association 
would undertake in the future. It was believed that the 
great work for this body, apart from cementing that of 
the affiliated associations and the electric railway interests 
of the country, would be to continue along the line of im
proving public relations; that is, it would tend to dissemi
nate a better understanding among the public of the diffi
culties which the electric rai lways must meet. The asso
ciation also should consider the methods of r eform that were 
being and would be under taken. The question of rates was 
always one of vital inter est. In the past the public had 
been misled because of a lack of authoritative information 
as to the real cost of operation, so that in some localities it 
was thought that the existing fa re within the corporate 
limits of a city should be reduced from 5 cents to as low as 
4 or even 3 cents. F or similar r e.asons, demands -had been 
made for reductions in interurban fares. This situation, 
Mr. Brady said, was due partly to a misapprehension on 
the part of the public, because it had not been taken into 
the con fidence of the electric railway companies, and did 
not know of the physical and other difficulties with which 
they had to contend. The lack of appreciation of railway 
conditions as they were might also be due to stories circu
lated by promoters who intended to be hone~t but were 
over-enthusiastic. 

Thus the American Association would continue to work 
along the lines of improving public relations and maintain
ing concerted action on the part of the affiliated associa
tions. The recently published pamphlet on "The Fare 
Question" was in line with the future policy of the asso
ciation's work. T his pamphlet, Mr. Brady said, was one 
of the most valuable every issued on a similar subject. 
The questions of regulation by Government authority and 
of legislation by the National Congress at Washington 
would be studied, and the association in this matter alone 
could be of service to the member companies far out of 
propor tion to the cost fo r membership. 

On behalf of the American Association, Mr. Brady pre
sented to the members of the Central E lectric Railway As
sociation the fu ture policy as here outl ined. He knew that 
the value of the work done by the American Association 
would be appreciated, and urged that the Central Elect'ric 
Railway Association should be confident that there was no 
rivalry, because both associations were working for a com
mon cause. T he desire was that all companies should join 
the American Association and that all operating officials 
should become associate members. Mr. Brady recommended 
a careful r eading of the annual address of President Shaw, 
of the American Street & Interurban Railway Association 
as delivered at Denver. This address was a magnificent 
resume of the electric railway situation of the country, and 

• the problems whi ch had to be met. Copies of the address 
might be obtained from B. V. Swenson, secretary, Ameri
can Street & Interurban Railway Association, 39 West 
Thirty-ninth Street, New York. 

CLA I M AGENTS' ASSOCIATION 

Ellis C. Carpenter, claim adjuster, Indiana Union Trac
tion Company, presented a paper outlining the work of the 
American Street & Interurban Railway Claim Agents' As
sociation, as performed at the Denver meetings. Mr. Car
penter was elected president of the association at the close 
of the sessions in Denver, as previously announced in the 
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ELECTRIC RAILWAY JouRNAL, and his paper, as read at In
dianapolis, was published in this paper last week. 

TRANSPORTATION & TRAFFIC ASSOCIATION 
J. B. Crawford, superintendent, Winona Interurban Rail

way, presented a detailed narrative of the proceedings of 
the Denver convention of the American Street & Interur
ban Railway Transportation & Traffic Association. This 
paper was also published in the issue of last week. 

GENERAL DISCUSSION 
R. M. Hemming suggested to the members of the Central 

Electric Railway Association that it would be a good thing 
for all electric railways if a standard stop sign were adopt
ed and used in every city in the country. The meaning of 
the sign would become known quickly, and strangers would 
not be confused by the various methods and places of stop
ping cars as now followed by different roads at the order 
or suggestion of the municipalities in which they operated. 

A discussion followed on the advisability of stopping 
cars on the near side of the street. Mr. Van Zandt said that 
the Detroit United Railway, following ordinances of the 
City Council, had had experience with stopping cars on both 
sides of the streets. As a result it was now the practice 
to stop all cars only on the near side of the street when 
within a half-mile circle enclosing the business section of 
the city, where all streets were paved. 

John J. Mahoney, super-intendent, Indianapolis Traction 
& Terminal Company, said that some years ago the City 
Council of Indianapolis had ordered the traction company 
to stop its cars on the near crossing, and that the results 
with this method of operation had been highly pleasing both 
to the riding public and the company, Later, the change 
to the present method of stopping on the far side of the 
crossings had been ordered. The former practice had 
greatly facilitated the handling of faster schedules because 
it eliminated many unnecessary stops, notable among which 
were those on the far side of a crossing made to receive 
passengers after the cars already had stopped on the near 
side of the street so that the facing switchpoints might be 
thrown. 

C. L. Henry, president, Indianapolis & Cincinnati Trac
tion Company, thought that a rule requiring cars to stop on 
the near side of the street would work a hardship on pas
sengers riding on long interurban cars. 

F. W. Brown, Michigan United Railways, asked if any 
one present could recite the results of legal action follow
ing the ejection of a passenger who had attempted to ride 
on an expired transfer. Mr. Mahoney said that the In
dianapolis Traction & T erminal Company had won several 
lawsuits based on such premises. The day sheets kept by 
the conductor showed the serial number of the transfers 
in hand, opposite the time of leaving for each half trip, and 
also, whenever a conductor found it necessary to eject a 
passenger, the names of witnesses were taken and a spe
cial report made. One case of the nature cited had been 
lost when there was doubt about the question of whether 
the transfer for the right line had been given. 

The meeting adjourned to reconvene at Columbus on Jan. 
27, 1910. 

----♦----

The London County Council has finally secured permis
sion from the Government to build an extension of its tram
way lines from Woolwich to Eltham, passing close to the 
Royal Obse rvatory at Greenwich, provided it will equip the 
line with double overhead troll ey. The Royal Astronomer 
objected to the use of either the conduit or the single over
head trolley system on the ground that stray current would 
affect the delicate instruments in the Observatory. 

SOME FEATURES OF STATE REGULATION OF PUBLIC 
UTILITIES* 

BY JOH N H. ROEMER, MEMBER OF THE RAILROAD COMMISSION 
OF WISCONSIN 

The doctrine that the public has an interest in the use of 
the property of a public utility employed in a public service, 
though resting upon the principles of the common law, was 
not agreeable to the managements of public service corpora
tions when State regulation and supervision of such cor
porations were first proposed. Nor has there ever been a 
full assent to this doctrine or a frank submission to the 
regulatory measures adopted by the State on the part of 
many such corporations. The view that their undertakings, 
except to a limited extent in the case of common carriers, 
were purely private business enterprises which could be 
conducted upon like principles as those prevailing in other 
commercial pursuits, controlled the managements in the 
transaction of all the affairs of the corporations, whether 
pertaining to their private corporate functions or to those 
relating to their public callings. 

It was not until Munn vs. Illinois, the. first of the so
called Granger cases, reached the Supreme Court of the 
United States and was there decided, that the right of the 
public in the use of private property devoted to a public 
purpose which, in its nature and because of economic con
ditions, clothed the owner with a practical monopoly, was 
fully recognized in its economic aspects and as legally 
grounded upon the principles of the common law. This 
case marks the beginning of a new epoch in economic 
legislation affecting public service corporations in this 
country. The agitation of Federal control of interstate 
carriers at once began in Congress and continued until the 
enactment of the inter1state commerce act. State after 
State took up the subject and enacted laws along the lines 
of the Federal act until to-day a number of States have 
provided State agencies for the control and supervision of 
transportation by railroads and other common carriers. 
Perhaps the most efficient and certainly the most carefully 
considered law on the subject is the Railroad Commission 
act of Wisconsin. Since its enactment the Wisconsin law 
has been the prototype of practically all legislation upon 
the subject in other States where intelligent and effective 
regulation has been desired. 

In less than two years from the time the Railroad Com
mission act became effective, the propaganda resulted in 
inducing the legislature to supplement the railroad act with 
the public utilities law now in force. The scheme of State 
supervision of public utilities embraced in this law is the 
most comprehensive in all its economic aspects and the most 
effective of any law of the kind in existence. After two 
years of administration under its provisions no amendment 
changing any fundamental provision of the law has been 
suggested from any quarter. If the intention of the eminent 
economist and lawyers, who conceived and framed the 
law, may control in its administration and may not be 
nullified by judicial interpretation deemed necessary to. 
meet some theory of constitutional requirements or in
hibitions, the experiment undertaken in this State to re
gulate and supervise public utilities in an intelligent and 
logically consistent manner may become an established 
policy of the State and a guide to other States in solving 
a common problem. We have not, however, proceeded 
far enough at this time to pass intelligent judgment upon 
the final results of the operation of the law, nor even to 
predict with any degree of confidence whether the law will 
fully meet the purposes of its enactment. Nevertheless 
we do know that the benefits which have resulted to the 
public and the utiliti es so far have been great and im
portant, but the full benefits designed by the law, if attain
able under it, can only be enjoyed in time to come. Under 
the circumstances the public, the utiliti es, and the commis
sion can well afford to labor together patiently and harmon
iously and, disregarding the clatter of the blatherskite and 
demagogue, to take each step cautiously, knowing that the 
achievement intended will rebound to the material and 
moral welfare of society and, if success ful , as it probably 

• Abstract of an address delivered before the Wisconsin State Dar 
ARsociation nt Milwaukee, Wis., Sept. 1, 1909. 
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will be if confidence and patience are indulged, will be a 
credit to the State and a blessing to posterity. 

Among the most important and salutary provisions of 
the law is that providing for the valuation of the property 
of all public utilities operating within the State. The 
Supreme Court of the United States- having in effect deter
mined that the owner of private prope rty devoted to a 
public use is entitled. to exact from the public such charges 
for the services rendered or product furnished by him to 
the public as will generally produce revenue · sufficient to 
meet operating expenses, cost of maintenance, and de
preciation of the plant, and also to provide a reasonable 
return upon a fai r value of the property so employed, it was 
necessary to provide for an appraisal of such property in 
order to have a lawful basis upon which to determine in
telligently the question of rates and charges. 

That every legitimate element of value, whether tangible 
or intangible, might be considered, the law provides for the 
valuation of the physical property and of all the property 
of a public utility "actually used and useful for the con
venience of the public." In view of the indefin ite and un
certain statements found in the opinions of most of the 
courts regarding the elements of value that properly and 
necessarily enter into the matter and must, therefo re, be 
considered in arriving at the fa ir and just valuat ion of the 
active property of a public utility, the legislature wisely 
extended the latitude of the inquiry so tha t no infirmity in 
the scheme of valua tion proposed might exist because, per
chance, of some transgression of the provisions of either 
the State or the Federal constitution inhibiting the taking 
of private property fo r public purposes without just com
pensation being made to the owner thereof. The duty thus 
imposed upon the commission is the gravest and most im
portant of all its functi ons. The value of every security of 
a public service corporation in thi s State will be deter
mined and perhaps irrevocably fixed by the appraisal made 
by the commission of the property of such corporation upon 
the credit of which such security was issued. There can 
be no escape from th is conclusion. 

Fair and r easonable as such apppraisa l may be, it will sig
nify to the world that in the fu ture public utilities in this 
S tate will cease to be subj ects for speculative investments. 
I t will also indicate that which is more important , to-wit, 
that actual and bona fide investments in such concerns, 
when providently made, will be secure under State super
vision and the adequacy of the security will be maintained 
by a strict enforcement of the law requiring, wherever 
and whenever possible, an adequate depreciation reserve 
fund to be set aside so that the physical plant may at all 
times be maintained to a maximum of efficiency, and the 
integrity of the investment may not be impaired from any 
cause or contingency incident to the operation and use of 
the property. 

The need of addi tional capital to extend existing plants 
to meet the public r equirements may be met at less sacrifice, 
in my judgment, under such circumstances, than the cus
tomary bond discounts of the present day, and if we are to 
accept the word of some of our leading financi ers, capi tal 
under the conditions mentioned will be available at less rates 
than are at present in vogue. 

T here is no reason why the bonds of public service cor
porations at a low rate of interest should not compete in a 
measure with public securities for the favor of those seek
ing secure investments and such as are r eadily convertible 
into cash. In ·some of the New England States, notably 
Massachusetts, they stand on a parity with publi c securities, 
and by law are permitted to be purchased by savings banks 
and to become investments for trust funds. Doubtless in 
t ime we may find the same conditions prevailing here, but 
before such is likely to be the case many, if not most , of our 
public utili t ies will have to undergo a financial regeneration. 
To insure stability to the securities it is essential that they 
approximate a truthful representation of the investment. 
When the disparity between the actual investment and that 
reflected by the capitalization becomes a matter of public 

• record, the self-interest of the security holder s will doubt
less bring about a readjustment of the capitalization upon 
a sound and truthful basis. This has occurred in almost 
every public service corporation of any importance in the 
country, and in some has occurred more than once. 

Those who desire to withstand any scaling of capitaliza
tion when the latter is discredited by financiers and be
comes an impediment to business extension often contend, 
but neve r successfully, that the capitalization of a public 
service corporation does not concern the public; that the 
securiti es of such a corporation are mere private corporate 
contracts between the parti es tnereto, and should therefore 
be permitted to assume such lawful form as the parties in 
interest may agree upon. The contention in relation to 
stock issues contains an element of truth, but in relation to 
bond issues and other evidences of indebtedness it is without 
any moral or reasonable basi s for support; but even before 
it can be conceded as sound in connection with the issue of 
capital stock there must be a radical change in the character 
of such securi ties. If each share of stock r epresented upon 
its face but an aliquot par t of the property of the corpora
tion, the number of par ts into which the corporators should 
divide the corporate holdings would be of no public conse
quence, and this is particularly true in this State under the 
public utilities law, by the te rms of which the return to the 
investors is based upon the fai r value of the active property 
of the corporation which forms the measure of the value 
of the securities issued against it. 

The uniform system of accounting required of all public 
uti li ties under the provisions of the law has already demon
st rated the wisdom of its adoption. 

W hile the system of accounting comprehends a scientific 
and carefully arranged separation of accounts , its applica
tion to the var ious situations and condi tions under which the 
utilities are operating may result in certajn modifications 
which experience may demonstrate to be necessary before 
the method of accounting will be permanently established. 

But the principles upon which the system has been con-
5tructed, being in accord wi th the best thought and practice 
on the subj ect, will not be changed. Nor wi ll the system 
be weakened to satisfy the theory of those who believe that 
the public should be satisfied with general statements of re
ceipts and expenditures rather than detai led r eports dif
fe rentiating the items in accounts tha t wi ll enable an in
telligent judgment to be fo rmed of the various details of 
operation and management. A ny alteration in established 
business methods necessarily meets with the opposition of 
the non-progressive and self-sa tisfied manager, but when a 
change is once inaugurated such resistance passes away and 
a r eturn to the old methods would be met with equal 
aversion. 

All municipal public uti li ties wi ll be required to keep their 
accounts in conformity with the es tablished system. The 
most vital objection urged against municipal ownership and 
operation of public utility plants has been the lack of busi
ness ability generally displayed in such undertakings. Un
der the plan of accounting provided by the law and with the 
exercise of reasonable diligence on the part of those charged 
with its execution, I see no reason why municipal plants 
may not be administrated as efficiently and economically as 
those controlled by private capital. 

The valuations thus far made have been undertaken for 
the most part in connection with r ate complaint cases, al
though the law contemulates the tiltimate valuation of every 
utilities property in the State. 

The engineering staff endeavors to dete rmine as ac-, 
curately as possible the true "cost of reproduction'' of each 
item of physical property included in the inventory. All 
avai lable evidence is carefully weighed with a definite pur
pose of arriving at a "middle-ground" decision on the 
value of each detail of the property, both as to the "cost 
new" and the depreciated or "present value." Throughout 
its work the attitude of the staff is carefully guarded against 
bias of any kind, with the intention that the service ren
dered to the commission shall be identical in kind and 
quality with that of a technical expert chosen independently 
by the cour t to give expert advice or opinions in technical 
matters. This balance of judgment, it is believed, is 
strongly sustained by the fact that the staff is continually 
engaged in physical valuations for both taxation and rate
making purposes. 

In the course of its work, extending through a period of 
years and covering the widest possible range or variety of 
detail of physical properties, there has been accumulated 
a vast fund of cost data and other information invaluable 
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in work of this kind, much of the data naturally being of a 
confidential character. An important feature of the valua
tion staff work is the collection and assimilation of this 
info rmation. 

Special studies of local conditions, with a view of dis
covering the underlying causes for defective service and of 
pointing out the best manner of remedying such defects, 
afford the sole means of successfully attacking some of the 

· problems which confront the commission. 
The commission has carefully guarded against assigning 

its staff to those lines of service which properly should be 
undertaken by the engineer in private practice. Such in
trusion may perhaps not be wholly avoided, but slight en
croachments, if they occasionally occur, are quite certain 
to be outweighed by the frequent opportunities which 
already have a risen to suggest to inquiring official s the 
names of eligible practicing engineers to render a specific 
service beyond the legitimate scope of the work of the staff. 
This latter deli cate service has been rendered in a num
ber of cases by suggesting the names of seve ral engineer s 
eligible for a given service. · 

Although not di rectly concerned with the public utilities 
law itself, ment ion may appropriately be made of the ex
hausti ve study of the service rendered by the Milwaukee 
Street Railway Company, the staff report on which was 
recently g iven to the public. 

Various reasons have been assigned for the general fai l
ure of such corpo rations to act in accordance wi th the 
desire of the legislature respecting the surrender of local 
franchises and the acceptance of indete rminate permits, 
but the controlling reasons for the a ttitude assumed by such 
corporations in the matter seem to have been ( 1) a doubt 
as to the legal r ight of the directo rs and · stockholders to 
make the surrender without the consent of the bondholders 
whose mortgage security covers and includes the fr an
chises of the cor poration; ( 2) the practi cal impossibility 
of ascertaining all the bondholder s and acquiring their con
sent, and ( 3) the er roneous, though perhaps not all-founded, 
conception of the value of such franchises. 

The fa ct that a new phase, "indeterminate permit ," was 
coined and employed in the act to denominate a franchi se 
when used in its gener ic sense, that is, as embracing all the 
secondary or special franchises granted to a public service 
corporation, either directly by the S ta te under general 
legislati ve provision or indirectly by the State through a 
Common Council or other munici pal body duly authorized 
thereto , has had a deterring effect upon such co rporati ons, 
a nd notwithstanding the legislature has again opened the 
season fo r exchanging franchises the re has been no per
ceptible change in the attitude of the corpora tions toward 
the propos it ion. 

As the uti lities are generally desi rous of canceling their 
long time discr iminatory contracts with municipalities fo r 
service fo r municipal purposes and those wi th individuals 
fo r private purposes, it would have been, perhaps, better 
if the Legislature had in the first instance attached less 
importance to such contracts and amended every franchise 
by making it exclusive and practically perpetual, although 
subject to termination by the acquisition of the physical 
property of the utility under eminent domain. 

In considering the features of the law, hcreinbefore di s
cussed, in their broader aspects it would appear that the 
unbiased mind must necessarily come to the conclusion that 
the sys tem of State regulation and aid provided by the 
public utilities law of this State is capable of producing 
eventually more permanent and satisfactory re sults than 
any system of local control that can be conceived. It 
recognizes that public utilities arc business enterprises re
quiring a high character of scientific skill as we ll as busi
ness ability for their success ful operation and manage
ment. Any public control which ignores this fact must of 
necessity fail. Local control, as commonly practiced, con
sists of nothing more: nor less than spasmodic attacks upon 
rates and services of publi c utilities regardless of the 
physical conditions of their plants, their financial needs or 
possibiliti es. Because of local attacks publi c service cor
poration s have not infrequently yie lded to local pressure 
and reduced their charges for the: sake: of peace when public 
interes t, if the situation had been proper ly understood, 
would have been bes t serve d by maintaining the revenues 

so as to have enabled them to make improvements by 
adopting new inventions and thereby rendering better serv
ice at a permanently reduced cost. That publ ic regulation 
which does not deal intelligently with the business in
terests as well as the physical property of a publi c service 
corporation will prove disastrous in the end. The Wiscon
sin law is well adapted to a wise supervision of a ll the 
affai rs pertaining to the operation and business administra
tion of every public utility subj ect to its provisions. 

IMPROVEMENTS CONTEMPLATED IN LOS ANGELES BY 
THE PACIFIC ELECTRIC RAILWAY 

The Pacific E lectric Railway, under which name the in
terurban lines of the H untington system in Los Angeles are 
being oper ated, is pl anning to make important extensions 
and improvements during the coming year . During the 
last three months th e company has purchased 5 500 tons of 
rai ls and 3 00 steel fr eight ca rs, most of them of 10 0,00 0 lb. 
capacity. The company is now carrying daily 250 carloads 
of freight. It is also proposing to extend the capacity of 
its main passenger station at Sixth and Main Streets, Los 
Angeles, to accommodate its increasing traffic. 

----·•·----
SOME EMPLOYMENT CONDITIONS OF BERLIN CAR MEN 

T he Grosse Berliner Strassenbahn, operating with it~ 
subsidi ary companies practi cally all the_ street railways and 
par t of the omnibus traffic of Berlin , empl oys about 7600 

moto rmen, conductors and chauffeurs. The average daily 
working time for conductors is IO hours and fo r motormen 
is nine hours. Thi s paid working time includes the period 
needed to make the ca r ready fo r operati on, fo r which pur 
pose the conductor is allowed I O minutes and the motorma n 
15 minutes. T he men are also paid fo r waiting time. The 
average paid " lay-over" time is . 12 minutes an hour, but 
compensation is given fo r "waits" up to and includi ng 30 

minutes provided that they occu r with in working hours. 
If all paid non-run " waits" a re subtracted from the nominal 
labor time the actual ,vorking periods of the motorman 
and conducto r ave rage, respectively, 7 hours and I 5 min
utes a nd 8 ho urs. A plat fo rm man is granted at least 8 
hours' free t ime between successive days. When the 
schedule call s for a little over time a full hour's pay 
(¼ M) is given for peri ods of 30 minutes and over. On 
the average every regular man has a day off every seven 
days at his own expense. Of thi s fr ee tim e at least seven 
days in the year mu~t fa ll on Sundays or holidays. Trip
pers have at least two fr ee days without pay every month . 

RATES OF PAY .\ N D OTH,ER ITE J.\I S 

In considering the wages paid to th e platform men it 
should be borne in mind that while the German mark has 
an exchange value of 24 tn 25 cent s only many of the ex
penses of living arc lower than in the large Eastern citie, 
of the United States. Consequently it will not give a cor
rect idea to divide by four th e figure s her ei nafter given to 
obtain the Amcric:rn equivalent in dollars; in many cases 
a division by two or by two and one-half would give a more 
exact concept of the purclwsing power of the mark in 
Germany. The monthly wages of motormen and con 
ductors arc as fo ll ows: First yea r , 95 M ; after one year. 
100 M ; after three years, ro5 l\[ ; aft er five years, 110 M: 
after seven years, 113 M ; af ter nine years, 11 5 M ; after 
11 years, r18 M ; after 1 2 year~. 12 0 M; aft er 15 year~. 
125 M ; after 2 0 years, 130 M. ft will he noted that senio r
ity is an important fac tor in the rates paid. Instructor 
motormen receive extra rolllJH' 11 sa tio11 . Extra men get 3 1\1 
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.a day. Students are paid 2 M a day, but if they have been 
in the employ of the company for three months they re
ceive a daily wage of 2.5 M. Overtime for "extras" and 
"students" is paid for at the rate of 0.3 M an hour. 

Every motorman and conductor is provided with a free 
service uniform as follows: Motormen and conductors, 
one cap and jacket once a year and one pair of trousers 
every two years. A cloth cape is also furnished to both 
-classes in addition to which the motormen receive over
coats and winter caps. The company also gives large 
amounts to various employees' benefit funds. The func
t ions of the latter need not be described in detai l in this 
article, but may be summarized as follows: Sick and ill-
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co-operative building association, an off-shoot of the wel
fare association, which has been assisted by low interest 
loans. Compulsory insurance against the injury of em• 
ployees is cared for by membership in a mutual insurance 
organization of railway companies. 

----♦·----

OIL HANDLING IN BROOKLYN 

The Brooklyn Rapid Transit Company recently has in
stalled at its Nostrand Avenue track and line headquarters 
some fireproof storage facilities and pumping apparatus 
for handling oil and other inflammable liquids. The · in
stallation comprises one unloading and two storage plants, 
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ness fund, a compulsory institution to which the company 
gives voluntarily more than the sums required by the law; 
pension, widow and old-age fund, which was started in 
1905 with a $200,000 endowment from the company; social 
organization of employees for miscellaneous welfare work, 
which receives an annual contribution from the company; 

all being arranged alongside the stock and storage build
ings adjacent to one of the unloading tracks which run 
through the ' yard. The new method of handling oil in bulk 
greatly simplifies its delivery, and it is quite possible that 
in future the supplies will be brought in tank cars which 
will serve the entire system. 



NOVEMBER 27, 1909.] ELECTRIC RAILWAY JOURNAL. I IOJ 

T he larger underground storage consi ts of a concrete 
pit, in which are buried one gasoline and one auto-naphtha 
tank, each 3 ft. 2¼ in. in diameter and S ft. 10,¼ in. long 
inside, and one kerosene tank, 4 ft. 8¼ in. in diameter 
and IO ft. long inside. The kerosene tank is provided with 
a IO-in. x 16-in. manhole, to permit cleaning and inspection. 
As shown in the accompanying sec tion, each tank has a 
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with n ;inforced concrete roof. Entrance to the house is 
through a sliding double fire door. The main vent pipe 1s 
carried through and above the roof of the pump house to 
the top of the adjacent building. 

The second underground install a tion was required in 
connection with the blacksmith shop. It consists of a pit 
with reinforced concrete base, containing a fuel oil tank 
4 ft. 8 in. in diamete r and 8 ft. 2 in. insi de length, which 

Brooklyn Oil Handling-Pump House Over Underground 
Storage Tanks 
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Brooklyn Oil Handling-Cross Secti on Showing the Pumping Arrangements for Underground Storage Tanks 

cast-iron fill box with fill pipe, a pump and a sounding pi pe 
with vent. The gasoline and auto-naphtha tanks arc sep
a rat ed from the wall of the storage building by 8 in. of 
concrete, and from the floor of the pump house by 24 in. 
of concrete, the whole making a sa f c ancl durable construc
tion. The three pumps are protec ted by a neat bri ck house, 

rests directly against the wall o f the building. Thi s ta nk 
is also provided with a 10-in. x 16-in. manhole to allow 
overhau ling. The oil is conveyed to the forges on the 
floor ahovc hy mea ns of a suction pump which is driven by 
belting from a short cou11tcrshaft out side the hllilding. 

To fa cilitate the deli very of suppli es to thC' in side oil 
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room, there has been erected between the two pits described 
a wooden unloading platform with a corrugated iron roof. 
This platform is opposite the outer wall of the oil storage 
room and on a leve l with unloading cars. I t is furnished 
with hoisting blocks, chains and a set of galvanized-iron 
swivel funnels, one fo r each kind of liquid de livered. As a 
barrel is emptied the contents pass from the funn el through 

Brooklyn Oil Handling-Filling Oil Tanks in Storeroom 
From Outside Platform 

a cor responding pipe in the wall to the alcohol, turpentine 
or lubricating 'oil ta nks in the sto rage room, as illust rated. 
The tanks are of metal and are carried on steel bents. By 
sto r ing the oi l in this way, the utmost clea nliness is assured, 
and the ba r rels can be taken away immediate ly. 

---◄-+·----

LAYING RAILS IN REINFORCED CONCRETE 
Dr. M. E isig, manager of the Chemnitz, Germany, muni

cipa l street railway system, has recently designed a novel 
construction for rigidly anchoring in a r ei nfo rced concrete 
base rail s laid in paved stree ts. .As shown in the accom
panyi ng engrav ings, the anchorage consists of iron rods 
¾ in. to I ¼ in. in diameter and from 20 in. to 24 in. long 
passing through the web or the base of the rai l from 6 in . 
to 8 in. apa rt and imbedded in the concrete girder which 
surrounds the rail below the head. These rods a re securely 
fastene d to the rail by conical channel pins and a re bent 
down at the ends to secure a firm hold in the concrete. 
T he rods not only tie the r a il to the concrete, but a lso 
serve as lateral reinforcement in the concrete beam. Addi
tional reinforcement can be used by placing longi tudinal 
rods in the concrete beam parallel to the rai l and tying 
the two sets of rods together wi th wires at the points of 
intersection. 

The resistance to lateral motion of the ra il under this 
const ruct ion is increased by inserting the t ransve rse rods 
through the web of the r ail close under the head. T he di s
tance between the top of the head of the r ai l and the center 
line of these rods depends on the dep th of the paving and 
the thickness of the layer of concrete above the rods. As 
shown in the cross-section engraYing, the rods a r e in-

serted 2¾ in. below the top of the rail head, with an asphalt 
pavement 2 in. thick. The adhesion of the concrete to the 
ra il and the rigidly attached reinforcing rods prevent any 
movement of the rail r elative to the concrete beam, and 
thus there is no grinding or pulverizing due to the rail 
working loose under vibration. 

In laying track with this construction, careful workman
ship is essential. The work should be intrusted only to 
specialists in reinforced concrete construction. To avoid 
the fo rmation of bubbles, the concrete forming the sup
porting beam should be mixed with more water at the base 
than nea r the top of the rail. Before being imbedded in 
the concrete the rails and reinforcing rods should be free 
from all surface imperfections, such as rolling mill scale, 
rust , dirt and grease. The first section of track laid it1 
Nurnberg, Germany, in June, 1909 , was built in the follow
ing manner : 

The ra ils, after being bolted together at the joints, were 
thoroughly cleaned with steel brushes. The transverse 

Reinforced Concrete Track Foundation in Nurnberg, 
Germany 

rods were then placed in pos1t10n and securely fastened 
with channel pins. Next , the longitudinal reinforcing rods 
were wired to the cross rods. Mold boards were put in 
place to confine the main body of plain concrete between 
and outside of the ra ils, and this concrete was then placed 
and tamped to the proper leve l. About half an hour later 
the mold boards we re removed and the concrete beam sur
rounding the rai l and inclosing the r einforcement · was 
poured a nd thoroughly worked into a solid mass. Finally, 
the two masses of concrete were tamped on the surface to 
obtain perfect adJ1esion a t the contact sm.:faces '. The con
crete foundation was allowed to se t for 10 days before lay
ing the asphalt paving. 

This piece of t rial track was about 200 m long, and the 
cost of laying, including concrete and reinforcing rods, but 
excluding the ra il, is said to have been $1.77 per yard of 
ra il, or $3.54 pe r running yard of track. The cost of the 
concrete used in the supporting beam was higher than for 
ordinary t rack foundations, because a richer mixture was 
required, but, on the other hand, the cost of labor was 
slightly less. While the cost of this method is claimed to 
be materia lly less than that of supporting the rails on ties 
imbedded in concrete, the principal advantage which is 
claimed is that it insures a unit structure of the rail and 
the concrete foundation beam. It is not possible for the 
rail to separate from the concrete unless the latter disin
tegrates completely. The construction also prevents lateral 
tilting of the rail head due to the elasticity of the web. If 
the theory that corrugation of rails is largely caused by 
vibration is correct, this construction should go far toward 
eliminating at least one cause of corrugation. 

While it may be more difficult to replace ot to repair 
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rai ls imbedded in concrete in this manner, the increase in 
the li fe of the track due to the permanency of the con
struction, it is believed, will more tha·n offset this disadvan
tage. It is expected that the t rack fo undation wi ll last at 
least as long as the rail itself, and, therefore, a renewal of 
the foundation will not be necessary until the rails are com
pletely worn out. In case repai rs are necessary, the con-

Cross Sections of Two Types of Reinforced Concrete 
Track Foundation 

crete can be• separated readily from the reinforcing rods 
by pneumatic chisels, and the reinforcing rods may be 
broken off of the rail with a sledge, after having been 
nicked with a chisel. 

This construction is to be tried in a number of German 
cities next year. It has been patented in Europe and in 
the United States. 

OILING MOTORS ON A MILEAGE BASIS IN BALTIMORE 

On Nov. I the United Railways & Electric Company. of 
Baltimore, Md., put into use a system of oiling the motor 
bearings of all revenue cars on a mileage basis. Motors 
are oil ed at the division car houses on instructions from 
the office of the superintendent of shops where all records 
of mi leage are computed. Mail, express, maintenance of 
way- and special parlor cars are not included in the plan 
nor are snow-plows and sweepers. The system is not in
tended to supplant the previous practice of having car
house foremen follow close ly the mileage of the cars in 
their charge, but it is believed it will relieve those divisions 
where the work of computing the mileage daily has proved 
too great a task and will result in better economy and effi 
ciency of lubrication on the whole system. 

The mileage of each ca r is kept by a simple method 
which reduces the clerical labor in the office of the super
intendent of shops to a minimum. A printed card, 3¾ in. x 
9¼ in., one o f whi ch is reproduced, is used for keeping the 
mileage record of each car. These cards are filed in a box 
in numeri cal order according to the numbers of the cars 
which they represent. When th e system was first put into 
use each ca rd wa s stamped with th e date and the words 
''armature a nd ax le bearings." A ll ca rds were al so given 
a serial number I. The armature and axle bearings of all 

cars were inspected and lubricated just prior to Nov. I, 
when the system went into effect. 

Each day the transportation department sends to th e office 
of the superintendent of shops a statement of the mil eage 
made by all cars in service on the previous day. One clerk 
reads off from this statement the car numbers and mileages 
while another clerk makes the entries on the cards by 
putting check marks in the small squares. Each small 
square represent Io miles and each large square 500 mi les. 
Space is provided for recording 4000 miles in the eight large 
squares. The record indicated in th is way is cumulative 
and requires no additions to be made by the clerk. The total 
mileage can be read at a glance. 

When a car has made the required mileage since its last 
oi ling its card is removed from the box and another card 

MILEAGE SCHEDULE FOR OILING ARMATURE AND AXLE 
BEARINGS. 

11otor. Armature Bearings. 
West. 3. . . . . . . . . . . . . . . . . . . . . . . . . . . . . . 500 miles. 
West. 12-A ........................... 500 miles. 
West. 49 ............................. 500 mi les. 
West. 56 ............................. 500 miles. 
\Vest. 101-B, ......................... Once per month. 
W est. 101-D .......................... Once per month. 
G. E. 1,000 ........................... 650 miles. 
G. E. So ............................. 900 miles. 
G. E. 90. . . . . . . . . . . . . . . . . . . . . . . . . . . . . 900 miles. 

Axle Bearing. 
1,000 miles. 
1,000 miles. 
I,ooo miles: 
1,000 miles. 
1,800 miles. 
1,800 miles. 
1,300 miles. 
1,800 miles. 
1,800 miles. 

substituted. The new card is stamped with the date and 
given the next succeeding serial number. As the intervals 
between oiling the axle bearings are twice as long as those 
between oiling the armature bearings, cards bearing even 
serial numbers a re stamped "armature" to indicate that 
at the end of the proper period only the armature bearings 
will be oiled. Thus the second card wi ll be marked "arma
ture" while the third will again be stamped "armature and 
axle bearings," the same as the fir st card. 

The cards removed each day are stamped with the date 
in the blank space above the row of squares and are then 
sent to the foreman of the car houses where the respective 
cars are stored. Notice is given over the telephone in 
advance of sending the printed slips so that the foreman will 
have an opportunity to hold in cars for oil ing before the 
cards are received from the office. When a car has been 
oiled according to instructions its card is signed by the car
house foreman and returned to the office where it is re
tained for future reference. 

Before inaugurating the system a careful study was made 
of the lubrication require;nents of th e various types of 
motors in service. The accompanying tentative mileage 
sched11le was drawn up and is now being used, but it is 
expected that the mi leage made between oilings can be in-

Car No. _____ _ 

THE UNITED RA ILWAYS AND ELECTRIC CO. 
SHOPS DEPARTMENT. 

NOTICE FOR OILING. 
The above car has completed Its oiling- mllcag-c and should be olled._ --------This notice hos been complied with (SIJ{ncd ) ____ _ 

Mileage Record Card 

creased in the futm e hy improved methnd s of in spection and 
packing-. 

The Unit ed Railways & Electr ic Cpmp:my o\\'ns ahnu t 
I 500 rcvemw ca rs of whi ch lubrication record s are lieing 
kept with thi s sys tem. Between 800 a11cl 900 cars are 
operated each day ancl to make th e entries of 111ile:1g-e on th e 
reco rd cards of thi s nt1111ber of cars requir es the time of 
two ckrks for about two hot1rs a day. 
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THE FUEL CONSUMPTION OF LOCOMOTIVES 

Prof. W . F. M. Goss has just made an analysis of the 
utilization of fuel in locomotive practice in a bulletin just 
issued by the United States Geological Survey. Professor 
Goss says that the locomotives in service on the railroads 
of this country consume more than one-fifth of the total 
coal production of the U nited States, and places their 
entire annual consumption at 90,000,000 tons, valued at 
$170,500,000. The amount utilized and lost is tabulated 
in the report as follows: 

SUMMARY OF RESULTS OBTAINED FROM FUEL BURNED IN 

LOCOMOTIVES. 

I. Consum ed in starting fires, in moving 
the locomotive to its train, in back
ing trains into or out of sidings, in 
making good safety-valve and leak
age losses, and in keeping the loco
motive hot while standing ( esti-
mated) ... . ...... ........... .... . 

2. Uti lized, that is, represented by 
heat transmitted to water to be 
vaporized .. .. .................. . 

3. Required to evaporate moisture 
contained by the coal ............. . 

4. Lost through incomplete combus-
tion of gases .................... . 

5. Lost through heat of gases dis-
charged from stack .............. . 

6. Lost through cinders and sparks .. . 
7. Lost through unconsumed fuel in 

the ash ......................... . 
8. Lost through radiation, leakage of 

steam and water, etc ............. . 

Tons. Percent 

18,000,000 20.0 

41,040,000 45.6 

3,600,000 4.0 

720,000 o.8 

I0,080,000 I I.2 
8,640,000 9.6 

2,880,000 3.2 

5,040,000 5.6 

90,000,000 IOO.O 

In discussing these several amounts Professor Goss says 
that the amount of fuel consumed in preparing locomotives 
for their trains, etc ., is controlled principally by operating 
conditions, by the length of divisions, and by the prompt
ness with which trains a re moved, and it is reasonable to 
expect that th e normal process of evolution in rail road 
practice will tend gradually to bring about some reduction 
in the consumption thus accounted fo r. The fuel required 
to evaporate moisture in the fuel and that which is lost 
through incomplete combustion a re already small and are 
not likely to be materially r educed. That represented by 
the heat of gases discharged from the stack offe rs an 
attractive field to those who would improve the efficiency 
of the locomotive boiler. So long as the temperature of 
the discharged gases is as high as 800 deg. Fahr. or more 
there is a possibility of utilizing some of the heat by the 
application of smoke-box superheaters, reheaters, or feed
water heaters, though thus fa r the development of accept
able devices fo r th e accomplishment of this end has made 
little progress. 

The fuel loss in the form of cinders collecting in the 
front end and passing out of the stack is very large and 
may readily be reduced. A sure road to improvement in 
this direction lies in the direction of increased grate area. 
Opportunities for incidental savings are to be found in 
improved flame ways such as are to be procured by the 
application of brick arches or other devices. Such losses 
may also be reduce1 by greater care in the selection of 
fuel and in the preparation of the fuel for the service in 
which it is used. It is not unreasonable to expect that the 
entire loss covered by this item will in time be overcome. 
T he fuel which is lost by dropping through grates and 
mingling with the ash is a factor that depends on the grate 

design, on the characteristics of the fuel, but chiefly on 
the degree of care ex_ercised in managing the fire. More 
skillful firing would save much of the fuel thus accounted 
for. The radiation and leakage losses may, in par t, be 
apparent rather than real, owing to possible inaccuracies 
in the process of developing the heat balance. On the 
assumption that the values are correct as stated in this 
bulletin, however, Professor Goss does not think it likely 
that under ordinary conditions of service they can be 
materially reduced. 

In conclusion he says: "Locomotive boilers are handi
capped by the requirement that the boiler itself and all 
of its appurtenances must come within rigidly defined 
limits of space, and by the fact that they are forced to 
work at ve ry high rates of power. Notwithstanding this 
handicap, it is apparent that the zone of practical improve
ment which lies between the present-day results and those 
which may reasonably be regarded as obtainable is not so 
wide as to make future progress rapid or easy. Material 
improvement is less likely to come in large measures as 
the result of the r evolutionary changes than as a series of 
relatively small savings in the several items to which 
attention has been called." 

-----♦----

RESTRICTING THE LIMITS OF THE 5-CENT FARE ZONE* 

DY J. H. WILSON, P RESIDENT, M OBILE LI GHT & RAILROAD 

COMPANY 

Many electric railway comp~nies have realized that the 
rates of fare adopted several years ago are inadequate; they 
find that operating expenses have increased very much and 
they also see now that they miscalculated as to the pros
pective profit. 

State Railroad Commissions have r ealized that a mistake 
was made and have authorized increases in rates. A mis
take that many companies have made and are still making, 
is the extension of the 5-cent fare zone to a distance where 
it becomes unprofitable and loads the company with an 
encumbrance that holds it down and prevents the profit to 
which the investment is entitled. I know of a road that 
carries a passenger 19 miles for five cents. This road 
J"eaches on its 5-cent fare zone a small suburban town, nine 
or IO miles away from the business center of the city; the 
operating expense per passenger per car-mile would indi
cate that the road loses a few cents on each passenger car
ried over thi s suburban line. 

T he Mobile Light & Railroad Company can tell, with its 
system of records, whether or not a profit is made on the 
second 5-cent zone of lines extending to suburban districts. 
A company having a one-fare zone for the entire district 
can not accurately determine on account of lack of data 
whether or not it has adopted the correct plan. 

The Mob ile Light & Railroad Company operates 55 miles 
of track in a district having approximately 65,000 popula
tion. The gross passenger receipts are about $550,000-
transfers being issued. The system is divided into four di
vis ions, the city division or first 5-cent fare zone, and three 
county divisions, known r espectively as the Spring Hill, 
W hi stler and Magazine Point divisions, on each of which 
an additional fare is collected. The three county divisions 
commence at points about four miles from the down-town 
terminus. The first extends three miles and the others two 
miles into the country. Each month a statement is made 
giving statistical information and costs of each division. 
Costs are actual or estimated according to earnings, car 
mileage or car hours. The form can be used for a yearly 
or quarterly statement, and is shown on the opposite page. 

The extensions of this form for both statistics and costs 
have columns for current and previous years, increase or 
decrease, and percentage of such increase or decrease. The 
items under the heading of "costs" are also carried out for 

* Abstract of paper read before the Alabama Light & Traction Associa
tion, Birmingham, Ala., Nov. 15 and r6, 1909. 
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current and previous years per car-mile, and show the in
crease or decrease of car-mile costs. The same informa
tion is shown per car-hour and per car-trip. The statistics 
are absolute, the costs are partly absolute and partly esti
m~te~. The maintenance of roadway and tracks and elec
tric Imes are the actual amounts expended, account being 
kept of all work done on each division. The group entitled 
'·power house operation, maintenance and insurance," is 

....... ... ....... . .. ... .... DIVISION FOR .. . .............. 19 ..... . 

STATISTI CS. 

K,:\V. hours ·.· ........................ , .. ... ....................... . 

~H::~:={~i~;~~e c:::s. : : : : : : : : : : : : : : : : : : : : : : : : : : : : : : : : : : : : : : : : : : : : : : : 
Mileage-extra cars ..... .........................................•.. 

i!I§;~;;Jt;::: :::::: ::: ::: :::::: :::::::::::: :::::::::::::• 
Tnps-full-time cars ................................................ . 
Trips-tripper cars ................................................ . 
Trips-extra cars ... ............................................... . 
Trips-total cars .................................................. . 

COSTS. 

ACCOUNTS, 

Maintenance of roadway and track (actual) ........................... . 
Maintenance of electric lines (actual) ................•................ 
Ma!ntenance of buildings and structures. Extra power house (mileage). 
Ma!ntenance of equipment except power house (mileage) ............. . . 
Mamtenance of shops (mileage) .................. ... ................. . 
Superintendent of transportation (car hours) ......................... . 
Power. house operation, maintenance and insurance .................... . 

~f:k~t
10

e:p~~s~a?ea~~i~g~r
1
~~~:::: : : : : : : : : : : : : : : : : : : : : : : : : : : : : : : : : : : : : 

Aqmi!1istration and general expense, less power house insurance (earnings) 
In1unes and damages (earnings) .................................... . 

TOTAL OPERATING AND 1\1:AINTENANCE, 

Taxes--State and county (earnings) .................................. . 
Taxes----city ( earnings, city division only) ............................ . 
Licenses-State and county (earnings) ............................... . 
Licenses and per cent on earnings (city division only) ................ . 
Interest on funded debt (earning-s) ................................... . 
Interest on floatin g debt (earnings) ................................. . 

TOTAL FIX ED CHARGES. 

Depreciation ...... ............. ..•.................................. 

GRAND TOTAL. 

f ~~~/~fs otrockfi~ft.a_t'.~~: : : : : : : : : : : : : : : : : : : : : : : : : : : : : : : : : : : : : : : : : : : : : : 
Per cent ............................................................ . 

charged according to the current consumed on each divi 
sion. Taxes for each division are estimated according to 
earnings. This is a fairly correct method in Alabama in ar
riving at an estimate of taxes chargeable to the division, as 
in this State the franchise tax is the principal tax assessed 
against an electric railroad company, and the value of the 
franchise is derived from the earnings. 

The form is worked up from information derived from 
our accounts for information of the management only. 

The cost of maintenance of tracks and roadway this year 
has been higher than usual on account of the renewal of a 
large number of ties, with creosoted ties, but as nearly 
every year has some extraordinary expense, I do not know 
that this renewal charge ought to be mentioned. 

There are three rates of fare, tickets at the rate of 22 
for $1, commutation school tickets in books at 3_½ cents 
each, good only for the month of issue , and the regular 
5-cent cash fare. The three county divjsions for the first 
nine months of 1909 carried 471 , 103 revenue passengers, the 
company receiving $23,I82.64, an average fare of 4.92 cents. 
The cost of carrying the average passenger on the three 
county divisions, including operating expenses, fixed 
charges and depreciation amounted to 6.19 cents, the loss 
on each passenge r being 1.27 cents; assuming that the cost 
of carrying each passenger on the city division, including 
fixed charges and depreciation, is four cents, the average 
fare receved being 4.94, th e profit on the average passenger 
is 0.94 cents. The average passenger who rode over both 
divi sions was ca rried at a loss of 0.33 cent. TTow wou ld 
it be possible to adopt a one- fare zone for the while sys tem 
of the Mobile Light & Railroad Company with profit to the 
company? Yet the com pany i11 the past had one di rec tor 
who desired the adoption of the one-fare zone. 

The country around Mobile is not as thi ck ly settled a s 
around other cities of approximately the same population. 
Companies in citi es ha vi ng thickly populated suburbs could, 
of course, (•x tend th(' 5-c(•11t fare zone farther than is done 
in Mobile. 

If we should aboli sh to-morrow the additional 5-ce nt fa re 
on th e outside di visions, the costs of operating with th e 

same number of passengers would be the same as at pres
ent. If the number of passengers increased, more cars 
would have to be added, thereby increasing expenses. The 
number of passengers would have to increase several hun
dred fold before there would be an advantage, and even 
then it is questionable whether it is a wise policy in cities 
of from 30,000 to 100,000 people to induce persons to live six 
and seven miles away from the business center and carry 
them for 5 cents, when there are hundreds of acre s of 
vacant land within four miles of the business center already 
reached by the car lines. In and around Mobile there is 
sufficient land unoccupied by houses within the limits of 
the 5-cent fare zone and reached by car lines to accommo
date an additional 60,000 people. 

If companies in cities of from 30,000 to 100,000 popula
tion that carry passengers for 5 cents to thinly populated 
suburbs 4 to 8 miles away from the business center would 
estimate the cost of operating the mileage in excess of the 
first 4 or 5 miles, according to the form used by the 
Mobile Light & Railroad Company, they would probably 
find that the cost per passenger for excess mileage equaled 
the fare received. They would find that at least the balance 
left to pay for car rying the passenger over the 4 or 5 
miles of the strictly citv line would be but a small portion 
of the total cost of carrying the average passenger on the 
city division. 

As a rule there are no franchise requirements that com
pel an electric road to carry a passenger beyond the city 
limits for five cents; the 5-cent rate for long suburban rides 
has generally been made voluntarily by the companies, and 
was done at a time when the promoters of such roads had 
not learned as much about operating expenses as is now 
known, and when car-mile costs were not kept as at present. 
I cannot understand why a company voluntarily carries a 
passenger outside the city limits five and eight miles away 
from the business center for five cents, when the operating 
expenses, fixed charges and depreciation per car-mile per 
passenger amount to much more than the fare received. 

The Mobile Light & Railroad Company would be much 
better off to-day if it did not have a single county division; 
the population then would be more dense inside the limits of 
the 5-cent fare zone. whch would enable the company to 
give more frequent service and maintain its tracks more 
perfectly. The question of extension of lines into the 
suburbs should be very carefully considered before the i11-
vestment is made, and it should not be assumed that all 
fares to be collected will be that much added r evenue. A 
great. many of the passengers now carried on suburban ex
tensions would be riding on the city division regularly if 
the extension had not been built. 

This article does not refer to the qu estion of interurban 
extensions, except where the first 5-cent fare zone extends 
beyond a reasona hie di stance. 

A mistake that has been made in Mobile and many other 
cities, is the extension of lines that already run out into the 
open country, by 2000 or 3000 ft. to accommodate some 
real estate dealer who pays the cost of bui lding the exten
sion. Each of such extensions means the addition of a car 
to the service and very little added receipts, so that at the 
end of the first year, unless it is a rapidly growing city, the 
company has lost as much as was donated to build the 
track. It usually takes several years for such an extension 
to bring in sufficient extra receipts to pay costs of operat
ing. maintenance and fixed charges on car and line. 

Extend slowly, let the real estate promoters wait a few 
years, always extend so that there is considerable vacant 
land near the line, but ex tend through no long distance of 
sparsely occupied territory. 

The writer became identified with the street railroads of 
Mobile in 1892. Previous to that time there was only one 
line, th e Spring fTill line, that reached a greater distance 
than two mil es from th e business center. The writer re
du ced the rate of fare to Spring l Jill from 15 cents cash to 
1 o cent s, and huilt seven extensio ns reaching- f mm three to 
four miles from the lmsiness cen ter, char g-ing one fare on 
same. Tl(' built the Whistler a11d Mag-azine Point ex ten 
sions, chargi ng an additional 5-cent fare over the extension 
from the enrl of the city divi sion. Instead of makin g a 
mistake in not cha rg-ing one fare llVer the whole system 
the mi stak<' made was in h11ildi11g Inn 111a11 y extl' 11 s io11 s. 
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ELECTRICAL WORKING CONSlDERED BY AMERICAN 
RAILWAY ASSOCIATION 

At the semi-annual meeting of the American Railway 
Association held in Chicago on Nov. 17, a short report was 
presented from the committee on electrical working. This 
commi ttee consists of George Gibbs, chairman, chief engi
neer of electric traction, P ennsylvania Rail road ; J. F . 
Deems, general superintendent of motive power , rolling 
stock and machinery, N ew York Central Lines; J. D. Isaacs, 
consulting engineer , H a rriman L ines; W . J. Harahan, assis
tant to president, Erie Railroad; C. S. Sims, second vice
president and general manager , Delaware & Hudson Com
pany; L. C. Fritch, chie f engineer, Chicago Great Western 
Ra ilway; E. H. McHenry, vice-president, New York, New 
H aven & H artford Railroad. Its report, which was dated 
Oct. 18, 1909, is short, but is of importance as an expression 
of opinion from representat ives of the leading steam rail
roads o f the country in relation to some phases of electric 
operation of trains. The report in full follows : 

The committee on electrical working held its fir st session 
in New York City on Oct. 6, 1909. At this session the 
pe rmanent organization of the committee was effected by 
the election of George Gibbs as chairman and discussion 
had of its best usefulness to the association. 

In th e short time elapsing between the organization of the 
committee and the meeting of the association, it was im
practicable to prepare a lengthy r eport , or , indeed, to formu 
late definitely the lines of action which will be of greatest 
use fulness to the associat ion. W hen it can be done properly, 
a report will be presented to the association, giving the 
present status of electri c traction as appli ed to railway 
operation under · steam rail road conditions. In the mean
while, the committee holds itself in readiness to make rec
ommendations upon specific quest ions. 

As this committee supersedes the committee on standard 
loca tion fo r third-rail working conductor s, a nd as the latter 
committee had at the da te of its last report some questions 
still unde r consideration, it was decided by the committee on 
electrical working to appoint a subcommittee, consisting of 
Messrs. Gibbs, Fritch and I saacs, to give special considera
tion to third- rai l and overh ead working conductor clear 
ances. 

Another subj ect discussed by the committee and consid
ered by it of present importance is that of standa rdizing the 
locati on of electri c conn ections between cars of passenge r 
t rains, especially the connections of electrically equipped 
ca rs fo r multiple unit train operation . The connections a re 
required for controlling current to the cars, for heating, 
lighting, etc., and they occupy conside rable space at the 
ends and between pla tfo rms of coupled car s. It is con
sider ed that it will be use ful to the members of the associa
tion to have informat ion as to these electrical requirements, 
as well as suggestions fo r sta nda rd locations which will per
mit of thei r proper install ation without interfering with 
the functi ons of other connections, such as couplings, a ir 
brakes, etc. A subcommit tee, consisting of Messrs. Deems, 
Harahan and McHenry, has , therefore, been appoin ted to 
consider thi s subj ect, in orde r th at it may be brought to the 
attention of the associat ion as soon as prac ticable. 

A third subject has been conside red by the committee, 
namely, the effect of th e electrical working of railways upon 
automatic signaling systems. T he conclusions of the com
mittee wi ll be brought out fu lly in a subsequent repor t, but 
it may be of use to the member s of the association to know 
that elect rical working requires the adoption of a n al
te rnating current t rack circuit for signal s instead of the 
direct-curr ent t rack circuit control her etofore in general 
use. It would seem advisable, tpe refore, tha t in the in
stall a tion of any new automatic signaling an alternating cur
rent track circuit should be employed, and that extensions 
to existing systems should also be made in the same way. 
T hi s r ecommendation applies not only to roads contemplat
ing the adoption of electric traction, but to those in localities 
where electric traction is or may be employed upon nearby 
roads. 

HEARING ON VALUATION OF CONEY ISLAND & 
BROOKLYN RAILROAD 

F rank R. Ford, of Ford, Bacon & Davis, took the stand 
on Nov. 15 in the hearing before the New York Public 
Service Commission, First District, of the case involving 
the valuation of the Coney Island & Brooklyn Railroad. 
Commissioner Bassett presided. 

Mr. Ford testified th at his firm had continued, since the 
hearing of the other cases involving the Coney Island & 
Brooklyn Railroad, to be the consulting engineers of the 
company, and he had continued his studies of the physical 
and financial condition of the property. 

Under the supervision of Mr. Ford an estimate had been 
prepared, which showed that in the calendar years 1910, 
r911 and 1912 it would be advisable to make additions and 
betterments costing $1 ,207,269. Those were in the nature 
of additions and betterments to provide for what B. J. 
A rnold had called inadequac ies and obsolescence, and were 
pa rtly renewals and partly capitalizable. 

T estifying in rela tion to the balance for reserves, con
ti ngencies and capital stock of $n3,557 shown in the in
come account of the company for the fiscal year ended 
Aug. 31, 1909, Mr. Ford said he thought the reserves should 

ANALYSIS OF IN CO M E ACCOUNT OF CONEY ISLAND & BROOK
L YN R A I LROA D, FOR THE YEAR ENDED AUG. 31 , 1909. 

SHOWIN G R E SULTS OF OPERATION IN FIRST 
ENT IRE YEAR OF xo-CENT CONEY IS

LAND F A R E ON WEEK-DAYS. 
PRESENTED B v FRANK R. F'oRD. Per car• 

mile, cents 
Gross earn in gs from all sources .. 
Operating Expen ses : 

Main tenance ...... , . . .... . .. . 
Tran sportation ....... . .. .... . 
General . ...... ... . .. . .. .... . 

$134,453.39 
_<;75,4 69.47 
249,007.74 

$1,485,xx 6.88 24.3 

2,2 
9.4 
4.I 

Total . . . . . . . . . . . . . . . . . . . $958,930. 60 15.7 
T axes . . . . . . . . . . . . . . . . . . . . . . . 62,538.3 5 r.o 

Operating Expen ses and 1 axes .. r ,021,468.95 16.7 

Gross Income .......... . ...... . 
Deduct ions from income : 

Interest on funded debt a nd 
floa t ing debt . . . . . . . . . . . . . . . 251 ,4 17.60 

R eserve for deprecia tion : 
Amoun t actually spent fo r re-

newa ls and ext rao rd inary 
maintenance . . . . . . . . . . . . . . . 98,6 73. 20 

Total deduc tion ,; ...... .. . 

Balance for r eserves , contingen • 

3 50,090.80 

7.6 

x.6 

5.7 

cies and capital s tock . . . . . . $II3,557.r3 x.9 

Car miles operated (exc. beige. locals, etc .) . . .. .......... .. 6,xr 1,630 
Passen ger s carried . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . 35,958,023 

be the same as he had sta ted in his test imony in the pre
vious cases ; that is, r eserves for increase in outstanding 
damage claims, for amortization of discount on bonds, for 
accumulation of surplus to provide for unliquidated damage 
claims and for contingencies. The expenditure for main
tenance, $134,453, averaged 2.2 cents per car-mile. The 
amount actually spent for renewals and extraordinary main
tenance was $98,673 , or r.6 cents per car-mile, making a 
to tal for the two items of 3.8 cents. Mr. Dykman asked 
what balance would have been left if 5 cents per car-mile 
had been reserved for these expenditures, as suggested by 
Commissioner Bassett. Mr. Ford replied that the difference 
was 1 .2 cents per car-mile. The bala nce for reserves, contin
gencies and capital stock actually remaining from the year's 
operations was r.9 cents per car-mile, so that if r.2 cents 
was subtracted ther e would be left 0.7 cent as a balance for 
reserves, contingencies and capital stock. This multiplied 
by 6,1 rr ,630 car-miles operated would give about $43,000 
fo r that item. 

Mr. Ford thought there should be added to the cost of 
operation of the Coney Island & Brooklyn road, or deducted 
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from surplus earnings, an amount to cover various expenses 
which the Public Service Commission did not allow to be 
capitalized and extraordinary expenses which had to be 
met infrequently. The contingent items might be grouped 
under the following heads.: 

I. Requirements of loca l authorities that cannot be cap
italized, as, for instance: 

(a) Cost of protecting tracks whil e sewers, gas pipes, 
water pipes, electric conduits, etc. , a re laid under them. 
As an instance, it w as sta ted that the company expended in 
the last year about $6,000 in the protection o f its tracks 
while a sewer was laid in DeKalb Avenue. The commis
sion and its experts and accountants refused to include 
that item in the valuation of the property, stating that it 
was a proper ope rating expense charge. While the com
pany had included thi s expense in its balance sheet, Mr. 
Ford understood that the commission had rul ed that the 
item would have to be charged against surplus. This cost 
was not included either in the capital cost of the property 
to which Bion J. Arnold testified or in the operating ex
penses for the year, so that it would have to be charged 
against the balance for reserves and contingencies. 

(b) Cost of changing grade. Under this head Mr. F ord 
would place the expense of changing the grade of track re
quired of a company, sometime s before the track was worn 

phasized by the condition that the property and operations 
of a street railway company occupied a comparatively small 
a rea and were subject to such disasters as had overtaken 
San Francisc·o, Galves ton, Charleston and Baltimore. 

A nswering a question as to the effect of the increase of 
Coney I sland fare from 5 cents to IO cents on week days 
during the year ended A ug. 31 , 1909, upon the earnings 
of the company, Mr. Ford said he would say that the road 
was better off to-day by $rno,ooo as a result of the ex
perience during that yea r. H e thought the gross earnings 
o f the company were about $50,000 larger by reason of the 
higher rate of fare and that the company had saved an 
equal amount in opera ting expenses by carrying fewer pas
sengers. No exact comparison could be made, as the com
pany had no record of the passengers carried on the Coney 
Island division in the year ended A ug. 31, 1908. A s th is 
information was not available proof had to be deduced from 
other data. Mr. Ford submitted a comparision and analysi s 
o f passenger earnings fo r the years ended Aug. 31, 1906, 
1907, 1908 and 1909. Discussing these figures, which are 
published herewith, Mr. Ford said that the reason for divid 
ing the year into seven winter months and five summer 
months was that 15 per cent of the total Coney Island busi
ness was done in the former period and 85 per cent in the 
latter. The statement showed that in 1907 there was ap-

COMPARISON AND ANAL YSI S OF PASSENGER EARNINGS, CONEY ISLAND & BROOKLYN RAILROAD , YE ARS ENDE D AU G. 31, 
TO 1909, INCLU SIVE. IN TISCAL YEARS 1906, 1907 AN D 190 8, 5-CEN T CO NEY ISLAND FARE W A S CHARGED ON WEEK

DAYS; I N 1909, 10-CENT CONEY ISLAND FARE WAS CHAR GED ON WEEK-DAYS. 

1906 

PRESEN TED BY FRAN K R. FO RD. 

1906 1907 
$1,592,925.09 

764,101.82 
828,822. 27 

Decrease % 1908 Decrease 
$78, 100. 13 

34,0:;3.07 
44,046.0 6 

% 
4.9 
4.4 
5.3 

1909 
$1,431,542.73 

6~2,797. 64 
748,745.09 

Decrease 
$83,282. 23 

47,25 1.11 
36,0 31.1 2 

% 
5.5 
6.5 
4.6 

Total Earnings • . • . . . . . $1,6 75,263 .53 $82,338.44 4.9 $1,514,824.96 
Total earnings, winte r . . 808,01 5.60 43,913.78 5.4 73 0,048.75 
Total Earnings, summer .. 867 ,247.93 38,424,66 4.4 784,776. 21 
Winter-7 months, Oct. 1 to A pril 30. 

Summer-5 months, May 1 to Sept. 30. 
Note:- Coney Island second fares of 7 winter months- $30,087.63 or 14.8 per cent of total second fares yea r ended Aug. 

Coney I sland second fa1 es of 5 summer months- 171,837.02 or 85.2 per cent of total second fares year en ded Aug. 
31, 1909. 
3 1, 1909. 

N ote.-Brighton Beach Line of Brooklyn Rapid Transit Company opened express service on May 30, 1908. 
Ridgewood elevated extension of Brooklyn R apid Transit Company open ed on Oct. 1 , 1906. 
Subway to Atlan t ic A,·enue opened in May, 1908. 

out, whenever the city elected to change the grade o f 
streets. The company had to change its· grade on Jay 
Street line upon the construction of the Manhattan Bridge 
approach. 

( c) Cost o f track repairs not necessa ry by reason of 
the condition o f tracks, but required by change of paving 
of streets. There we re a number of other simil a r expe_nses. 

2. Requirements o f State authorities that cannot be 
capita lized, such as admini stration, legal and technical ex
penses in connection with appearances be fore the Public 
Service Commission in rate and other cases. 

Of the ex traordina ry expenses, 20 years o f experience 
had demonstrated tha t a street ra il way inves tment had 
many elements of ri sk , of which the foll owing might be 
included: 

1. D isasters to city un cler that heading would be the 
items of genera l confl agra tion, fl ood, ea rthri uake, epidemic, 
cyclone, riot. 

2. Business depress ions, which might be eithe r na tional 
or due to loca l retrog ression, loss o f t rade or labor t roubl es. 

3. Fire , strikes, coal strikes, accidents whi ch cri ppled 
plant or se rvice a nd support o f amusc111e11 t enterpri ses. 
Such an a llowance might a ls0 cove r the company's part ici
pation in a pension sys tem toward which transpor tat ion a nd 
industrial corporations arc tending a nd other ge neral con
tingencies apply ing to street ra ilways, which mi ght he com
pctiti"n of othe r stree t rai lway sys l<" III S, steam ra il roa,15 or 
o ther transportatio11 sys tems. 

4. Unex pected pu bli c hurrlc11 s. T hese ri,;ks were em-

prox imately a decrease o f $82,000 in gross ea rnings as com
pared with 1906, and in 1908 a decrease of $78,000 as com
pared with 1907. In 1909 the decrease from 1908 was $83 ,-
000. A pparently thi s continuous decrease was due to some 
other cause than a change in th e ra te of fa re to Coney Isl
ancl. Ca reful investigation showed that the decrease in 1907 
and 1908 when the 5-cent rate of fa re was charged on week 
days to Coney I sland, were caused by increased competit ion 
from the Brooklyn Rapid Transit Company and, so fa r as 
the latter was concerned, in part bv the business depressio.,. 
Fo r the fi scal year 1909 and part of 1908 there were two 
other causes of competition which we re more serious than 
anything th e company had exper ienced during the fo ur 
years. T he opening of th e subway to A tlantic Avenue,. 
Brooklyn, had a decided effect on the earnings of the com
pany because of ( 1) the loss of the short ride rs on the De 
Kalb Avenue and S mi th S t reet lines and ( 2) the loss on the 
Smith S treet line due to the fac t that it did not pass a sub
way sta tion. T he openin g of the subway had a lso prac
tically destroyed the business of the H amilton S treet fe rry, 
the se rvice of which had deteriorated and this had reduced 
la rgely the rid ing on the Hami lton A venue line of the 
company. 

Jn addition to these competi ng causes of decreased gross 
<"a rn ings 1he ex press servi ce on th e Brighton Beach Jin<.> 
of the Brooklyn Rapid Tran~it Company was started on 
May 30, r908. 

In maki ng a n analysis o f 1hc decrease or $83,282 in pas 
se nge r d 1rnings in 1909 as co111pared with H)o8 Mr. f◄'nrd 
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separated the loss as between the various lines of the com
pany, week-days as compared wi th Saturdays, Sundays and 
holidays, the seven winter months and five summer months 
and as between the city division and the' Coney Island 
division for both winter and summer. Wi th the exception 
of the Franklin Avenue line, which was not affected by com
petition from the subway and the new Brighton Beach line, 
all the lines showed a decrease. Mr. Ford thought it could 
be shown by the following methods that the gross earnings 
had increased on week-days as a result of the IO-cent fare . 

The saving in cost of operation would not be the total 
operating expenses per car-mile, as some operating ex
penses which varied with the car-mileage operated, and 
others practically did not vary. 

Taking the operating expenses, which varied with the 
car-miles, it was found that 50.4 per cent of the gross earn
ings would be saved by a decrease in car-mileage, and this 
amounted to 50.4 per cent of 24.3 cents, or approximately 
r2 cents per car-mi le, which, multiplied by 413,909, gave a 
total saving of $49,669. 

John A. Thake, assistant secretary and treasurer of the 
Coney Island & Brooklyn Railroad, was also called as a wit
ness on Nov. 15. Mr. Thake presented a sta tement bf the 
underlying mortgages ~nd the trust mortgages and the 
bonds outstanding thereunder, and also of the floating debt , 
aggregating $IOo,ooo, and the capital stock outstanding. 
The purposes of the issues of capital stock were stated, as, 
for instance, when $500,oob was added on account of the 
change in motive power in January, 1893. 

\,Villiam M. Dykman, of counsel for the Coney Island & 
Brooklyn Railroad, introduced the complete evidence of 
Frank R. Ford in the previous cases involving the rates of 
fare of the company , and also various statements of earn
ings submitted in connection with those cases. 

The hearing was adjourned until Nov. 22. 

----·•··----
INFORMATION FOR EMPLOYEES OF THE LONDON 

UNDERGROUND ELECTRIC RAILWAYS 

In line with its policy to give the employees full data 
on operating and traffic features without using many sep
arate bulletins or obtrusive posters, the Underground Elec
tric Railways of London issue all such information in the 
shape of a circular which is published on the second and 
fourth Friday of every month. This publication is pre
pared specifically for the operatives of the company's 
three tube lines, and ranges in size from eight pages up
ward, according to conditions. The contents are neces
sari ly of the most varied character, as the circular goes to 
air classes of employees. Thus the station ticket agents, 
or booking clerks, are supplied regularly with a list of the 
principal attractions in town, with the playing hours, the 
name of the nearest station and information as to through 
tickets and the like. This feature is greatly appreciated by 
the stranger who is looking for pointers on where and how 
to go for a good time. They also receive change of fare 
notices in this way. Motormen are informed through the 
same medium of the running times and train makeups 
which have been adopted for their lines and what tele
phonic action should be taken when it is necessary to switch 
off current at the substations. This publication is also the 
clearing house with regard to lost caps, badges and pass
books. A great deal of attention is given to having all sta
tion furnishings in the best shape, and particularly with 
regard to the neat and appropriate posting of both the 
company's and foreign advertising matter. .. 

The official circulars give some interesting pointers also 

on the company 's relations with its men. Employees are 
usually disciplined by reduction in rank, and in every case 
announcement is made of the offense and punishment. 
While offenders' names are not published, the company 
makes a practice of announcing the names of all promoted 
from one stated position to another. Practically all mem
bers of the transportation department a re a llowed annual 
leave with pay on the scale shown in the table below. The 
column A gives the number of days allowed per year to 
men in the service ove r six months and under 12 months; 
column B over 12 months, and column C over three years. 
Switchmen, gatemen, elevator operators, 

elevator machinery men, porters and A B C 
lamp men . . . . . . . . . . . . . . . . . . . . . . . . . . 2 3 4 

Motormen . . . . . . . . . . . . . . . . . . . . . . . . . . . . 4 6 6 
Traveling inspectors, fo remen motormen, 

and shop foremen . . . . . . . . . . . . . . . . . . . 6 IO 10 
Signalmen and conductors. . . . . . . . . . . . . . 3 4 5 
Assistant station masters, ticket exam-

iners, junior ticket agents and con-
stables . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . 3 6 7 

Station masters and agents in charge. . . . 5 8 9 
Telephone operators . . . . . . . . . . . . . . . . . . 7 IO IO 
Ticket collectors . . . . . . . . . . . . . . . . . . . . . . 2 4 5 

Inspectors, foremen, yard masters and station masters 
must advise the superintendent's office before March 6 of 
each year, giving the dates for which they and their men 
wish to take vacations, it being understood, of course, that 
the dates desired are not necessarily those which will be 
granted. When a ll the applications have been received and 
considered the parties mentioned are acquainted with the 
approved dates. Applications must not be made from any 
two men at one station for the same dates, and no dates 
must include publi c holidays or Sundays "on duty." 

----♦·----

CORRUGATED METAL RAILWAY DRAIN 

T he Ca nton Culvert Company, Canton, Ohio, whose 
''Acme" nestable culverts of galvanized "No-Co-Ro" anti
corrosive metal sheets are widely used on both st~am and 
electric railways, has now devised an improved railway 
drain made of corrugated metal. The new specialty is 

Corrugated Metal Drain 

known as "Duro." It is based on the style of the company's 
nestable culvert , made either flat or round bottom, and has 
the top ci rcumferential sections perforated with ,½-in. holes 
staggered in the corrugation valleys at 4-in. intervals. To 
eliminate raw edges, the perforated sections are galva
nized in the company's plant by hand dipping after the 
perforations are made. 

----♦·----
BOSTON ELECTRICAL SHOW 

The first annual electric show to be held in Boston was 
opened in Mechanics' Building, Huntington Avenue, Nov. 
15, and will continue to Nov. 25. The Boston Elevated 
Railroad Company has a large exhibit space and is showing 
a complete automatic working model of the company's ele- 4' 

vated track and third-rail construction, equipped with an 
electric locomotive and full-sized block signals. The Edi
son Electric Illumination Company, of Boston, has a very 
elaborate exhibit, as have a number of manufacturers of 
electrical apparatus in Boston. 
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ELECTRIC RAILWAY LEGAL DECISIONS 
LIABILITY FOR N EGLIGENCE 

Alabama.-Carriers - Injuries to Passenger - Pleading
Variance-"At"-Electric Raifroads-lnjuries to Alight
ing Passenger-Sufficiency-Setting Down Passengers 
-Duty-Jury Question. 

A complaint against a street railway company alleged 
that a passenger was injured while alighting "at" C., which 
appears to have been a shed station, and not a town or 
city. The evidence showed that the accident occurred about 
two car lengths from the station. Held, that there was no 
variance, "at" as pleaded meaning "at or near." A com
plaint claimed specifi ed damages against an electric rail
way company on all egations that, whi le plaintiff passenger 
was alighting at his destination, the car started or jerked, 
or the speed thereof was suddenly increased, proximately 
causing him to fall, resulting in specified injuries; that he 
was thrown or caused to fall through and as a prox imate 
consequence of defendant's negligence in and about carry
ing him as its passenger. Held, that the complaint was 
not demurrable as being vague, uncertain, and indefinite, as 
not showing any duty or any violation of any duty. It was 
an electric rai,lway company's duty to hold a car at a 
stopping place sufficient time to allow passengers to alight, 
and not to start it while a passenger was alighting; but it 
would have been a defense to an action for injury t o him 
that the car had stopped a sufficient time, and that those 
in charge did n ot know that he was alighting. In an action 
against an electric railroad company for injury to an alight
ing passenger, held under the evidence a jury question 
whether the conductor saw that the passenger was about 
to alight and might have prevented it, or prevented the 
startin15 of the car while he was alighting. (Birmingham 
Ry., Light & Power Co. v. McGinty, 48 S. Rep., 491.) 

California.-Street Raifroads-Collision with Vehicle-Ques-
tion for Jury-Contributory Negligence-Trial-Sub
mitting Special Issues to Jury-Appeal and Error
Harmless Error-Refusal of Special Issues-Injury 
Avoidable by Defendant. 

In an action for death of th e driver of a vehicle by 
collision with a street car, evidence held to present ques:. 
tions for the jury as to whethtlr the motorman was negli
gent in failing to give proper warning of the approach of 
the car, and in operating the car at an excessive rate of 
speed. In an action for death of the driver of a vehicle 
in a collision with a street car, evidence held to present a 
question for the jury as to whether decedent was guilty of 
contributory negligence. Where the evidence showed that 
decedent was driving his vehicle parall el to the track of a 
street railroad, and as a car approached from the rear 
allowed the vehicle to swerve toward the track, so that it 
came into collision with a car approaching from the rear, 
a special issue requested by defendant, " Did the deceased 
change the direction in w hich he was driving so as to 
swerve in toward the track, and th ereby bringing his wagon 
into a position of danger?" was not subject to the ob
jection that it did not refer to any particular time or 
place, and improperly refused. In an action against a street 
raifroad company for death of th e driver of a vehicle by col
lision with a street car which approached the vehicle from 
the r ear as it was being driven at the side of the track, 
error o f the court in refusing a spe cia l issue as to whether 
decedent a ll owed his vehicle to swerve toward the track 
so as to com e into collision with the car was immaterial, 
where the evidenc e warranted a find in g t hat the m otorman 
might have avoided the collision by soundin g the b ell and 
checking the speed o f his car, and th a t an affirmative an
swer to the de si red special issue would not have been 
inconsistent w ith th e gener al verdict for plaintiff. Where 
the driver of a ve hiole was kill ed by colli sion with a street 
car which approached the vehicle fro m the rear, decedent's 
negligen ce in permitting his vehicle to swe rve toward the 
track would not d efeat recovery where the car could have 
been s topped in tim e to avoid t he colli sion after decedent 
chan ged his course. (Ruppel v. Unite d R ai lroads of San 
F rancisco-Civ. No. 561-ror Pac. Rep., 803.) 

Illinois.-Carri ers-lnjuri es to Passe nger-Setti ng D own 
Passe nger- Defec ts in Street-Evidence-Conclu sions 
of Witness-Intoxication. 

Thoug h a city is responsible for t he ex iste nce of snow 
a nd ice in the stree t near a street r ailroad track, the stree t 
railroad company wi ll be liabk for injurie s to a passe nger 
receiv e<! while alightin g from one of it s cars, where, ow ing 
to negligence in operating its ca r, such passenger s lipp ed on 
the snow and ice and was run over by the car. Where, in 
an action by a passenger aga in st a carr ier for injuri es de
fend ant has introdu ced evidence that plaintiff ha cl taken' one 
or more drinks during the evening o f the accident, it was 

not error to permit plaintiff to testify that he was not under 
the influence of liquor at the time of the injury, and de
fendant's contention that plaintiff's testimony should have 
been confined to the quantity of liquor drank was not well 
taken. (Ward v. Chicago City Ry. Co., 86 N. E. Rep., I III.) 

Indiana.-Master and Servant-Injuries to Servant-As-
sumed Risk-Obvious Dangers-Hidden Dangers-Su
perior Knowledge of Master-Compliance with Com· 
mands-Apparent Dangers-Commands of Master
Choice by Servant of Dangerous Work-Actions-Find
ings - Construction-Trial Findings of Evidentiary 
Facts. 

A servant must use his senses to observe and avoid 
obvious dangers, and must take cognizance of natural laws. 

A servant need not search for hidden defects or dangers, 
that being the mast er's duty, and he may rely on the mas
ter's superior knowledge in the performance of such duties. 

Where a servant was injured by slipping on a bridge 
timber, which, as well as the other objects around him, 
was covered with sleet and ice, such dangers being obvious 
to everyone of ordinary intelligence, the master's knowledge 
thereof could not be superior to the servant's, and · the 
servant could not rely on the master's sup erior knowledge 
of the conditions, but assumed the risk of injury there
from. 

Where conditions surrounding the work are not com
plex, but easily compi;:ehended, an employee with knowledge 
thereof is bound to know the dangers incident thereto, 
and if he continues work with such knowledge he as
sumes the risk of injury. 

Wh ere a servant is ordered to go in a dangerous place 
and perform a dangerous task, or use a dangerous tool at 
a particular time or in a particular manner, he may obey 
the order without assuming the risk or quitting the employ
ment, unless the danger is so apparent that a prudent 
man would not assume it. 

Where a servant was injured by falling from a bridge 
timber whi le attempting to pface it on a trestle, because 
of ice and snow thereon, an order directing the servant 
to proceed with the work of constructing the bridge was 
not a specific direction to go upon the trestle at all, but 
could hav e been const ru ed as an order to do any other 
work about the bridge that could have been don e with 
safety, so that the servant was not justified in attempting 
the obviously dangerous work of placing the timbers when 
covered with ice. 

In a servant's action for injuries while placing a bridge 
timber, where the jury answered "yes" to special inter
rogatories as to whether plaintiff and his men were or
dered to go on top of a trestle that morning and place 
the timbers, and fou nd that the specific order was to "go 
ahead and push the work on the trestle," and other inter
rogatories showed that plaintiff was directed to keep work
ing at the trestle and push the work, the answers, taken 
together , did not find that an order was given to do any, 
specified work at a certain time, but that it was only a gen
ernl order to do the work in plaintiff's discretion, 

Findings in answer t o a special interrogatory whether a 
se rvant was ordered t o place timb ers on a trestl e, that the 
order was to "go ahead and push th e work on the trestle 
on th e island" was not a finding, of an evidentiary fact, and 
setting out th e order verbatim in the finding did not make 
it so. ( Mell ette vs. Indianapolis Northern Traction Co. 
et al.-No. 6187-86 N. E. R ep., 432. ) 
Kentucky.-Master and Servant-Injury to Servant- Defec

tive Tools-Assurances and Direct ion of Master-Ob
vious D anger-Evidence. 

Where an employee, being direc ted to do work with a 
wrench, an ord inary one with a piece of gas pipe attached 
to the handle to g ive it leverage, told the fore man that it 
was out o f repair and un safe, and the foreman, who h ad 
used it and knew of its tendency, told him that the wrench 
wa s all right , and to go ahead and do the work with it, 
and he, relying thereon, u sed it , with th e r esult that it 
slipp ed and thr ew him, the mast er is liab le for th e injury, 
unless t'h e cl anger was so obvious that an ordinarily pru
den t man woul d have re fu se d to d o the work; and this 
though t wo o r three times durin~ t he we ek, before his 
injury, th e defects came n ear causi ng him to fall, and 
he m ade no complaint thereof to t he foreman. 

That using a d efective wrench, whi ch the foreman told 
a comp lai nin g workman was a ll right, and that he should 
use, wa s not obviously dangerous, was inclicatecl by the 
fact that, severa l tim es before it slipp ed and threw him, it 
slipped, and he saved himself from injury. (Rogers vs. 
South Covington & C. St. Ry. Co., II 2 S. W. Rep., 630.) 
Massachusetts.-Carriers-Injury to Passcngcr-Action-

Evidencc-Prima Facie Casc-M anagement of Con
veyance. 

In an action hy a street car passenger for injuries by 
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being thrown from a pla t form , plaintiff does not make out 
a prima facie ca se m erely by -proof that the car gave a 
jerk or similar motion, and that he was hurt; but must 
furth er show tha t it was due to a defect in the track or to 
negligence in operating the car. 

The motorman of an electric street car is not bound to 
maintain a uniform speed, ev en though the car is between 
250 and 300 ft. from a stopping place fo r which a signal has 
been g iven.-(McGann v. Boston E levated Ry. Co., 85 N. E. 
Rep., 570.) 
Massachusetts.- Master and Servant-Inj uries to Servant

Orders-Negligence in Giving-Fellow S ervants-Per
sons Engaged in_ Superintendence-"Employee Intrust
ed with and Exercising Superintendence"-N egligence 
of Master- Failure to Post Orders-Proximate Cause 
of Injury-Appea l and Error-Report-Construction. 

Where the forgetting of an order by an employee will 
no t be followed by serious consequences, orders may be 
given verbally; but. w h ere human life depends upon the 
exact execution of an order , the employer's failure to t ake 
precautions to prevent orders from being forgotten or mis
understood may be negligence. 

A car dispatcher on a street railroad is an "employee in
trusted with and exercising superintendence," within the 
direct provisions of Rev. Laws, c. 106, § 71, cl. 2, giving em
ployees an action for personal injuries caused by the negli
gence of such p erson. 

In an action against a company for the death of a motor
man in a collision on a special trip, it being the general 
custom to notify both the conductor and the motorman of 
a re gu lar car, which is to wait for a special car, and to post 
written orders for specia l cars on a bulletin board, the jury 
was warranted in finding that d efendant's car dispatcher 
wa s negligent in not notifying both the conductor and mo
torman of th e car which collided with deced ent's car, as 
w ell as in n ot pos ting th e order on the bulletin board. 

In an action for the dea th of a m otorman in a collision, 
cause d by th e m otorman of the oth er c a r forge tting orders, 
be cause of th e n egligence of th e ca r di spat cher in not post
ing th em, th e negli ge nce of the di spatcher in failing to 
post the order s was the proximat e cause of the accident, 
and not the for getfuln es s of th e o ther motorman. 

In an acti on on tw o counts for th e conscious suffering 
and for th e dea th of dece dent, in which th e jury found 
specially $2,500 da m ages on each count . w h er e by the t erms 
of th e r eport , up on a fi nding of th e law for plaintiff, judg
m ent is to be entered fo r him fo r $5,000, w ith interes t and 
costs, sin ce t he two ha lves of th e sum r ecovered will g o to 
diffe rent persons, th e report will be constru ed to mean 
that ve rdict b e enter ed fo r $2,500 on each count, and that 
judg m ent, w ith interes t on each verdict and one set of 
costs , be enter ed on th e verdict s.- (Fi tzge ra ld vs. Worces
ter & S. S t. Ry. Co .. 85 N. E . R ep., 91 1.) 

Michigan.-Carri ers-Street Railroads- Injuries to Passen-
ger-Prem ature S tart - V erdict - EYidence-Action
Misleading In structi ons. 

In an action for injuri es t o a passenger on a street rail
road by th e premature s t a rting of th e ca r as he was alight
in g, evidence, th ough co nflicting, h eld suffici ent t o su stain a 
verdict fo r p la intiff. 

The c ourt, in an action for injuries t o a passe nge r, having 
in structed that the burden of proof was on plaintiff, and 
that h e mu st prove defend ant' s negligence and his own 
fr eedom from negli gence by a preponderanc e of the evi
dence, an instruction that th e jury w ere the best 12 men t o 
det ermine "this accident, b ecaus e of this negligence, as 
the case may be, of any· 12 m en in the world," because the 
jury ha d hea rd a nd kn ew more about it, was not obj ection
able as misleadin g the jury t o believe that defendant's 
n egligence had been established.-(Malinowski v. Detroit 
United Ry., 117 N. W. R ep. , 565.) 
Missouri.-Plea din g-Consistency-Injuries to Passengers-

Carriers-Carri age of P a ssengers-Injuries-Actions
Inst ructions-Discharging Passengers. 

In an action by a pa sse nger for injuri es received while 
alig h ting fr om a s t reet car , plaintiff alleged in her complaint 
tha t s·he was caused to fall by the sudden starting of the 
car, and also a ll eged that her fall was the result of the sud
den stopping of the ca r after it had started. Held, that these 
statements were not so confli ctin g th at proof of one act of 
negli ge nce would disprove the oth er, and it was permissible 
to pl ead b oth acts of negligence as the cause o f the injury, 
and r ecover on proof of the existe nce of one or both of 
them. 

In an action against a carrie r for injuries to a passenger 
in alighting from a car , t he court in structed that it was 
th~ duty of defendant t o exercise toward plaintiff, if a pas
senger, t he highest rea.so;1ably p r actical d egree of care _and 
fo r esight t o carry plamtiff and a llow h er to safely ahght 
from the ca r, and that if defendant failed to exercise such 

degree of care by starting up its car while plaintiff was 
in the act of alighting therefrom, and before she had rea
sonable time to alight therefrom, and plain tiff was thrown 
from said car to the ·ground and injured without any fault 
on her part contributing thereto, that the verdict must be 
fo r the pla intiff. H eld, that this instruction was not defec
tive as ignoring the question whether defendant's servants 
saw, or by proper care should have seen, plaintiff in the 
act of alighting when the car was started; all of defendant's 
evidence being to the effect that the conductor did observe 
plaintiff while she was alighting, and as the accident oc
curred at a regular stopping place, and it was the duty 
of the conductor before giving the signal to start to know 
whether the passenger was alighting. · 

Where a street car had stopped at a regular stopping 
place and passengers were getting on and off, it was the 
duty of the conductor, in the exercise of reasonable care, 
before giving the signal to start, to know whether a pas
senger is alighting. (Alten vs. Metropolitan St. Ry. Co., 
rr3 S. W . Rep., 691.) . 

New York.~Street Railroads-Operation-Collision with 
Vehicles-Liability-Negligence. 

While defendant could m ove its street car past a ve
hicle on the street and sound the gong in crossing another 
street, the Yehicle being necessarily close to the car be
cause of the narrowness of the street, the motorman was 
bound to exercise reasonable care in sounding the gong 
and starting the car, and if he unnecessarily and violently 
sounded the gong, so as to frighten the horse, or suddenly 
increased the speed of the car, so as to cause a collision 
with the vehicle, by w hich the persons therein were injured, 
the company would be liab le. (Sauter vs. International Ry. 
Co., r 12 N. Y. Sup., 863.) 

New York.-Subways-Injuries to Passengers at Stations
Actions- Instructions-Submi ssion of Issue Not in 
Case. 

In an acti on by a passenger against a subway carrier for 
injuries from stepping into an ope ning in the station plat
fo rm while boarding a car, w here it appeared that the sta
tion platform was crowded, but no negligence of defend
ant was claimed in respect thereto, a charge that defendant 
wa s not n egligent in permitting crowding, but was obliged, 
in view ther eof, to take such reasonable precautions as 
would r easonably protect its passengers from injury, was 
er roneous, becaus e inapplicable and calculated to distract 
a ttenti on fr om th e real issues. (Becker vs. Interborough 
R apid Transit Co., I 12 N. Y. Sup., 816.) 

New York.- Carriers-Street Railroads-Injuries to Pas
sengers-Collision-Res Ipsa Loquitur-Negligence
Presumption-Res Ipsa Loquitur. 

Plaintiff, a street car passenger, was injured in a collision 
be tween the ca r on which she was riding while it was 
s tanding still letting off passenge rs at a regular stopping 
place, and a following car. Two othe r lines of cars used 
the track a t the place of the acciden t, which were oper
ated by a company other than defendant. Held that, in 
the absence of evidence that defendant owned and operated 
the following car that caused the collision, the circum
stances of the accident did not establish a prima facie case 
of defendant's negligence under the maxim res ipsa loquitur, 
which appli es on ly to cases where th e occurrence would 
not have happened in the ordinary course except by negli
g ence on defendant's part. 

A presumption of negligence does not arise except out 
of the fact that there is no other way to account for the 
occurrence, in w hich case the burden is on defendant to 
show freedom from negligence. (Elliott vs. Brooklyn 
Heights R. Co., rrr N. Y. Sup., 358.) 

Pennsylvania.-N egligence-Injuries to Trespasser-Wan
tonness-Duty of Defendant-Questions for Jury. 

It is the duty of the owner of a city lot on which there 
was an electric motor to avoid intentional or wanton in
jury to a trespasser by any act which would expose him 
to danger. 

Where plaintiff, a minor, went on a lot owned by defend
ants on wh ich was an electr ic power house, while the em
ployees of the own er were not bound actively to care for 
such mi nor by keeping her off the lot, or by protecting her 
after she had entered it from injury that might result from 
the condition of the property, there was a duty not to injure 
her n egligently. 

Where a minor tre spassing on property of defendant was 
injured by the starting of the machinery of an electric 
motor thereon, whether the employee starting the ma
chinery observed where the minor stood and realized the 
consequences resulting from his act in starting the ma
chfoery, and that it would expose the minor to danger, 
were questions for the jury. (Walsh et al. vs. Pittsburgh 
Ry. Co., 70 At!. Rep., 826.) 
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News, of Electric Railways 
Discussion on Rapid Transit in New York 

. The [l,vening Post of New York is publishing a series of 
six articles on the subject of rapid transit development in 
New York. Sections appeared on Nov. 16, 18 and 20, and 
they are being continued on alternate days of this week. 

The first article outlined briefly the history of the ele
vated, surface and subway lines in the city, and then de
clared ~hat the great defect of the present rapid transit 
system 1s the lack of rapid transit in the downtown districts. 
The congestion caused there extends to the suburban di s
tricts. One of the greatest dangers, the article declared, 
to the p1;esent de_velopment of a comprehensive rapid transit 
system m the city 1s the demands from the residents of 
su~urban localities for non-self-supporting lines. The 
wnter also stated that surface car feeders to exi sting and 
new rapid tran sit lin es ~hould be enc ouraged. 

The second article was entitled "Companies Block Tran
sit," and contained various allegations that the existing 
companies had manifested an attitude of hosti lity toward 
proposed extensions to their systems and to other projected 
lines. The fact that no company had yet accepted a con
tract for operating the Center Street subway and the lack 
of complete use of the Williamsburgh Bridge were quoted, 
among other instances, to prove this claim. 

The third article pointed out three places where the city 
needed more rapid transit. One was Manhattan, south of 
Central Park, the down town district of Brooklyn and the 
borders of the East River, which, together, were claimed 
offer the richest tracti on area in the world. The second wa~ 
th e built-up residential districts of the city which comprise 
a less profitable field, but should be provided with rapid 
transit by companies which enjoy the downtown traffic. 
The third was the suburbs, which are th e least profitable 
of all to the railway company, but through the increase in 
land values are the m os t profitable to real estate owners. 
~ere rapid tra_nsit should be provided by assessment, either 
m part or entirely up on the land ben efited. 

The fourth articl e appeared Nov. 22, and compared the 
N ew York rapid transit sys t em to th at in Pari s which, it is 
claimed, was far supe ri or to that in New York in arrange
ment and in the degree by which the public intere sts were 
safe-guarded, and also that th e fa r es in Pari s were much 
lower than tho se in New York. 

Frank Hedley, vice-president and general manager of the 
I~terborough Rapid Tran sit Company, gave out an inter
view to th e fruenmg Post for Nov. 19 in reply to statements 
made in th e second articl e. He said th at that company 
was and always had been prepared to build any extension s 
which would prove to be profitabl e. Under the old Elsberg 
law, by which the franchise was limi ted 25 years, it was im
possible to secure money for sub way construction. The 
present law auth o rizes th e Public Service Commission to 
grant franchises on much more lib eral terms. The com
pany on June 27 offer ed to build an exte nsi on upt own on 
Lexingt on and Third Avenues; but the Public Service Com
mi ss ion suggest ed Madison Avenue, and the company ac
cep ted the ch ange promptly. but ha s as yet received no 
reply to it s offer. The extensions which the company is 
prepared to build will cost $roo,ooo,ooo to constru ct and 
equip; but the authoriti es seem t o be m ore interested in 
attempting to induce the comp any to build lin es in the 
suburb s than to relieve the congestion in Manhattan and 
the Bronx. Mr. Hedley also denied the statement mad e in 
the article that the company had been compell ed by the 
commi ssion to install side-door cars. He said that in 
October and November, 1906, eight months or more before 
the commission was appoint ed, t he company had prepared 
designs for new steel cars with center side doors, ' and in 
March, 1907, had ordered 50 of these cars. In 1908 the com
pany was r eques ted by the commiss ion to equip an eight
car train with end -s ide doors and had done so at a cost 
o f about $35,000. A fter a trial th es e doors wer e fo und to 
be un sati sfa ctory, and the commission finally approved the 
cent er sid e door de sign originall y planned by the company. 
At an ex pen se of $ r,300,ooo th e company ha s r ecently im
pr oved its signal system and is now spending $65 ooo to 
redu ce the h ead way o f the tra in s 7 second s. ' 

E d wi n W . Winter, pr es ident Brooklyn Rapid Transit 
Company, al so deni ed that that company had all cmptcd to 
,,b struct or delay the r on strn ction o f new lin es over the 
Williamsburg h Bridge,. as ~tat ccl in th e articl e. Arran ge
ments for the use c,f thi s brtrlgc we re mad e a year befo re it 
was opc_n c1 a nd mo re _than fi_vc y (' a rs befo re it wa s possib le 
to put 1t mto e ffec t 1111m c<l1 a tc l_v up on the co mpletion of 

th e bridge elevated and trolley cars were put in operation, 
the trolley cars within six hours after it was ready for that 
traffic. 

On Nov. 23 the commission issued a r eply to Mr, Hedley. 

Cleveland Traction Situation 

. On Nov. 16, 1909, the manner of financing the proposed 
improvements of the Cleveland Railway was discussed. 
Judge Tayl er favored a bond issue because the interes t was 
limited to S per cent., whereas the dividends on stock would 
be 6 per cent. Horace Andrews, president of the company, 
stated _that he would prefer to secure the money by selling 
stock m Cleveland, as the interests of the property would 
be conserved better if the securities were owned to a large 
e~tent by local people. He said that a bond issue such as 
will b~ necessary would have to be secured in the East. A 
stock issue would also afford a much better financial basis 
than a bond issue. Mayor Johnson also favors the sale of 
stock in Cleveland. 

P;of. M. E. Cooley surprised both sides by declaring as 
a witness on Nov. 17 that the schedules prepared during the 
Goff-Johnson negotiations were incomplete and that the 
value of the Cleveland lines was $20,000,000 instead of the 
figur~s that were finally made at that time. Prof. Cooley 
mentioned a number of items to which attention has not 
heretofore been called, and said that the contractors' profits 
sh?uld be from 10 per cent to 15 per cent. Judge Tayler 
sa11 t_hat Prof. E . W. Bemis, in hi s valuati on work in D e
tro it m 1899, agreed with the id eas of Professor Cooley. 
J\Iay?r J ohn son asserted that Professor Bemis was not then 
and 1s not now a practical railway m an. 

Professor Cooley discussed overhead cha r aes and stated 
that a _sub stantial a ll owa nce must be m ade fo~ this purpose, 
as no. mventory could eyer be complete. However, in this 
case items had been omitted from the schedules to such an 
extent t~at he would ~e !lnable to make anything like a 
close estimate of the d1stnbution of the items. 

On Nov. 18 Mayor Johnson and Attorney D. C. Westen
haver presented arguments for the protection of the claims 
of the guaranteed stockholders. They stated that those 
:"ho purchased stock on the influence of the advertisements 
m the newspapers and magazines, through the so-called 
free stock exchange, should be protected but that those 
who purchased the stock in other ways should receive no 
preference, whether they were influenced by the advertising 
or. not. Those who patroqized the free stock exc·hange 
paid par, whereas they could have secured the stock in the 
Cleveland Exchange for much less. 

Mayor Jo~nson, at the meeting on Nov. 19, complained 
that the testimony of the experts introduced by the Cleve
land Rai!way put the valuation at an extreme. Mr. An
drews said that he had warned witnesses to make no state
ment t~at had not been proved by their own experience and 
he _believ~d they had complied with his injunction i~ all 
their testimony. 

At_ the close of the hearing on Nov. 19 Judge Tayler au
th~nzed t~e payment o_f. the remainder of the preferred 
~la1ms agamst the Municipal Traction Company, amount
ing to about $75,000. The question of interest will be taken 
care of later. 
. As there has b~en no objection, the Cleveland Construc

tion Company will purchase the 250 tons of scrap rail on 
hand at $20 a ton. 

Mr. Andrews has stated that he will continue as president 
of the Cleveland. Rail way until a settlement of the troubles 
of the company 1s effect ed and the proposed improvements 
financ ed. 

Convention Trip of Detroit United Railway Car 

,~ party of rcpre_sc ntativc_s of the Detroit (Mich.) U nited 
R ~dways travel ed 111 a specia l car of that road to Indi anap
nh s and return fr om D_ctroit_ 011 the occasi o n o f the meeting 
of the Central Elc ctnc Railway Associati on o n Nov ,8 
Those wh o mad e the _entire trip were: G. W . Pa rker, ~en~ 
era! express and fr eig ht agent ; John F. Keys , g-e neral 
passc 11 g n agc n_t ; .\. n. B. Va n Zandt , public it y age n t; L. S. 
ra ckabury,_ ass 1st~11t t o the ge neral ma na ge r ; Na than Rum
ney, travrl_1n g fr eig ht ag· c11t , a11cl · Ja111 es Wi er , chi ef clerk of 
th e elec_tr! c_al depo t, _ Detroit tJ11ill'd Rail way; EI111 cr C. 
1\ll_en, d1 v1s1on s11penntcndr nt Detro it J ac kso n & Chicago 
Ra_dway; J ames A11ders ,l11, rc nera l 111a11agcr Sandwich. 
Windso r & Amhers tliurg Rad way, an d R. G. Dr L i~le. 
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traveling freight and passenger agent Detroit Monroe & 
Toledo Short Line Railway. 

The fo ll owin g bu llet in issued by A. L. Nccrcame r , sec
retary-treasurer of the Central E lectr ic Railway Associa
tion, _ shows the route on the car to and from Indianapolis : 

GOING SCHEDULE, NOV. 17, 1909. 

Lv Detroit, via Detroit, Monroe & Toledo 
Short Line ........................ . 

J\r Toledo ........................... . 
Delivery to the Toledo, Forstoria & 

Findlay Railway ................... . 
Lv Tol edo, via Toledo, Forstoria & Find-

lay R ai lway ....................... . 
J\r Findlay .......................... . 
Lv Findlay, via W estern Ohio Railway .. 
J\r Lima ............................ . 
Lv Lima, via W estern Ohio Railway ... . 
4..r Piqua ............................ . 
Ar Dayton, via Dayton & Troy Electric 

Railway ...................... , .. , , . 
Lv Dayton, via Ohio Electric Railway .. . 
J\r Richmond, Ind .................... . 
Ar Indianapolis, Ind., via Terre Haute, 

Indianapolis & Eastern Traction Com-
pany .......... . ...............•.... 

7:00 a. 111. 
9:00 a . Ill, 

9 : 22 a. 1n. 
10:30 a. m. 
10:35 a. m. 
11 :50 a. m. 
1:00 p. m. 
2 :35 p. m. 

3:20 p. m. 
3 :25 p. m. 
4:55 p. m. 

RETURN SCHEDULE, NOV. 19, 1909. 

Lv Indianapolis, via Indiana Union Trac-
tion Company ..................... . 

Ar Peru ............................ . 
Lv P eru, vi.a Ft. Wayne & Wabash Val-

ley Traction Company ........ .. .... . 
Ar Ft. Wayne ....................... . 
Lv Ft. \Vayne, via Ohio Electric Rail-

way .•............................. 
Ar Lima ............................ . 
Lv Lima, via Western Ohio Railway ... . 
Ar Findlay .......................... . 
Lv Findlay, via Toledo Urban & Inter-

urban Railway .................... . 
Ar T oledo .......................... . 
Delivery to the Detroit United R ailway .. 
Lv Toledo, via Detroit Un ited R ailway .. 
Ar Detroit .......................... . 

7:00 a. m. 
9:30 a. m. 

9:35 a. m. 
11 :30 a. m. 

12:35 a. m. 
2:35 p. m. 
2:35 p. m. 
3:38 p. m. 

3:40 p. m. 
5:25 p. m. 
5:5 0 p. m. 
5:50 p. m. 
7:50 p. m. 

Authority of 

F. W . Adams, 
I 1-8-09. 

F. D. Carpenter, 
I 1-5 -09 . 

C. M. Paxton. 
I 1-5-09. 

W. S. Whitney, 
11-5-09. 

R. I. Todd, 
I I -5-09. 

Authority of 

H. A. Nicholl, 
I 1-5-09. 

C. D. Emmons, 
II-5-09. 

W. S. Whitney. 
I l-5-09 . 

F. D. Carpenter, 
I 1-5-09. 

C. F. Smith, 
11-5-09. 

Proposed Railroad Terminal Electrification in Chicago 

T h e subject of compelling the rail roads in Chicago to 
elect rify t heir lin es within the city limit s _has reac~ed the 
s tage of publ ic hearings, and the first me~tmg of t h! s cha r 
acter was h eld by the local transportaho? commit tee ?f 
t he City Counci l on Nov. 17. Representat ives of the r_ail
roads and railroad trainmen were heard on the on e side, 
whi le on t h e other speakers for th e people of Chicago 
present ed th eir case. T h e proposed ordinance was read 
fi r st. It provides that within six months afte r i~s l?assa&"e 
t he railroad s must submit plans to operate their Imes m 
Chicago by means othe r than steam and_ without the pr<;>
duction of steam, noxi ous gases or nox10us vapors. It 1s 
a lso st ipulated that by Jan . I, 1912, a ll trains mu st be oper
ated by means other th an steam on penalty of a fine of 
$200 a day. 

The first speaker was P. J. Calkins. '.1n orga niz er <;>f 
locomotive engineers. He said that the railroads and thelf 
emp loyees were doing their best to abate the _smoke 
nuisance. E lectrific at ion in New York had resu lted 111 loss 
of life and injuries to trainmen. Furthermore, t h e Chicago 
situation was very different from that in New 1'." ork. _Many 
locomotive engineers would have to leave Chicago if the 
railroads were electrified, for their occupation would b e 
gone. To do away with a littl e smoke, it was prop?sed to 
imperil the lives of many men employed on the rail roads. 
The end does not justify the means. 

As a representative of the Anti-Smoke League, Judge 
A. N. Waterman addressed the committee. He pointed 
out that every great reform h~s been. strenuously, ~ven 
violently opposed. The locomotive e_ng111 ee rs were en tit led 
to consideration and so were the m111e operators and the 
dealers in soft coal. Neverthe less, the soft-coal burning 
locomotives constitute a great nuisance, and t h e speaker 
made a plea for the homes of the people c~nstitut!ng th_e 
community of 2,000,000 men, women and children m Chi
cago. 

For the Illinois Ce ntral Railroad, Blewet t Lee, of coun sel. 
suggested some modifications of the ordinance. He said 
that the railroads of Chicago were so interlinked by inter
change of traffic that the subject of elect ri fica ti on should 
be considered by all of them together and not by any one 
railroad. He thought that Jan. 1, 1912, gave altoge the r too 
sh ort a time to make such an extensive improvement. The 
penalty of $200 a day he also thought excessive. The pro
posed ordinance apparently prohibits the burning of hard 
coal or coke to get smokeless operation, as it expressly 
mentions noxious gases and vapors, as well as smoke; the 
speaker thought that this should be modified. Further
more he was of the opinion that the measure should only 
apply to t hickly-populated districts and tha~ no hardship 

would result if steam locomotives were permitt ed in the 
outlying parts of the city. 

W . A. Gardner, vice-president of the Chicago & North
weste rn Railway, r ead a paper giving many intere sting de
ta il s of practical railroad ope rati on in Chicago. The rail
roads, he said, we r e bound up intimately with the industria l 
and commerc ia l life of the city, and it would be imposs ible 
to change t he motive power of th e railroads without 
affect ing the busin ess interests. The Chicago & North
wcstern Railroad a lone had approximate ly 375 mil es of 
track in the city, and it had never less t han ro,ooo freight 
cars on thes e tracks. Considering all the railroads, 2000 
passenger train s en ter and depart from the city every day, 
and t her e was a movem ent of no less than 65,000 fr eight cars 
in and out of Chicago daily. The change proposed in the 
ordinance was a revoluti on , and sh ould r eceive very careful 
and long-continued investigat ion . Conditions in New York 
and Chicago were very different. Fo r in stance, there were 
13.000 track switches in Chicago. H is company used coal 
for w hich it pays $3.05 a ton especia lly to abate the 
smoke nuisance, although Illinois soft coal could be bought 
fo r $1.70 a ton. 

The da te of the next meeting ha s ,1ot ye t bee n announced. 

Transit Affairs in New York 

The Public S ervice Commission has notified the Board of 
Estimate that plans for the so-called Lexington Avenue 
route, the Broadway-Lafayette route and the extension to 
the Fourth A venue Subway have now practically been com
pleted by the engineer in g department of the commission, 
and the legal department is n ow engaged upon forms of 
contracts. A change has been mad e in the Broadway
Lexington Ave nue route w hi ch will necessitate the approval 
of the Board of Est im ate and of th e property owners or 
the Appellate Division of t he Supreme Court. It is antici
pated t hat the consents required may be obtain ed and bids 
to these routes advertised ea rly in 1910. 

Theodore P. Shonts, pres ident of the Interborough Rapid 
Transit Company, and Frank H edley, vice-president and 
general manager of the company, have resum ed the con
fere nces with the Publi c Service Commission begun last 
summer and contin ued t1ntil a few weeks ago, regarding 
t h e p lans of the company for the construction of subway 
and elevated lin es. A session was he Id on Nov. 19, but 
it was announced that matters have not yet reached the 
point of considerin g the t erms of construction. 

In response to the resolution passed by the Board of 
Est imate and Apportionment requesting the Public Service 
Commission to make application for the appointment of 
condemnation commissioners in connection with the Fourth 
Avenue Subway, Chairman Willcox has written to the 
Board of Estimate expressing the opinion that it would be 
unwise for the city to institute proceedings for the con
demna tion of easements along the Fourth Avenue Subway 
unt il the Court of Appeals has passed on the same question 
in the J oralemon Street case. This decision is expected 
within a short time, and if the contention of the city is 
sustained in that case there will be no need for condemn
ing the easements. 

The Public Service Commission has sent to the Board of 
Estimate r equisitions for more than $13,000,000 corporate 
stock to complete payments for the construction of the 
Fourth Avenue subway in Brookly~, according to the con
t racts let recently. 

Officers and directors of the Pennsylvania Railroad made 
a trip of inspection through the company's Hudson and 
East River tunnels on Nov. 18, 1909, on a special train of 
four car s which left Philadelphia at 9 o'clock. Stops were 
made at a ll the points of intere s t, including the new uptown 
station and th e Long Island terminals. The company an
nounces tha t the entire system will be open to traffic on 
June 1, 1910. 

The en gineers of the D epartment of Bridges of New 
York are preparing plans fo r the reconstruction of t!:e 
Brooklyn Bridge so as to accommodate subway traffic. It 1s 
understood that the reconstruction work will not be begun 
until the Manhattan Bridge is in service. One of the ten
tative plans provides that the upper deck of the railroad 
tracks shall be used by the elevat ed trains and the lower 
deck by the subway trains. The cables n ee d not be disturbed. 
It is reported that the work of completing the plan~ and 
carrying out the r econ struction will consume four years. 

Rehearing of Ohio Franchise Case Refused.-Th~ _Su
preme Court of Ohio has refused the re.quest of the sohc!tor 
of Akron to rehear the case of the City of Akron against 
the East Ohio Gas Company, in which it was ciecided that 
a franchise to be perpetual must have the words "in per-
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petuity" written into it, as noted in the ELECTRIC RAILWAY 
JOURNAL of Nov. 20, 1909, page 1079. 

Rochester Railway Employees' Ball.-The tenth annual 
ball of the Rochester Railway Employees' Associati on was 
held in Convent ion Hall, Rochester, on N ov. 17, 1909. It is 
estimated that 1200 persons attended, including t he heads 
of the various departments of the company. In the absence 
of E. J. Cook, general manager of th e company, W. R . W. 
Griffin, sup erintendent, represented the company officially. 
Mayor Edgerton of Roche ster was among the gu ests. 

Power Contract in Indiana.-The Indiana & Michigan 
Electric Company, South Bend, Ind., began to deliver power 
to th e Chicago, Lake Shore & South Bend Railway, South 
Bend, Ind., and the Northern Indiana Rai lway, S outh Bend, 
on Nov. 16 under a 15-year contract. The Indiana & Michi
gan Electric Company is also furnishing power to the South
ern Michigan Railway, South Bend, and the Chicago, South 
Bend & Northern Indiana Railway, South Bend, which con
trol other lines in South Bend and vicinity. 

Niagara Power Contract Approved.-Th e Public Service 
Commission of the Second Dist rict of New York has ap
proved th e contract between t h e Niaga ra, Lockport & On
tario Power Company and the Buffalo, Lockport & Roches
ter Railway, Buffalo, N. Y., leasing and granting to the 
Niagara, Lockport & Ontario Power Company the right and 
privil ege of using the excess capacitv of the transmission 
line of the Buffalo, Lockport & Roc hester Railway for the 
purpose of transmitting and selling power to persons, cor
porations and firms other ,t han th e railway in the locali ty 
traversed by the transmi ssion lin e. 

Meeting of New England Street Railway Club.-The 
regular monthly meeting of the New England Stree t Rail
way Club will be held at the American House , Boston, 
Mass. , on Thursday evening, Dec. 2. The date has been 
changed from the fourth Thursday of the month, becaus e 
t hat fell upon Thanksgiving Day. Dinner will be served at 
6:45 o'clock. A charge for memb ers of 75 cents will be 
made for dinner tickets and $1.25 for guests. After the 
regular business meeting there will be brief addresses on 
" Impress ions of the City and Interurban R ailway Systems 
in th e Far West" by a number of those who participated in 
the trip of the Massachusetts Street Railway Association 
to D enver, Seattle and the Pacific Coast on t he street rail
way special. The remarks will be illustrated by the aid of 
an opaque projector, or refl ectoscope, through the courtesy 
of the Boston & Northern Street Rai lway. A mon g those 
wh o wi ll speak will be J am es F . Shaw. B. V. Swenson, 
Henry C. Page, Paul Winsor, M. H. Bronsdon and Nugent 
Fallon. 

Public Utilities Commission Ordinance in Los Angeles.
The City Council of Los Angeles has passed over the veto 
of the Mayor an ordinance to crea te a public utilities com
mission to supervise the w ork of the public service corpora
tions operating in Los Angeles. The ordi nance provides 
for a commission of five members to be appo inted by the 
Council, each of the five commissioners to rece ive a salary 
of $1,000 a year, the secretary to receive $2,400 a year and 
devote hi s whol e time to the work of t h e commis sion . The 
ordinance carri es an appropriation of $8,000, which leaves 
only $600 for the work of the body after meeting the sal
a ri es of the c ommi ss ion ers and the se cretary. The Mayor 
favo red a som ewh a t simila r o rdin an ce advanced by t he 
Muni cipal L eague, whi ch p rovided for a commission of 
three m embers to be app ointed by th e May or and confirmed 
by t h e Coun cil , t h e co mmi ss ioner s t o se rve w ithout sa lary 
and to se lect t heir ow n S<'c reta ry. T h is ordin an ce ca rried 
an a ppropriat ion of $ 12.000, to be em ployed a t th e di sc retion 
of th e co mmi ss ion, and requir <' d t h e Counc il t o s11bmit ap
pli ca ti on s fo r fra nc hi ses to t he com m iss ion fo r approval. 

Second Fall Meeting of the Technical Publicity Associa
tion.-Th e Techni cal Publi city Associati on, an o rganization 
co mp ose d of t he m en in cha rge of th e publicity de partment~ 
of a nu mb er o f th e la rge manu fac turin g conce rn s, h eld its 
seco nd fa ll m ee t in g on N o v. 1 r, 1909, at th e Nati onal Arts 
Club, New York, N. Y. Th er <' was an unusua lly large at
tendance. After an informa l d inn er th <' associati on h eld a 
busin ess m ee ti ng at w hi ch t h e pri ncipal speakns we re 
J am es H. M cGraw, p res id en t of t h e McG raw l'uhli shing 
Co mpany; R(i bert Prothin gha m, adve rti sin g m anage r o f 
Everybody's, a nd J. George F rederick , ma nagin g edit or of 
Printer's ! nil. In t he a bse n ce of Pres ide nt Red fie ld, 0 . C. 
H a rn , adve r t ising manager of t he Na ti ona l Lead Co mpan y, 
was toast m aster. H oward M. J> os t, chairman o f t he pub
li city com mitt ee, r<'porl ed ve ry sa t isfac to ry p ro g r <' s s. li e 
prese nted a porl fo li o of 1 ech nica l an d trade pa p<'r com 
m ent s show ing g raphica lly th e in c rea sin g r <'cog niti on of th e 
Techni ca l Publi c ity A ss ociati on as a facto r in th e t echni cal 
ad ve rti s in g fi eld. Th e assoc ia ti o n, a t th e d ose of a ve ry 
pro fit abl e even ing, a clj ,,u rne d to m eet 0 11 D ec. 8, 11)01) . 

Financial and Corporate 
New York Stock and M:mey Market 

November 22, 1909. 
The s tock m arket durin g the past week has been m or e 

co nc ern ed w ith lar ge deals a ff ecting domestic comp anies 
th an w it h th e fi n an cia l s itu a ti on. Th e pri ces fo r Int er
borough have r em ain ed practically stati on ary ; Third A ve
nu e, however, has declin ed 2 poi:1 t s o r m or e upon the 
sugges ti on of a r eorganizati on pl an tha t inv olved a heavy 
assessm ent on th e s tock. 

The fo reign situat ion is better, an d A m erican bankers 
seem to carry t heir load with ou t much t rouble. Quota
t ions to- day wer e: Call , 4½ to 5 p er ce nt ; 90 days, 4¼ 
t o 5 per ce n t. 

Other Markets 
In t he P hiladelphi a market pric es ar e pr act ica lly un

changed. T h er e has been som e lit t le t rad in g in U nion 
Tracti on w it h out any change of pric e. 

In the Bos ton m arket, M assachuse tt s E lec tri c iss ues have 
been traded in to som e extent, especially preferr~d, but th e 
prices a t th e close of th e we ek w ere practically th e sam e as 
a t th e opening. Th ere h ave a lso be en a few scat t ered sa les 
of Boston Suburban s tocks. 

In Chicago there have been a few sales of Chi cago Rail
ways, Seri es 1, the price b eing 100, which is m any points 
below th e last previ ous sales r eported. S erie s 2 rem ains 
about the same pric e. 

In Ba lt imor e, t h e bonds of th e U nited R a ilways Co m
pany continu e to be th e absorbin g traction int er est and a re 
libera lly dealt in a t prices that are practica lly unchanged 
fr om fo rmer qu otati ons. There have been a few sa les of 
th e stock of t he sam e company a t about 13¼. 

Th e only trac tion securitie s sold at th e weekly auction 
in New Yo rk las t w eek were 201 sh a res Brooklyn City Rail
way Com pany, $10 each, at 197¼. 

Quota ti on s of various traction securiti es as compared with 
last w eek follow: 

N ov. 16. Nov. 22 . 
A merican R ail ways Company . . ...... .. .. .... ..... ..•... . a45½ a451/, 
A ur ora, Elgin & Chicago R ailroad (comm on ) .. .... .... • ... a49¼ a 50 
Auror a, E lgin & Chi cago R ail road (preferred ) ...... ....... *95 a9 2 
B oston Elevated R ail way .. . .. . .•..•. ... . ... ........ •... . 130 130 
Boston & S uburb an El ec tri c Companies . . .... ......... .... a1 8½ 15 
Boston & Subu rban Elec tric Companies (pref e rred) .... .... a77 ¼ 77 
B oston & Worce ste r E lectric Compani es (common) ..... .. . a1 2 a 12 
Bost on & W or ces ter E lect ric Companies (pre ferred) .... ... a5 2 a 52 
Brookl yn R ap id T ran sit Company.... . . .. . .... ........ ... 77 n¼ 
Brookl yn R apid Tran sit Company, 1st p re f., conv. 4s .• ,... 87 86 ¼ 
Capital Traction Company, W ashington .. • ... . .... .. .. ••.. a 136 a 135 
C hicago City Rail way .. ... .. . ..... . ... . •..•.•...• • . •... a 120 *12

2
0 

Chicago & Oak Park E leva ted Railroad (common)...... ... 2 

Chicago & Oak Park El evated Railroad (preferr ed) .... . . .. *10 *10 
Chicago R ailways, ptcptg., ctf. 1 .... . ..... . ........... ... a102 a 101 
Chicago Railways, ptcptg., ct f. 2 ..... . ................ .... a35 a 32½ 
C hicago Railways, ptcptg., ctf. 3 .....................••. .. a24 a20 
Chi cago R ailways, ptcptg., ctf. 4s ..... . ..... .. ........ . . .. * ro *10 
Cleveland R ailways •......... . .. ..... . ..... .. ..... ...... *84 *84 
Consolidated Trac ti on of New J ersey . . . . . . . . . . . . . . . . . . . . . a77 a 77 ½ 
Con solida ted Traction of N. J ., 5 pe r cent bonds . ..... . .... aro6 a 107 
D et roit United R ailway. . . . ...... . .... . . . . . . . . . . . . . . . . . . . 62¾ *60 ¼ 
Gen er al El ect r ic Compan y . . .... ... ..... .. .. .........•. . . 163 162 
Georgia R a ilway & E lec tri c Company (common) ..... ... . . . a100 a 103 
G eorgia R ailw ay & E lect r ic Compan y (p re ferred).... ... . . . 86 a88 
Interborough-Met ropol itan Compan y (common).... ...... 23¾ 22½ 
Interbo rough-Metropoljt an Com pan y (pre fe rred). ... .. . ... 56 ¼ 54¼ 
Interbo ro ugh-Met ropoh tan Compan y (4 ½s). . ..... . ....... 83 ½ 82¼ 
K an sas City R ailway & Li ght Company (common ) . .•...... a40 a39 
Kan sas City R ailway & L ight Compan y (p refe r red) ........ *82 • 82 
M anh atta n R ailway ..•..... . ... . ... . ........... . ....•... 141 ¾ 140 
M assachu setts E lectric Companies ( common) .............. a16 a16½ 
Massachu sett s Electric Com pani es (preferred) ............. aSo a8o 
M etropolita n \ Vest Side, Ch icago (common) ............... a16 ½ a17 
Met ropolj tan \Vest Side: C hicago (preferred) .............. a53 a5 3 
Metropoli tan Stree t R ad way. ..... .... . .................. 27 a25 
Mi lwaukee E lectric Rai lway & L ight (prefe r red) .......... * II o *IIo 
Nor th A merica~ Compan y._............ . .............. ... 781/s 79 
Northweste rn Elevated Rail road (common) ...........••.. a19 a18 
N or thwestun E levated Railrond (preferred) .........•.... a68 a68 
P h il adelphi a Company, Pittsburg (common)............... 48¼ a48¼ 
Phil adelphia Company, Pittsburg (preferred)............ 44 ½ a44½ 
Ph iladelphia R ap id Transit Company . . . . . .. .. ............ 26¼ a26¾ 
Ph il ade lphia Traction Company.......................... 89 a8~ 
l'uhl ic Se rvice Corporal ion , s pe r cc n t co l. notes . . . . . . . . . . . roo ~,\ • ro o H 
I 'ubli5 Serv ice Co rpo r a ti on, c tf s ... . .......... .. ...•..... . :1 100¼ a101 
Seatt le 1£lec tric Co mpany (common) ... ..• ..... ..... •.. ... n 11 7 11 7 
Sea ttl e J::l ec t!·ic Companx (prderr~d) ......... ............ a103 ½ 103¼ 
So11th Side J•.kvn tcd lb1lrond (Chicago ) .................. ac;3 ac;6 
1:o!ccl o Rnil ways ~ Lig ht Comp.any.. ..... ................ "8 '8 
1 h1rcl Avcn11e R nd ron d, New Yo rk. ...................... 20¼ 10 ½ 
T win City lbpid Tran sit, l'vlinnea polis (common) .......... 100 *100 
Fnion T raction Co, npn n_y, T'hil adc lphia................... c;c-J4 52¼ 
llnit<-cl R ys. & Elec tric Compan y, llalti,n orc ............... i.~¼ a13J/, 
llnit <' d Rys. I nv. Co. (common) .... ..... ................ '.p *.p 
lTnilc,l l{ys. I nv. Co. (preferred )...... . ........... . . . . . 7-'½ '72½ 
\\ ' a,hini-:ton l{y. & Ekctri c C"o mp;in y (cm11n,,,11) ..... '. ..... n 16 "·1·1 
\ Vashin g ton Ry. & l•:kc. Colllpany (prcfr,·n·d) ............ ao ., a01 
\\'c-st l•:11 <1 S tr< "<" I lbi lway, ll oslon (co1111l1011)...... ....... 0 2 02 ½ 
West 1<'. nd S trcl"I Ha il way, Hoston (prdl'rrcd) .......... .. "'5 105 
\ Ve~ tin g house l•:ke tric & l'vl a1J11fac111rin p; Co111p;rn y,...... .. 8~½ 8~7i 
, v,.~ti 11 g l1011S<' E lec. & M fp;. Co1np.111y ( IS i pr,· f.) ., ....... . M J. j O 'l .fO 

a Asked. ' T.n s l Sal<". 



1 116 ELECTRIC RAILWAY JOURNAL. [VoL. XXXIV. No. 21. 

Annual Report of Spokane & Inland Empire Railroad 

Gross earnings fro m opera tio n of the Spokane & Inland 
E mpir e Railroad in the y ear ended Jun e 30, 1909, compare 
with the p r evi ou s yea r as foll ows: 

Freight .. . . ............. .... .. . 
Passenger .......... . .. ........ . 
Earnings fr om street railway sys-

tem an d miscellaneous ...... .. . 

1908. 
$ 29 1,008 

51 6,07 I 

310,9 39 

T otal ...... .... . .......... .. . $1 , 118,0 18 

Operating expen ses-includin g taxes $ 807,388 

Net operating income...... . .... . $ 310,630 

1909. 
$ 325,020 

53 0,543 

4 13,537 

$1 ,269,100 

$ 882,r s r 

$ 386,949 

Increase. 
$ 34,01 2 

14,472 

102,598 

$151,082 

Total op erating expenses, ex cludin g taxes, w ere $844,352, 
o r 66.5 per cent of the total earnings from oper ation . Of 
the exp ens es $262,517, or 20.7 per ce n t of the t ota l oper ating 
rev_enu e, was app li ed in ma in tenance. T he expenditure for 
m aintenan ce of way an d structures was $143.662, o r I 1.3 
per cent o f g r oss, and t he amount used for ma ii1tenance of 
equipment was $rr8,855, or 9.4 per cen t of the opera ting 
rev~nue. Tran sportation exp ense s agg regat ed $459,265, 
eqmvalcnt t o 36.2 p er cen t of gross. Genera l expenses and 
t raffi~ expenses absorbed 7.8 per cent and r.8 per cent re
spec t ively. 

_Jay P. Graves, pres ident of t he com pany, says in part in 
his statement to shar ehold er s: 

" In. submitting my third ann ual report to the stockholde rs 
of t hi s company I have m uch of good and somewhat of ill 
to report, and I s hall put t he ill repor t fir s t. 

"On July 15 o f t h is y ear the regist rati on for h omesteads 
on account of the openi ng of the C<X'u r d 'A lene Indian 
reservation wa s com m enced in C<X'ur d'A lene. Owing to 
t he simultan eous opening of the F la thead and Spokane 
In dian r ese rva tion s t he travel over t'he C<X'ur d'Alene divi
s ion of thi s company was phenomenal. E ven with extra 
se rv ice it was a lmos t an impossibility for u s to handle the 
c r owd s between Spokane and -C<X'ur d'Alene, and every train 
that went out eit her from Spokane or C<X'ur d'Alene was 
mobbed. W e ca lled upon the police offi ce rs of both cit ies 
to keep th e cr owd s in som e r es tra int , a nd with t he assis t
ance of m any extra employees th e ru sh was handled w ithout 
a sing le accid ent oc cur r ing u n ti l J uly JI. O n that day 
special No. 5, wes tbound, coll ided with regular pas senger 
t rain No. 20, eastb ound, at Gibbs Station, abou t r ½ miles 
fro m Cceur d'Alene. Both train s we re packed, and as a re
sult of the coll ision 17 p ersons wer e ki ll ed and be tween 100 
and 200 were injured m ore or less se ri ou sly. N o. 20 was 
in charge of M ot orman D elaney and Conductor Seymour, 
both old and experi enced ra il road m en. It was brought 
to a stop before the coll is ion, and no one on it was injured 
to a ny appr eciab le ex tent. Special N o. 5 was in charge of 
Motorman Campb ell and Conductor Whittelsey. Bot h of 
t hese men had been in th e employ of the company for sev
eral years and had had previous rai lroad exper ience of a 
g r eat many years. Both were ex peri enced rail road men, 
had passed fi rst-cl as s exa minat ion s, both at t he t ime of 
their empl oyment and subsequently, and were r a ted as 
among our m ost r eliabl e employees. The collisi on wa s due , 
however , solely to th eir negligence and violation of t he 
rules. 

"Immediately afte r the coll is ion t he company re quested 
Robert H. E lder , ac tin g prosecuting a ttorn ey fo r K ootenai 
County, Idaho ; Fred C. Pug h, prosecut ing attorn ey of 
Spokane County, and E. 0. Connor, corpo rati on coun sel of 
the City of Spokane, to act toget her with three m ember s 
to be nam ed by the Chamber of Commerce of Spokane and 
three members to be named by the Chamber of Commerce 
of C<X'ur d'Alen e, as a committee to invest igate t he cause of 
t he wreck. Their r eport fully exo nerated t he company . 
fr om any moral respon sibility fo r the wreck, showing that 
it had · done everything that could be done by t he company 
to protect its passenger s from inj ury and placing the blame 
for th e w r eck upon Motorman Campbell and Conductor 
Whittelsey of special No. 5-

"While t hi s report exon erat ed the company fr om moral 
respon sib il ity it did not, of cour se, a ffect its legal li ability 
for all dam ages sus tain ed by r eason of the w reck. T~1e 
company has proceeded as r apidly as possible with the 
sett lemen t of the claims m ade against it. Many claims have 
been settled. Owi ng to t he fact th at some claimant s have 
shown them selves most unreasonable, so much so that the 
company has n ot been able to set tle with thein on a ny fair 
bas is, it is probable t hat some li tigat ion may r esult, and 
owing to that fact the cla im and legal departmen ts of the 
company have n ot yet fe l t competen t to give an accurate 
estimate of th e cost of the wreck. It is hoped, h owever, 
t hat it will be kept within th e $300,000 mark, w hich, con
siderin g the m agnitude of th e disa ster, should be r egarded 
as most fortunate. 

_"I tu rn now to the other side of the picture, which, I 
th:,nk, shows !he property to be in excellent condition. 

. As ?tat~d m th <; las t report, our power plant at the Nine 
Mile s ite 1s. now m_ ~p~ rat ion and is furnishing power to 
operate the Inland d1v1s10n. W e are using for the operation 
o~ tha t divi sion_ fr om 4000 t o 5500 hp. Our power contract 
with the \ ~as hmg ton W at er Power Company, entered into 
when our Im es were fi rst constructed, has ye t six years to 
run. We a r e usin~, under that contract 3800 hp, the mini
mum amount permitted by the contract. We have contracts 
ior ap proximate ly 1200 hp with outside parti es for which 
yve are receiving approx imately $4 p er hp per m~nth. Dur
ing _the ensuing year we have 2800 hp additional business 
in view t o be used in t he development of irrigation projects 
alone. O ther business, which is pr actically certain will re-
9uire so mu ch additi onal power that it will be nec~ssary to 
increas e t he plan t ro,ooo hp thi s coming winter. The com
pany owns a right of way to it s power plant over which the 
transmi ssion lin e is built . Thi s right of way was selected 
over a g rade wh ich will permit of the building of an elec
tri c r oad u pon the same w henever it appears that business 
wi_ll warran t the con st ructi on of such a line. Twenty-two 
mil es of 60,000-volt hig h t en sion lin e have been constructed 
during the pa st y ear and 40 miles will be added this winter. 
Net ea rnin gs of the p ower plant, exclusive of the amount 
required fo r t he ope rat ion of th e railway lin e, are estimated 
at $140,000 fo r th e en suing y ear. 

' 'The operati_n g and ot her revenu es of the company for the 
fi scal year end ing June 30, 1909, were $1,269,100, an increase 
of $151 ,082 over las t year 's earnings. The operating ex
pen ses wer e $882,1 51 , an inc rease of $74,763 over the oper
ati ng expenses o f last yea r. This increase in operating ex
penses is due to the g reater mileage op erated during the 
past fisca l yea r , about 16 miles of the Inland division and 
2 miles of t he t ract ion division, and als o to the unusually 
ha rd winter of 1908-09 and floods on the Inland division, 
which, in common with a ll the other railroads in the coun
try, suffe red sever ely fr om was hout s during the unprece
dent ed high water in t he la tte r part of January. 

"By divi si ons t he tract ion divisi on sh ows an increase of 
34.4 per cen t in g ross receipts over that of the past year. 
The In lan d d ivi sion sh ows an increase of 22.5 per cent. 
Owing to the shu tting down of the mines in the Cceur 
d'Alene mining di s t ri ct, and of the mills about C<X'ur d'Alene 
Lake during th e g r eater part of the year, the Cceur d'Alene 
divisi on d oes not show a ny increase in receipts for the year. 
D uring t he last few months, however, the Cceur d'Alene 
d ivis ion shows an increas e in receipts of from 25 per cent 
to 50 per cent per month over the earnings for the same 
m onths durin g t he past y ear. This is exclusive of the regis
t rat ion busin ess, which is not taken into account in these 
comparisons. T his increase was due to resumption of the 
lumber and m ining industries, and is undoubtedly perma
nent. 

"The physical condition of the property is excellent. 
The roadbeds have been kept in first-class condition, every 
thi rd t ie on the Cceur d'Alene division has been renewed 
and our lines are all fully ballasted and are comparable with 
t he very best steam railroad lines in this country. 

"We have built up, at Liberty Lake, a first-class summer 
resor t. Being near the City of Spokane (17 miles), and 
m aintaining a low rate-75 cents for the round trip-has 
m ade it very attractive for pleasure seekers, and our busi
ness during the past summer has been excellent. We have 
so ar ranged our schedules on the Cceur d'Alene division 
as to put trains on between Liberty Lake and Spokane 
which handle not only the Liberty Lake business but the 
local business through the valley from Greenacres, thus 
permi tting us to make better time with our through trains 
on the Cceur d'Alene division. It has been decided, on ac
coun t of the rapidly growing- business at Liberty Lake, and 
also a long the line from Greenacres, where a number of 
new iririgated projects are under way, that it will be neces
sary during the coming year to double-track the line from 
Gree nacres to Spokane. This, in connection with the double 
track now in operation between Greenacres and Spokane 
Bridge, will give us 18 miles of double track-from Spokane 
t o the Idaho line. We expect this to suffice for the double
t racking until the business is very greatly increased over 
t he present time. 

"To t ake care of the increased business we have found it 
necessary to order two more electric freight locomotives 
and fo ur two-car trains of heavier equipment for the Cceur 
d'Alene division. This will permit us to put the lighter 
equi pment, which was put on that road when it was first 
bui lt, on the branch lines and local service, and will give us 
sufficient equipment to take care of the business for several 
years to come. 

"The total expenditure for the yea-r ending June 30, 1909, 
for new lines and extensions, equipment and betterments 
was $771,562. 
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"It has been the policy of the company, in order to build 
up industries along its lines, to put in spurs and sidings 
wherever business promised. There were 19 different in
~ustrial tracks completed during the past year, aggregating 
m length about 2.45 miles. This policy not only helps to 
build up the country through which the road runs, but will 
add materially, in time, to the earning power of the system. 

"The management expected to resume the payment of 
dividends on the preferred rights during the year 1909, · as 
the earnings of the company warranted it. The deplorable 
accident, however, will eat up our earnings for t he greater 
portion of the year, and, much as we regret it, the payment 
of dividends will be postponed until next year. We confi
dently hope to resum e them then, as the earnings will war
rant it as soon as this extraordinary and unprecedented 
demand upon our resources has been disposed of. The man
agement regrets this enforced postponement of dividends, 
but feels that it is fully excused, in view of this calamity, 
which the utmost care could not pre vent." 

The report contains the following traffic and mileage 
statistics: 

Passenger-(railroad division)-
Number revenue passengers carried ........ . 
Number revenue passengers carried I mile .. . 
Number revenue passengers carried I mile 

per mile of road ... . .................... . 
Average dista'lce carried (miles) ........... . 
Total passenger revenue ...... . ............ . 
Average amount paid by each passenger 

(cents) ..•........••...... . ....... . ..... 
Average rate per passenger per mile (cents) .. 
Total passen ger earnings, including mail, 

baggage and express ...... . ............. . . 
Mileage of passenger cars .................. . 
Mileage of passenger train 5 ................ . 
Passenger earnings per train mile (cents) ... . 
Passenger earnings per average mile of road 

P:.ci:het~(;~ii;~~d • dl;i;i~~j.:..:_· · · · · · · · · · · · · 
Revenue tons carried ...•................... 
Revenue tons carried I mile ............... . 
Average distance haul I ton miles ........... . 
Total frei ght revenue .......... . .......... . 
Average amount r eceived per ton freight 

(cents) .. ........ .................... . . . 
Average receipt per ton per mile (cents) ... . 
Mileage of loaded cars ............... . .... . 
Mileage of empty cars ..................... . 
Total mileage •.....•.•.................... 
Mileage of freight trains .................. . 
Freight revenue per train mile ............. . 
Freight revenue per average mile of road 

operated ...•.....•...... ... ............ . 
City Traction System-

Revenue passengers carried ... . ............ . 
Passenger car mileage ... .. ................ . 
Passenger earnings ..... . ................. . 
Passenger earnings per car mile (cents) ..... . 

Year ended June 30, 
19 09. 1908. 

1,088,682 1,096,817 
24,608,962 25,089,489 

149,145 167,263 
22.6 22.88 

$501,982.28 $488,605.83 

46.1 I 44.55 
2.04 1.95 

$530,542.84 $516,070.90 
1,555,078 1,513,521 

707,8 74 713,039 
74.95 72.37 

$3, 2 15.41 $3,440.47 

379,136 331,594 
15,099,677 11,574,193 

39.8 34-9 
$325,020.18 $291,007.58 

85.73 87.76 
2. 15 2,5 I 

797,841 644,597 
539,615 419,055 

1,337,456 1,063,652 
194,407 188,755 

$1.67 $1.54 

$1,969.82 $1,940.05 

7,821,526 5,790,893 
I ,602,323 1,396,472 
$384,933.55 $286,476.25 

24.02 20.5 

Reorganization Plan of Trenton & New Brunswick Rail
road and the New Jersey Short Line Railroad Approved 

The depositing bondholders of the Trenton & New 
Brunswick Railroad, Trent on, N . J., and the depositing 
bondholders of the New Jersey Short L in e Railroad h ave 
approved the plan for the reorganization of the co mpanies 
prepared by the bondholders' committees, r epre sent in g the 
depositing bondholders of the two companies. A. M. Taylor, 
Phi ladelphia, Pa., is chairman of both of th ese committees. 

The plan provides that a ne w company, t o be call ed the 
Elizabeth & Trenton Railroad, sha ll be form ed to take over 
the property of the Trenton & New Brunswick Railroad and 
the New Jersey Short Line R ailroad, and that thi s new com
pany shall issue $180,300 par value in preferred stock, for 
cash, and $811,350 in common s tock. The amount of new 
preferred stock to be issued is equal to IO per cent of 
$1,8o3,ooo, the amount of the original bonds outstanding 
agains t th ese properti es, and each bondhold er is given the 
rig ht t o purchase his proportionat e share thereof, namely, 
an amount equal to IO pe r ce nt of his bondholding, each 
share of the preferred s tock carrying with it two $har es o f 
common stock as a bonu s. The co mm on stock bonus ac
companying the preferred stock allotted to the bondholders 
is equal to 20 per cent o f th e par valu e o f the ori g inal bond
holdin gs. 

All bondh old ers parti cipate in the distribution of the 
balan ce of the co mm on st ock proportion a tely, wh eth er they 
take th eir pro ra ta s ha re o f th e prefe rred s tock with th e 
co mm on stock bonu s acco mp anyin g it o r no t, a nd this di s
t ributi on of co mmo n stock to a ll depositin g bondholders 
will g ive eac h one an a moun t equ al to 25 per ce nt o f hi s 
o rig ina l bo ndh oldin g . 

Such of t he p refer rcrl s toc k of t he new co mpa ny, acco m
pa nied by the bonus of common stock, which is no t pur
chased and pa id for by depositing bo ndh o ld er on a ll otm ent , 
will be sold to outsid e investors. 

The b ulk of the m oney necessary to co mple te t he hi g h
speed line throu g h fr om T rento n to E lizah et hpo rt, via 

New Brunswick, will be raised by issuing bonds against th e 
property acquired by the new company. 

Mr. Taylor stated at the bondholders' mee ting that a 
verbal understanding had been entered into between Thomas 
N. McCarter, president of the Public Service Corporation, 
and 'himself, to the effect that the Public Service Railway 
would later take the property of th e new company, pro
vided satisfactory arrangements were made for the raising 
of the new money necessary to complete the New Jersey 
Short Line Railroad, and to pay the balance of t he cost 
of rehabilitating the Trenton & New Brunswick Railroad. 
This would enable the operation of through high-speed cars 
from Trenton, via New Brunswick, Elizabethport and 
E lizabeth, to the Newark terminal of the Hudson & Man
hattan Railroad, from which point passengers would have 
the advantage of hig•h-speed service to New York City. 

Anderson (S. C.) Traction Company-The property of 
the Anderson Traction Company has been sold by E. W. 
Robertson, who bid it in at receiver's sale on Oct . 12, 1909, 
to a syndicate composed of L. W. Parke r, W. J. Thackston, 
H. J . Haynesworth, J. B. Duke and B. N. Duke. The 
Greenville, Anderson & Spartanburg Traction Company, it 
is said, will be organized to take over the property and ex
tend the road. 

Boston (Mass.) Elevated Railway.-I n a report to the 
Chamber of Comme rc e the public utilities committee of that 
body advises the stockho lders of the West End Street Rail
way to agree to the consolidation with the Boston Elevated 
Railway on the terms provided for by the Legislatur_e. T?e 
committee says that these terms are adequate and gives its 
reasons for such a conclusion. It suggests an amendment 
to the enab ling act to prevent th e minority from preventing 
the merger. 

Boston & Worcester Street Railway, Boston, Mass.
The Massachusetts Railroad Commission has been requested 
by the Boston & Worcester Street Rail way to sanction an 
increase of stock from $2,025,000 to not more than $2,525,-
000, to be offered to stockholders at $100 a shar e to pro
vide fo r exte nsion s and improvements, and an issue of 20-
year 4½ per cent bonds not to exceed $500,000 for improve
ments and refunding $46,000 of the S ·per cent bonds of the 
Framingham Union Street Railway which have m atured. 

Metropolitan Street Railway, New York, N. Y.-The Su
preme Court of the United States on Nov. 15, 1909, refused 
to review the decree of the lower courts ordering the fore
closure of the mortgage of the Guaranty Trust Company on 
a portion of the property of the Metropolit an Street Rail
way. At the same time writs of certiorari to the Circuit 
Court of Appeals in Ne w York in the same suit were denied. 

Tarrytown, White Plains & Mamaroneck Railway, White 
Plains, N. Y.-Justice Keogh of th e Supreme Court at 
Whit e P lains has confirmed the sa le of the greater part of 
the property of the Tarrytown, Whit e P lains & Mamaro
neck Railway to Richard Sutro, of Sutro Brothers, New 
York, N. Y., r epresen tin g the New Y ork, Ne w Haven & 
Hartford Railroad. The property was sold under fore 
closure, as noted in the ELECTRIC RAILWAY Jou RNAL of 
N ov. 13, 1909, p age 1038. 

Third Avenue Railroad, New York, N. Y.-An outlin e of 
the r evise d plan fo r the reo rgani zation of th e Third Avenu e 
R ailroad short ly to be submitt ed to the Public Service 
Commi ssion of th e F irst Di strict of N ew Y ork, prop oses an 
assessm ent of 50 per cent on the st oc k; with th e provisi on 
that the s tockh o ld ers for thi s asse-,sm ent am ountin g to 
$8,000,000 receive $9,000,000 in 4 per ce nt fir s t m ortg age 
bonds and have th eir sto ck r edu ced by 25 p er cent . Th e 
plan prop oses also the issuance of $6.000,000 new fir st m ort
gage 4 per ce nt bond s fo r the out standin g $5,000,000 of 5 
per cent bonds and the sc alin g down of th e $37,500,000 4 per 
ce nt co n solid a ted bonds to $25,000,000 of 4½ per cent in
com e bonds. 

United Railways, St. Louis, Mo.-The vo tin g trus tees for 
the common s tock of the United Railways und er the agree
m ent o f Nov. 1, 1904, which expired by limita tion on Oct. 
31 , 1909, have g iven notice that th e tru st ce rtifi ca tes m ay 
now be exc hanged for the shares o f th e co mm on s tock 
which th ey represe nt . Brown Brothers & Co mpany, New 
Yo rk , N. Y., and th e N a tional Bank of Com merce, S t. Louis, 
will redee m the ce rtifi cat es. 

Washington Railway & Electric Company. W ashington, 
D. C.-T he direc tors of t he Wa shin g ton Rail way & E lectr ic 
Company have dec lared an initia l di vidend of l per cent on 
t he $6,500,000 of comm on s tock o f th e com pany for the half 
yea r paya bl e on Dec. 1 , 1909, to stock of record 0 11 Nov. 13, 
1909. Th e di rec tors ha ve a lso decla red t he r-l eventh se rni 
annnal divid end o f 2½ pr r C<' nt 011 th r $8,500,000 o f pre· 
fr rr<"cl s toc k. 
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Traffic and Transportation 
Relief and Pension Work on Metropolitan Street Railway, 

New York. 

The an nual repo rt of the M etropolitan Stree t Railway 
Associati on o f New York, r elating to the year ended Sept. 
19, 1909, shows t he fo ll owing ben efit s: Paid t o m embers on 
account of sickness or injury, $13,707 , paid fo r death claims, 
$14,690.35; estimated va lue of m edical service and .,ttend
ance, $6,365.25; tota l, $34,762.60. T here was r eceived in 
dues and initiation fe es fro m m embers t he sum of $27,976.50, 
leaving an excess of benefi t s ove r the am ount paid to mem
bers aggregat ing $6,786. 10. O ren R oot, chairman of the 
board of trust ee s, s tates tha t sin ce the organiza tion of the 
a ssociation t he fo llowin g am ounts hav e been paid t o mem
be r s or t heir h eirs: D ea th claims, $1 14,366.03; sick or injury 
ben efits, $180,484; va lue of medical advice and a ttendance 
(es t imated) $95,868.82; total, $390,71 8.85. The to tal amount 
rece ived in dues and initia tion fees from th e time of organ
ization to t he close of the last fisca l year was $317,278.49, 
leaving a n excess of be nefi t s over t he am ount s paid by m em
be rs of $73,440.36. T he va lue of secu r it ies and cash on 
han d in t he treasury of t he as sociation at the end of t he 
year was $47,247.82. 

I n issuin g the annual repor t of t he assoc iation , Oren 
R oot, g enera l manager for t he rec eivers of t he M etro
politan S t ree t Ra ilway, sent a copy of t he pe n sion regu
la tion s together with a stat em en t addre ssed t o a ll employees. 
This statemen t sa id in part: 

"For some yea rs t he management of t he M etropolitan 
Str eet Ra ilway, as a ma rk of app rec iation o f long and 
fa ithful se rvice, has bee n paying pension s t o employ ees 
who have becom e t oo o ld to continu e t heir dut ies. 

"Since t hi s property has been unde r t he control of t he 
r ece ivers, t he same policy has been fo llowed, a nd at th e 
present t im e ther e a re 19 men on the pension ro ll drawing 
monthly pe nsions va ryin g in am oun t fro m $15 to $?8. 17 each. 

"The p ension system has bee n ve ry successful in its 
operation and t he m on ey t hus paid ou t has be en of m uch 
assistan ce in t h e supp ort of m en during t h eir o ld age, and 
in contributing to t he comfo rt of t heir fami li es. 

"The p ension sys t em is suppo rt ed sol ely by t he ra ilway 
company, w hi le t he M etropoli t an S tree t Railway Ass0cia
t ion is an organ ization of t he employ ees . The affa irs of 
t he assoc ia ti on a re m anage d by the empl oyees with t he 
assi st ance of t he offi ce rs of the company, and th e associa t ion 
is supported fi nanciall y by t he employees and by donations 
m ade by t he compan y a nd other fr iends fro m t im e to time. 
The association was for m ed by the em ployees of th e M etro
politan S t ree t Ra ilway to affo rd t h e men a n opportunity 
to protect them selve s and their fam ilies in t he eve nt of 
illn ess or inju ry, w hich migh t re nder a m an tempora r ily 
unable to work, a nd also to p r ovide for th e paym ent of 
$300 t o t he m an 's fa mily a t t he time of hi s dea th , w hen th e 
money would be mo st n ( eded. By thi s mean s me mbers of 
t he assoc iat ion obtai n for t hemselves accident and sickn ess 
insurance and secure li fe insurance for t he benefit of their 
fa mili es." 

T he pension regul a ti on s as pub lish ed a re identical w ith 
t h ose p rint ed in 1902 fo r the I nte rurban Stree t Railway, 
t hen lessee of the Met ropolitan system . 

Conference on Front Platform Rule in Philadelphia 

T he m embers of the R ailroad Commission of Pe nn syl
vania met the offi ce r s of the P hi ladelphia (Pa.) Rapid 
Transi t Compan y in Philadelphia on Nov. 18, 1909, and 
Chas. 0 . Kruge r, p r esident of the company, and A ttorn ey 
Ballard assured the commi ssione rs t hat t he o ffic er s and 
representative s of t h e com pany w ould do ev erything in 
t heir power to carry out t he r equirements of the order of 
t he commission issued on Oct. 30, 1908, prohibiting passen
gers fro m riding on t h e fron t platforms of cars . I t is ex
pected that som e definite m ethod of enforcing th e order 
will be determined upon with in a few . days. T he compan y 
desires to cause a m inimum of inconven ience to the travel
ing public. At p lace s like the P hiladelphia Navy Yard 
workmen fa irly mob th e cars in their effort to board the 
first city-bound ca rs, and the greatest difficulty will be 
experi enc ed in com plying with the commission's ruling, 
and additi onal reserve equipment may be necessa ry. 

Mr . . K ruge r explained t o the comm issioners that since 
the order was issued the Philadelphia Rapid Transit Com
pany had posted notices and placed ext ra cars on the lines 
to live u p t o its provision s. H e said th at 122 ex tra trip pers 
were put on the cen t ra l city lines during the rush hours 
in addition to the t railers , 60 of which a re n ow in use, and 
that the company had done everything p ossibl e to clear the 

platforms, but that it was impossible and would probably 
cause innumerable lawsuits. 

In justi fica ti on of th e ord er that the rule be en fo rced at 
a ll times and under a ll c ir cum stances, whether th e public 
appr?ves o r not, Nathaniel E win g, chairman of the com
m1 ss10n, says : 

"The safety of the publi c dema nds th at this rule shall be 
rig idly en fo rced. I wan t to m ake it pla in that th e rul e is 
a benefi t to th e public, and n ot the company. Where it 
might r esul t in som e inconvenienc e and di sorder it is better 
t o have t he incon venience and di sorder at th ~ start than 
dange r of acc ident." 

The o r9er of the commission to the companies regarding 
th e carrymg of passengers on the front platform was pub
lished in th e ELECTRIC RAILWAY JOURNAL of Nov. 7, 19o8, 
page 1353. 

Accidents in New York During October 

The P ublic Service Commission of the First District of 
New York has issued the following summary of accidents 
w hich occurred in October, 1907, October, 1908, and Oc
tober, 1909, on th e railway s within its jurisdiction: 

OCTOB E R . 
Car collision s . . . .... .... ... ........ ........ . 
Perso ns and vehicle s struck by cars . ... ........ . 
Boarding ..... . . . .........•....... ........... 
Al ightin g ...... .. .................. ......... . 
Contact elec tricity . ... ........ ...........•... 
Other accidents ..... .. . . ..... ... . ......• .. ... 

221 
1,145 

510 
593 

2,397 

Total; ..................... . . ... .. . ... . 4,866 

INJURIES. 

1908. 

97 
882 
533 
681 

33 
2,442 

4,668 

1909. 
123 

1,134 
561 
641 

27 
1,961 

4,447 

Passen gers ...................... . . . . . .. . ..... ........ 1,715 1,742 
Not passengers . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . 7 38 548 
Empl oyees . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . 500 440 

Totals . ................... .. .... ... ... ......... 2,953 2,730 

SERIOUS (Inc. in Abo ve). 
Kili ed . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . 47 
Fractured skull s . . . . . . . . . . . . . . . . . . . . . . . . . . . . . 15 
Amputated limbs . . . . . . . . . . . . . . . . . . . . . . . . . . . . . 9 
Broken limbs . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . 4 0 
Othe r se rious . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . 80 

T otals . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . 19 1 

47 
15 
IO 
36 
60 

168 

25 
8 
3 

38 
138 

212 

Heated Vestibules in Kansas.-T he new State law has 
gon e into effec t requiring th at st r ee t cars op erated in 
Kan sas be fitt ed up so t hat t he vestibules of the cars where 
the mot ormen stand b e hea ted th e sam e as the interior of 
t he c ars. 

E ast St. Louis Employees Adjust Differences.-The · 
agr eem ent between the employ ees of the East St. Louis & 
Suburban Railway and t he com pany r egarding terms 'Of 
se rvice will continue in force unchanged until its expira
tion on M ay I, 1910. 

Ticket-Selling Machines in Hudson Terminal Station.
T h e H udson & Manhattan Railroad, operating between 
New York and New J er sey, unde r th e Hudson River, has 
installed two ni ckel-in- th e-slo t t icket-sellin g m achines in 
its t erminal at Cortland t Stree t and Church Street, New 
York City, as an exp er iment. 

Hearing on Lighting of Subway and Elevated Cars.-The 
P ublic Service Commission of th e F irst District of New 
York has or de r ed that a hearing b e held on N ov. 29, 1909, 
to inquire into t he li g hting of the ca r s and stations on the 
subway an d eleva ted lin es of th e I nt erborough Rapid Tran
sit Company, New York, N. Y . 

Philadelphia & Western Railway Abandons Beachwood 
P ark.-T h e P hiladelphia & Wes t ern R ailway, Philadelphia, 
Pa., has decide d t o abandon Beechwood Park, a pleasure 
r esor t three m il es wes t of Philadelphia, and the buildings 
a t the pa rk are all being razed. The property will be cut 
up into buildin g lot s and offer ed for sale. 

Philadelphia Rapid Transit Company Increases Freight 
Service.-To m eet the increasing demands of patrons which 
have fo llowe d the recently inaugurated policy of carrying 
freigh t, t he P hiladelphia Rapid Transit Company has com
p leted another sta tion at Glenside, and is transporting 
fre igh t over the Gl en side divi sion. 

Workmen's Tickets in Racine.-In return for certain 
r ights g ranted by Council in the streets of Racine, the 
Milwaukee L ight, H eat & Traction Company has agreed 
to sell six tickets for 25 cents, g ood during two hours in 
the morning and two in the evening. The hours selected 
are fr om 6 a. m. t o 8 a. m. and fr om S p. m. to 7 p. m. 

Service in Pittsburgh.-The Railroad Commission of 
Pennsylvania has been asked to reopen the complaint filed 
against the Pittsburgh (Pa.) Railways in October, 1908, by 
Mayor Magee, who hopes to be able to show that the 
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recommen dations of the commission have not been com
p li ed w it h . The Mayor w ill probably con fer w ith the 
members of the commission in Harrisburg during t h e first 
week in D ecemb er. 

Peculiar A ccident on Illinois Traction System.-A fr eight 
train on the Ill in ois Traction System composed of a motor 
ca r and two express trai lers was _der ailed a t Thayer, Ill., 
on Nov. II, 1909, and knocked down a tro lley p o le carrying 
a d.c. feeder cabl e which fell on o ne of the trail cars and set 
it on fire. The motor car was saved, but both of the trail 
car s, fu lly loaded with express matter, w e re destroyed. 
Non e of the cars was overturned. 

Gymnasiums fo r Pittsburgh Employees.-The Pittsburgh 
( P a .) Ra ilway has opened at it s Talbot Avenue car house 
fo r th e use of its emp loyees t h e first of the gymnasiums 
w it h which it is proposed eventua lly to equip all of the 
car h ouses of the company. Four rooms on the second 
floo r of the Talbot Avenue house are given over to t h e 
m en. Two are equipp ed w ith ath letic apparatus, one with 
b ath s and the fourth is fitted up as a reading and card 
room. 

Placards Showing Way to Alight in New Y ork.-The 
Me t ropolitan Street Rai lway, New Yo r k, N. Y., is placing 
signs in i ts cars showing the correct and incorrect ways 
o f a lig h ting. One picture exhibits a woman with an um
b r ella stepping from a car facing t h e direction in which it 
moved. She w ea r s a comp lacent smile. T he other pic
tu r e .sh ows th e sam e woman stepping off backward. S h e 
is about t o fall and the umbrella is soa ring through 
the air. 

Fender Ordinance to be Recommended in San F rancisco . 
- T h e Public Uti li ti es Committ ee of t he Boar'd of Super
v isor s of San Francisco has decided t o r ecommend the 
passage of an ordinance requiring all cars operated in the 
c ity to be equipped with fend ers simi lar to those in use on 
t h e San Mateo cars. Some m odifications wi ll be made in 
the ordinance to overcome the difficul ties that will be en
countered in using the fe nd er s on cars operating over lines 
with heavy grades a n d sh arp curves. 

Warning Signs in Chicago.-The Chicago (III.) City Rail
way h as posted placa rds in it s cars warning p atrons of the 
danger of attempting to a light before a car has b ee n brought 
to a standstill. The sign says: "On e moment, please! Be
fore getting off or on a ca r wait until it has actual ly s t opped. 
Better be safe than sorry." T h e comp any ha s a lsu s tarted a 
campa ign of educati o n throu g h t h e medium of tran sfer s lip s, 
with the idea of minimizing accidents and of pntt in g a stop 
to the illegal use of tran sfers. The a dvice a nd warnings 
are print ed on the backs of the tran sfers and they w ill b e 
circulated among patrons of t h e company in th e u sua l man
ner at the rate of 12,000,000 copies a week. 

Inland Empire System Wins Farm Product Prize.-The 
Inland Empire Sys tem, throu g h C. L. Smith, it s industria l 
agent, has won the Hill trophy cup, offered at th e Billings 
Dry Farming Congress, for the best exhibit of farm prod
ucts raised in Washington, east of the Cascade Mountains 
within 25 miles of the Great North ern Rai lway. T h e ex
hibit w hich won the cup consi s ted of 22 varieti es of app les, 
e ight varieties of pears, five o f p lum s, four of fie ld co rn, 
two of sweet-corn, two of popcorn, thre e of peas, two of 
beans, four of w h eat , two of barley, three of oats, o n e of 
rye, five of potatoes and one of ca rrots, a ll grown on Moran 
prairie, on the route o f the Inland Empire System between 
Spokane and Waverly. The trophy car ri es this lege nd: 
"Presented by James J. Hill for b es t exhibit of far m prod
ucts rais ed in the Sta t e of Washington east of the Cascade 
Mountain s w ithin 25 miles of t he Grea t No rth ern Ra il 
way under dry fa rmin g m et ho d s exhibit ed a t th e Dry 
Farming Congress held at Bi llin gs, Mont., Oct. 26, 27 
and 28, 1909." 

Section Foremen Awarded Prizes.-The Oregon Electric 
Rail way, Portland, O r e., has a nnoun ced a wards of prizes 
for the best mainta in ed sec tion on it s sys tem. The foreman 
of Section No. 5 was g iven fir st prize, $25 in cas h , and will 
di splay a gold-le tt ere d sign o n the section h ouse at Wa
concla whi ch will indicate that for the current year h e a nd 
hi s m en have k ept up th eir 8 mile s of track better than the 
section crews of the o ther five sec ti on s of th e main l ine. 
The serond prize, $ 15, was awarded to th e foreman of Sec
tion No. 4- On a bas is of 100 per cent the fol lowing .points 
were con si de re d : A lignment and surface, 25 ; spiking ties, 
lining, spa cin g, swit c hes and frog s, 25; drainage a nd balla s t, 
20; material, grass a nd weed s, 10; road cross in gs, run -o ffs 
and fencin g, 5, making the tot a l 85. I I 011 ses a nd grounds 
were a ll owed JO p<Jint s a nd sidings S points, hut were not 
con sidered in the final awards. Three cli s int ercstccl stea m 
rai lroad o ffi cia ls wcre sccured to pa ss on th e rating. T he 
company ha s announ ced t hat next year th e first prize wi ll 
be $30; the scconrl priu will remain at $ 15. 

Personal Mention 
Mr. R. I. Brunner has been elected auditor of the Enid 

(Okl a.) City Railway Company, to succeed Mr. C. F. Bruce. 
Mr. William A n derson has been apoointed auditor of the 

Wausau (Wis.) Street Railway to succeed Mr. F. A. 
Heckler. 

Mr. E . L eland has been appointed auditor of the Meridian 
Light & Rai lway Company, Meridian, Miss., to succeed Mr. 
E. M. Martin. 

M r. Edw ard B . R yan, chief clerk of the Yonkers (N. Y .) 
Railroad, has been appointed auditor of the company to 
succeed Mr. Frank Horan. 

Mr. George R. M cDer m ot has been appointed chief en
gineer of the power station of the Citizens' Railway, Waco, 
Tex., to succeed Mr. Ros Marquis. 

Mr. R. A. Bowers has been appointed superintendent and· 
park manager of the Pascagoula Street Railway & Power 
Company, Scranton, Pa., to succeed Mr. G. B. Chapman. 

Mr. J. W. Smith has been elected president of the Fargo 
& Moorhead Street Railway, Fargo, N. D., to succeed Mr. 
L. B. Hanna. Mr. Smith was formerly treasurer of the 
company. 

Mr. J. B. I ngersoll denies that he contemplates retiring 
as e lectrical engineer of the Spokane & Inland Empire 
Railroad, Spokane, Wash., to engage in other work, as 
previous ly reported. 

Mr. H. C. Foss, general manager of the Sydney & Glace 
Bay Ra il way, Sydney, N. S., has been elected vice-president 
of t h e company to succeed Mr. A. F. Townsend, and will 
hereafter act as vice-president and general manager. 

Mr. J. P. Martin, vice-president of the Fargo & Moorhead 
Street Railway, Fargo, N. D., has been elected treasurer of 
the company to succeed Mr. J. W. Smith, and will here
after act as vice-president and treasurer of the company. 

Mr. H. L. Pierce, president of the Laconia (N. H.) Street 
Railway, who resides in L eomins ter, Mass., has been elect
ed to the Legislature o f Massachusetts by what is said to 
h ave b een the larges t Republican majority ever given a 
ca ndidate in L eo min st e r. 

Mr. F. J. Foote has b een appoi nted m aster mechanic of 
t he Ohio E lectric Railway, Cincinnati, Ohio, vice, D. A. 
Fau t, r esigned. Mr. Foot e was p reviously connected with 
t h e in sta ll at io n a nd m aint en an ce d epartment of the Cin
cinnati o ffice o f the W estinghouse E lec tric & Manufacturing 
Company. 

Mr. Paul Winsor, chief en gineer of motive power and 
ro lling stock of the Boston (Mass.) E levated Railway, and 
Mr. Edward S. Webster, of Stone & Webster, Boston, Mass., 
are among the eig h t candid ates who have b een nominated 
by the Alumni Associat ion of the Massachusetts Institute 
of Technology t o be m embers of the corporation. 

Mr. Charles S . Butts has resigned as en gineer of mainte
nance of way of t h e Cleveland, Southwestern & Columbus 
Railway, C leveland, O hi o. Before becom"ing connected with 
t h e Cleveland, Southwestern & Columbu s Railway, Mr. 
Butts supervised the construction of 75 mil es of intemrban 
elect ri c r a ilway for the Illinoi s Traction System, Ch am
paign, III. 

Mr. C. R. Pettengill ha s been appointed general freight 
and passenger agent of the E lg in & Belvidere Electric 
Com pany, Marengo, Ill. , to succeed Mr. W. C. Farquhar. 
Mr. Pettengill ent ered the employ of the E lg in & Be lvidere 
E lectric Company as night d ispatcher. About a year later 
h e was appointed chief di spatcher, a nd continu ed in t hi s ca
pacity until he was appoi nted freight a nd passenger agent 
of the company. Mr. Pettengill was conn ected with the 
Chicago & Northwes"tern Rai lway foi: 15 year-, as operator 
a nd agent before b ecoming connected wit h the Elgin & 
Belvid ere Electric Co1,n pan y. 

Mr. George R. Grant h as been appointee! assistant sec re
tary of the P ublic Service Com mi ss ion of the Second Dis
trict of N cw York. Mr. Grant is a m embe r of t he law firm 
of Grant & D e Ccu, B uffa lo, N. Y . He was horn in Cape 
Vincent, Jeffer son County, New York, wo n a Sta t e sch olar
ship at Co rn ell and was grad uated from Co rn ell in 1904. 
In H)06 h e wa s g radnated from th e Buffalo T ,aw Sc hool , 
a nd wa s awarded t he Daniels the s is pri ze for the b est Eng
li sh es;;ay on a legal subj ect. Il e was admitted to the ha r 
in rr;o6 a nd ent e red the law offi,e of Mr. Dani e l V . l\l urph y. 
Duri ng th e fir s t year after hi s gra du ation from th e lln ffal o 
Law Sc ho o l, Mr. Grant lectured at the sc hool 011 criminal 
law. 

Mr. C. L. Crabbs, w ho !', i11c c 1,;07 ha!-> b een principal 
ass is tant e ngineer of the Brooklyn ( N. Y.) Rapid Tran sit 
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Company, ha s recen t ly been g iven the tit le of en gin eer of 
way an d structures and p lac ed in charge of the company' s 
engineering department . T he office of chi ef en ginee r has 
be en abolish ed and Mr. W. S. Menden, w ho former ly had 
the t it le of ass istant gen era l manager and chief enginee r, 
will h er eafte r be kn own a s assistant g en era l manager and 
will g ive t he g rea ter pa rt of his tim e t o the op eration of 
t h e system. Mr. Crabb s wa s connect ed w ith the Metro
poli tan West Side E levated Railway, Chicago, Ill., du ring 
the co nstruction of tha t r oad, wa,; w ith the engin eering 
de par tm ent of th e city o t Chicago, and for six years wa s 
engaged in factory sup erintendence. 

Mr. E. D. Reed has b een appointed engine er of t he Cha t
tanooga Rai lway & Light Com pany, Chattanooga, T enn., 
to succeed Mr. W. W. Wysor, w hose appointment as chief 
engineer of the L ehigh Valley Transit Company, A ll entown, 
Pa. , was noted in the ELECTRIC RAILWAY JouRNAL of Oct . 2, 
1909. Mr. R eed's stree t rai lway experience dates from his 
appointm ent in 1894 as ass istant enginee r of t h e Scran ton 
(Pa. ) Rai lw ay. In 1900 he was app ointed engin ee r of t he 
Scranton Railway and continued to serve in that capacity 
unti l r9o6, when he becom e conn ec ted with the Lewiston , 
Augusta & Waterville Stree t R ailway, L ewiston, Me., as 
supervisor of maintenanc e and con structi on, including the 
bu ilding of t he int erurban lin e fr om L ewi st on to vVater
ville. Mr. Re ed continued with t his company until his ap
pointment as engin ee r of the Chattanoog a Railway & Light 
Company. 

Mr. J. A. Young has been appointed sup erint enden t of 
t he L ondo n (Ont.) Stree t R ailway. Mr. Young was born 
in Clevela nd, O h io, in 1870. H e enter ed ra ilway work in 
1896 as a conduc t or in t he employ of t h e Int erna ti onal 
T ra ction Comp any, Bnffa lo, N. Y., and r em ained in the 
se rvic e of tha t company until Ju ly, 1903, w h en he accept ed 
a posi t ion w ith the New York Centra l & H udson R iver 
R ailroad a t A lbany as shipping clerk in the depa rtment of 
s to re s. Sub se quent ly he r es ig ned fr om the New York 
Ce ntra l & H udson Rive r R ailr oad t o accept an app ointment 
as in spec t or of a dmi ss ion s a t t he St. Louis Exposit ion, 
made th roug h Gove rn or Bliss of M ichi gan. A t the close 
of the Exp os ition M r. You ng enter ed th e emp loy of th e 
L o ndon Stree t R ailway as night c lerk. He wa s subs e
qu ently app oint ed clay clerk in char ge of the s ta rting of 
car s, and was prom ot ed fro m clay c lerk t o in spect or. H e 
ent er ed up on hi s clnties as sup er int endent of the company 
on Nov. I. 

Mr. A. D. Miller, w hose appointmen t as manager and su
perintendent of the R eno ( N ev.) Traction Company was 
announce d in the ELECTRIC RAILWAY J ouRNAL of N ov. 13, 
1909, was gradua ted fr om Stanfo rd Unive r sity, California, 
in 1905 with the degree of ele ct rical eng inee r. His fi r st 
commercial work was with the engin eerin g department of 
the Truckee River Ge ner al E lect ri c Comp any, Reno, Nev. 
Subsequent ly he was app oint ed ass is t ant engineer of the 
company, which controll ed the Truckee River General E lec
tric Company, th e R eno Powe r, Lig ht & Water Comp any 
and the Reno Traction Comp any. Several month s ago th e 
property of the Truckee Rive r Gener al El ectric Company 
and the Reno Power, Lig ht & W at er Comp any was sold, 
the fo rmer o wners r et aining the prop erty of th e Reno T rac
tion Company as their on ly in te rest in Nevada. The fo r mer 
manager of all three properti es en te r ed the employ of the 
owners of the Truckee Rive r General E lectric Company and 
the R eno Power, Lig h t & W at er Company and Mr. Miller 
was appoint ee! ge nera l m anager of the R eno Traction Com
pany. 

Mr. George M . Wegm an has been appointed sup erintend
en t and purchasin g age nt of th e R oches ter & M anitou 
Rail road, Char lotte, N . Y ., t o succee d Mr. F. E. Pritchard 
as superintendent and Mr. K. B. Cas tle a s p urchasing 
agent. M r. W egm an sta rt ed as an apprentice to a printer, 
but in 1889 abondoned his trade t o ent er the service of t he 
R ocheste r (N. Y.) E lectric Railway as a mot orman on the 
line between R oches t er and Charlotte, one of the fi r st elec
t r ic ra ilways in Northern New Y ork. Five year s la ter h e 
was advanced t o t he p osition of electrical enginee r of t h e 
compan y. I n 1894 the R ochester E lectric Ra ilway was 
absorbed by the R oches ter R ailway, and Mr. Wegm an 
ent er ed the employ of t he Buffalo ( N. Y. ) Ra ilway and 
served in the mechanical and elect rical departments of t his 
company and th e Internat iona l Traction Company, its 
succe ss or, un ti l 1902. He t hen accept ed the position of 
sup erintendent of t h e Roches ter & Snburban Rai lway. T his 
c ompany w as ab sorbed by the R oches t er Rai lway in 1905, 
but Mr. W egm an continued wi th the company un til 1906, 
re signing to become m ech anica l and electrical engineer 
and sup erintendent of construct ion of th e Standard E lectric 
Construction Com pany and consulting enginee r of the Bry
den Elect ric Supply Company, Rochester, N . Y., with which 
he continued unti l appointed t o his present position. 

Constructton News 
Constru ction Ne ws Notes are cl assifie d under each head

ing alphabet ically by Sta tes. 
A n aste r isk (*) indicates a proj ec t not previously 

r eported. 
RECENT INCORPORATIONS 

*North Carolina Traction Company, Sunbury, N. C.
Incorpor ate cl t o build an electric railway from M oore to 
P iedm on t Springs. Headquarters, Sunbury. Authorized 
capit al stock, $2,000,000 ; issu ed, $rn,ooo. Incorporators: Dr. 
H. P. Mack n ig ht. Sout hern Pines ; E. H illman, Aberdeen; • 
W . C. Reflert, Harrisburg, P a., and E . L. K r afft , Indianap
olis, Ind. 

Toronto (Ont.) Terminal Company.-Ap plication has 
been made to the D ominion Parli am ent for t he incorpora
tion of the Toront o Te rminal Company by J. W. Woods, 
Hugh Blain and Peleg H owland. Associat ed with these 
par ties is L u cien B. Howland, engineer and promoter of the 
ent erprise. T h e p lans of the company con te mplate the con
struction and op ~rat ion of a viaduct or subway which will 
handle all r ailway traffic entering T oronto. The company 
a lso ,asks fo r the r ight to construct passenger and freight 
sta t ions, ware houses and other t erminal facilities in To
ronto; also branch rail ways and to acquire water power 
r ights. 

*Berks County Traction Company, Fredericksburg, Pa.
A pplicat ion will be made on Dec. 2 by this company for a 
charter to build an electr ic railway from Wyomissing to 
Fredericksburg-, a d istance of 35 miles . Applicants for the 
charter are W. C. R iffert, Lewis Crater, A. S. Seidel and 
H enry Fry. 

*Castle Valley Railway, Salt Lake City, Utah.-Incor
porated to build an el ectric rail way fr om P rice to Cedar 
Creek Canyon. W. C. Rice, Salt Lake City, pres ident. 

FRANCHISES 
San Diego, Cal.-The City Council has granted a fran

chis e to the San Dieg o, El Caj on & Escondido Electric 
Railway to con stru ct an electric railway in San Diego and 
ext endin g to Escondido. G. W . P ursell, general manager. 
[E. R. J ., Oct. 16, '09.) 

San Diego, Cal.-The San Diego E lectric Railway has 
asked the Common Council to adverti se for bids for a street 
railway fra nchise on Thirtee n th Street from K Street to 
L Street. T he pe t itioner asks that the fr anchise be sold to 
t he highes t bidde r ; a lso that the Council stipulate that work 
must be s tarted on its construction within three months 
after t he franchise is grant ed and compl eted within nine 
months. The company des ires to secure the franchise so 
that it will have access fr om the K Street line t o the new 
r ar h ouse which is being erect ed between L Street and 
M Street. 

Waycross, Ga.-T he City Council has granted a franchise 
to t he W ayc ross Gas, E lect ri c & Railway Company for the 
street r ai lway, electric and gas privileges in Waycross. 
G. W . Deen, Waycross, p r es ident . [E. R. J ., Sept. 26, '08.] 

Chicago, 111.-Eugene P urtell e, p r esident of the Chicago 
He ights & ~as tern Elect ric Railroad, has applied to the 
County Cour t fo r a 75-year franchis e fo r an electric railroad• 
from Chicago Heights eas t to th e S tat e line, the route to 
run along t he sou th of and n ear the Elgin, Joliet & Eastern 
Ra ilroad. Perm iss ion is ask ed fo r the railway to cross all 
intersecting highways. 

L apel, lnd.-The Town B oar d has granted a new fran
chise t o Wall ace B. Camp bell, Anderson, for the construc
tion of an electric r a ilway in L apel. The franchise expires 
Jan. r, 1912. [E. R. J ., F eb. 6, '09.] 

Adel, Ia.-A t a special election recently held in Adel a 
fra nchise was v oted to the Adel City Railway, Des Moines, 
for the construction of ,a street railway in Adel. This is 
par t of a plan to build an interurban railway from Des 
Moines to Adel. D. A. Blanchard is interested. [E. R. J., 
Sept. 18, '09.] 

New Orleans, La.-T he New Orleans Railway & Light 
Company has purchased the franchise known as the ·Viii ere 
extension, g ood until 1956, and agreeing to pay the city the 
sum of one-half of r per cent on the gross annual receipts 
fo r th is p rivil ege. The line is to be a double track and begin 
a t th e in te r sect ion of Villere Street and L afayette Avenue 
and t rnve r se that avenue to Franklin Avenue and St. James 
Avenue. 

Takoma Park, Md.-The Town Council has granted per"' 
mission to the Baltimore & Washington Transit Company 
to extend its railway from the present terminus at the Dis
t r ict line over and along Laurel Avenue, in Takoma Park, 
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Md., to the south line of Carroll Avenue, and to construct 
a single or double track with the necessary sidings and 
crossovers. The extension is to be completed within 90 
days. 

*Laurel, Mont.-The Eastern Montana Electric Railway 
has applied to the City Council for an electric railway fran
chise. The company proposes to build an interurban rail
way from Laurel to Billings and extend the line west from 
Laurel to Red Lodge, crossing the hill to Bear Creek, re
turning to Laurel by a loop which will embrace the entire 
Clark Fork Valley. George H. KessethtJth, Billings, is in
terested. 

New York, N. Y.-The South Shore Traction Company 
has paid over to Controller Metz $70,000 and obtained its 
franchise to operate cars from the Queensboro Bridg~ to 
Jamaica, a distance of 18 miles. along Jackson Avenue and 
Hoffman BouleTard. 

Norwood, Ohio.-The City Council has extended the fran
chise of the Cincinnati (Ohio) Traction Company 25 yea rs. 

Colonial Beach, Va.-The Municipal Council has g ranted 
a franchise to the Hon. J ohn G. Capers, Evans Building, 
Washington, D. C., for the construction of an electric rail
way from Colonial Beach to Quantico, 22 mile s. [E. R. J., 
Oct. 30, '09.] 

*Aberdeen, Wash.-Eldridge Wheeler, Montesano, has ap
plied to the County Commissioners for a franchise for an 
electric railway along certain 'highways in Chehalis. It is 
said to be the intention of the promoters to build an elec
tric railway from Olympia to Hoquiam. 

Pasco,. Wash.-The County Commissioners have granted 
a franchise to N. G. Blalock, representing the Walla Walla 
& Columbia Traction Company, to enter Franklin County 
with an electric railroad. [E. R. J., April IO, '09.] 

TRACK AND ROADWAY 
Phrenix, Tempe & Mesa Railroad, Phrenix, Ariz.-H. J. 

Bennett advises that this company intends to begin work 
within two weeks on its proposed railway, whic'h is to ex
tend from Phceni.x to Mesa, via Tempe, 17 miles. It is the 
intention to operate four gasoline motor cars upon the 
completion of the line. Capital stock authorized, $1,000,000. 
Officers: H. J. Bennett, Phcenix, president, general manager 
and purchasing agent; Andrew Neilson, Tempe, vice-presi
dent; M. L. Vieux, Phcenix, secretary; L. M. Hoghe, Phcenix, 
treasurer; D. F. Reynolds, Henne Building, Los Angeles, 
Cal., chief engineer. [E. R. J ., Jan. 9, '09.] 

Washington, D. C.-An American consul in Mexico re 
ports that the local Legislature has ratified a contract en
tered into between the Governor of a State in that country 
and a local business man, representing a traction company, 
for the construction of a new electric railroad. It is to run 
between two points about 3 miles apart, at one of which an 
amusement park or hippodrome is to be built. Name of the 
contractor can be obtained by interested firms upon applica
tion to the Bureau of Manufactures, Washington, by re
ferring to No. 4n I. 

Kankakee & Urbana Traction Company, Kankakee, Ill.
This company announces that it has made preliminary sur
vey for its proposed railway and has secured about 75 per 
cent of its rig ht -of-way. It wi ll connect Kankakee and 
Urbana and th ence to Villa George, Camargo and Charles
ton, 125 mile s. Work will include heavy interurban con
st ruction. W . J. Brock, president, and W. D. Moore, Jr., 
is chief engineer, 184 Court Street, Kankakee, Ill. [E. R. J., 
Aug. 28, '09.] 

Mount Vernon, 111.-A. J . Davis & Company, Security 
Building, St. Louis, Mo., confirm the report that they are 
interested in th e construction of the proposed elect ri c rail
way which is to extend from Mount Vernon to a point on 
th e Missi ssipp i River above Chester by way of Winkle, a 
distance of 83 miles. The company announces that pre
liminary affairs have not yet been adjusted so as to warrant 
a statement at t h is time, although the financing of the line 
has been a rranged. [E. R. J., Oct. 23, '09.] 

Bloomington, Pontiac & Joliet Electric Railway, Pontiac, 
111.-This com pany, with a lin e now nearing completion be
tween Pontiac and Chenoa, ha s announced t hat the railway 
will be extended to Lincoln, where it wi ll connect with th e 
Illin ois Traction System. With a lin e a lready in operation 
between P ontiac an d J oli ct an d J oli et and C hi cago, the 
construction of th e Lincoln extension wi ll complet e th e 
inte rurb an link between Chicago a nd St. Louis. The man
agement announces the Pontiac-Chenoa line will be in 
operation J an. 15, 1910. 

Elgin & Sycamore Railway, St. Charles, 111.-B. C. Payne 
wr itt" s t !J at nearly a ll th e ri1,d1t of way for thi s projecte d 
railway ha s bee n sc·cnn·d. Th l· road is lo co 111 1cc l Elgin , 

Sycamore, DeKalb, Oregon, Dixon and Aurora, a distance 
of 23 mile s. It will have a grade of from ½ to 2¼ per ce_nt 
fo r the entire di stanc e and it will be n ecessary to bmld 
five bridges. It has not yet been decided definitely whether 
gasoline or electric cars will be used. Capital stock, author
ized and issued, $100,000. Officres: B. C. Payne, St. Char}es, 
president and general manager, to whom all commumca
tions should be addressed; F. N. Rogers, Oak Park, secre
tary; F. W. Merrick, Oak Park, treasurer. [E. R. J. , Aug. 
21, '09. ] 

*Greenfield, lnd.-It is stated that Perry J . Freeman, 
Richmond, is organizing a company to build an interurban 
railway from Greenfield to Pendleton, 16 miles north. The 
lin e which will be known as the Greenfield & Northern 
Radway, will be an independent road and will _conn~ct with 
the Indianapolis, New Castle & Toledo Electric Railway at 
Maxwell and with the Indiana Union Traction Company's 
line at P endleton. 

*Clinton, Ia.-Press reports state that the Clarke Con
struction Company Chicago, Ill., is int erested in the con
struction of interu~ban electric railways between Sterling 
and Clinton and Dixon and Freeport, which, if built, will 
afford direct connection between Chicago and Clinton. 

Moberly, Mo.-Charles A. Wellman, Ottumwa, Ia., writes 
that a final company is yet to be incorporated a!ld wpl 
likely be known as the Mob erly & Huntsville Electrtc Rail
way, to build the proposed electric railway between the two 
cities. For construction purposes a preliminary comp~ny 
known as the Manning, W ellman & Judd Construction 
Company has been formed, with Calvin Manning, OttUJ?Wa, 
president. The line will consist of about 7¼ miles of smgle 
track. It will also reach Radium Springs, a health resort. 
The company plans to operate five cars. C. B._ Judd, Cla
rinda will probably build the railway as engmeer. The 
comp'any expects to capitalize for $100,000, and at present 
desires t o place a bond issue of $50,000. f E. R. J., June 
I 2, '09.] 

St. Louis-Kansas City Electric Railway, St. Louis-, Mo.
This company advises th~t it wil! be ready to start ~01:
struction work on its proJected railway as soon as prehm1-
nary arrangements hav~ been coJ?ple~ed. It is to b~ a 
standard gage electric lme, 550 miles m length, extendmg 
from St. Louis to Kansas City, via Fulton, Columbi~, Fay
ette, Marshall, Higginsville and Independence. It 1s also 
the intention to supply power to towns along the route. 
W. B. Cauthorn, Columbia, chief engineer. [E. R. J., Nov. 
13, '09.] 

Morris County Traction Company, Morristown, N. J.
This company announces that it expects to p_lac e contr3:cts 
during th e n ext two weeks for the construction of 5 miles 
of single track with turnout s. Address, G. C. Gochnauer, 
president, Morris County Construction Company, Morris
town. 

Albany Southern Railroad, Hudson, N. Y.-J. G. W hite 
& Company, Inc., 43 Exhange Place, New York, have just 
be en awarded the contract for the doubl e trackin g of the 
Albany Southern Railroad b etwee n Rensselaer and Kinde r
hook Lake, N. Y. , as well as th e straightening of curves 
and t h e r ehabilitation of a large amount of the present track 
of that company. 

*Islip, N. Y.-Th e Board of Trade of Islip and East Islip 
is said to be considering a plan to es t ab lish a new cross 
island elec tric railway. A committee, con sisting of Frank 
Parker, E lli ott J. Smith and Frank D . Creamer, has been 
appointed to determine the feasibility of t h e project and 
to report a t t he Boa rd 's n ext m eeting. The proposed rail
way would ext end from Islip to Centra l Islip , Smithtown. 
Stony Brook Ha rb or and possibly to Port Jefferson. 

Buffalo, Lockport & Rochester Railway, Rochester, N. Y. 
-Th e Pub lic Service Commission, Second District , has 
g iven its permission and approval to this company that it 
may· exercise th e franchi se gra nted it by the village of 
Middleport , on Oct. 25. T h e approval is upon th e con
dition that prior to the construct ion of its tran smi ssion 
lin e pursuant to th e terms of thi s fr a nchi se, th e comp any 
shall submit to th e co mmission plan s and specifications 
for snch constru ction a nd t h at no const ruction be made 
until snch plans and spe cifi ca ti ons are approved. 

Utica Southern Railway, Utica, N. Y.-Thc P ublic Serv
ice Commission of t h e Second Dist:·ict ha s granted pe n11i s
s ion to thi s co mpa ny to build an additional exten sion from 
t he south erly lin e o f Ha milt on , via Earlville and Sh er
burne t h ro ug h Norwich , 27 miles. T h e company ha s been 
pr eviously g ranted permi ss ion to build from Clinton to 
II a milton , w ith a bran ch between Dean sboro and W ate r 
ville, 26 mi les. The compan y is autho r ized t o mortgage 
the ex ten sion and to issue bonds to t !J c am ount o f $628,000, 
par va lu e, to be used from con structin g an<! equippin g t he 
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extension from Hamilton to Norwich, and is further author
ized to issu e $400,000 five per cent non-cumulative preferred 
stock, on condition that the proceeds be d evoted to th e c on
struction and equipment of the exten sion . [ E . R. J ., July 
17, '09. ] 

Washington (N. C.) Investment Company.-W. E. Jones, 
general manager, writes t hat construction has been stop
ped on its railway. Considerable grading has been don e 
and most of the poles set. T he company w ishes t o sell its 
franchise and dispose of its h oldings to some resp onsible 
party that would undertake t o complete the line. The 
route as planned extends from Washington to Suburban 
Park, a distance of 4 1/3 miles. [E. R. J ., A pril 17, '09.] 

Cincinnati, Portsmouth, Pomeroy & Pittsburgh Electric 
Railway, Cincinnati, Ohio.- T his c ompany is said to have 
made surveys for its proposed line. The p lan is to con struct 
an electric railway from Cincinna ti to Pittsburg h a long 
the O hio River Va lley. Righ t-of-way is being secu red, and 
at present more than 200 mi les have been acquired out of a 
total of 466 m iles. It is expected to obtain the r est of the 
right-of-way by January and to begin construction early 
next spring. A. E. Cox, 1502 Third Avenue, Huntington, 
W. Va., president; C. P. Sanborn, chief engineer, H unting
ton, W. Va. [E. R. J., Aug. 22, '08.] 

Coffeyville-Now ata Railway & Power Company, Nowata, 
O kla.-This company announces that it expects to begin 
work on its projected railway by Jan. I. It will be 23 
miles long and wi ll extend from Nowata, Delaware, Lenatah, 
South Coffeyvi lle, Okla., and Coffeyville, Kan. W. V. 
Thraves states t hat the line will pass through a r ich oil and 
gas fie ld and that the cities along the proposed route are 
growing rapid ly. It is the intention to furnis h power to 
these cities. Capital stock, authorized, $200,000. Officers: 
W. V. Th raves, Nowata, president and general manager; 
W. P. Brown, Coffeyville, Kan., vice-president; J. A. 
Tillotson, Nowata, secretary and treasurer; E. P. Hanna
ford, Nowata, chief engineer. [E. R. J., Oct. 30, '09.] 

Mid-Continent Traction & Power Company, Tulsa, Okla. 
-This company, chartered to bui ld an electric ra ilway from 
Jop lin , Mo., through Tulsa, Taneha, Sapulpa and Shawnee 
to Oklahoma City, has commenced work on its Tulsa-Tan e
ha-Sapulpa division of 15 mi les and will have cars running 
through the Glen pool oil and gas fields connecting up the 
above three towns by June I, 1910. A subsidiary company 
of the Mid-Continent Traction & Power Company now 
owning and controlling upward of 400 acres of producing 
gas territory at Taneha, midway between Tulsa and Sapul
pa, is preparing to install power plants for both t h e elect r ic 
railway and manufacturing ~nterprises under a 2½ cent 
rate per cu. ft. for natural gas. The Mid-Continent Traction 
& Power Company is a reorganization of the Mid-Contin
ent Traction Company. A feature of the Tulsa-Tan eha
Sapulpa line will be a 260-acre park whereon an a r tificial 
lake of 120 acres will be built for attractions and Cha tauqua 
and club uses. Graham Burnham, Tulsa, president and 
general manager. 

Slate Belt E lectric Street Railway, P en Argyl, Pa.-This 
company has recently completed t he work of straightening 
its tracks between Wind Gap and Pen Argyl, and elim in
ating several sharp curves. The company has also erected 
several miles of additional feeder. J. T. Hambleton, general 
manager. 

W est P en n Railways, Pittsburgh, Pa.-This company has 
taken charter extensions from Greensburg to New Alex
andria, Pa., a distance of 7 miles; from Uniontown to 
Leisenring, 7 miles; from Hunker to W. Ncwton, a dis
tance of IO miles, and from W. Newton to Scot t Haven, 
S miles. H. F. Barnard, Pittsburgh, purchasing agent. 

Porto Rico Railways Company, Ltd. , San Juan, Porto 
Rico.-This company expects to double track I mile of its 
line. Montreal Engineering Company, Mon t r eal, Que., 
purchasing agents. 

Black Creek Pow er Company, Florence, S . C.-S. S. Ing
man advises that this company expects t o sta rt construct ion 
within the next six months on its 12-m ile ra ilway between 
Darlington and Florence. The company has been g ranted 
a 50-year electric railway franchise in F lor ence. A power 
plant will be built 2½ miles from Flor en ce. In a dd ition to 
generating current for its own use the company also ex
pects to furnish power for lighting. Capital s tock, author
ized, $300,000. Officers: J. L. Barringer, Flor ence, presi
dent; P. A. Wilcox, Florence, .vice-president; A . J . Brown, 
F lorence, secretary and treasurer; S. S. I ngman, Columbia, 
genera l manager. [E. R. J., Nov. 20, '09.] 

Hallam Colonization Company, Brownsville, Tex.-L. H. 
Hallam, secretary, w rites that this company will begin the 
construction of its r ailway as soon as t he n ecessary fran
chise is granted. Three m iles of the line w ill be built in 

Brownsville a·nd S miles extending through the company's 
additions in West Brownsville and River View Place. It 
is the intention to operate electric cars on the belt line in 
the city and gasoline motor cars in the suburbs. [E. R. J., 
D ec. 19, '08.] 

Haskell, Tex.-M. R. Hemphill, Haskell, writes that he 
is planning to construct a gasoline motor line from Has
kell to H emphill Park, 8 miles distant, which he has es
tablished. It is the plan to start work within two months 
p rovided tha t H askell grants a satisfactory bonus. Three 
ca rs w ill b e operated. [ E. R. J., Sept. 18, '09.] 

Stamford (Tex.) Street Railway.-L. M. MacArthur, 
Cumuripa, Son, M ex., general manager and chief engineer, 
advises that t his company has done considerable work on 
the new stree t ra ilway between Stamford and Anson. The 
line wi ll have about 19 miles of single track. The com
pany's p lans provide for the erection of a car house and 
power p lant a t Stamford. Capital stock, authorized, $50,000. 
[ E. R. J., Sept. , 4, '09.] 

Prosser (Wash.) Traction Company.-This company ad
vises t hat it has n ot as y et undertaken any work on its 
proposed railway. It is the intention to start operations 
as soon as t he final survey is completed, which will prob
ably be in 1910. A t present 40 miles of the route are under 
prelim inary survey. The line will pass through Bickleton, 
Patterson and Goldendale . It is proposed to erect a power 
plant on the Y akima R iver, 5 miles below Prosser. Power 
will be fu rnished t o privat e interests for various purposes. 
Capital stock, authori zed, $150,000 ; issued, $IO,ooo. Officers: 
Frederick F in n, pr esident ; Andrew Brown, vice-president; 
F. A. Jenne, secr eta ry and treasurer, all of Pross"er. [ E. 
R. J., Ju ly 25, 'o8.] 

Grand Rapids (Wis.) Street Railroad.-The ELECTRIC 
RAILWAY J ouRNAL is offici ally advised that this company 
expects to open its ra ilway fo r traffic on Dec. I. It ex
tends from Gran d Rapids t o South Centralia, Port Edwards 
and Nekoosa, a di s tance of 9 miles. Five cars will be 
operated. T h e com pany will lease power to operate the 
line. The repai r s hop s will be built at Grand Rapids, and 
an amusem ent p ark w ill be established at Nekoosa. Knox 
Engineering Com pany, Fisher Building, Chicago, Ill., pur
chasing agents. [E. R. J., July IO, '09.] 

SHOPS AND BUILDINGS 
Twin City Rapid Transit Company, Minneapolis, Minn.

This company has acquired property between Lake Street 
and Twen ty-ninth Stree t , and proposes to erect there new 
car houses an d shops t o cost about $450,000. 

People's Railway, Dayton, Ohio.-Plans are completed 
and work w ill b e begun at once on the erection of a new 
car house for this co mpany. The building will be located 
in Edgemont and its dimensions will be 250 ft. x 180 ft. 
The cost of t h e building is estimated at $125,000. 

Slate Belt Electric Street Railway, Pen Argyle, Pa.-This 
company advis es that it is er ecting a new machine sh?P 
and an addit ion t o it s ca r house. Contracts for matenal 
and work have a ll been closed. 

POWER HOUSES AND SUBSTATIONS 
Southern Railway & Light Company, . Natchez, Miss.

This company is installing additional apparatus in its 
power st ation which includes a 300-kw d.c. railway gener
ator, a 300-kw a.c. generator fo r lighting service and a 500-
hp boiler. 

Slate Belt Electric Street Railway, Pen Argyl, Pa.-This 
com pany has recently placed an order with the Electric 
Storage Battery Company, Philadelphia, for a 400-amp 
storage battery. The company has also contracted for a 
new electric lig hting unit, consistin g of a 150-kva Crocker
Wheeler, 2300-volt, 60-cycle, 3-phase alternator, direct con
nected t o a P orter-Allen engine. 

Stroudsburg & Water Gap Street Railway, Stroudsburg, 
Pa.-This company expects to begin at once the construc
t ion of a new power plant. 

Waynesburg & Blacksville Street Railway, Waynesbur~, 
Pa.-This company, which proposes to build an electnc 
railway t o connect Blacksville, Waynesburg, Marianna and 
Pittsburgh, is said to have secured 65 · acres of land at 
Blacksville, W. Va., as a site for its power plant and car 
h ouse. 

Everett Railway, Light & Water Company, Everett, 
Wash.-The Stone & Webster Engineering Corporation 
has begun work on a new substation for this company on. 
Broadway between Pacific Avenue and Wall Street, Ever
ett. The building will be constructed of reinforced con
crete, one story high and covering 50 ft. x 120 ft. Power 
will be distributed from this station to operate the new 
line now in course of construction from Everett to Seattle. 
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Manufactures & Supplies 
ROLLING STOCK 

Southwestern Traction Company, London, O nt., will buy 
fou r in teru rban passenger cars next year. 

Sabraton R ailway, Mor gant own, W. Va., expects to buy 
one small car body within the next three months. 

Union Traction Company, Sisterville, W. Va., will pur
ch as e two or three passenger cars early next year. 

North ern Ohio Traction & Light Company, Akron, Ohio, 
wi ll order one combination work and wrecking car early in 
1910. 

Chi~ago & Southern Traction Company, Chicago, Ill., 
wi ll be in the market for two double-truck trail cars during 
1910. 

Schuylkill & Dauphin Traction Company, Pottsville, Pa., 
contemplates buying five gasoline motor cars during the 
coming year. 

Boston & Worcester Street Railway, B oston, Mass., will 
be in the market for five or six new semi-convertible or 
closed cars next year. 

Winona Interurban Railway, Warsaw, Ind., will be in the 
market for eight passenger and six freight cars, and one 
snow-plow during 19IO. 

Bangor R ailway & Electric Company, Bangor, Me., ex
pects to buy two 28-ft., semi-convertible car bodies with 
double trucks next year. 

Tri-City Railway Company, Davenport, Iowa, contem
plates buying next year IO closed car bodies, 43 ft. long 
over all, for city service. 

H udson & Manhattan Railroad, New Y ork, N. Y., is 
having two all-steel baggage cars, about 40 ft. long, built 
by The J. G. Brill Company. 

Chattanooga (Tenn.) Railways has· ordered five pay-as
you-en ter cars from The J. G. Brill Company and also 
about 120 trucks, No. 22 Special. 

Oklahoma Railway, Oklahoma City, Okla., contemplates 
purchasing IO double-truck city passenger cars and six in
terurban cars during the coming year. 

Metropolitan Street Railway, Kansas City, Mo., will buy 
50 cars next year, if franchise extension is granted at the 
coming election, to be held December 16, 1909. 

L exington & Interurban Railways, Lexington, Ky., ex
pect to buy three 30-ft., single-truck, city cars, and two 50-
ft., double-truck, interurban cars early in 1910. 

E xeter, Hampton & Amesbury Street Railway, Hampton, 
N. H ., has purchased one 20-ft., second-hand closed car 
body from the Amesbury & Hampton Street Railway. 

Rutland Railway, Light & Power Company, Rutland, Vt., 
expects to purchase, during 1910, three 15-bench, double
truck open cars and also two double-truck interurban closed 
cars, 50 ft. long and weighing not more than 25 tons. 

Municipal Tramways, Calgary, Alta., reported in the 
ELECTRIC RAILWAY JOURNAL of Sept. 18, 1909, as being in the 
market for six cars, wi ll soon order this number of closed 
motor cars 46 ft. 6 in. lon g and two 46-ft open trailers. 

Saginaw & Flint Railway, Saginaw, Mich., contemplates 
ordering two passenger and one exp ress car with equipment 
complete. One car is being rebuilt and the company will 
buy one set of double trucks and four motors for thi s car. 

Ohio Electric Railway, Cincinnati, Ohio, has nearly com
pleted the installation of Westinghouse AMM Schedule 
automatic air brakes on all of its high-speed interurban 
cars. These new brakes take the place of straight-air 
equipment s. 

Atchison Railway, Light & Power Company, Atchison, 
Kan., mentioned in the ELECTRIC RAILWAY JOURNAL of Oct. 
30, 1909, as being in the mark et for fiv e semi-conv er tible 
cars, ha s ordered th ese cars fr om the American Car Com
pany, it is r eported. 

Yakima Valley Transportation Company, North Yakima, 
Wash., will have Standard Motor Truck Company's type 
C-50 tru cks for the ro lling stock ordered from the Niles 
Car & Manufacturing Company, as reported in the ELECTRIC 
RAILWAY JouR NAL of Nov. 20, 1909. 

Dayton, Springfield & Xenia Southern Railway, Dayton, 
Ohio, has specified that the six cars nrder<'d from the 
Jewett Car Company, as reported in the ELECT1nc RAILWAY 
JOURNAL of Nov. 6, 1909, be mounted on Taylor improved 
single trucks and Midvale 34-in. rolled-steel wheels. 

Manor Valley Railway, Irwin, Pa., mentioned in the 
ELECTRIC RAILWAY JounNAL of May r, 1909, as being in the 
market for rolling s tock, has ordered two double-truck and 
one single-truck passe nger car and one s ingle-truck bag-

gage and express car from the G. C. Kuhlman Car Com
pany. 

Brooklyn (N. Y.) Rapid Transit Company_ has closed a 
contract with the Carnegie Steel Company, Pittsburgh, Pa., 
for 7800 steel wheels which will be used to replace the 
chilled iron wheels now in service on the elevated cars and 
on all maximum traction surface trucks. Part of the wheels 
will be delivered in 30 days and the rcmz.inder by Feb. I, 
19IO. 

Illinois Traction System, Peoria, Ill., is asking bids on 
30 express trail cars and six 50-ton locomotives with steel 
box bodies. The company has ordered two sleeping cars 
from the American Car & Foundry Company and also a 
special private car to be delivered this month for which 
it was reported to be in the market in the ELECTRIC RAILWAY 
JOURNAL of Jari. 16, 1909. 

Twin City Rapid Transit Company, Minneapolis, Minn., 
in February, 1909, ordered the construction. in its own 
shops, of 100 cars for the Twin City lines and I I cars for 
the Duluth (Minn.) City Railway. The cars ordered for 
the Duluth lin es have been completed, but only a few of 
those ordered for the Twin City lines have been built. The 
work of building the balance of t he cars ordered in Febru
ary of this year will be finished by Jun e or July, 1910. 

Indiana Union Traction Company, Anderson, Ind., is re
building all of it s interurban cars in its shops at Anderso~. 
The cars will be lengthened from 54 ft. to 62 ft., the vesti
bules of all the limited cars will be raised to the floor level 
and a baggage compartment IO ft. 6 in. in length will be 
provided in eac h car. The cars will all be equipped with 
M.C.B. couplers. This company has already rebuilt and 
lengthened eight of the interurban cars used on th e Indian
apolis, Columbus & Southern Traction Company's lin es. 

Cincinnati (Ohio) Traction Company has drawn up the 
following specifications for the 50 closed, double-truck cars 
reported in the ELECTRIC RAILWAY JOURNAL of Nov. 6. 1909, as 
being built by the Cincinnati Car Company: 
Wheel base ........ 4 ft. IO in. Width over all .... 8 ft. 4 in. 
Length of body ....... 28 ft. Height inside ...... 8ft. 1¼ in. 
Length over vestibule Interior finish .... Mahogany 

43 ft. 6 in. Body ............ Composite 
Length over all. ....... 44 ft. Underframe ..... Composite 

Kind and Makers of Special Equipment 
Air brakes Heaters ... Heunefeld hot air 

National B. & E. Co. Headlights .. Dayton No. 1561 
Axles ................ 4½ in. Journal boxes. ,3¾ in. x 7 in. 
Bolsters, body .. built-up steel Motors, four .... West. IOI-B 
Car trimmings .. Solid bronze Registers . . . . International 
Control .... K-35, single end Roofs ........ Monitor deck 
Couplers.. mall. iron pockets Seats .. H. & K. Long. rattan 
Curtain fixtures Step treads .. Am. Mason safety 

Curtain Supply Co. Trolley poles .... 12-ft. poles 
Curtain material. .. Pantasote Trucks ....... Standard O-50 
Fenders ............ Hunter Ventilators ....... Deck sash 
Gears ................. so lid Headlinings 
Gongs, one ............ 14 in. Mahogany veneer 
Hand brakes, Peacock, 

Horizontal wheel 
All power and exposed light wire will be run in conduit. 

TRADE NOTES 
American Bridge Company, New York, will erect a plant 

at Gary, Ind., to hav e a capacity of IO,ooo tons of fabricated 
steel per month. 

Milwaukee Car Manufacturing Company, Milwaukee, 
Wis., will spend about $15,000 for a building as an addition 
to its erecting shops. 

Thomas Robins has been elected president of the Robins 
Conveying Belt Company, New York, N. Y., to succeed E. 
M. Mcllvaine, resign ed. 

Q M S Co., Plainfield, N. J., has removed its New 
York offices from 90 West Street to Hudson Terminal 
Building, 30 Church Street. 

Robert W. Hunt & Company, Chicago, Ill., state that 
their European agent, W. L. Cooper, who has been making 
his annual trip to the United States, sailed for London on 
Nov. IO. 

J. G. White & Company, Inc., New York, N. Y., announce 
the open in g of a branch office in the First National Bank 
Buildin g, Ch icago, Ill., in charge of Charles T. Mordock as 
manager. 

McClintic-Marshall Construction Company, Pittsburgh, 
Pa., rece iv ed a contract from Osgood, Bradley & Sons, 
Worceste r, Ma ss. , for a new power plant, in which about 
1500 ton s of s tructural s teel will be used. 

Westinghouse Electric & Manufacturing Company, Pitts
burgh, Pa., has begun work at its East Pittsburgh shops 
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on an order fo r railroad motors fo r t he Long Island Rail
road which represen ts a lmost $1 ,000,000 and calls for 26o 
motors of 200 hp each. 

Goldschmidt Thermit Company, New York, N. Y., an
nounces that the Brit ish Corp ora tion for the Survey and 
Registry of Shipping of Glasgow ha s sanctioned the use 
of the Thermit process of r epairs to fr actured s ternposts, 
lower portions of rudder fram es and dam ages of a similar 
character. 

McKeen Motor Car Company, Omaha, Neb., r ecently 
started under its own powe r three 70-ft. McKee n m otor 
cars to Por tland. O re., coupled t ogether as a t rain. One 
of these will be fo r se rvice on t he lin es of the Salem, Fall s 
City & W cs tern an d t he other two will be used in Oregon 
and Washington by the O regon R ailroa d & Navigation 
Company. 

National Brake Company, Buffalo, N. Y., has received 
orde r s fo r m ore t han 1200 b rakes durin g t he last 60 days. 
O f t hi s numbe r 700 a re to go t o the P ullman Company for 
insta llation on t he new ca rs fo r t h e Chicago R ailways; 165 
to T he J. G. Brill Company for cars for the Pittsburgh 
Railways, and 100 cars for the Chicago City Railway. A 
n um ber of orders from fo r eig n countries w ere also re 
ceived. 

Metropolitan Inspection Bureau, F ort Dearborn Building, 
Chicago, Ill., has be en fo rmed to engage in practice a s 
inspection eng in eers. I t is p repared to undertake chemical 
and physical t es t in g, including in spect ion of cars, car 
w heels, axles, rails, locomotives, s t ructural steel, lumber, 
castings and building m ate rial. D. W. Schreck, w h o for 
seve ral years was with R obe r t W . H un t & Company, is 
con necte d w ith t his n ew company, as a r e a lso J. W . Jami
son and W. H. D oty .~ 

Westinghouse Machine Company, Pittsburgh. Pa., reports 
that the fi rst six months of the current fi scal year of the 
company, which ended O ct. 30, 1909, showed a business 
volume r eprese nting the second larges t in t he hist ory of the 
company for a simila r period. From p r esent indications it 
is expected that the n ext six m onths will show a still be t
te r r esul t. T his is due to t he fac t that business conditions 
genera lly ar e improving, an d also because t he company 
ha s taken several new lin es of p roduct within the last 
year, now fu lly developed. T he co mpany r eports that the 
r evival of t he elect ri c railway busin ess fro m the financial 
dep ression is th e source of many new orders. 

Pay-as-You-Enter Car Corporation, New York, N. Y., h as 
recently appoin te d David Murdoch and A. J . V arrelmann 
as spec ia l r epresentat ives. M r. M urdoch was born in Scot
land in 1873 and received h is ea rl y engineering and 
busi ness training with severa l manufacturing companies in 
Glasgow. He came t o t he U ni ted States about 6 yea rs 
ago a nd was for t h re e years sa les manager of t he T udor 
Manufacturing Company. For t he past t h ree years he has 
been assoc iated with street railways under the S ton e & 
Webster ma nagemen t. Mr. Varre lmann is 30 yea rs old and 
is a graduate in electrical engineering from W orc es ter 
Polytechnic Inst itute. He was conn ected for a tim e with 
t he enginee r ing department of t he Interboroug h Rapid 
Transit Com pany and later was em ployed by L. B. Still
we ll. W hil e t he Brooklyn tunn els u nde r t he East R iver in 
New Yo rk we r e under const ruction h e had cha rge of the 
erection of t he elect rica l and drainage equi pm ent. Befor e 
coming with the Pay-as-You-Ent er Car Corpor ation he was 
employed by the Standard Storage Battery Company. 

ADVERTISING LITERATURE 
W hiting Foundry; Equipment Company, Harvey, Ill., 

has issued a bookl et desc ribin g its railroad sh op and yard 
cranes. 

Wheel Truing Brake Shoe Company, Detroit, Mich., ha s 
publish ed a 20-page b ooklet in w hich it s brake shoes are de
scribed and illustrated. 

W estern Elaterite Roofing Company, Denver, Col., ha s 
issu ed a folder desc r ib in g its ela terit e paint and illustrating 
its various app lication s. 

Wickes Brothers, Saginaw, Mich., have issued their N o
vember stock list of meta l-working m achin ery of all kinds, 
which t hey offer for sale. 

Pennsylvania Steel Company and Maryland Steel Com
pany, Philadelphia, Pa., describe t heir organ ization and 
equipmen t in an 8-page publication . 

T. H. Symington Company, Baltimore, Md., h as issu ed a 
4-page c ircula r w hich contains seve ra l working drawings 
of Symin gton journal boxes for city service. 

Cortlandt F. Ames, 315 D earborn Street, Chicago, Ill., 
has issued a li st of steam an d electric railway materials 
which h e han dles as m anager of sales or selling agent. 

Duntley Manufacturing Company, Chicago, Ill., has issued 
a folder in which its pn eumatic car cleaner for cleaning 
railway cars, stations and office buildings is described and 
illustra ted. 

Aluminum Company of America, Chicago, Ill., has issued 
a publication entitled "Aluminum for Electrical Conductors" 
which conta ins 30 pages and is in the nature of a short 
trea ti se on t he subj ect. 

Cooper Heater Company, Dayton, Ohio, has reprinted 
and is di stributing 13 typical letters from stree t railway 
companies expressing sa ti sfaction with the Cooper heater 
for u se on stree t an d interurban cars. 

Stewart Hartshorn & Company, East Newark, N. J., has 
issued t he November "Hart shorn 's R oller." The publication 
contain s t he usua l am oun t of lig ht reading interspersed 
with remin de r s of the Ha rt sh orn r oller and p roducts. 

Ironsides Company, Columbus, Ohio, has issued a circu
la r conta ining a r ecor d of a pinion in use on a closed in
teru rban ca r of the Columbus Railway & Light Company, 
Columbus. O hio, with an Ironsid es gea r shield as lubricant 
w hi ch ran 239,988 miles . 

Graphite Lubricating Company, Bound Brook, N. J., has 
i£sued a pl acard calling a ttenti on to its Bound Brook 
bu shin gs fo r t rolley w heels. Bound Brook bushings are 
sold in the Centra l W es t by the E lectric Traction Supply 
Co mpany, 301 -312 M arket Stree t, St. Louis, Mo. 

Crouse-Hinds Company, Syracuse, N. Y., has issued a 
fo lder in which its typ e W headlight is illustrated. This 
headlight is m ade in three types, plain rim door, gird frame 
door and door with semaphore len s. The outside diameter 
of eac h of th ese typ es is 11¼ in . and the height 14½ in., but 
t he dep ths ar e 4½ in ., 7 4/8 in . and 5½ in., respectively. 

Lang Retrieving Trolley Company, Petaluma, Cal., has 
described and illustrated its Lang retriever for city, sub
urban and interurban cars operated singly or in trains in a 
16-pag e publica tion. Letters from the Los Angeles Pacific 
Comp any, U nited R ailroads of San Francisco and the Peta
luma & Santa Rosa Railway indorsing the Lang retriever 
a re reproduced. 

Jeffrey Manufacturing Company, Columbus, Ohio, has 
issued catalog No. 8r of its conveying machinery, dated 
September , 1909. T he publication contains 368 pages, gives 
ge ner al price li st s and descripti on s of elevating, conveying 
and pow er-transmit t in g m achin ery and chains, and is pro
fuse ly illu strate d. It is concluded with an index of J effre y 
cha in s arrange d numerica lly and a gen eral index. 

National Tube Company, Pittsburgh, Pa., has published 
in pocket handbook form Catalogue H, comprising material 
manufactured at the Kewanee works of the company. This 
includes wrought-iron pipe for steam, gas, water and air; 
cast iron, m all eable iron and brass pipe fittings; radiators 
and heating coils and valves of every description. The cat
alogue is printed on heavy paper with gold edges and is 
bound in lea ther. It comprises 470 pages, and some idea of 
the variety of products described may be gained from the 
size of the index, which covers 28 closely printed pages. 

Baldwin Locomotive Works, Philadelphia, Pa., have just 
issued th e fourth editi on of their cata log on e lectric motor 
and tra iler t rucks. T hese t rucks are fi tte d with axle s and 
journal boxes confo rming to the A m erican Street & Inter
urban Railway standards and a re divided into eig ht clas ses, 
dependen t up on th eir type. Drawin gs and half-tone en
gravin gs of t ypic al exampl es of each class a re presented, 
with t he nam e of the road for which they were built, the 
main dimen sion s and other d ata. The ca ta log also includes 
views of different typ es of cars , mounted on Baldwin trucks, 
and an appendix in which a r e given t ables and diagrams of 
standard w h ee ls, axles and j ournal box es, physical tests 
of materials an d a partia l li st of purchas ers of Baldwin 
trucks. T h e ca ta log is bein g issued in a flexible binder. 

NEW PUBLICATIONS 
The Prevention of Industrial Accidents. By Frank E. 

Law and William Newell. New York: 1909. The 
F idelity & Casualty Company of New York. Paper, 
185 pages. Price, 25 cents. 

This pamphlet has been prepared for the information and 
benefit of the industrial liability policy holders of the 
company. It is estimated that each year from 30,000 to 35,-
000 lives are lost in industrial accidents and that 2,000,000 
m ore minor accidents occur annually. A close study of the 
returns of many liability and accident insurance com
panies shows that possibly 60 per cent of these accidents 
are preventable. The pamphlet just issued outlines a few 
of the many preventative measures which might and should 
be employed. It is divided into six chapters dealing with 
steam boilers, engines, electrical apparatus, elevators, wood
working machinery and miscellaneous 'factory machines. 




