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The New Committee on Signals 

At the suggestion of President Brady, of the American As

sociation, the Transportation & Traffic and the Engineering 

associations have decided to appoint a joint committee to study 

and report on signals for interurban electric railways. The 

art of signaling as applied to electric railways is in its infancy 

and this new committee cannot be expected in the first year of 

its existence to do more than to recommend a few fundamental 

requirements for adequate and safe systems of signals: This 

by itself, however, would be of very great benefit to the electric 

railway industry. In view of the recent action of the conven

tion of the National Association of Railway Commissioners in 

adopting a r ecommendation for the enactment of laws requir

ing interurban electric railways to be equipped with adequate 

block signals, the appointment of a joint committee on signals 

has come none too soon. To be of help to the industry the 

railway association must keep ahead of the times in matters of 

this kind. The conclusions of the committee will have great 

weight with those companies which are or soon will be con

sidering the installation of signals and it is to be hoped that 

they may be instrumental in staving off hasty and unreasonable 

legislative action. 

Courtesy in Travel 

No person can travel to any extent on the rapid transit lines 

in the large cities of this country, or even on many trolley 

lines, without being impressed by the frequent-we might say 

general-disregard by passengers of many of the most ordinary 

rules of courtesy and politeness. This thoughtlessness, to use 

a complimentary term, is displayed in the scramble for seats 

on a crowded car or train when it stops to receive passengers. 

The rush hour is well named, because at that time, at every stop, 

there is a rush for seats in which the strongest and those that 

are best ab le to stand usually win. 'vV omen and aged people 

are pushed aside by young men and boys and have to take 

what is left or else stand. This condition is a comparatiYely 

recent development in this country, and, whatever its cause. 

should be thoroughly discouraged. The Boston Elevated Rail

way has recently taken the initiative in this reform and has 

installed signs at its stations and in its cars with the heading, 

"Women first, please." Underneath are the words: "The 

company respectfully requests male passengers to give women 

precedence at stations. Much complaint is made that men and 

boys board cars before they reach entrance stops." The request 

may not be obeyed, but at least it is a step in the right direction 

and might be copied elsewhere to advantage. Then, if the 

signs are not effective, conspicuous offenders aga inst the 

decency of travel should be arrested. We believe that the term 

"disorderly conduct" is broad enough to cover the offense 

and that most judges would take pleasure in assisting to sup

press this nuisance by imposing severe sentences upon those 

brought' to trial. 
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Meeting of the Railway Business As~ociation 

The striking similarity in general conditions between the 

steam railroad and electric railway industries was strikingly ex

emplified in the character and tone of the speeches at the ban

quet of the Railway Business Association last week. Both 

industries are con fronted with increases in the cost of labor 

and material, an_d both are endeavoring to secure authority to 

increase their rates. As opposed to this demand, charges are 

made that the transportation companies, to a greater or less 

extent, are overcapitalized. The Railway Business Association, 

whose object, broadly speaking, is to bring about a better 

understanding o f railroad conditions by the public, was fortu

nate in being able to secure as speakers at its annual banquet 

last week such representati\·e men as the president of the Balti

more & Ohio Railroad, the head of the H. B. Claflin Company 

and the chairman of the Interstate Commerce Commission, rep

resenting, respectively, the railroad company, the shipper and the 

arbitrator between them. Each speaker, of course, presented 

simply his individual views, but each had studied the question 

thoroughly, and it is interesting to note that their views did 

not differ radically from one another. Indeed, it has alw ays 

been our belief and contention that this would be the case when 

broad-minded men carefully ex amined the economic probl ems of 

the steam or electric railw ay field. These questions are not 

those of sentiment, but o f facts , and greatly divergent conclu

sions cannot be reached by whatever path one follow s in at

tempting their solution. 

The Losses of Initial Operation 

E li M. W est, receiver of the Columbus, Delaware & Marion 

Railway, calls attention, in the r eport published in another part 

o f this issue, to the apparent low operating ra tio which prevailed 

prior to hi s appointment. H e states that operating expenses 

were made abnormally low by the arbitrary charge o f "all sorts 

o f expense items, such as coal, interest , etc., as betterments or 

addition s to property." :Mr. \Vest adds that. in spite o f the fact 

that the property had deteriorated and was r eally not in a con

dition in which it was safe to operate, expenditures amounting 

to about $57,000, almost all of which were properly chargeable 

to operating expen ses. were li sted as betterments. A t fi r st 

thought the practice of compelling th e capital account to stand 

the cost of items that are purely operating expenses appears to 

dese r ve unqualified censure. A s a rule, no sati sfactory explana

tion o f such a course can be made. In the case of a new sys

tem, however. it is at least an open questi on whether losses o f 

initial operation due to the necessity o f developing the business 

to a satisfactory point are not fairly chargeable to the cos t o f 

the property. Of course, to expand the period of "initial opera

tion" in a forlorn attempt to make a prosperous property out o f 

a road that will never have sufficient traffic to justify its ex

istence would cause only a postponement of the day o f reck

oning and a fall that would be greater when it did oc

cur. The Wisconsin Railroad Commission, in some cases 

a ffecting public-utility properties, has held that the expense o f 

building up the business until it yielded a reasonable return 

could properly be considered as a part of the capital cost. If 

such a plea, however, is to be made in the case of any prop

erty, it is reasonable to expect that the items of this nature 

should be carried separately and be distinguishable in the ac

counts, not only in the early stages of operation, but also in the 

later years. 

LONDON ADVERTISING LITERATURE 

A mericans have the reputation of being the most aggressive 

and enterprising advertisers in the world, so that it is some

what curious to find that one of the most extensive campaigns

carried on by electric railway companies in advertising for traf 

fic-if not the most extensive-has been conducted in London. 

'vVe have published typical examples of the posters and other ad

vertising literature issued by the Underground Electric Railways 

Co1:11pany, Ltd., of that city, and in this issue present reproduc

tions of others which have been brought out during the past year. 

Two things stand out strikingly in the series which has been 

published. One is the artistic character of the advertisements. 

There is nothing mediocre about the execution either in their 

design or in their printing. The other is the care with which 

each considerable class of patrons has been signaled out for 

conversion. The theater patron, the attendant at lec

tures, the shopper, the chnrchgoer, the museum visitor, the city 

resident who is thinking of moving into the suburbs or can be 

induced to do so by argument, the stranger in the city who 

wishes to know the location of the hotels and other points of 

interest, the person who wants to learn the quickest route to 

the different steam railroad stations, the excursionist, the man 

who simply wants to take a pleasant walk in the suburbs-all. 

are remembered. The literature gotten out for each class is 

made convenient to carry and is as complete as possible as re

gards the in form ation which will be required by the person for· 

whom it is prepared. 

A lthough the advertising published has been designed with 

direct referenc e to the needs o f the underground electric rail

way system of London, many of the suggestions can be used 

by other companies and in other cities. Some of them, it is 

true, are applicable only to underground or heavy traction 

service. Thus, in some of its posters the company makes a 

very striking point o f the advantage of the underground sys

tem over surface systems in the rapidity o f passenger transpor

ta tion, especially during the winter when the London fogs 

settle down like a blanket over the city and impede traffic on 

the surface. But other suggestions and arguments are asc 

useful in any American city, and for the suburban or interur

ban line as well as for the road in the large city. 

Advertising methods o f all kinds have improved greatly 

during the past ro years, and it is well known that the business 

o f designing adverti sements is followed now by a great many 

persons as a profession-indeed, it is often dignified by writers. 

on the subject as a science. Display announcements which 

several years ago would have been thought good are now con

sidered crude and inartistic. Independently of the business 

value or absence of value in an advertisement, any per

son who uses bill posters or other display advertising on the 

streets owes a duty to the community to make the announce

ment artistic and attractive. The passerby cannot avoid seeing 

what is thrust upon his attention, and if bad taste is shown by 

the advertiser the feeling of resentment inspired in some per

sons will often more than counterbalance the benefits secured in 

attracting the attention of others. 

The series of advertisements of the Underground Railways of 

London also illustrates the proper attitude for anyone to take 

when preparing advertising literature, whether to secure traffic 

or for any other purpose. It is to put himself as nearly as pos

sible in the position of the person whom he is addressing, and 
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then he will know the arguments and the information which such 

a person should have. Thus, if the average 1'nan is considering 

several suburban towns as a residence, he wants to know 

something of the cost of living in each, the taxes charged, 

the advantages in the way of schools, churches, clubs or other 

recreations, the time required to travel to and from his pro

posed residence to his place o f business, and the cost of rail

road fares. 

CONCERNING COAL ANALYSIS 

A recent important publication of the Bureau of 11ines 

takes up the question of the relation of the composition of 

certain coals to their combustion and heat value. It deals es

pecially with the volatile matter of the coal in its bearing on 

practical calorific usefulness. In particular it is a study of the 

nature of the volatile components of coal which have an im 

portant effect on the value o f the fuel. The general principles 

involved as regards fuel composition are familiar enough, but 

few people adequately reali ze the very important difference 

which can be made by varying the character of the gaseous con

tent. It is not so much the quantity of the volatile matter as 

its particular character that determines what is going to hap

pen when combustion is undertaken. The ordinary calorimetric 

methods which insure the complete combustion of the material 

contained in the bomb are hence at times very misleading. 

In the report in question the particular point brought to light 

is the large proportion of positively deleterio11s volatile matter 

contained in certain coals, largely CO and CO,. When one 

remembers that the steaming tests made at St. Louis show 2 

per cent drop in efficiency for each o. r per cent CO in the flue 

gases the difference between theoretical calometric results and 

some practical results is amply explained. The coals of the 

bituminous formation running ali" the way up from pure lig

nite are often particularly bad in their volatil e components. 

One Western coal, for instance, showed nearly 36 per cent of 

volatile matter, not counting II per cent of water, and of thi s 

19.5 per cent was CO and a little over 6 per cent N. As 

against this a first-class Pocahontas coal in a volatile con tent 

of about 2I per cent showed of this amount only 3.2 per cent 

CO and 1.2 per cent N. Not only do such coals vary widely in 

the fixed carbon, as everybody knows, but still more widely in 

the usefulness of their volatile constituents. If all the con

sumable volatile matter were utilized the disparity would be 

less marked, but with ordinary methods of combustion a good 

deal of the CO gets away and the heavier hydrocarbons are also 

likely to escape in part, not only losing efficiency but producing 

a large amount of smoke. The lower gr ades of vVestern 

bituminous coal, which with increasing use of the fuel supply 

must become more and more important, are particularly diffi
cult to burn, not only on account of their unfavorable com-

position but from the fact that they give up their volatile mat

ter at a more moderate temperature than the later coals, so 

that there is an extremely good chance of losing much of it 

up the chimney unconsumed or only partly consumed. These 

facts not only make it desirable to look carefully into the 

methods of coal analysis employed in sampling coal, but also 

lay emphasis upon the more familiar proposition that a ver y 

careful study must be made of furnace design be fo re the 

poorer coals can be successfully uo;erl. With their cl1aracter

istic of )'.ielding volatile matter at moderate temperatures 

special care must be taken not only to give a plentiful oxygen 

supply but to give it under conditions favorab le to rapid com

bustion, preheated if possible. Coal of this sort cannot be 

burned at a high rate per unit of grate surface without incur

ring great danger of very serious loss of efficiency. It can be 

burned, in spite of it s undesirable characte ristics, at a very 

moderate rate of combustion and with adequate air supply and 

air space. The same conditions that will insure smokeless com

bustion, which is quite possible even with the low-grade coals, 

are favorable to keeping up the efficiency in spite of the nature 

of the volatile matter. Some of the low-grade ·coals, however, 

give fairly good yield of by-products of coking, particularly 

ammonia and high-candle-power gas, so that they are likely to 

come into greater use than heretofore in this indirect way. In 

fact, one of the best coals in this particular was a vVestern 

specimen containing only about 51 per cent o f fixed ca rbon but 

in its volatile matter yielding 5.7 per cent of illuminants. 

Any process of coal analysis which ignores or passes lightly 

over the particular nature of the volatile matter seems likely 

to lead to result s of dubious practical value, parti cularly when 

it is applied to some of the coals of the later formations which 

one day must become perhaps the principal reliance of th e 

world fo r industrial purposes. It is somewhat difficult to say 

what methods are best suited to bringing out the practical rela

tive values of such coals, as we are now fortunately familiar 

mostly with the coals of higher grade. Certainly complete 

combustion in a calorimeter tends to credit the poorer coals 

with more than practically belongs tci them and by an amount 

that is a function of the particular quality of coal under test, 

so that no suitable correction is easy to make. It looks very 

much as if in sampling coals one would have to apply much 

more complete analysis than has been usual, particularly analy

sis of the volati le matter. There is also much to be said in 

favo r of expe rimental steaming tests, not necessarily on a 

large scale, but with appa ratus in which the flue gases can be 

conveniently estimated and studied and the amount and tem

perature of the air supply thoroughly regulated. The practical 

use of low-grade fuels comes down to prop er furnace construc

tion and enlightened methods of burning. Granted these, one 

has an immense extension of the fuel supply which every year 

will become of greater and greater industrial importance. It is 

a pretty po_or coal tbat will not yield on complete combustion 

more than two-thirds the calories furnished by an equal weight 

of very high-grade coal. The problem of economical power 

production in the future lies in no small degree in such j udi 

cious methods of burning as shall utilize something like a due 

proportion of this possible output. At present the disparity 

of steaming power between a very good coal and a very poor 

coal is altogether out of proportion to the ultimate calories 

obtainable. 

In connection with the general subj ect of fuel it may be of 

interest to refer to the tests with North Dakota brow n lignite 

made by the Technologic Branch of the United States Geologi ~ 

ca l Survey. The furn ace used was of the semi-gas producer 

type, externally resembling a Dutch oven. Its most striking 

features were the deep-set grate and the construction of the 

space between the bridge wall and the end of the prolonged 

fi r e-brick ar ch. The results of the tests showed that under 

proper conditions lignite may he used with fa ir economy under 

boiiers that generate their full rated capacity. 
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MERIT AS Al REQUIREMENT FOR COMMISSION 
SERVICE 

·A committee report adopted by the National Association of 

Railway Commissioners at its last annual meeting expresses the 

opinion that there is great need for placing emphasis upon the 

simple elementary proposition that State commissions should 

be organized on the basis of merit. To the commissions and to 

those who appoint their members we urge the study of this 

proposition. The wholesome discussion of the subject written 

for the committee by Prof. B. H. Meyer, of the Railroad Com

mission of Wisconsin, was published in the ELECTRIC RAILWAY 

JOURNAL of Nov. 26, page rn64. If the report had included a 

description o f the businesslike organization of the Wisconsin 

commission it would have cited an example that would be help

ful to some of those to whom the suggestion was directed. 

Merit in organization implies merit in men. The statement 

attributed to Governor-elect Dix of New York that he wante_d 

experienced men on the commissions is the expression of a 

thought which exists in many minds and is based on a desire 

for practical results. It suggests the fact that while the prin

ciple of regulation may be a permanent feature of government. 

the details of the men and methods to conduct the supervision 

are still in an experimental stage in some States. 

We believe that an advance will be made if both the commis

sions and their employees shall include some men with practi

cal experience in one or more of the classes of public-utility 

properties over which jurisdiction is assumed in the name of 

the public. With the higher standard toward which the com

missioners appear to be tending, there ought not to be any seri

ous bar to the interchange of men between commissions and 

companies. 

Long corporate service should not prohibit men forever 

from serving the public, and public service with a commis

sion should not bar the way to corporate service. Reasonable 

co-operation between the companies and the representatives of 

the public will effect with a minimum loss of time a practical 

improvement in conditions, and the absence of such co-operation 

is a calamity that should be averted. A number of commissions 

need to have a keener appreciation of the problems of the com

panies than they have yet displayed, and it is equally evident 

that many companies, if they are to prog ress with the times, 

need to revise their ideas about the rights of the public that 

they serve. 

Neither the employer of public servants nor the employer 

o f corporate servants can expect to secure efficient aid without 

paying remunerative wages. Although the N ew York public 

service commissions law has set· a new mark of liberality, pub

lic service ordinarily has paid less than corporate service. An 

even greater bar, however, to the diversion of capable and fair

minded corporate servants to public life has been the uncertain 

tenure of office which confronted them. Political expediency 

has been so often the motive in appointments to public office that 

frequently employees of merit have become discouraged in 

public service and have retired voluntarily or grown inefficient 

because the spirit of the organization was unbusinesslike and 

the discipline lax, while promotion was the result of "pull" and 

not of ability. 

No self-respecting man would want to take office with a 

commission and find that all that was desired of him wa, a 

knowledge that could be used to press the companies harder, 

without regard to their rights; and we presume that before 

the commissions can secure many men combining character, 

ability and experience in public-utility management they wi:l 

have to overcome some reluctance based on apprehensions of 

that nature. As a commissioner, a man of practical experi

ence would have abundant opportunity for independence of 

action, although his opinions might not be upheld by a majority 

of his colleagues; but as an employee, with no statutory power, 

he might find himself completely deprived of all opportunities 

except those imposed by irksome and arbitrary orders of 
superiors. 

Public life and corporate history are full of instances that 

show that it is in the man and not the training that the rare 

ability desired for some particular purpose may be found. But 

commissions will undoubtedly be strengthened as they increase 

in the understanding of the every-day practical needs of the 

companies and they can be aided greatly by the advice of ex

perienced men within their ranks. More co-operation and 

merit, with less antagonism and inefficiency will help in the 

solution of problems. 

THE TOLEDO SITUATION 

The preliminary steps that have been taken in negotlat10ns 

between the Toledo Railways & Light Company and the city of 

Toledo for a renewal of railway franchises indicate slight 

progress. The tangible steps include a report by public ac

countants employed by the city and a complete inventory by 

engineers representing the company of the physical property 

devoted to railway purposes. They do not give, however, any 

indication of the probable basis of settlement. 

Representatives of both the company and the city wish a set

tlement and early improvement of the railway system. The ad

vantage of a settlement without undue delay is evidently recog

nized by both interests. Cities in which long delay has inter

vened between the expiration of one franchise contract and the 

commencement· of another have suffered by the inevitable re

striction of railway development which attends such delay. It is 

hoped that the long period of uncertainty which has prevailed in 

other places will not become part of the record which Toledo 

will make in this matter. 

It is essential to an understanding of the real condition in 

Toledo that the franchise situation and the financial status of 

the company be made plain. On Nov. 9, 1910, the franchise 

rights of the company on 9 miles of street, out of a total of 68 

miles of streets on which cars are operated in the city limits, 

ate claimed by the city to have expired. These rights covered 

sections in the important central business districts. No contro

versy has arisen over the operation of cars in this district. 

The city, to protect its position, has given formal notice that 

the franchises have expired and an arrangement will probably 

be perfected whereby the company will pay a rental until a 

final settlement is made. 

The near termination of the contract with the city was the 

immediate cause of the present adverse financial position of 

the company. A default in interest on the consolidated mort

gage 4 per cent bonds accompanied an announcement that the 

company was unable, because of the early maturity of fran

chises, to dispose of securities either to fund floating debt or to 

provide cash with which to meet maturing f~nded obligations. 

A committee representing holders of these bonds was appointed 

immediately and it has secured deposits of a majority of the 

outstanding issue. As the interest due on these bonds on July 
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1, 19o8, and on subsequent interest dates is in default, and the 

bonds, though due as to principal on J uly 1, 1909, are also un

paid, the control of the company is at present practically in the 

hands of this committee. 

While some financing is, therefore, an imperative part of the 

future program of the company, capital is also needed for re

habilitation purposes. After an exhaustive investigation it was 

estimated that to provide proper service commensurate with the 

fu ture needs and increase in population of the city the company 

should spend in the period of five years, beginning on Jan. 1, 

1909, a total of $3,000,000 for rehabilitation purposes. Some 

of the improvements suggested have been made since that date. 

T he cost has been defrayed in part by funds available because 

of the default in interest on the consolidated mortgage bonds. 

In the calendar year 1909 $210,000 was expended toward the 

recommended improvements and during the present year about 

$550,000 additional will be applied in this way. In two years, 

therefor e, one-quarter . of the improvements estimated to be 

necessary in five years will have been made. 

The report of Nau, Tanner & Rusk, the accountants employed 

by the city of Toledo, which has been filed with the City Coun

cil, contains information relating to earnings, expenses and 

schedules. The accountants took the position that without a 

valuation of the property a correct solution of the Toledo 

problem could not be found. Albion E. Lang, president of the 

Toledo Rai lways & Light Company, in "a letter di~cussing 

this assertion, stated that if the authorities thought it advis

able to agree upon a method of reaching a valuation of the 

st reet rai lway properties as a factor in a comprehensive solu

tion of the problem, he was willing to submit all data to a 

boar d of engineers upon whom the company and the city might 

agree. In other words,. the problem was assumed to be one on 

which engineers should pass. Later, at the repeated request of 

the city authorities, Mr. Lang submitted an inventory of the 

portion of the physical property used for railway purposes. A 

let ter of For d, Bacon & Davis, which accompanied the inven

tory, was published in the ELECTRIC RAILWAY JouR NAL of Nov. 

12, 1910, page 990. It represents, presumably, the position 

which the company will take if the city authorities adhere to 

their apparent present plan of relying in part upon the results 

of a valuation. 

It is an evidence of foresight that the company has prepared 

itself for possible emergencies by giving such study to the sub

ject that it will be ready to enter upon negotiations based on 

a valuation, if an agreement to follow that course is made. We 

have referred frequently to elements of value of a non-physical 

nature which should be considered in an appraisal of the com

plete property of a street railway company, and repeat that the 

intangible elements may easily reach a large percentage of the 

total amount that can be ascertained by an appraisal which 

takes into account only the purely physical or present visible 

items of property. 

Under the laws of Ohio th~ only franchise arrangement which 

can be effected between the city and the company will be for a 

limited term. It is unfortunate that tlk law does not provide 

for the unlimited franchise whose wisdom Mr. Lang and other 

executives of street railway companies praise. The Toledo 

company needs a status of recognized solvency and a definite 

franchise contract, and the city needs a railway system with 

ample resources and credit in order that it may provide neces

sary improvements. 

T H E CASE OF THE COMMUTER 

It has long been a complaint among steam railroad companies 

that their commuter business in the neighborhood of large cities 

is unremunerative. It was this claim that led to the recent ad
vance in commutation fares about New York, but, according to 

the testimony presented at the hearings before the Interstate 

Commerce Commission last week, the railroads are still losing 

money on this business. Indeed, one company claimed that even 

at the new rates the loss amounted to · S cents per passenger, 

and others stated that their roads would be in better financial 

condition if they entered New York City through a desert. 

This statement certainly sounds remarkable to an electric rail

way operator who is accustomed to look upon territory as be

coming more- lucrative from a traffic standpoint with any in

crease in density of the population. 

In the absence of detailed figures of operating expenses and 

receipts, which win be filed later with the commission, we have 

no intention of analyzing the question of profit from this busi

ness. But we do think, in view of some of the testimony 

elicited, this a very appropriate time to call attention to one very 

large factor in the cost of suburban steam railroad operation 

which is often ignored in comparisons between it and the cost of 

electric railway service. This is the expense of passing a subur

ban passenger through a steam railroad trunk line terminal. 

Some years ago one of the officials of the Pennsylvania Railroad 

testified that it cost the company 3 cents for every passenger 

brought into or taken out of the Broad Street Station at Phila

delphia, and in the published reports of the hearing last week 

one manager was quoted as saying that on his road the average 

commuter traveled about 14 miles and that it cost to pass him 

through its Jersey City terminal 75 per cent of the expense of 

carrying him to his destination after he was on the train. 

It is easy to understand that with through business a com

modious terminal station with waiting rooms and extensive bag

gage facilities is necessary, and that even suburban steam rail

road operation requires large and expensive switching yards and 

storage tracks. But the conclusion from these facts, as we see 

them, is not to abandon the commuter service, but to operate-the 

suburban trains by electricity. It would then be easy either 

greatly to reduce the expensive terminal space required or 

to eliminate this charge altogether by distributing the passengers 

by rapid transit lines through the city. To avoid terminal 

charges of 6 cents, ·or even of 3 cents, for each subijrban passen

ger, a railroad could afford to invest a considerable sum in 

electrical equipment, even without regard to any other advan

tages of electrical operation. 

The plan of abolishing the terminal station, as outlined above, 

is indeed the plan proposed by the Pennsylvania Railroad, so 

far as the bulk of the commuters £ram Newark is concerned, 

as this traffic, when the line of the Hudson & Manhattan Rail

road is extended to Newark, will not pass through either the 

Jersey City station of the Pennsylvania Railroad or that at 

Thirty-second Street, New York. Instead, it will be carried 

under the former station to the existing distributing points in 

New York on the McAdoo tube. The cost of handling the 

commuters on the other N cw Jersey lines served by the McAdoo 

tubes will also be reduced, so far as the railroads are con 

cerned, because as more commuters use the tubes they no 

longer pass through the stations or nse the ferries, and both 

the latter are thereby relieved for the greater accommodation 

of those who are obliged to patronize them. 
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RECENT ADVERTISING FOR TRAFFIC IN LONDON 
Several artic les have appeared in past issues o f thi s paper 

in regard to the Yigorous advertising campaign fo r traffic con
ducted by th e gro up of roads represented by the Undergro11nd 
Elect ric Railw ay, Company, Limited, of London. T his corn -

;.HAMPTON COURT 
;BY DAY - - - --- -
---- --BY TRAM 
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pany controls the London United Tramways Company, the Dis
trict R ail\\ ay in Lon don. and se , eral o f th e deep tube lines. 
The most ex tend ed a rti cle 011 the adverti sing campaign of the 
company published in a preYious issue appeared in the ELECTRIC 
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ment in poster art circles. In preparing its posters the com
pany has utili zed the se r vices of artists having a ve ry high 
reputation in London. The other advertising literature pub
li shed by th e company has also been of a high grade, and it is 
pleasing to note that the results, in the opinion of Albert H. 
Stanley, general manager of the company, have been very satis
facto ry. In fact it has proved so successful in stimulating 
traffic that the company has cont inued the policy and has pub
li shed a variety of new posters and other matter during 1910. 

It is the intention in this article to describe and illustrate a 
few of the new designs used during the past 12 months. 

POSTERS 

T he largest posters issued by the company measure 24 in. in 
width by 40 in. in height and are mounted on special billboard . 
frames at th e entran ce and inside of the stations and in other 
public places. In these posters maps appear frequent ly or else 
schematic diagrams show ing the routes of the systems operated 
by the company and the points of interest which can be reached 
by them. Others are of a pictorial character only. Three of 
the large poster s of the size mentioned, and also two smaller 
posters 8½ in . wide by 20½ in. hig h, publi shed recently, are 
reproduced herewith. O ne o f the smaller posters adverti ses the 
service given to Hampton Court, a hi storic palace formerly oc
cupied by roya lty but now a public art gallery and museum, 
located in a beautiful park in the suburbs of London. The 
other small poster gives a v iew at night of the power station of 
the company and describes bri efly its equipment and the work 
done by the energy supplied by it in transportation service "for 
the use and benefit of the people o f London." 

The three larger poster s illustrated are samples o f a number 
of posters of this kind recently used by the company. They 
are o f course printed in colors, which are not shown in the 
photographic representations of them. One is intended to ad
ve rti se the suburban service of the company and encourage resi
dents o f the city to secure homes in the suburbs. It gives a 
conversat ion between a tow n mouse and a country mouse, and 
the latte r tells the town mouse to live like him in fresh air 
and fr eedom. Another presents a picturesque view of a subur
ban elect ric train of the company on the top of a high hill. A 
thi rd illust rates th e difficulties and delays of transportation by 
bus and car ri age, and even on foot, on the street s1,1rface, while 
tr avelers on the underground road are carried quickly and com
fo r tably to their destinations. 
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London Advertising-Portions of Cards Advertising Locations of Theaters and Plays 

RAILWAY J OURNAL of Dec. 4, 1909. T his adverti sing, which 
consists of posters, pamphlets, circulars and practi cally every 
other kind of printed matter, has been marked by great origi
nality, and the pictorial designs used have been not only striking 
but so arti stic as to at tract ·wide attention and favorable com-

THEATER ADVERTISEMENTS 
In addition to general aclyertising designed to reach all grades 

of traffic, the company has ve ry successfully conducted a cam
paign of special adverti sing designed to reach among others the 
attendants at theater s. uniyersity and other public lectures. 
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,churches, etc. It would be impossible in the confi nes of one 
article to desc ribe all of the circulars issued to appeal to each o f 
these different kinds of traffic. A few of the more striking 
of them will be mentioned. 

One pocket card shows diagrammatically the location of the 

another pocket folder, together with a list of the lectures given 
under the auspices of the London County Council and the va
riou s schools of art and science in the city. In each case the 
day and hour of the lecture are given, the nature of the lecture 
and the nearest underground railroad station. The lecture 

HENDON. 
Beyond Colden Green, about two miles away, is the 
old-fashioned township of H endon, It, too, sta nds on 
high ground, and the best view of the neighbourhood 
is from the churchyard, or in the m eadows b eyond, 
Quiet, retired, it conta ins many d es irable houses both 
new a nd some of greater age, Beyond Hendon aga in 
lies the MJ!I Hill count ry ever beckoning the wanderer 
into its shady lanes and fields. 

The Railway Company have arranged for an Omnibus 
Service between the" Bell Inn,"' Hendon, and Colder:, 
Green Station: the "buses run every 10 minutes for the 
moming and evening business tra ffic a nd about every 
IS minutes throughout the day, Time tables of the 
running are issued. The journey time is 12 minutes, 
local fare 2d, Through tickets are issued on the "buses 
to most UndergrounD s tations at an addition of one 
penny to the folders Green Fare. 

Hendon Urban District Coundl. 

For GOIDERS GREEN, HENDON and FINCHLEY 
GAS. 2/8 to 3,'6 per 1.000 cubic feet 

WATER Metropolitan Water Board- 5 percent. on assessed 
v alue of house. Colne Valley Water Co,-7 per cent. 
on assessed value o f house 

ELECTRICITY. 4 ~d . per Board of Trade Unit 

RATES, 714 in the£. 

SPORTS. Skating in winter a nd fi shing in summer o n the 
"Welsh Harp" R eservoir, Coif C ubs at H endon ( I 8 
holes ) a nd at Finchley. H ockey Club a t H endon 
T e nnis. RIAe Club, R ecreation Ground (7 acres) a nd 
Park (30 acres). Bowling, Cricket, Football a nd other 
Clubs. 

SCHOOLS, Mill Hill School (for boys). Wentworth H all 
School !for girls). Highfield School (for girls). St 
Mary's Abbey School (for girls, Roman Catholic) 

Numerous Churches and Chapels !Roman Catholic, Baptist, 
Congregational and Methodist). 

FINCHLEY. 

By tram from Colden Green along the high road 
lies Finchley, O n o ne s ide is the Carden suburb, and 
then an o lder development. On the other side run■ 
the Dollis Brook, a nd across that, juat a little way 
removed, the green and ■ilent country. Here again 
a re houi,es which are attractive, From Church End, 
Finchley, the trams run to North finchley and from 
there they push out into the Hertfordshire co untry to 
T otteridge, Whetsto ne a nd Barnet It i■ a pleuant 
outlet for excursions. 

The tram service to Finchley i s very frequent The 
fo res and journey times are from Colders Green 
to Cricklewood, Id, 12 minutes ~ to Mountfield Road 
1d, 10 minutes~ to C hurch End, Finch)ey, l&d IS 
minutes ~ to North Finchley 2d. 32 minutes 

At Goldcrs Green , c~cles 

are s tored free ol charge for 

the day upon which they are 

Jcposllt:d, This convenience 

is intended for the encour• 

ag,..rneat of dwellers li ving 

a t a distance from the Station. 

The roads jn the neighbour• 

hood are good, 

TABLE OF FARES. 
STRIP TICKET RATES AND JOURNE Y TIMES 

Hampstead. Gof.JersGreen Hendon, 

~tween 1 ~-~1 t.l • i!j E ~ ~ i!j ~~ ~~~ !:J.- g;: ,;:; 
=- ~ mlm 

Camden Town '" .. ld, 6d. 6 2d. lid 10 3d 1/4 24 
Euston 2d. lid 9 2d lld. 13 3d 1/4 2i 
Tottenham ~urt Rd. 2d. li d 13 3d 1/4 17 4d 1/9 31 

~:~:s~CJ ~i~~ 2td 1/2 14 3d. 1/ 4 18 4d 1/9 32 .. 3d. 1/4 16 3d, 1/ 4 20 4d. - 34 
Oxford ircus .. 3d, - 16 3d - 19 4d - 31 
Marble Arch .. 3d, - 19 3d - 23 4d - 35 
Wood Lane,. .. <d. - 28 5d. - 32 6d - .. 
Ch aDceJ")' Lane : : 3d. 1/ 4 19 3d. 1/ 4 23 4d - 36 
Moorgate .. 3d 1/4 19 4d. 1/ 9 23 6d - 36 
Bank .. 3d. 

'T 
4d 1/9 25 5d - 37 

London· Bndge : : .. 3d - 24 4d, - 28 6d - ,o 
Charing Cross .. .. 3d 1/ 4 15 3d. 1/4 19 4d 1/9 33 
Waterloo 4d 1/ 9 20 4d 1/ 9 '24 5d - 38 
H yde Park Co~e·r 3d. 1/ 4 20 3d 1/ 4 24 4d - 38 
South Kensington .. 4d 1/ 9 24 4d 1/9 2• 6d - 42 
Earl's Court .. .. 4d 1/9 28 4d 1/9 32 6d - 46 
Hammersmith 4d 1/9 32 6d 2/3 36 6d - 60 

London Advertising-Three Pages from Circ.ular Descriptive of Suburban Residence Towns 

39 principal theat er s, music ball s and museums in the theater 
district of London, and the locJt ion of the lines and stations 
o f the company. On the back of this card is a noti ce o f the 
late theater trains run by the company to different destination 
points in the city. Another card gives the names of the plays 

NON-STOP RUNS 
MINS 

Chiswick and Mansion House in 26 

E:.aling and Charing Cross in - 27 
,,,, fl,.1 .. J,I Hi t, 'fr.I ,.,, Thoe M,, 

Osterley and Westminster m • 32 

Sudbury Town and Charing X in 38 
,, .. ,_,,, 1,..,1, .. 1 A11tt1 f'I ' ,, I lord <.,1'"""' Jr.,.,, M--,,.t ~ 

Wimbledon ,.nd Victoria in - • 22 

fo lder bear s the motto : "It is no longer he who run s may read, 
hut he who travel s underground may lea rn all arts and all 
knowledge." 

ADVERTISING FOR SUBURBAN TRAFFIC 

This article would not be complet e without a description of 

London Advertising-Traffic Posters, Original Size 24 in. x 40 in. 

being conducted at the different theaters and the names of the 
nearest underground station. On the back of this card is a 
colored sketch, r eproduced herew ith, of a number of the prin
c ipal characters at eight of the kading theater s in London. A 
li st of University o f London Ex tension k ctures is printed 011 

some of the circulars recently issued by the compa ny fo r th e 
devclopmc11 t of subur ban traffic, both o f th e excur sion and 
commuter class. !\111011 g th e former is a se ri es o f leaflets de
vo ted to country walks around London. Th l'se arc printed 
1111 singl e sheets 5 in. x 7½ in O ne side h :1s ;111 im·iting de-
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scription of a walk. The pedestrian is told how to reach the 
starting point by the District Railway and the station at which 
he should alight. He is then told just what route he should 
take and particulars are given of the points of historic and 
other interest of the localities through which he will pass. 

UfSTITDTJONS. 

lirkb«k Collete. Chancery Lane, E. C. 

Barouib PolytedUUc, Borough, S. E. 

!k:aafoy fttJtitute, Princes R oad, S.f;, 

Mon.-Fn. ·s 

Mon.-Fri.7 

Mon.-Fri. 7.30 

'Banishry Park Centre, N. Mon .-Fri . 7.15 
Battcnta Polytu:hruc, Battet"8CA Park Road, S.W. Mon.-Fri. 7 

Ca.mdm School of Art, Camde n Road , N. Mon,-Fri . 7 
Ccntn.l Xhool of Arts& Crafts. Southampton Ro'lll Mon.-F ri. 7 
Claphm Xhool or A.rt. H igh Street, S .W. Mon -Fri. 7 
City of London Colleg,, Moor6elds, E.C. Mon .-Fri . 6.30 
College for Work.int Women., 7, Fitzroy Street, W. Mon .-Fri . 6 
Dn.i 't'rnity of London- E11st London Collegt, Mih Mon .- Pri . 7 

End Road, E 
Bammtnmith Xhool of Arts u.d Crafb, Lime Mon .-Fri. ◄ .30 

Gro\'e ,W, 
"Buth Mydddton .. ~11tre, Clerkenwell, E. Mon. -Fri . 7 , 
Dn.iversity of London- Kinfs Colltge, Strand , W .C. Mon ., Fri. 6 

Ktn.n.ington Road Ccntrt, S.E. Mon.-Fri. 7 .15' 
Lnthtnd.lm' CoUq?e. Tower Bridge Ro&d, S.E, Mon .-F ri. 7.30 

"Marlborough 00 Centre. Draycott Avenn~. S W . Mon. Thur. 7. 15 
Monttm Stred Centre. Tollington Park, N . Mon .-Fri . 7 
Mynllt Street Centre. Commercial Road, E . Mon ,-T bnr. 7. 15 
Nortbmpton Polytechnic lttJtitute. Clerkenwell, Mon .-Fri. 7 

E C. 

Nature ,r Work. Nearnt 
DNDERGDOUND Statioa. 

University Conrsea, Sciet:Jee Ch.ancay L1.t1e or Temple 
Art.etc. 

Technical and Tnde Schools, Eltphant or Boro11th 
Engineering. Science, etc . 

Technic:al Cluse1 Prepatntory lwuungton 
to Polytechnics 

Commercial end Art Caledon.i1.t1 Rood or Bithbarr 
Science, En.irineering, Art. Chute nt Vidoria 

Women's Subjects . etc. 
•Arts and Crafts Caltdol!.ia.n Road 
Art9 and Crafts Britiih Museum er Bolbora 
School of Fine Art Clapham Doad 
Commercial. Science, Art Moorgate 
FirstAid.Nnrsing. Hygit!ne,ete . Warnri Strut 
Univer3ity Courses. Scietice, Mile End or St.epuy Gruri 

Arts, Engineering 
Arts and Craft s, Trnde School Shtphad"s Buh 

for Girls 
Comroercia\ and Art Farringdo.n Strttt 
Art, Science.Engineering, Merli- Strand or Temple 

cine. Law. Architecture, etc . 
Commercial Oval 
Leather Manufacture, Dyeing, London lridee 

Dressing, ete. 
Commerci..e.l end Art Sloue Sq. or Bnmpton Rd. 
Commercial end Art Fi.nsbury Park 
Commercial end Art Whitechapd 
Artistic Crafts, Engineenng, A.ngd 

Aeroneuti~, Technical 
Optics, Horology. etc. 

London Advertising-Card Tabulating Public Lectures and 
Nearest Underground Station 

Finally, there is a statement of the fares charged on the rail
way in going to the starting point and returning home. On 
the other side of this leaflet is a pictorial map of the route. 
One of these maps, that of "Country walk No. 8, from South 
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London Advertising-Back of Leaflet Descriptive of a Sub-
urban Walk 

Harrow to Sudbury on the Fields," is published. Such a system 
for describing walks has a number of advantages over the 
usual method of publishing the information in book form, be
cause a single sheet is easy to carry in the pocket and easy to 

consult while on the trip, and when the pedestrian returns 
home it can be thrown away. 

T he other guide referred to is a small pamphlet designed to 
benefit the city resident who is considering moving into the 
country. T he introduction says : 

"If you are seeking a house, why not follow the Under
ground out of town? If you live on a main line, you use the 
Underground from the railway terminus to your place of 
business. Why not use it the whole way and travel in a 
through train? It makes town much more accessible, and 
must make traveling cheaper. 

"The Underground Services are all-day services. The trains 
are so frequent that there is scarcely any need to hurry to 
catch particular trains. It is just as convenient to go and 
come between the suburb and the town in the middle of the 
day as in the morning and evening busy times. This is an 
advantage to your family." 

The rest of the pamphlet is devoted page by page to a 
statement of the facts which a person who was considering 
moving into the town described would like to have, that is, 
some information in regard to the character of the town, 
the cost of living and the cost of transportation. Each descrip
tion is accompanied by a half-tone illustration of the town 
described. The character of the description is illustrated from 
the following, which relates to Wimbledon: 

"The neighborhood is fully developed, with good shops, 
cafes, schools, churches and chapels, and a public library. The 
houses at Wimbledon are of the better class. Houses at more 
moderate r ents can be obtained at Wimbledon Park ( £40 to 
£60) , while at Merton and Raynes P ark there are houses or 
flats for those of moderate means. 

"Rates: Wimbledon Urban District, 6s. rod. in the £ . 
"Water: Metropolitan Water Board, 5 per cent on assessed 

value of house. 
"Gas: 2s. rod. per rooo cubic feet. 
"Electric Light : 4½d. per B. of T. unit. 
"Sports: Wimbledon and Wimbledon Park golf clubs, All

England lawn tennis courts, skating on the large ponds on the 
Common and in Wimbledon Park, many sports grounds of 
various kinds. 

"The District Railway provides a 15-minute service of trains 
throughout the day, with six trains hourly and non-stop trains 
morning and evening for business men. The journey time 
between Wimbledon and Mansion House for these trains is 33 
minutes. 

"The season ticket rates are low. A third-class 3 months' 
ticket between Wimbledon and Charing Cross costs £1 r8s. od. , 
and Mansion House £2 5s. 6d." 

-----+··----

NEW PUBLIC SERVICE BUILDING IN NEWARK 
The Public Service Corporation, Newark, N. J., has re

cently moved its offices to its new building at the corner of 
Broad Street and Bank Street. The building is a twelve-story 
structure, having a frontage on Broad Street of 75 ft., and a 
depth of 160 ft., with an extension on the second and third 
floors reaching to Halsey Street and Academy Street. 

T he basement will be used for testing and show rooms, which 
will be equipped with all the newest gas and electric supplies. 
The first nine floors are for the general and executive offices 
of the railway, gas and electric companies. On the tenth 
floor is an assembly room, 34 ft. x 67 ft., which will seat about 
300 persons. Also on this floor are a small private dining
and a large r one to be used by the executive and junior officers 
respectively. 

The eleventh floor will be used for the employees' dining
room, where about 625 persons will have luncheon daily. The 
company calculates, by paying $25,000 a year toward the ex
penses of this dining room, that meals can be purchased by 
the employees for one-half actual cost, or about 15 cents apiece. 

The top floor will be used as the kitchen for all dining-rooms, 
and will be equipped with gas and electric cooking devices. 
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DEVELOPMENT OF THE OFFICE OF SUPERINTENDENT 
OF THE DAY, BOSTON ELEVATED 

RAILWAY COMPANY 
BY EDWARD DANA, ASSISTANT TO THE SUPERINTENDENT OF TRANS

PORTATIO N, BOSTO N ELEVATED RAILWAY 

In the ELECTRIC RAILWAY JouRNAL for July 3, 1909, brief 
mention was made of a recent development in Boston in con
nection with the specialized study of traffic conditions by the 

l-'urm J400.8-l0-b00 

roncerted action when an emergency a rises, and he has nothing 
to do with the regular schedule. In this way he may be of 
undisputed value in securing normal conditions in the shortest 
space of time. 

The office is filled by a different man each day, the li st being 
composed of division superintendents, chief inspectors and 
representatives from three of the general offices, the tot al 
number on the roster being 20. Each man se rves approximately 
three times in two months. The hours of duty are from 8 :oo 
a. m. to 8 :oo a. m. the following day. The period was made 

BOSTON ELE~HTED R~IL:W:HY COMPHNY 
Surface Cars Reported Defective Causing Delay or Accident, and Derailment. 

SA. M. _ .. ...,. ... ., .. . . ..... 19 TO 5 A. n. FOLLOWING DAV 

········· . ...... ....... . ... .. SUPT. OF DAY .. - ~ .--r.--:- .. - - ~. SUPT. OF DAV 

TIM[ OF TIM[ 
Car No. Car House Location of Dela y or Acc ident 

Min. 
DH,\Y R[PORUD Del. R eported Cause REMARKS: Lines Affec ted o r Di\·erted 

- -, -
Superintendent of Day-Fig. 1, Form for Recording Defects Causing Delays of Over Three Minutes and Derailments 

establishment of an office filled by a so-called superintendent of 
the day, for the purpose of concentrating at a single central 
point-· the authoritative handling of the entire elevated sub-

Form~m-250 
BOSTON ELE~HTED 

Collisions With VEHICLES R.eported 5 A. M ... 

............... · ............. _ •.. . ········· ·-··· . ·· ·,·- ···········"· ·• ·· ............ SUPT. OF DA y 

one of 24 hours to allow sufficient time to get thoroughly in 
touch with conditions and carry through an entire day, which 
could not be accomplished with a shorter tour of duty. It 

R1ULWHY COMPHNY 

... .. 19 t.o 5 A.•M. Following Day 

.... , ... . .... SUPT. OF DAY 

Time of Coll. Car Conductor O~ner and Dr iver Location of Accident 
Min REMARKS. Particulars, Damagf':, Injuries, Etc. ,___ 

Co\\idmg - andlddrass Del 
Time Reoorted Motorman 

-

Superintendent of Day-Fig. 2, Form for Reporting Accidents to Vehicles 

way, tunnel and surface system of the Boston Elevated Rail
way, upon which are operated nearly 52,000,000 revenue car
miles per year. 

Form:\.196-2.30 

will be seen that for the time being each incumbent of the 
office is leaving his own particular duties behind him and gain
ing slowly but surely an accurate knowledge of the various 

BOSTON ELE;:~HTED RHIL:W:HY COMPHNY 

Collisions With CARS R.eported 5 A. M. ....... ····---······ ·· ·· ·············· •9 t.o 5 A. M. Following Day 
...................... .. -.-... ........ . ... .. ....... .... SUPT OF DAY 

Time of Coll Car Conductor Car 
Time Reoorted Col\idmg ~ Hit 

eonductor 

~ 
Loca tion of Collision 

Min 
Del 

_SUPT. OF DAY 

REMARKS. Part iculars, Damage, Inquiries, Etc. 

Superintendent of Day-Fig 3, Form for Reporting Collisions of Cars. 

It might prove of interest to examine the details and methods 
of this office which have been developed after nearly two years 
of existence. Primarily, the superintendent of the day is the 
mouthpiece of the superintendent of tran sportation and he has 

Fonn :1397·2.IO 

BOSTON ELEVHTED 

Collisions With PERSONS R.eported 5 A. M . .............. 

.. ..... .. ... .. ..... ········ ................... ... .. SUPT. OF DAY 

Time of Coll. Car Conductor Name and Address of 
Loc.ltion of. Accident 1---

hime Reported Colliding Motorman PerSOI\S Col\rded With 

parts which go to make up the system and by so doing is him
self becoming a broader thinker. The energetic man, when 
matters are running smoothly, has an opportunity to improve 
his time through study. 

RHILWHY COMPHNY 

... ........ 19 t.o' s A. 'M. FoUowing Day 
. .. , .......... ······ ·· ·•··· ........ ·SUPT. OF DAY 

Mm REMARKS.· 
Del 

Particulars, Injuries, Etc. 

_J 

Superintendent of Day-Fig. 4, Form for Reporting Collisions with Persons 

no authority except such as may be delegated to him by his 
superiors from time to time. His chie f cause for existence is 
to keep in touch with conditions and bring about uniformity 
of opP-ration throughout the system, as well as to secure quick , 

Now a word as to the actual detail. A general log is kept 
on a sheet of plain ruled paper , 81/z in. x 14 in ., with two 
ruled columns, one fo r the time matters arc repo rted and the 
CJther fo r the subj ect ; the rest of the sheet is used fo r the notes. 



ELECTRIC RAILWAY JO URN AL. [VoL. XXXVI. No. 23. 

Such matters as do not have a classified place on the other 
fo rms are entered on this log sheet . Matters which lend them
selves to ready classification a re no ted on card fo rms 6 in. x 
12 in. (Figs. I to 8), to each matter being given a distinctive 

F orm 3393-7- 10-tiOO 

Forms 3395, 3396 and 3397 (Figs. 2, 3 and 4) are ruled in very 
nearly the same way, being used respectively fo r collisions with 
vehicles, a salmon card; cars, a buff-colored card; and per
sons, a blue card. As these cards are ruled on both sides it 

Date ....... . . 

BOSTON ELEVATED RAILWAY COMPANY 
Heater Signals Displayed, Weather and Rail Conditions 

· ··········'· '91 

Below 20° Fahr S ii:nal i 
Between 20° and 32• Fahr 
Above 32° Fahr 1

' 1 oro 

Division 1 Division 2 Division J Division 4 Divisio~ 5 Division 6 Division 7 llivision 9 . 

Re{1orted Sig. Reported Sig. Reported Sig. Reported Sig. Reported Sig . Reported Sig. Reported Sig. Reported Sig. 

Period 1 

First Car 

to 

9 a.m. 

Period 2 

9a.m. 
to 

3p.m. 

Periqd J 
3p.m. 

to 

6.3op.m. 

Period 4 

6.JO p.m 
to 

Last Car 

Temp. Wind Weather and Rail Temp. Wmd Weather and Rail Temp. Wind Wealherand Rail Temp. Wmd Weatllarall1! Rail 

1 a.m. 7 a.m. 1 pm 7 p.m. 

2 " 8 2 .. 8 " 
3 g " 3 g " 

4 " 10 " 4 10 " 

5 " 12 5 " 11 

,. ~~~ ' 
., 

Superintendent of Day-Fig. 5, Form for Tabulating Heater Signals, Weather and Rail Conditions 

color. T hese are fi led in a desk box eas ily accessible when a 
report comes in, thus minimizing the time necessary to rece ive 
a report and saving work through the need of but one copyi ng 

is r a rely necessary to use more than one and never more than 
two in one day. Form 3393 (Figs. 5 and 6) is, so to speak, a 
compound one. O ne side is used for a tabulation of heater 

SANu CAR OR WAGON OPERATION. 
} Supt,. of Day ·········· ........ . ...... 

Date 191 

Out In U1 s tri ct l>1v. Ou t I n Distric t Div. Out In District Div. 

-- -
Si·perintendent of Day-Fig. 6, Form for Recording Sand Car Operation 

and thi s on a form covering a ll important points. The divisions 
have been instructed to r eport occur rences just as called for by 
the form and in this way no time is lost over the telephone. 

P'rrm 340'.?--9-10-~.0 BOSTON ELEVATED 

signa ls displayed a t different pe riods by divisions, as well as 
the weather and rail conditions. The reverse side is used for 
the sand car or wagon operation, a record being made of every 

RAILWAY COMPANY 

' 
FI RE J:tL~RMS 

S upt. ol 0.y S &. M. .. 6 A, M. Following Day .... . • . . . . ......... Supt. of Day 

Alarm Box F in> Lo1;ated At REMARKS-Interference with Traffic, etc. 
Sounded 

Superintendent of Day-Fig. 7, Form for Recording Fire Alarms 

-
EXCA. VA.TIO NS 

Watched 

Viv. Na.lure of Exavation Location of Excavation No. :?Men Lighted 

-- ---
Superintendent of Day-Fig. 8, Form for Recording Excavations and Men Assigned to Them 

Form 3400, Fig. 1, a green card, is used for a ll surface 
cars reported defective causing delay or accident of over 3 
minutes and derailments. These cards date from 5 :oo a. m. in 
the morning to 5 :oo a. m. the next morning, in other words 
they start approximately with the first cars in the morning. 

time a sand car goes out or comes in, the district covered and 
the division sending it out. 

Form 3402 (Figs. 7 and 8) is also used for different pur
poses, fire alarms being noted on one side and excavations on 
the reverse. In this connection it is the duty of the superin-
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tendent of the day to make sure that all excavations affecting 
the company are properly watched and lighted at I :oo a. m. 

Form 6142, F ig. 9, is not a card fo:m but a block 8 in. x II 

in ., used only in. winte1· for the hourly report s of snow plows 

The in formation available in the office is of the broadest 
characte r . On the wall there are a large map of the t erritory 
comprising the enti re system with the t racks shown in red ; a 
la rge map of the tracks in Division 8, the central di~tri ct : 

Forf!1 6l4Z.2-l0-600 

BOSTON ELEVA T ED RAILWAY CO M PANY Snow Storm N o. 
B UREAU OF OPER AT ION. OFFICE S UPT OF TR A N SPO RTATION Starte d 

DATE S N OW PLOW OPERATION Ended 

Div. I Div. 2 Div. 3 Div. 4 Div. 5 UIV.11> UIV. I UIV. 9 I tal 
Time Time Time Timi;, Time Time Time Time Plo w111 Lev's. Reported Plow., 1.ev ~ epor ted P 1owq Le,·. Reported P low!" Lev. Reportf•d Plows l ,ev . H,1.•porh!rl Plo w• Le v. Repnrtffi Plciw s Lev. Heporl od f•Jow :c:; L ':' \' R('pored P )O\ll'S Lev ' 

A.M. 

l 

' . ,,,....,.. 
-

12ln 

REMARKS: 

Supt. of Day Supt. of Day 

Superintendent of Day-Fig. g,_ Form for Recording Hourly Reports of Snow P lows 

operated in each division. The form shown in Fig. IO is the 
heading of a sheet 14 in. x 9½ in., used for recording the vari 
ous notices placed on tre hP 11etin boards at any of the 25 car 

Notices on Bulletin Boards. 

a map showing the boundaries of each emergency d istrict; a. 
map of the grades and signals in the East Boston Tunnel ; a. 
framed chart of the night car se rvice : a fram ed special c;ir 

Electric R!J. J ournal 

Superintendent o f Day-F ig. IO, F orm for R ecording Notices Post ed on Bulletin B oards at Different Car Houses 

CAR HOUSE _. CAR DEFECTS 
BODY Total Tota.I Total 

Bell Tr. Pole Clta.raed 

Bell Cord Tr. Cord Cir. Breaker 

Cards Adv . .t Pub T r. Ras" 
Curtain Tr. Wheel Controlle r 

Tail Lhz:hts F uee Hox 

Yeotilator Fusee 

Door Car M€CHANICAL Headlight 

Door Pneum11.t . Il ea er or Sw 

l)r,or VeAt. Air Brake Main Mtr. Sw. 

Draw Bar :M.a..qter Coot. 

Draw Bar Rest Motor 

Feuder Motor Flash 

'Fendn Castin,,.:w. A ir Valves Motor Susp. 

Floor LA.mos 

n • " '"" L<'ad W ires 

B I 'R and i" Lt . Sw. or £-'u ~e 
'1rab !Li ndie Brake Rod Pum11 Oov€'nior 
! fand Strap or Ra.ii Brake Shoe Helavs 
L ifeguard 

lteg. CloC' kM Brah 

HP.~. <.: orJ Ckar a nti <.,"asinll 

H:"ff. Cqrr:1._.u_.,,a~neo.,.e.,_, +--------------+---+-..::11:.;.o'-'t B'-'o'--'x--+--------------+---1-"s"', "-n-'-'Li"'-\• ,,.,ht.c.• ---1------- - - ----+---
Roo( I,e.altg Shakinc_r -. , t ,.,.1,, ., 

Snow Scraner m SCELLANl::OUS 

Si,hd Rox or Snout ~prmg8, .J ournal 

Sea.t R Sa uealin .z I n l"olll s ion 
Sf'atArm WhPc l 
Side Ba r Boli-.ter 

!J i ,· 

Bucking 

Tr . Ca tche r 

Superintendent of Day-F ig . II , Form Used at Car Houses for Recording Car Defects 

houses on the system. All important matters affecting ca rs en 
route, such as diversion of cars, oil on rails, important street 
~ork necessitating cars running with caution, are posted 111 

chalk on large bulletins in plain sight at each ca r house. 

tariff: a fram ed fire alarm schedule : a bu llet in board co mposed 
o f removable strips of white cardboard with ½ -in. black 
letters o f important telephone numbers such as emergency hos
pitals, city departments, etc. : a simila r board fo r tracks which 
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for one reason or another are closed to operation, and at the 
bottom o f t ins bulletin are slides fo r important notices which 
run over from one superintendent of the day to the other. 

In addition to the above, which a re all on the walls, there are 
accessible ; 

A fi le o f all current t ransportation matters. 
A fi le of the daily layout fo r the road department. 
Blueprints of the entire track layout o f the system 
All general orders and bulletins . 
All rule books. 
A book of city traffic regulations. 
A book of emergency routes fo r the dive rsion o f cars in the 

congested district. 
A street directory. 
Route books. 
Various literature of connecting roads. 
A list of bridges over whic.h the heavy cars on the system 

cannot operate. 
A list of all station masters, starters and their hours of duty. 
A list of st reet inspectors, with distric ts, hour of duty and 

call boxes. 

ATTRACTING PARK BUSINESS IN LYNCHBURGt VA. 
T he Lynchburg T raction & Light Company, of which R D. 

Apperson is president and general manager, operates a pleasure 
resort known as Rivermont Park No admission is charged 
to the park The latter is only 2 miles from the center of 
Lynchburg, but owing to the hilly character of this section 
practically all of the visitors come on the company's cars. In 
addition to the staple amusements fo r summer parks, such as 
free dancing and moving pictures, theatrical performances at 
nominal charge, penny arcade, bowling alleys, pool rooms, etc., 
the company tri ed recently two interesting departures which 
were very successful. One of these was to give in the park 
casino illustrated concerts by means of a string quartet and 
Victor Gold Seal opera records. The musicians and the horn
less instrument known as an auxetophone were placed amid 
artistically grouped palms so that the whole effect was very 
pleasing. These concerts were given on Sunday afternoons 
and on weekday evenings. They were fo llowed by moving pic
tures and dancing on weekday nights. 

The other novelty which the company tried was to have the 

Casino at Rivermont Park, Lynchburg, Va. 

A card timetable of all lin es which run throughout the day 
on the system. 

Memorandum blocks fo r claims, complaints and special cars , 
which a re used after the offices close for the day. 

Lastly, a standa rd clock, thermometer and fire alarm tapper. 
A ll special cars are checked up by the superintendent of the 

day a short time before they are due to pull out fro m the car 
house, and in th is way the liability to error is r educed to a 
minimum. Dasher poste rs a re also regulated from the offi ce 
so that no poster s will be displayed after their expiring 
date. 

A recent addition to the duties has been the checking up of 
all disabled cars. Each morning there is received the repo rt 
from the starters of the 25 car houses giving the disabled car s 
of the day previous and the causes. These are entered on form 
3410, Fig I I, there being one card for each car house. At the 
end of the month these are totaled in the office of the super
intendent of transportation. An accurate record of all car 
defects is secured which can then be checked with the mechani
cal department. 

It will be seen, therefore, that there has developed a well
equipped office, relieving the superintendent of transportation 
of an enormous amount of detail, thus permitting his attention 
to broader fie lds and also exercis ing a very valuable function of 
taking up many loose ends and stimulating the proper per
fo rmance of duty in transpor tation matters by division 
offidals 

Salvation Army hold services at the park on Sunday nights, 
accomp anying them by stereopticon views of Bible history. It 
took some time to convince the Salvationi sts that this scheme 
woul d be desirable, but a ft er the fir st meeting they were very 
enthusiastic over it. The company gave the use of the park 
to the Army without any charge whatever while two Salvation 
Army g irls accepted offerings at the gates. 

Mr. Apperson is also president of the Roanoke Railway & 
Electric Company, which operates a resort known as Mountain 
Park T he latter place is operated along quite different lines 
from the one at Lynchburg, as R oanoke has a cosmopolitan 
population. Thus, vaudeville is one o f the most popular fea
tu res at Roanoke, whereas it has not been at all successful 
at Lynchburg. 

- - - ... ·♦·----
"North Dakota Lignite as a F uel for P ower-Plant Boilers" is 

the title of Bulletin No. 2, just issued by the Bureau of Mines. 
T his bulletin describes a series of tests with brown lignite 
at the pumping plant of the United States R eclamation Serv
ice at Willi ston, N. D. The furnace was of the semi-gas 
producer type. The results of the tests on the lignite 
show that thi s fuel, though generally considered unsatisfactory, 
may be used with fair economy under boilers that generate their 
full rated capacity. The tests were conducted by the Techno
logic Branch of the Geological Survey, which is now a part of 
the Bureau of Mines. The authors of the bulletin are D. T. 
Randall and Henry Kreisinger. 
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TRACK DEPARTMENT S':f ANDARDS OF NEW YORK 
STATE RAILWAYS 

A number of stan'dard designs of t rack and right-of-way 
structures have recently been adopted by the Rochester inter
urban lines of the New York State Railways. These standards 
have been designed by B. E. Tilton, engineer of maintenance 
of way, and are being gradually installed on the Rochester & 
Eastern Rapid Railway and the Rochester & Sodus Bay Railway 

Fig. ;r. , Fig. 2. Fig. 3. 

black border I in. wide. The post and the back of the sign arc 
painted black. 

The section boundary sign is similar in shape to the stop sign, 
but is smaller, being 8 in. x 12 in. and mounted on a 3-in. x 3-in. 
post, 4 ft. above the ground. The word "Section," with the 
number of the section below it, is painted in black letters r½ in. 
high on a white field, with a 1-in. black border. The back of 
the sign and the post are painted black. This sign is also placed 
8 ft. to one side of the center line of the track. 

Fig. 4, Fig. 5. F ig. 6. 

Figs. 1 to 6- Standard Signs 

as part of the regular maintenance work. It is the intention to 
have the track and structures of both of these rai lways com
pletely standar dized in the near future. 

T he standar ds which have been adopted may be divided into 
special track signs, standard track construction details and 
miscellaneous standards relating to the track department. 

STANDARD TRACK SIGN S 

A number of typical standard track signs are illustrated in 
the accompanying engravings. The following brief descrip
tions of a few of the standard signs may be of interest. 

f 
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Fig. 7. Fig. 8. 

Figs. 7 and 8-Standard Signs 

The sign erected at all highway crossings where interurban 
cars stop is shown in Fig. I. The post is set 8 ft. to one side 
of the center line of the track on the far side of the highway. 
When the track is located in th e center of a street in a vi llage 
the sign is placed back of the curb line. The letters, which are 
2 in. high, are painted black on a white field, surrounded by a 

The standard siding shown in Fig. 3 is placed 500 ft. in 
advance of each siding as a marker. The letters, which are 
3 in. high, are white on a black field surrounded by a white 
border. The post and the back of the sign are painted black. 

The yard limit sign, used to warn cars entering yard limits, 
is of the same size and shape as the siding sign. It is 5 ft. high 
and is located on the right-hand side of the track 8 ft. out from 
the center line so that it can be seen from cars entering the 
yard. The letters are 4 in. high, painted white on a green field 
with a white border. The post and back of the sign are black. 

The trespass sign placed at all highway crossings and at 
points where private right-of-way begins is the same size and 
shape as the siding sign and has printed on one side the words 
"Private Right-of-Way; Trespassing Forbidden." The letters 
are r¼ in. high, painted black on a white field with a black 
border. 

The town-line sign is placed at all points along the route 
where town boundaries intersect the right-of-way. These signs 
consist of two boards of the same size and shape as the siding 
sign mounted back to back on the top of a 4-in. x 4-in. post 
5 ft. above the ground. · On each board are painted the words 

"Town Line" in black letters I¼ in. high with the name o f the 
town below in black letters 2 in. high. T he field is white, sur
rounded with a black border I in . wi de. 

The post for marking the right-of-way boundaries is made 
of oak, 4 in. x 4 in., set 3 ft. in the ground and project ing 3 ft. 
above the ground. On all fo ur sides of the post are painted 
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the letter s "R of W ." T he capital letters are 2 in. high and 
the small letters 1¼ in. high. They are painted black and the 
body of the post is painted white. These posts are placed 
along the right-of-way at places where there is no fence. 

Where the speed of ca rs is limited in passing through a 
village a slow sign is placed alongside of the track 500 ft. from 
the village limits. This sign is made of 2-in. x IO-in. oak plank 
on which is painted the letter · "S." The post is set in the 
ground 3 ft. and projects above the ground 4 ft. It is painted 
black on all fo ur sides and the letter '' S" is painted white. 

Rochester, and below it the number of miles to the terminal. 
The letters are black and are 3 ·in. high ; the posts are painted 
white. The standard mile post is shown in Fig. 5. 

On certain curves, where a maximum speed of 20 m.p.h. or 
less is the limit for safe running, a curve signal illustrated in 
Fig. 8 is used. This signal, which is in the shape of a 
semaphore a rm 3 ft. S in. long arid 8 in. wide, is painted green 
with 1-in. vertical black stripes. When the a rm is mounted in 
the horizontal position it indicates a curve above 15 deg., over 
which the maximum running speed is IO m.p.h. For curves 

Electric Ry • .,To-urn.al 

Fig. 10-Standard Portable Snow Fence Fig. II-Guard Rail Point Block 

T he whistle sign shown in Fig. 4 is the same as the standard 
slow sign except that it has the letter " \V" painted in white on 
a black ground. It is placed rooo ft. in advance of a ll public 
highway crossings at grade. 

One of the most difficult tasks in maintaining interurban 
track is to preserve accurate and uniform superelevation of t he 
o uter rails on curves. A standard superelevation post is now 
being used on all curves of the Rochester interurban lines for 
t he guidance of section foremen. Such a post is shown in 
F ig. 6. Four of these posts are used for each simple curve, 

E. 
w hether spiraled or not. A post marked - 1s placed near the 

0 

beginning and end of each curve on the tangent track, indi
c: ating zero superelevation. Simila~ posts are also placed at the 

: . -ai.J'!_ - ___J 
--1-2:... 

-¼i~-~2½11 
f 11 

ll - ~--6--8- -

Cross Section 
l/ 'I JY, , 

,' 

~~ 2'of l
11

Pipe. 

!)
1 B r~ 

1/i ·Detail of 
Section Separato r. 
of Slat. 

Fig. 12-Wooden Cattle Guard 

beginning and end of the true circular curve and the amount of 
superelevation is painted on them below the letter "E," as for 

E 
example, --;:-:; . On the back of the post marking zero super-

21/2 

elevation is painted the number of the curve. These super
elevation posts are white and the letters are. 3 m. high, painted 
black. 

The standard mile post is of oak, 6 in. x 6 in., set 8 ft. out 
from the center line of the track with the faces at an angle 
of 45 deg. with the center line. On each of the faces nearest 
the track is painted the letter "R." indicating: distance from 

above IO deg. and below 15 deg., on which the maximum 
speed is 20 m.p.h., the arm is placed at an angle of 45 deg. from 
the horizontal. These signs are mounted 500 ft. in advance of 
the curves for which they serve as a warning signal. 

All bridges on the interurban lines are numbered and near 
each bridge a standard bridge number sign (Fig. 2) is mounted 
on the r ight-of-way near the track. The sign consists of a piece 
of 3/16-in. sheet steel, 8 in. x IO in., bolted to the base of a 
short piece of old T-rail, set vertically in the ground. The face 
of the sign is painted white with a black border ¾ in. wide 
and the number of the bridge is painted in black figures 3½ in. 
high. 

The standard highway crossing sign is shown in Fig. 7. 
The letters are 9 in. high and are painted black on a white 
ground. 

TRACK DETAILS 

The standard cross-section of roadbed for single and double 
track is shown in Fig. 9. The full lines indicate the present 
cross-section of slope and ballast and the dotted lines· indicate 
the outlines which are being used in all new · construction and 
wh_ich are being attained gradually in ballasting and in general 
track maintenance. 

The standard rail rest used for supporting extra rails along 
the right-of-way is made of oak, IO in. x 12 in., and the top 
is shouldered so as to support three rails. For supporting rails 

i<---' --------1-l!-" - -------....! 
I ! 

Fig. 13-Street Barrier 

i-----s-" __ ___, 
Electric Ry. J ourn:d 

33 ft. long two posts s·et 17 ft. apart are used. For supporting 
6o-ft. rails three posts set 21 ft. apart are used. 

Guard rails of the same height as the track rails are used on 
all bridges. They extend 50 ft. beyond the bridge on each 
side and are brought together at their ends with a white oak 
point block shown in Fig. II. The guard rails are gaged 5 ~n. 
inside of the track rails and are spiked to every other tie. 
Where a short radius curve leads on to a bridge the guard 
rail is drawn out to 1½ in. from the gage line of the track rail 
and is continued on around the curve. The oak guard rail 
point is placed on tangent track in all cases. 
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Wooden cattle gua rds are being installed at all intersections 
with public highways. The details of construction o f th ese 
guards are shown in Fig. 12. 

Much trouble is experienced from drifting snow in Western 
New York and portable snow fences o f the design shown in 
Fig. IO are extensively used to protect cuts and other places 
where snow accumulates . These fences are made in sections 
14 ft. long and are self-supporting. They can be stored or 
transported flat and a re quickly set up or taken down. 

---·•·♦·----

RECORDS OF WHEEL GUARD INST ALLA TIO NS IN 
BROOKLYN 

The Brooklyn Rapid Transit Company is installing at pres
ent a total of 2563 wheel guards of the H-B, Hipwood and 
Parmenter types. In this connection the car equipment de
partment devised the tabular record reproduced herewith to 
keep track of the shipments of these guards as received at the 
Thirty-ninth Street and Fifty-second Street shops. Columns 
are provided on this record fo r the classification of the type of 

HEARING ON SERVICE AND VENTILATION IN BROOKLYN 
A hearing was held befo re Commi ssioner McCarroll of the 

Public Service Commission of the First District o f New York 
on Nov. 2 1, 19rn, on the motion o f the commission to investi
gate the question of improving and adding to the se r vice an d 
equipment of the Brooklyn U nion E levated Railroad, Nassau 
E lectric Railroad, Sea Beach Railway and the South Brooklyn 
Railroad. G. H . Backus, as counsel, conducted the case fo r the 
commission and W . S. Menden, ass istant general manager of 
th e Brooklyn Rapid T r ansit Company, appeared fo r the com
panies. Mr. Backus said the Brooklyn Rapid Transit Company, 
which controls the companies previously mentioned, contended 
that tests made in the presence of r epresentatives of the com
missi on to determine the ventil ation o f the convertible cars in 
use on its elevated lines showed that the car s were well venti
lated and establi shed the fact that the complaint ab out insuffi 
cient ventil ation was caused by temporary conditions at the be
ginning o f October when the car s were converted into closed 
car s and the weather continued to be more than usually warm. 

W alter E. J ohnson, chief dra ft sman of the mechanical de-
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Brooklyn Rapid Transit Schedule Showing Delivery of Wheel Guards for Various Types of Cars. 

car, the number of each type, the car serial numbers, the de" 
livery dates and, finally, a seri es of ruled secti ons correspond
ing to the total number of equipments for each group of cars. 
These sections are filled in as the corresponding equipm ents 
are received, so by a glance at the chart one can see immedi
ately just what proportion of the order has been filled to date. 

A daily report o f the guards as installed on specified types 
and numbered cars is sent to the superintendent o f equipment 
from the two shops mentioned. Copies o f this report are trans
mitted at once to the transportation department and to the 
claim agent. The daily reports are assembled on a progress 
sheet which shows the ca r number s, the date when the cars went 
in and out of the shops and their types. These progress reports 
·are sent monthly to the P ublic Service Commission o f the First 
District and also to the interested departments o f the r ailway. 

----·•·----
The annual r eport of the Sta te Rail road Commission of 

Michigan for 1909 has been issued. In all 88,848 men are em
ployed by all r ailroads operating in the S tate. T he total pas
senger fares collected by electri c roads doing an interurban 
business were $9,723,832. 

partment o f the Brooklyn Rapid Transit Company, said he had 
made readings in the convertible cars with an anemometer and 
from these r eadings he had calculated the amount of air taken 
in and exhausted fro m these car s. Streamers we re also installed 
in the cars opposite the ventil ators and photographs o f them 
were taken to indicate the circulation o f the air. 

William G. Gove, superintendent of equipment, Brooklyn . 
Rapid Transit Company, said that th e tests made by Mr. John
son convinced him that the convertible cars were properly ven
til ated. Tests were made of car s equi pped with IO ven tilators, 
12 ventila tor s and I4 ventil ator s. Fourteen venti lators, the 
largest number possible, we re installed and the intake of fresh 
air per passenger per minute was 922 cu. ft. 

Cli fton W. Wilder, elect ri cal engineer of the commission, said 
that the accepted standards of ventilation var ied from 5 cu. ft. 
per minute pe r per son to 50 cu. ft. per minu te per person. He 
considered th e ventil ation adequ ate and if more ventilato rs were 
in stalled per ca r the movement of air would not be so positive. 

M r . Mende n said that th e company was considering putting 
some movable sas h in the ca r , so that some of the windows could 
be lowered if necessa ry. T he hearing was then closed. 
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SETTLEMENT OF BROOKLYN TRANSFER CASE 
After further testimony had been offered before the New 

York Public Service Commission of the First District in re
gard to the new transfer system of the Brooklyn Rapid Transit 
Company subsidiary surface railway companies an ag reement 
was made whereby the complaint was withdrawn upon the 
promise that certain modifications would be made in the regu
lations. Accounts of the hearings before the commission in 
this case have been published in the ELECTRIC RAILWAY JOURNAL 
of Oct. 29, Nov. 5 and Nov. 19, r9ro. 

At the hearing on Nov. rs E. G. Connette, transportation 
engineer of the commission, testified that his department had 
investigated all of the complaints that had been received in 
relation to the tra·nskr system. He was prepared to make 
recommendations covering approximately· 23 or 24 complaint 
points. These covered a large part of the complaints, those 
which were the most important and which should be remedied. 
They covered four fundamental locations in the transfer sys-· 
tern. One was reached by a reverse direction trip, but Mr. 
Connette thought the people in this particular district, who 
were now required to pay ro cents fare, should have one fare 
with transfer privileges.- This could be arranged with full 
protection to the company by the issue of duplex tickets. Mr. 
Connette presented a statement showing the changes which he 
recommended. These changes, together with those that had 
already been made by the companies, would take care of prac
tically 75 per cent to 80 per cent of the complaints which had 
been received. Some of the remaining complaints were con
sidered unfounded and unwarranted. 
· Under examination by Grosvenor H. Backus, assistant coun
sel for the commission, Mr. Connette stated that he considered 
all of the changes essential to reasonable and adequate service 
by the several defendant companies in order to provide a 5-cent 
fare to passengers going in the same general direction for a 
distance, not unreasonable, which would ordinarily be covered 
by a 5-cent fare. Passengers could now travel between some 
of the points involved for a 5-cent fare, but only by long, cir
cuitous routes. From an operating point of view it was to the 
advantage of the company to carry passengers by the shortest 
routes possible. 

C. D. Meneely, secretary and treasurer of the companies, 
testi fied that the modifications which it was proposed to install 
would, he thought, with one exception, be established by Nov. 
21. A statement presented by Mr. Meneely showed that the 
number of transfer privileges which existed under the old 
transfer system was 5147. The number under the new system 
was 3210, a reduction of 1937. The I!/37 withdrawals consisted 
of 231 on account of illegal stop-overs; 266 two-ride routes; 
551 on account of reverse directions or three-ride routes; 878 
limitations of free · rides on routes involving two or more com
panies; unnecessary transfers, r r. The use of transfers for 
stop-overs was never intended under the law. Wherever lines 
of two companies exchanged transfers at a point the transfer 
was limited to a cash fare and the second transfer or third ride 
was eliminated. 

A map, prepared under the supervision of the franchise 
bureau of the commission, showing the streets in Brooklyn 
over which two or more street railway companies operate 
jointly, was submitted in evidence. George D. Yeomans, coun
sel for the companies, objected to the introduction of the map, 
but the objection was overruled by Commissioner McCarroll. 
Exception was taken to the ruling. · 

At a subsequent hearing on Nov. 17 Mr. Backus stated that 
representatives of the company had told John J. A. Rogers, 
the complainant, that they would be willing to adopt the sug
gestions made by Mr. Connette on Nov. rs if Mr. Rogers 
would withdraw his complaint. 

Commissioner McCarroll said that the withdrawal of the 
complaint was a question for Mr. Rogers to decide, but it was 
for the commission to determine what should be done as a re
sult of the investigation. 

On Nov. 23 Mr. Yeomans stated that, subject to the wishes 

of the commission, it had been agreed that the companies would 
make the changes suggested, that Mr. Rogers would withdraw 
his complaint and that the matter should be closed. 

Mr. Rogers stated that the causes of his complaint would 
be removed if the companies modified their schedules in ac
cordance with the recommendations of the commission, and he 
asked for an order directing that the modifications be put into 
effect at1d that as to other matters the complaint be dismissed. 

Mr. Yeomans said that the companies would consent that the 
suggestions of Mr. Connette and Mr. Meneely be ordered put 
into effect. 

Commissioner McCarroll said that the proper method would 
be for Mr. Meneely to state what changes it was proposed to 
make and the commission would then consider the case and 
make such order as seemed to be required. Mr. Meneely, there
fore, stated the proposed changes in detail. 

The hearing was then closed. 

----·•·----
ANNUAL DINNER OF THE RAILWAY BUSINESS 

ASSOCIATION 
The annual diner of the Railway Business Association was 

held at the Waldorf-Astoria, New York City, on Nov. 22, r9ro 
President George A. Post presided, and addresses wer~ 1,-.~;de 
by Hon. Martin A. Knapp, chairman Interstate Commerce 
Commission; Daniel Willard, president Baltimore & Ohio Rail
road; John Claflin, president H. B. Claflin Company, and 
Thomas A. Daley, the editor of a Philadelphia newspaper. 

Mr. Willard, the first speaker, referred to the hazards in
volved in financing the first railroads. Capital was diffir:ult to 
obtain, and some railroads failed. Others earned large rewards 
or there would have been no railroads. It is claimed that in 
these early days rebates were granted, that the railroads exer
cised a controlling influence in some legislatures through the 
issue of fr ee transportation or the payment of money, that some 
of the railroads were overcapitalized, and that large individual 
fortunes were made by improper, if not illegitimate, practices in 
that connection. Doubtless there was sufficient cause for com
plaint. To hold otherwise would be to hold that the men en
gaged in railway affairs were not subject to the same human 
limitations and weaknesses that are known to be the common 
heritage of mankind. The feeling aroused by these practices 
finally found expression in laws, notably in the Interstate Com
merce Act. Mr. Willard said that, as a result of legislation, re
bates and unjust discrimination have disappeared, or, if not al
together, then relief could be found in existing laws. He con
sidered no additional law necessary in that direction. In regard 
to the claim that the American railways are overcapitalized, he 
quoted the capital per mile of track for railroads in different 
countries. American roads were the lowest in the list. To keep 
pace with the development of the country the additional invest
ment of $r,ooo,ooo,ooo per year would be absolutely necessary for 
at least a number of years . During the last ro years the railroads 
had spend enormous sums for improvements, such as reducing 
gr-ades, eliminating curves and enlarging terminals to offset the 
constantly increasing cost of operation. The possibilities of 
future economies resulting from further similar expenditures 
were largely exhausted, so that if costs continue to increase the 
on ly way to meet the situation was by an increase in rates. A 
great deal had been said in · regard to what constituted a fair 
and reasonable return on money invested in railway securities. 
If the railroads were finished and no new capital was needed it 
might then be of interest to discuss what rate of interest or divi
dends should be paid in the future on money borrowed in the 
past. But the railroads were not finished and a large amount of, 
new capital was required by. them. This money would not be 
obtained if the man who had money was told simply that he 
would be paid a fair rate. He would insist upon having not 
what others thought would be a "fair" rate, but what he himself 
considered a satisfactory rate, and in reaching that conclusion 
he would be influenced by many elements, which, taken as a 
whole, constituted credit. 

T n conclusion Mr. Willard said that he thought that the rail-
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roads should keep out of politics and, through their proper 
officers, should co-operate as far as possible with the Interstate 
Commerce Commission. He thought that in the minds of rail
road managers there was a feeling of hesitancy and uncertainty 
about the future. Possibly that feeling was not justified, but 
the question was how it could be corrected. He thought that 
the way to bring this about would be for the people to adopt a 
liberal policy in future legislation and possibly to try what could 
be done under the existing laws. 

Mr. Knapp made a long, interesting speech, saying, in part : 
"If our country is to grow and prosper as it ought, if its un

told resources are to be developed and its swelling numbers find 
profitable employment, we need and must have railway earnings 
sufficient for three things: 

"First-A return on railway investments of such amount and 
so well assured as to attract and secure the necessary capital
an enormous sum in the aggregate-to improve existing roads 
and to construct without delay thousands of miles of new lines 
in fruitful districts now destitute of any means of transporta
tion. It is a matter of common knowledge that the output of 
traffic for the fiscal year 1907 exceeded our entire carrying 
capacity on land and water. ·with the rapid increase of popula
tion and of productive efficiency-that is, with a greater army 
of workers and better industrial organization-the volume of 
that vear ought to be and will be nearly doubled in another 
decade if we can provide for prompt and proper distribution. 

"Second-The payment of liberal wages to an adequate num
ber of competent men. This not only to insure increasing skill 
and reliability in a service which is all the while becoming more 
exacting and on which the safety and comfort of the public con
stantly depend, but also because of the ver·y great influence of 
railway wages upon the compensation of labor in every other 
sphere and grade of private employment. 

"Third-The betterment of existing lines so as greatly to aug
ment their serviceableness to the public, as can in varying de
gree be done everywhere, without unnecessary and undesirable 
increase in capitalization. Every dollar borrowed to improve a 
road now in operation involves a permanent addition to the in
terest charge which the public is required to pay; the improve
ment from current earnings puts no lien upon the property, but 
rather augments its value and usefulness, and by adding to the 
security of the capital already invested tends to a low~r rate 
of interest upon that capital." 

In discussing the question of a reasonable return on money 
invested in railroad properties, he said that without specifying 
any exact rate or rates he considered that the return should be 
sufficient to encourage capitalists greatly to extend the railroad 
facilities in• all parts of the country. 

Mr. Claflin spoke as a shipper interested as an investor not 
only in the wholesale merchandise business, but also in retail 
merchandise stores throughout the country. He stated, as an 
example, that a retail business in the Far West with sales of 
about $1,000,000 per annum would pay freight and express rates 
from the East of about $25,000 per annum. If the freight rates 
should be raised 12 per cent the increased expenses to this 
store would be about $3,000 per annum. He thought that the 
retail merchants would find that their prosperous years coin
cided largely with the years of railway extension and improvf
ments and their unprosperous years with railway retrenchment. 
and he believed that if the increase in freight rates mentioned 
by him would mean the prosperity of the railroads the profit 
of the retail business cited would be far greater than the $3,000 
mentioned. With a business further east, or near the Ohin 
River, the gain to the merchant would be materially greater. 
Merchants wanted, of course, the best rate for transportation 
which they could get, but recently many of them had been think
ing more about the quality of the service and the prosperity 
of allied interests than about the rate. 

At th e annual meeting of the Railway Business Association 
the following officers were elected: President, George A. Post; 
vice-presidents, H. H. Westinghouse, C. H. Cutler, W. H. Mar
shall, E. S. S. Keith, A. H. Mulliken, 0. P. Letchworth, A. M. 
Kittredge; treasurer, Charles A. Moore. 

WEAR OF RAIL WAY MOTOR GEAR AND PINION TEETH
CAUSES AND SUGGESTED MEANS OF RELIEF* 

BY T. W. WILLIAMS, GE NERAL ELECTRIC COMPANY 

The early 15-hp motors used cast-iron gears and rawhide 
p1111ons. Later pinions were made of alternate strips of raw
hide and steel. Finally, cast steel replaced cast iron for the 
gears and forged steel rawhide for the pinions. 

Many factors enter into the causes for wear of gear and 
pinion teeth. The most important are the following: The 
proper selection and tre·atment of steel; the effect of wear of 
axle and armature bearings causing improper alignment of 
gear and pinion teeth; the proper methods of lubrication. 

The following comments with respect to these causes for 
wear are perhaps worthy of attention. 

THE PROPER SELECTION AND TREATMENT OF STEEL 

Until recently untreated machine-steel forgings Were used 
exclusively for pinions and cast steel for gears. An examina
tion of such gear or pinion teeth when outworn shows that the 
metal has been squeezed from the face of the teeth and has 
flowed over the sides and the top, especially in pinion teeth. 
The ductility of such steel is high and any peening action will 
make it flow very readily. Gear teeth are cut to a curve that 
assures a rolling motion between the meshing members, but 
this rolling motion no longer exists as soon as the curved teeth 
become flattened out from peening. Instead there is introduced 
a grinding action which causes the increasing ratio in wear of 
teeth during the life of gears. The increase in the life of gear 
and pinion teeth has been brought about by two different treat
ments of steel-oil-quenching and case-hardening. 

OIL-QUENCHING TREATMENT 

The first treatment involves the use of steel containing about 
0.7 per cent carbon, heating it to a predetermined value and 
quenching it in oil. Before treatment such steel has approxi
mately the following physical characteristics : 

Tens(le _st~engtb ...............................• , .. 85,000 lb. per sq. in. 
ilasttc _ !tm!t. , • , , , , , ............................... 40,000 lb. per sq. in. 

eduction m area .........................................• 4o per cent 
Elongation ............ . ............................•..... 1 8 per cent 
Hardness .......••................................... , . . . . . . . . . . 12 0 

After the heat treatment the physical characteristics would be 
changed to the following values: 

li~tr.%.:.:::::: : : : i: ___ : n_:::::_:
1ifi:i\~i 

This treatment serves two purposes: First, it practically 
doubles the strength as revealed by the difference between the 
elastic limits before and after treatment; second, it also more 
than doubles the degree of hardness. This increased hardness, 
however, can be obtained only at a sacrifice to ductility, or, in 
this case, a reduction in area value. Great ductility is a cause 
of the peening action which readily distorts the teeth. 

It may be urged that if the ductility is reduced the metal 
may be so brittle that it will break when it receives some un
usual blow. Undoubtedly it will , but this objection can be an
swered by making the. elastic limit of the metal high enough to 
take care of any strain to which the motor can subject it. 

CASE- HARDENING TREATMENT 

Since a lack of ductility with a corresponding high elastic 
limit and extreme hardness tends to increase the life of gear 
and pinion teeth, the furthest step in that direction would seem 
not to be amiss. Such results can be obtained by using the case
hardening or carbonizing treatment, whereby fr ee carbon is im
pregnated into the face of the steel to be hardened. 

Several methods are employed 'to impregnate the carbon. 
PP,rhaps the best known process is to place the untreated pinion 
or gear in a metal box containing bonednst, after which th e 
box is placed in a furnace and kept at a prede termined heat for 
several hours, the time depending on the. depth the hardness is 
rc(]uirecl to penetrate the metal. As the bonedust is carbon-

• Abstract of a paper read before the meeting of the Central Electric 
Railway Associa tion, Dayton, Ohio, Dec. 1, 1910. 



I 104 ELECTRIC RAILWAY JOURNAL. rvoL. XXXVI. No. 23. 

ized, the free carbon impregnates the face of the teeth to about 
r per cent on the surface, but the proportion gradually tapers 
off to the original quantity at a depth of about o.r in. below 
the surface. A fter this process has been completed, the meta l 
while still at a bright heat is plunged into cold water to harden 
the face of the stee l. 

Steel with a ver y low carbon content is necessary fo r this 
case-hardening process because the object is to make the face 
of the teeth nry. hard ( and necessarily brittle), but to keep the 
center tough in order that it may act as a shock-absorbing 
cushion. Steel containing 0.2 per cent combined carbon is un
affected in it s hardness characteristic when heated and quenched 
in water, but a fter 0.3 per cent and over of carbon is introduced 
the hardness increases with the added content of carbon. Since 
the carbon introduced from the outside source decreases in 
amount as it goes toward the ce nter of the tooth, a gradually 
increasing ductility necessarily obtains in the same direction. 
It is practically impossible to obtain the true physical character-

t. WHEN NEW 
! WH£NWORN 

BGJI~ Lt 

end, Fig. B, has worn on the side near the axle. This allows 
the pinion teeth to take a position at an angle to the gear teeth, 
which means that the end of the teeth nearer the motor do 
most of the work while the pitch lines at the other end of the 
gear and pinion teeth are so far apart that they do not trans
mit their share of the energy. At the same time the axle bear
ings on which the motor is mounted have worn on the side away 
from the motor, Fig. C. Figs. D and E show the unsatisfactory 
condition under which a new gear and pinion would have to 
operate if they were mounted on the axle and armature shafts 
when the bearings had worn 1/s in. and r/16 in. respectively. 
Fig. D shows the end of the teeth near the motor-here the 
middle pinion tooth is meshing with the gear tooth and the pitch 
circles have to spread apart 0.13 in. Fig. E shows the other end 
of the same teeth-here it will be seen that the middle pinion 
tooth does not touch the gear tooth by r/32 in., while the pitch 
lines have spread 0.16 in. 

If a soft-steel gear and pinion were used in this case it 

Views Illustrating the Effect of Bearing Wear on Gears and Pinions. 

1st1cs of the carbonized portion of this metal, but they are 
approximately as fo ll o\\' s : 
Tensile st rength .. .. . .. . . .. . . ........... .. .. .... .. . 140 ,000 lb. per sq. in. 
Elastic limit. .. ... .. .......... .......... .. .. ....... 13 5 , 000 lb. per sq. in. 
Reduction in area and elonga ti on ......... ....... 2 per cent o r 3 per cent 
Hardness : ....... . . . ......... ................ ................... 625 

Here is a case wh ere the hardness is doubled again, fo r it is 
over twice the figure for the oil-hardened steel previously men
tioned. On the other hand, the brittleness has grea tly increased, 
but to offset thi s the elastic limit has been raised from 85,000 
lb. to 135 ,000 lb., or high er than the tensile strength of the oil
hardened steel. 

It remains to be demonstrated that carbonized steel gears and 
pinions have sufficient tooth strength to meet the heavy service 
demands for which high-carbon. oil-treated steel has proved 
adequate. However, the results so far attained strongly indi
cate that by reason of its long life carbonized steel will be 
generally used for street · railway and interurban service. 

T HE EFFECT OF WEAR OF ARMATURE AND AXLE BEARIN GS 

The wear of gear and pinion teeth would be greatly reduced 
i f it were possible to place a bearing on each side of the gear 
and pinion. because under present conditions, when power is 
transmitted from the pinion to the gear, the armature and axle 
shafts t end to spring away from one another. The accompany
ing drawings show in detail the very disadvantageous way gears 
and pinions have to operate when the armature bearings have 
worn r/r6 in. and the axle bearing 1/s in. In Fig. A the arma
ture-shaft bearing adjacent to the pinion has worn on the side 
which is further from the axle, while the bearing at the other 

would be only a short time before they aligned themselves on 
account of the rapid peening action at the meshing encl. It is 
a question what would happen to the case-hardened product 
under similar circumstances, especially if the tooth were heavily 
loaded. Common sense would certainly dictate the installation 
of new bearings when the gears and pinions are renewed. 

Both tooth wear and bearing wear would be largely elimi
nated if a gear and pinion could be mounted on each side of the 
motor. Such a scheme would be particularly beneficial where 
an e;x:treme width of gear face is necessary in the case of large
capacity motors, but unfortunately these motors now occupy 
nearly all the available space between the wheels. 

The question, then, is what portion of the motor can be short
ened to allow room for the second gear and pinion. Obviously 
neither the bearings nor the commutator can be shortened, so 
that only the armature is left. Now, if the length of the arma
ture is shortened, the diameter must be proportionately in
creased. Under existing conditions the clearance between the 
bottom of large motors and the roadbed is a minimum. Hence 
the increased diameter of the armature would necessitate an 
expensive redesign of the trucks and an increased diameter of 
wheels; in other words, the increased expense of manufacture 
would be greater than any saving possible in the bearings and 
gearing. 

LUBRICATION AND METHOD OF LUBRICATION 

The lubrication of meshing teeth in a train of gears is quite 
different from the lubrication of bearings. No lubricant can 
prevent the peening action on the teeth; it can only prevent 
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grinding caused by actual friction . The teeth would run satis
factori ly in a bath of machine oil if t hey could be cut by the 
epicycloidal or two-curve method, which would provide a true 
roll , and if the faces of the teeth were very hard. Unfortunate
ly a single-curve or involute tooth has to be employed on ac
count of its greater strength at the base and this design does 
not offer an absolutely true rolling motion. (The epicycloidal 
teeth cannot operate unless the distance between the gear cen
ters remains constant.) To overcome this defect of the in
volute tooth there must be used a lubricant which will act as 
far as possible as a cushion betwel,"n the meshing members. 
The lubricant must also be of such consistency that it will ad
here to the faces of the teeth, forming a coat strong enough 
practically to prevent the faces of the meshing teeth from 
touching one another. Gritty matter blown from the roadbed 
in to the gear case has a very hurtful effect on the life of 
gear teeth. A lubricant which is able to fulfil the conditions 
mentioned has characteristics greatly in its favor. Gear cases 
are designed to hold the gear grease and so take care of the 
proper lubrication of the gear and pinion. The present designs 
are not dustproof. T o make them so would entail increased 
weight and expensi\"e machining. 

Soft-steel gears nm against hard-steel pinions and vice versa 
do not show the best results for the hardened product because 
the gritty matter ,Yhich has drifted into the gear case becomes 
embedded in the face of the soft tooth and laps the hardened 
too'.h. \Vhere hardened gears and pinions are run together 
trouble from grit does not seem to be so great. Doubtless the 
pr esent design of gear cases will be good enough, owing to the 
general trend o f master mechanics to recomn:iend the hardened 
gearing. 

The writer offers the following suggestions, to sum up, in 
answer to the question of how to obtain long life for gears and 
pinions: 

Use the hardest metal possible in the teeth consistent with an 
elastic limit higher than any strains that can be imposed upon 
them. Do not let the armature or axle bearings wear more 
than r/r6 in., less if possible. Use a heavy clinging gear 
grease that is unaffected by ordinary limits of atmospheric 
temperature. Keep the gear cases as dustproof as possible. 

---... ·♦·----

RECENT DEVELOPMEN TS IN CAR HEATING AND 
VENTILATION* 

BY H. S. W ILLIAMS, CHIEF E N GI N EER, PETER SMITH HEATER 

COMPA N Y 

The latest development in heaters for electric cars is a syst~m 
combining heating and ventilation. This has been brought 
about by the long- felt need for proper ventilation, particularly 
on crowded city cars. Deck sash ventilators have failed to meet 
these requirements. Thi s demand for ventilation is but a part 
of a general movement for better sanitary conditions. Already 
at least one State and several of the larger cities have taken the 
matter up, and through by-laws and ordinances have estab
lished standards fo r both heating and ventilation to which the 
railway companies mu st conform. It is also noticeable in cur
rent di scussions on the arch roof for cars that the subject of 
ventilation is one of th e m ain points considered in connecti on 
with it. 

The early electric cars were without vestibules and the doors 
and windows fitted loosely. Consequently, enough air leaked in 
to supply all that was needed for ventilation. Through the in
troduction of closed vestibules, double floors, double windows 
and weather ~trippin gs the cars have become more nearly air
tight, hence the leakage of air into the car is largely cut off 
and other means must be tried in order to supply the required 
amount nf ventilating air. 

H EATI NG A N D VEN TILATI NG REQ U IREMEN TS 

Three conditions must be sati sfi ed in meeting the require
ments or heating and ventilating cars : First, the heat within 

* Abstract of a oaper read he for e th e m<°etin g of the Cent ra l El ectric 
Railway Association at Dayton, Ohio, Dec. , , 19rn . 

the cars must be maintained at a given point ; second, suffi
cient fresh air must be introduced to keep the air up to a 
standard of purity, and, third, it must enter without producing 
a disagreeable draft. An electric car is one of the hardest 
places to heat and ventilate. It is exposed on all sides. It has 
a large proportion of glass, which means that a relatively large 
amount of heat must be supplied to make up that lost by 
surface radiation. Furthermore, a car meets many conditions 
of exposure and shelter, so that its conditions are not uni
form. . It runs at full speed one minute and stands still the 
next; doors are opened and closed at irregular intervals and 
for irregular spaces of time; it is full of passengers at one 
time and almost immediately afterward it is empty. Then, too, 
opinions differ widely as to the proper temperature to be main
tained. 

For example, the city of Chicago requires its cars to be 
heated to 50 deg. Fahr.; the Massachusetts Railroad Commis
sion requires that the street cars under its jurisdiction shall be 
heated when the temperature of the atmosphere is less than 40 
deg. above zero and that the temperature be maintained in the 
cars at a point not lower than 40 deg. nor higher than 50 deg. 
A common standard amo:1g operating companies is to maintain 
60 deg. Fahr. This standard of the Massachusetts Railroad 
Commission will be found fairly satisfactory for city service, 
but not sufficient for interurban service, where long rides at 
high speed are the rule. For the latter service the temperature 
within the car should be maintained at about 65 deg. Owing 
to the fact that travelers in winter are heavily clothed, thi s 
temperature will be found quite satisfactory. For extremely 
long runs, however, where the traffic compares with steam train 
service the temperature should be 70 deg. 

After having determined the temperature which should be 
maintained in the car, the next problem is to determine the 
necessary quantity of heat. It is difficult to determine this quan
tity theoretically owing to the many variable factors encoun 
tered. For example, the heat to be supplied depends upon the 
temperature to be maintained, the amount lost through radia
tion from the car body, the amount supplied to make good that 
lost by the air used for ventilation and the number of people 
in the car. The heat lost through radiation is in turn de
pendent upon the material of whi<:h the car is built, thickness 
of walls, proportion of glass installed, whether double windows 
are used or not and the speed of the car. 

The heat required to supply that lost by ventilating air in
cludes the heat lost by warm air within the car which escapes 
through ventilators and the _heat which is used to warm the air 
leaking in through the doors and around the windows. It will 
be readily seen that this is a difficult quantity to determine with 
accuracy, as it depends upon car speed, frequency and number 
of stops, whether windows and doors fit tightly or not, num
ber of ventilators open and many other minor details. The 
number of passengers in a car has a larger bearing upon the 
heat required than is usually supposed, because passengers 

TABLE I- RADIATION LOS SES AND OTHER DATA ON FO UR 
LENGTHS OF CLOSED CA RS 
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enough to occupy half the sca ts will r adiate sufficient heat fro m 
their bodies nearly to make up that lost by ventilating air. Th e 
av erage person gives off heat every hour equivalent to 400 
b.t.u. Therefore, JO pa ssengers will supply per hour an amount 
o f heat approximately equivalent to ½ lb . of coal or to r 
kw-hour. 

The quantity o f heat lost by radiation may he obtained theo
retically by means of well-known fo rmulas. The writer ha s 
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computed the heat lost per hour for four different lengths of 
cars, based upon the construction of a thoroughly modern car 
of the closed type. These figures are given in Table I. 

This table is based upon the quantity of heat necessary to 
maintain a temperature of 60 deg. Fahr. during zero weather. 
Consequently it shows nearly the maximum amount of heat re
quired for the various sizes of cars selected. In the figures 
given in the second column account has been taken of heat given 
off by enough passengers to form approximately two-thirds of 
a seated load in each case. 

In order to determine the value of double car windows from 
a heating standpoint, the saving of heat units has been computed 
and is shown in Table II. 

TABLE II-HEAT SAVING DUE TO THE USE OF DOUBLE CAR 
WINDOWS 

Car body B.t.u. B.t.u. saved by Per cent 
length required double windows saving 
20 ft. 32,380 4,238 13.0 
30 ft, 46,396 6,360 l 3.7 
40 ft. 60,303 8,450 14.0 
so ft. 74,259 ro,600 14.3 

This shows that by use of double windows, under ordinary 
conditions, a saving of from 13 per cent to 14 per cent of the 
cost of heating may be effected. 

Owing to the extensive use of steel sheathing for car sides 
it is well to note its effect on heating when the steel is not 
protected and is in conta.ct with the heated air within the car. 
It may be determined theoretically that under such conditions 
22 per cent more heat is required than if wood were used or 
if the steel were protected or insulated from the warm air with
in the car. 

To obtain the best results from the heating equipment on city 
cars it is unquestionably the best to employ a man to take care 
of the fires and to hold . him responsible. This insures more 
nearly uniform results and greater economies, as this man may 
be thoroughly taught to become an expert in his line. This 
removes the care of the fires from the car crews entirely. Some 
operating men go so far as to advocate locking the heaters in 
such a manner as to prevent any one from regulating the fires 
other than the one responsible for their care. Such a procedure 
would hardly be feasible on long interurban runs. 

THEORETICAL A N D PRACTICAL VENTILATION STANDARDS 

It is entirely impracticable to secure absolutely perfect ven
tilation on electric cars, as the apparatus would be too cumber
some and very expensive to operate. The practical thing is to 
strike a happy medium and use apparatus that will give good 
ventilation at a fair cost. An eminent authority gives 1800 

cu. ft. of fresh air as the quantity which should be supplied per 
hour to every person in a room. To heat this amount of air 
would entail the use of bulky apparatus and the cost of opera
tion would be unreasonably high. The Chicago Board of 
Health, which has gone into the subject of ventilation very ex
haustively, has set a standard which requires the amount of air 
to be delivered into the car to be approximately 14 per cent of 
the amount required for perfect ventilation. It realizes that 
this amount does not impose undue hardship on the operating 
company, and, on the other hand, the public is given good air 

TABLE III-AMOUNT OF AIR WHICH SHOULD BE DELIVERED 
TO A CAR ACCORDING TO IDEAL CONDITIONS AND THE 

RULES OF THE CHICAGO BOARD OF HEALTH. , 

Length of 
car body 

20 ft. 
30 ft. 
40 ft. 
50 ft. 

No. of 
passengers 

52 
78 

104 
,130 

Cu. ft. of fresh 
air per hour at 1,800 

cu. ft. per pass 
93,600 

140,400 
187,200 
234,000 

Cu. ft. fre~h 
air per hour at 

14 per cent of theo-
retical requirements 

13,100 
19,050 
26,200 
32,750 

to breathe. . On this basis the writer has prepared Table III, 
giving the amount of outside air which should be delivered to a 
car to give perfect ventilation and also that required to venti
late it according to the Chicago standard. This tables assumes 
a standing load equal to a seating load and consequently rep
resents nearly maximum conditions. Therefore, if the amount 
of air shown in the fourth column of this table is delivered the 
results will be a ventilation far above the standard at all times 
except during rush hours. 

As noted before, the railways are now considering the adop
tion of a type of car in which the monitor roof will be modified 
to a great extent. If this change is made it will mean an im
provement in heating, because a large glass area will be elimi
nated. The adoption of the arch roof or any of its modifica
tions will make it necessary to provide for the entrance of 
fr esh air and the exit of foul air without producing a disagree
able draft in the car. 

COMBINED HEATING AND VENTILATING APPARATUS 

. A description of apparatus in which ventilation is combined 
with the heating will not be out of place in the discussion of 
this subject. Its essential parts are a coal stove, surrounded by 
air chambers, and a motor-driven blower, to circulate the air 
across the heating. surface and to force it out into the car. The 
construction of the heater proper may be more easily under
stood by reference to the accompanying sectional view. From 
this it will be seen that the stove or combustion chamber is 
surrounded by two sheet-steel casings which form two air. 
chambers. The blower, which is mounted on top of the heater, 
has its intake connected with the outer air chamber, the lower 
end of which communicates with the atmosphere through suit
able holes cut in the car floor. The discharge from the blower 
is connected to the inner air chamber, which in turn com
municates with the pipe, or duct, that leads into the car, and 

'Fresh Air 
Air Currents in Heater
Ventilator Equipment. 

serves to distribute the heated 
air. Consequently, when the 
blower is started fresh air is 
drawn from outside the car and 
in passing through the outer air 
chamber is partly heated, then 
going through the blower the 
ai r is driven into the inner 
chamber against the heated sur
face of the stove and thence 
into the interior of the car. So 
it will be seen that the air has a 
long continuous passage over 
the heating surface. It will 
also be noted that the circula
tion is so designed that the air 
just before leaving the heater 
passes over the hottest part of 

the combustion chamber. Hence, owing to the large area of 
heating surface, the manner of circulation and the fact that a 
large volume of air is forced through the heater, the efficiency 
of the apparatus is very high and tbe operating cost corre
spondingly low. 

From experience it has been found that it is necessary to dis
tribute the hot air from one side of the car only. This is due 
to the method of forcing the air out of the distributing duct 
in a horizontal direction, which means that the current of hot 
air will carry across the floor to the opposite side of the car. 
Another advantage of forcing the hot air across the floor is 
that it keeps the passengers' feet warm, and this is the secret 
of successful car heating. The current of hot air sweeping 
across the floor also tends to keep it dry-an effect which is 
highly desirable. The distributing duct usually consists of a 
rectangular galvanized-iron pipe, in which small openings are 
cut at points about 2 ½ ft. apart to insure an equal distribution 
of the hot air throughout the car. 

In addition to the economical and effective heating given by 
thi s apparatus it has the great advantage of securing the proper 
amount of ventilating air and bringing it into the car without 
undesirable effects. If the same amount of ventilating air were 
introduced in !he same manner without being heated the dis
agre eable and dangerous drafts which would be experienced 
would condemn the system, but, as the air is heated, the effect 
is quite the reverse. Another feature in the ventilating system 
is that the fresh air is introduced at the proper point, that is, 
at the floor line. Since this air is warm and under pressure it 
must rise , mix with the foul air and carry the latter out of the 
top of the car. Thus the system is positive, for if fresh air is 
forced into the car continuously the foul air must leave. 
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WOOD PRESERVATION * 
BY A. L. KUEHN , GE N ERAL SUPERINTENDENT, AMERICA N CREOSOTING 

COMPANY 

It is quite natural to assume, in view of the great amount of 
steel and concrete which is taking the place of wood in all 
manner of structures, that the use of wood is greatly on the 
wane. It is a startling fact, however, that the actual -tse of 
wood is on the increase. The adoption of steel and .:oncrete 
buildings, steel poles, steel furniture and steel cars seems to be 
of little avail in materially checking the use of wood per capita 
in this country. The following information on the consump
tion of wood per capita was compiled from the United States 
Census reports and from the National Lumber Manufacturer::' 
Association's report of 1910: 

Year. Lumber per capita in U. S. 

;:i~:::::::::::::::::::: :::::::::: ::: :::::::: ;;~ n: K :: 
!i§~:::::: ·.:::::::::::::::::::::::: :: :::::::: ~J~ lt :: :: 
~:~~::::::::::::::::::::::::::::::: :: :::::::: !~~ K l :: 

This is also the experience of the older European countries, 
which have for a century been confronted with a shortage of 
wood, and, notwithstanding the shortage, have been requircrl 
to meet an increased use. It is pertinent to state, however, 
that whereas the present consumption per capita here is in 
excess of 400 ft. board measure, it is only 6o ft. to 75 ft. · board 
.measure in Europe. 

In the face of the increasing use of wood, we have a waning 
timber supply. The annual consumption of. lumber is about 
40,000,000,000 ft., board measure, cut from about 8,000,000 acres 
of forest. At this rate the present forest areas are estimated to 
last variously from 40 to 60 years. It is quite evident that the 
greatest efforts . must be made to stop and prevent wastes and 
to procure the maximum utilization of wood. Wood preserva
tion is playing a highly important part to produce this end, even 
at the present time, and it will continue to do so to a much 
greater extent. Wood preservation is generally understood to 
play its part in that properly treated timber lasts longer than 
untreated timber. However, its greatest effect lies in the fact 
that timbers which have had little or only a limited use hereto
fore are made available. 

THE CAUSES OF DECAY OF WOOD 

The decay of wood is due to the growth of fungi, which are 
plants of low order. They require for their development 
moisture, air and a proper degree of warmth, but the spores 
are not killed when kept in low temperatures. When the tem
erature is raised to 50 deg. Fahr. or 60 deg. Fahr. the latter 
immediately develop. Generally speaking, fungi and spores are 
killed by temperatures over 175 deg. Fahr. 

The basis of wood preservation is the introduction into the 
wood of poisonous substances which will kill fungi. Copper 
sulphate, mercury chloride, zinc chloride and dead oil of coal 
tar are all poisons which will prevent fungus growth. More 
than a century ago European countries began to experience 
a timber shortage and about that time active work was begun 
to prolong the life of exposed timber. The British were most 
active, because of their great number of wooden ships. Sir 
Humphry Davy recommended mercury salts; Thomas Wade, 
in 1815, recommended copper salts, iron salts and zinc chloride. 
The early activity was in the use of poisonous salts. By 1840 
timber prese rving was fairly well on its way in England. 

Corrosive sublimate was used in several places for preserving 
wood in the eighteenth century, but preservation of timber by 
its use was patented by J. H. Kyan in 1832. It was used for 
about 50 years to a limited ex tent. 

P reserving timber by sulphate o f copper was patented by 
Margary in 1837, but its use was not very extensive on account 
of the action of the sulphate on the containing vessels. 

The use of chloride of zinc in a wood-preserving process 

*Ab~t ract of a paper read before the Cen tral Elec tric Railway Associa
tion, D ayton, O hio, Dec. ,, 19 10. 

was patented by Sir William Burnett in 1838. The method was 
called "Burnettizing." 

The use of dead oil of coal tar (creosoting) in timber pres
ervation was patented by John Bethell in 1838. 

The first methods of applying the preservati ves consisted of 
brushing, painting or steeping. About 1830 M. Breant in
vented an apparatus for applying preservatives, consisting of 
a closed cylinder in which the wood was placed, the voids 
filled with the preserving fluid and pressure applied to inject 
the fluid into the wood. Bethell adopted the method and from 
this time the modern timber-preserving practices really date. 

The results obtained by corrosive sublimate, sulphate of cop
per and chloride of zinc in the early stages seem to have been 
varying, but good enough to warrant their use for some time. 
However, by 1885 creosote was practically the only preserva
tive in use in England, which is the case at the present time. 

The first impetus in America to the demand for preserved 
wood came after the census of 188o. Previous to this time 
numerous trials had been made of. all the preserving methods 
heretofore mentioned. Notable among these are the Kyanizing 
of chestnut track ties by the Northern Central Railroad in 
1838, the Burnettizing of track ties by the Cambridge Railroad 
in 1835, and the Burnettizing of track ties in 1866 by the Chi
cago, Rock Island & Pacific Railway. A most notable r ecord in 
this country is that of timber preserved for bridges on the New 
Orleans, Mobile & Texas Railroad (now the Louisville & 
Nashville) in 1876, 1877 and 1878. This timber was creosoted 
at works at West Pascagoula, Miss. A considerable amount 
of this timber is still in place. At the present time there are 
76 wood-preserving plants in this country, of which 46 use 
creosote exclusively; and of the remainder all but 18 use creo
sote to some extent. 

PREPARATIO N AND KI N DS OF WOOD USED 

Wood requires proper preparation before it can be success
fully treated. The sap or moisture must be removed to such 
an extent as to allow proper penetration of the preservative. 
In general, the proper method to prepare the timber for treat
ment is to air-season it. This not only maintains the strength 
of the timber, but allows a more uniform distribution of the 
preservative. The sap wood of all timber can be completeiy 
penetrated if air-seasoned, but it has not yet been possible to 
penetrate the heart wood of all timbers. The principal woods 
treated in this country are: yellow pine ; red and black oak and 
other oaks of these species; beech ; elm; fir; r ed, black and 
tupelo gum ; hemlock; maple and ash. The time required fo r 
sufficient air-seasoning to allow proper treatment varies for 
the different woods. For pine this period is from 4 to 6 
months; for oak 8 to 12 months. This time also depends 
upon weather conditions. The different woods have various 
resistances to penetration by the preserving liquid under pres
sure, and it is necessary that the several species be properly 
segregated so that each may be subjected to its proper period 
of treatment. 

PRESERVATIVES USED 

The preservative used by most wood-preserving plants is 
creosote. At the beginning of the present era of wood preser
vation in this country the principal preservative used was 

· chloride of zinc (Burnetti zing ). Thi s was due, of course, to 
its cheapness in fi rst cost. The objection to chloride of zinc 
is that it is soluble in water and will be leached out of the 
wood. The ordin ary solution used consists of 2 per cent to 4 
per cent, by weight, of the chloride of zinc di ssolved in water. 
The strength of the solution is gaged by the amount of solu
tion which is taken up by the timber. T he strength must not. 
however, exceed S per cent, as a strong solution wi ll injure the 
wood. To prevent ,leaching several meth ods were used to put 
a coatin g, insoluble in water , on zin c-treated timber. Notable 
among these methods was the W ellhouse process, which con
sisted in coating the timber with a solution of tannin and gh1e. 
Thi s process has now been practically abandoned. The life of 
timber and ties treated by chl oride of zinc is given as from Ill 

to 14 years. 
Creosote. oil , which is recogni zC'd as th e best wood prcscr v~-
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tive, is the product of distillation of coal tar. It is a by
product in the manu fact ure of coal-tar pitch. It is pretty well 
determined that a heavy oil- that is, one in which the light 
fractions are reduced- is the most desirable. It has been found 
that when the treated wood is exposed t o the air the light 
fractions rapidly evaporate. The heavy creosote oil, in addi
tion to its an ti septic qualities, carries with it also the property 
of waterproofing, which is valuable in the prevention of decay. 
T he A merican Railway E ngineering & Maintenance o f Way 
Association has adopted as standard a specification for cr eosote 
oil which specifies a heavy oil. The specification is as follows: 

"'The oil used shall be the best obtainable grade of coal-tar 
creosote; th at is, it must be a pure product of coal-tar distilla
tion and must be free from admixture of oils, other tars or 
substances foreig n to pure coal t ar ; it must be completely liquid 
at 38 deg. C., and must be free from suspended matter; the 
specific gravity of the oil at 38 deg. C. must be at least r.03. 
When distilled according to the common method, that is, using 
an 8-oz. retort, asbestos-covered, with standard thermometers, 
bulb ½ in. above the sur face of the oil, the creorn t ~. calculated 
on the basis of the dry oil, shall give no distillate be low 200 
deg. C., not more than 5 per cent below 2.ro deg. C., not more 
than 25 per cent below 235 deg. C., and the r esidue above 355 
deg. C. if it exceeds 5 per cent in quantity must be soft. The 
oil shall not contain more than 3 per cent water." 

The proper amount of creosote oil to be inj ected depends 
upon the use to which the timber is to be put and also upon the 
kind of timber. In bridge structures and places where the re
placement is difficult higher quantities are used than in track 
ties. In pine timber it is possible to inject more oil than in the 
red oaks. The customary way tu state the quantity of oil is 
to give the average number of pounds per cubic feet of tim
ber. In general, present practice in this country is to use from 
7 lb. to IO lb. per cubic foot for track ties and from · IO lb. to 
18 lb. for poles, bridge and structural timber. In some cases 
as high as 24 lb. per cubic foot has been used in pine fo r 
wharves and piling, which are subject to the attack of ma rin e 
borers. 

The principal object in using large quantities of oil in tim
ber is to obtain depth of penetration. A distinct advance has 
been made in methods of injecting the oil ( which will be de 
scribed later on ) by which depth of penetration may be ob
tained without the use o f such large quantities of oil. How
ever, it is conceded that it is not good practice, even with these 
methods, t o go mt1ch below 7 lb. or 8 lb. per cubic foot as an 
ave rage because in practical operation there will be, even with 
the g reatest care in segregating the species of wood, a great 
variation in th-: pieces treated. 

Crude petroleum oil is now being tried to some extent where, 
on account of long hauls, creosote is very expensive . A notable 
example of this is its use by the A tchison, Topeka & Santa F e 
Railroad on its western lines. Petroleum h as no anti septic 
·qualities, so its protection against decay must necessarily de
pend upon its waterproofing qualities. The examples o f this 
are as yet too recent to justify any gen eral conclusion . 

M ETHODS OF APPLICATION AND PROCESSES 

The modern timber-treating methods consist, essentially, in 
the injection of the preserving fluid into the wood under pres
sure. Some use still is made o f th e dipping methods. l\'" otable 
among these is what is known as the open-tank process of creo
sot ing, in which_ the timber is placed first in hot oil and then in 
cold oil. This has, however, only a very limited use, and only 
wood which is easily penetrated, such as sap pine, can be used. 
The pressure used in injecting the fluid depends upon the kind 
o f wood. Well-seasoned sap pine can be completely penetrated 
with creosote oil with pressure as low as from_ 50 lb. to 60 lb. 
per square inch. Red oak r equires from 150 lb. t o 175 lb. per 
square inch. Proper temperatures are necessary during the treat
ment. This temperature must be kept low enough to avoid in
jury to the wood; a good limiting temperature is about 200 

deg. Fahr. With creosot e oil the element of heat is most im
portant, because the oil becomes more fluid as it is heated. 

The method of treating timber with zinc chloride .is as fol-

lows : The timber to be treated is placed in a closed cylinder 
or retort. A vacuum is then produced in the cylinder and 
maintained for 20 to 30 minutes. The chloride of zinc solution 
is then introduced and the voids in the cylinder ar e filled. When 
the cylinder is full, pressure is applied and maintained until 
the proper amount of solution has been injected. The surplus 
solution is drained off and the timber removed. 

An interesting modification of the zinc chloride treatment to 
pre','.ent the leaching out of the zinc chloride was developed in 
Germany some years ago by the Ruetgers \1/orks. This con
sisted in making an emulsion of the zinc chloride so lution and 
creosote oil. The oil remained on the outside and was to form 
a protective coating: This process, however, has since been 
abandoned in Germany, but is being used in this country to 
some extent in what is known as the Card process. This con
sists in keeping the oil and water solution agitated by a centrif
ugal pump. 

The creosoting process which was followed up to about 1904 
was exactly that introduced by Bethell in England in 1838. 
This is as follows: The timber, when air-seasoned, is placed 
in the retort and a vacuum produced and maintained for 20' 
minutes to 30 minutes. The creosote oil is then introduced 
without breaking the vacuum until the cylinder is fi lled. Pres
sure is then applied until the proper amount is inj ec ted. The
surplus oil is then drawn off and the timber removed. \Vhen . 
green timber is treated it is steamed before applying the
vacuum. 

By the Bethell process the portion of the wood which is pene
trated is filled with oil as nearly as possible. It has been called 
"the full-cell creosoting method." In 1903-4 there was de
veloped in this country a method by means of which a portion 
of the surplus oil in the cells and voids of the wood is re-

. moved. This allows a deeper penetration ,vith a given quan
tity of oil. This is the Lowry process used by the American 
Creosoting Company. Almost simultaneopsly a similar method 
was developed in Germany by Rueping. These methods, on ac
count of the removal of the oil, have been called "the partially 
filled or empty-cell processes. " 

In the Lowry creosoting process air-seasoned timber is placed 
in the closed cylinder and the oil is introduced to fill the cylin
der; pressure is then applied until a proper penetration has 
been secured. The surplus oil is then quickly drained off and a: 
vacuum applied to reduce the oil first injected to the specified 
quantity. The oil is then again drained from th e cylinder and 
the timber removed. In the Rueping process air pressure is 
applied before introducing oil into the cylinder. The oil is 
then introduced without reducing the air pressure and further 
pressure produced to inject the oil on top of the air pres
sure. After the injection is completed the pressure is released 
and the air in the wood forces out the free oil. 

WOOD-PRESERVING PLANT 

The modern wood-preserving plant consists primarily of one 
or mor e impregnating r etorts. They are steel-plate cylinders 
6 ft. or 7 ft . in diameter and from IOO ft. to 150 ft. long. The· 
ends are fitted with doors which can be tightly closed. The· 
cylinders are fitted with running rails on which are run small 
tram cars loaded with timber. There are also steam coils in' 
these cylinders to allow accurate manipulation of the tempera
ture. Tanks are provided which are placed ei ther above or 
near the cylinders connect ed to them by pipes. The preserving 
fluid is held in these tanks fo r charging arid filling the cylinder. 
These tanks are essentially measuring tanks in which the 
amount o f preservative used is measured. The necessary pres
sure and vacuum pumps are provided for the manipulation of 
pressure and vacuum. The plant further includes a haulage 
system for handling the timber and also the necessary power 
plant. The modern plants, of course, are provided with large
seasoning yards. A most important part of the plant equip
ment consists o f proper devices for measurements of the pre
servative used. This is accomplished by means of tank floats 
with accurate registering means. In the plants of the writer's 
company this measurement can be easily made to within one
half of r per cent. 
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THE DEVELOPMENT OF PASSENGER TRAFFIC * 

BY W. 0. WOODARD, TRAFFIC MANAGER CHICAGO, LAKE S HOR E & 

S OUTH BEND RAILWAY 

The electric railway magazines recently issued special edi 
tions on the subject of traffic which contained many able articles 
covering both passenger and freight traffic. Since our lin e 
does not handle freight at present, I will devote my remarks 
to passenger traffic. 

One important thing which electric railways do is to change 
their schedules without giving the public due notice. I know 
of one electric railway which recently changed its schedule 
without notice to the public other than one brief newspaper 
notice, nor was the new timetable di stributed until a week after 
the change became e ffective. This action naturally caused 
many complaints. 

The electric railway which can operate the same schedule 
the year around is very fortunate. However. with us physical 
and traffic conditions will not permit this t o be done, but we 
do try to retain the confidence o f the public by giving them 
due notice of any change in schedule. We make it an im
portant matter to have the new public timetable in the hand s 
of all agents for distribution at least three or four days prio r 
to its becoming effective. T o do this we print a card 9 in. x 
I I in. which is posted in all stations and in all cars IO days 
or a week previous to a change. Thi s card informs th e public 
of the change and also states when the new public timetables 
can be secured. We have had much favorable comment on 
this plan. On our change in schedule last spring more than 
10,000 folders were distributed before th.e change became 
effective. 

At present we are publishing an individual folder of our 
line, size 9 in. x 4 in., showing only the time of our trains and 
connections to and from Chicago via the Illinois Central 
suburban trains. During the past summer we devoted two 
inside page~ to advertising Hudson Lake and its park as well 
as Michigan City and its bathing beach and amusement park. 
From the number of inquiries received we feel this advertising 
has given us the results we de6red. In our new folder we 
are devoting the same two pages to half-tones and reading 
matter featuring our new Chicago "Special" and South Bend 
"Special"; also our double track. of which we now have I I 

Electric Sign Over Platform at Pullman 

miles in operation. W c also publish the same fo ld er m vest 
pocket size, S in. x 2½ in. 

Th e western term inus of our line is 14 miles from the heart 
of Chicago, but we have direct connection at this terminus 
with the Illinois Central suburban trains, which are operated 

* Abstract of a paper read before a meeting of th e Central Electric 
Railway Association, Dayton, Ohio, Dl'c, 1, 191 0 . 

by steam. In order to transfer passengers safely and without 
exposure-, a viaduct has been provided from our station plat
form to the Illinois Central station platform over our own as 
well as the Illinois Central tr acks. The Illinoi s Centra l suburban 
trains run along the lake front from F ifty-third Street north 
and land passengers at Van Buren Street and Randolph Street, 
which is within a block of Chicago's largest department stores. 
To advertise our line in Chicago through the dail y papers 
would cost a large sum, and especially so since railroad adver-

Painted Sign on Freight Station. 

t1smg rates are higher than any other class o f adv erti sing. 
However, we use some newspaper space, mostl y in the Sunday 
editions. A class of announcement which appeals to us is ca r 
and billboard advertising. We have cards 16 in . x 24 in . in all 
Illinois Central suburban cars and on all platforms we place 
posters 28 in. x . .p in. on billboards. These poster s catch the eye 
of many passengers who are waiting at each platform as well 
as th ose passing by on trains. In addition to thi s we have 
display cards 18 in . x 2 4 in. and time cards IO in. x 20 in. in 
all suburban stations, with stocks of our fo lders. The Illinois 
Central Railroad allows us one page in it s suburban folder for 
timetable or display. We consider our display advertisement 
the better of the two, inasmuch as the space allowed is not 
suffi cient for our timetable. 

O ur line parallels the track s of the Illinois Central Railway 

Electric Sign in Frcnt of City Waiting Room 

fo r about two miles east of our western ter111i11u s. \\"ith i11 thi s 
di stance we have two station s. On the ronf uf [) l!r Pullma n 
stati on we have erected an electri c sign 30 in. hi gh hy 25 ft. 
long , double- fa cccl. On the roo f of our Kensin gton station 
we have a painted sign o f the same: desc ri pti on and mi d\\'ay 
between these station s we ha ve erec ted a pain ted hillboarcl 
12 ft. hi gh and 50 ft . long. Considering the fart th;Ll L( ::? pa s-



II IO ELECTRIC RAILWAY JOURNAL. L \ 'oL. XXXVI. No. 23. 

senger trains are operated daily over adjacent tracks by the 
following lines, Illinois Central, suburban and main line trains, 
all Michigan Central, Big Four and Chesapeake & Ohio trains, 
we feel we are getting good results from this kind of adver
tising, so much so in fact that we are negotiating for billboards 
12 ft. x 25 ft. uptown in Chicago. W e also have an electric 
sign across the sidewalks in front of our South Bend station. 
This is 18 ft. long by 30 in. high and double-faced. At our 
Gary station we placed, across the end of the station facing 
Broadway, an illuminated sign 25 ft. long x 30 in. high. 

Our timetable is published in the O[f icial Railway Guide of 
Chicago on the page opposite the Illinois Central suburban 
time card. Under our contract with this publication we are 
given one front page each year for advertising purposes. This 
arrangement applies to all advertisers in this guide, which is 
published weekly. 

We have contracts with many of our local newspapers on a 
transportation basis for carrying our timetables and other dis
play matter. In those papers with which we do not have con
tracts we do not advertise our timetables, but carry excursion 
advertisements on a card basis. In addition to this space we 
carry display advertisements in a college weekly and in a base- • 
ball bulletin which is published daily during the season. A 
park owned by our company and leased to a park manager is 
located on our line at Hudson Lake. Around the lake are many 
cottages for rent at reasonable rates. These cottages make this 
place popular with Chicago people for week-end visits. In all 
our summer adverti sing we make a special feature of this 
resort, and with the improvements which are being made this 
year at this park it bids fair to become even more popular. 

The greater part of our picnic business to this park is se
cured by personal solicitation. Out of Chicago we have been 
compelled to handle this business at such rates as would not 
appeal to the average electric railway operating single-car 
trains. However, as we handle the business in long trains we 
consider it profitable. With two or three exceptions all of our 
picnic and excursion business this season was handled on regu
lar trains by attaching extra coaches. One exception to this 
was the operation of our II-car train from Pullman to Hudson 
Lake Park, said to be the longest electric railway train eve·r 
operated fo r a distance of 6o miles. 

In handling special business, by providing a sufficient number 
of cars on our regular trains we have eliminated a large per 
cent of cost of train operation, and also eliminated the opera
tion of all extra trains. On last Labor Day we sold at 01.1r 
South Bend station 1944 round-trip tickets to Michigan City 
and handled this business on our regular trains, each train 
handling five, six or seven cars. 

In advertising our new Chicago-South Bend "Special" trains, 
we have had post cards printed of our three-compartment cars, 
and show on the address side of card the schedule of these 
trains. Five thousand of these cards were mailed to firm s and 
individuals in South Bend, Michigan City and Gary. 

In handling all special business on our line I have endeavore~ 
to accompany these parties on both going ancl returning trips. 
This plan has been found to be very beneficial to us, since it 
gives the officials of the traffic department an opportunity to 
meet more people. 

-----·•·----
Officials of interurban railways in Indiana will be invited to 

at tend a conference in the State House, Indianapolis, at 2 p. m. 
on Dec. 13, 1910, to consider the subject of operation and sug
gested improvements in methods. The conference will be 
called by Governor Marshall of Indiana. It is understood 
that Governor Marshall has no disposition to recommend legis
lation calculated to harass the interurban roads, but that he is 
anxious to receive suggestions from the officials. It is stated 
that the position of the Governor is a conservative one and that, 
while he desires to take any steps that may appear advisable to 
secure better protection, he realizes that no legislation should 
be enacted that would hamper the successful operation of the 
interurban railway systems of the State. 

HEARING ON NEW YORK COMMUTATION RATES. 
The N ew York Public Service Commission, Second District, 

held a hearing in the United Engineering Society Building, 
New York, on Nov. 29, to consider complaints regarding the 
increase in commutation rates on the New York, New Haven & 
Hartford Railroad. Samuel Higgins, general manager o_f the 
New Haven road, testified that the increases in rates were the 
result of the large expenditure made by the company for the 
electrification of its terminal. Mayor Fiske, of Mount Vernon, 
Mayor Lennon, of Yonkers, and Thomas G. Hall, chairman 
of a citizens' committee of New Rochelle, testified personally 
or were represented by counsel to argue against the increases 
in rates. It was charged that the New Haven' company paid 
the New York Central & Hudson River Railroad too large a 
rental for the use of the Grand Central terminal, that the re
sulting burden was levied upon the commuters and also that 
property values had depreciated on account of the increases in 
rates. It was testified that the New Haven company had paid 
the following sums to the New York Central company for the 
use of the Grand Central terminal: 1907, $560,000; 1908, $1,082,-
000; 1909, $1,06o,5r4, and r9ro, $1,131,000. These sums included 
the rental of the Grand Central terminal and the operating 
expenses. 

After the conclusion of the hearing the following statement 
was issued by the New York Central company in reference to 
the contract for the use of the terminal: 

" In connection with the evidence introduced by the New 
Haven road to-day, showing that a charge was made by the 
New York Central & Hudson River Railroad against the New 
York, New Haven & Hartford Railroad of $0.0394 for each 
commutation passenger brought into Grand Central terminal 
by the New Haven road, it is desired that the public understand 
that the relations between the New York Central and New 
Haven roads are the relations of landlord and tenant-the New 
York Central leasing to the New Haven and the New Haven 
leasing from the New York Central the privileges of entry 
into Grand Central terminal, including trackage facilities to 
Woodlawn. 

"All of these relations are set· forth in a contract agreement 
dated July 24, 1907. The charges made by the Central and paid 
by the New Haven are based strictly on a proportionate charge 
fo r the operation of Grand Central terminal, including station 
and tracks. North of Fifty-seventh Street the charge is so 
much per passenger; south of Fifty-seventh Street it is a pro
portion of the operating expense of the terminal distributed 
according to the actual use made of such terminal by the re
spective parties to the agreement. 

"But the point to be borne in mind is that all charges made 
by the Central and paid by the New Haven for Grand Central 
terminal are proportionate charges of the expenses of the ter- ' 
minal, based upon the actual use made by the New Haven rail-· ' 
road of such terminal. 

"The entire contract is available at any time for representa
tives of the press who may desire to see it." 

Similar complaints regarding increases in commutation rates 
on the New York Central road will be taken up at another 
hearing. 

-----·•·•---
REFUND BY A CONSCIENCE-STRICKEN PASSENGER 

The Michigan United Railway, of Jackson, Mich., recently 
received the following letter with 60 cents inclosed: "Eight 
years ago a company of three boarded a city car near the end 
of the line, riding three or four blocks, and not being called 
upon for our fares left the car without paying. Occasionally I 
have been reminded of it, but have dismissed it from my mind 
as of trivial moment. There was no thought of defrauding the 
company at the time. Recently I have been again reminded of 
it and am inclosing 6o cents, the scriptural measure of four-fold, 
as restoration to the company of what should have been theirs. 
(Signed) One Who Wants to Be Right with God and Man." 
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VALUATION OF THE CHICAGO CONSOlIDA TED TRACTION 
PROPERTY 

T he principal figures of the valuation of the property of the 
Chicago Consolidated Traction Company were published in the 
issue of the ELECTRIC RAILWAY JouRNAL for Sept. 3, 1910, page 
374. This valuation was made by Bion J. Arnold and George 
Weston, as a traction valuation commission, for the purpose 
of determining a value to be incorporated in the new ordinance 
granting authority to the Chicago Railways Company to pur
chase the property of the Consolidated company and to re
habilitate it. In a letter addressed on Aug. 10, r9ro, to Alder
man M. J. Foreman, chairman of the local transportation com
mittee of the City Council, Messrs. Arnold and Weston stated 
that the property was found to be in such physical condition 
that it would be necessary to make certain deductions for de
ferred maintenance in arriving at the physical valuation. The 
figures stated by Messrs. Arnold and Weston in this com
munication are as fo llows: 

With paving Without paving 
Value of physical property as a "going" 

concern ...... ....................... $4,078,057.69 $3,446,549.88 
Value of intangible property as a " going" 

concern .. .. .. .. .. .. .. .. .. .. .. .. .. .. . 751,325.77 751,325.77 

Total value ~f J?l1Y,~ical and intangible r,rop-
erty as a gomg concern ........... . ... $4,829,383.46 

Deductions due to ordinance requirements: 

(a) Robey Street, on account of 
isolation of tracks due to prior 
expiration of ordinance ...... $3,277.68 

(b) Removal of tracks from 
streets at expiration of ordi-
nances as required ........... 91,063.00 

Upon these premises, the figures showed a total of $3,968,539.-
49, divided as shown in the accompanying table. 

Subsequently Messrs. Arnold and Weston confirmed these 
fig ures comprising the value of the property as it would be 
appraised under the terms of the ordinance recommended for 
passage by the committee subject to the deductions for which 
the ordinance provides. They also confirmed the figur es given 
in the letter of Aug. ro as the values based on the same prin
ciples as those followed in the valuations of the Chicago City 
Rai lway and the Chicago Railways Company in 1906 and 
adopted by the ordinances of 1907. In the lower valuations 
all franchise values were excluded and the physical property 
was appraised at its value for rehabilitation purposes. 

The letters quoted and the detailed exhibits of the physical 
property of the Consolidated company inside the city limits 
as of Nov. 1, 1909, accompanying the valuation report, have 
been published in book form. The introduction to the book 
gives an analysis of the premises adopted and the methods used 
in determining the values. The property was divided into 
eight divisions, as shown in the foregoing, but further subdi
visions were made. Track, for in stance, was subdivided into 
tangent track, track special work, track on bridges, tangent 
track in car hot1Ses and yards and track special work in car 
houses and yards. An abstract of the statement of methods 
followed in the valuation follows: 

TRACK 

Tangent Track.-The track in this section was divided into 
classes, according to the varying weights and types of rails 
and the styles of construction. Under each class an estimate 
was made of the cost of material and labor required to repro• 

Total deductions ............. , ......... . 94,340.68 94,340.68 duce the track new at the time of this valuation under the 

Total values after deductions ........ $4,735,042.78 $4,103,534.9·7 

The letter adds that, at the request of Walter L. Fisher, 
special traction counsel of the city, a valuation was made in 
which all franchise and paving values were eliminated and only 
such prol}erty included as could be utili zed in the rehabilita
tion. This value was found to be $3,037,818.56. 

In a subsequent letter, dated Aug. 17, r9ro, Messrs. Arnold 
and Weston stated to Alderman Foreman that they had taken 
into consideration the basis of settlement suggested at a meet
ing on Aug. 12. The premises upon which the figures were 
to be based were as follows : 

r. No intangible values to be returned. 
2. The valuation of the physical property, including paving, 

to be made on a rehabilitation basis, that is, such value to be 
returned for the various items composing the property as pre
sumably could be certified to by the board of supervising en-

r. Track .................. . ... . .... . ............... $r,r2r,2r6.38 
TI. Elec tric power distribution. . . . . . . . . . . . . . . . . . . . . . . . . 693,48 r.95 

III. Rolling stock..................................... 195,118.77 
IV. Power plant equipment............................ 417,8~6.81 

V. Tools, supplies and furniture....................... 71,999 .52 

vii: i~!\di~~~t~: .' .': .'::::::::::::::: .' .' .':: .'.'.'.'.'.'.'. ·. '.'.'.'.'.'.' 
2 ~t!~§:~~ 

\TUI. Paving . .. .. .. .. .. .. .. .. . .. .. .... .. .. .. .. .. .. .. .. . 437,226.70 

$.1,286,57_p3 
Legal expenses, carrying charges and contingencies, 5 per 

cent . . . . . . . . . . . . . . . .. .. . . . . . . . . . . . . . . . . . . . . . . . . . . . . . • 164,328.76 

$3,450,903.89 
Conducting work, furnishing equipm ent and brokerage, as 

per ordinance of Feb. 11 , r907-r5 per cent............ 517,635.59 

Total •...•...•......... , ....•...........•......... $3,968,539.49 

gineers, Chicago traction, on the assumption that the Chicago 
Railways was purchasing the property of the Consolidated com
pany and the paving the same as if it were purchasing rails 
or other material from manufacturers and that it was to be al
lowed to use such paving, rails, etc., as had remaining Ii fe until 
such Ii fe was realized. 

To the amount thus obtained an additional charge for legal 
expenses, carrying charges and contingencies of 5 per cent was 
to be added in stead of ro per cent as included in the original 
figure of $3,037,818.56 ( this 5 per cent deduction being in
cluded in the 15 per cent hereafter mentioned), the sum thus 
obtained to be the amount to which the board of supervising 
engineers could certify. 

original specifications; and to this amount has been added 15 
per cent for organization, engineering, incidentals, etc. Data 
were obtained from detailed examination of the track in the 
field, in which the length of rail, kind of joints, type of rail 
and substructure were determined. Additional in formation 
was obtained from the track map in the office of the company 
and from representatives of the. company. 

All distances shown are the actual field measurements. 
Special work was excluded in the determination of tangent 
track lengths. 

In depreciation of the track, three factors were considered: 
(1) The condition of joints. (2) The condition of ties, in
cluding ballast. (3) The wearing life of the head of the rail. 
From examination it was found that none of the rail would 
have to be discarded on account of broken or defective wagon 
treads. 

Present value of rail, excepting Jomts, was determined in 
terms of the wearing value remaining in the head of the rail. 
To ·determine the height of the head of the rail, measure
ments were taken along the track with a specially constructed 
vernier device, by means of which the actual distance between 
the head and the tram was obtained in sixty-fourths of an inch. 
These measurements were obtained at frequent intervals on 
each section, sufficient number being taken to determine the 
average height of the head of the rail. From this determined 
height was deducted the scrap height of 40/64 in. , the remainder 
representing the present wearing value of the rail. In thi~ 
method the depreciation of rail is entirely independent of the 
life of the track substructure. 

All joints were depreciated on the assumption that it would 
be necessary to renew them at some tim e in order to realize 
the full wearing value of the head of the rail and that at the 
time of renewal the ends of the r ai l would be cut o ff and the 
Ii fe of the rest of the rail lengthened thereby. 

T he average life of ties and joints was taken for all old 
tracks at 20 yea rs, and the normal depreciation was determined 
by application of this depreciation rate to the age of th e prop 
erty as determined. 

In many respects the property had not received ordinary 
ma.intenance and the estimated amount o f deferred main
tenance was segregated in making up valu ations of the prop 
erty as a going concern. The appl ica tion of the method of i11 -
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d ication of the deferred main tenance on track was as fo llows: 
In case of rail s the present value of the rail was determined 

by readings indicating the wea r o f the head, and fro m these 
readings the remainjng wear ing value .o f the rail was com
puted. In case of bad alignment o f rail the add itional depre
ciation due to th is condition was expressed in term s o f a pe r
centage of the wea ring value. It was est im ated that with 
proper maintenance the li fe of substructure a nd j oints should be 
20 yea r s, and " ·he re improper maintenance was ev ident one or 
two yea r s were added to the age as determ ined from the rec
o rds, this being equi valent to depreciation of th is pa rt o f the 
prope rty for a period of time in excess o f its actua l li fe. E ach 
line was considered sepa rately in appl ication of th is add ition al 
depreciatinn. 

I n the case of Class "\ an d Class A r track, bui lt r ecently and 
corresponding to type 2--\ and ty pe 3 of the board of super 
vising engineers, the aye rage life o f the substruc ture was taken 
as 25 years. The \\·elded joints were assum ed to haYe the same 
li fe as the r ail. 

Track Special Tf 'o rk.-Each piece of special work was meas
ured, li sted and sketched. T here was added to the cos t o f the 
layout the cost o f ti es, ballast , excava ti on, labor and miscel
laneous item s. 

It was fo und that most of the layouts, excepting 9-in. m an
ganese cross-o,·e r s, we re in bad shape, am! th at some o f the 
layouts were fi eld -bui lt. A scrap Yalu e of 25 per cen t of the 
cos t ne\\· \\"as placed on all special work , except the 9-in. man
ga nese cross-over s and the new 9-in. curved r ail. w hich wer e 
put in durin g the summer o f 1909 and were not deprec iated. 

Track 0 11 Bridgcs.-Th e cost o f track on bridges includes 
the cos t nf , ai l laid, together w ith that of mi scellaneous track 
materi al used in brirlge construction. 

Track in Car Ho uses and Y ards.- T he t rack was measured 
in detail. a nd unit estim ates were made o f the cost to con struct 
new. A sc rap Yal ue of 25 per cent of the cost new was al
lowed in all hou,es and ya rds, except E dgewater house. 

Track Special TT 'o rk i11 Cur I-lo uses and Y ards.-Each house 
layo ut was measured and listed and sketch of layout made. T he 
cost of these layouts was determ ined by the same method used 
with tangen t track special \Y ork. Excepting th e E dgewater 
house, all layouts \Ye re li sted at a value of 25 per cent o f t he 
cost new. 

ELECT RIC PO W ER DI STRIDUTION SYSTEM 

T his system wa s di vided into ove rhead trolley cons truction , 
feede r sys tem. elect ri cal track bonding and conduit system. 

The exhibi t includes a· detail ed estim ate of all poles, cross 
span con st ruction, fi tti ngs, t rolley wire, feede r wire ( posit ive 
a nd n egati ve), feeder attachmen ts and suppo rt s, tr ack bqnding, 
cable wire, etc., together with spec ial work constr uction at th e 
cur ves and in car hou ses. 

Tn computation o f the cost new of all the equipm ent, th e ac
tual cost uf mate ri al and labor was estim ated at the tinie of 
valuation. and to th is was added r 5 per cent fo r organization , 
engineering and incident als. 

T he detai ler! i1ffentory of th e entire system was made by 
in sp ::- ction, and qua ntities, b ncl s, con diti ons and character 
were noted in deta il. D epreciation of the yarious parts was 
determin ed by inspection, tes ts and measurements. In many 
instances it was imposs ible to obtain from any source correct 
info rm ation as to the age o f th e various par ts. Ow ing to in
sufficient maintenance of the system du ring the past few yea i•s. 
an abnormally high deprec iation has r esulted. consequently 
i t \\"as necessary to depreciate these pa rt s on their cond ition 
as fo un d by in spection. 

In calcul ation of the life o f poles the conditi on o f se ttin g, 
thickness of metal at set ting time and the upkeep were t aken 
into con sideration. It was necessa ry to anply di ffer ent aver
ages of life fo r the ya r ious sections. 

T he average length o f li fe o f a cedar pole was determined 
from pole rene,Ya!s and inspection o f poles in place to be 20 

year s. I ron poles set in concrete were fig ured on the basis of 
40 year s' life. 

Trolley.-In calculat ion of th e ,n aring li fe No. o wire was 

assumed to have a wearing value o f 80.5 lb. per 1000 ft ., and 
No. oo wire of 106.8 lb. In a few instances, where the trolley 
wi re had reached the estimated wearing value, and was in need 
of r enewa l, but still in se r vice, it was indicated as having "ex
: ess ive wearing value." 

Feedcrs.-On accoun t of the absence of data on the year of 
installation or r enewals o f feeders, and on the interchange of 
wire from and to the various sections, each section was in
spected to dete rmine the present worth and the dep reciation 
of insulation fixed accordingly. 

It was deemed essential, af ter examination o f the companies' 
r ecords, that all feeder be shown as found on March I , 1910, 

the time of inspection ; and that th e companies' present records 
be taken for work done bet ween :\lov . I, 1909, and l\ farch 1, 

1910. 

Bo ndi11 g.- The various types o f t r ack and special wo rk were 
inspected, and the quantity, size and kind of wite, etc., used 
we re noted in detail, a

0

nd in depreciation the life o f 20 years 
\\"as taken. 

ROLLI NG STOCK 

Cars and car equipm ent were di vided into groups according 
to the type, style, mak er and age. A typical car body was 
taken from each o f these groups, and general specifications 
covering th is type we re prepared, fro m which a unit cost for 
each g roup was obtained. Simi larly unit cost s new were ob-· 
tained covering all par ts o f the equipment such as motors, 
trncks, and miscellaneous ca r equipment. F rom these unit 
co~ ts fo r all par t s of the rolling stock equipm ent total values 
,)f cos t new were determined, and 5 per cent was added for or 
ganiza tion, eng ineering and in cidentals. 

T o dete rmine the present value of all parts of the equipment, 
including car bodies, motor s, truck s and miscellaneous car 
equipment, a thorough inspec tion was made, and a depreciation 
was applied based on their type and suitability for service. 

In order to valuate th e am ount of the deferred maintenance 
on ca r bodies, a ruling of the valuation commission was ap
pl ied. namely, that 25 years should be taken as the average life 
o f all car hodies in ser vice a part of the year, such as open 
car bodies in service during the summer season, or closed car 
bodies in service du ring th e wint er, and 20 years as the life 
o f car bod ies in continuous serv ice. The difference between 
;ictual present value o f th e ca r bodies as de preciated by in
,pect ion and th e vah,e determined by applicat ion o f th e above 
aver age depreciat ion r ate was con sidered to be the defer red 
maintenance. 

T he entire rolling stock equipment o f the company was 
listed, and the cost new and present value determined. Th e 
equipment was then propor tioned between the portions of the 
line outsi<l e and inside th e city in propo rtion to the ca r miles 
operated inside and outside the city by small single-truck 
ca r s. thi s estimate leaving out o f account the ca r -miles ·oper
ated inside and outside wi th r ented double-truck ca r s. 

T o the tota l present val ue S per cent was added fo r organi 
zation, engineer ing and in cidentals, as was cl one with th e cost 
new. 

POWER PLANT EQUTP l\IE NT 

.\ deta iled i1ne11torv was made o f all boilers, pumps, en
g ines , generators. pipi1;g and accesso~ies, and yaJues wer e fixed 
in acco rdance with presen t pr ices . 

Each piece o f apparatus was inspected to determine its pres
ent condition, and a li st o f all heavy r epairs obtained from the 
chief eng inee rs of plants. 

Each machine was depreciated and account was taken of pres
ent phys ical condition and ex tent o f heavy r epairs made 
throughout th e li fe o f th e machine and the characte r o f the 
se rvice pe r fo rmed. 

Rates of Deprcciatio n.- Th e annual rates shown in the table 
on page r r 13 we re used. Apparatus was depreciated at 
these r ates clown to 20 per cent o f it s wearing value, the wear
ing ,·alue being determined by subtraction of the scrap value 
from the cost new. All powe r olant equipment was considered 
as worth 2 0 per cent o f its wearing value as long as it was 
in operating condition . 
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TOOL$, SU PPLIES AN D FUR N ITU RE 

A detailed inventory was made in the fie ld of a ll tools, sup
tPli es and furniture at t he various plants, car house s and office. 
T hese \\" ere appraised in the office, t he depr ec iation 1 ieing fixed 
·fro m notes an d Ya lues set while in the fie ld. 

BU ILDI N GS 

De tailed meas ure m ents were made and detailed inv entory 
taken o f th e kinds and amount o f mater ials requir ed to repro
duce buildings. T hese quantit ies wer e es timated at prices as 
.o f Nov. l, 1909, to which was added 15 per cent fo r organiza-

RATE S OF DEPRECIATION ON POWE R PL\ NT EQU IP~IENT 
P er Cen t 

Machin ery foundations ................. . .............•........ Note 
·Coal and ash handling m;ichinery .................. • ........... 7 

-b~!!es0 i1a 1;
1dn~!~J.Fer:1

.
1~cl'.i.~~? ·.·.". ·. ·. ·. ·. ·. ·. ·. ·. ·. ·. ".".".".".".". ·_-_-_ ·. ·. ·. ·. ·. ·. ·. ·. ·. ·:. ".i~ote 

iI:~~hi~~~~''.~?~\~~~~~t:i~~~:::::::: _: _::::: _::: :_:_::::::::::::::: ::: j ~:;0 

Heaters .................. · ..... • ......... . ................ : . .. 4 -5 f~~}o::~::~~-: .. ;:1

.'.

1

;_'.-~~~'.~:-:-:-::·::·:·:·:·:::. :_~ ::_-:-·::::::: :_ :_ :_ : : :_ :_ :_ :_:: :! -5 

-.~fiil~~e~f ~;~~~-i~g:._._._._._._._-->.-.-.-:-:-:-:-:-:-_·-:-:-:-_·-:-:-:-_:::: :: ::::::::: :1 ::½ 
Gene ra to rs ..................... . .................. .. , ......... 3 -8 
S witchboard anJ ~ennatc,r lead, . .. .... . ..... . , ..... . .......... J. 
Miscella n eou s items .............. .. ... . ... . .. .. . . . . . .. ....... . . 3 -S 

NOTE: M achinery foundations were dep reciated at a percentage deter
min ed from tbe life of th e apparatus support ed. 

T he fi xed parts of stokers depreciate very little and the moving parts 
a nd l.!Tates very rapidly. r\s the 111oving parts a re renewed and m a in
tained in good condition, 1 a per cent of the wearin'g valu e of stok ers 
was depr ec iated at 20 per cent per year for 2 ½ years, an d 90 per cent of 
the fixed part s at s per cent per year du ring the life of the machine. 

En gines and generators that had been reb uil t or had had exten sive re
pairs \\' ere credited with the cost of repairs at the time they were made 
and thi s cost was depreciated at the sam e rate ns machines on which 
repairs were made. 

t ion, engineer in g and incidentals. Buildings· tha t had not been 
properl y m aintained wer e depreciated by appli cation to each 
,c] iy ision o f the buildin g cos t of a depreciation fa cto r deter
mined by in spection. Bui ldings th at had bee n properly m ain
t ained wer e depreciated uni forml y at the rate of 1 ~,s per cent 
-pe r annum. 

REA L ESTATE 

T he , alt1ation oi the real estate was m ade by \Villiam A. 
Bond and the Yalues submitted wer e those determined by him . 

PAVI NG 

Actual measurements of pa\'e ment at va rious parts ,,·e r e 
m ade, and the cost to r eproduce was determined from the 
,cost of labor and materia ls as of el ate of thi s valua tio n. Only 
the actual width of pav ing was considered, the width of the 
head and tram of the :-ail being excluded in th e squar e area 
listed. T he item s of excavation and concrete base, when used, 
wer e inc luded in the cost of t rack, and do not appea r as part 
o f the paving cost. 

The yarious sections of pavement we re dep reciated by in
s pection of their present condition, fr om which th e present 
value was been determined. 

CA PITAL ACCOUNT VALVE OF PROPERTY 

The capi tal account ,·alue of the property was determined 
on th e bas is of premises incl uded in the ord inance und er \\' h ich 
the Chi cago RaihYa~·s acquired the part of the property of the 
•Consolida ted company inside the city limi ts . U n de r these prem
ises the values to be ret urn ed were m ade the va lues for re
hab ilita tion purposes. Tn compliance with the o rdinance, cer
tain rehab ili tation work must be done at nnce, an d addi t ional 
rehabili ta tion work within the succeed ing one o r two year s. 
In ca~e par t of the pro perty is to be rehabilita ted nn o r before 
Feb. r, 1911. the scrap nr second-hand \'al uc at that ti me was 
-cl eterm ined. and tn this \'a lue was added an amoum equal tn 
the wea ring yalue nf the property fro m Nov. I, r909, to Feb. 
r, 19 1 r: the sum is the present va lue fn r rebahili tat inn pur
poses as of :\" O\". r. JCJOC). 

Tn the case nf the po rti ons that a re to be rehabilitated duri ng 
tC)fT a simila r procedure was adopted, two yea r s' additional 
wea ring li fe lieing ;1 dcled to the ~cra p r, r ~eco ncl -hancl value o f 
the property as ,if Xov. r, rg n , to dete rmine th e present re
habil itation value. S imil;1rl y fo r pro perty rehabilitated dm ing 
the yea r r9 r2 three years' wc;1 ring life was add ed. 

Tn ca,c· of property. s 11 ch as track, on which se111i - reha l1il ita -

tion is contemplated, namely, the provision of a new substruc
ture unde r rail s that are not sufficient ly wo rn to require re
moval, t he going va lue was returned as the r ehab ilitat ion 
value. T he company will realize the full re maining wearing 
value in the rail , ties and substructure. The t ies have already 
been deprec iated to an amount whi ch correspond s to their 
present condition, and in case of r emoval whatever li fe remains 
would be rea lize d in the fo rm of a small pe r centage of t ies 
th at can be used for renewals elsewher e. 

This method was applied t o all part s of the property which 
must be r ehabilita ted in order to comply with the or dinance. 
It was estimated th at app roximately 29 mil es of track 
wo uld be rehabilitated before Feb. I, I 9 II , tha t 22.56 miles 
would be r ehabilitated in r9 rr , that 0.87 mile would be rehabili 
tated in 1912, and th a t 39.59 mil es would be semi-rehabilitated, 
the date at which thi s latter work is done hav ing no bearing 
on the va lue r eturned fo r th e property. T he rest of the 
t rack, consisting of 15.27 mil es recently rebuil t under speci
fica tion s o f the board o f super vising engin ee r s, 15.21 mi les that 
is considered sati sfactory in it s present condition, and 0.587 
mil e that is to be r emoved from th e stree t, completes the total 
t rack mileage inside th e city. 

Further requirem ents of the ordinance as to r ehabili tation 
contemplated that ultimately not m or e th an 50 closed and so 
open single-truck motor car s should be oper ated by the com
pany. Th e r ehabilitati on value w as r eturned on the assu mp
t ion that the company might pe rmanentl y r etain in operation 
th e 100 cars referred to, that it may r etain in oper ation for one 
year 72 ca rs in addition t o the above, that it might retain in 
operation fo r two years 36 cars o f the 72, and that it shou ld 
immediately dispose of all r em aining passenge r car equipment 
at second-hand or scrap va lue. Similarly, the company is al
lowed t o r etain such sprinkl ers and sweepers as ar e in sati s
fac tory cond ition a t their present value, and is required to dis
pose o f the balance at second-hand or scrap value. T he pas
senge r ca rs, in th is case , wer e proportioned betw een the lines 
outside and inside the city in pr oportion to small ca r s operated 
out side and in side. The misce llaneous car s that ha\"e been re
tained were pr oportioned between the li nes out side an d inside 
in proportion to track mi leage. 

It was ass umed that the Cali fo rnia Avenue power plant will 
still be oper ated, and fo r thi s r eason it was gi\'en its going 
va lue fo r r ehabil it ati on purposes. T he operation of the Edge
water power plant is not economical and it was assumed that it 
will be discontinued as soon as substat ions can be provided, and 
for this purpose this power pl ant equipment was given its 
second-hand val ue as of r9r r. to which was added two years' 
wearing va lu e of t he plant as a whole to det erm ine the re
habilitat ion value as of Nov. I, 1909. 

T he present va lue of pav ing was a llowed in case of stree ts 
r ecently rebuilt , as well as streets on wh ich track is to remain 
in its presen t cond ition . O n streets wher e the t r ack is to be 
rehab ilit ated the second-hand value of the paving was returned 
as the r ehabilitat ion value. 

The r em aining exhibit s, inc luding electri c power dist r ibut ion, 
supplies, tools and furniture, bui ld ings and real estate, were 
returned at th e same value for r ehabi lita tion purposes as was 
ass igned them in the case of the property as a goi ng concern. 

T he book has a total of 7r 3 pages an d includes various ex
hibits containing detail s of wo rk and photog r aphs of cars and 
diagrams showing the elect ri cal power d istribution and the lo
cation o f power plant equipment , etc. 

A n abstract of the or dinance r elat ing to the rehabilitation 
of the property of the Co nsolidated com pany, \\'hich was pas.,ed 
by the City Council on Oct . 10, l () TO, was pub lished in the issue 
of the ELECTRTC R A ILWAY J OUR NA L fo r net. 22, [()10. page 887. 
T he ordinance g r ants to the Ch icago R ail ways C,1111pany, which 
is to purchase the property of the Con,olidated company at 
fo reclosure sale, t he r ight to construct. 111aint;1i11 and ope rate 
ce rta in extens ions and additions of it s lines of st reet railway. 
Property to the va lue of $235,70(). ro is schedu led as property of 
the Consolid ated srstc m which the n1icago R;1ilways may 
elec t nnt tn acqui re. 
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MEETING OF RAILWAY COMMISSIONERS 
Abstracts of some of the reports presoented at the meeting of 

the National Association of Railway Commissioners in Wash
ington, D. C., were published in the issue of the ELECTRIC RAIL· 

WAY JouRNAL for Nov. 26. Portions of some of the other re
ports of committees which were presented and considered at the 
same meeting are given below: 

COMMITTEE REPORT ON RATES AND RATE MAKING 

George F. Montgomery, Georgia Railroad Commission, pre
sented the report of the committee on rates and rate making. 
The report was in part as follows: 

"If the business of the carrier was confined to a single 
character of service, or if in the performance of its service 
to its patrons it brought into play in every instance all of its 
property, it could be ascertained with a degree of accuracy 
what proportion of the total expense of operation any given 
service absorbed. But where the property of the car rier ex
tends over and through a large number of States, and where 
its business is not confined either to State or interstate busi
ness, or to any one commodity, but where it daily carries ship
ments of hundreds of different commodities between its hun
dreds of stations, and where the quantity of mo~ement in any 
given commodity and between any given stations is constantly 
changing and with those changes there is a const~nt change in 
the proportion of its property used, how hard it is to ascertain 
what charges are just and reasonable on the fair-return-on
value basis. The apportionment of the total value of the prop
erty of any carrier according to the property used in a specific 
instance upon an exact basis is impossible, and if it is impos
sible to determine exactly the value of the property employed 
in a given case, and to get at the value as nearly as possible 
some allowance is made somewhere along the line in the 
scientific working out o.f rates, the science falls with the 
allowance. And to what extent will any known science help 
in making rates which are affected by water competition or 
commercial conditions, which oftentimes necessarily disarrange 
any fixed method of making rates? But, granting that reason
able and just rates can be reached by scientific methods, if this 
theory is to be observed with every change in value of the 
property devoted to any given service, the charges for that 
service must be correspondingly changed, and the task of mak
ing rates in this manner would hardly be finished in any case 
when by reason of changed conditions revaluations and new 
rates would have to be made. Thus the plan is impracticable, 
even if it should enable the making of rates in such manner 
that the property employed in each and every instance would 
earn its fair · return. 

"As to the value-of-the-service theory and the plan of making 
rates as high as the traffic will bear and the plan of making 
such rates as will permit of a free movement of freight and 
free business intercourse between the patrons of the carrier and 
the -general public, hardly more than one valuable thing could 
result were these plans adopted and practised, and that would 
be improved service, because of the carriers being certain to 
receive such returns from their operations as to enable them to 
furnish the best of service and facilities. 

"The question which rate-making authorities ought to con-
. sider is not merely the saving of railway companies from 

bankruptcy, but where the service rendered by the carrier is 
altogether satisfactory let not the giver of the service be 
envied a remunerative measure of profit. 

"Your committee offers the following suggestions for the 
making of a mileage tariff and for the making of a classifica
tion of freights and special or commodity rates not based on a 
mileage scale, but made to meet such competitive conditions 
of transportation or commerce as may be found to exist : 

"r. Adopt a mileage tariff by fixing first class and then 
arrange all other classes on a percentage relation to first class. 

"2. Adopt a classification to govern the tariff by classifying 
such articles as are universally accepted to be articles of first
class freight and then classify all other articles in relation 
thereto. 

"3. Wherever transportation or commercial conditions make 
necessary a departure from the mileage-tariff basis adopt spe
cial or commodity rates. 

"Your committee is of the opinion that no fixed rule can be 
observed, but that after all, as in the successful doing of all 
things, it is a matter of judgment based on experience. Rate 
making is iio new work. Tariffs and classifications after the 
same fashion used to-day were in effect many years. before 

'any State created a railroad commission. It is not a matter of 
experiment now. The experimental period has passed. The 
same system now employed has been in use since the early 
history of railroad operations. If no rate had ever been 
made and we were now called upon to invent some rate-making 
plan, scientific methods of mathematical calculations might then 
serve our purpose well. But we have seen how the existing 
plan works, where it fits well and where it does not, and, as 
stated, it is a matter of judgment, supported by an honest pur
pose, to keep the good and remove the bad." 

SHIPPERS' CLAIMS 

William Kilpatrick, Illinois Board of Railway & Warehouse 
Commissioners, read the report of the committee on shippers' 
claims on common carriers. In part the report said: 

"Through unjust and inefficient treatment on the part of the 
carrier and unjust claims on the part of the shipper, both have 
come to approach the matter of claims in an antagonistic and 
retaliatory spirit, which will be dispelled only by a realization 
on the part of both that undue advantages obtained through 
claim settlements are as obnoxious to the law ·as any other form 
of discrimination." 

The report was adopted. 
CAR SERVICE 

Halford Erickson, Wisconsin Railroad Commission, read the 
report of the committee on car service and demurrage. The 
report showed the probable effect of an increase of the time for 
loading and unloading upon average mileage of freight cars 
per day and said in part : 

"The facts certainly raise the question whether at this time 
we are warranted in recommending any change that may cause 
such drastic increases in the expenses of transportation as 
would result from any considerable increase in the free time 
allowed for the loading or unloading of cars. The carriers are 
ordinarily entitled to reasonable rates for the services they 
render; and such rates, in one way or another, they are un
doubtedly in a position to obtain, at least in the long run. This 
simply means that increases in the expenses may have to be 
made up from increases in the rates and that the burden of 
such changes as those caused by the increase of this free 
time will ultimately have to be borne by the consumers. In 
view of these facts, it would seem that extensions of the free 
time should not be granted unless justified by necessity rather 
than by convenience." 

The report was received and ordered printed. 
UNIFORM CLASSIFICATION 

F. M. Cockrell, Interstate Commerce Commission, presented 
the report of the committee on uniform classification. The 
report, referring to provisions in the act of June 18, 1910, 
amending the interstate commerce laws, said: 

"These provisions seem very clearly to give the Interstate 
Commerce Commission full authority to prescribe such a classi
fication with reasonable rules and regulations. It is respect
fully recommended that the Interstate Commerce Commission 
take the necessary steps to secure at as early a day as prac
ticable the uniform-classification ·rules and regulations which 
the law quoted makes it the duty of carriers to establish and 
observe; and when such work has been prepared that the 
commission give to the commissions of the various States and 
all parties interested an opportunity to be heard before the 
final adoption of a uniform classification." 

DELAYS IN ENFORCING STATE COMMISSION ORDERS 
A. T. Siler, Kentucky Railroad Commission, read the report 

of the committee on delays attendant upon enforcing orders 
of State railroad commissions, which, in part, was as follows: 

"The orders of State railroad commissions and of the 
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Interstate Commerce Commission are of a public nature and 
affect the interests of the public generally and should be en
titled to consideration in advance of private interests. These 
delays are so general and have wrought so much harm and 
dissatisfaction that your committee is of the opinion that some 
vigorous, positive steps should be taken by this convention 
that will awaken new interest in these cases, and to that end 
your committee submits to the convention for its adoption 
the following resolution, which resolution has heretofore been 
adopted by this same convention at one of its annual meetings: 

"'Resolved, That this convention respectfully request the 
Supreme Court of the United States, if it has power, to adopt 
a rule by -which causes which involve the validity of orders of 
any State railroad commission shall be placed upon the calendar 
as soon as the record is filed in that court and at once be 
advanced and set for argument during the pending term; and 
if the court finds that it has not jurisdiction to regulate this 
matter by rule, then we recommend that Congress pass such 
legislation requiring the advancement of such cases. 

"'Resolved further, That a copy of this report be furnished 
to the Supreme Court of the United States, and that the vari
ous members of the several State railroad commissions be 
requested to call the attention of their members in Congress to 
this report and recommendation, and solicit their support of 
any measure which has for its object the placing of this line 
of cases in a condition for a more speedy trial.' " 

The resolution was adopted by the convention. 

GRADE CROSSINGS AND TRESPASSING 

George W. Dickinson, Michigan Railroad Commission, read 
the report of the committee on grade crossings and trespassing 
on railroads, which was in part as follows: 

"In some States the law prescribes a division of the expense 
between the interested parties, the States in some cases sharing 
in such expense. By reason of the variety of the conditions 
presented, we do not feel that any hard and fast rule can be 
equitably applied, otherwise we would recommend assessing 
at least 25 per cent of the expense of this work to the State. 
In one case the street may be occupied by an electric line, or 
some interurban line may use the overhead structure together 
with the steam road. For this reason we believe authority to 
determine not only the necessity for the separation but also 
to apportion the expense of the same should be given the rail
road commission of the State, which, being free from political 
or other influence, could act without bias. We believe, how
ever, that the State should bear a certain portion, say not 
to exceed a certain per cent or fixed sum in each case. 

"We make the following recommendation : 'That in States 
now having no law governing conditions under which grade 
separation shall be made, or not requiring any given number 
of crossings to be separated each year, the legislators of 
such State have the matter properly placed before them, with 
suggestions as to what 1s needed, that they may enact laws 
granting to the commission of their State the necessary power 
to act; that they be given discretionary power to require each 
railroad in their State to separate a certain number of grades, 
in proportion to their mileage, each year.' 

"To this end we recommend that a committee of this asso
ciation be appointed to prepare such data and suggestions as 
they deem best for presentation to the Legislatures of the sev
eral States; that said committee be composed of one member 
of the railroad commission of each such State and they be 
authorized to formulate and present such suggestions as such 
committee may deem proper and as will tend to a uniformity 
of the laws on this subject in the different States. 

"In the year 1909, in Michigan, there were 8357 street and 
highway crossings at grade; protected with gates and flagmen, 
600; protected with electric bells, 270; unprotected, 7487; sep
aration of grades, 360; showing about 13 per cent protected 
and 4 per cent separated. In the same year there were steam 
railroad crossings at grade, 500; electric railroad crossings at 

. grade, 500; protected by interlockers or derails, 26o; unpro
tected, 240; separation of grades, 150. 

"In the building of improved highways the people now 

recognize that a part of the main thoroughfares, known as 
county highways, should be, in part, paid for by the county as 
a whole, and no reason exists why, if such roads are so impor
tant for the use of the people of a county as a whole as to jus
tify a burden on the county, the county as a whole should not 
pay a part of the cost of the elimination of a dangerous crossing 
thereon. Cases may frequently arise where an important high
way only crosses through an extreme corner of a town or 
village and where very few people of that municipality use 
the road. The advantages arising from the abolishment of such 
a crossing would not accrue to the town itself except in a 
very small way, but ·would accrue to the adjoining towns and 
the county generally. 

"The statute ought to provide that any municipality and 
steam railroad, and, if necessary, street railroad, subject to 
the approval of the State commission, could voluntarily con
tract for the abolishment of crossings within a municipality. 
All over the country municipalities are now contracting with 
steam railroads for the abolishment of crossings, and in each 
case a special act is required. The general law ought to be 
such that such contracts, with the approval aforesaid, could 
be carried out without special legislation. 

"There is no provision in a great many States having grade
crossing laws for the abolishment of crossings of interurban 
high-speed lines. The tremendous growth of these high-speed 
interurban lines is resulting in the same conditions that arose 
at the time steam railroads were constructed. The laws relat
ing to grade crossings ought to apply to high-speed interurban 
lines, as there is practically no difference between the present 
methods of construction and operation. 

"The State laws are very diversified as to who can institute 
the application, but the statute should provide that the pro
ceedings can be commenced either by the State public service 
commission or by any municipality interested or by any steam 
or street railroad occupying the crossing. 

"Your committee well realizes that the elimination of grade 
crossings in cities and villages where the volume of travel on 
the railroads and in the streets is very large and where land 
necessary for such improvements is very expensive is the most 
serious financial problem which our railroads and the public 
have to face jointly, and with the rapid increase of business 
it becomes more pressing every year, but if we realize our 
duty and responsibility and realize that the protection of the 
general public is a burden we must bear and which must there
fore receive our serious consideration, we must not relax in 
our efforts to bring about such conditions as will represent the 
largest measure of safety in the least possible time." 

The recommendation of the committee for the appointment 
of a general committee was carried after a slight change had 
been made in the phraseology of the report with the intent of 
gi~ing representation to each State that has a railroad commis
sion. 

COMMITTEE ON LEGISLATION 

The report of the committee on legislation was presented by 
the chairman, Ira B. Mills, Minnesota Railroad and Ware
house Commission. It was in part as follows: 

"The committee recommends that as soon as possible the 
States not having commissions pas~ laws establishing them, 
and suggests that the laws of Wisconsin or New York might 
be taken as a model. Under recent decisions it would be well 
to examine very carefully the statutes of the different States, 
with a view of seeing if the rate-making power given by 
them will stand the test." 

Judson C. Clements, Interstate Commerce Commission, spoke 
of the importance of a friendly co-operativP spirit and willing
ness to confer between the Interstate and the State commis
sions. 

Edward M. Bassett, New York Public Service Commission, 
First District, said that the Constitution put under the fed
eral government the control of commerce between the States . 
The Interstate Commerce Commission was only fulfilling its 
particular function when it did this work right up to what it 
concei ved to he the twiligh t zone of federal authority. And, 011 
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the other hand, the State commissions did their work under the 
powers no t delegated to the federa l government in the U nited 
States Constituti on when they performed their functions right 
up to the limit of the twilight zone. But there was a twilight 
zone that had to be patiently worked out and greater light 
thrown upon it. 

RAILROAD STATISTICS 

Prof. Henry C. Adams, in charge of statistics and accounts, 
Interstate Commerce Commission , pr esented the report of the 
committee on railroad statisti cs. T he committee repeated rec
ommendations which were contained in the r eport of the pre
vious year, but, through inadvertence, were n ot forma lly pre
sented to the convention. Modifications of the Interstate Com
merce Commission form of annual report were suggested. The 
committee wrote a letter of inquiry regarding the date of the 
fisca l year to State railway commissioners and carriers subject 
to the jurisdiction of the Interstate commission. T he replies 
did not indicate any strong desire in favo r of a change of the 
date for closing the fisca l year. A bill passed by the last Con
gress permits the Interstate commission by order to substi
tute Dec. 31 as the date for closing the fiscal year. The com
mittee submitted the classification of additions and betterments 
and the form of general balance sheet statement promulgated 
by the Interstate commission for steam railroads and called 
attention to the fact that the general system of accounts for 
steam railroads prescri bed by the Interstate commission and 
approved and accepted by the State commissions still lacks an 
authoritative classificat ion and definition of income items. O n 
the subject of assignment of revenues and expenses of railways 
by State lin es the committee said in part: 

"This question of the separation of operating revenues and 
operating expenses by State lines-as also a separation for 
interstate and intrastate traffic-has long engaged the attention 
of the railway commissioners and the carriers. In 1907 your 
committee met with a committee representing the Association 
of A meri can Rai lway Accounting Officers, for the purpose of 
considering this question, and, as the result of their joint labo r s, 
there was worked up a compl ete and comprehensive plan for 
the separati on of operating expenses by State lines. From 
the point of view of expenses exclusively, the rules then adopted 
a re now regarded by your committee as in the main satisfactory. 

"The difficulty, however, arises when it is attempted to as
sign operating revenues by State lines in such a way as to 
secure a correct statement of net revenues from operation. The 
embarrassment arises from the fact that some States have ex
pensive terminals, whereas other States are relieved from the 
necessity of bearing the expenses incident to such terminals ; 
and it would be manifestly unfair to assign expenses to the 
State where the expense is in fact incurred, and to assign 
revenues according to a mileage pro rata basis. As a step toward 
the solution of this difficulty, it was recognized that it would 
be necessary to apply the pr inciple of constructive mileage in 
the locali zation of railway revenues, and the chairman of your 
committee was instructed to correspond with the representa
tives of the States for the purpose of learning whether or not 
the States would approve the application of the rule of con
structive mileage for the localization of revenues. Nothing very 
definite resulted from this investigation and largely on that 
account the attempt to formulate any definite rule for the 
application of the _principle of constructive mileage was aban
doned. 

"The committee is able to report some progress in that pro
vision has been made for a gener al investigation of the loca
tion of especially expensive terminals, of the arbitraries which 
a r e allowed bv carri ers on account of such terminals, of con
tracts whi ch · result in the establishment of arbitraries on 
a~count of other kinds of disabilities, and other pertinent items 
of information. 

"The question at issue is one which touches not only the 
work of railroad commissioners, but the t axi ng agencies of the 
States as well ; and the question has arisen as to the likeli
hood of the acceptance by the States of any uniform rule for 
localizing the operating revenues and operating expenses of 

railways in case such a rule can be worked out as would" 
commend itself to the members of thi s conyention. 

"So far as the majority of S tates ar e concerned, the re i5; 
no se rious reason why a uniform rule appro\'ecl by this con
vention should not become generally e ffectiv e. Ho\\"e,·er, there 
are a few States whose taxing laws or administrative practices
must be modified in greater o r less degree before a rule fo r as-· 
signing r evenues and expen ses by State lines could be univer
·sall y acloptecl, provid ed the inter ests of taxing commissioners . 
as well as of railway commissioner s a r e to be considered by 
such a rule." 

----♦•----

THE WORK OF THE BOARD OF PUBLIC UTILITIES Of" 
LOS ANGELES 

T he Board of Public U tilities of Los Ange les, Cal., has sub
mitted to the Mayor of Los Angeles a report covering its 
work from the time of its o rganization, late in December, 1909,. 
to June 30, 1910. T he original commissioners appointed by 
J\Iayo r A lexander on Dec. 20, 1909, were l\1eyer L issne r, whose · 
term of office expires on June 30, 1912; Frank J. Hart, whose · 
term of office expi res on June 30, 19rr, and Paul Haupt, whost 
term of office expired on June 30, 1910. On March 18, 1910, 
Mr. Haupt resigned, and J. lll. Hunter was appointed to · 
serve out hi s time. M r. H unter was later reappointed to · 
serve until June 30, 1913. Mr. Lissner has been elected presi
dent of the board. On Jan. 5, 19ro, the board appointed Theo. 
B. Comstock executive officer and secretary with the official title 
of engineer of the board. The members of the board serve 
gratuitous ly. T he sum of $12,000 a yea r is appropriated for · 
sa lari es and other expenses i nvolvecl in the work of the board .. 
The principal duties of the board as p rescribed in the ordi
nance which created the body follow: 

''r. To invest igate each year the affairs of all persons, firms 
nr corporations operating or maintaining water, electric light
ing, power, gas or telepehone systems, o r street railways, of · 
interurban railroads, or other public service utilities in Los· 
Angeles, and compile such data as may be necessary to de
termine the proper charges for the service furnished or sup
plied, as provided in the charter of said city, or otherwise by 
law. Such data shall include a val uation of the physical' 
properties, a detailed sta tement of gross and net earnings and 
of expenses, and the capita li zation and indebtedness thereof, and.· 
such other matters as the board may deem proper , and shall 
also include such facts and figures as may be obta inable re
ga rding the operation and maintenance of similar systems and' 
uti liti es in other municipalities. 

"2. To recommend to the City Council, prior to the first clay · 
of March of each yea r, a schedule of charges for the services 
specified in subdivision I of this section. 

"3. To investigate complaints against the service or the 
charges of any person, firm or corporation operating any 
public service utility in Los Angeles, and to recommend legis
lation or action to executive officers o f the city whenever irr: 
the judgment of the board such legislation or such action may 
be necessary. 

"4. To superintend the inspection of all public utilities and 
services in Los Angeles, as to their compliance with their 
franchises and with law and the ordinances, their service and 
charges, and their treatment of the public, and from time to 
time to recommend such legislation or executive action as may_· 
be required. 

"5. To prepare and keep a detailed and indexed record of all' 
public service franchises granted by the city that are now in ex
istence or that may hereafter be granted, showing the elate,. 
location, term thereof, and all other essential facts, and a! 
similar record, so far as practicable, of all other public fran
chises exercised in Los Angeles. 

"6. To report to the City Council in June of each year the 
essential facts and figures concerning the aforesaid publil'. · 
utilities operated and maintained in Los Angeles, comparing 
their charges and character of service with those of similar 
utilities in other municipalities." 
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The report of the board for the six months ended June 30, 
19ro, contains 194 pages. According to the report the board 
has 18 water companies, four gas companies, three electric 
companies, two telephone companies and four electric railways 
under its jurisdiction. The 31 companies involved have "com 
bined physical prop erty amounting to $65,000,000 o r more.'' A 
digest of the report of the board relating to st reet railway af
fairs follows: 

''The subject of transfers is not specifically covered by the 
Constitution of California nor by the codes o r statutes. No 
specific provision o f the City Charter relates directly to trans
fer requirements. There are demands for transfers in some 
instances from interurban to city lines and vice ve rsa. A t 
present only two or three of thi s cl ass a r e allowed, a lthough 
there are other cases in which exchange service appears to be 
reasonably justifiable. 

"Early in 19ro a study o f the situation was undertaken by 
this board. There were fo und some 25 car connections where 
transfers were not allowed, which came within r easonable de
mand of the patrons of the lines operated by the Los Angeles 
Railway. After full discussion, the conditions o f the board 
were, in the main, conceded by the company and these addi 
tional transfers are now r egul arly issued. 

"It has been the policy of the board to pr esent the facts to 
the railroad officials in such m anner as to en li st thei r co-op~ra· 
tion, and we believe that they are now inclined to meet the 
legitimate demands of the people to a greater extent than 
form erly. 

"The investigations of the board have clearly shown that the 
crowding of cars, whi ch has caused· much complaint, is large ly 
the result of conditions which a re peculi ar ·to Los A nge les. 

"In a city growing as rapidly as Los Angeles it is impossible 
for city officials or the officers o f corporations to look ahead 
far enough to provide for all contingencies in advance of ac
tual r-equirements. There must necessa rily be periods of radical 
reconstruction in methods and equipment, and very serious 
problems are involved in the practical handling o f traffic while 
such work is under way. 

"The whole subject is receiving earnest and thoughtful con
:,ideration on the part of the board and it s engineer in consulta
tion with other city offic ials and wi th duly accredited r epre
sentatives of all the street railways. 

"The term of grant for st reet railway is not limited by State 
laws, but the City Charter of Los A ngeles allows not mor e 
than 2 1 years. Spur t rack g rants are made revokable at w ill of 
the city autho riti es by legislative enactment . Certain other 
conditions, as the payment of 2 per cent o f gross ea rnin gs an
nually, beginning with the fif th year of opera tion; the method 
of application, the bidding for and gran ting o f fr anchises, and 
the mode o f r eversion to t he city, if demanded at encl of term, 
a re a ll covered in the statutes of Ca li fo rnia, leaving to the city 
the enforcement of its own edicts r egarding operation, traffi c 
regulation, transfers and other matters, exclusive o f fa res, 
which also are now prescribed in the statutes. 

"With a view to securing attenti on from those best fitt ed to 
adv ise the board and to get full expression of the opinions of 
both sides in matters open to cont rover sy, a resolution was 
passed by the board in April providing for a traffic confer ence 
to include the members of the board and the officers of the rail
ways and railroads operat ing in Los A ngeles. T he time of 
the board and its staff has been so steadily occupi ed, however, 
that it has not been possibl e to convene the traffic conference 
up to the date o f closing this report. T he enginee r of the board 
has m ade preliminary studies of som e o f the questions which 
w ill soon be brought up for di scussion, and the valued experi 
ence of the city engineer and city atto rney has been freely 
drawn upon in such matters as have require<1 immediate atten-
tion in this regard. • 

"The expansion o f the city limits of Los A ngeles has been 
so extensive recently as to change materially the r elations o f 
the interurban lines without equi valent increase of earnin g 
capacity. For thi s r eason, a lthough t echnical application of the 
law may be supposed to warrant enforcement of 5-cent fare~ 
over any and all lines to the city limits, it h as appea red t o thi s 

hoard that fu ll and fa ir consider at ion of all interests is proper 
before ri g idly en forc ing this regulation. The board has made 
progress in bringing the facts into clear li ght , and we confi 
dently expect to reach sati sfactory conclusions for report to 
the Counci l within a short time. 

"The boa rd is sati sfied that there is anything but a public de
mand for the cessation of fre ight traffi c. O n the contrary, the 
business com munity and the people generally desire that it 
~hall be g iven freedom to expand and continue development 
along healthy channels. But it is ev iden t t hat some provision 
must be made er e long for disti nct arteries to be devoted mainly 
c,r wholly to the circulation o f fr eight and express wi thin the 
city. T he eliminat ion of g rade crossings is intim ate ly inter 
woy en w ith thi s, and other important questions must be con
sidered co incidently. Negoti ations looking to set tl ement by 
giye-and -take concessions will accomplish better and more 
f.peedy result s than any other method of procedure." 

---•·••-- -
MEETING OF RAILROAD SECURITIES COMMISSION 

The Railroad Securiti es Commi ssion , appointed by President 
Taft to consider the issue of railway st ocks an<l bonds, held it s 
fi rst public hearing in W ashington, D. C.. on :'(ov. 28. All of 
the members of th e commi ssion wer e present. as follows: Presi-• 
den t A rthur T. H adley, of Yale U ni ver sity, chai rman; F. N. 
J nelson, of St. Louis; Frederick Strauss, of ?\ e\\' York; \Valter 
L. F isher, of Chicago, and B. H. i\Ieyer, of ~Iadison, Wis. 

Judson C. Clement s, member of th e Inter state Com-
merce Commi ssion, t estified at the fi rst hearing. He said m 
part: 

"The Interstate Com merce Commission belieYes that a 
physical valuation of the r ail road properties of the United 
States is the first step toward adequate regulation of rates; 
and I believe the same principle app li es to the establishment of 
a basis for the control of stock and bond issues."' 

It was also stated by Commi ssioner Clements that he op
posed the measure introduced in the last Congress to regulate 
the issue of securiti es because he thought that it did not embody 
a ll the features which should be included in a la\\" on this sub
ject. He ob jected to the provision that no llew road should 
be a llowed to sell it s stock and bonds below par . He thought 
that any official body with cont ro l of rail road securities should 
lJ e authori zed to al low the issue of such securities at less than 
rar when lo\\'e r prices wer e justified. 

.At a hearing on );° ov. 29 testimony was offe red by Chairman 
W. P. Hal l and Clinton White, of the Board o f Rail road Com
mi ssioners of ~Iassachusetts. J ames F . J ackson, former cha ir
man of the l\Iassachusetts commissi on, also testified. 

l\Ir. Hall advocated a physical valuation of railways . He 
admitted that th ere were diffi culti es to overcome, but sa id that 
it was possible to arri ve at approximate Yalues. The Massa
chusetts com mi ssion had been able to secure sati sfactory re
sults . Mr. Hall said that i f a new national commission was. 
created it should deal onl y with new issues and that actual 
values should be the basis of all new issues. He said that short
term notes as well as stock s and bonds should be consider ed, 
for the effect of such n otes was to increase the fl oa ting debt. 

----·♦·----

"The E ffect of Keyways on the Strength of Shafts.'' by 
Herbert F. Moore, has just been issued as Bulletin No. 42 of 
th e Engineering Experiment S tation of the University of 
Tllinois. Thi s bulletin records the result s o f tests made to de
termine the r elat ive stren gth of solid shafts and shafts with 
keyways. Vari ous sizes o f shafts wer e tested, and for each size 
of shaft the weakening effect of keyways of several proportions 
was determined. T ests were made on shafts subjected to 
twi sting only and on shafts subj ected to twisting- and bending 
at the ~a me time. The result s show that the weakening effect 
of keyways o f the usual proportions upon the strength of shafts 
is considerable, a square keyway of the usual size causing a re
duction of about one-sixth in the strength of the shaft. F r ee 
copi es of Bull etin No. 42 may he obtai neci from \V. F. J\I. Goes. 
Uni ve rsity o f lllinois, Urbana, Tll . 
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NEW CONVERTIBLE CARS FOR TORONTO 
The Toronto ' Railway has adopted a new double-truck con

vertible car of the type shown in the accompanying illustration. 
The new cars, of which 16 out of 50 are in service, are to 
be used in connection with the prepayment fare system, in
augurated on the Yonge Street line on Nov. 27. This change 
from the portable fa re box system hitherto in use was 
adopted for the entire Toronto system on Dec. I. Special 
pay-as-you-enter fare boxes have been installed on the Yonge 
Street route and will be placed on several of the other lines; 
but pending the construction of a sufficient number to cover 
all the lines in the city, the company is making use of its 
regular hand box in connection with the prepayment system. 

The new car, called Class 1300, has a body 30 ft. long 
and an over-all length of 44 ft. 9 in. As a closed car this vehi
cle seats 38 passengers and as an open car it seats 70 passen
gers. The general design is the invention of the company's 
master car builder, M. Power, under whose direction all the 
cars of this type are being built in the company's shops. The 
following descriptive details were furnished through the cour
tesy of R. J. Fleming, general manager. 

vestibule also has an outside mirror to give the motorman a 
clear view :of the whole car side. 

The back vestibule is made very convenient for prepayment 
operation. To facilitate the Toronto practice of leaving by the 
front door, Mr. Fleming conceived the idea of dispensing with 
the front door or bulkhead, leaving almost all the end open. 
T his gives excellent operating results as well as extra capacity 
both winter and summer. 

T he cross-seats used in summer are placed longitudi
nally for winter use, and covered by a cushion. A leg is re
quired only at the extreme end of each length of cross-seats, 
the center supports consisting of truss-rods underneath the seat. 
Since very few legs are required the space under the seats is 
left open, thus giving the interior of the car a very sanitary 
appearance. A clear passage in and out is given by a spac1.: left 
at each door. The seat backs are very light to handle as each 
side has two sections. They rest on the seats, being securely 
held by means of clips with which they are engaged. The tops 
of these seats are secured by gate hooks to facilitate removal. 

For summer use the side sections of the car are removed. 
The cross-seats are placed in position and supported by lugs 
on the panels and car wall, and held in place by buttons. 

Toronto Convertible Car When Open. 

The bottom framework is of semi-steel construction. The 
side sill-p lates are placed on the extreme outside of body, re
inforced by an inside angle under which the wheels are allowed 
to curve. This angle carries all the cross-floor supports, which 
are reinforced by truss rods. The only plat fo rm steel comprises 
the two light outside platform supports, made on the cantilever 
principle and rein forced on the bottom side by a light angle. 
The platform centers are supported by adj ustable trusses which 
have their bearing on the bottom of the canti lever under the 
car-body sill. In this position the weight is cared for by the 
ordinary platform suspension bolts. 

T he front of the car is fitted with a wide sliding door, oper
ated by the motorman and locking each time it closes. Two 
switch-irons are inserted in the floor over the rail s, while along
side of these irons there is placed a metallic frame containing 
plate glass. This frame is so constructed as to open in order 
to be cleaned. Through this device the motorman can see the 
switch ; furthermore , the frame prev~nts the cold from entering 
the car. The platform rail behind the motorman has a double 
purpose inasmuch as it separates the motorman from the pas
ser gers and provides a location for the sandbox, the open lid 
of which serves as a comfortable seat for the motorman. The 
placing of the sandbox in such a position prevents dampness 
and makes it easy for the operator to see the condition of the 
sand at all times. A curtain is suspended from the roof over 
the platform rail. When this blind is drawn down light from 
the car cannot interfere with the view of the motorman. The 

Wooden backs are dropped into slotted castings, making a cool 
and comfortable seat. The bottom running board is attached 
by means of suitable suspension castings and connected to both 
platform steps. The second running board is contained in the 
wall of the car ; it makes a support for the sections in winter 
and also acts as a guard to prevent the car from being side
wiped by wagons. 

By a special switch, controlling an extra number of lamps, 
additional lights can be provided during the rush hours to give 
the conductor better facilities for handling fares and transfers. 

Each car wi ll carry four GE-8oa 40-hp motors equipped with 
open"-hearth, cut-steel gears and pinions. The new gear cases 
are of pressed steel replacing the old type heavy malleable-iron 
cases. A ll of the motors operate with "Le Carbone" brushes. 
The resistances are of the Toronto Railway standard, remov
able grid type. The rest of the electrical apparatus includes a 
K-6 series-parallel controller and M.R.-type automatic circuit
breaker; General Electric standard car lightning arresters and 
Toronto Railway roller-bearing trolley stands with a Shelby 
seamless steel trolley pole. The Consolidated buzzer system, 
operated from the power circuit, is used in place of batteries. 

The trucks are the Curtis D-2 type manufactured by the 
Canada Foundry Company. They have all-steel frames and 
swinging bolsters. The braking equipment consists of the 
Magann storage air and the National Brake Companyt)J '· and 
brake for an auxiliary. All of the new cars have Watson . to
matic fenders. 
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SNOW PLOW FOR HEAVY INTERURBAN SERVICE 
The Russell Car & Snow Plow Comp any, of Ridgway, Pa., 

has r ecently built fo r the Toronto & York Radial R ailway 
Company, Toronto, Ont., a snow plow of the type of it s well
known steam-road pl ows. As shown in the accompanying cut 
this plow is provided with wing elevators and flanger, which are 
operated by air under the cont rol of the motorman. It can 
be propell ed by a locomotive at tached to the power bar by means 

Snow Plow for the Toronto & York Radial Railway. 

of an automatic coupler at the rear of the plow or by motors 
attached to the trucks. The trucks are of the "Russell" B-6 
all-steel type fo r inside-hung motors. 

The dimensions of the plow are as fo llows: Height over 
all, 12 ft.; weight of moldboard, 8 ft. 5 in.; length over all, 32 
ft.; extreme width of body, IO ft. 1 in.; extreme width of wings 
extended, 14 ft. 1 in. ; width of bit, 9 ft. 4 in. ; approximate 
weight, 50,000 lb. 

----·♦·•---· 

A REMARKABLE TRACK LAY-OUT IN LEEDS, ENGLAND 

Edgar Allen & Company, Ltd., Sheffield, E ngland, have r e
cently completed for the Kirkstall Road car house of the Leeds 

Leeds Track Layout. 

City Tramways what is beli eved to Le the largest piece of track 
work of thi s class yet constructed a s one lay-out in E ng
land. T he lay-out as ,1ssembl ed at the works was 346 ft. long 

48 ft. wide. · 
As shown in the accompanying cut, all of the switches on the 

main track conple toge ther without intervening rail s, thus re-

ducing the numLer of joints. A ll the swi tches are 75-ft. r adius 
cen ter track. A ll the left-hand switches are movable. The 
right-hand side consi:, ts of compound open switches and cross
ings cast in one piece and repeated th roughout, thus stand ard 
izing the work. A ll curves off the main track are 35 ft. radius, 
spirali zed to suit the va rying distances of the pit s in the car 
ho use, there by standardizing th e castings as far as possible. 
A ll the curved tracks are fitted on the inside rail with Hol t's 
patent gua rd rail, of which over 1200 ft . was r equired. Thi s 
rail is rolled in 20-ft. lengths as a miniature type of bull -head 
rail, in order that it may be reversed to double the life. Special 
cast-s teel fis hplatcs a rc fitted to the castings at the places to 
which th e guard is connected. , 

The total weight of the lay-out is approx imately 85 ton s, the 
switches and crossings compri sing over one-third of the total 
weight. The rails used in the lay-out we re roll ed by Walter 
Scott, Ltd. , of L eeds, to the new section adopted by the Leeds 
City Tramways. They weigh 105 lb. per yard. The plans of 
the lay-out were prepared by J. B. Hamilton, general manager , 
and R . B. Holt, pe_rmanent way engineer , of th e Leeds City 
Tramways. 

-----·•·•---
WIRE OR CABLE GRIPS 

The "Gem'' wi re or cable g rip, shown in the accompanyi11g 
cuts, is made by the Perfection E lectrical Manufacturing & 
Supply Company, Brooklyn, N. Y., in various fo rms and sizes 
to suit the conditions of underground and overhead wire in
stal la tion s. It is made of coarse-strand steel wire because 
fi ne-strand wire wears out too r eadily and because the tangents 
the coarse strands m ake with the cable give an ideal gripping 
condition. The flaring ends form a funnel-shape entrance for 
the. cabl e end, which makes the application of the grip instan
taneous. The grip can be slipped on in one second, the haul
ing rope applied and the pull begun. Its usefulness is not 
limited t o a single wire or to lead-covered cabl e alone, fo r it 
can be used to pull in a three-wire feede r or a larger nu!nber 
of wires. No wire or lead-covered cable is destroyed in the 
pulling operati on. On an aver age the same grip can be ef
fec tively used about 20 times in a gritty duct . 

~ 
Split Grip Open. 

A single-eye type is used for tmderground purposes where a 

simple pulling operation is to be made. This gri p is also used 
fo r · pulling aerial wires or cables that cross pole tops. T he 
double-eye grip h as the advantage of being able to take hold at 
any point when sl ipped on from the end. On releasing the grip 
by pulling the end opposite the eye or funnel-shaped end it 
can be sli d along to the next holding point. The double-eye 
type is used especially for pulling out cable al r eady installed 
and fo r t ailing-in. Where the grip cannot be appli ed at the 

Split Grip Applied 

end and a hold is desi red at an intermediate point there is 
used the double-eye split gr ip illustrated. This g rip is so con 
structed that it can be laced on at any poin t desired. T he 
spl it type is particularl y valuable for handling li ve cables and 
taking up slack at turns in aerial construction. 

The g rips a rc made in three different styles, as described. 
and 13 sizes, giving an eq uipm ent for pulling every size a nd 
combin ation of wires that will fit into the \'ari ous size conduit s 
from ½ in. to 4 in. 
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MOTOR DRILL FOR BONDING 
T he accompa nyin g illustration shows the improved No. 22 

motor drill now made for twin-terminal bonds by the American 
Steel & \Vire Company, \V orcester, Mass. T his drill is of the 
four-spi ndle type, simultaneously bor ing a ll fo ur holes in the 
head of a rail fo r this company's standard twin-termin al bond. 
Two men c:in easil y operate thi s machine and drill holes fo r 
eight joints per hour. T his reduces the cost of in stalling the 
twin-termin al bonds to a very low fig ure. The machine, as 
shown, makes a ve ry compac t and efficient portable drill. It is 
a well -developed, high-speed tool, made of high-grade steel and 

Four-Spindle Motor Drill for Bonding 

provided with bal l bea rings to reduce frict ion and to endure the 
very severe conditions of track work. 

The motor will ope rate directly on a 600-volt trolley ci rcuit. 
The in ternal windings are thoroughly protected and in sulated. 
T he armatu re shaft is gea red direct to the drill spindle. The 
mach ine has tw o small carriage wheels which can be placed on 
the rail to move th e too l along ea, ily fr om j oint to joint. 

-----·♦·----

CORRUGATION REMOVAL WITH THE NICHOLS GRINDER 

I t will be recal led that several yea rs ago H. B. Nichols , chief 
engineer of the Philadelphia Rapid Transit Company, con
structed a machine for removing corrugation s which was de
sc ribed and illustrated in the ELECTRIC RAILWAY J ouRNAL of 
April 3, 1909, page 6-19. Owing to the ~atisfactory result s 
secured in P hiladelphia the commercial rights for u sing thi s 
machine elsewhere were taken over by William D. Gherky, of 
Phi ladelphia. The fo llowing paragraphs give pa rti culars of 
what has been done with this machine in other cities, both for 
the removal of co rrugations and the grinding of joints. 

The Public Service Railway Company, Newark, N. J.. has 
been using the rail grinder for the past two yea rs, during which 
period it rehab ilitated 6500 ft. of r ail on different lines. 
Some of the corruga ti ons were almost Ys in. deep and it would 
have been necessary to renew the rails if it had not been 
possible to grind out the depressions. One great advantage of 
the grinder was that it could be used without interfering with 
the r egular operation of cars. 

T he Brooklyn Rapid Transit Company first put the grinder 
on during 1909. It has since removed over 20,000 ft. of cor
rugations and is still in service. 

T he United Railways & Electric Company, of Baltimore, elimi
nated corrugations on approximately 6700 ft. of track up t o 
the early part of November, 1910. The contract with Mr. 
Gherky ca lls for the treatment of 16,813 ft. of rail in all. The 
ave rage depth of the corrugations removed is from 1/16 in. to 
3/J2 in. The grinder has not been used for battered joints in 
Baltimore. The company is a firm believer in electric welding 
and any joints r equiring attention are gi,·en proper treatment 
w hen welding operations are under way. 

Tbe New York State Railways, Rochester, N. Y., med 
. this grinder in 1909 to treat 3033 ft. of track. In addition to 

this, the machine ground 235 old pounded joints. No measure
ments were made of the depth of the corrugations, but they 
\\'e1·e deep enough to be annoying. 

Another large Eastern company, which does not wish to be 
quoted, states that it has ground out 3804 ft. of r ail and 897 
Joints. \Vork with the machi1ws is progressing elsewhere in 
cities not mentioned in the fo regoing paragraphs. 

A ll the wo~k has been done with machines built according to 
the original design. Mr. Gherky, however, has introduced 
changes and improvements. intended principally to quicken the 
action of the mach in e and to increase its output. Machines of 
"the latest design now under construction will turn out from a 
third to a half more work , tending thereby to a r eduction in 
cost. To handle the growing business better, Mr. Gherky and 
hi s associates have incorporated and are great ly increasing their 
working faci lities. After Jan. I, 191 r, the business will be 
handled by the Railway Track-\Vork Company, of which Mr. 
Gherky is president, William B. Goodall secreta ry and A. M. 
Aardini treasurer. 

-----·♦·----

IMPROVEMENTS IN THE BLAKE DISPATCHER SIGNAL 
Severa l slight improvements have been introduced in the dis

patchers· signals which the Blake S ignal & Manufacturing Com
pany is in stalling on the lines of the Illinois Traction System. 
As will be remembered , the Blake system of dispatchers' signals 
depends upon the operation in the signals of pendulums of dif
feren t lengths corresponding to master pendulums in the dis
patcher's office. To bring these pendulums to rest promptly the 
company has added a check at the base of each pendulum. 
This check is drawn out of the way of the lower end of the 
pendulum rod by means of a coi l, which is in multiple with the 
coils acting upon the pendulum to make it swing and is, there
fore, synchronous with them, but is automat ically thrown into 
engagement when the current conveying the impul ses to the 
pendulum is cut off. This improvement tends to make the 
acti on of the signal more positi\'e and eliminates the voltage 
regulating r elays which we re fo rmerly a part o f the dispatcher's 
equipm ent. The improvement also permits the signals t o be 
operat~d much more rapidly in succession. 

On the Illinois T racti on lines the signals are being mounted 
in a no\' el way. Specia l iron stands are used for their support 
instead of transmission or line poles. The purpose of this 
change is to obtain a more rigid support than is possible with a 
pole set in loamy soil. The base of the steel-pole support is set 
upon a 5-ft. section of 8-in. o r 9- in. steel channel to which it is 
guyed on each side from a point about 6 ft. from the base of 
the pole. The vole with thi s broad base is then set 6 ft. in the 
ground with the chan nel in a hori zontal plane and at right angles 
to the track. This form of construction is considered mo1·e 
firm than a concrete base and less expen sive. 

The company further advises that it has m_ade a contract 
with the Illinois Traction System fo r placing its improved 
signa ls from Decatur through Champaign, Urbana and Dan
vi lle to Ridge Farm. This places one o f its improved signals, 
mounted on steel poles, at every siding and "Y" on 260 miles. 

---.. ·~-----
NEW THERMIT JOINTS AT HOLYOKE 

During the last few weeks the Goldschrnidt-Thermit Com
pany has been installing about roo of its new joints in Holyoke 
and Northampton. This is the j oint completely welding the 
web of the rail, as described by F. Lange, chief engineer of the 
Goldschmidt-Thermit Company, at the convention of the 
American E lectric Railway E ngineering Association at Atlan
tic City, and published on page 718 in the ELECTRIC RAILWAY 
JouRNAL for Oct. 12, 1910. Altogether about 60 joints in the 
straight track s were cast on the lines of the Holyoke Street 
Railway and Northampton Street Railway, and about 40 ~om
promise Jomts. These companies have always been enthusias
tic over the Goldschmidt-th ermit joint, and the Holyoke Street 
Railway was one of th e first to install them. Winter conditions 
in Holyoke and Northampton are se,·ere, and the company be
lieves that th e test given these joints during the winter will 

demonstrate their value fo r similar climatic conditions elsewhere. 

) 
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LONDON LETTER 

(From Our Regular Correspondent) 

The London County Council r ecen tly r eceived 25 vi sit o r s 
from Paris, comprisin g m embers of th e Con se il Municip al 
<le Paris, who represented omnibus co mpa ni es a nd eng in eers. 
The side slot, central s lot a nd surfa ce contac t tra cti on sys
tems are in u se in Pari s, but as th e sys tems th ere are t o be 
transformed the delegates t o L o nd on included members of 
the Technica l Commi ss io n of Con t rol of th e Works Depart
ment and m em be r s of th e Muni cipal Commissio n . The 
methods of executi on of public works and the vari ou s 
m eth ods of paving emp loye d in London we re s tudi ed. S ev
•eral conferences were held an d vi sit s we r e mad e t o t h e ca r 
houses a nd t o such point s in th e tramway syst em as the 
E lep ha nt and Ca stle , where traffic is g rea tl y con ges t ed. 

The highways committee a nd the improvem en t s committee 
have submitt ed t o th e London County Coun cil a li st of 
tramways for th e con s tru ct ion of w hi ch th ey r ecommend 
that Parliamenta r y powers should b e sought. Some of th ese 
schemes are for the con stru ctio n of n ew tramwa ys. The 
total cost of con structin g th e lin es r ecomm end ed a m ount s 
to £ r ,178,900, w ith £346,860 for improvem ent s. M u ch op
position, h ow eve r , is bein g en count ered. Paddin g ton has 
decided to exercise its rig ht of ve t o, and th e Hampstead 
Borough Council is opp ose d to th e p la n. 

As has already be en sta ted in t hi s lett er . several t own s 
have obtained power s from Parlia ment to in s tall trackl ess 
trolley systems a nd the L ee ds Tramway committ ee ha s r ec
o mmend ed the purcha se o f four m o t o r s and cha ssis at £600 
each a nd of omnibu s bodies at £ roo ea ch. • Th e Keighley 
Corporation intends t o apply t o Parliament this session for 
permission to in sta ll a t rackle ss syst em throu g h B in g ley, 
and the Bushey a nd Watford U rban Coun cils are tryin g t o 
formulate a plan fo r a trackle ss troll ey t o connect th ese 
towns. 

The Hull Tramways have done so well duri n'g th e past five 
years, havin g m ade a net profi t of m ore than £122,000, tbat 
there is a gen eral feeling that t he sy st em sh oul d be ex
tended immed iately. 

The Liverpool Corporation Tramways h ave h ad a very 
successful year, even the record year, 1907, havin g been sur
passe d. P erhaps on e of th e mo st interestin g feat ures of 
the r eport conc erns th e fi r st-class cars. These cars have 
proved very successful, and th e r es id ent s on oth er tramway 
routes have asked that fi r st -class cars be pl ace d o n their 
p a rticular r outes. Sir Char les P etri e, th e chairman of th e 
tramways committee, in r efe rrin g t o the subj ect, said that 
h e felt one cla ss of people deserved t o b e ca t er ed t o quit e 
as much as another. If people were w illing to pay for bett er 
accommodations. there was n o reason why th ey sh ould n ot 
have them, particularly if it paid th e committe e to provid e 
them. 

The Board of Trade ha s intimated to the T own Coun cil 
o f Torquay that it wi ll r en ew th e license t o continue the 
Torquay trams, which are opera t ed on the Dolter surface 
contact syst em . This con cession is m er ely a t emp orary o n e, 
as it has b een decided t o sub stitut e th e ove rhead trolley sys
tem fo r the sur face contact system . A n amicabl e a rrange
ment will probably be made soon betwee n the tramway com
mittee a n d the Torquay Tramways Co mp any, a nd the con
ve r sion o f the sys t em and the w ork of extendi n g th e se r vice 
to Pai gnton w ill then procee d. 

The Bou rn em outh T own Counci l has dec ided to sub s titut e 
t he overh ead sys tem for the conduit sys t em in u se in th e 
center of the town . Three thousand pounds w ill b e saved 
a nnua lly by t hi s c hange. Bourn em outh was th e first t ow n 
in th e Un it ed K ing dom t o introdu ce th e conduit sys t em. 
P revious to t h e corporatio n con s truc tin g the tramways many 
effo rt s had been m ade t o secure rig h ts to run tramway s 
through Bournemouth, bu t t h ey we re all un successful, b e
cau se it was fea red tha t th e appeara nce o f th e town wo uld 
b e spo iled. Wh en th e corporation it se lf t ook up th e qu es
tio n, h owever, the conduit sys tem was adop ted, a n d J. G. 
W hi te & Company cons tructed a m o del sys tem. T he cost' 
of operation, h owever, has bee n too g rea t fo r a town o f the 
s ize of B ourn em outh a nd with th e b etter knowledge of the 
working of th e overh ead trolley in o th er town s Bourn e
mouth has conclud ed th at th e overhead sy s te m is not n eces
~ar il y ruinou s to :1 hea lth r cs" rt nf eve n it s imp ortance. 

As a re sult of th e ama lgam at ion o f th e Bakerloo, the Pic
cadi ll y a nd the Hampstead tub es a number of th rough fares 
on a r educed sca le h ave b een mad e ava il ab le. It is now 
p oss ible to t ravel from Edgwar e Road t o Wat·erloo for 
2½ d. and fr om King's Cross, Kn ight 's Bridge or Baker 
Street t o W a t erl oo fo r 2d . There are a lso n ew penny 
fares w hi ch provide longer rides, t he reduction in fates 
in m any cases being as mu ch as 50 per cen t. One of 
the obj ects of th e compan ies h as evid ently b ee n to foster 
Knig ht's Bridge as a sh opping center and en courage traf-fic 
to that point. 

A syndicate ha s been forme d to bui ld an electric railway 
b etwee n Worthin g and Brigh ton. The ge n eral purposes 
committee of th e Bright on Co rp orat ion ha s, h owever, passed 
a resolut ion aga in st th e con structi on o f tramways in t he 
b orou gh. E n cou ra ge d b y th e sm all plurality by which t he 
corporat ion r ej ec t ed the tramway, th e promoters intend to 
proceed wi th th e app li cat ion for Pa rliam entary pow er s. 

As a r esult of th e res ign a tion o f J. H. Rider, of the Lon
don Coun ty Coun cil , J . K. Bruce, th e present traffic man
age r, has be en promoted to depilty chi ef officer at a sa lary 
of £ 1,000 a year, and an ass istant is t o be ap poin ted at a 
sa lary of £600 a year to take c harge of t h e traffic work. As 
regar ds the elec trical work of th e department, now that t h e 
Gree nwi ch ge n erating sta ti on is practicall y comp leted, a n 
assistant wi ll be placed in cha rge of th e elect ri ca l section at 
a sa lary of £800 a year. The present assistant electrical 
en g ine er will be promoted to t he n ew position. 

About a year ago th e Lon don County Council installed 
the G. B. surface contact syst em o n t h e route fr om Whit e
chape l t o Bow as a n experiment, a nd aft er many viciss itu des 
it was removed and the ove rh ead sys t em sub sti tuted. At 
that tim e r em a rks were made in th e papers r egarding the 
system by Sir J ohn Williams Benn, fo rm erly on e of t h e 
prog ressive members of the London Coun ty Council. A n 
act io n h as r ece ntly bee n brought by the G. B. Company fo r 
a lleged libel and slander in conn ection w ith th ese remarks, 
as th e company cla ims t hat it s business h as b een ruin ed 
since th e sy s t em was removed from t hi s rout e. The r esult 
of the suit wi ll b e of un comm on int er est , as th e G. B. Com
pany ha s maintained tha t it wa s not permitted a fair oppor
tunity t o sh ow th e merits of th e syste m; t ha t the sys tem 
in sta ll ed betwee n Wh it echapel and Bow was a m od ification 
of its system, and tha t W. l\l o rd ey, t h e exp er t w h o. wa s em 
ployed to look into the m a tter , reported that th e syste m 
cou ld be operate d successfull y. 

Negoti a ti o n s have b een concluded between the London 
County Counci l and the City Corporation about the pro
posed St. Paul's Bridge, w hi ch is t o be bu il t in t he vicinity 
of the present Southwark Bridge, a nd which is to have ap
proaches lea ding int o St. P aul' s churchyard. The corpora
tion has agree d t o a llow th e tramways to b e brought ove r 
th e n ew bridge a n d wi ll wid en the eas tern sid e of St. Paul's 
churchyard by pullin g down th e block of war eh ouses be
twe en the churchyard and Old Change. The Coun cil wi ll 
contribut e h alf the cost of this w id ening, w hi ch is es tim ated 
at £600,000. 

The Morl ey Co rp orat ion is about t o construct t he tram 
lin es n ecessary t o co nn ect Mor_ley wit h t h e Leeds system. 
a nd has aske d J . B. Hamilton, th e ge n era l manager of the 
Le eds Corporat ion Tramways, to h elp in a con sultin g ca
pacity. T he Leeds Tramways Committee ha s agr eed to 
ask the Ci ty Coun cil to a ll ow Mr. Hami lt on t o accede to 
t hi s r equ es t. 

New s of th e death of Sir J . Cli fto n R obin son in New 
York on Nov. 6. r9ro, mad e a profo und impres s ion in Lon
don and throu g h out the Emp ire. Practically a ll th e im
p ortant daily papers carried obitu a ri es in w hi ch th e career 
of Sir Clift on was r eviewed at cons id erable leng th . One of 
the papers in a leade r, "Th e 1\1 an That Count s, " said: '' ] f 
there had never b ee n su ch a person as Sir Clift on Robinc;on. 
we sh ould h ave had electric tramways all the sa m e. They 
beca m e in ev ita bl e as sonn a s th e electric m otor was a com 
m erc ia l poss ibili ty, hut without thi s m:111 , w h o saw t h e grea t 
p oss ibili ties of th e n ew schem e, and wh u wa s ;ible t o p er 
suad e ot hers t o tak e hi s Yiew, how m any year s should we 
ha ve had to wa it for th at w hi ch is ours to-clay, w hich h :is. 
incl eecl, becom e so mu ch a part of our daily li fe t hat we 
have cc:isecl t" regard it as a novelty, or even to wonde r at 
it, or to fee l a ny parti cul ar se n timent of g r :i titude wi th re -
gard to it. " 1\ . C. S. 
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News of Electric Railways 
19u Mid-year Conference of the American Electric Railway 

Association 

Friday, J an. 27, 191 r, has bee n se lec t ed by the executive 
committee as th e date for th e mid-yea r conference of th e 
executive heads of t he member companie s of the A m l" ri rn n 
Elctric Rail way Association . The meeting will be at th e 
hea dquart ers of the assoc iat ion, 29 \Ves t Thirty-ninth Street, 
New York. These meetings a r e executi ve in charact er, and 
are open only t o those authorize d, under the by- laws of the 
as sociati on , t o attend. In th e eveni ng of the sa m e day the 
vi sitin g offic ials w ill be in vit ed to become gue st s of the 
America n E lec tric R a

0

ilway l\fa nufact urers' Assoc ia ti on a t 
a banquet to be h eld a t th e H ote l As tor. Speake rs prom
inent in public and busin ess life will addre ss those pr esent . 
On Thursday, J an. 26, 191 r, th e day preceding th e mid-year 
co nfe r ence , a m ee tin g of the executi ve committee and of 
va riou s committ ees of th e assoc ia ti on w ill be h eld at th e 
o ffic e of the as sociat ion in New York. 

Service in Cleveland 

] . ] . Stanley, pres iden t of the Cleveland (O hi o) Railway, 
wa s qu o t ed as fo ll ows by the Cleveland News in it s issue 
of Nov. 28, r9ro: 

"Th e se rvi ce being given by the Cleveland Railway is rot
ten. The officia ls of the company are doi ng a ll in th eir 
power, however, t o g ive th e bes t p oss ibl e se rvice under th e 
exis ting conditi ons, but I can see n o way out of the diffi
culty. In the first plac e our equipment is ent irely ina de
quat e. Fo r three yea r s extension s and improve m ents of the 
sy stem were neglected. Now the company cannot keep 
pa ce with th e growth of the city. 

"We need a t th e very least 150 m ore cars and need them 
immediately. Our operating fo r ce of m en sh ould be in
c rease d by 500 or 600 m en. For powe r pl ant s al one w e 
ne ed more than $r,ooo,ooo. vVe ne ed better t racks, m or e car 
hou ses and more a nd better equipm ent of a ge n eral nature. 
T o bring our se rvic e up to w h at it should be we n ee d imm e
diately a ll th ese things tha t I have named. But our hand s 
are ti ed. Wh en the se ttleme nt was m ad e it was agreed 
that when such improve m ent s wer e ne ed ed they should be 
m ade out of money secured by t h e sale of stock. But it 
is an ab solut e impossibility for u s to se ll the issues w e ha ve 
m ade. We must se ll s tock a t par w hil e investors m ay go 
to the Cleve land ·S tock Exchange and buy it at $97. Pos
sibly the chief reason tha t we cannot se ll our s t ock is that 
the rate of inter es t it bears is n o t hi gh en ou g h to attract 
investors. In th e last a na lysis 3-ce nt fare is undoubtedly 
respon sible for the existin g state of t hin gs and the wretched 
service tha t th e company is obli ge d to g ive." 

Transit Affairs in New York 

Wi lliam G. McAdoo, pres id en t of the Hud son & Man
hattan Railroad, confe rred on Nov. 22, 19ro, with Comptrol
ler Prend ergas t and President Mitch el of t h e Board of Al
dermen and wi th Ch airman Willcox of the Public Service 
Commission in r egard to his or igi na l proposal to operate a 
m odi fied tri-borough subway sys tem, and it is expect ed that 
Mr. McAdoo will submi t anoth er proposal which w ill include 
a plan to operate two elevated ext en sions of the tri-b oroug h 
in the Bronx and th e F ourth Avenu e r out e in Brooklyn. 

Mr. McAdoo sa id that the confer ences were intended to 
p roduce a better und er standin g of the offer of his com
pany, and to a.ssure the public offi cial s that h e was willing 
to meet them ha lf way on all the questi ons tha t mi ght be 
raised in connection with it. It is under stood that Mr. 
McAdoo di scussed with Mr. Mitchel and Mr. Prenderga st, 
a m ong other things, their desire to have th e city in a posi
tion eve ntually t o add the Hud son & Manhattan's loop 
from Thirty-third Street t o the Grnnd Central by way of 
Forty-second Street and Sixth Avenue to the tri-borough 
sys t em, provided the Broadway local link was con structed 
as proposed by the l\T cAdoo compani es. 

The Co mptroll er a nd th e President of the Board of A lder 
m en iss ued together this statement: 

"We think this conferenc e will be productive of an ampli
fica tion of Mr. McAdoo' s offer. \Ve are confident that ar
ran ge m ent s to operat e the Fourth Avenue· route may be 
mad e. Our confer ence with Mr. l\lcAdoo was known to 
Chairman \Villcox of the Public Service Commission." ' 

O n Nov. 23, r9ro, Mayor Gaynor addressed a lett er to H . 
R. Towne, p r es id ent of th e M erchant s' Association, in 
which h e said: 

"I sha ll be m os t g lad t o see your sugges lions carried 
c, ut that the Cha.mber of Comm erce and the Merchants' 
Association appoint a j oint committee to consider the 
va ri ous subway routes. plans and offers which have been 
and m ay he reaft er be submitted, and assist the public au
thoriti es t o a wis e selection. 

"Som e a.re t a lking of an expenditure of $180,000,000 or 
$200,000,000 by the city in th e building of subways imm e
diately, or within five years , as glibly and nimbly as though 
the city actually had that much credit available. But th e 
fact is that the city ha s now an a.vailable credit of only 
'$57,000,000. 

" If some company would put in all the capital needed 
oyer a.nd above the $57,000,000 which the city has available 
th e subway difficulty would be solved and the work of con
"1ruction could go on in all of the boroughs simultaneously, 
in s t ead of piecemeal. Under the provisions of the law ap
pli cable to th e case the subway would belong to the city 
from the s tart whether built by city money or private money 
on the limited franchi se term which the city gives. 

"Some persons, again, a.re so prejudiced against the pres
ent subway company on account of the crowded condition 
of it s cars tha't they scorn any proposition of that company 
fo r the building of additional subways to relieve the con
gestion. This sounds odd, but it is woefully true. The com
mitte e you propose can do good work in dissipating all 
of the se errors a.nd prejudices and stop all bickering." 

Both Comptroll er Prenderg ast and President Mitchel of 
the Board of Aldermen commented on the Mayor's letter. 
M r. Prendergast said: 

"Nearly every member of the Board of Estimate pledged 
him se lf t o a municipally built and controlled subway syst em 
before election. Every man has a ri ght to cha.nge his views, 
but his judgment in doing so and the sufficiency of his rea
son s for so d oing are subj ects for judgment by the people. 

"We have practically $60,000,000 available, and it was 
plann ed a ll la.s t spring by the Tran sit Committee of the 
Board of Estimate, whose members are the Mayor, Comp
troller and Pres ident of th e Board of Aldermen, that an 
outlay of $20,000,000 a year w ould enabl e the city to con
struct w ha.t is ab solut ely n ecessa ry in th e way of a new 
system. 

"To urge now that the $60,000,000 available and such ad
diti ons as may be available in the next five years are not 
suffici ent fo r a tra.nsit sys t em suggests a pessimistic view 
of th e city's financial ability n ot ju stified by facts. 

" I am opposed to the city furnishing its present available 
fu nds fo r subways in a.ny partnership with any interest 
w hich eliminates the possibility of an independent system. 
It is n ow imp ortant that th e city decide whether it shall be 
ind ependent of existing systems o r whether it is going to 
surrend er it s ind epend ence." 

Mr. Mitchel said: 
" I am pledged to an indep end ent municipally owned 

subway whose integrity shall be maintained, and I believe 
o ther o ffi cia ls are pledged likewise. I know that $57,000.000 
was pledged by the Board of Estimate for such a system. 

"I do not agree with the idea that $57,000,000 only is 
available, for I know that more millions will be realized 
from th e increased borrowing capacity. I recollect that it 
was the sense of the Board of Estimate that more money 
would be available each year for transit development, and 
that, too, while providing for current needs. I recollect 
also that every member of the board, when a candidate for 
his present position, was convinced that money could be 
found for a1; independent system. 
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" It is time for the people to see the situation cl early. 
1 he pressin g d emand is for a n indep e1ident , integral sys
tem, such a s is fa irl y w ell outlin ed by th e tri-borough plan. 
That p lan is far from p erfect and its de tails mu s t be studied 
with care, but the underlying idea is right." 

Samuel Rea, second vice-pre sident of the P enn sylvania 
Rai lroad, sa id th a t th e offe r of the Hudson & I\fan hattan 
Ra il road w ould n ot provide transit for t he w est side o r 
for th e Pennsylvania s tation. He in s isted no person with 
intimate knowl edge o f t he tran s it probl em wi ll be lieve a 
two-t r ack lin e under Broad·way fro m H era ld Squa re to 
Tenth Street, with a m oving platform to the Pennsy lvania 
stat ion , offers any more con veni enc es t o the w es t side t han 
do existing lin es. 

The terminal stati o n o f th e P enn sylvania Rail road in Sev
'en th Avenue, between Th ir ty-s ec o nd a n d T hir ty-t hi rd 
Streets, New York, was op en ed t o pasPngers b e tween N ew 
York and point s south, w est , and south west at 9:30 p. m. 
on Nov. 26, 1910, jus t 2 hours and 32 minutes before the 
first regular passenger train to p ass througI1 the Pennsyl
vania' s Hud son River tun n e ls wa s scheduled to leave the 
new station. The first train to leave t he new station was a 
local for Pert h Amboy, N . J., and intermediate points. 
This train was dispatched two minutes after midnight. It 
was fo llowed 20 minut es lat er by a through train for P hil a
delphia, Baltimore, Washingt o n, J ackson vi lle, A tl ant a, Bir
ming h am , New Orleans and o ther cities in the Southeast 
a nd Southwest. At r a. m. th e first express to start from 
Manhattan Island for P hilade lph ia left the station. T he 
new schedule provides for t he operation of rr6 trai n s in 
a nd out of the stat ion on weekdays and 89 on Sundays. 

Association Meetings 

Street Railway Association of the State of N ew York
Syracuse, N. Y., Dec. 6 a nd 7. 

Central Electric Traffic Association-In dianapoli s, Ind., 
Dec. 12, 13 a nd 14. 

Massachusett s Street Railway Association-Bost on, 
Mass., Dec. 14. 

New England Street Railway Club- Boston, Mass., 
Dec. 22. 

American Electric Railway A ssociation-New York, N. 
Y., J an. 27, 191 1. 

Statute Creating Ohio Railroad Commission Is Claimed 
to Be Unconstitutional.-In the case of the Ba ltimore & 
O hio Railroad again s t the R ail road Commis sion of Ohio 
befor e Judg e Kinkead, attorn eys for the company recent ly 
argued that the law creating the commiss ion is n o t consti
tutional because it confers legislative and judicia l powers 
upon the members. 

Election Result in Detroit Settled.-The final figures of 
the city canvassing board of Detroit, Mich., on a recount 
s h ow that William B . Thompson, Democrat, was elected 
Mayor of Detroit over Proct o r K . Owen s. In the recount 
Mr. Owens made a t o tal g ain of r r vot es and Mr. Thomp
son lost 129, making Mr. Owen s' net g ain 140. T h e orig
inal count g ave Mr. Thompson a p lu rality of 5287, but th e 
recount reduc es it to 5147. 

American Association Papers.-The A merican Electric 
Ra ilway Assoc ia ti on h a s just republi shed in pamphl et 
fo rm for di stribution amo ng the members the pap ers read 
a t the convention of th e a ssociation at Atlantic City, N. J. , 
Oct. ro t o 14, 1910, by James F . Shaw, F rank R. F ord, 
Patrick Calhoun, Cha rles V . We s ton, Joseph A. McGo wan 
a nd G'. E . Tripp. Th e pamphl et al so contains the r eport 
of the committee on Int e r.s tate Commerce Commiss ion 
affairs, presented at the sam e m eeting. The pamphlet is 
entitl ed " Publicity, Problems and Prog r ess." 

Meeting of New England Street Railway Club.-On ac
coimt of the r egu lar date for the me eting of the N ew Eng
land Stree t Railway Club coming o n Tha nksgivin g evenin g 
the executive committee changed the date of the meeting to 
Nov. 30, 1910, at the American House, . Boston, Mass. The 
prog r am for the evening included the pres entation of pap ers 
entitled " F r e ig ht and E x press Possibilitie s for El ectric R a il
way s," by C. V. Wood, vic e-pres ident of the Electri c Ex
press Company and traffic manage r of t he New En g land 
Inves tment & Security Company, Springfi eld, Ma ss.; George 
H. Dunford, general express and frei g ht a gent o f th e Old 

Colony Stree t Rai lway, B roc kton , M ass., a nd C. T. Battey, 
m an age r of elec tric express o f th e U ni on S treet Rai lway, 
New B edford, I\la ss . 

Grand Trunk Railway to Electrify Lines in Montreal.- ! t 
was announ ced at M o ntreal , Que., o n Nov: 18, 1910, th a t th e 
p lan s for elevatin g th e track s of th e Gra nd Trunk Railway 
from th e B on aventure sta tio n of th e compa ny in l\!Iontreal 
t o St. H enri, w hich a r e b ein g p r ep'a r ed fo r submi ss ion to 
the B oard of R ailway Commi ss ion e r s a t a m eet in g to b e 
h eld a t M o ntrea l sh o rtl y, embra ce a sch em e for handling 
all tra ffi c w ithin t h e c ity w ith e lec tri c loco m ot ives. S t ea rn 
engin es will be d etac hed fr o m tra in s enterin g Montreal fro m 
the ea s t at St. L a mb ert a nd fro m th e wes t a t S t . An n e's . 
It is proposed to secure po w er fr om St. Timo thy, w h ere th e 
p lant of th e Canadia n Li g ht & P ow er C o m pany is situated. 
The G ra nd Trunk Railway will apply t o t he D o minion Pa r
li ament a t th e prese nt session fo r auth orit y to r a ise fund s 
for e lec trification. The direc t -cur , ent sys tem will b e u sed. 

Pittsburgh Committee Studies New York and Philadelphia 
Subways.-The members of the sub-committee of th e com 
mitt ee o n subways of the Coun cil o f Pitt sburg h have r e
turn ed t o Pitt sburgh after in spectin g the subway s in New 
Yo rk and P hiladelphia with a view t o obta in ing id eas of 
po ssib le a pplication t o the rapid tran s it prob lem in Pitts
burgh. A . G. McConnell, chairman of th e c ommittee, is 
quoted a s fo ll ows in an intervi ew with him w hi ch was pub
lished in t he Pittsburg h Dispatch: "We have coll ect ed 
enough data to be o f g r ea t J- : 1 . . i : 
proj ect comes up b efor e th e C 
here that I firmly be li eve Pit 
transit within three year s. F , ,:e .f ,!-, 

mitt ee were so impressed with .· ra ' - •" · 
and the mann er in which cro wJ s are 11 andl ec1 that t hey have 
made up their minds t o w o rk zea lou s ly t o r e lieve P ittsburg h 
of its transit congestion." 

Decision Regarding Right of Interurban Railway to 
Parallel Steam Railroad.-In the ELECTRIC RAILWAY JouRNAL 
o f Nov. 26, 19 10, page 1077, r eference was made t o the de
cis ion of the Appellate Court of Indi ana in the injunction 
suit brough t by t h e L ak e Sh ore & Mic h igan S outhern Rail
road again s t th e Ch icago, Lake Shore & South Bend R ail 
way, in w hich is was alleged that the high-tension w . res o f 
the Chicago, Lake S h ore & South Bend Railway int e rfe red 
w ith the tran smi ssion o f m essages over th e t e legraph lin es 
of the Lake Shore & Michiga n Southern R ailroad. Thi s 
suit was ori g inally broug ht in the Circuit Court of E lkhart 
County, w hi ch denied an injuncti on . The Appellate Court, 
which is a court of las t r esort , has sustain ed the tri a l court. 
In the previous r efe ren ce t o thi s cas e it w as made t o app ear 
that th e plaintiff h a d appealed fro m th e finding of th e A pp el
late Court, whereas th e ca se wa s app eal ed to th e A pp ellat e 
Court fr om th e Circuit Court. 

Revision of National Electrical Code.-Norrn an Li tc h fie ld , 
secretary-trea surer o f the Ameri can E lec tric R a ilway En
g in eering A ssociation, has issu ed th e fo llowing a nnounce
ment of th e m ee ting t o r evise th e Na ti o na l E lectrica l Cod e: 
" T he biennia l m ee tin g o f th e e lec tri ca l commit tee o f th e 
Underwrit e r s ' N ati on a l E lectri c Assoc ia ti on will b e h e ld in 
March, rl;)l r, in N ew Y o rk. The day a nd p lac e of th e me et
ing will be a nn oun ced la te r. As u sual t he provision s o f th e 
National Electri cal Code as t hey n o w exis t w ill be the prin 
cipa l matt er fo r cons id erat ion , a nd you a r e reques t ed t o 
forward t o th e under sig n ed, on o r befor e J a n. r , 19 11 , a n y 
d es ired cha nges in o r add iti on s t o t h e cod e, so that t hey may 
b e tra n smit ted p r om pt ly t o the U n de r wri t er s' Nat io na l 
E lectric Assoc ia ti on. As h er et ofor e, the m ee tin g w ill b e 
open · t o all int er es t ed, a nd su ch p er son s will no t o nl y be 
we lco m e, but are urge d to b e presen t a nd g ive t h e com 
mitt ee th e a dvantage ot th eir experi ence and a dvice." 

Columbus Dynamiter Apprehended.-A lfred N. S trader , 
wh o is a ccused o f p erp e tra tin g dyn amit e o ut rages d u ring 
th e s trike o f the em p loyees of the C o lumbu s Rai lway & 
Li g ht Compa n y, Columbu s, Ohio, was arrested at Prince
t on , W . Va ., o n Nov. 17, 19 w. S trader was arraign"<! i1J 
court on Nov. 21, 1910, a n d h e ld in defa ul t of $8,000 b,,il tn 
a pp ear fo r hearing o n D ec. 7, 1910. I m me diate ly aftr r 
S trad er 's arres t it was repo r ted t hat half a doze n other rn e11 
w ho fea r ed th at th ey would be conn ected w it h th e dyna
miting outra ges ha d left Columbu s. On Nov. 22, H)IO, 

Charles Davis, a sw it chma n o n t h e Toled o & O hi o Ce nt r;il 
Rail roa d, was a r res ted o n th e c harge of complic ity in the 
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dynamiting. Witnesses fo r th e defen se in the trial o f 
Geor ge 'vV. Brady, a lias Gera ld O'Leary, charged with 
sh ooting and w oundin g two w om en a nd a g irl durin g the 
s trik e. wer e exa mined on Nov. 2 2 , 1910. H a rri son Chri st 
a nd E rn es t Ham et e r w er e ac quitt ed on N ov. 2 2 , 1910, of 
the c ha rge of s tonin g ca r s. These a r e the fi r st acquittal s 
secured in t hese cases. 

New Governor of Pennsylvania on Railroad Comm is
sion .- In a newspap er inte rvi ew which he gave r ecently 
John K . T ener , Govern o r-e lect o f P enn sylvani a, supp le
mented in part as fo llow s th e sta t em ents m ad e by him in 
his pr e-e lec ti on speec h delive r ed at Norri st own o n Nov. 4, 
1910, in whic h h e refe rr ed to the ques ti on of enlarg ing the 
powe r s o f the R a il roa d Commi ss io n of P ennsylvania : "I 
have n ot t h oug ht of a ny new r egulatio n n o r h a ve I had time 
t o think out an y m ea ns o f m akin g th e Stat e R a ilroad Com
mi ss ion a m ore p owerful , n o t t o say a rbi t r a r y, tribun al. But 
thi s I do t hink a nd know-a commi ss ion th a t m ere ly su g
gests th at a n err o r o r an omi ssion be r em edi ed o r suppli ed 
a nd has n o pow er to enfo rce its r eco mmendati on s is worse 
t ha n n o commissio n a t a ll. I wa nt t o see the commi ss ion 
a rmed with th e p owe r to compel a r a ilway t o r emedy de
fects, n o t m er ely t o su ggest t ha t fa ults b e eliminat ed. If 
a r a ilway cann o t k eep up it s lin es in the manner they should 
be kept up it sh ould ge t ou t of bu sin ess . The public makes 
it p oss ibl e fo r th at ra il road t o o p era t e, and the railroad 
should se r ve th e publi c fi r s t and se rve it we ll." The sp eech 
m ade by l\fr . T ene r a t Norri s tow n w a s r eferred t o in the 
ELECTRIC R AILWAY J ouRNAL of N ov. 19, 19 10, page 1027. 

!::>an Francisi;o':: Municipal Railroad Tax.-Judge Seawell 
has decla r ed invalid th e t ax of $720,000 w hich wa s levied in 
1906 by th e Board o f Supe r visors of San F ranci sco t o r e
build th e Gear y S t ree t , Pa rk & Ocean R a ilroad as a munici
pal line: Since thi s t ax was lev ied a b ond issu e has b een 
auth o ri ze d fo r th e r econ struction of the Gear y Stree t P a rk 
& Ocean R ailr oa d and b id s fo r m ate rial h ave b een r ece ive d 
by t he Board of Public W o rks. F rom the bid s r eceive d 
those of t h e P en n sylva ni a S t ee l Com pany and t h e L orain 
S t ee l Company h ave b ee n ta ken unde r adv isemen t. The 
offers we r e to supply approximate ly $ 130.000 worth of s t ee l 
ra il s. The P enn sylva nia Com pa n y offe r ed to supply s t eel 
grooved gi rde r r ails p er long t o n a t $34.25 a n d s t ee l g ua rd 
r a il s a t $44.25. These prices we re f.' o. b. fo r r a ilway sh ip
m en ts from th e p oin ts o f ma nufacture. For d eliver y t o 
ship's side at New Yor k, Phil ade lp hia o r Ba lt imore th e o ffer 
was $38.40 fo r b oth types, an d fo r delive ry at Sa n F ranci sco 
t h e pri ces we re $so a n d $60 respectin ly. T h e Lor ain Com 
p a ny o ffered t o de live r grooved g ir der r ai ls on ca r s a t it s 
pl a n t fo r $36.90 a lon g ton a n d t he g uard ra il s fo r $46.90; 
t o delive r a t ship 's side for $38.40 and $48-40 r espect ive ly, 
and to d elive r in San F rancisco t h e prices were th e same a s 
t h ose o f the Penn sylva nia S tee l Com pany. 

Cleveland Subway Suits to Be Pushed.-A tt o rney James 
E. .Matth ews, actin g for D avid Evan s, a t axpayer , is pre
pa ring t o pu sh the suit w hich has bee n b roug ht in the 
Suprem e Court t o t es t th e va lidity of th e r ece nt g r ant s to 
t h e Clnela nd Und er groun d Rapid T r a n sit Ra il road for the 
con stru ction o f und erg r oun d lin es in Clevela nd. l\ Ir. M at 
th ews s ta t ed that the sa m e s it uat ion p revail s in r ela t ion to 
the s\1 it o f Geor ge B. H arri s agains t t h e city, in w hich the 
va lidity o f th e fi r st subway o rdin a nc e was a ttack ed. While 
the Evans suit involves onl y the claim th at th e City Council 
h as a ri ght t o r ep ea l the subway o rdin a nces a n d that it s 
acti o n on J an. 17, 1910, was acco rdin g t o law, th e Harri s 
suit is much broa der. It ques ti on s the ri ght of the old 
Coun cil t o pass the subway o rdin an ces by simply di v idin g 
int o t wo p art s the o ld or d in anc e which th e p eopl e had 
voted d own at the p o ll s. l\Ir. H a rri s sa ys that if th e com 
bin ed contention s in th e t wo suit s a r e w r on g a City Council 
can enfo rce it s dic ta t es by s imply making min or ch a n ges in 
m easures that h ave b ee n r epudi ated at th e p oll s. M ayor 
Baehr would n ot commit himself upon the a m endm ents t o 
t h e subway ordinanc es propos ed by the Chamb er of Com 
m erce, and sta t ed that he w ould prefer t o awa it the r esult 
o f the suits now pending. If the Suprqne Court sh ould 
h and down a deci sion adverse to the subway grants then 
the vot e w ould be null and th ere would be no ne ed of 
am endment s. On the other hand, should the court uphold 
the gra nts, the suggestion will probably be acted upon by 
the city authorities. 

Financial and Corporate 
New York Stock and Money Market. 

Nov. 29, 1910. 
After a week of extreme s tagnation 111 the Wall Street 

market selling was in sistent on Nov. 28 and prices declined 
fr om three t o six points on the active issues. T o-day the 
m arket was irre gular and less active than yesterday, and 
s light rec overi es w ere r ecorded. For many days th ere has 
b ee n a fee ling of insecurity among traders, and while the 
declin e is attribut ed to the pess imi stic utterances of James 
J. Hill, it wa s not un expected. 

The market for bonds continues very slow, while the 
m oney market is easy and ra t es a r c cheap for demand loans. 
Qu o ta tion s t o-clay we re: Ca ll , 2@2¼ p er cent; 90 days, 41& 
4 ~,S per cent. 

Other Markets 
In the Philadelphia market the traction shares a re m erely 

marking tim e, w a iting fo r a definite agreement upon re
financing plan s. There are s till fairly liberal sales of Rapid 
Tra n sit a nd Union Tracti on, but there is no definite tone or 
direction to prices. 

In Chi cago there is s till con,,id erable movement in Rail
wa y s certificate s, esp ecia lly Series I and 2. Prices have dis
playe d much str en g th. Series r during the week has sold 
as hig h a s 92 ½, and Series 2 ha s touched 26¾. 

Both l\Ia ssachu sett s Electric and Boston Elevated con
tint1e to b e active in the Bos ton market. Almost every day 
sees tra ding in these issues, but the prices remain practi
cally unchan ged. 

There has b een little trading in traction securities in the 
Baltimo re m arket during the week. Some United Rail
way s b ond s are still bought and sold at former prices. 

Qu o t ation s o f variou s traction securities a s compared with 
la st week foll ow: 

Nov. 22. 
1\ merican Ra ilways Compa n y . ........ .. .. ... . . . . . 43 
A u rora, E lgin & Chicago Railroad ( common) ... .. .. a45 
A u rora, E lgin & Chicago R ail road (prefer red) ...... a90 
Boston E levateu R ail way ... ... .. .. .. . . • . ......••.. a1 29½ 
B oston & Subu r ba n E lec tric Companies .............. a1 6½ 
Bost on & Suburban E lectr ic Companies (preferred) ... a72 
Boston & \Vo r ceste r E lec tri c Companies ( comm on) ...• a, o 
Boston & \Vorcest er E lec tri c Compani es (preferre d) .• a41 
Brooklyn R apid Tra n sit Company . ... . . . . . . . . . . . . . . 78 
Brooklyn R api d Tran si r Compa ny, ,st r e f. con v. 4s .. 83½ 
Capi ta l Tr ac ti on Compan y, \Vashin gton .•.• . ..... . .. a1 28 
Chicago City R a il way . . .. .. .. . . . ... . ............... * 170 
Chicago & Oak P a rk E leva ted R ailroad (common).... ·• 3 ¼ 
Chicago & Oak Park E levated R a il road (preferred).... *7 ¼ 
Chicago R ailways. ptcptg,, ctf. , . . .... .. .. . . . ...... a82 ¼ 
Chicago Rai lways, ptcpt g. , ct i. 2 ••• •• •••••••.• • ••••• a2 2¼ 
Chicago R a il ways, ptcptg., ctf. 3 . .........•....•.... a, 1 
Chicago R a il ways, ptcpt g., ctf. 4................... a 6 
Cleveland R ailway . . .. .. . ... . .. .. ................... *91 ½ 
Con soli da ted T rac ti on of New J e rsey ......•.•..•.... a74 
Con sol ida ted T raction of N. J. , 5 pe r cent bonds ...•.. a104 
Detroit U nited R ailway .... . .. . ...• ... ....•. . .•.... a57 
General E lec t r ic Com pan y . • . . . . . . . . . . . . . . . . • . . • . . . • 156 ¼ 
Georgia R aihvay & El ect ric Compa ny (common) .... aII 8 
Geor gia Railway & E lectric Company (preferred) .••• a88 
Inte rboro u gh-1\Ietropolitan Company (c ommon ). ..... 2 0 ¼ 
Interbo r ou gh-Mct ropolitan Com~any ( pref erred).... 56 
Interborou gh-Metropolita n Company (4½s).......... 80 ¾ 
K ai;i sas City R ail way & Li!'ht Company (common) .... a 21 ¼ 
K an sas Ci ty R ai lway & L ight Compan y ( pref erred) .... a75 
M anhatta n R ailway . , .. ....... . ....•.......•........ 141 ½ 
Massach uset ts Electric Company (common) ......... a zo 1/2 
M assachuset ts E lectri c Companies (prefe r red) ........ a88 ¼ 
M et ropolitan \Ves t Side, Chicago (common) ••......• a 21 
M etropolita n \\1 est Side, Chicaeo (preferred) ........• a 68 
M etropolitan S t reet R ai lway, N ew York .. .. ......... *22 
Milwaukee El ectric R ailway & Light (preferred) ...... * 11 0 
No rth Ame rican Compa ny ..... . ...... . . . .. . ....... *65 ½ 
Northwestern E levated Railroad (comm on) ........... a 22 
Northwest e rn E levated Rail roa d ( pref erred) . . . . . . . . . . a6 o 
Phila delphia Company, Pittsburg (common).......... 45½ 
Philadelphia Companv, Pittsburg ( pref erred). . . . . . . . . 42 
Philadelphia R apid Transit Company . . . .. .. •........ a,8 
Philadelphia Traction Company ...................... *82 
Public Service Corpora ti on , 5 pe r cent col. notes .... a9, 
Public S ervice Corpor a ti on, ctfs . ....... . •....• . •... a101 
Seattl e E lec t r ic Compa ny (comm on) .........•...... a 107½ 
S eattl e E lec t r ic Compan y (preferred) ......•........ a103 
South Side El eva ted R ail road ( Chicago) .....•........ a 65 
Third .A ven ue R ailroa d. N ew Y ork •.....•..........• a1 2¾ 
T oledo Rail wavs & Light Company .................. * 10 
Twin City Ra pid Tran sit, Minneanolis (common) ...... 108 1/. 

U ni on T racti on Com pany . Phila delnhia .............• a41 ¼ 
U nited R vs. & El ectric Company, Baltimore ........• a15 
U nited R ys. Inv. Co. (common) .....••....•••....•• *14 ¼ 
U nited Rys. Inv. Co. (preferred).................... 57 
Vl/ashin gt on R y. & El ectric Company (common) ..•• a~4 
\Vashin i to n R y. & El ect r ic Company (preferred) ..... a87 ½ 
\Vest End S treet R a il way, Boston (common) ........ a90½ 
\Vest End Street R ailwav, Boston (preferred) ...... *100¾ 
\Vestin ehouse Elec . & Mfg. Co...................... 71¼ 
\Vestinghouse Elec. & l\ffg. Company ( 1st pref.) ..•.•. *124 
\Vestin ghouse Elec. & Mfg. Company ( 1st pref.) ...... 124 

a Asked. * Last sale. 

N ov. 29. 
a43 
a45 
a90 
127½ 
* 16½ 
a72 
a ,o 
a40 

76J,i 
82¾ 

a 128 
a180 

*3 ?4 
*7 ¼ 

a 92 
a2 5½ 
a11 

a 6½ 
*91 ½ 
a73 

a,04 
a54½ 

a155¼ 
*II8 

*88 
193/'s 
53¼ 
80 

a 21¼ 
a75 
140 
a19 ½ 

86 
21 

*68 
19½ 

* 1 IO 

61 ½ 
a22 
a6o 
a45 
a42 
a18 ½ 
*82 
a95 

a,01 
a 107¼ 
* T03 

*65 
10¾ 
a8 

a109½ 
a-13½ 
a14I/, 
*14t4 
*57 
a,13½ 
a87I/, 
a90½ 

*100½ 
69 

*124 
*124 
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Earnings of New York City Companies. 

The New York Public Service Commissio n, First Dis
t rict, has issu ed a s ta t ement showing the earnin gs of th e 
stree t ra ilway compani es under it s juri sd ict ion. The ac
compan ying tab le has bee n compiled fr om the sta tement 

nf t he commi ss io n. It gives the ear nin gs of the prin cipal 
compani es fo r the y ea r, and also t he total result s of all th e 
s tree t ra ilway compani es in the city. The tota ls sh ow n in 
th e tabl es includ e result s of a numb er o f companies which 
a re not shown in detail in the statem ent publi "hed h ere
w ith . 

EARN JNG5 OF STREET RAILWAY COMPANIES OPERATING I N NE W YORK CITY DURING YF_,\R ENDED JU NE 30, 1910, 1\S 
R EPO RTED DY PUHLIC SER\' I CE CO~l l\lISSJO;-.;' FO R T I IE F IRST nT STRICf 

,-Interborough Rapid Transit Co.""""\ 
i::: 
0 
V>S::: 

"O"' 
::i- Elevated Subway 

::r:: Divi sion . Division. 
Passenger revenu, .... ........ ......... $2,1.p ,999 $14,68-,,84 5 $13,435,535 
Freight, mail, etc., revenue............ 9 38,378 8,269 
Total transporta tion revenu e ........... 2,q2,008 q,723,2 2.; 13,4.;3,805 
Advertising and other privil eges ........ 89,036 250,000 207,500 
Sale of pow er...... .... .... ........... 4,461 32,209 279 ,951 
Other street rail way operating revenue. . 1,953 49, 7 1 o 1, 250 
Total street railway operating revenue ... 2·,237 ,.;59 15,055,1..p 13,932,506 

1lfaintenance of way and structu res: 
Actual expense. . . . . . . . . . . . . . . . . . . . 120,982 
Depreciation reserve............... 8 1,653 

1\1 aintena11ce of equipment: 
Act ual expen se ................... . 
Depreciat ion reserve .•............ 

Power : 

40,122 

52,23 9 

778,508 

712,96.; 
i9, 257 

Operation of power plant (gross)... 199,934 1,037,967 1,13 4, 813 
Po .ver bought or exchanged.. . . . . . . e 43,005 

Injuries and damages . . . . • . . . . . . . . . . . . 26,806 
Operation of cars . . . . . . . . . . . . . . . . . . . . . 400,218 
Traffic and other general expenses...... 9 2,146 
Total operating expenses . . . . . . . . . . . . . . 971,09 5 
Taxes .......... .. ... ................. g 210,3.p 
Operatin g- income (profits) ............. 1,05 6 ,023 
Non-operating in come . . . . . . . . . . . . . . . . . 882,656 
Gross income (or profits) ............... 1,93S,67g 
Interest .... . ........ .. ............... i 1,759,827 
Rent for lease of road ................ . 
Other rent deductions ................ , . 
Other deductions ..................... . 
Total deduction·s ..................... . 
Net corporate income ( or profits) ...... . 

I 19,682 
39,881 

1,919.390 
19,290 

170,02.; 
2,849,864 

.;67,645 
6,256,693 
I ,525, 142 
7,273,307 

25 ,635 
7,298,942 

98 
5,85 I ,080 

6,577 

5,857,754 
1,4.;1,188 

a-Decrease, loss or negative. 
b--Horse-power, $203,473; electric power plant, $836,861. 
c-Electric power plant. 

1.;7,003 
1,7q,630 

30~,309 
4,756,45 0 

225,280 
8,950,776 

385,389 
9 ,336,165 
2,298,530 
2,18 1,204 

2,543 
2 12,9 3 0 

4,695,206 
4,640,959 

d-Including $~,836,149· fo r electric power plant, $ 1,920 for cable power 
plant and $440,11 2 for horse-car stabl<"s. 

e-Credit on account of powe r supplied to terminal bui ld in gs. 

Report of the Columbus, Delaware & Marion Railway. 

A rep ort o f E li l\L West, receiver o f the Coiumbus, 
Delaware & Mari on Railway, Columbus, Ohio, covering t h e 
fiscal y ear ended A ug. 6, 1910, ha s been filed in t h e common 
pl eas court of Franklin County, O hi o. A statement of 
A. F. Elkins, auditor, w hi ch accompanies th e r eport , sh ows 
the fo ll owin g earnin gs and exp ense s fo r two years: 

FISCAL YEAR ENDIKG AUG. 6 

GROSS EARNINGS 
Main Line (Interurban) : 

Cash fare s .. .. .. . ............................ . 
Ticket; ................ ..................... . 
Chartered ca rs ..................... . .. . ...... . 
Mileage ....... ....... .................... . .. . 
Freight ........................... .......... . 
Express ................ . ........ . .......... . 
Milk .................................. ..... . 
Package and baggage .................... ..... . 
United States mai l. ........................ .. 
Light and power ............................. . 
Rent of land and buildi ngs ................... . 
Advertising ... . . ....... .. ................... . 
Rent of t rack and t erminal s ................. . 
Newspaper s .•................................ 
Other sources ........ ... ... ......... ......... . 

1910 
$97,481 

93,087 
2,245 
6, 403 

22,446 
5,721 
7, 563 

742 
2,13 

6,556 
314 
708 

3,003 
776 

1,309 

$248,587 
Delawa re (Railway)............................. 8,719 
Marion (Railway a nd Light) .................... 101,831 

Total ........ ............... : ........ ... ... $359,137 
COST OF OPERAT I ON 

Ma in Lin e (Interurban): 
Maintenance of way and st ructu res ........... . 
Maintenance of equipment.., ................ . 
Operation of powe r plant. ................... . 
Opera ti on of cars ... .................. ...... . 
General expenses ............................ . 

JQJO 

$22,691 
1~,191 
32,996 
43,.126 
32,.162 

· $ 144, 566 
Delaware (lbil way) ......................... : . . . 11 ,629 
Marion (Ra il way a n,! Light) .............. ,..... 50,190 

Total ..... ..... .. ...................... .... $206,~85 
Income fr om operation ..... , ................... $ 152,75 2 
Fixed charges ....... . .... ...................... 140,197 
Othe r deductions. . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . 8,27 2 

N et income .... ,................... ........ $4,283 

•Deficit. 

1909 
$83,294 

87,085 
2,836 
6,656 

20,627 
2,53 6 
5,723 

791 
250 

4,399 
104 
735 

2,455 
562 

1,297 

$219,350 
5,769 

89 .845 

$3 14,964 

1909 
$ 10,556 

10, 237 
35,146 
3() ,1 02 

30.648 

$ 125,689 
7,171 

46,3,1 0 

$ I 7'l .l90 
$ 1~5.774 

137,699 

Total. 
$28,120,381 $20,455, 130 $12,929,259 $6,924,738 $1,45 1, 507 $1,013,888 $75, 9.;9.252 

4 6,647 29 I ,589 I 0,382 I ,283 b,050 41 I ,700 
28, 167,028 20,746,7 19 12,929 ,259 6,935,120 1,452,790 1,019,938 76,360.952 

4 57,500 I 57,645 2.(0,820 85,000 12, 905 6,907 J ,096,340 
3 12, 159 754,289 3 1,075,236 

50,960 4-+4,134 47,038 287,294 .;,978 3,069 888,384 
28 ,98 7,6.i.~ ,i,3.;S,.;98 13,217,1 17 8,061,704 1, 470,67 2 1,029,918 79,420,911 

1,448,557 
65,513 

1,557,454 
I 16,333 

2, 17 2 ,810 

3 17,027 
4,564,494 

770,95 4 
I 1, 0 13, 143 

I ,7 50,-,22 
16,224 ,083 

41 1, 02.; 
16,635,107 
2,296,627 
8,032, 284 

9·,1 19 
2 12,930 

10,552,960 
6,082,147 

I ,5 I 9,3 28 
a 72,256 

I ,866, 488 
I 23,4 19 

1,059, I 54 
72,000 

I ,920 b I ,040,334 
2,704,243 

855,533 f 
5,109,629 

709,733 
12,8 18 ,037 

1,291,149 
7,239,31 2 

401,625 
7,6-,0,938 
3,630,267 
2,285,758 

302,490 

6,218,5 15 
1,--1-22,423 

a 2 43,910 
1,314,388 
3,450,997 

529 ,6 74 
9,256 ,309 
1,205,116 
2,755,69 1 

186,839 
2,942,53 1 

590,000 
1,810,661 

202,4--1-9 
5,009 

2,608, I I 9 
334,.;1 2 

691,9.;9 

412,965 

527,228 
66 1,566 
312,072 

1,836,530 
.;67, '181 

4,909,792 
520, 12 1 

2 ,631,79 1 
25,855 

2,657,6-16 
676,-,67 

195,469 

871,936 
1,785 ,710 

170,557 

1 I 1,519 

107,9 10 
402,309 
I I 0,078 

1,01 1,83 1 
80,519 

378,322 
2,026 

380,348 
155,069 
100,000 

33 , 502 

69, 11 9 
1,670 

6,280,472 
180,336 

5,454,738 
404,-,70 

C 8,617 d 4,278,181 
239,012 3,756,557 

99,29-t 3, 163,907 
304,626 I 7,015,809' 

62,343 2,91 I ,676 
875,694 43,451,148 

67 ,787 5,254.037 
86,437 30,715,727 

a 348 h 2,036,69.; 
86,089 32,75 2,421 

252,727 9,723,288 

44 
I 2,228,703 

960,886-
296,353 

288,571 252,77 I 23,209,229 
9 I , 777 a I 66 ,682 9,543. I 92 

£-Including $569,955 reserved for unsettled claims, etc. 
g-On properties operated. 
h-I ncludes in come from out side ope rations as follows: H udson & 

Man hattan Railroad' s terminal bui lding. $870.069; R ichmonu Light 
& Rail road Company's lighting department , $111,226. 

i--On capital empl oyed in opera ti on. 

The cos t of ad d itions t o th e property dnrin g the year 
was $26,953. 

Mr. West says in hi s report in par t : 
" It may be n ee d less fo r me t o t e ll you that the track 

ha.cl been n eglec t ed. The average life of ti es is about eight 
years , provided th ey are of good qua lity and w hat are termed 
firs t -c lass t ies. Unfortun ate ly, the tic s in m os t of this track 
must h ave b een of an inferior quality w hen the lin e was 
built. T h e track has been built about eig h t year s, which 
would n ecessitat e th e rem oval of nearly all the ti es to 
put it in firs t -cla ss conditi o n, but from w hat I can learn very 
few of th e ti es h ad eve r be en r en ewed prior to the r ece iv er 
ship, consequen tly it was n ecessa ry t o replace approximately 
ro,831 ti es, at a cost of 70 ce nt s p er tie, includin g labor, to 
insure safe ty. Th e lack of ball ast h a.s sh o rt en ed t h e life 
of tie s o n thi s r oad, and in many place s th ey were laid in 
mud, no ballast t o speak of h aving been supplied. 

"The Green Camp branch had n ot been op erated fo r some 
time pri or to th e appointment of th e r ece iver, a.n d the busi
ne ss would not warrant its opera ti o n in my judg ment. I 
would r ecomm end, if n o lega l compli cation s w ould arise, 
that thi s bra n ch be taken up. T here are timbers in the 
bridge, troll ey w ire, pol es a nd ra il s that could be u sed 
on th e mai·n lin e. T h e tie s 0 11 thi s b ranc h are of poor 
qua lit y a.nd of very lit le u se. T he brid ges a long t he main 
lin e are ge nera lly in poor co ndition a ncl were rea lly dan ge r
r_us until ne eded r epairs were made . They have bee n ma
t erially str eng th en ed by r en ewal of timb ers at a cost ap
proximat ely of $3,000, and I fee l sure they a re sa.fe for 
th e wi nter. Eventually t h ese bridges sh oul d be · replaced 
l>y culve rt s a nd fi ll ed. 

"The outp ut of current h as b een incr eased durin g the 
pa s t year, du e t o m ore car s. T h e loss of power could be 
g rea t ly r edu ced by bo ndin g th e rail s. Th e r a.il bonding is in 
a deplorab le conditi on, and t he track betwee n Delaware a nd 
l\farion has n ever h ad but one rail bond ed. 

"Th e s hop s at Stratfonl- w hil e th ere is a good dea l of 
machin ery to 111;?.kc ncedl' d repair s-ar e not large e nou g h, 
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a nd it is a source of exp ense a t a ll tim es to make repairs 
and is costing con side ra bly m ore to maintain our equipment, 
due to thi s conditi o n. 

"Th e passen ger ca r s had bee n n eglected and had reached 
a point where ex t en sive r epa.irs w er e n ec essary. 

"Th e D elaware City ca r s were fo und un safe t o operate, 
and in many of th em pa sse ng er s could not rid e on rainy 
days with out the u se of a n umbrella. The public w ould 
not rid e, a nd the fact that t here were only fo ur cars which 
fill ed the line made it impossible to maintain any schedule. 
These cars have a ll bee n ove rhaul ed and r epaint ed and are 
now safe fo r op eration, a nd patronage has increased. 

"The Marion City cars were a.lso in bad con<lition and. 
with th e r eturn s from junk p icked up a long the road, five 
cars were purchased of th e Clen· land Railway for about 
$800 each, includin g a th oroug h goin g-over thrc ugh the 
sh ops, painting, et c. The ol d city ca r s in Marion have been 
thoroughly gon e ove r a nd p a.int ed in our sh o ps and are n ow 
in good conditi on. I have a lso purchased a n o ther closed 
car to fi ll the lin es in Marion wit h a IO-minut e sc h edule. 
This ha s mat erially increased our earning s in l\Iarion. 

"A r ea djustment of our rates ha s ha.d th e eff ect of pro
ducing a better fee lin g along the road, which, in my judg
ment, is the b es t asse t we have and which the r oa d never 
before enjoyed. 

" When this road was turn ed eve r to th e rec eiver it was 
being operat ed with ve rbal urcler s a nd was the only inter
urba.n road in the St a t e that did n n t use written orders. To 
-c hange this system, in ord er t ha t th e cars might b e operated 
w ith the least poss ible clange r, nece ssitated t h e purchase of 
o rder blanks and the in s tallation of t elephone b ooth s a long 
t he lin e, large enough t o p e rmit th e trainm en to write their 
o rders under cover. This was don e at no little expense. 

"The men were working without a. standard rul e book and 
there wa s a constant disrega rd o f orders, clue to ignorance 
and lack of definite rules t o guide th em. These were pur
chas ed and a co15y furni sh ed to each employee. 

"The fr eight rate s were raised and our r eports will show 
increased ea rnings. Thi s co mpany h a.d a contract with the 
W ell s-Fargo Express Company and was handling the ex
press at a sub st antial loss to this company. The contract 
was cancelecf, the mileage cut in half, and th e express com
pany now pays on a mileage basis. 

"The earnin gs from thi s business are over $500 per 
month, as again st $200 per m onth la st year. 

" Wa ges h ave of n ecessity been increa.se d on the line in 
t he various d epart m ents, fr om th e track m en t o the head s 
of all d epartments. 

"The r oad ha s been extrem ely fortunat e in th e small num
ber o f acc idents s in ce its r eceivership. 

"By making som e needed changes a nd alterations, our 
insu ra.nce was r educed about $900 a year, with a n expent11-
t ure o f about $20~ 

"Prior to the receivership a nominal sum of $50 per 
month had been paid by the Prospect Lighting Company 
for curr ent furni5hed by this compa ny. Th e contract ca lled 
for 2 cent s pe r kilowa tt , but no met er had ever been installed 
t o m easure the current . After in st a llin g a meter, th e rev
enue w as increase d to an average of $95.41 p er month. I 
have in s tructed our at t orney to bring suit to collect th e 
:am c unt du e thi s comp any sinc e th e contract was made. 
Power h ad be en furnished th e Columbus, Marion & 
Bucyrus Railroad s in ce it s operation, as well a,s t erminal 
facilitie s, a nd passenger s were carried over th e tracks of 
t h e Columbus, Delaware & Marion Railway in Marion by 
th·e Columbu s, Ma.rion & Bucyrus Railroad. Little h:;.d 
ever• bee n paid this comp any fo r such se rvi ce pri or tc, the 
receiver ship. Since that tinie be twe en $600 and $800 per 
month h as been coll ect ed. 

"The court is a lready fa miliar with t he apparent low 
operating expense prior to the receivership. This operating 
expense was kept abnormally low by charging all sorts of 
expense items, such as coal, interest, etc., to betterments or 
1.dditions to property. In sp ite of the fact that the property 
was being allowed to deteriorate and was, in fact, not safe 
fo r opera.tion, the books f dr the year just prior to the re
ceivership showed charges of about $57,000 which were 
listed a s betterments. I am convinced that almost every 
d ollar of this was properly chargeable to operating ex
penses, and that this property is now being operated at a 
~mailer pe r cen t t han ever in its history. " 

Bloomsburg & Millville Street Railway, Bloomsburg, 
Pa.-The Commonwea lth Trust Company, Harri sburg, Pa., 
has fil ed a bill in equity again s t the Bloomsburg & Millville 
Elect ri c Railway to forec lose a mortgage for $250,000, given 
in 1905, on which the company has default ed in the payment 
of i•n teres t. 

Indianapolis & Cincinnati Traction Company, Indianap
olis, Ind.-Th e directors of The Indianapolis & Cincinnati 
,Tractio n Company, inc o rporated as the successor to t~e 
Indianapolis & Cincinnati Traction Company, as noted 111 

the ELECTRIC R AILWAY JO URNAL of Nov. 26, 1910, page I079. 
have organized as fo ll ows: C. L. Henry, president and gen
era l manager; T. F, R ose, vice-president; J. F. Wild, secre
tary and treasurer. Judge Carter, of the Superior Court, 
ha s confirmed the sale of the property of the Indianapolis 
& Cincinnati Traction Company to J. J . Appel, representing 
the bondholders. 

Interstate Railways, Philadelphia, Pa.-The stockholders 
of the Interstate Railways have ratifi ed the plan to issue 
$1,000,000 of preferred stock at par, the proceeds to be used 
to liquidate the company's floating indebtedness and to pay 
overdue interest and the coupons due on the bonds in Feb
ruary. The stockholders of the American Railways have 
ratifi ed an arrangement by which the 4 per cent bonds of 
the Interstate Railways h eld by the American Railways are 
to be r etu rned to Edward J. Moore and Caleb F. Fox and 
ot hers. The American Railways holds about $1,700,000 of 
the 4 per cent bonds of the Interstate Railways acquired in 
exchange for it s own 4½ per cent debenture bonds on . a 
ba s is of par for the latt er to 50 per cent for the former, m 
accordanc e with a plan fo r taking over the properties of the 
Inters tate Railways, which was abandoned. The American 
Railways is unwilling to accept the preferred stock plan as 
a bondholder. The proposed basis of exchange provides 
that the bonds of th e Insterstate Railways shall have the 
February coupons attached and the bonds of the American 
Railways the July coupons or be accompanied by the cash 
equ iva lent. According to the Philadelphia News Bureau, 
it is intended, if the re-exchange is effected, to retire the 
debentures of the Ame rican Railways which were issued for 
t his purpose only. Up to Nov. 22, 1910, about $740,000 of 
the propose d $1,000,000 of preferred stock issue of the Inter
state Railways had bee n sub scribed. 

Ocean Shore Railway, San Francisco, Cal.-At the in
stance of the committee which represents the bondholders 
o f the Ocean Shore Railway Judge Van Fleet, of the United 
States Circuit Court a t San Francisco, has postponed the 
sa le of th e property of the company under foreclosure until 
Jan. 17, 191 r. The committee representing the bondholders 
ha s r equest ed the deposit of bonds of the company with 
the Union Trust Company, San Francisco, Cal., under the 
term s o f a new plan which provides for the issuance by a 
succe ssor corporation after foreclosure of the following 
securities: $3.500.000 of first mortgage bonds, $5,500,000 of 
second m ortgage 5 per cent bonds, $500,000 of 5 per cent 
no n-cumulative preferred stock and $8,500,000 of common 
stock. 

Railways Company General, Philadelphia, Pa.-The direc
tors of the Railways Company General have declared an 
extra cash dividend· of 5 per cent on the $700,000 of stock 
of the company, payable on Dec. 2, 19IO, to holders of record 
on Nov. 21, 19IO. The company ha s paid five quarterly divi
dend s of 1 p er cent each. In September, 1909, an initial cash 
dividend of IO per cent was distributed. It was recently 
voted to change the date of the annual meeting from the 
third Monday in September to the third Monday in Febru
ary and also to change the date of the tis.cal year from 
Jun e 30 to Dec. 3r. 

Springfield (Mass.) Street Railway.-The Railroad Com
mission of Massachusetts has approved the consolidation of 
the Springfi eld & Eastern Street Railway and the Spring
field Street Railway and has authorized the Springfield Street 
Railway to increase its stock not more than $900,000 and to 
exchange this stock s-hare for share for the stock of the 
Springfield & Eastern Street Railway. 

Wilmington, New Castle _& Southern Railway, New Castle, 
Pa.-The sale of the property of the Wilmington, New 
Castle & Southern Railway unde.r foreclosure, to which 
reference was made in the· ELECTRIC RAILWAY JoURNAL of 
:\'" ov. r 2, 19IO, page 1007, has been fixed for Dec. 23, 1910. 
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Traffic and Transportation 
Reduction in Fare Ordered Between Albany & Rensselaer 

The Publ ic Servic e Commi ss ion o f the Second District o f 
New York has dec ided t hat the Unit ed Traction Company, 
A lba ny, N. Y ., is e ntitl ed t o cha rge o nly 5 cent s fa r e b e
tween A lba ny a nd R en sse lae r and has r equired th e com 
pany to n o tify . it n o t la ter than D ec. IO, 1910, w h e th er o r 
not it will desist fr om charg ing th e pr ese nt 6-cent fare and 
accept the o rd er. The compl a int wa s m ade in b ehalf of 
th e Ren sse lae r Cha mb er of Commerce. Th e rulin gs of th e 
com miss ion, m ade in a n opini on writt en by Commi ss ion er 
Decker, a r e summarize d a s fo ll ows : . 

"1. T h e contract ent ered int o April 29, 1895, b etw ee n 
the A lbany & Gree nbush B ridge Co mp a ny and the A lbany 
Rai lway furni she s n o ba s is fo r a det erminanon that t h e 
rai lway company o r it s successor , th e Coh oes Ra ilway; wa s 
to act as agent of th e bridge company in th e c oll ecti o n o f 
a bridge to ll of one cent p er p asse nger carri ed in th e cars 
of the railway comp a ny . 

"2. When the Albany Railway, subj ect to the laws of th e 
State a t the time and t h er eafter in forc e, un dertook to 
becom e a common carrie r o f pa ssen ge r s by electric railway 
between R ens selae r and A lbany such und ertaking invo lved 
the carriage of pass en ger s up o_n a bridge across the Hud
son River, and as such commo n ca rri er b etwee n the two 
cities and over th e bridge kn own a s the A lbany and Gree n
bu sh B rid ge it has assum ed th e obli gati on s and enjoys the 
privileges of a common carrier corp oration. 

"3. The fact that in 1897 Ren sselaer granted a franchi se 

Ba rn e:, ac t of 1905 . U nder section s 49 and 57 o f the pub lic 
se rvice com m iss ion s law thi s c ommiss ion is direct ed to 
secure enfo rce m ent of p rovision s o f law applyin g to com 
m on ca r ri er s- w hi ch it find s t o have b een vio lated. In rat e 
ca ses th e m a in fun cti on of t h e commi ssion is to pass upon 
th e r easonablen ess or ju st n ess of t he cha ll en ged r a t e. In 
thi s ca se th e com m iss ion is h eld by the com plaint and ch ar
ac t er o f th e case solely t o determ ine whet her th e 5-cen t 
fa re fi x ed by t he Ba rn es act app li es t o r espondent under 
a ll of t h e circumsta nces. T he comp lai na n t is se eki n g t o 
have a n ac t of t he L egis latu re en fo r ced and responden t is 
h ere co n tending that t h e act in quest ion is un con s ti tutiona l. 
Suc h a ca se , w hich is on e p eculia rly for action by the courts, 
may .be raise d before t h e com m iss io n onl y un der and be
cau se of th e prov is io n s fo r t h e en fo rcement of law s apply ing 
to commo n ca rri er s s et fo r t h in section s 49 an d 57 of th e 
public s er vice com m iss ion s law above qu o t ed. Held, th a t 
th e Ba rn es act of 1905 applies t o th e tra n sporta ti on by th e 
r esp on dent o f pa ssenge rs be tw ee n R en sse lae r a nd A lbany, 
and it is th e duty of th e commis sio n t o re quire responden t, 
th e Coho es R ailway, to put in fo rce a fa re of 5 cent s betw ee n 
Ren sselaer a nd A lb any in confo rmity w ith the provision s o f 
sa id act a nd t o comply gen era lly w ith th e r equirem ents of 
that s ta tut e." 

Operating Statistics of the New York City Railways. 

The table publi sh ed h er ew ith sh owing th e opera ting s ta 
ti stics of th e p rin cipal s treet ra ilway comp a nies in t he va
rious boroughs of Greater Ne w York fo r the y ear ended 
June 30, 1910, has b een compil ed from a s t a tement issu ed 

OPERATING STATIS TICS O F N EW YORK CITY R AILWA YS FOR YEAR ENDED JUN E 30, 191 0, AS R E P O RT E D BY P U BLIC SER V I CE 
CO M MISSION FOR THE FIRS T DISTRICT 

Compa ny. 
Hudson & Manhattan Ra il road ..........•• 
lnterborough Rapid T ran sit Compan y •..•• 

Elevated division .. •.. . . . .... .. .. . ... . • 
S ubway div isio n ..... . . • ,. . ...... .. .. .. . 

M il es 
of t rack 

12,879 
199 ,970 
118, ,1 30 
81,940 

582 ,640 
l 59 ,480 

Passen ge r 
ca rs Passen ge r 

oper a ted car ho u rs 
140 3 19,1 84 

2,402 7, 002,89 9 
1,573 4,237,634 

829 2,7 65,265 
2,9 l l 8,780 ,97 l 
1,453 ( a ) 5,095,062 

P assenge r 
ca r mi les 
(a ctive) 
5,482,809 

l l 2,260,905 
62 ,504,996 
49,755 ,909 
77,939 ,3-1-5 
36,91 6,774 

Car sea t 
mil es 

241,243,599 
5,587,547,128 
3,000 ,239,808 
2, 587,3 07,3 20 
3,7 29,559, 28 7 

(b ) 1,344, 5 13,893 

T ota l 
re ven ue 

car miles 
5 ,542, 60 l 

l 13,905,006 
63 ,646,232 
50 ,25 8,77~. 
79 ,58-1- ,829 
37,737,542 

Numbe r of 
transfers 

l 5 l ,279,806 
120,762,597 

Number of 
passen ger 

fares 
42,839,979 

562,788,395 
293 ,826,280 
268,9 62, l l 5 
4 15,2 77,75-1, 
260 ,555 ,516 

Brooklyn Rapid Transit System .. .. • .• . ... 
Metropolitan Street R a il way, r eceivers .. .. 
Third Avenue Railroad Syst em (exclud ing 

Yonkers Railroad) ... . . ........... .. . 242 ,743 793 3,181,789 24,147,88 6 1,08--1,662,313 24,36 1,227 36,39 2,65 2 138,494,1 67 
Coney Island & Brooklyn R ail road .. .... . . 47,190 174 717,011 5,988, 572 292, 212,932 6,02 2,140 5,382,403 30,052,084 New York & Queens County Rai lway .. .. . . 74.oro 121 541,824 4,868,179 z ro,070 ,544 5,054,635 8,265,2 76 20,2 77,770 

(a) Estimated by Bur'eau of Stat isti cs and Accoun ts on _basis of seven _an d on e- th ird car n11 les pe r car h ou r, electric, and 5975 horse car ; (b) es
timated by Bureau of Statist ics and Accounts on b ast s of ratio of ca r -seat miles r eported O ctobe r to J u ne to ca r 1m les. 

t o the A lbany R ailway con d itioned upon a 6-cent far e b e
tween Rens se la er and A lbany ca nn ot be h eld t o co nst itute 
a contract which for ecloses t he Legislature from exe rci sing 
t h ereund er it s domina nt con t r ol of t hi s an d eve ry o th er r a il 
way co rp oratio n of t h e S t a t e in r esp ect of fa r e t o be cha rge d 
o r se rvi ce t o b e r endered. 

"4. T he r egula ti on by t h e L egis la ture in 1864 of p as
senger far es fo r th e A lbany Ra ilway was m er ely an exer
c ise of th e p ow er of rest r a int by th e S ta t e that is n eve r 
exhau s t ed a nd w hic h h as been furth er exe rci se d by th e 
Le g islature in th e B a rn es ac t of 1905 as ap plied t o thi s lin e 
a nd ag ain in th e way of ge n era l a n d sys te mati c r egula ti on 
in th e public service commi ss ion s la w of 1907 and it s a m end
m ent in 1910. 

"5. In thi s case compla ina n t invok es ch apter 358 o f th e 
la ws o f 1905, whi ch becam e effec tive l\Iay 1, 1905, a n d is 
kn ow n as th e Barn es ac t , u nde r w hich th e fa re fo r th e 
t ran sp orta tio n o f pa ss en ger s by elec tric railway b etwee n 
Ren ss ela er a nd Albany is limi t ed t o 5 ce n ts p er p as sen ger. 
The r es ponde nt, Cohoes Railway, is cha rg ing 6 ce nts pe r 
passen ger, on e ce nt o f w hich un der th e contrac t o f it s pre
dec ess o r, the Albany Ra ilway, w ith t h e o ld A lba ny & Green
bu sh B rid ge Company is pa id t o the bridge company as a 
li ce n se c ha rge fo r a rig ht -of-way across th e bridge . This 
r enta l o r li cen se charge is o n e-fifth of th e t o ta l 5-ce nt fa r e 
p resc ribed by the Ba rn es act a nd is pla inly a la rge addition 
to w ha t would be th e ordina ry cos t o f se rvice and is actua ll y 
in additio n t o the cos t of cons t ru ctio n, m:iint enanc e a n d 
op era tion of th e track and elect rica l equipment upo n th e 
bridge. · 

"No qu es tion is r a ised in t hi s ca se a s to th e r ea son able
n ess o f th e prese nt 6-ce nt fare. T he so le contentio n is tha t 
th e r es-ponde nt is limit ed to a fare o f 5 ce nt s und er th e 

by th e New Yo rk P ubli c Ser vice Commi ss io n for th e F irst 
Di s tri ct. 

Withdrawal of Residents' Tickets in Baltimore 

The U nit ed R a ilways & E lec tric Com pany, Ba lti mor e, Md., 
has withdra\\' n fro m sale th e sn ecia l re sid ent s ' tickets sold 
011 o n e of it s subur ba n lin es. A.n explan ati on of t h e reason s 
fo r thi s ac ti on has bee n publi shed by t h e company in th e 
new spape rs o f Baltimor e. I t is in part as fo llows: 

''Fi r st-In a cas e r ece ntly befo re th e com mi ss io n ce rta in 
r es idents of E llicot t City compla in ed, a m ong oth er things, 
th at th ey d id n ot have a sp ecial r at e like t hat enj oy ed by 
t he res id ent s o f Ca to n svil le. T he com m ission dec id ed t ha t 
th e r egul a r E lli cott City rate wa s n o t u nreasona bl e, but at 
th e same tim e expresse d th e op in ion t hat an y specia l rat e 
limited t o r e siden t s of a partic ula r p lace was a vio lation o f 
the law. N eit h er b efor e nor after thi s deci s ion di d t h e com
pany seek or d es ir e o r w elcome a ny ch a nge of t he existing 
conditio ns. T h e com m iss ion, h owev er, had th e ri g h t t o ex 
pect a nd d id exp ec t t he company t o stop vi olat ing t h e la.w 
with out wa itin g for a sp ec ific o rd er t o t hat e ffec t. 

"Second- It has be en t houg h t less ly u r ged and r ep ea ted 
t hat t he commiss ion did not o rder t he with drawa l of t h e 
specia l r at es. Sin ce, h owever , th e law, a s n ecessa ril y con
stru ed by t h e commiss ion , fo r b id s 2.ny sp ec ia l rate limited 
to r es idents, it is obviou s tha t a ll r es id e nt s' books had to b e 
w it h d rawn fr om sa le; and it is furt her o bvious th a t t h e 
specia l ra te s enj oy ed by res iden ts could onl y be continued 
by m akin g t hem applica bl e t o a ll rid er s betwee n t h e sam e 
t ermin i. 

" Thircl- Tn all ca ses the r es iden t s' 1·a tes were of lon g 
s ta.nclin g, a nd , whil e unpro fita bl e t o t he company, th ey in -
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vo lve d a com par a ti ve ly sm a ll numb er of rid er s. B ut to 
have m a de t hese r edu ce<l ra t es app li ca b le t o a ll r ide r s 
would ha ve bee n t o in cr ease a n exis ti n g loss t o t h e exte n t 
of cripplin g- th e se r vice. 

"Fourth-The compa n y h as r ece ived from so1;1e u se r s o f 
r es id en t s' books sugges ti o ns m a d e in a. fr iend ly sp irit a nd 
intend ed to m eet t h e diffi cult y. U n li ke t h e ease of a s t eam 
r a ilroad o r a n inte rurban elec tri e li n e, a suburban r a ilw ay 
is com pe ll ed by th e o bviou s n ecess iti es of t h e case t o em
p loy t h e far e-zon e sys t em . It is na tura l en o ug h t h at a. per
son liv ing just beyon d a fare-zo n e lin e sh ou ld ob j ec t t o 
paying a n a dditi o na l fa r e, but it is o bvi ou s t ha t w her eve r 
th e zcn e lin e is es t ab li sh ed t h er e w ill b e som e o n e living 
a littl e b eyon d it. T h e len g th o f a fa r e-zon e mu st dep end 
no t so mu ch upon d i,,ta n ce a.s upo n t he ridin g p opulation 
in th e zon e: in ot her wo rd s, the life o f a subu r ban ra ilway 
com p any depends up on it s earnin gs p er ca r mi le a n d n o t 
p er t r ack mi le. T he fa r e in a spar se ly se tt led zon e. if r ea
sonabl e se r vice is t o be sup pli ed , would n ecessarily have t o 
be m or e th a.n th e fa r e in a t hi ckly settl ed zon e of t h e sam e 
len g th. 

" In conclu sion , thi s com pan y ca ll s a tt enti on t o t h e fac t 
t ha t it op erate s a la rge sys t em w ith m an y r ami fica tio n s, an d 
t ha t it is m o r e or less im possibl e t o sa ti sfy a ll of it s patron s 
in t h e m at t er of fa.r e ch a r ges. 

"In r ece n t yea r s la rge sums o f m on ey w hich wou ld other 
wi se h ave go n e t o th e sec urit y h older s h ave b een a pplied t o 
in cr ea sin g t h e freque ncy, e ffi cien cy a nd dep end ability o f t h e 
se r vice. T h e cont inua ti on of su ch a ser v ice is inc ompa tib le 
w ith a ny r ed uct io n of rates; a nd, w hil e it may be conced ed 
th a t t h e r es id en t s w h o h a.ve h er et ofo r e enj oyed r edu ce d 
r a t es are en t itl ed to con sid er a ti o n , it is a lso tru e t ha t t h ey 
con stitute but a small portio n of th e entir e rid in g publi c. 
I t would seem r eason able, th er efor e, th a t th e q u es t ion in
volved sh ould be d iscu ssed t em p era t ely a nd w ith a r ecog
niti on of t h e fac t th at t he p ubli c service law a.nd n o t th e 
compa ny's ch oice h as caused th e disturba nce of t he pr e
exist ing condi t ions." 

Rules to Govern Operation in M ontreal. 

T h e P ubli c U tili t ies Commi ss ion of Q uebec has r ul ed as 
fo ll ows as a r esult of a.n inv est igation w hi ch it condu ct ed 
r ece ntly of 20 street rai lway accidents in Montreal : 

"r. No furt h er cars of t h e single truck patte rn a r e to b e 
pl ace d up o n a ny of t h e r ou te s with out p er mi ss ion of the 
commission. 

"2. T h e n umb er of such cars mu st be r edu ced each yea r 
by 50, a nd if su ffic ient reason s a r e sh ow n such car s w ill b e 
pe rmitted t o oper ate. 

"3. A ll car s 30 ft. or more in le ngth and weig hi ng 25 ,000 

lb. mu st b e equippe d w it h air as well as h and brakes. 
"4. Cars on sever e grades must a lso be equipped w ith 

em e rgen cy b r ak es. 
"5. A s soon as th e cars am so equipped a nd have the 

'H-B' or o ther typ e of aut om atic mech anical drop w h eel 
g uar d w ith a pr o n attach ed t o th e t ruck, fe nder sh all b e 
rem oved. 

"6. Draw g uard s mu s t n ot proj ect fr o m th e p la t for m of car s. 
"7. A ll p roj ecting iro n or st ee l bu mpe r s m u st be re

m oved. 
"8 Speed limit of 8 111 . p. h . m u st b e adher ed to. 
"9. A ll accid ent s mu st b e r ep ort ed t o th e commi ssion 

immediate ly w it h a ll n ecessary info rm ati on. 
"ro. Car s m u st b e th oroug hly examin ed as to a ll p a rts 

of th eir equipm ent b efor e goin g out, a n d n o defective 
cars sh all be t ak en o u t. 

"II. Tf a n accident occurs, m o t orm en mu st r ep ort a t n ear-
es t st a ti o n . 

" Th e above work a nd a lt er a ti on s mu st. b e ca r r ied ou t 
w ithin fo ur m onth s as t o d ou b le-tru ck car s, and w ithin ten 
m onth s on a ll o the r cars. The w o rk is t o b e don e t o th e 
sat isfa c ti on of the en g in eer of t h e eommi ss ion." 

Changes in Routine and Discipline in Brooklyn 

T h e B rook lyn (N. Y.) R ap id T ransi t Company, throu g h 
W illiam S eibert, superintenden t of su rface lines o f t h e com
pan y, h as ann oun ced t h e fo ll owing modificat io n s !n t he 
rou t in e covering t h e ser v ic e of em ployees and 111 t he 
han dlin g o f di scipl ine, effective Dee. 1, 1910 : 

" r. T he se r vie e is d ivided into t h e fo llowing p eriods: 
" (a ) S tu dent p eri od. From da t e of appo in tment to com

p let io n o f in struction. 
"(b) Probat ional peri o d, w hi ch cover s th ree month s 

fro m da t e of app o in t m ent a nd ine ludes s tuden t p erio d. 
" (c) P erman ent pe ri o d, w hich b egin s aft er co m p letion of 

probationa l p eri od. 
" 2 . R eapp o inted emp loyees. 
"If previou s se rv ice w it h t h e co mpa ny in t he p os1t10n t o 

w hic h r eapp oin t ed cover s a pe ri od of three m on ths, an 
employee w ill b e passe d at o nee t o t h e p erm an ent p eriod of 
se r vice a s soon a s t her e is seen t o b e 11 0 fur t he r n eed of in
s truc t ion. 

"If previou s se r vic e w it h t h e co mpa ny in the posit'ion to 
w hi ch r eapp o in t ed is less th a n th r ee m onths, emp loyee w ill 
b e r equ ir ed t o se rve a fu ll p robat ion a l period of three 
m on t h s befor e ent er in g upo n t h e p er man ent period . 

"3. D uri n g servic e in proba tiona l p eriod em p loyees w ill 
r eceive no cr edit s, n o r wi ll dem erit s be g iven unless fo r 
fl agrant vio la t io ns n ecess ita tin g disch a r g e. Diseiplin e w ill 
b e adminis t er ed in th e form of admoniti ons a n d a r eco r d 
kept o f a ll v iola t io n s r ep o rted, based upon wh ich a nd u pon 
t h e gen era l qua li ficat ion s t h e emplQyee w ill be r elea sed fr om 
service o r passe d t o hi s per manent peri o d up on the r ecom
m endat io n of hi s a ssi s tant super int endent, app r oved by the 
sup eri n t en dent o f surfaee lin es . 

"4. If r e ta in ed in se rvice at t h e en d o f th e probatio na l 
p erio d an emp loyee wi ll t h en r ece ive the bonus, fixe d a t time 
of ap p oin tm en t, t o cover t im e b r eak ing in. 

"5. A n employe e wi ll be di s cha r g ed upon aceumulation of 
80 d em eri ts n e t . 

"6. On o r b efor e t h e a ccumula tio n of 40 deme rit s n et an 
· emp loyee w ill be cautio ned and show n h is pe r sona l r eeord." 

Transfer Complaint Dismissed in Pittsburgh.-T h e Rail 
r oad Comm iss io n o f P enn sy lvania h a s di smi ssed th e com 
pla.int of A. Mezovitz r egarding t h e transfe r sys t em of the 
P itt sbur g h Rail way s becau se t h os e w h o s ig ned the pet ition 
w hi ch Mr. M ezov itz pr esented w er e n ot resid ents o f the 
te rritory inelud ed in t h e co mp la int. 

Seats for Motormen in Philadelphia.-T h e P hil ade lphia 
( Pa.) R ap id Tran sit Company proposes to equip it s ca r s 
w hi ch a r e fit t ed w it h a ir brakes with sea.ts fo r th e motor
m en. The m en wi ll n ot b e per m itted ~o use t h e seat s, h ow
ever , w ithin th e t errito ry bound ed by th e De lawar e Rive r 
a nd th e w es t ba nk o f t h e Schuylki ll R iver, and b et ween 
Gira rd A vem1 e and S outh S t r ee t . 

Through Freight Between Louisville and Indianapolis.
T h rou g h fr e ig ht serv ice by elect ri c r a il way between L ouis
v ill e a nd In dia na po li s h as b ee n a rrange d a s a r esul t of n ego
ti a ti o n s b etween t h e L oui sv ill e & S ou t h ern In d iana T rac tion 
Compa ny, New A lbany, Ind., a n d the Indianapoli s, Colum
bu s & S out hern Trac t ion Co mp a n y, Cohtmbus, O hio. H ere
t ofor e fr e ig h t has b ee n c arried ou t o f Lou isvi lle by electric 
r a ilway only a s far a s S eymour. 

Heating Cars in Philadelphia.-The P hil a delphia (Pa. ) 
R apid Transit Com pan y b as n o t ifie d th e St2.t e Railroad 
Commissio n tha t t h e su r fac e ca r s of t h e com pany will be 
h eat ed th is wint er w h en ev er t he tempera ture reach es 40 
deg. F ahr., except duri ng t h e ru sh h ours. H er etofo re th e 
car s have b ee n h ea t ed w h en t h e the rmo m eter r eg is t ered 35 
d eg. F a hr. In a letter to th e commi ss io n the comp 2.ny says 
t ha t t h e pow er r equ ir ed t o operat e ear s during the rush 
hour s is so g r ea t t h a t n on e can be spar ed for h eating. 

Depot Advertising Sign.-T h e Loui sville & N orthern 
R a ilw ay & L ig hti ng Com pan y, Lou isvill e, Ky., has devel
o ped a profitable adverti si n g medium in conn ection with 
its dep ot o n T hird Avenue, n ear W alnut Stree t , Louisvill e. 
A la rge sig n h as be en e r ec ted in th e depot and spaces on 
it have been divided and sold to the lea ding local adver
t ise r s. T he com pan y is furni shing stati stics of the number 
o f pas sen g er s w h o enter and leave the depot, so a s to show 
th e valu e o f the spaees o n the sig n t o a dvertisers. 

Complaint Against Jersey Central Tracticn Company 
Dismissed.-T h e Board of Public Utility Commissioners of 
New J ersey h as dismi ssed a complaint a lleging failur e of 
th e J er sey Centr a l Tracti o n Com pany, K eyport, N. J., to 
run a car in conn ection with the boat s of the New Jersey 
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Central Railroad which arrive at A tla ntic Hig hl ands at 5 
p. m. a nd 6 p. m . Th e board finds that th e complaint is not 
sustained and that the compa ny provid es sueh conn ec ti on s 
as may reasonab ly b e r equired in view of th e n C'cess iti es of 
the servic e along th e lin e as a w h o le. 

Increase in Wages in Hamilton, Ont.-The D omini o n 
Powe r & Transmis sio n Company, Limited, Hami lton, Ont., 
has in creased th e wages of a ll th e m en empl oyed o n t h e 
lin es o f th e Hami lto n S tree t Ra il way and th e Hamilton 
Radial E lec tric lfailway 2 cent s a n h our, th e in cr ease to t ake 
effect o n D ec. 4, 19IO. Th e employees of th e Ham il ton 
Street R a ilway n ow receive 16, 18 a nd 20 cent s a n hour and 
the employees o n th e Hamilton Radia l E lec tric Railway 17 
cents and 18 ce nt s a n ho ur. Th e empl oyees h ave extended 
th e agreement und er wh ich th ey wor k from Apri l, 1912, 
until Apri l, 19 q. 

Freight Service Over the Northern Electric Railway.-In 
the ELECTRIC RAILWAY JoURNAL of Oct. 22, 19rn, page 892, 
mention was made of th e daily two-car freight servic e es t ab
lish ed by the North ern E lec tri c Railway, Sacramen t o, Ca l. , 
from p oints in Butte Co unty t o Sac ramen t o in conjun ction 
with the W es tern Pacific Company an d th ence to San F r an
cisco. In r ega rd to thi s se rvi ce S. W. Ru sse ll , ge n eral 
freight and p assen ger a gent o f the company, says: "We 
made n o a rrangem ents for a ny return loads fr om San Fran
cisco and no special ar rangem ent s were made fo r the go in g 
loads. We have a vineyard located on our line and th e 
g rapes were di sposed of in San Franci sco. Consequent ly 
the arrangement with the Western Paci fic Company. We 
have a lso haul ed a very h eavy ton nage of hay t h e sam e 
way." 

New Terminal Facilities for Chicago , Lake Shore & South 
Bend Railway.-It it stated that th e Ch icago, Lake Shore 
& S outh Bend Railway, l\I ic higan City, Ind., h as purchased 
nine acres o f p roper ty adjo ini ng th e Iilin ois Cent r a l Rail
road's depo t at Pullman, Ill., w h ere the Chicago. Lake Shore 
& South Bend Ra il way par a ll els the Illin ois Centra l R a il
road and where there is a joint platform for th e exc hange of 
pa ssengers. The su bstantia l growth of int erurban traf-fic 
on the Chicago, Lake Sh o r e & South Bend Railway n ecess i
tated th e purchase and the station will become an important 
tran sfer point for street car patrons after the I I 1th Street 
extension of th e Calumet & South Chi cago Railway is com
pleted. It is und erstood that th e Chicago, Lake Shore & 
South Bend Railway will build a local station an d lay out 
exten sive storage and t erminal tracks on the n ew property. 
The comp any ha s recently compl eted the work of doubl e
trackin g a co nsid erab le sec ti on of its lin e between Gary and 
P ullman. 

Near-Side Stops in Baltimore.-As announced in the 
ELECTRIC RAILWAY J OURNAL of Nov. 26, 19rn, page rn81, the 
United R a.ilways & E lectric Company, Baltimore, l\Id ., 
b ega n stopping its cars on th e n ea r s ide of the st r eet on 
Nov. 25, 1910, in compliance with an ordinance passe d by 
th e Ci ty Council r ecently. T h e United Railways & E lec
tric Comp any favors th e ordin ance, and Vv. A. House, 
pre siden t of th e company, in commenting o n t h e operation 
of th e syst em is report ed t o have said: "\;Vhat is now 
mo st ne eded is th e perma.n ency of som e such system. It 
ha s been chan ged five t im es since 1891, w h en th e fi r st 
rapid tra n sit ears were run in the city. It is but na tura l 
th e patrons should at fi r st b eco me confu se d. Th e com
pany did what it could to advance the passage of th e ordi 
nanc e which enforced the prese nt method. It did this be
cause it crea.ted a uni formity in th e sys tem. When the pub 
lic o n ee und erstands thi s we b eli eve we can op erat e w ith 
fewe r acc id ents a nd w ith littl e or no eonfu sion ." 

Cincinnati Employees Impressed with Necessity of Being 
Courteous.-On Nov. 24, I<) IO, Robert E . Lee, sup er int en
dent of th e Cinc inna ti (O hio) Tract ion Compa ny, conferred 
w ith about 1,000 m oto rm en a nd co ndu ctors of th e com pany 
a nd impressed upon them th e n eces sity of b ein g courteous 
to pass enger s on a ll occasions. Passe ngers fr equ ently were 
incon sid era t e, but th e con du ctor s sh ould smile ancl look 
pleasa.nt a nd r es train any d es ire to re se nt an in sul t. A 
p leasant , polite, accommodatin g an<l ch eerful se t of em
pl oyees wou ld win the good w ill of th e publi c w h en oth er 
m ethod s failed. The men were ca reful in th ese matter s 
and must continu e so to r eta in their reputation and that of 
th e company. Mr. L ee ca.ution ed th e m en about drinkin g 

while o n du ty. Any acc id ent that mi g ht occ 11r wou ld !Je 
charge d to drunkenn ess if the employees were see n to enter 
sa loon s whi le in uni fo rm . Afte r r equesting· the m en to oper
ate thei r ca r s s till m or e carefull y, h e told them that they 
n eed n o t fee l in secure in their p osition s, and that his office 
\\"a s a lwa.ys ope n to them for a conference. 

Increase in Wages in Brooklyn Effective in January.
T h e Brooklyn (N. Y.) Rapid Transit Company on Nov. 
23, 19ro, a nn oun cecl an increa se of practically 5 per cent in 
th e wages of it s trainmen, to date from Jan . 6, 191 I, in recog
nit ion of the incr eas in g effic ien cy of ib em ployees as incli
ca ted by t h e m er it syste m of th e company, the intel li gent 
a ttention g iven by the me n to t h e many new questions re
lat in g to transfers, th eir ge neral courtesy to the public and 
their care of th e company's int erest. T h e announcement 
was addresse d to the trainmen of the Brooklyn Rapid Tran
sit System by J . F. Ca lde r wood, v ice-president and general 
man age r of the company, w ho directed the attention of t he 
men w ho a r e ambitiou s £or aclv,mcement t o the importance 
of a r eco rd consistent ly free irom de m eri t m arks, as t he 
company d es ires to m ake appointme nts fro m the r a nk s w hen 
fi lling vacanc ies in the tran ~p orta ti on departm ent. The 
bulletin s addressed to th e men whic h a nn ounce the change 
refe r in detai l to ce r tai n cha nges in t h e gradin g of th e m en 
under the merit system of d isciplin e w hich is usell by th e 
co mp any. The ge neral plan of promotion for efficiency 
according to thi s system was p ubl ish ed in th e ELECTRIC 
R ,\ILWAY J OURNAL of J an. 15, I9IO, page 126, in connecti"on 
with the increase in wages annou n ced by the company at 
that time. 

Boston Elevated Railway Reprints Advertisements.-The 
Bos t o n (l\l ass.) E levated Ra il way h as had prin ted in pam
phlet fo r m th e advertisements w hich appeared in the Boston 
da ily newspapers between Sept. 28, 19IO, and Nov. 2, 19IO, 
o n "what the B os t o n E levated ha s done fo r rapid tran sit." 
Refe r en ces to t hi s se ri es of advertiseme n t s appeared in the 
ELECTRIC R AILWAY JouRNAL on Oct. 15, I9IO, page 856, and 
Nov. 19, 19IO, page rn45. The preface that appears in this 
pamph let follows: "The Boston Elevated Railway by a 
se rie s of maps a nd explanatory note s publish ed in t h e Bos
ton daily newspapers between Sept. 28 and Nov. 2, 19IO, 
gave to the public detailed information in relation to the 
a ddition s to the street r ai lway a nd rapid transit system 
tha t have been provided since it began operation in J anu
ary, 1898. M u ch has been accomplished . Th e company 
m ea ns to give to this communi ty the most adequate system 
and th e most satisfactory service that can be provided. 
Th e co-operat ion of public authorities and the support of 
public opi n ion are esse ntial in this undertaking. Believing 
that th e maps and exp lanation s con tain a great deal of 
matte r n ecessary to an intellige nt understanding or study 
of the s ituation , t h e company ha s r ep rinted the same in 
·thi s form. w hi ch is more su itabl e for preservation and more 
conven ient fo r consult at ion than were the original adver 
t isemen t s in th e new spapers." 

Attempt to Limit Car Capacity in Kentueky.-Th e South 
Covin gton & Cinci nn ati Street Railway, Covington. Ky., 
has secu r ed a re strainin g order in t h e Circuit Court of Ken
ton County, Ky., t o preve nt the City of Covington a nd its 
officia ls from enforc in g a n o rdin ance recently enacted for 
the re gulation of t h e street railway traffic. The ordina nce 
provides that the n umber of persons carried in a ca r shall 
be limited to one and one-third times the seat in g eapacity 
of t h e car, except up on certain holidays; that railin gs shall 
be plac ed on both platforms so as to fac ilitate loading and 
unloading; that th e car s shall be cleaned ancl fumi a-a ted 
onc e a week. and that th e temperature sha ll n ever be° per
mitt ed to go below 50 deg. Fal1r . T he chi ef of polic e is 
in struc ted to delegate a policeman to see that the ordinance 
is n ot vio lated. In its petition the company as se rt s that th e 
city ha s no power und er it s charter to pa ss such an ordi
nance; t hat t he ordi nan ce is a n unreasonab le and unlawful 
regula ti o n of the bu sin ess of t h e company, aml that th e 
company can n ot exc lud e from its cars pas se nge rs from Cin
c innati b ound for the other s ide of th e river n or exc lud e 
those bound for Cin cinn at i w h o board t he cars on the Ken
tucky si de in o rclcr to comply with the regulation limiting 
th e numb er of passe n ge rs to a ca r. T h e company also con
tends t ha t it wou ld be impossible to accommnda te traffic 
durin g th e rush hours und er the term s oF the ordinance. 
The h earin g for a permanent injunctio n "·as set for Dec. 2. 
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Personal Mention 
Mr. A. M. Bemis has b ee n app o in ted ge n eral managn of 

t h e Okla hom a Railway, Oklahom a City, Okla., t o succeed 
i\lr. vV. A. Hall er , re signed. 

Mr. Edward Goepper h as been elec t ed vice-p res ident of 
the Cincinnati (Ohio) Street R a ilway, w hi ch is leased to 
t he Cincinnati Traction Comp any, in o rd er to a ffo rd l\Ir. 
J ohn Kilgour , t he president of t h e company, m ore leisure , 
time, ther e having be en n o v ice-pre sid ent h ere tofo r e to act 
in l\lr. Kil gour 's abse nce. 

Mr. A . J. Becht has been elected secretary and trea surer 
of th e Cincinnat i (O hio) St ree t Railway to succeed Jam es A. 
Collin s, deceased. l\fr. B ec ht has be en sec r eta ry of the 
Cincin nati & Hamilt on Trac tion Company fo r som e yea r s. 
This property is leased t o th e O hio Traction Company and 
is operat ed a s the Millcreek Vall ey Divi s ion of that com
pa.ny. Mr. Becht ha s a lso be en a ss is tant ca shier of the 
Citizen s' Nationa l Ba.nk, Cin cin nati, w hi ch position h e 
wi ll re sign, effective o n J an. I, !(JI r. 

Mr. John Leisenring has be en a pp ointed signal en gine er 
of the Illinois Traction System, Peoria, Ill. l\Ir. L eise n
ri ng's general expe rience in s t eam and elec tri c railway sig
na l w ork since he fi ni shed hi s coll ege engineerin g course ha s 
included const ruct ion and m aint ena nc e s ignal work on th e 
Le hig h Va ll ey Rai lroad in New J e r sey a nd t he H udson & 
Manhattan Railroad, opera tin g the tunnel system betwee n 
New J er sey and New York City. After se rving t h rough th e 
con struction period Mr. Leise nrin g wa s app o int ed s ig nal 
engin eer of th e Hudson & Man hattan Railroad in July, 1910. 
He re signed from this position to become connected with 
the Illin o is Traction System. The headquarters of t he s ig
nal department of t he Illin o is T raction System wi ll be at 
Peoria during the time that t h e rece ntly purchased auto
matic block s ignals are under construction . 

Mr. A. S. Kibbe has re signed as chief en g in eer of t h e 
Am erican Rai lways, Philadelp hia. His res ig natio n took effec t 
Nov. 30, 1910. and t he office was a boli shed on t hat dat e. Mr. 
Kibbe has not yet fu lly de
cided on his future plan s, 
but wi ll probably engage 
in consulting en g inee ring 
work, afte r a short re st. 
H e has occupi ed th e office 
w hich he has ju st r es ign ed 
fo r t he pas t I I yea r s. 
During thi s tim e Nlr. 
Kibbe has ha d engineer 
ing charge of th e con
stru cti on and operat ion of 
the elect ri c rai lway, lig ht 
ing a nd power plants of 
t h e America n Railways, 
which comp rises about 350 
mile s of t rack and 15,000 
kw capacity in power s ta
tions. For four year s pre

A. S. Kibbe 

v ious to his conn ec tion with th e Am eri can Railways Mr. 
Kibbe was eng inee r of const ruction of William vVhar ton, Jr. , 
& Company, and built the Fairm oun t Park Railway, P hila 
delp hia. He was born in Albany, A ug. 8, 1865, and re c~ived 
th e degree of civi l en gin eer from th e Ren sselae r P olytec h nic 
Inst itut e in 1886. A ft er two years' work in civil en gin eer
ing, principally in conn ect ion with th e Ch amplain Cana l, 
he was appointed spec ial assista nt t o the New York State 
Engineer in A ugust, 1888, and was engaged in a numb er 
of important undertakings in connection with State survey
ing and water supply and r egula ti on. In April, 1892, h e 
resigned from the State En gin eering Department t o engage 
in electric railway work as en gin eer and sup erintendent of 
t he Woodbridge & Turner Engin ee ring Company, and was 
engaged in th e construction of a number of elect ri c railways, 
among them the Paterson Cen tral Railroad of New J ersey, 
t h e Washington, A lexandria & M t . Vernon Railway, the 
Chester (Pa.) Tractio"n System and portions of the system 
of the People's Traction Company, Philadelphia. He sev
ered hi s connection with the Woodbridge & Turner En
g ineerin g Company iri. September , 1895, t o become enginee r 
of construction of William Wharton, Jr., & Company, as 

prniously m entio ned. l\Ir. Kibb e is a membe r of the 
Am e rica n Society of Civi l E n gin ee rs. 

Mr. Charles Remelius r esig ned N ov. 21, 19w, as sup erin
t endent of ro lling equipm ent, P ublic Service Railway, New
ark, N. J. l\fr. R emeliu s has ha d a long experience in 
elec tric railway a nd m ec hanical work, having been con
nected with t he Cleve land City Ra ilway Company, the De
troit Un ited Railway, the Indianapo lis Tract ion & T erminal 
Company, th e St. Louis Transit Company and the Brook
lyn Rapid T ran sit Company. He became con nected with 
t he Brooklyn R a pid T rans it Compa ny in 1904 and was as
soc iated with th at company as maste r mechanic of the sur
face division until he became con n ec ted with the P ublic 
Service Rai lway. M r. R emeliu s is an inventor of n ote as 
well as a n expert on ra ilway mecha nica l matters, and has 
made a number of important inventions in brakes and oth er 
appliance s fo r elect ri c railway service. He has no t an
n ounc ed his future plans. 

Mr. W. A. Haller has re sig ned a s ge neral manager of the 
Oklahoma Railway, Oklahoma City, Okla., to en ter the en
g in eerin g fie ld aga in. Mr. Hall e~ was born in Pittsburgl:i. in 
1871. He was educated in the local schools in that city and 
entered railway work in 1897 with th e West End Traction 
Company, Pitt sburgh. In 1900 h e became connected with 
Sanderson & Porter, New York, N. Y., and was employed 
by them in the reconstruction of the Galveston Railway, 
on general en g ineering work in their New York office and 
on the recon st ructi on of the property of. the New Orleans 
Railway & Lighting Company from 1904 to 1908. Mr. Hal
ler was next conn ected for nin e months with the Mobile 
L ig ht & Railroad Compa ny, Mobil e, Ala., and redesigned 
and r econ structed the power house of this company and 
supervised th e layi ng of considerable track on steel ties. 
He became connec ted with the Oklahoma Railway in 
March, 1909, as gen era l manager in charge of engineering, 
construction and operation. 

OBITUARY 
Robert W. Tayler, judge of the United States Circuit 

Court for Northern O hio, m ediator in th e settl ement of the 
s treet ra ilway situation in Cleveland and author of the grant 
under which the Cleveland Railway is operating, died in 
Clevela nd on Nov. 26, 1910. Judge Tayler was born at 
Youn g st own, O hio, in 1852, and was a son of R obert W. 
Tayler, State S enat or and Auditor of Ohio and Comptroller 
of th e Unit ed States Treasury from 1863 to 1878. He wa s 
g raduat ed from Western R ese rve U niversity in 1872 at the 
age of 19 yea r s. The fo llowing year h e tau ght school at 
Lisbon, O hio, a nd fo r th e two succe edin g years he wa s 
sup erintendent of the sc hool at th a t place. He next became 
edito r of th e Buckeye State at Lisb on . In 1877 Judge Tayler 
was admitted to th e ba r, a nd engage d in the practice of law 
a t East L iv erp ool, Ohio. In 1880 h e was elected prosecut
ing attorney of Columbiana County, and in 1894 was sent 
to Congress fr om the E ig hteenth District and was r e-e lect ed 
th ree times. Subsequently h e beca m e a member of the law 
fi rm of Arr e!, Mc Vey & Tayler, Youngstown, Ohio. This 
firm ac t ed as counsel fo r the Mahoning Valley Traction 
Company, and Judge Tayle r made a study of traction affairs 
w hil e counsel of this company which served him well later 
on. In 1905 h e was appointed to the Circuit Court for the 
district of Northern Ohio by President Roosevelt. Judge 
Tayler's g r ea test service to the people of Cleveland was in 
the sett lement of th e st r eet railway controversy which had 
resu lted from t he attempt of Mr. Tom L. J ohn son as Mayor 
of Cleveland to fo rce th e Cl eve land E lectri c Railway to 
operate at a 3-cent fa re. Judge Tayler decided a number of 
legal questions during the Goff-Johnson negotiations, and 
when the referendum vote was taken which resulted in the 
m anagem ent of the railway property being t aken out of the 
hands of the city administ ration Judge Tayler appointed 
the r eceivers fo r th e comp any. In October, 1909, he agreed 
to preside at hearings to settle points in di spute between 
the company and the city. This work was completed on 
Dec. 14, 1909, and on D ec. 18, 1909, Judge Tayler announced 
his decision s and sent t o the Ci ty Council the draft of a 
fran chise. Judge Tayler was buried from Trinity Cathe
dral o n Nov. 29, 1910. Out of respect for the man and the 
work which he did to bring about a settlement of the street 
railway controversy, every car of the Cleveland Railway 
was s topped for five minutes as the funeral cortege left the 
Ca th edral. 
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Construction News 
Construct ion News Notes are classified under 

ing a lphabetica lly by States. 
A n a s terisk (*) indic a tes a proj ec t n o t 

report ed. 
RECENT INCORPORATIONS 

each h ead

previously 

*Owens River Valley Electric Railway, San F rancisco, 
Cal.-App licat io n for a chart er has been mad e in Ca lifornia 
by this company to bu ild an electr ic rai lway in th e Owen s 
R iver Valley. Capita l sto ck, $200,000. Head quarters: San 
Fra.ncisco. Direc t ors: Curti s Hillyer, E. A. O'Brien, G. 
Carter, R. C. Pardoe and T. W . Forsyth, all of San Fran
cisco; 1\1. R. J one s, Oakland, a.nd D. D. O liphant , Berke
ley. 

*Porter Chesterton & South Shor e Ra ilwa y, Indianapolis, 
Ind.-Ap; licat ion fo r a chart er ha s been m a.de in Indiana 
by t hi s company t o build an int erurban elec tric r ailw~y 
between Por ter and Chesterton t o a junction with the ma111 
line of the Ch icago, Lake Shore & South Bend Railway, n ear 
Baileytown. Capital s tock, $40.000. Directors: C. N. Wil
coxon , F. J. L ewis M ey er, C. E. Palmer, F. l\I. Childs and 
J. M. Chillas, a ll of S outh Bend. 

*Bowling Green & Northern Railroad, F rankfort, K y.-:
Application fo r a. charte r has been made in Kentucky by_ this 
ce,mpany to bu il d a railway from Bowlin g Green to L eitch 
fie ld. Capital stock, $30,000. Incorporators : B. F. Gard
ne r , M. H. Crump and C. H. Felton. 

Hagerstown & Clear Sprin g Ra ilway, H agerstown, Md.
I n corpor at ed in Mar y land t o buil d a. 25-m il e electric ra il 
way t o con n ect Hagerstown, Clear Spring, Md., and Mer
cer sburg, Pa. P reliminary surv eys have b een made and 
rig hts-of-way are being secured. L. F. Downs, New York, 
N. Y., a n d J ames B. Kreps, Hager st own, are intere sted. 
[E. R. J., Nov. 19, ' 10.] 

Georgia & Carolina Railway, Spartanburg, S. C.- Chart 
er ed in South Car olina to build a 120-mile ra.ilway from 
A ugus t a, Ga., t o Spartanburg, S. C., via Hamburg, Saluda, 
Edgefie ld, Newberry, Glenn Springs and Pacolet. Capital 
stock, $100,000, to be increased later to $2,500,000. Office r s : 
A ll en W. J ones, Midville, Ga., president; A. E. Padgett, 
Edgfie ld secretary; William E. Jackson, Augusta, and J. 
W. T hu;mond, Edgefield. [E. R. J ., Sep t . 24, ' ro.] 

FRANCHISES 
*Haywards, Cal.-J. B. Pa rsons has applied to the town 

trustees fo r a fra n chi se t o build a 4-mile electric rai lway 
over certain streets in Haywa rds. 

New Britain, Conn.-The Connecticut Company has r e
ce ived a fr a n chi se from the Council to bui ld doubl e track s 
on cer ta in streets in New Britain. 

Paducah, Ky.- T he Paducah Traction Company has ap
pli ed to t h e Counci l for a franchi se to bui ld an ex ten sio n 
to its line from Paducah t o Tyler and Fisherville via 11 l e
chanicsburg. 

Shreveport, L a.- The Shreveport Traction Company ha s 
rece ived a franc h ise to build an ex t en sion to it s line throug h 
th e Colonial Hill subdivis ion. 

Clear Spring, Md.-L. N. · Downs and H . L. Kirby, r ep
r esenting th e Ha ge r st own & Clea r Spring Railway, H a
gerstown, have rec eived a fr a nchi se from th e Commissioners 
to build an electric r ailway throu g h Cumberland Street in 
Cl ea r Spring. This is part of a plan t o build a 27-mile lin e 
to connect Hagerstown, Clear Spring, Mel., a nd Mercers
burg, Pa. [ E. R. J. , Nov. I (), ' ro.] 

*Hattiesburg, Miss.- W . S. F. Tatum a nd W. 0. Tatum 
h ave applied t o the Council for a franchi se t o bui ld a s treet 
railway in Hattie sburg. 

L ebanon, O re.-Th e A lbany Int erurban Railway, A lba ny. 
has rec eiv ed a fran chi se from the City Coun cil to build an 
elect ri c r a il way throug h Leban on . It wi ll conn ect A lba ny, 
Sweet H om e, Lebanon, Drownsville and Hol ley. P. A. 
Young is int eres ted . [ E. R. J. , Nov. I(), '10.] 

Butle~, Pa.-The Dutler Passe nge r Railway ha s ap plied 
to t h e Counci l for a franchi se to const ruc t a 750- ft . v iadu ct 
on Ce nt er Avenue, Butl er, t o span the Besse m er & Lake 
E ri e Railroad and the Baltimore & O hio Railroad tracks. 

Somerset, Pa.-Th e Som e rset & Rockwood S tree t Rail -

way has received _ fro m t h e Council a tw~-yea r ~x ten sion t o 
it s fra nchi se in w hich t o b egin con struction of its propose d 
railway in Somer se t County. J. A. Berkey, president. [E. 
R. J ., Feb. 20, '09.] 

Johnson City, Tenn.-T he J ~hnson City T:action c;om
pany has asked t h e City Cou11c1l for _a franch ise to bmld a 
r½-mil e exten sion of its tracks on Mam Street to the South
wes t addition a nd the Normal Sch ool in J ohn son City. 

Beaumont, Tex.-Th e Beaumont-Porth Arthur Interur
ba n E lec tri c Railway has received and accepted a franchise 
fr om the Council to build an electr ic railway from Beau
m ont to P ort A rthur. Q. D. P o lk is interested. [E. R. J. , 
;\'.ov. I(). 'ro.] • 

*San Antonio, Tex.-J. A. Logwood has received a fran
chi se fr om th e County Commissioners t o build an electric 
r a il way on th e Corpus Christi r oad fro m Harlandale. 

Tacoma Wash.-The Tacoma Railway & Power Com
pa ny ha s ~eceive d a fra nchi se fr om the Council to build ani 
ex t en sion to it s tracks on North Thirty-fourth Street, be
twe en Mad ison Street a nd Stevens Street, Tacoma. 

TRACK AND ROADWAY 

Nanaimo General E lectric R ailwa y, Nanaimo, B . C.-A 
by-law is b eing prepar ed authorizing th is_ compa1:y t o build 
an elec tri c railway over certain s tree t s 111 Nana1mo, B. C. 
[E. R. J., A ug. 27, '10. ] 

L os Angeles-Pacifi c Railway, L os Angeles, Cal.-This 
company has completed surv eys for it s ro-mil e ex t en sion 
to connect Hollywood and Van ~ nys via Ca lm enga Pass 
a nd Lankershim. No contracts have b een made yet, and 
it is not kn own when construction will begin. 

P acifi c E lect r ic Railwa y, Los Angeles , Cal.-This com 
pany ha s begun w ork g rading on it s propose d extension 
from P om on a t o Cla rem ont. 

Santa Rosa & Clear Lak e Ra ilroad, Santa R osa, Cal.
This company ha s awarded contracts fo r g rading for it s 
proposed 56-mi le electric railway t o connect Santa Rosa 
a nd Cl ear Lake via Burke, Markwest, Ke ll og and Mount 
St. H elena. [E. R. J. , Sept. II , '10.] 

*Roswell Ga.-R. G. Broadwall, J . B. \,Ving and asso
ciates are ~aid to be promotin g plans t o build an ele ctri c 
railway to connect Creighton and Cummings via Roswell 
and. Atlanta. [E. R. J., Mar. 26, '10.] 

*Albany, Ill .- S. B. Dimand, J . W . Dinm11: , C. E. Pec_k 
and James Beach are promoting a plan to builci a n electric 
ra ilway through Albany from th e tri-c iti es. 

D ecatur Southern Traction Company , D ecatur, Ill.-This 
company has ra ised $1,500,000 for construction purpos~s, 
and it i s expected that w ork will soo n b e b egun on it s 
project ed 35-mi le railway t o connect Decatur, Macon, As
sumption a nd Pana. H. C. Simmon s, Vird en, secr etary. 
[E. R. J., Ju ly 30, 'ro.] 

Illinois L ight & T raction Company, Streator, Ill.-This 
compa ny is plannin g t o build an exte n sion of seve ral m iles 
from Rid gefarm t o Sharon .. 

B eech Grove Traction Company, Indianapolis , Ind.-This 
company ha s awarded t h e contract to D. J. W elch and John 
1IcGreo-o r fo r ballasting a nd track- lay in g o n its line be
tween Ind ia n apolis a nd Beech Grove. Work is t o begin at 
onc e. All g r ad in g has been completed and the pol es are
up. C. F. Smith , secr etary. [ E. R. J ., Sept. 17, '10.] 

Terre Haute, Indianapolis & Eastern Traction Company, 
Indianapol is, Ind.-This company is said t o b e considering 
the purchase of automatic track-circuit bl ock signal pro 
tection. 

Cedar Rapids & Iowa City Railway & Light Company, 
Cedar Rapids, Ia.-This co mpa ny is sa id to be contemplat
ing the purchase of au t om atic track-circuit block signal 
protect ion. 

Fort Dodge, Des Moines & Southern Railroad, Fort 
Dodge, Ia.-This compa ny, wh ich purchased the Crooked 
Creek lin e, con n ec tin g Lehigh w ith Web ster City, a distance 
of 17 mile s. w ill electrify it at o n ce. It will al so constnict 
a spur from Gypsum to Leh igh t o connect it wit h the main 
lin e, thu s givi n g new means of tran sp1J rtation bdwccn \:Veh
s t er City. Lehigh a nd Fort Dodg e. J. L. B lake , mana ger. 

Manhattan City & Interurban Railway, Manhattan, Kan.
This com pan y expect s to build a 16-milc c:dl'n~io11 nf it s 
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line t o Fort Ri ley. J ose ph T . \i\Tes t , 217 Yuma Stree t, J\lan 
hatta n, purchas ing agent. 

Salina Street & Interurban Railway, Salina, Kan.-T hi s 
company is considering p lan s fo r building a n ext en sio n of 
it s line in Salina. H. C. Smithers, pre sident. 

Paducah (Ky.) Traction Company.-This c ompany 1s 
plann in g exten s ion s of it s lin es t o Tyl er, Mechanic sburg 
a nd Fishervill e. It has appli ed to t he c ities fo r th e n eces
sary franc hi ses. 

Shreveport (La.) Traction Company.-Thi s company h as 
begun doubl e-trackin g the extension of it s line on Southe rn 
Ave nue in Shreveport. A ll materia l is o n ha nd. 

Mexico (Mex.) Tramways.-Th e Nation a l Con gress has 
passed a bill auth o ri zin g this company t o co n struct two 
important ex t en sion s. O n e of th e prop ose d lin es w ill con
nect M ex ico City a nd P u eblo, a di stance of 125 miles, and 
t he o t h er w ill exte nd from Mexico City to Toluca, a d is
tance of a b out 45 mile s. Prelimina r y surveys have b een 
mad e. Co nst ruct io n w ili begin soon. 

Mexico, Santa Fe & Perry Traction Company, Mexico, 
Mo.,-T hi s company has awar ded th e co ntract t o th e 
Heintz-Y oun g Co nst ructio n Company, St. Loui s. Mo., fo r 
building the ra ilway from Mexico to H er eford, a di s t ance 
o f about 20 mi les. It w ill co nn ec t Pe rry, Mexico City , 
Santa Fe, Hereford, Co lumbia, F ulton a nd Mokan e. Ma
thia s Crum, pre sident. 

Syracuse (N. Y.) Rapid Transit Railway.-Thi s com
pa ny is con sidering pl an s fo r d oubl e- tracking it s lin e 
t hroug h Live rpoo l. 

Berwick & Nescopeck Street Railway, Berwick, Pa.-T hi s 
company h as r esum ed work o n th e con struction of it s lin e 
throu g h N escop eclc 

Clarion & East Brady Electric Railway, Clarion, Pa.
T his company h as awa rded th e con t ra ct t o R idge Bro t h er s 
Company, P ittsburg h, Pa ., fo r g radin g the fi r s t 6 mil es of it s 
proposed 30-mile railway to conn ec t Clar io n, Re id sburg, 
Sligo, Rimersbur g and East Brady. Work wi ll b e be gun at 
on ce. G. E. A rn old, Cla ri on, pres id ent . [E. R. J ., O ct. 29, 
' 10.] 

West Penn Railways, Pittsburgh, Pa.-T hi s compa ny h as 
awarded the contr act t o Reagan & Lynch , U niontown, for 
bui lding th e extension of its line fr om Juniata t o Bitner. 

Quebec Railway, Light & Power Company, Quebec, 
Que.-This co mpan y h as compl ete d a nd pl aced in opera
t ion its exte nsion t o Bergervi lle. A- furth er ex t e nsion h as 
just b een comp le t ed t o the conven t at S ill e ry. 

Johnson City (Tenn.) Traction Company.-T hi s compa1:1 y 
has dec ided to build a 1½-mile exten sio n of it s lin e on Main 
S tr eet t o the southwest ad ditio n and t he n o rmal sch ool in 
John son City. 

*Bay Shore Rapid Transit Company, La Porte, Tex.
T hi s company has b egun the preliminary surveys fo r an 
elect ri c r a ilway t o conn ect La P orte and Housto n, via Sa n 
Ja cinto. 0 . L. A llen a nd Charles M. Boren a re int erested. 

*Texas City, Tex.-Fordyce Ridl ey, Galveston, a nd asso
ciates a re r eported t o b e promotin g a plan t o build a 5-mil e 
s tree t ra ilway in Texas City from Bay Sho r e t o T exas Cit y 
Heig ht s. 

Grafton (W . Va.) Traction Company.-This compan y 
will bui ld a 6-m il e exte n sion of its line from Gra ft on to 
Prun tytown. 

SHOPS AND BUILDINGS 

East St. Louis & Suburban Railway, East St. Louis, Ill.
T hi s company wi ll place contracts during th e next t wo 
weeks fo r buildin g a divi sion car h ouse w ith a capacity fo r 
24 cars a t Granit e City. C. F. Hewitt, Eas t St. L oui s, sup er
intendent. 

St. Joseph Valley Traction Company, Elkhart, Ind.-This 
company has award ed the contract t o S. J. Stowe fo r build
ing a car ho u se n ear t he city depot on North Martha Street 
in Angola. 

Chicago, Lake Shore & South Bend Railway, South Bend, 
lnd.-This company has purchased a 9-acr e site ad j oining 
t h e Illinois Central Rail road Company's depot property at 
Pullman, Ill. , on w hich it wi ll build a local stat io n and lay 
out exten sive storage and terminal track s. 

Atchison Railway, Light & Power Company, Atchison, 
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Kan.-This comp any ha s begun work building a concrete 
mac hin e sh op a t Falls City. 

Syracuse, Lake Shore & Northern Railroad, Syracuse, 
N. Y.-This company is pr eparing plans for a passe nge r 
and express dep o t t o b e built in Syracu se. The cos t will be 
about $10,000. 

Western Ohio Railway, Lima, Ohio.-This co mpa ny has 
begun the con structi on of a n ew fr eig ht depo t at Lima. It 
wi ll cost ab out $ 12,000. T he \ Ve stern O hio Railway a nd th e 
O hio E lec tric Ra ilway occupi ed a fr eig ht s tation j ointly 
until the fo rm er er ec t ed a n ew sta tion. The Western Ohio 
Ra ilway r eta ined it s pr ese nt pas sen ge r station. 

Janesville Traction Company, Madison, Wis.-This com
pa ny has begun preliminary arra n gem en t s for building it s 
ca r h ou se in J a n esvill e. [ E. R. J., Nov. 19, 'ro.] 

POWER HOUSES AND SUBSTATIONS 

Pueblo & Suburban Traction & Lighting Company, Pu
eblo, Col.-This company wi ll place contrac t s during the 
n ext three m o n th s fo r buildin g a modern 2000-kw powe r 
plant. A ll communica tions are to b e sent to T. C. Roberts, 
P u ebl o, superintendent. 

Capital Traction Company, Washington, D. C.-This com
pany h as awa rded the con tract t o th e Clarke-Winston Com
pany. George town, for the 1700 piles t o be u sed in building 
th e fo unda tion of a power h ou se to be built on Thirty-sixth 
Stree t and NI Street in Geor ge t own. \Vork h as been begun. 

Augusta-Aiken Railway & Electric Company, Atlanta, 
Ga.-Th is compa ny will suppl ement its present local power 
plant in A u g u sta by a steam p lant, developing 3000 addi
tiona l hp . 

Southwest Missouri Electric Railroad, Webb City, Mo.
T hi s company is building a substation in J oplin. The cost, 
including machinery, will r epresent a n expenditure of about 
$20,000. A. H. Roger s, W ebb City, general mana_ger. 

Northern Ohio Traction & Light Company, Akron, 
Ohio.-T his company has comp leted plans for a new power 
plant t o be built at what is known as the Gorge B rid ge, on 
the Cuya hoga River , where a dam w ill be con struct ed. It 
is probable t h at th e prese nt p lant at A rkon will be retained 
fo r som e time after th e n ew o n e is put in operation. Under 
presen t pla n s the constru cti on work on the new building 
will be begun during 191 1. T he cost of the plant is esti
mat ed t o b e a b out $1 ,500,000. 

Mount Vernon (Ohio) Electric Railway.-This company 
is buildin g a new p ow er h o use at Mount V ern o n. A . J. 
Darrah, superintendent. 

Port Arthur & Fort William Railway, Port Arthur, Ont.
T hi s company w ill purchase a 500-kw motor-gen era t o r dur
ing t h e nex t six weeks. 

Clarion & East Brady Electric Railway, Clarion, Pa.-This 
compa ny is r ece ivin g bids fo r a n ew power plant complete 
wi th equipm ent. The plant will consist of the following: 
Th ree 500-kw turb o-ge nera t o r sets, condensing steam pres
sure, 200-lb. either ve rti ca l or h or izontal, three 350-hp ver
tical o r h o rizontal water tube boil er s; fuel is gas or soft coal; 
three surface conden sers , vac uum pump, open fe ed water 
h ea t er, two b oil er feed pumps, eith er duplex o r multistage, 
dr iven by steam turbine; thr ee 20-kw exciter sets, s ix motor
ge nera t or se t s, three circulating pumps, h o t well pump, 
t ra nsformers a nd sub station equipment . G. E. Arnold, 
Cla rion, pr es id en t. 

West Penn Railways, Pittsburgh, Pa.-This company is 
makin g ext en s ive improvement s at its Connellsville power 
hou se, wh ich will double the capacity of the plant. It is 
s tated that eve ntually th e company will erect a new power 
hou se n ear Speers. 

Galveston-Houston Railway, Houston, Tex.-This com
pany is having th e General Electric Company build four 
switchboards complete with the entire equipment, including 
m eter s, instrument s, e lec trolytic lighting arresters, discon
nect ing switches and o il switches. One board of 10 panels 
will go in the main station and one o f six panels in. substa
t ion No. 2, which is located in the main station. In sub
s tation No. I and No. 3, which are each 14 miles distant 
from the main station, there will be a switchboard of six 
panels. The power will be generated at 2300 volts, trans
mitted .a t 33,000 volt s a nd u sed in railway work at 600 volts. 
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Manufactures & Supplies 
ROLLING STOCK 

Interstate Traction Company, Duluth, Minn., is con side r 
in g the p urchase o f tw o ca r s. 

M-anhattan City & Interurban Railway, Manhattan, Kan. , 
is p la nning t o pu r chase seve r a l n ew car s. 

Lexington (Ky.) Railway ha s p u rc has ed t w o se t s of 
M. C. B.-27 d oubl e trn ck s fro m Th e J . G. Brill Company. 

Port Arthur & Fort William Electric Railway, Port Ar
thur, Ont., is cons ide ri n g t he purchase o f fo ur pay-as-y ou
ente r ca r s . 

Southern Wisconsin Railway, Madison, Wis., ha s o rder ed 
fo ur 20-ft. 8-in. se mi-c 01l\' e r t ib le ca r s fr o m t h e A m erica n 
Ca r Co m pa ny. • 

Great Falls (Mont.) Street Railway has pu rc ha se d a s tand
ard snow sw eep er fr om th e M c Guire-Cummin gs l'vl a nu fac
tu ring Co mpany. 

W estem Ohio Railroad, Lake Shore Electric Railway and 
Fostoria & Fremont Railway j o int ly wi ll purc hase four 

· p assenge r ca r s a n d a nu mber of fre ig ht ca r s, according t o 
a dv ice fro m F. D. Ca rp ente r , ge neral m a nage r , W es t ern 
O h io Ra il roa d. 

Twin City Rapid Transit Company, Minneapolis, Minn., 
expects to hui ld ab ou t 75 sin g le-end close d ca r s at it s o wn 
s h op s duri n g t h e n ex t few w eek s. T h ey will b e 46 ft. 8 in. 
lo n g fo r int ernrba n and city se n-ice and w ill b e equi pp ed 
w ith safe ty ga t es. 

San Juan Light & Traction Company, San Juan, Porto 
Rico, ha s o rde r ed 10 30-ft. ce nt e r-a is le ope n ca r s m oun t ed 
o n No. 39 E t rn ck s fr om T h e J . G. Bri l l Comp an y . The 
ca r s t hat a r e n ow u sed by t h is company will he r em o deled 
in t o the pa y -a s-y ou-e n te r t y p e. 

Richmond & Henrico Railway, Richmond, Va., h as 
orde r ed 16 cl os ed ca rs fr o m The J. G'. Brill Co mpany in st ea d 
of 20 ca r s, a s n o ted in th e ELECTRIC RAILWAY J OURNAL o f 
N ov. 12, 1910. T h e car s will b e o f the p ay-as-you-ente r 
type, 32 ft. lo n g and w ill be m ount ed o n Bri ll 39-E trncks. 

British Columbia Electric Railway, Vancouver, B . C., 
expec t s t o a d d t o its equip m ent 12::: n ew ca r s. O r ders for 
30 o f the se ca r s ha ve b een p lace d a lrea dy with car b u ildin g 
companies. A numb er w ill b e hui lt in th e co mp any' s own 
shop s. T he n ew equipm ent will b e d ivide d a pprox imate ly 
as fo llo w s : 50 city passenge r ca r s, 30 int ernrban passenge r 
car s, 3 combinati o n p asse n ge r a n d baggage cars, I bagga ge 
ca r , 2 cha ir ca r s, 25 fr e ig h t ca r s and 4 loco m o t ives. 

TRADE NOTES 
Pittsburgh Steel Products Company, Pittsburgh, Pa., h as 

ap p oin t ed R icha r d R. H a rri s ge neral m a nager of sa les, in 
charg e of a ll· product s . 

Union Switch & Signal Company, Swissvale, Pa., h a s 
moved it s we s te r n di s t ri c t o ffi ce t o 1041 P eopl es' Gas B ui ld 
ing, Chi cago, Jll . 

R. M. Campbell, fo rm erl y ea st e rn sales m a nage r o f the 
P et er Smit h H ea t er Compa ny, D etroit, Mi ch. , ha s r es ig n ed 
hi s posi tio n with tha t comp a ny. 

Ackley Brake Company, New York, N . Y. , ha s s h ipp ed a 
la r ge n umber o f Ackley b rakes t o th e tram way sys t em s o f 
Lima, P eru, and V a lparai so a nd S an t iago, Chi le. A n o th e r 
o rder for 60 b r a ke s has a lso been shipp ed to Japa n. 

Nachod Signal Company, Philadelphia, Pa. , has r e
ceived orders r ecent ly fr om th e fo ll owing r a il w ay s for it s 
a utomatic sig na ls: A m eri can R a ilways, P hil ad elp h ia, Pa. ; 
L os An ge les P ac ific Company, S herm a n, Ca l.; I ll in o is 
T ractio n Sys t em , l'eo ri a, J II. ; Lewi s t o wn & R eed svi ll e 
E lectric R a il way Comp a ny, L ewist own , Pa .; Mi chiga n 
U nited R ailways Compa n y, J ack son, M ich . ; L ehi g h V a ll ey 
Tran s it Company, A ll en tow n, l'a.; C ha tta nooga R a ilway 
& L ig ht Compa ny, Chattan ooga, T en n .; W h ee ling T racti o n 
Comp a ny, W hee lin g, W . V a.; Eas t S t . L ou is & Suburk1n 
Ra ilway, Eas t St. L ouis, Ill. 

Pittsburgh Engineering Agency, Pittsburgh, Pa., ha s 
fo rm ed a bu siness com pa ny t o t a ke ove r t he for e ig n a nd 
t e rrito ria l r epre se ntation o f t he Assoc ia ted Bureau Se rvice, 
co mpri ~ing t he severa l h11 r eau s of t echni ca l r e fe r ences , en
g- in ee rin g r esearch, indu s trial co mmi ss ions anrl A m eri ca n 
trad e ca t a lu g-s. Offic l'-. wer e o pe ne r! 111 t he Bess l·m cr 

Building, Pitt sburg h , Pa., o n Dec. 1, 1910. T he first and 
las t -named bureau s w ill b e op er a te d in the in teres t of t h e 
en g in eerin g profess ion a nd indu stri a l corp o r at ions grat is, 
up o n r eciprocal r eport in g arran ge m ent s, th e a im bein g to 
deve lop a n e ffec tive cent ra l cl eari n g h ou se of t echn i<;a l in 
t e llige n ce a nd se rvice. 

Pay-As-You-Enter Car Corporation, New York, N . Y., 
ha ,; r ece nt ly lice n sed a numb e i: o f southern ra il ways to 
bui ld a nd op e r a t e pay-as-you-e nt er ca r s. The Georgia 
l{a il way & E lec tri c Com pany is n ow buil ding 20 doub le
tru ck pay-as-you-e nt er cars, a n d it is expecte d t ha t nin e of 
th ese car s wi ll be in o pera tion abou t D ec. 15. T he Norfo lk 
& P o rt sm outh Tract io n Com pany h as p lace d an order fo r 
IO double-t ruck ca r s; th e Ri chmo n d & He nrico Rai lway 
li as o rde r ed 16 n ew ca r s a n d the Columbia S treet Ra il way, 
Li g ht & L' o w er Com pa n y, Columbia, S. C., h as ju st pl aced 
fo ur pay-a s-you-e n te r ca r s in op erat ion and is r emodeling 
a ll of i ts o th er cars to t hi s t ype. 

Baldwin Locomotive W orks, P hiladelphia, Pa., h ave ap 
po in ted S. A. Bu llock m a nage r of th e e lec tri c r a ilway tru ck 
d epa rtm en t, s ucceedin g J . R. Di ck ey, re s ig n ed . Mr. B ul 
lock has b een conn ecte d w ith t hi s depart ment of t he Ba ld
w in L ocom oti ve W o rks for a numb er of years. P r eviou s 
to hi s conn ec ti on with t h e Ba ldwin Locomoti ve \ Vork s h e 
was m aste r m echanic of th e Loui sv ille & A tl an t ic Ra il way 
a nd ch ief drafb m an of t h e A m erican Car & Foun d ry Com 
pany a t Ber w ick. P a. H is new pos iti o n is on e of r apidly
growin g imp orta nce owin g t o the advances w hi ch th e Ba ld
w in L ocom o ti ve W o rks a r e ma kin g i n the con strn ct ion 
a nd sa le 0 f trnc ks fo r elec tri c r a ilw ay se r vice. 

ADVERTIS I NG LITERATURE 
Ohmer Fare Register Company, Dayton, Ohio, has issued 

a s m all b ook le t entit led " R esp o n s ibi lity," ca ll in g attent io n 
to th e m erit s o f it s indi cat ing, r ecordin g a n d p r inting fa r e 
regis t e r s. 

J. A . Fay & Egan Company, Cinci nnati, Ohio , has issue d 
a 38.i -page ca ta log illu st r a t ed w ith a la r ge n u m be r of ha lf
t o n e en g r avin gs . T he ca ta log d esc rib es a ll t h e la test wood 
w o rkin g m achin er y m a nu fact ured b y t hi s com pan y. 

Westinghouse Electric & Manufacturing Company, Pitts
burgh, Pa., h a s is sued c irc ular No. 11 37 on t he prin cip les of 
co n stru cti o n a nd op e r a ti o n of wa tt-h our m et er s. It de
scribes t h e la t es t for m of \;Ves ting h ouse type C indu ct io n 
wa tt -h our m et er s, w ith mi crom et e r lig h t -loa d a dju stm ent 
and perma n ent m agn e t s so a rra nge d as to b e p er ma n ent. 
bo th in pos itio n and s tren g th. The b a ll and j e wel type of 
hea ri n g a nd oth e r fea tu r es a r e described a nd illu st rated, 
a lso a m etho d o f m et e r tes tin g wi t h ou t t h e u se of a s t op 
w at ch . 

The J. G. Brill Company, Philadelphia, Pa., prin ts in t h e 
Br ill M agazin e fo r Novemb er a biogra phi ca l sk etch of Ca l
vin G. Goodr ich, p r es iden t of the Twin City Rap id T rans it 
Com pa ny a nd t h e Dulu th-Su peri o r Trac ti on Com pa n y. T h e 
s k etc h is accom p a ni ed w ith a n excell en t portrai t of M r. 
Goodrich as a supplem ent . A m on g th e fea: tu re a rticl es a r e 
th e fo ll owin g: "Condi tion s \;Vhi ch Gove rnm e nt th e T ype 
o f Ca r for C ity S e r vice-Sydn ey, A u stra lia;" " P ay-As-You
E nt er Ca r s for t h e Nort he rn Texas T r acti on Compa n y," 
"New R o ll in g S t ock fo r th e Bosto n & Main e R ailroa d,' ' 
"Ca rs fo r th e T r enton (N. J .) Stree t R a ilway" a nd " P as
se nge r Coaches for P o rt o R ico." 

General E lectric Company, Schenectady, N . Y ., has issued 
a new e diti o n of its bu ll et in, No. 4602- B, o n th e subj ec t of 
a utomatic v o ltage r egul ato r s fo r direct-curren t ge n erators. 
The com pany has a lso issued bu ll eti n No. 4782 entit led 
" Direc t Curren t Exciter P a n e ls," w hi ch illu stra t es and de 
sc rib es excite r pan e ls fo r u se in conn ect io n w it h a ltern atin g 
curren t gen er a t o r pa n els w hen for a n y reaso n separate co n 
t ro l of t he excite r is d es ire d. A no th e r b ull eti n , No. 4786, 
iss ued b y t h e co mpa n y u n d e r th e ti t le of "Signals, 1\ u x 
il ia ry App arat u s a nd l\Ia t eria ls." descr ib es a s imple and 
r e liabl e m oto r ~ig na l h av in g- a sing le m echa n ism s uitab le for 
e it her two-pos it io n ur three-pos iti o n operat ion i11 eit her t h e 
upp er o r th e lower qu adra n t. Thi s s ta nda r d mec han ism is 
a lso a ppli cable t o e ithe r t op o r b o t tom ma s t oper at io n w it h 
but s li g ht m odificat io n s. T h e llllll e t in contai n s nearly 90 
page s of info r ma tio n . in cl udi n g ex t e r io r and int e ri or view ~ 
o f th e s ig na l a nd a deta il e d descr ip ti o n of th e sig-na l and 
appara tu s use d in co nn cct io n w ith it s operation. 
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TABLE OF MONTHLY EARNINGS. 

Notice :-These statistics wilJ be carefully revised from month to month, upon information received from the companies direct, or from official sources, The table ab 
be used in connection with our Financial Supplement , "American Street R a il way Investments," which contains the annual operating reports to the ends of the various fina 
years. Similar statistics in regard to roads not reJ"ortinir a re sol icited by the editors. *Including Taxes. tDeficit. 

Compa n y 

AK RO N, O.Northern 
Ohio Tr .& Light Co. 

Period 
Gross 

I n
come 

Operat
ing Ex
penses 

lm., Oct ' 10 $208,.342 $113,371 
1 " " '09 184,8 I S I 00,800 

10" " 'JO 2,0-1 5,748 1, 123,229 
10" " '0CJ 1,818,987 988,530 

BANGOR. M E. Ban- I m., Oct. ' 10 4Q,SCJ3 
49, 173 

216,-!72 
21 0,051 

20,041 
20,04 ' 
8 7. 5 -~ 
X-U\ U.j 

gor R y. & E lec. Co. I " " '0CJ 

BELLI NGHAM, 
WASH . Whatcom 
Co. R y. & Lt. Co. 

4" " '10 
·1" " '0CJ 

l m., Sept. ' 10 
I " " 'OCJ 

1 '.!" " ' 10 
12" " 'OCJ 

33,78 1 
34 ,83/i 

4 10,968 
397,272 

I 7 ,33 I 
I S,057 

2-l0,70-l 
223, 798 

G ross 
I ncome 

L ess Op-
erating 

E xpenses 

$9-l,97 I 
84,0. o 

92 2,o l 9 
8.3u,-l57 

29,SSl 
29,132 

I 23,933 
125, I ,;7 

16,450 
15,878 

I 70 ,2c4 
I ,3,474 

D educ
tions 
From 

I n 
come 

$-13, 36 7 
44,1 14 

433 ,528 
437,456 

13,7 34 
12,965 
54,645 
52 .449 

9,084 
8,0o9 

104,216 
101 ,026 

Net 
In

come 

$5 1, 604 
39,CJ0 I 

488,991 
393,000 

I 5,818 
16, I 6 7 
i4,288 
72,108 

i,.lM 
7,809 

61',, 0-lCJ 
72,-148 

CHAMPAIGN. ILL. 
Illinois Tr. System 

I m., Sept.,' 10 52CJ,2CJJ 2</6, 457 23 2 ,834 ....• .. , . . ...... . 
I " " '0CJ 4,5,B7 25-l,1-ll 200,99"., ....... ·. · .... . 
9" " ' 10 4,40 4,389 2,588,N7 1,8 15,042 .... .... . 
9" " '0CJ 3,8 70,153 2,22 4,97 2 1,li45, 18 1 · ·, ..... · 

CHICAGO,ILL.Aur. l m.,Oct. ' 10 
Elgin & Chic. R. 1/ I " " '09 

4" " ' 10 
4 " " '09 

CLEVELAND, 0. t m., Oct. ' 10 
Cleveland, Paincs- I " " '0CJ 
ville & Eastern 10" " ·10 
R ·R, 10" " 'OCJ 

154,359 
137,663 
677,075 
618, 11 6 

3 1,818 
2CJ,467 

30 1,190 
2 71,673 

Lake Shore Electric 
R.y. 

I m., Oct. ' 10 105,075 

16 
:: :: :n 94, 2 55 

1,0 18,739 
10" " '09 92CJ ,316 

Cleveland, South I m., Oct. ' 10 
western & Columbus 1 " " '09 
R.y . 10" " ' 10 

10" " '09 

03, 188 
8 1,5 24 

8-19, liSCJ 
748,517 

DALLAS TE X. I m., Sept. ' 10 t ! CJ ,804 
Dallas Electric Cor= I" " '09 107,570 
poration. 12 ·• " '10 t 42/i DJ 

12.. " '09 ,:277 :466 

85,783 
73,772 

344,0-!CJ 
30 2,583 

* 16,397 
* I li,8-16 

* I 55,443 
* 145,43 1 

*55,CJ.J l 
*.JCJ , 7 54 

*5 29, 101 
*48CJ ,445 

SI ,2 56 
51,392 

480,5 63 
458,6 13 

75,538 
74,51 2 

()3 5, 23 6 
QQJ, 2 71 

68,576 
6.3 ,89 1 

333,0 27 
3 15,533 

I 5,-!2 I 
12,622 

145, 7 56 
12 6, 242 

49, 135 
'14,50 1 

489, 638 
439,871 

4 1,CJ3 2 
30,1 32 

36CJ ,096 
289,904 

44,2/ili 
33,0 58 

49 1 ,1 CJ7 
474, 195 

33. 799 
29,4 13 

132,4-l l 
117 ,077 

8,083 
7,820 

80,690 
7 5,428 

3-l,f.6() 
35 ,.\ 53 

34i,6 78 
344,547 

27,926 
2 ·, .358 

280 ,34 1 
2-18 , 14 1 

26,013 
25,109 

3 20, 133 
338 ,8(>3 

.34, 797 

2~t:m j 
198,457 

7,338 
4,794 

65,065 
50,814 

14,465 
9,0.H 

14 1,961 
95,3 25 

14,006 
3 ,774 

88,755 
4 1,7 63 

18,253 
7,949 

171,064 
135,3.1 2 

DETR.Oil, MICH. Im., Oct. ' 10 8 21 ,CJS4 523,058 298,846 I 78,429 I 20,4 I 7 
Detroit United R.y . 1 " " '09 724 ,7CJ 2 47 1,500 2 53, 292 155,CJ 72 97,320 

10" " ' 10 7,CJ63 ,0CJ ! 5,00l!,4R4 2,954,607 1,li89 ,549 1,265,058 
10" " '09 6,7CJ6,430 4, 174,033 2, 622, 397 1, 565,480 1,056,9 17 

DULUTH, MINN. 
Duluth0 Superior 
Trac . Co. 

EL PASO, TEX. 
El Paso Elec. Co 

I m., Oct. '10 
I" " '0CJ 

10" .. ·10 
10" " '09 

lm., Sept. ' t 0 
I " " '0CJ 

12" " '10 
12" " '09 

95,278 
87,235 

906,006 
8 10,837 

S-l,841\ 
SO.SOI 

63-1,4 16 
574,578 

FAIRMONT,W. VA. tm. , Oc,t,. '10 
Fairmont & Clarks- 1 " '09 

ss.so·-1 
41 ,433 

504,4CJ7 
387,874 

burg Trac. Co. 10 " " ' I O 
10" " 'OCJ 

FT. WAYNE, IND Im. , Sept. ' 10 ! 31i,li85 
Ft. Wayne & Wa- I " " '09 132,736 
bash Va lley Trac . CJ" " ' 10 1,1 34, 725 
Co. 9" " '0CJ 1,038,350 

FORT WORTH, I m., Sept. ' 10 11 8. 192 
TEX. Northern I " '0CJ I 04, 8 2CJ 
Te.xas Elec. Co. 12" " ' ! 0 1,3'l!,00 1 

GALVESTO N, TEX. 
Galveston-Houston 
Elec. Co. 

GRA ND RAPIDS. 
MICH. Grand R.ap 
ids Railway. 

12". " 'Q() 1,2 20 ,147 

~~.,Sept.:6g 11 0,145 
100,8.H 

12" " · 10 1,2rn.01s 
12" " '0CJ 1, 100,398 

I m., Oct. '10 
I " " '0CJ 

10" " ' 10 
10" " '0 CJ 

'11 ,26 7 
82, .,lCJ 

947,028 
858 ,541 

50, 205 
51,503 

S! 1,111 
48 1,486 

3 1,384 
20,874 

3/iS,3 20 
366, 077 

10,38/i 
14,353 

175,833 
J.13,6'\S 

75,407 
71,064 

638,9 14 
608, 539 

61,594 
57,786 

747,343 
676,0 71 

6.1,308 
56 ,31i3 

776, 2 78 1 liCJ 2,0 20 

4/i, l 52 
4 1,508 

ll'\1,927 
404,470 

HARRISB URG, 'PA. I m., O ct. '10 
Centra l Penn. Trac . I " " '09 

li8,.11i5 50,37CJ 

Co. 10 " " 'IO 
10" " '09 

(, 2,i73 44,555 
60 1,474 493,32 1 
62i ,520 -163 ,ICJS 

44,98.1 
35,73 2 

394,895 
3 29, 3~ 1 

23,463 
20,627 

269 ,09 6 
208,501 

39, 1 I 9 
27,080 

328,664 
254,20CJ 

6 1,188 
6 1,672 

4CJ5,812 I 
429,8 1 I 

56,598 

47.0-!3 I li43 ,658 
544,076 

46,837 
-!4,47-l 

SOI ,7CJ8 
4CJ8,3 78 

45, 11 S 
41,011 

486,00 1 
454,07 1 

24,066 
20,757 

202, 649 
188 ,8 -l 7 

8,2 1 S 
8, I 85 

10 1,2 87 
94,377 

20 ,<l l 7 
14,CJ 7 S 

192,246 
188,84. 7 

I 5, 247 
12,442 

16 7, 809 
114, 123 

13, 11 2 26,006 
12 ,655 l -l,4 25 

126, 7 JC) 20 1,925 
12 3,803 130,406 

45,1 I 2 
42 ,67 2 

405,554 
38 1,445 

I CJ,liCJ0 
I 7, I <JO 

22 3,9 1 I 
I 99 ,97 1 

2/i, 19<l 
22 ,824 

28 1,S I CJ 
257, 198 

16 ,076 
19,000 
Q0,258 
48,366 

31\,909 
2<J, 853 

4 19 ,747 
3-l-l, 10 5 

20, 638 
21, 650 

220,2 7CJ 
H l,1 80 

19,979 25,136 
I CJ,3 14 2 i ,6<l7 

1 <J8 ,930 287 ,07 I 
!CJ0,08-l 263,987 

17,986 1 ..... ... . 
18,21 8 1··;··•·" 

198, 153 ........ . 
164,3 25 ........ . 

HOUGHTO."<,MICH. Im., Sept. ' 10 
Houg hton County I " " '0 9 

26,7 10 12, liS.3 14,057 6,li37 7,4 1CJ 
28,73 2 , 1-l,02<J 14, 70 3 6,2 16 8 ,487 

Trac . Co. 12" " '10 
12" " '0CJ 

3 1-1 ,0<l?. I l lil\,4 11 148,582 77,400 71, 182 
3 10,504 168,003 142,50 1 70,809 71,692 

tm., Sept. ' t o 45,<J0S 27 , 156 18,839 9,45 1 CJ,.rn8 

Compan y P eriod 
Gross 

In-
come 

Operat
ing Ex
penses 

Gross 
Income 

Less Op
erating 

Expenses 

KANSAS CITY, MO. lm., Oct. 'J O 693,420 4 13,920 27 9,500 
Kansas City,Ry. & I " " '0 9 642,2 39 35 9,9 14 282,324 
Lt. Co., _ _ 5" '' ' 10 3, 184,790 1,902,094 1,28 2,695 

-~ '"4~ ·"' 
LEWISTO:'I,, ME. 

Lewiston, Aug usta 

I 
& Waterville St. 
R.y. I 

-1 

5" " '09 2,9-l-l,48 1 1,666 ,4 15 1,278,066 

I m., Oct. '10 
1" " '09 
4" " ' 10 
4" " '09 

43 ,090 
43,33 2 

217, 71 2 
220, 686 

25,9 28 
24, 768 

11 6, 769 
110,11 3 

17,162 
18,564 

100,943 
110, 573 

I MMl!,·,~-'aAuUkcKeEEEl,ewc.1s. 1 111;;•, o~r ' 10 411,907 282,919 128,988 
~ '09 382,395 252,87 7 129,518 

Ry . & Lt. Co. 
1
10" :: :6g 3,9H,,035 2,740,93 7 t,17 5,09g 
i O" 3,53/i,497 2, 319,9 20 1,21 6,5 78 

Milwaukee Lt., Ht , t m., Oc t. ' 10 134, 287 
& Trac. Co. I " " '09 122 ,802 

10" " ' 10 1,36 2,082 
10" " '09 1,235,009 

53,877 
46, 185 

54 3,8 14 
458, 152 

80,409 
76, 6 17 

8 18, 268 
776,857 

D educ
tions 
From 

In
come 

N 
Ii 

co 

193,806 8 
17 5, 293 10 
9-!3, 53 2 33, 
865,63( 41 

13,781 
15,081 
54,9 65 4 
59,3 IC S 

I 
47,325 8 
48,783 8 

468,97 3 70 
47 1,754 74 

54,69 1 2 
52,177 2 

552,8 68 26 
512,9 86 26 

MINNEAPOLIS, 
MINN. Twin City 
R.apid Transit Co. 

I m., Se pt. ' 10 694 ,853 323,061 3 71,791 140,286 23 i :: :: :n 645 , 197 270,03 5 3 75,1 62 140,2 51 23 
S,6 20, 36CJ 2, 688, 107 2,932,262 1,261, 653 t,6i 

9" " '09 5, 176,4 20 2, 432,567 2,7 43 ,852 1,248,S IC 1,4S 

MO Nl R.EAL, QUE. 
1'\ontreal St. Ry . 

l m., O ct . ' 10 386,li88 205,750 180,938 
1" " '09 354,007 174,735 179,2 72 

NASHVILLE, TEN N· I m ., Oct. ' 10 16 1, 502 
Nashville R. y. & Lt· 1 " " '0Q 148,99 2 
Co. 10" " '10 1,503,354 

10" " '09 1,4 15, 6 75 

NOR.FOLK, VA. 
Norfolk & Port~ 
mouth Trac. Co. 

PADUCAH, KY. 
Paducah frac. 
Lt. Co. 

Im., Sept. ' 10 
I " " '09 
3" " ' 10 
3 " " '09 

I m., Sept. ' 10 · 
& 1 " " '09 

12" " ' 10 
12" " '09 

PE NSACOLA, FLA. I m. , Sept. ' 10 
Pensacola F.lec. Co. 1 " " '0CJ 

12 " " ' 10 
12 " " '09 

172,065 
I 58, 234 
557,79 8 
SI 2, 671 

21,251 
19,0 CJ6 

243,496 
223,390 

2 3, 265 
21 ,649 

262,07 ~ 
239 ,858 

95,23 1 
89, 193 

8 73,229 
836,3 22 

98,03 2 
88,3 73 

305,585 
285,8 73 

11 ,264 
10 ,895 

144 ,3 00 
130 ,i42 

13,960 
12,828 

154,288 
137, 18 1 

PHILADELPHI A, Im ., Sept. ' 10 339,378 ....... . . 
PA. American R.ys. I" " '09 3 10, 4 19 . . ..... . . 
Co. 4 " "'10 1,43/i, 171 ........ . 

4 ,. " '09 1,330,-132 ....... . . 

PLYMOUTH, MASS. I m. , Sept. ' 10 
Brockton & Ply• I " '0CJ 
mouth St. R.y . 12" " ' 10 

12" " '09 

I I ,CJ 7 S 
I 2, ~33 

121,0 12 
I 2CJ,964 

7,529 
9,359 

85, 186 
90,93 5 

66,27 1 
59,799 

630, 125 
579,353 

74,033 
69 ,8 61 

252,213 
226,799 

9,987 
8,201 

99, 197 
92,648 

9,305 
8,821 

107 ,789 
102,677 

4,447 
3,474 

35,826 
39,029 

PORTLA ND, OR.E. I m., Oct. ' 10 503,485 225 , 11 8 27 8,367 
Portland Ry., Lt . & I " " '09 426,7 08 188,7 21 237,987 
Power Co. 10" " ' 10 4 ,609,974 1,992,387 2,6 17, 58 7 

10 " " '09 3,974, 255 1, 839,949 2, J.H,406 

SAVANNAH, GA . I m., Sept. ' 10 
Savannah Elec.Co. I " " '09 

I 2" " ' 10 
12 " " '09 

Sl ,SCJ9 
4CJ ,52 3 

620, 179 
6 11, 840 

32 ,606 
3 2,031 

404;526 
39 1,4 12 

18 ,993 
17 ,493 

215,653 
220,428 

31 998 14 
31 07 S 14 

33,39( 
33,02 

335,64t 
328,30{ 

62,857 
63,051 

194 ,291 
189,527 

7,12t 
6,61 

83, 3 77 
8 1,791 

5,20 7 I stm 
51,86' 

4 I 

5 

1,359 
1,64 1 

20,75 6 1 
21,771 1 

152,22S 12 
126,893 11 1 

1,399,19' 1,21 
1,238, 201 89 

18, 15~ ~ 
17 ,445 

21 4,652 I 
209,1 3S I I 

SEATTLE, WASH . tm., Sep t . ' 10 48 1,1 58 274,705 206,453 110,933 9 
Seattle E lec. Co. I" " '09 568,494 305,341 263 ,15 3 106,944 I S 

12 " " ' 10 5,633,484 3 ,336,054 2,297,429 1,293,999 1,00 
12 " " '0CJ 5,592,481 3, 238,3 18 2,354,162 1,220,796 1,1 3 

SIDNEY, N. S. Cape Im., Sept. ' 10 
Breton Elcc. Co., I " " '09 

28, 835 
25, 890 

3 17 ,733 
279,498 

13, 11 3 
13, 266 

170,922 
168, 163 

Ltd. 12" " '10 

TACO.'11A, WASH. 
Puget Sound Elcc . 
R. y , 

TAMPA, FLA. 
Tampa Elcc. Co. 

12" " '09 

l m., Sept. ' 10 160,545 98,608· 
I " " ' OQ 179,CJ.16 107,605 

12 " " ' ! O 1,903,484 1,258,100 
I 2 " " '09 1,822, 449 1,208, 142 

I m., Sept. ' 10 
I " " '09 

12" " ' 10 
12" " '09 

44,969 
47, 108 

6 19, 255 
582,8-!7 

23,QQ() 
27 ,253 

342, 639 
352, 488 

TOLEDO, OHIO I m Oct ' 10 23CJ,6 20 129,720 
Toledo R.ys. · & Lt. t "·· "· ' 09 25 9,0CJ7 162,861 
Co. 10" " '10 2,22 3, 255 1,263, 769 

10 " " '09 2,440,1 47 1,51 6, 426 

15,722 
12,623 

146,8 11 
111 ,335 

6 1,937 
72,351 

645,384 
614,307 

21,059 
19,855 

276, 616 
230,3 60 

109,901 
96,237 

959 ,486 
923,721 

6, 148 
6,19 1 , 

73,972 t: 
74,02( 3 

51,973 
48,552 

606,08, 
553,27, 

6,0 H 
4,615 

60,077 
55,94( 

75,611 ; 2 
78,45, · 7 

727,81~ 2: 6 
769, 167 1: S 

TOR.ONTO, ONT. Im., Oct. ' 10 379,721 188 ,568 191,153 ...... • • • , • · 
Toronto, R.y. 1" " '0CJ 332 ,977 168 ,658 164,31 9 ..... · · · • , • · 

J ACKSONVILLE, 
FLA. Jacksonvi lle 
Elec. Co. 

1" ., '0CJ 38,3 75 20,808 17,568 CJ,5 22 8,046 

112 " "'OCJ 41i4,945 264,792 200, 153 111,859 88, 294 
10 " " '10 3 ,575 ,6 59 1,84 1,335 1,734,324 .... . · · · · · · · 
10" " '09 3,190,268 1,618,380 1,571,888 ....... · · .. · 

12" " ' 10 SSCJ,1,03 297,0ir. 262, 52 7 112, 402 150, 12 5 1 
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