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Reliability of Car Service in New York 
An indication of the efficiency of the surface car operation 

in the New York metropolitan district is afforded by the 

monthly comparative reports of car defects published by the 

Public Service Commission of th e First District. The report 

for February, published elsewhere in this issue, shows that not 

one of the seven systems compared suffered through defects 

in car equipment more than 0.85 pull-in per rooo car miles 

operated, while one of them had only 0.17 pull-in per rooo car 

miles. A study of the figures brings out strongly the superior 

reliability of the overhead trolley over the conduit plow collector 

which the railways in i\1anhattan Borough are compelled to 

use. Thus 53.27 per cent of th e car defects reported by one 

conduit railway were due t o plows alone, whereas the corre

sponding maximum of overhead current collector troubles was 

only 3.03 per cent. If the conduit railways had been operated 

by the overhead system their r ecords would have approached, 

if not bettered, those of their fell ow companies. Other items 

show wide differences. Thus motor t roubles vary in their per

centage of cause of pull-ins from 13-42 per cent to 51.25 per 

cent and car body troubles from 2.78 per cent to 2 .. p9 per cent. 

Of course, the widely different conditions of service have much 

to do with these variations. Ta ken all in all, the small ratios 

of pull-ins show what can be accomplished by a thoroughgoing 

maintenance policy even in densely populated cities and in 

congested streets where the conditions of street railway opera

tion are very arduous. 

Water=Power Conservation Conference 
The statistics and facts presented at the recent conference 

in New York on the subject of water-powers disclosed a most 

startling condition. The agitation for the conservation of our 

natural resources has brought about a deadlock in the devel

opment of water-powers and consequently has resulted, up to 

the present time, in a much larger depletion of the fuel supply 

of the country than if the conservation· issue had never been 

raised. It has seemed impossible to reconcile the conflicting 

interests of the States, which own the beds of the rivers, and of 

the national government, which has control over navigable 

streams and forest reservations. At least it has been impos

sible for a power company in most cases to secure sufficient 

security of location to warrant the investment required m a 

power development. Secretary Fisher, who spoke at the con

ference, did not believe there was any vital point of difference 

between the States and the nation, and stated that the latter was 

now seeking information and advice as to the best policy to 

pursue. The absence of public interest in the question is due to 

the fact that the slight additional cost for power generated from 
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fuel makes little general impression, but this indifference on the SINGLE=PHASE FOR TRUNK=LINE RAILROADS 

part of the public should not be a bar to the adoption of some Before it had half a chance to show what it could do the 

scientific system of tenure which would encourage the develop- i\' ew Haven single-phase installation was condemned by many 

ment of powers now going to waste. The proper plan, it seems engineers as a costly failure. It was indeed an expensive ex-
to us, should be a gradual sale of the government rights in the 

water-powers, by auction if necessary, as the need for the de

velopment of a power becomes apparent. We presume that the 

same arguments will be offered against perpetual owner

ship of water-powers as have been offered against perpetual 

franchises for street railways, namely, that no legislature is wise 

enough to foresee the conditions in force 50 years hence, and 

that one generation has no right to give or barter away the 

franchise rights of those which are to follow. But when the rates 

and services of public utility corporations are cont ro lled and 

regulated as they are to-day in most States by commissions, 

there is practically no danger that public rights will suffer 

greatly under a system of perpetual fr anchises. T he latter , 

however, does give at least an assurance to investo rs that the 

integrity of the capital in the enterpri se wi ll be preserved. T he 

limited-term franchise is logical only when the holder of the 

tenure is able to move his plant at the end of his lease wi thout 

much loss. 

The Late Mayor Johnson 

In the death of ex-Mayor T om L. Johnson of Cleveland the 

country has lost one of the most interesting, we might say most 

picturesque, characters that ever were prominently engaged 

in street railroading. No one we believe, least of all those 

many individuals with whom he was engaged in hostiliti es 

during his stormy career, will deny that he wa9 gifted with 

great courage and resources, that he possessed marked ab ility 

as an inventor and as an organize r, that he was a keen judge 

of human nature, and that he had the great fac ulty of being 

able to attach closely to himself his business associates and those 

whom he wished to make his frien ds. On the other hand, few 

even among his friends, we think, will be disposed to dispute 

the statement that his greatest fi nancial successes as an owner 

of electric railway properties did not come to him as an ope r

ator but as a promoter of cornpetiti \'e lines in la rge cities and 

through the sale of these lines afterward at a large profit 

to longer established companies. It was indeed on the rock 

of operation that Mr. Johnson's theory of low fa res when put 

in practice went to pieces. As a fighter and as a leader of 

the opposition he was unexcelled. If Tom L. Johnson had 

lived a few centuries earlier than he did, we can easily con

ceive that his loyalty to his friends, his personal bravery and 

magnetism and the many other qualities of leadership which 

he possessed would have raised him to an eminent positi on 

among his fellows in an age when might was right. But the 

disaster in Cleveland irretrievably ruined his political pres

tige and undoubtedly hastened his death. It is for tunate for 

the street railways of the country and fo r the people of Cleve

land that the fundamental error of his well-known views on 

street railway operation was exposed as soon as it was. 

A policy which had proved successful as a club and as a cam

paign cry broke down when applied as an economic proposi

tion. No company can long continue to do business at less 

than cost, and in that cost every element of expense must be 

included. It is in connection with the demonstration of · this 

t ruth in Cleveland that Tom L. Johnson wi ll longest be re

membered. 

periment carried out on a large scale, and at first it went 

through many tests by fire. But, phcenix-like, it has emerged 

with a record for reliability and efficiency which is cause for 
pardonable pride on the part of those who staked their money 

and reputations on its success. Two years ago W. S. Mur

ray, electrical engineer of the New Haven, in a paper read 

before the American Institute of Electrical Engineers in New 

York, related fr eely and frankly the early troubles which de

veloped with the power house, the overhead line and the lo

comotives. There was nothing in the operating record for 

eight months of 1908 included in his paper which indicated 

fundamental or ineradicable fau lts in any part of the system, 

although the number and duration of the delays due to elec

tri c operation were not small. Last week at the Toronto meet

ing of the Institute Mr. Murray in a second paper continued 

his log of electric operation through the year 1909, and a com

parison with the previous year seems fully to warrant his 

belief that the single-phase system is applicable to all condi

t ions of trunk-line electrification. An average o f 15 minutes' 

delay per roo,ooo train miles due to electric opera tion as com

pared with 21 minutes per 100,000 train miles for steam loco

motives is sufficient evidence of the reliability of the electrical 

appara tus . As to comparative first cost and operating ex

penses, the author of the paper states that under trunk-line con

ditions similar to those considered by him the installation cost of 

the single-phase system would be not more than 85 per cent 

of that of its nex t best competitor and that the operating ex

penses of the two would show an even more favorable ratio. 

\\"ith the exception of two or three comparatively short tun

nel divisions the electrified steam railroads in the United States 

are still hauling freight trains on main tracks and doing yard 

switching with steam locomotives. T he New Haven will be 

the fi rst railroad to abandon steam locomotives entirely within 

its electric zone and haul and switch freight cars with specially 

designed electric locomotives. One of the early arguments in 

favor of electrifi cation was that a uniform type of locomotive 

could be used fo r all classes of service and that a less number of 

locomotives, therefore, would be required. But the New Haven 

will have three widely different types of electric locomotives, 

just as it now has three types of steam locomotives, for pas

senger, freight and switching service. The passenger locomo

t1Yes have a rated capacity of rooo hp ; the freight locomotives 

have a capacity of 1600 hp and a starting torque sufficient to 

handle a train of 2160 tons; while the switching locomotives 

have a capacity of only 600 hp. T ests of a steam switching 

locomotive in the Harlem River yards showed that the aver

age power developed by a switching locomotive in regular 

service was only 313 hp while the throttle was open and 

that the hourly average was only II5 hp. No individual steam 

locomotive with such a low load-factor can compare in ef

fic iency with a central power station delivering energy simul

taneously to passenger and freight road engines and to all the 

switching engines working in a large yard. 

The improvement of th~ power station load-factor which 

should follow the use of electric locomotives in freight and 

switching service is one of the most promising developments of 

the future. During the passenger service peaks operating re-
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quirements make it necessary to exclude fr eight trains from 

the main-line tracks and the schedules of freight trains can be 

adjusted at other times so as to strike a fairly even balance of 

load. Switching in the yards produces a steady load with only 

occasional peaks of in stantan eous duration. 

One of the minor engineering details to which Mr. Murray 

called special attention was the value of adequate insulation, 

especially where the insulator is under mechanical strain. In 

the Hoosac Tunnel the trolley insulators hav e a dielectric 

strength of 300,000 volts, although the wires which they support 

carry only 11,000 volts. The cost of insulators is only a small 

fraction of the total cost of electrification and money spent fo r 

additional protection against breakdown s of the line is the best 

kind of insurance against interruptions to the service. 

The simplicity and efficiency of the New Haven distribution 

system is one of the best arguments in fav or of single phase, 

and Mr. Murray's paper discusses this point at some length. It 

will serve in the near future more than 300 miles of single 

track from the Cos Cob power station. No pressure higher 

than rr,ooo volts is used and the maximum copper feeder cross

section is only 850,000 circ. mil. Under peak-load conditions 

the potential at the ends of the lines comprising the distri

bution network will drop to only 9151 volts, which is well 

within the limit for keeping all trains on schedule time. In 
this connection it is interesting to note that in the 62 miles of 

yard track electrification not a pound of copper is to be used 

with the exception of small-size bonds on one rail of each 

track. The extensive network of overhead steel catenary and 

probable lower braking coefficient of a heat-treated whee l 

might introduce new difficulties in high-speed operation. The 

manufacturers have also been asked to consider the poss ibility 

of a one-wear stee l wheel. T his appea rs more attractive than 

the heat treatment, for, instead of complicating shop opera

tions, it actually would simplify t hem by eliminating turnings. 

Furthermore, the one-wear wheel has the great merit of lower 

weight ; as will be appreciated from tbe fact that a 34-in. rolled

steel wheel weighing 560 lb. suffers a reduction of about 210 

lb. when the radial wear has reached 2 in. A one-wear wheel, 

if commercially practicable, would reduce the weight of the 

rotating element of a car by at least roo lb. per wheel. T he 

principal fie ld for immediate improvement in wheel manufac

ture is in greater uniformity of dimensions and profiles so 

that the user o f a given diameter of steel wheel can place a 

pair in se rvice without any preliminary t ruing up on the 

lathe. T his would eliminate much of the flange trouble caused 

by imp roperly mated wheels. 

It is now proper to consider how the wheel user can get 

better results if the product delivered is up to the mark. The 

most important problem in getting the greatest mileage is to 

fi nd the proper relation between service wear and the addi 

tional tread reduction required on the lathe in order to main

tain the proper thickness of the fl ange. T his point was dis

cussed at length in H. S. Williams' paper on "Wheel Turning" 

which was published in the Mar ch 25 issue of this paper. Mr. 

Williams' contention is that "greater mileage can be obtained 

by a f ew turnings with deep cuts than from frequent turnings 

contact wires and the low av erage power developed by the with light cuts." The more general opinion is that it is 

switching locomotives make possible this considerable sav

ing in first cost without lowering the efficiency of the electrical 

distributing system. 

POSSIBLE IMPROVEMENTS IN THE MILEAGE OF 
STEEL WHEELS 

The wide adoption of the solid rolled-steel wheel for both 

city and interurban railways has developed certain special prob

lems which, if solved, will add greatly to the value of this type 

of wheel. These problems may be divided into two classes, 

those which demand the attention of the wheel maker and 

those which demand the attention of the wheel user. The 

product as delivered will be considered first. 

One of the fir st complaints made by the operators of the 

rolled-steel wheel was that it varied in hardness. Improved 

methods of rolling have now made hard spots or isolated ir

regularities negligible, but it is still true that the rate of wear 

does increase after the first turning. However, if an analysis 

were made of all the turnings on several hundred wheels op

erated under the same conditions, it would probably be found 

that the mileage between turnings began to increase again after 

passing the original center line of the rim. This result should 

be expected, because a piece of steel as thick as a wheel-rim 

would naturally be softer through the center where the rolling 

process has the least effect. The suggestion has been made 

that the life of steel wheels can be prolonged if they are heat

treated like gears and axles. It should be born e in mind, how

ever, that the fundamental reasons for heat treatment of gears 

and axles are considerations not of mileage but of in surance 

against tooth-stripping and breakage respectively. Again, the 

cheaper, as well as safer, to have many light cuts, provided 

the expense of wheel-handling is not too great. Thus the 

Third Avenue Railroad, N ew York, trues up its wheels every 

20,000 miles, the cuts never exceeding ¼ in. This practice ab

solutely avoids fl ange trouble despite unfav orable track con

ditions. 

The effect of track con ditions on effective mileage was 

clearly brought out in some figures given by J. P. Barnes 

at the March 22 meeting of the New York Street Railway 

Association. Mr. Barnes explained that his 37-in. wheels gave 

less mileage than his 35-in. wheels because the former · had to 

be operated over city tracks designed for chilled-iron wheels; 

consequently the limit for re-turning was set by the danger 

of derailment due to thin, sharp flanges and not by considera

tions of economy. In short, maximum life was out of the ques

tion with the best possible wheels if the track was not primarily 

intended for interurban trucks. There is no question, how

ever, that better results can be obtained from steel wheels if 

more exact methods are used in the shops. The proper depth 

of cut should be accurately gaged in advance and not left to 

be guessed at by the machini st, fo r an extra 1/r6-in. cut may 

mean a loss of anywhere from 6000 miles to 10,000 miles in 

availab le life. Since variations in diameter of mi smated wheels 

cause so much flange wear, the wheels on the same axle should 

not be permitted to vary more than 1/32 in. in diameter. Qther 

practices which tend to give better results are to space the 

wheels at absolutely equal distances from the center o f the 

axle; to use anti- friction side ~nd center plate bearings, especially 

on short wheelbase trucks with outside-hung motors; to apply 

equal braking pressure on all wheels and to employ brakeshoes 

w·hich will not sha rpen or distort the fl ange. 
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OFFICE BUILDING AND CARHOUSE OF THE DENVER 
CITY TRAMWAY COMPANY 

BY J OH N EVANS. CHIEF AND ELECTRI CAL ENGINEER DENVER CITY 

TRAMWAY COMPANY 

The growth o f the Denver City Tramway Company has been 
along r adiating lines and a maj ority o f the car lines of the 
system have their terminus a t the "central loop" on Fifteenth 
Street, between A rapahoe Street and Law rence Street. The 
car lines that do not terminate at the loop pass within a block 
or two of it, so that the central loop is the hea r t of the system. 
The "interurban loop," which is u sed by Denve r 's suburban cars, 
is located on Arapahoe Street between Four teenth and F ifteenth 
Streets, so that the street rai lway center of Denver is at F if
teenth and A rapahoe Streets. 

The Tramway company ha s never lagged behind the growth 
o f Denver , but has been a potent factor in the building of an 

// 

Lawrenc e 

I 

trainmen. T his is conveniently located in the carhouse and 
will be equipped with· the most desirable f eatures. The Tram
way company is fortunate in having a class o f trainmen whose 
desire is to remain with the company. This is probably ac
counted fo r by the fair treatment that they receive and the 
numerous advantages which are placed at their disposal. 

T he fo llowing is a statement o f the general character and 
ch ie f points of interest of the office building and carhouse. The 
accompanying eng ravings show the present condition of the 
building and its location with r elation to the central loop and 
vicinity. 

OFFICE BU ILDI N G 

This office building wi ll allow the Tramway company to con
centrate in a central administration building its now somewhat 
scat tered depa r tments, bringing them much nearer the center 
o f the system. T his building is 60 ft . x 125 ft. in g round 
dimensions and consist s o f a basement and eight floor s. The 
Tramway company will at present occupy fiv e fl oor s and the 
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General Plan Showing the L ocation of the New Office Building and Carhouse in Denver; Also the Location of 
I mpor tant T rack L oops 

extensive city. \Vith the increased g rowth o f the city and the 
st reet r ailway system the Tramway company felt the advisabili ty 
of collecting so fa r as possible under one roof the va rious de
partments of the organization. T he economy to be effected by 
the construction of a car house in the hear t of the city was 
also apparent, and th e company decided upon the erection of a 
two-story carhouse and an eight-story office building. An 
ideal site fo r the purpose was secured on A r apahoe Street 
between Thirteenth and Fourteenth St reets, one block distant 
from the interurban and city loops. 

The architects fo r the building are W. E. and A. A. Fisher ; 
the consulting engineers are Crocker & Ketchum ; the gen
eral contractor is the \Vhitney-Steen Company; the building 
was planned and erected under the super vision o f the engi
neering depa r tment o f the Tramway company. Construction 
was begun in March, 1910, and the building will be ready fo r 
occupancy in May of this year. Fireproof construction has been 
used and every safeguard against fire has been installed. 

Considerable attention has been given to a club room for 

remaining th ree floo rs will be r ented until such time as the 
in creased growth of the organization, r equires their use by the 
company. 

CON STRU CTION .MATERIALS 

T he building has r ein forced concr ete framework. Square 
steel rods were used as reinforcing and gravel for the concrete. 
The exterior is finished with "Blackstone" brick of a rich red 
color, laid with wide j oints o f black mortar and ornamental 
white terra cotta. The fl oor s are o f structural terra cotta and 
reinforced concrete combined. The interior partitions are o f 
ho llow tile. T he public halls will be furnished with Tennessee 
marble floo ring of a light pink shade, and a veined white 
A ri zona marble wainscot to a height of 4 ft., with a base of 
green Vermont marble. The office rooms will be floored with 
wood. W herever there is a fire risk metal window frames are 
used with wire glass panes. 

ARRA NGEMEN T OF OFFICES 

On the lower floor are the offices of the superintendent of 
t ransportation and the treasurer ; also a room for distributing 



lost arti cles turned in by trainmen; also a large bulletin room 
used by the trainmen and contain ing lockers for their use. The 
secon d floor will be occupied by the physicians, the Tramway 
Mutual Aid Society and the legal and claim departments The 
third, fourt h and fift h floors will be rented as stated aboYe 
T he audit ing department will occupy the sixth floor and the 
engineering department the seventh floor. T he eighth fl oo r 
will be occupied by the president, d irectors, vice-president and 
general manager and t he purchasing department. 

T here are two public elevators, each S ft. x 8 ft. , and one 
pri vate elevator. Each floor has two vaults for documents and 
reco rds. T here wi ll be an add itional vault in the bulletin room 
on the first floor, to be used for receiving the daily receipts of 
the conductors. T he conductors will deposit their receipts in 
thi s vault by means o f a burg lar-proof chute leading to a truck 
in the vault. T his truck will be taken dail y to the treasurer's 
office on the same floor, where it will be emptied and r eplaced 
in the yault. A large number of the offices are provided with 
wall safes. 

T he offices of the treasurer, general manage r and auditor 
will be connected by a pneumatic tube system to expedite th e 
de livery of vouchers and other papers There wi ll be a publi c 
mail chute in the hall on each fl oo r, and a private mail chute 
connect ing some of the departm ents The fl oors occupi ed by 
the auditing and the engineering departments each have a 
private telephone system for communi cati on between the offices 
on the same floor. The elevator m achinery is located in a 
pent house on the roof. The roof is made waterproof by laying 
a composition roofing on a concrete slab 

HEATING 

A vacuum direct steam heating system will be used through
out the office building Three 150-hp boilers are install ed i11 
the basement. T his plant will also heat the carhouse and other 
buildings of the company at the central loop T he boiler s are 
equipped with chain grates, coal hoppers and ash conveyors. 

LIGHTING AND POWER 

T he office building, ca rhouse and centra l loop buildings will 
r eceive ligh t and p~:>Wer from the plant ,in the basement of the 

GGr 

a.c., 6o-cycle di stributing system fo r lighting and for power to 
run a ventilating fan fo r the carhouse, and power fo r the 
pneumatic tube sys tem. The elevator s, house pump s, sum p 
pumps and ro ll er doors will be operated by 600-volt d. c., w hich 
1s th e Tramway company's troll ey voltage. 

CARHO USE 

The locat ion o f the carh ouse 1s most advantageous on ac-

Office Building and Carhouse of the Denver City Tramway 
Company 

count of it s proximity to the central loop This will enable a 
car to st ar t on its run almost immedi ately after leaving the 
carhouse and r eturn to it with the least possible dead mileage 

Carhouse Adjoining the Office Building of the Denver City Tramway Company 

offic e building. T his consists o f two motor-generator sets, :me 
of 40 kva and the other of 75 kva T he motors are d ri ven by 

6oo-volt d.c., supplied by the company's main power plant. T hi s 
feed connection will be in duplicate to insure continuous opera
t ion. The generator s will supply a three-wire, 110-220-volt 

-,._ hen taken off duty. A decrease in dead mileage result s in a 
saving of trainmen's time, of wear on rolling stock and of 
power consumption. 

A demand for extra cars on any line can be met much 
rr:ore readily from a cent rally located carhouse than from any 
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of the outlying buildings . Extra crews can be readily obtained 
if needed. 

The carhouse is 125 ft. x 326 ft. in plan. The street surface 
of T hirteenth Street is q ft. lower than Fourteenth Street. 
This diff erence in elevation is utili zed by making a two-story 
carhouse and still avoiding the necessity of a car elevator. 
The tracks enter the lower floor from Thirteenth Street and 
run down a 0.75 per cent grade, and the tracks enter the upper 
fl oor from A r apahoe Street, near the office building, and run 
up a 0.75 per cent grade toward T hirteenth Street. This ar
rangement permits a height of 15 ft. 6 in. from top of rail to 
trolley fo r the lower floor. T he trolley height is 16 ft. 6 in. 
on th e upper floor. This trolley height is sufficient, although 
the height on street work is 18 ft. 

TRACKS 

The gage of the Tramway tracks is 3 ft. 6 in., but some of 
Denver's interurban lin es are standard 4-ft. 8½-in. gage. One
third of the tracks in the carhouse will be built with three rails, 
so as to accommodate cars of either gage, and the tracks are so 
located that they can all be third-railed should this prove 
adv isable. 

There are nine tracks on each floor. Those on th e lower 
floor enter the building from the end and run straight for 
its entire length. The full length of each track, about 320 ft. , 
is available for car storage. One track runs into the store
room in the basement of the office building to facilitate delivery 
of supplies. On the upper floor the cars enter the building fr om 
the side and the storage capacity is somewhat reduced by the 
11ecessary curves and switches. 

CAR CAPACITY 

The standard Tramway motor car is 43 ft. 6 in. long. The 
carhouse will accommodate 63 cars of this type on the lower 
floor and 48 cars on the upper fl oo r, a total capacity of III 

cars. In order to prov ide for a possible increase in the size 
of future equipment the tracks have been so located as to 
accommodate cars 51 ft. long and 9 ft. I in. wide. The upper 
floor is designed for cars weighing 27½ tons and the lower 
floor is designed for cars weighin g 50 ton s. T he upper fl oor 
is for car storage only, but each track on the lower floor is 
provided with a pit 29 1 ft . long, so th at the cars may easily be 
inspected. It is not, however, intended to use thi s building as a 
general repair shop, but only for in spection and emergency r e
pair work. The Tramway company proposes to build a r epair 
shop on Thirteenth Street, across the street from the car
house. This shop, together with the carhouse, will enable a 
large amount of minor repair work to be done near the loop 
without sending the cars out to the general repair shops. This 
will reduce to a minimum the length of time that the cars ar e 
out of service and also decrease dead mileage. 

THIRD FLOOR 

There is a partial third floor above the two carhouse floors. 
T his fl oor contains an auditorium, gymnasium, shower baths, 
lockers, reading room, barber shop and bowling alleys. The 
auditorium is 58 ft. x 70 ft. and has a seating capacity of 500. 
This auditorium will be used for trainmen in struction classes, 
meetings and entertainments. The gymnasium is 27 ft. x 47 ft. 
The bowling alley contains four standard alleys and will be well 
equipped. The gymnasium, shower baths, readin g room, lock
ers and bowling alleys are for the use of the trainmen. These 
rooms, being on the upper floor, have ample light and air. 

CON STRUCTION DETAILS 

The carhouse is of rein forced concrete and steel construction. 
Reinforced concrete is used wherever practical, but in loca
tions where long spans are desired steel girders have been 
used. The largest girders are over the Thirteenth Street en
trance of the carhouse. One of these has a length of 68 ft and 
weighs 22 tons. The outside finish of the carhouse is of the 
same materials as the office bui lding, so that the appearance of 
the two buildings is harmonious. Thei r combined length is 
386 ft. E,1ch floor of the carhouse is separated into two bays 
by a brick fi re wall . This was done in order to lessen insur
ance rates. On the lower car floor there is a line of columns 
between each two tracks. In order to keep a maximum clear-

ance these columns were limited to a width of 12 in.; the 
largest column is 12 i11. x 40 in. in section. 

The pits on the lower car floor are 4 ft. 9 in. deep below the 
top of the rail and 2 ft. 9 in. wide at the narrowest point. 
Two of the nine pit tracks are three-railed, the others are for 
the 3-ft. 6-in. gage only, but can be three-railed later if neces
sary. The pit runways are entirely clear and free from cross 
braces and other obstructions. The rails are supported by re
in forced concrete bents, spaced about 6 ft. apart. The pits are 
open at the sides between bents and the rails are unsupported 
except at the bents. This arrangement allows access from one 
pit to another by passing under the rails; the clear span of the 
rails is of great conveni ence in repair work. 

The carhouse is completely equipped with automatic sprin
klers on both track floors and on the third floor. On the car 
fl oors both overhead and aisle sprinklers are provided. These 
sprinklers are supplied by a 35,000-gal. tank located on the roof. 

The carhouse entrances will be provided with steel rolling 
door s. These doors vary in width from I I ft. 4 in. to 26 ft. 
There are IO of these doors, including one in the fire wall on 
the upper floor. This fire-wall door is provided with a fusible 
link and arranged to close automatically in case of fire. The 
two largest doors are motor-operated, with automatic cut-out. 
T he smaller doors are hand-operated. 

T he openings in the fire wall and between the car house and the 
office building are provided with sliding steel doors, held open 
by fu sible links. Tanks for motor and journal oil will be pro
vided. These will be connected with self-measuring pumps 
located at convenient points on both floors . 

An indirect, high-pressure steam-heating system is used in the 
carhouse. Air is heated by passing over steam coils and then 
forced by a centrifugal blower, 13 ft . in diameter, into the 
ducts which lead to outlets located in the pits and at the floor 
level of both floors, and also to outlets on the third floor. The 
lowest floor level of the office building and carhouse is below the 
city's sewer lev el, so that all seepage and wash water will be 
collected in a carhouse sump and pumped to the sewer level. 

The car floors will be lighted by clusters of metal-filament 
lamps designed to give an intensity of I candle-ft. at the floor 
level. Sockets will be located in the pits so that portable lights 
may be connected. Current will be supplied by the motor
generator set in the office building. Power for roller doors, 
ventilating fans and pumps is obtained either from the motor
generator set at 220 volts a.c. or from the power house at 
6oo volts d.c. 

---◄·♦·----

FENDER TESTS IN ST. LOUIS 

The series of tests of fender s and wheel guards being con
ducted by the Board of Public Improvements of the City of 
St. Louis began on the afternoon of April II. Owing to a cold 
dri zzling rain and the uncertainty of the time at which the tests 
were to be begun the attendance was small. Those present at 
the first test included representatives from the St. Louis rail
ways an d connecting railways and the Illinois Safety Appliance 
Commission. 

T he car used in the test was one of the bridge cars belonging 
to the Illinois Traction Company. The dummies employed were 
made of canvas and stuffed with sand an d sawdust. One is 
about 5 ft. 9 in. in height, weighs 200 lb., and is intended to 
represent a man. The other is about 4 ft. in height, weighs 
about 50 lb., and is designed to represent a child. 

The program of the test as published on page 640 of last 
week's issue was followed on April II by a test of the fender 
of Benjamin L. Ingram, MQunt Vernon, Ill. This fender is of 
the protruding type with an auxiliary wheel guard. Several 
tests were conducted with this fender, but no percentages of its 
performance were made public after the trial. 

On April 12 the commission expected to test the Seeley 
automatic wheel guard, and thereafter either a fender or a 
wheel guard every two days, as in the offic ial schedule. The 
rules for the test as published on page 46o of the issue of this 
paper for March 18 will govern. 
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NEW INSTALLATION OF AUTOMATIC BLOCK SIGNALS ON 
THE SAN FRANCISCO, OAKLAND & SAN JOSE 

CONSOLIDATED RAILWAY 

BY J, Q. BROWN, AS S l STA N T GEN ERA L MA N AGER A N D ENGI NEER 

KEY RO UTE 

T he San F rancisco, Oakland & San J ose Consolidated Rail
way operates 30 miles of doub le-track line terminating at the 
end of a pier which extends 3 miles westward in to San F ran
cisco Bay fro m Oakland. The trains at thi s pier termin us 
connect with fer ry steamers of this company which operate t o 
and from San F rancisco, 2.7 miles di stant across the bay from 
the end of it s electric rai lway pier. Thi s road, popularly known 
as the "Key Route," has an equipment o f 78 motor and trailer 
coaches, some of which are 70 ft . long. A modern and up-to
date train ser vice is given, each train being made up of from 
four to eight cars operated with multiple-unit cont rol and with 
a capacity of two GE-66 motors per car o f each train. There 
are 575 trains operated da ily to and from thi s pier terminal. 
The train service schedules ar e designed t o provide very close 
conn ections with the ferry steamers which arrive a t and depart 
from the ter minal every 15 minutes during the rush hours and 
every 20 minutes duri ng the r emainder of the day. Each boat 
as it arrives is met by four or fiv e trains which have come into 
the terminal from the pier approach under as close headway 
as is operable safely. The passengers from these trains trans
fer to the fer ry steamers and those that have arr ived by steamer 
in turn go direct ly to the waiting train s, which leave prompt ly 
for the 3-mile run over the pier to the shore and over a I-mile 
double-track line to a junction where the routes divide. 

On account of the ex ceedingly dense traffic on the pier and 
approaches to the j unction point s, and because o f the com
paratively high speeds and th e foggy weather encountered at 
cert ain seasons of t he year, the railway company recently under
took to protect its double-track line for a distance of 4 miles 
with an automatic block sign al system, including automatic 
train stops. T he signaling as in stalled provides for operating 
trains at full speed under 45-second headway, each train be ing 
protected by a full block overlap. Automatic train stops pro
vide for ser vice applications of the brakes whenever a train 
passes a signal set at stop. 

In or der to determine upon a suitable system to meet it s 
rather severe operating conditions the r ai lway company en-
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wa s given to other traffic conditi ons that might influence the 
location and scheme of control of the automatic block signals. 
A portion of the complete signal plan of the road showing the 
location of the signals with r elation to interlockings, cross
overs and other physical features is reproduced herewith. T he 
part of the com plete di ag ram which has been omitted is to all 
pr actical purposes a dupli cation of part s here shown, the vari a-

Key Route Signals-Automatic Sto p Arm E ngaging with 
Handle of Stop Valve on Car 

ble features being the precise location s of the signals, which are 
placed according to speed. de nsity of traffic and headway. 

Th e signals installed are the General Railway Signal Com
pany's mod el 2-A mechani sms con trolled directly over the line 
without the intervention o f line relays. The signals ar e oper
ated by 55-volt a.c. motors, power for which is supplied fro m 
two motor-generator sets located in the nearby Yerba Buena 
power station. T his plant generates current at 600 volt s and 

Key Route Signals-Diagram of Signal Locations 

gaged the General Railway Signal Company, Rochester, N. Y., 
to study the situat ion and prepare plans for a suitable scheme 
of signaling. At the completion of the preliminary engineering 
work a con tr act was given to thi s company for the installation 
which is here descr ibed. As a part of the study of the operating 
conditions of the road, careful tests were made o f the speed 
a t various points and the braking distance and consideration 

the motor-generator sets deli ver I mo-volt , 25-cycle alternating 
current to the signal transmi ssion line. The entire system, con
sisting o f 75 signals with their cont rolling track circuits, etc., 
r equires for its operati on about IO kw. 

T he signals user a re three-position upper-quadrant sema
phores spaced t o permit a headway o f 45 seconds at the speeds 
enco un tered on the various par ts of the line. In this connec-
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tion it might be stated that trains running from the pier 
terminus toward the mainland operate first at slow speeds 
which are g radually increased to about 35 m.p.h. In running 
from the mainland to the pier terminus the speeds over the 
3-mile pier are maintained approximately at 35 m.p.h. These 
variations of speed require the arrangement of signals indicated 

t 

Key Route Signals-Details of Signal Pole and Automatic 
Stop Me chanism 

on the plan, by reference to which it will be noted that the 
signals ar e spaced much closer in some locations than in others, 
this being necessary to maintain the 45-second headway under 
varying speed cond itions. The automatic stop feature is pro
' ided by a stop arm operated J.,y the signal mechanism which, 

\ 
I 

\ 
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of maintenance and inspection. A photographic view and an 
elev ation drawing of a signal pole showing the outline of a car 
and its clearance line, together with the position o f the signal 
and the automatic train stop, are reproduced. The signal for 
the opposite track is indicated by dotted lines. Becaust of the 
salt sp ray \\·hich at times reaches the deck of the pier, lead
covered cables were used throughout the signal installation for 
making connection s between transformers and r elay boxes and 
between r elay boxes and signal mechanisms. Lead-covered 
wire was used to make connecti ons between the r elay boxes and 
the r ail s. T he track relays are the General Railway Signal 
Company's standard polyphase type, as used on a number of 
other large electric railway systems. 

A feature o f thi s installation which differs from the more 
cemmon fo rms of signal systems for d.c. electric railways 
consists in the use of single-rail track circuits-that is, one 
rail of each track is given up fo r signaling purposes, the other 
line o f rails being supplemented by a r,000,000-circ. mil copper 
conductor to assist in carrying the return propulsion current. 
This plan o f givi ng up one rail o f each of the two tracks for 
the signal system was found to reduce considerably the cost o f 
installati on because the block sections are very short and the 
use o f the large number o f r eactance bonds which otherwise 
would be r equired under such conditi ons would call for a 
greater initial expenditure than that required for purchasing 
and installing the supplementary return cables. 

The two junction and termin al interlocking plants which 
have protected the movements of trains on this road now form 
a part of the completed signaling system. The signals at these 
interlockings through which the block system passes are now 
semi-automatic, electrically operated and under the fu ll con
trol of the towe rmen. 

The scheme used for controlling interlocked signals is as 
fo llows: All slotted int erlocked signals m accordance with the 
usual custom are norm ally at stop and assume a 45-deg. 
position when the proper levers ar e reversed, the track circuit 
ahead being unoccupied and the switches properly set. They 
also assume a 90-deg. position if the next signal ahead is at 
45 deg. In addition to these conditions and on account of the 
use of automatic stops the next signal in the r ear is normally 
at stop, the secon d signal in the r ear being at caution. This 
arrangement o f signals gives the towerman full control of any 
situation and prevents the unnecessary tripping o f the auto
matic stop valves on a fo llowing train in case the signals 

Key Route Signals- Signal Bridge at Tower No. 3 

Key Route Signals-Auto
matic Stop Valve 

when the signal is in the stop position, engages the trip arm o f 
a specially designed valve mounted on the t ops o f all motor 
cars. 

All signal transformers and relay boxes are located on the 
line of center poles which support the trolley wires, thus making 
the parts of the signal equipment easy of access for purposes 

should be allowed to clear up behind a preceding tr airi, and the 
t owerman then should be slightly tardy in putting his signal 
levers to normal. The automatic signals near the pier t erminal" 
are so controlled as to give the towerman full control of ap
proaching trains, permit switching movements against traffic 
with full automatic stop protection and prevent the towerman 
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from accidentally tripping the stop valves on approaching trains. 
All mechanical lever s controlling electrically operated signals 
have been provided with electric locks so connected that a 
route cannot be released unless the proper signals are at stop 
and caution. Switch indicators and circuit controllers have 
been provided on both ends of the two cross-overs on the pier 
and the indicators show whether or not it is safe to throw the 
s witches, while the circuit controllers will set the proper signals 
at stop and caution if the track switch is thrown. 

AUTOMATIC TRIP FOR TRAIN STOP 

The illustration on page 664 shows th e apearance of an auto
matic trip valve as designed by the General Railway Signal 
Company for providing automatic train stop operation in con
nection with each of the signals recently in stalled on the Key 
Route. The trip valves on the ca rs are mounted, two per car, 
on diagonally opposite corners of the car roof, as shown by the 
engravings, and provision for engaging the stop arm beneath 
the signal is made by placing the trip arm at an angle, as 
shown in the engraving of the signal pole and the car outline. 
The trippers on the cars are designed to reduce the pressure on 
the train line when a car passes und er a signal set at stop. 
These trip valves mounted on the car roofs are so designed that 
if tripped the engaging arm will be depressed and held down 
by the air pressure behind a small piston within the mechanism, 
the air escaping out of a port which is uncovered when the trip 
a rm is fully depressed. 'vVhere the headway is as close as that 
existing on the portion of the Key Route just protected with 
signals it would be very awkward if the trips were so designed 
that it would be necessary for trains to stand still until all of 
the trips could be restored by hand and the train-pipe pres
sure raised from zero to full release. To provide against this 
objection the trips here in stalled have been designed to be 
automatically restored by the simple process of reducing the 
pressure in the train pipe a predetermined amount by use of the 
motorman's brake valve. When this has been done the trips 
automatically return to their normal operating positions, and by 
not allowing a reduction to zero in the train pipe, which wouk1 

occur before the trips could all be restored by hand, full release 
pressure can be obtained much quicker, air is saved and the ne· 
result is that after a train has been stopped it can again be ser 
in motion in a minimum of time. 

In an installation of this kind it is desirable to take away 
from the motorman means for affecting the braking distance 
when a train has been tripped. Otherwise he might, by acci
dent or otherwise, in manipulating his air valve either to charge. 
the train pipe or discharge it, cause his train to overrun the 

Key Route Signals-Motor-Generator Set in Power House 
for Supplying Signal Current at 1000 Volts 

overlap distance in the first instance or cause it to stop too 
suddenly in the latter case. In the valve designed for the Key 
Route signal system any such action on the part of the motor-

man is said to be more or less compensated for- tha,t is, if the 
motorman attempts to offset the effect of the automatic trip 
by charging his train line the port opening of the trip will open 

Key Route Signals-Eastbound and Westbound Signals on 
Same Pole 

still wider. On the other hand, if he should attempt to apply 
the brakes the automat ic valve would partly close. These pre
cauti ons have been effected by conn ecting a pi ston to the shaft 

Key Route Signals-All-Electric Interlocking Machine in 
Tower No. 3 

which carri es the trip arm. The shaft operates a rotary slide 
valve in such a way that when the trip is depressed in the operat
ing direction air comes in behind the piston to hold it against 
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the spring action unti l such time as the train-line pressure has 
been reduced to the predetermined amount. The trip arm will 
then assume its normal position. 

When stop arms are used directly connected to and operated 
by the semaphore means must be provided to permit operation 
against current of traffic without permitting the trip arms on 
tl:e cars to strike every stop arm, as under such operating con
ditions they will, of course, be in the stop position. Under these 
ci rcumstances it was not thought advisable to perrnit the trips 
to be hooked down, which would mean depending upon human 
agency to release them befo re starting to operate with the cur
rent of traffic. To meet these objections the trips are so arranged 
that when a train operates against the traffic the first of the 
series of stop arms which the trips encounter will cause them 
to be depressed in the opposite direction from that in which they 
were depressed when running with traffic, and by the same pis
ton they will be held in such reverse depressed position without 
permitting the escape of ai r from the train pipe. When, how
ever, in stopping the train the air pressure has been reduced to 
a predetermined point all of the trips will again automatically 
be restored to their normal position ready fo r service. J n other 
words, in running against traffic the first stop arm encountered 
will depre ss all of the trips on the cars in a reverse direction, 
where they will be held automatically until such time as the 
t rain is again stopped, when they will automatically restore to 
their active position without any attention on the part of the 
crew or other individuals. 

Arrangements are provided whereby the trainmen can "key
by" a signal if it becomes necessary to pass a stop arm in the 
horizontal position. Depending from the stop arm is a control 
rod which passes into a cast-iron box mounted on the signal 
pole at a height of about 4 ft. above the track. When a con
ductor wishes to key-by a signal in the stop position he inserts 
in the box a special numbered key which has been furnished 
him. This key releases the locking mechanism and permits 
him to hold up the stop arm while his train is passing under. 
However, his key cannot be removed from the box until the 
stop a rm has again been lowered to the full stop pos1t10n, so 
that it will set the trip and operate the air valves on the cars 
of a following train. 

----·♦·•---

HEARING ON PETITION FOR ADDITIONAL TRANSFERS 
IN BOSTON 

A hearing was given by the l\fassachusetts Railroad Com
mission at Boston on April 3 upon the petition of Mayor J ohn 
F. F itzgerald, of Boston, for an investigati on of the free 
transfer facilities accorded at certain points on the system of 
the Boston Elevated Railway Company. The petitioner was 
represented by J oseph A. Campbell, Boston, and the company 
by C. S. Sergeant, vice-president, and A. A. Ballentine, of 
counsel. The petitioners in general asked for additional free 
transfer facilities in the southern areas of the city proper. 

Vice-president Sergeant addressed the board at length upon 
the transfer problem at Boston, pointing out that the impres
sion that the company has granted free transfers only under 
compulsion is an entirely mistaken one. Mr. Sergeant said that 
the road has been much more liberal in general than the law 
required in arranging free transfers between the elevated train 
and surface car lines, and in some cases on its own initiative 
has given free transfers entitling passengers to ride outside 
the general direction of their journeys. The company under
stands that by Section IO, Chapter 500, Acts of 1897, the 
authority of the commission with respect to the ordering of 
transfer facilit ies is limited to rides in the same general di
rection. The company has voluntarily installed free transfer 
arrangements at some points where the commission is without 
authority to order such installation. The fundamental principle 
of the free transfer was stated to be to permit the passenger 
to ride across the system in one general direction without the 
payment of an additional fare , but the company has tried to 
meet the public convenience in local travel by issuing trans-

fers in some cases which are valid on cars running in opposite 
direction from the car~ of the originating line. Complaint had 
arisen that the company would not issue free transfers good 
on an intermediate radiating line, but the reason for this was 
that the two outer radiating lines served the territory well, and 
the area between the intermediate and the two outer lines was 
small enough to be readily accessible by a walk from either of 
the outer lines. At the Dudley Street station, which is a vir
tual clearing house of surface and elevated traffic, the transfer 
arrangements are so liberal that traffic originating in one sec
tion of the outlying te rritory is accommodated on a single fare 
back to that general district through a free bodily transfer at 
the station and within the inclosure. Such liberal and from 
many points of view unreasonable accommodations have never 
been applied to points in the outer sections of the territory, 
since a fund amental point of operation upon an economic basis 
presupposes that no passenger can take a car at the center of 
the city, ride to the outskirts and then return upon the payment 
of a single-fare unit. 

Taking up specific transfer problems, Mr. Sergeant pointed 
out that the contention that a hardship is suffered by pupils 
by th e absence of a free transfer at the intersection of Massa
chusetts and Huntington Avenues is easily disposed of. The , 
distance between the intersection of the two avenues and the 
destination of the pupils is a block, and Mr. Sergeant said that 
no one but a cripple would wait fo r an outward car at this 
point in order to use a free transfer, considering the short dis
tance involved. The fundamental difficulty at this point is the 
existence of a line of cars which would offer a means of loop
ing back to the originating point on a single fare if a free 
transfer were in force between lines passing east and west and 
those running north and south. The company regards such a 
situation as far more serious on account of its location near 
the heart of the city than more extensive free transfer arrange
ments on lines centering at important squares located nearer the 
outlying districts of the territory served. Mr. Sergeant said 
that if it were possible to wo rk out a scheme of limited trans
fers for that district the company would be willing to put the 
arrangement in fo rce, but he questioned the feasibility of plac
ing distance limitations on transfers. The operating difficulties 
appear very fo rmidable in view of the magnitude of the traffic. 
The difficulties of identifying passengers, the problem of eject
ment without liability of a damage suit, the accounting for 
and handling of such transfers by conductors, and the use of 
unlimited transfers, are serious matters. 

Mr. Sergeant stated that the company was willing to estab
lish the desired free transfers at Peabody Square and at 
River Street, Ashmont, if there was any practical way of limiting 
their validity. The company was unwilling, however, to give a 
transfer at an outlying point on one of its radial lines to an 
inward line. Such a course followed in Ashmont might lead 
to the possibility of a 40-mile ride for 5 cents-something 
which would certainly be embraced by the public on summer 
evenings. Care has to be taken in planning a system of limited 
transfers to see that the fares in opposite directions over the 
same route do not differ between the same points. At Talbot 
and Blue Hill A venues the company was willing to try limited 
transfer arrangements if practicable, but at Upham's Corner, 
Dorchester, where extremely liberal transfer facilities already 
exist, the company could not in any sense afford to issue free 
checks between inward and outward cars. Similarly, additional 
transfer facilities might be issued in the East Boston tunnel 
provided no arrangement were made which would permit a 
round trip for a single fare. A fundamental· objection to the 
extension of free transfer facilities is the fact that every trans
fer increases the opportunity for accident at two points, and it 
is a question whether the company should be obliged_ to carry 
accident insurance to cover such contingencies when only a 
single fare is received. About one-third of all accidents at Bos
ton arise in connection with the use of transfers. At the close 
of the hearing it was arranged to hold a conference upon a pos
sible arrangement of limited transfers, the parties in attend-

ance to be the board, the petitioners and the respondent. 
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TRUNK LINE ELECTRIFICATION 

On April 7 W. S. Murray, electrical engineer New York, New 
Haven & Hartford Railroad, presented a paper on the applica
tion of electricity to trunk line operati on at a meeting of the 
American Institute of Electrical Engineers held in Toronto, 
Ont. Mr. Murray prefaced his discussion of the subject by 
recommending the adoption of the single-phase system using 
11,000-volt, 25-cycle current as a standard for trunk line elec
trification proj ects, including suburban and terminal sections. 
The single-phase system cou ld be used in any situation and 
he ventured. the opinion that there was no trunk line electrifi 
cation problem to which there could not be applied some con
struction drawing now in the engineering files of the New 
York, New Haven & Hartford Railroad. Continuing he said: 

"We ha\'e made electrification in its various forms work. 
\Ve can now make it pay. The onl y poss ible way that elec
trification can be mad e to pay is by electing a sys tem the 
yearly operating cost of which, inclusive of its maintenance 
charges, subtracted from th e yearly cost of the steam system it 
replaces leaves a fi gure which represent s a little more than the 
interest on the capital investment required for the installation 
of the electrical system. vVhen the board of directors of a 
railroad company passes fav orably upon an appropriation of 
several millions of dollars to purchase power houses at, say, 
$1,000,000 apiece, locomotives at $30,000 ap'iece and line con
struction at $25,000 or $30,000 a mil e for a four-track sys tem 
it is not an unfair question for those directors (while they 
may be interested in eliminating the smoke and dirt inci
dent to the original system replaced, and be glad to have the 
assurance of the electrical engineer that the time of switch
ing movement of the r ail road's equipment in yards, termi
nal property and main line will be reduced) to ask for a 
closer analysis than this, and also ask for some specific ex
planation as to the return each yea r of a fair percentage of 
some of the dollars spent." 

LOCOMOTIVE CAPA CITY 

Referring to passenger locomotives, Mr. l\.Iurray quoted 
from his discussi on of a paper by Messrs. Stillwell and Put
nam, presented before the Institute in 1907, in which he gave 
the following results of tests of coal consumption per ton mile 
of steam locomotives in different classes of service: F reight, 
0.169 lb.; express passenger, 0.194 lb. ; local passenger, 0.335 lb. 
The horse-power required per ton of train weight was ascer
tained from the same tests and the capacity of the electric 
passenger locomotives built to replace the steam locomotives 
on the New Haven was fixed at IOOO hp. This size of unit had 
proved entirely satisfactory for the service. 

A similar series of freight train tests was conducted tc- de
termine the proper size of freight locomotives. These tests 
on runs of 55½ mil es with train weights varying from 720 tons 
to 1500 tons showed an average evaporation in the locomotive 
boilers of 6.9 lb. of water per pound of coal. The horse-power 
developed varied from 655 to 892, with average speeds of from 
23.5 m.p.h. to 31.5 m.p.h. The electric frei ght locomotives 
which were being built were designed with a capacity of 1400 
hp, which provided a large margin above the requirements. 
This would permit of hauling heavier trains at higher speeds 
than was possible with steam locomotives. In a recent test 
electric freight locomotive No. 071 hauled a dead steam locomo
tive and 37 cars-a total train weight of 1438 tons- at an aver
age speed of 36.5 m.p.h. and developed 1650 hp. The energy 
consumption was 25.9 watt-hours per ton mil e. In local pas
senger service the same locomotive hauled a 500-ton train 
with an energy consumption of 58.8 watt-hours per ton mile. 

Tests of steam switching locomotives were made in the Har
lem River and Oak Point ya rds for 12 days in 19rn. The 
day's work consisted of an eight-hour shift and the following 
average results were obtained : 

1, f o~al t!me of !hro~tle op~n. . . . . . . . . . . . . . . . . . . . . . . . . . 36. 7 per cent 
2• To al t_1me eng_rne 1n m_ohon ......................... 62 .65 per cen t 
3, Rota) time engrne standrng ........................... 37.5 per cent 
4, Tate of water u sed per hour ........................ 12,6 33 lb. 
5, otal water used-7.5 hours ......................... 37,603 lb. 

Assuming 40 lb. of water evaporated per hp-hour, which was 
probably much lower than the actua l rate, these averages 
showed that the average horse-power during the time the 
throttl e was open was 313 hp, but, as the throttle was open only 
36.7 per cent of the total time, the average power developed 
per hour was only II5 hp. These figures suggested: 

I. That , in switching, yard speeds could be greatly increased 
by th e use of an electric locomotive of very much less engin e 
capacity than that used in the steam locomotive. 

2. On account of the low average rate o f energy required for 
their operation, a central power station will deliver at far 
higher efficiency th e power necessary to the electri c switching 
engine than that obtained from the individual power plant on 
the steam switching engine itself. 

The type of electric switch ing locomotive which wi ll be used 
in the Harlem Ri ver and Oak Point yards is shown in the 
engraving on page 668. It is of the quill spring-supported type. 
and on account of the buffiing stresses incident to yard switching 
the frami ng and attachments for all of the electrical appa
ratus are very strong and substantial. The four motors have an 
hourly rating of 150 hp each, giving the locomotive a total 
capacity of 600 hp. This locomotive wi ll be tried out in the 
electri fied Stamford yard. 

About a year ago a multiple-unit train consisting of four 
motor cars and six trailers was put in service. There are now 
under construction four additional motor cars and 12 trailers. 
These multipl e-unit cars will gradua ll y replace electric locomo
tives for suburban service, and the locomotives so released wil l 
be used in express service between New York and New Haven. 

The complication of control apparatus to permit of opera
tion on both a.c. and d.c. sections is very marked. All freight 
and switching locomotives will have single-phase control only, 
as will the multiple-unit cars to be purchased for the Harlem 
River branch and the New York, Westchester & Boston. The 
saving in weight of straight a.c. control over a.c.-d.c. control 
is more than 8000 lb. per car or locomotive. 

LOG OF THE NEW HAVE N ELECTRIC OPERATIO N 

As showing the great improvement in th e reliability of elec
tric operation as time had developed troubles and remedie s 
for them, Mr. Murray suppl emented his "Log of the New 
Haven Electrification," presented before the Institute in Decem
ber, 1908, with figures of train delays for the corresponding 
six month s o f 1909. These figures are summarized in the fol
lowing table: 

P ower-House Line Trouble Locomotive Total 
Delays-Min. Delays-Min . Delays-Min. Delays-Min. 

Month. 1908. 1909. 1908. 1909 . 1908. 1909. 1908. 1909. 
July .. .. .. .. .. . o o 2,100 170 1,183 153 3,283 323 
August . , . . . . . . 132 o 1,642 548 407 97 2,181 645 
September .. . . . o o 942 o 224 219 1,166 219 
October .. .. .. .. o 54 2,140 204 343 12,i 2,483 382 
November .. .. .. 139 o 103 42 405 95 647 13; 
December . . . . . . 179 o 194 55 240 31 5 613 370 

The average delay per train in 1909 was 5.25 seconds, a~ 
against 27 seconds in 1908. In this connection Mr. Murray said: 

"A comparison of the 1909 and 1908 train minute delays is 
immediately indicative of the fact that even in thi s short time 
the disturbing factors of the system had di scl osed themselves 
and had been eliminated. Eighteen months after comrr{ercial 
service was inaugurated our electrical failure report showed a 
record of over 15,700 miles per engine failure. Between )J ov. 
2 and 23, 1909, 66,ooo electric locomotive miles were run, and 
this mil eage, which is approximately 11 round trips from New 
York to San Francisco, was accomplished with a total of three 
minutes' delay. This kind of record is the ground upon which 
the board of directors of the New Haven road stood in ratify
ing the system and voting an exten sion to apply to all senicE 
- freight and passenger, inclusive of yards, terminals and main 
line west of Stamford. 

"In the diagram on page 66g is shown · an interesting rela
tion between failures fo r trunk line se rvice of electric and 
o f steam operation. It should be noted in the lower diagram 
of th e figure that the power house fai lures had practically no 
effect on engine mileage. On account of the severe handicap· 
that has been placed on th e line by steam locomotive stack di s
charges directly beneath it, a number of fai lures per rno,ooo 
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engine miles are recorded. A n elimination of the steam serv
ice under the electrified wires will g reatly reduce, if not en
t irely eliminate, failures due to this part of the electrical sys
t em. In the upper diagram o f the figure is shown the relation 
o f electric engine mileage per failure versus steam locomotive 
mileage. It is to be n oted t hat the electric locomotive failures 
are 9 per 100,000 electr ic engine miles, while the steam loco
motive failures, which ar e an average fo r all of the divisions 
of the New Haven, are 21." 

DISTRIBUTION SYSTEM 

The power house of the 1ew York, New H aven & Hart fo rd 
Rai lroad at Cos Cob, Conn. , which now supplies current to 
t he main line between W oodlawn and Stamford, will also sup
ply current for the electrified six-track H arlem River branch 
an d freight yards and the New Yor k, W estchester & Boston, as 
we ll as for the operation of direct-cur rent trolley lines connect
ing ·white P lains, Mamaroneck, Stamford and Bridgepor t. 
The alternating-current di stribution system is a unit without 
substations and no voltage higher than I 1,000 will be used. 
T he wires carrying current are sect ionalized and breakers 
controlled from the powe r house a re installed to locali ze any 
line trouble without affecting the remainde r of the ne twork. 
B riefly desc ribed, the cont rol consists of a single wire, upon 
which is impressed the normal voltage of the system when a 
short-circuit occurs anywhere, but not until the automatic re
sistance at the power station has been cut in se ries with the 
line, at which m oment the control wire, through t ransformers, 
passes current through the t ri pping coil s of the sectionalizing 
breakers, and the t wo breakers that are directly feeding the 
short-circuit are immediately opened. The resist ance thu s i:1-
ser ted, however, has reduced the short-circuiting current to a 
minimum and relieved g reatly the duty of the opening break
ers. The resistance scheme above mentioned has proved it self 
to be a most va lu able acquisition to the system, se r ving at once 
to lessen the duty on both gener ating and di stributing apparatus. 

A study has been made of the voltage drop at the ends of the 
syst em. During the maximum load period the voltage at Har
lem River, 25.6 miles from the Cos Cob power station, will be 
9 151 volts, which is ample to maint ain all passenger and fr eight 
t r ains on schedule. The maximum peak load o f the year 
,occurs on " Football Day," when many ext ra trains are run 
between Tew Yo rk and :'.\rew Haven. T he peak load on Nov. 
19, 1910, was 16,000 kw, and the average drop in voltage at 
\V oodlawn was only 4 per cent . 

Referring to storage batteries M r. Murray said: 
'·Storage batteri es fo r t runk line electri ficati ons are not eco

nomical. T his is true whether the propulsion current be direct 
or alternat ing. It is true that the storage battery does smooth 
out the power station load and lower s the rate of cost of 
produ cing a kw-hour, but the thing that concern s us quite as 
much as the rate o f cost is the total amount of kw-hours manu
factu red in payment fo r the luxury o f the battery. A t rain 
se n ·ice requires a certain number of kw-h ours. A plant pro
ducing these kw-hours wi ll be requi red to manu facture more 
energy with than without a bat tery on its d ist ribut ing system. 
I n general it may be stated that more kw-hours mean i11ore 
coal if the efficiency of generation is the same. As a matter of 
fac t, the efficiency of production of electric energy is higher 
with than without a storage battery on account of the more 
constant load, but the difference is so small that at least for 
t runk line condi tions it is offset by th e increase in output re
quired and the cost of maintenance of the battery. On account 
o f the estab li shed re liabili ty of generating equi pment the argu
ment fo r the use of a storage bat te ry fo r the supply o f power 
in the event of a power station break down is now no longer 
one for serious considerat ion. In thi s connection should be 
noted the importance of freight and switching loads in im• 
proving the station load-factor, due both to the physical exclu
sion of freight trains from main tracks during the hours of 
passenger peaks and to the iati tude of operation affor ded in 
fixing fr eight schedu les." 

I N SU LATION 

Mr. Murray laid special st r ess on the impor tance o f adequate 
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in sulation of lines carrying high-tension current. Jn this 
eonnection he said : 

"l'ractice has shown the wisdom of sectionali zing the lines 
at cross-overs. At these points it is necessary to bring the 
electrical catenary cables to a dead end and anchor iJridges are 
supplied for that purpose. Oil switches must be provided for 
cutting in or out as necessity may r equire voltage on the lin es 
thus dead-ended. In the order of their higher degree of insu
lation requirement s should be mentioned: 

"r. Sectionali zing switches. 
"2. Sectionali zing busbars. 
"3. Dead-end catenary insulators. 
''4. Intermediate catenary insulators. 
"As the whole track system leads into the anchor bridge buses 

a ground on them means an immediate effect on any wire con
nected to them. Thi s reasoning is applicable to the switch 
should the ground be on the busbar side, and as the switch ts 
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Diagram of Delays to Steam and Electric Trains 

a piece o f moving apparatus it is the more difficult to insulate 
and to keep in sulated, and is. therefore, cited as the one de
serving of the highest consideration of insulati on. The dead
end insul ator has been mentioned third, but it is in a class 
essentially its own and is worthy of respect fol attention. ~ o 
insulator throughout the past four years has had our more 
constant study. The difference between in sulators not und er 
and under mechanical strain while performing at the same time 
their electrical duty is marked. ·when the l\ew Hann elec
trification was completed in 1908 the best dead-end insulator 
then on the market was one rated at 7000 lb. mechanically and 
40,000 volts electrically, and cost $27. W e found in a ve ry 
short time that two of these had to be used in series, which, 
with the yoke harness, made the cost $6r. It is interesting to 
note here that in order to secure an insulator strong enough 
mechanieally to withstand a cross-catenary span in the elec
trification of our Port Chester yard we had to design a yoke 
to hold two of the above insulators in multiple. T o-day we 
have plaeed orders for dead-end ( or strain) insu lators, every
one of which is tested before shipment for 110,000 volts 
under a meehanieal strain o f 35,000 lb., and they have an ulti -

mate mechanical tensile strength of 50,000 IL. These insulators 
eost only $7 apiece, as agai nst $61, and are capable of with
standing seven times th e mechanical strain and three times the 
electrieal strain of the original in sulators. 

WEA R OF CONTACT WIRE 

''Micrometer measurements of the steel trolley wire taken at 
a point of maximum wear directly in front of one of our low 
highway bridges where the steel wire is on a gradient of 2 

per cent, thus assuring a maximum upward vertical force of 
contact with the pantog raph shoe of the locomotive, show that 
the actual vertical wear of the wire since it s first installation 
30 months ago is 0.028 in., which is praetically 4.5 per cent per 
year of the half diameter of the wire (one-half taken to per
mit the wire to be held in clips). Even on this vertical diam
eter basis thi s indicates a life oi over 20 years. As a matter of 
faet, it will be mueh more than thi s, for the reason that as the 
vert ical diameter lessens the breadth o f contact increases 
throughout, thus diminishing the rat e of vertical wear. Of 
further interest, too, is the fact that there is practically no 
corrosion on the wire, for, like the traffic r ails in service ( only 
much more so), the wire is constantly covered by a film of 
grease-due to a generous amount of thi s material being placed 
on the pantograph shoe." 

HOUSAC TUNNEL CATENARY CONSTRUCTION 

A part of Mr. lVIu rray's paper was devoted to a brief de
scription of the catenary con struction in the Hoosae Tunnel. 
The eleetrification of the tunnel is now rapidly .nearing com
pletion and electrie locomotive operation has been begun in the 
approach yards for the instruction of engineers. The introduc
tion of r 1,000 volts into this tunnel, with the elose overhead 
clearance that the double-track arrangement requires, afforded 
an inte:·esting problem in the location and placing of insulato rs 
\Yhich \\'OUld insure against any breakdowns between the elec
tri fied wires and ground. From the crown of the tunnel is 
suspended a bracket, as shown in the drawing on page 670. 
Four insulators, each capable of r esisting 150,000 volts to 
ground, are installed on this bracket. Two of these insulators 
apply to each track. Their arrangement of support is such as 
to place them in series, thus giving them a combined dielectric 
strength of 300,000 volts. T he outside in sulator holds th e 
track messenger, from which are hung the contact wires below. 
Some criticism might be offered against using a 150,000-rnlt 
insulator where a 40,000-volt insulator might have sufficed. By 
the expendi tu re of $1 more per insulator there was secured 
p ractically eight times the insurance from breakdown. The 
tunnel is 5 miles long. There are rooo insulators, hence $1,000 
has been spent to secure eight times the protection. 

On the approaches to the tunn el the opportunity seemed an 
excellent one to secure immunity from trouble; 50 cents extra 
per insulator secured practically three times the protection 
offered by an ordinary 40,000-volt in sulator. The outside insu
lators before erection were all requi red to withotand a dry 
voltage test of no.ooo volts. 

Mr. l\ Iurray said that he was strongly o f the opinion that it 
was good eng in eering· to spend money on insulation. All of the 
insulators purchased for the Hoosac Tunnel electrification, in
clus iYe of the tunn el itself and it s outside approaches, did not 
tota l one-half o f 1 per cent of the tota l expenditure. In sulation 
\Yas of all things th e one most important thing to be right in 
order to secure continuity o f sen-ice. It paid a handsome 
dh~clend every yea~ 

HARLEM RIVER YARDS 

The two large yards at the terminus of the Harlem River 
branch contain 62.3 miles of track, a ll uf wh ich wi ll be electri
fied. On account of the extremely small amount of current 
requ ired per horse-power developed, and on account of the 
excellent conductor section offered in the gridiron arrangement 
of the track yards, not a pound of copper wil l be required 
throughout this extensive trackage, with the exception of rail 
bonds. These are to be r educed to the small est size and only 
one rail will be bonded, with the at tendant result of an ex
tremely low cost compared to main lin e constructi on. Cross
catenary spans fo r the support of the tr ack contact wires wi ll 
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be used. By a simple system of bridles, which require only 
one rigid post to hold many tracks, the overhead contact wires 
are held in proper alignment over th e tracks they serve. The 
cost of yard elec tri fication, as before stated, varies from $I,500 
to $3,000 per mile of track, depending upon the average num
ber of tr acks spanned. 

ELECTRIFICATION COSTS 

In conclusion Mr. l\Iurray said: 
"The question of cost, both with reference to capital invest

ment and oper-ating in connection with electrified lines, is 
naturally the greatest facto r of consider ation on the part of 
railroad companies contemplating t he application of elect ricity 
to their lines. While, in my opinion, rio trunk line electri fica
tion can be better served than by the use of single-phase cur
rent, it must be conceded that electrification costs must vary 
with the greatly fluctuat ing conditions of volume and density 
of t raffic involved. Again, while it would be perfectly possible 
to state the actual cost involved in handling a train mile by 
elect rici ty versus a t rain mile by steam, thi s information as 
applying to th e New Haven road might be extremely mislead-
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structures,' while in th e departm ents of 'maintenance of 
equipm ent and transportation expenses' a large credit, if the 
proper system is selected, may accrue. The balance between 
the debit and credit columns furnishes the g round upon which 
it may be said it is either a good or bad investment for the 
railroad company to electrify; and yet even though the direct 
returns prove unsati s factory, it does not follow that the invest
ment is a bad one if considered from a broader standpoint o f 
general policy. 

"A careful analysis of th e relation between steam and elec
tri city was made in connection with the lines of the N ew Haven 
road west of New Haven. Whether or not the policy of the 
rail road company in electrifying over 300 miles of its trunk 
line r ail s, terminals and yards was for financial gain to itself 
or better service to its patrons, it is reasonable to assume that 
the application of electricity to cover complete passenger and 
fre ight t rain propulsion and yard switching over the mileage 
above named, involving the expenditure of millions of dollars, 
would not have been decided upon by the directors unless the 
successful and uncompetitive characteristics o f the system were 
not immediately apparent . 

"Not until the electrical system of the N ew H aven road is a 
unit in itself, rather than a mixed service of steam and elec
tricity, can the true econom ies of electrical traction be dis
cussed. Suffice it to say that the two great departments of 

economy lie in the 
i saving of fuel and 

repair s to the rolling 
equipment. W h en 
the railroads consider 
t runk line electrifica
tion, all important 
will be the matter of 
freight movement 
and the cost and con
venience of operation 
of yards. Th e ratio 
of the mileage of 
yard tracks to the 
main line tracks in 
th e division run be
tween H arlem River 
and New Haven is 
over 55 per cent; and 
while the New Ha
ven road may be con
sidered to have a 
high ratio of yar d 

Catenary Insulator Supports in Hoosac Tunnel mileage to main line 
mileage, this condi

ing when considered fo r other applications. Power houses can 
be constructed, depending upon the capacity, for from $90 to $I ro 
a kilowatt ; line construction for one, two, four and six tracks 
can be erected at costs varying respectively from $4,000 to 
$7,000; from $8,000 to $I5,ooo; from $25,000 to $40,000 ; 
$40,000 to $60,000 a mile. The fluctuation in cost for these 
respective constructions depends enti r ely upon the standards 
selected. The cost of overhead yard construction can vary 
from $1,500 to $3,000 a mile, depending upon the number of 
tracks spanned and the type of const ruction selected. Locomo
tives of the passenger, freight and switching type, depending 
upon the nature of their service, can vary in cost from $25,000 
to $45,000 a unit . Thus it is seen that it would be impossible 
to gi\"e a usable estimate of electrification cost. Again, the 
necessity of property acquisitions, which in one case may be 
nothing and in another a very large sum, all varying in accord
ance with the environment of the electrification in question, 
makes such studies individual to specific cases. 

" In general, from an electrical operating standpoint, it may 
be stated that for trunk line properties where a very consider
able den~ity of traffic is inYOlYed there will be shown a con
siderable debit in the department of 'maintenance of way and 

tion holds t rue for all the rai lroads of th e Atlantic Coast terri-
tory and in any ter ritory including cities and towns in close 
proximity to each other . 

''To discuss electricity yersus steam without a recommenda
tion of system in the specific cases of t runk line work, in my 
judgment, is to launch a ship upon a rough and windy sea 
without a rudder. An extr emely important matter would be 
omitted if I did not say that my experience with the single
phase system versus other competitive systems affords me the 

· sincere com·iction that under practically all conditions of 
trunk line operation where the traffi c is of the same amount 
and character or indeed much less than th at which is compre
hended in the mileage that this paper covers its fi r st cost is at 
the greatest not more than 85 per cent of its next best com
peitor, and its operating costs a re less than the above per
centage. 

"The above statements should not be taken to mean that all 
t runk line railroads considering electrification can electrify 
and save money; indeed, the general application o f electricity 
is impossible. T here are, however, roads that must and wil1 
electri fy. T o such r ailroads it is my hope that the informa
tion compiled will be of value." 
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DISCUSSION ON PUBLIC SERVICE COMMISSIONS 

The weekly luncheon of the Electric Club o f Chicago on 
April 5 was fo llowed by an entertaining discussion on public 
se rvice commissions and the regulation of public utiliti es. The 
speaker of the day was to have been W . J. Hagenah, chief 
s tatistician of the Wiscon sin Railroad Commission. In his 
absence the subject was introduced by Alderman W . J. P ringle, 
chairman of the gas, oil and electric light committee of the 
C hicago City Council, and a member of the committee appointed 
by the Council to represent it at hearings on public service 
bills introduced in the State Legislature. Alderman Pringle 
spoke of th e need for just regulation and indicated the purport 
of the utility bills now before the State Legislature, voicing the 
opinion that few, if any, of them would pass at the present ses
sion. However, he said that conditions were ripe for improved 
public utility measures and these were to be expected shortly, 
if not at the present session. 

The successful work of the Board of Supervising Engineers 
of Chicago Traction was described by George \Veston, city 
representative on that board. Mr. W eston outlin ed the condi
tions leading to the creation of the board by the Chicago City 
Council and stated that until now the work of the board had 
been confined almost entirely to surface transportation. Ques
tions to be answered regarding public utility commissions, Mr. 
Weston said, were whether one commission should have juris
diction over the entire State and whether the different classes 
o f utilities should be h andled by separate commissions. It 
was his opinion that the best results could be obtained by the 
appointment of separate commissions to supervise the workings 
of specific kinds of utiliti es. These generally would realize 
far better results than a single commission having supervision 
over different classes of utilities, such as railway, gas, light, 
heat and water. 

Mr. Weston pointed out that the success of the Board of 
Supervising Engineers of Chicago Traction might be attributed 
largely to the fact that its work was confined to local transpor
tation and that each member of the board had made that sub
ject his lifework and, therefore, should be qualified for mem
bership on the board. The work of this board had been of 
benefit both to the corporations and to the public. The board 
had been directed by the ordinances principally to supervise the 
accounts of the surface railways and the rehabilitation work. 
The board prescribed the exact form in which the railway 
should keep its books and had jurisdiction over its accounts. 
This was necessary in order that the city might know that it 
received its share of the profits as defined in the ordinances. 
The work of the board had been carried out with fairness to the 
public and to the corporations. 

Mr. Weston believed that public utility companies should 
have representation on any other boards that might be organ
ized, as they had had on the Board of Supervising Engineers of 
Chicago Traction. He had been led to believe, by his experi
ence, that were similar boards to be appointed for each of the 
other utilities, such as telephone, gas and electric light, the re
sults would be far better both to the public and to the corpo
rations than if one board or commission handl ed all public 
utilities and was made up perhaps of board members not 
trained in the lines of work which they were to supervise. 

Frank F. Fowle, consulting engineer, who had fostered one 
o f the bills now before the Legislature, said that reasonable 
regulation must be mutual; public demands at times were un
reasonable and if the rates were limited, then the public service 
commission should give compensation therefor in some other 
phase of its work. The utility should have the sam e right of 
petitioning the commission that a consumer had. Mr. F owle 
held the Wisconsin laws and commission in the greatest respect 
because the law provided for mutual protection and provided 
for fixing the rates for given communities. He compared the 
Wisconsin law rega rding rates with that of the New York 
commission, which fi xed only the maximum rate, and he said 
that it was safer to work toward th e Wiscon sin plan fixi ng 
<lefinite rates. 

Mr. F ow le said that th e bill which he had drawn fo r the 
consideration of the lllinois Legislature called fo r a single 
commi ssion to handle the entire S tate rather th an one com
mi ssion fo r Chicago and one fo r the remainder of th e State. 
His reasons for fa voring a single commiss ion were that it 
would be more economical ; would have no geographical di vision 
of authority; would least be subj ect to local politica l interests; 
would admini ster th e laws acco rding to their bearing on the 
entire S tate ; would have a broader experience, and would have 
j'uri sdiction over composite plants, in cluding those combination 
railway and lighting organizati ons which mi ght otherwise have 
to r eport to two State commi ssions and those plants doin g 
business inside and outside of Chicago whi ch also might have 
to report to two commi ssions. He said the experience in N ew 
York had been th at the commi ssion in cha rge of public utility 
affairs outside of the City of New Yo rk had spent consider
ably less money than that having juri sd icti on only over New 
York City and because o f an opinion that the expenditures of 
the commission for New Yo rk City were too la rge an investi
gati on had been demanded. 

- ----·•·•- --
AUTOMOBILE LINE TRUCKS OF THE OAKLAND TRACTION 

COMPANY 

Much interest has been manifested in the two 2-ton tower 
automobile lin e trucks whi ch have recently been placed in 
service by the Oakland (Cal.) Traction Company. It has been 
found that in case of tie-ups caused by broken wires , fires or 
other causes thi s type of auto truck can be depended upon to 
reach the scene of trouble in one-half the time required by the 
old cumbersome and jolting horse-drawn line wagon. The 
direct mainten ance cost is small. The gaso li11e consumption 
is about 1/3 gal. pe r mile and about I gal. of lubricating oil 
wi ll serve this machine for about 30 miles. 

The dimensions of th e auto truck are as follows : 14 ft. 
long over all ; width, 42 in.; frame in back o f driver 's seat, 9 
ft. 4¾ in. ; height from ground to top of fram e ( no load), 40 

Gasoline Tower Wagon Used in Oakland, Cal. 

in.; wheelbase, 120 in. The four-cylin der 32-hp vertical en
gine is located under the driver's seat; the cylinders are cooled 
by a blower. The motor control is from spark and throttl e 
levers on the steering wheel. A single-lever speed change is 
at the right of the driver's seat. The transmissi on is a sliding 
gear of selecti ve type which gi ves four fo rward speeds and 
one reverse. The rear or driving wheels are of hickory. They 
are of the "artillery" type, with 13 spokes, and a 3½ -in. dual 
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endless solid rubber tire. There are two independent sets of 
brakes besides the clutch brake. T he service brake is on the 
jack shaft and is operated by a foot pedal. T he emergency 
brakes, which are operated by a hand lever, are of the ex
panding type in drums on the rear wheels. A ll the brakes are 
well equalized and are lined with indestructible asbestos fiber 
woven on wire-mesh base. 

The driver's seat is of steel, upholstered with black leather, 
with soft cushions and tuft back. T he gasoline tank is located 
on the dash and is o f 13-gal. capacity. The normal speed of the 
truck is 18 m.p.h. The trolley wagon tower mounted upon the 
steel truck is of the "Trenton" type. The trucks were built by 
the Kelly l\fotor Truck Company, Springfield, Ohio. 

---... ·•·----
OPERATING RECORD OF HUDSON & MANHATTAN 

RAILROAD 

Statistics of train delays on the Hudson & Manhattan Rail
road for eight months of 1910 were printed in the ELECTRIC 
RAILWAY J OURNAL of Nov. 12, 1910. The exce ll ent record of 
those months, during which the ave rage total train delays were 
100 minutes per month, was surpassed in February and March 
of this year, when the train delays were reduced to 59 minutes 
and 28 minutes respectively. The number of detentions and 
minutes' delay classified by department s to which they were 
chargeable are shown for the two months as fo llows: 

February. 
Department. No. Min. 

:\ l arch. 
No. Min. 

Tra,·,sportation . . . . . . . . . . . . . . . . . . . . . S 17 
Car equipment...................... 2 3½ 
Maintenan(e of way..... . . . . . . . . . . . . 2 8-
Si gnals ................. . . .. ....... S rr ½ 

7 
0 0 
3 18 

Pov./er house...... . . . . . . . . . . . . . . . . . . o o 0 0 
Substations . . . . . . . . . . . . . . . . . . . . . . . . . 1 7 0 0 

Constructi on . . . . . . . . . . . . . . . . . . . . . . . o o O 0 

~,ff~~!i 1a~~;~~:uc_t'.~
1
~::::::::: : :::::::: ~ 1 ~ 0 0 

2 

59 

The total car mileage in February was 566,000 miles and in 
l\Iarch, 614,828. While all department s made a fi ne showing, 
the record of car equipment failures is remarkable. Only four 
fai lures with a total delay of 10½ minutes occurred during the 
two mon ths. The cars ran n2,ooo miles per minute of delay. 
The longest single delay in 1\f arch was 15 minutes due to the 
free zin g of a switch-operat ing mechanism at Thirty-third Street. 
\Vith this unusual failure eliminated from the record the total 
delays from all other causes amounted to only 13 minutes. 

In tran smitting the report of detentions for 1\ 1arch to the 
heads of departments the fo llowing letter also was sent by 
the general superintendent: 

"April 3, 1911. 
'To l\iR. C. S. KLUMPP, Assistant to General Superintendent. 

" MR. J. F . O'RouRKE, Supt. of Transportation. 
" MR. P. V. SEE, Superintendent of Car Equipment. 
" 1\TR. D. SAGE, Chief E ngineer, J. C. P. H. 
" 1\1R. M. H. COLLINS, Supervisor of Signals. 
" MR. L. G. SMITH, Chief Electrician. 

"DEAR Sms:-
"I wish to congratulate all of you on the splendid showing 

your departments made during the month of March. 
"Total detentions for March amounted to 28 minutes. Thi s 

breaks all previous records and is one of which we may feel 
very proud. 

"You all know how hard you have worked to make the above 
record possible. I do not see any indication of luck in the 
results. Coming in touch as I do with each department, and 
knowing the efficiency of your departments, I expected a 
'record breaker' for March. However, I was agreeably sur
prised in it being such a good month, for I must confess it 
was really better than I anticipated. 

"While we may not equal this record again for several 
months, I am firmly of the opinion that they will be excellent 
months, and can assure you that I shall not feel bad if in 
the near future you do even better than 28 minutes. 

"Thanking you for the excellent work you are doing and 
assuring you that it is appreciated by my superiors, myself, 
and also by the traveling public, I remain 

"Sincerely, 
(Signed) "E. T. MuNGER, 

"General Superintendent." 

----·♦·-----

BOSTON ELECTRIFICATION DISCUSSED BY MEMBERS OF 
METROPOLITAN BOARD 

On April 5 a hearing was given in Boston by the committees 
on rail road and metropolitan affairs of the Massachusetts Legis
lature to the report on the electrification of the railroads within 
the metropolitan district of Boston submitted by the Massa
chusetts J oint Board on Met ropo litan Improvements. The two 
principal speakers at the hearing were George G. Crocker, who 
spoke in favo r of the minority report, and P rof. George F. 
Swain, who defended the maj ority report. Both were members 
of the J oint Board and both are also members of the Boston 
Transit Commission. The report of the J oint Board was 
published in abstract in the ELECTRIC RAILWAY J ouRNAL for 
Feb. 4, 191 I. The minority report signed by Mr. Crocker and 
fo ur other members of the board, it will be remembered, did 
not recommend legislation compelling the electrification of all 
the standard gage roads within the metropolitan district and 
suggested that the companies be allowed the greatest latitude 
with respect to the lines fi rst to be electrified, but it did recom
mend the establishment by the Legislature o f a reasonable date 
for the commen cement of the actual work o f construction for 
electrical operation. Th e majority opinion, signed by nine mem
bers of the board, including Professor Swain, stated that, in 
the opini on of the board, it was not wise nor in the public 
interest to enact legislation compelling electrification. 

MR. CROCKER 0 S DISCUSSION 
l\Ir. Crocker first referred to the statement of the Boston & 

'.'d aine and New Haven railroads, submitted by Vice-president 
:\IcHenry, that "the records of the New Haven company demon
strate that under present conditions the electric train service 
[on the New York di visior. ] not only fails to earn any interest 
upon the ve ry large amount o f capital in vested, but that it 
has also increased the cost of operation and with the less 
favorable condi tions in th e City of Boston it is impossible to 
escape the conclusion that the deficit in fixed charges and 
operating expenses wi ll be still greater." 

'.'-1 r. Crocker said that the New Haven reply said later "present 
conditions" on the New York division were far from ideal 
mecause of the mixed steam and electric service, and that its 
reply in no place states that a properly planned electrification 
system would not prove profitable. The railroads claim that 
the Boston division is spread out much more than the New 
York division and state that the mileage is 70 per cent greater, 
but they also admit that the traffic to be handled at Boston is 
nearly three times that handled at the Grand Central Station 
in New York. The speaker said that these figures show that 
the passenger business per mile of track in Boston is greater 
than the passenger business per mile of track at the Grand 
Central Station in New York. This was not an unfavorable 
but a decidedly favorab le condition for electricity. He also 
thought that the fact that many of the lines around Boston 
were branch lines which naturally require a large number of sepa
rate train units was another condition favorable to electricity. 
Statistics show that the total number of New York Central 
trains running in and out of the Grand Central Station in New 
York on week days in summer is 392, whereas the similar 
figure in Boston from the North and South stations is 1401. 

Mr. Crocker did not agree with the conclusion of the major
ity of the committee that the real estate salvage resultin"g from 
electrification, due to the construction of buildings over the 
tracks of the company, should be considered problematical and 
hypothetical. He said that at present the railroad companies 
have at both the North and South stations large areas of 
valu able land occupied by train sheds and that the area above 



APRI L 15, 19 1 r.] ELECTRIC RAILWAY JOURNAL. 

these t r acks was not simply valueless for any aditional use, but 
was wor se than valueless, because the locomotive smoke and 
gases caused a large annual expense for depreciation and repair s 
of the tr ain sheds. vVith electricity these a reas would becom e 
available fo r offi ces and other business pu rposes. T he speaker 
called especia l attention also to the valuable tracts o f land in 
Back Bay, bounded by Boylston S treet on one side and Hunt
ington Avenue on the other , occupied by the Boston & A lbany 
R ail road. After electr ification thi s area, w ith the exception of 
one story needed fo r th e rai lroad, could be cover ed by street s 
and buildings. He also thought that there would be a large 
real estate salvage from the electrification of the fre ight yard s. 

He also criticised the conclusion of the majority that "the 
best method of electr ification is still undetermined. T he science 
is in a state of r apid change, an d standar di zation is much to be 
desired before extensive electri fica tion is undertaken.' ' To 
wait, he said , meant to wait fo r oth er s to lead the way, and thi s 
had not been the method which had g iven M assachusetts it s 
pr esent standing an d r eputat ion. In the development of it s 
rail roads, its telephon es, its electri c railw ays and its subw ays 
it had n ot waited for standar dization. It had created standards 
and they had genera lly been g ood. A nother conclusion in th e 
ma jority r eport was that a dem and fo r electri ficat ion would 
com pel the railroads to postpone other more important im
provements, but he said th at he could not find in the r ecord any 
list o f such proposed im provem ents. Could it be the purchase 
o f mor e steam locomotives and mor e wooden ca r s? 

H e also criticised the conclusion o f the maj ority that elec
tr ifi cation , while desi r able, was n ot necessary nor r equired on 
grounds of public sa fety, like air brakes, signals, st andard 
couplings, etc. H e thought that fr eedom from locomotive 
smoke and gas would have an important bearing on th e public 
health by reducing the d iseases o f throat and respiratory or gans. 
It is true, he said , t hat these elem ents do not kill outright, but 
he thought that their influence in shortening li fe was meas
urable. Stati stics had shown that i f a man should spend hi s 
whole time day and night rid ing in railroad trains at an ave r
age ra te of 30 m.p.h ., and if he had aver age good luck, he 
would not be ki lled by accident , without his fault , oftener than 
once in 1500 years, and that he w ould not receive any in jury of 
suffici ent importance to be reported oftener than once in 500 

years . But he inquired how long a man would li ve i f he was 
obliged continuously day and night to breathe the air in th e 
railroad stations in Boston without an opportunity o f relieving 
his lungs by a breath of purer and better air. Many people are 
now affected by th ese gases and it may well be that the sum 
total of all the inj ury which they do is greater each yea r than 
the sum total of the shortening of li ves by accident. 

A noth er point in th e majority r eport attacked by the speaker 
was the claim that the change would be unpro fi table to the 
railroads. He believed t hat the increased traffic would m or e than 
r epay the companies and that any quest ion of higher far es 
could safely by left by both railroads an d public in the hands 
o f th e R ailroad Commission. The railroads h ad estimated the 
entire cost of electrification at $40,000,000, the interest on which 
at S per cent would be $2,000,000 per annum. The pr esent 
passenger traffic to and fr om the N orth and South stations w as 
in round numbers 60,000,000 per annum. An increase of 20 

per cent in this traffic would be an increase of 12,000.000 pas
sengers, and if the average far e paid by them per mile was 
r.6 cents, which was the average for the State, and the average 
ride was IO miles, $2,000,000 would be added to the gross earn
ings. H e had noticed fr om d iagr ams submitted by the rail
roads and published in th e r epor t th at the increase in tr affic 
at the Grand Central Station in New York from 1900 to 1906 

was 40 per cent ; fr om 1900 to 19()8, during pa.rt of which 
time the re was combined steam and electrical oper at ion , i t 
decreased nearly S pe r cent, but from 1908 to 1910, under elec
t rical operation, it increased over 12 per cent, in spite of the 
confusion attendant upon the r ebuilding o f the station . 

Finally, M r. Crocker sa id th at the N ew Haven company , 
when seeking to control the Boston & Maine system, had de
clared its intention to carry out important imnrovements if 

un ified control was authorized. Prominent among these im
provem ents were the following: "To equip both systems with 
electricity fo r a considerable distance near Boston, and by that 
m eans incr ease the convenience of travel and remedy the nui
sance of smoke. . . . To connect the South T ermina l Station 
in Boston with the North Union Station by a tunnel in which 
shall r un suburban trains from stations on one system to sta
tions on another." (Report of Commission on Commerce 
and I ndustry, page 13.) 

Relying on these representations the Legislature had gr anted 
the n ecessary authority. He believed tha t the New Haven 
road intended to do what it then agreed to do and had thus 
fa r proceeded in good faith and with commendable d iligence, 
and said th at under these circumstances an explanation was 
due as to why he thought compulsory legislation was necessary. 
I t was because the majority report of the Joint Board was 
of such a character that un less the State expressed its dissent 
therefrom and announced its intention to hold the company to 
it s professions, the company would have good ground fo r claim
ing that it should not be expected to undertake the work, It 
is true that the New York Central was not under the same 
obligation to make similar improvements, but it could not af
fo rd to lag behind, nor should it he permitted by delay or 
otherwise to place obstacles in the way. The two systems of 
the New Haven company car ry in and out of Boston six t imes 
as many passengers as a re carried by the New York Central 
in and out of Boston on the Boston & Albany Railroad. T he 
New Haven company was courageous and progressive. It 
proposed to undertake a work which would be epoch-making. 
I t should be encouraged, not discouraged; helped, not hin
dered ; commended, not declaimed against. 

Speaking fo r himself he be lieved that the time had come 
when the work should be definitely planned and promptly ca r
r ied into execution; that the act authorizing the construc
t ion of the Nor th and South tunnel connecting the t racks of 
the New Haven and Boston & M aine systems should be 
passed; that the city sh ould be given such authority as migh t 
be r equisite to en ab le it to build a highway on the same r oute 
with the tunnel ; that out passenger and freight te r minals should 
be r ep lanned so as to ut il ize to the best advantage the oppor
tunit ies wh ich electrificat ion offered, and that if the work as 
outlined by Vice-p res ident McHenry was carried out w isely 
and without wast e it wou ld prove increas ingly profitable to the 
company and a blessing to the whole community. 

PROFESSOR SWAIK
0

S REPLY 

Prof. George F. S wain then defended the conclusions of 
the majority of the boar d. He sa id that in its report a year 
ago the board had recommended the passage of a resolve 
provided fo r study by the ra il road companies, but had r ecom
men ded and suggested no compulsory legis lation. The r esolve, 
however, passed by the Legislatu re was in a di ffe r ent form and 
required the board to present a bill which should provide fo r 
the elect r ifica t ion of a ll r a il roads of standard gage in the 
m et ropolitan distri ct within a stated t ime. T his was the 
subj ect befo re the board. The majority had reached th e con 
clusion that it was wisest to enact no compulsory legislation. 
The second m in ority r eport agreed in this, but thought fur ther 
study of th e subj ect desirable. Th e first minority r eport 
thought that some legislation should be passed; with respect 
to electrifica tion it was r ather non-committal but suggested that 
the time for beginning the actual work should be fixed by the 
Gener al Court or by some public agency des ignated by it . There 
was not, ther efor e, so much differ ence be tween the report s as 
might be supposed, and he r eiterated the statement that the 
question which the majority had in mind was the suggestion 
of compul sory electrifica tion o f all lines within a stated t im e. 
The repor t had received the approval o f some o f the ablest 
electrical engineer s in the country. 

The majority agr eed that electr ification was desirable and 
physically practicable, but showed in its report why economical 
results from electrificat ion would not be secured under the 
plan proposed. Hence, the resolution, as originally proposed, 
would have fo rced an uneconomical development. On the oth er 

• 
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hand, if the roads should be left unhampered they could plan 
their electrification to such di stances as might prove profitable. 

He defended other conclusions made in the r eport and then . 
referred to the request of the New Haven R ailroad now be
fore the Legislature to build a tunnel unde r the harbor and 
electrify each end of it. He believed that if this permission 
should be granted the beginning of electrifi cation of the metro
politan district will have been seen, without necessity for fur
ther action, and he believed that nothing more was needed at 
the present time, so far as the New Haven railroad was con
cerned. As for the Boston & Albany, that company bad been 
expending large sums for a number of year s on permanent im
provements, and the Interstate Commerce Commission had 
admitted that the New York Central Railroad Company had 
thus far suffered a deficit of about $3,000,000 from the Boston 
& Albany lease. He thought that before the New Haven tun
nel was built the relations between the two companies, now 
apparently growing closer, might be closer still and the ter
minal r elations of the two might be different from what they 
were now. P ossib ly the Boston & Albany trains might use 
the tunnel. At all events the electrification of one road having 
begun and been allowed to develop naturally would lead in due 
tim e to the, electrifi cation of both. 

- ----~-----
CAR PULL-INS IN GREATER NEW YORK 

The Public Service Commission of the First D istrict, New 
York, is now issuing comparative monthly reports of the car 
pull-in s recorded by the electric street railways under its juris
diction. The accompanying t able, which gives the detail figures 
fo r February and resumes for J anuary, shows that excellent 
standards of service are being successfully maintained even 
during the winter. The table gives the seven large st reet rail
way systems in Greater New York, but for some reason no 

Railroad with a ratio of 0.44 per 1000 car miles in operating 
852,617 car miles; then the Metropolitan Street Railway with 
a ratio of 0.73 in operating 2,700,839 car miles, and last the 
Second Avenue Railroad with a ratio of 0.85 in operating 
255,044 car miles. 

The comparative ratios per 1000 car miles for January, 19n, 
were as follows : Coney Island & Brooklyn Railroad, 0.14; 
Union Railway, 0.15; Brooklyn Rapid Transit Company, 0.24; 
New York & Queens County Railway, 0.25; Third Avenue Rail
rnad, 0.60; Metropolitan Street Railway, 0.78; Second Ave
nue Railroad, 1.83. 

The classification of defect causes for February shows that 
the plows a re much more troublesome than trolley collectors. 
Thus plow troubles averaged from 21.61 per cent to 53.27 per 
cent of all defects, whereas the figures for overhead collectors 
were only 1.67 per cent to 3.03 per cent. 

----·♦·----

THE CONFERENCE ON GOVERNMENT CONTROL OF 
WATER-POWERS 

A public conference on water -powers and their control by the 
governmrnt was held under the auspices of the power trans
mission section of the National E lectric Light Association at 
the United E ngineering Bui lding, 29 West Thirty-ninth Street, 
:t\"ew York, on April 8. Afternoon and evening sessions were 
l1eld. A feature of the conference was the attendance of Sec
retary of the Interior Vv. L. Fisher, who explained the attitude 
of the present administration toward the development of water
powe r. 

The sessions were opened by Henry L. Doherty, chairman 
o f the transmission sec tion of the National Electric Light 
A.ssociation, who called attention to the fact that there are at 
present 37,000,000 hp available in the United States in water-

REPORT OF DEFECTIVE STREET CAR SERVI CE IN NEW YORK CITY FOR FEBRUARY, r~ rr. 
WEATHER, 50 PER CENT FAIR. 

Second 
Metropolitan 

Street Railway. 
% of 

Third Avenue 
Railroad. 

%of 
Total 

Defects. 
4.80 

18.39 
3.47 
1.33 

49.60 

Brooklyn Rapid Union Rail- Avenue Rai l- Coney Island & N. Y.& Queer:s 
road Company. Brooklyn Railroad. County Railroad. Transit Company. way Company. 

% of % of % of % of % of 
Defective No. of Total No. of No. of Total No. of T otal No. of Total No. of Total No. of Total 

Equipment. Defects. Defects. Defects. Defects. Def ects. Defects. Defects. Defects. Defects. Defects. Defects. Defects. Defects. 
Found 0. K.. . ......... r8 I 0.12 36 20. I I r.sr 8 7.62 
Car body............... 492 24.79 69 148 17.67 5 I 28.49 6 2.78 

25.44 
3.70 

53.27 

II 

34 
16.67 20 19.05 

Motor . . . . . . . . . . . . • . . . 2 6 7 13.42 13 
5 

186 

309 36.90 28 15.64 55 
8 

51.52 33 31.42 
Controller , . . . . . . . . . . . . ror 5.08 
Plow . • . • . • . . . . . . . . . .. 429· 2r.6r 

55 6.56 8 4.47 3.03 6 5.72 2 

rrs 
Fender ....... ........ . 
Wheelguard .......... . 4.38 IO 2.66 

7 o 84 
57 6.80 13 7.27 

3 2.86 
3 4.55 

Brake ................ . 22 5.87 79 9.43 21 11.73 7 ro.62 rs 14.28 
Truck ............. • • • • 

rr.94 
9.01 
r.91 
I.II 

6.75 

26 6.94 ros 12.5 I r6 8.94 

I 

24 
6 

0.46 
II.II 
2.78 4 6.05 6 5.7 2 

Air motor, etc ......... . 
Heater ............... . 
Registe r .............. . 
Trolley ............... . 

22 

134 

21 5.60 
I 0.27 
4 r.07 

45 5.36 
II r.31 

I 0.12 
20 2.38 

0.56 0.46 
IO 9.53 

I.SI 
2 I. 12 

3 r.67 
I I.SI 2 r.90 
2 3.03 2 r.90 

Totals . . . . . . . . . . . . . . . . . r,986 roo.oo 375 100.00 838 roo.oo 179 roo.oo 216 100.00 
255,044 
285,822 

66 roo.oo ros I00.00 
Mileage . . • . . . . . . . . . . . . . 2,700,839· 852,61 7 

962,885 
3,637,066XX 690,956 386,558 401,068 

Mileage previ ous month. 3,087,725 
Ratio pull-ins per r,ooo 

miles ...... . ...... . . . 
Ratio pull-ins per r ,ooo 

miles previous month ...•. 

.73 

.78 

* 149 cars pulled in for wheel troubles. 
xxSurface car mileage only. 

4,037,255 

.44 .23 

.60 

figures are given on the service of the New York City In ter
borough Railway, which operates 17 miles in Bronx Borough, 
and the three lines in Richm ond Borough, which operate a total 
of 64 miles. The table shows that the Coney I sland & Brook
lyn Railroad gave the steadiest service during February, as its 
run-ins in operating 386,558 car miles amounted to a ratio of 
only 0.17 per 1000 car miles. The next best record was made 
by the Brooklyn Rapid Transit Company, which had a r atio 
of 0.23 per 1000 car miles in operating 3,637,066 car miles. 
These companies are followed by the New York & Queens 
County R ailway and the Union Railway, each with a ratio of 
0.26 pull-ins for operating 401,6o8 car miles and 690,956 car 
miles respectively. It should be noted that all of the four 
leaders use the overhead trolley and so do not suffer from the 
plow defects which are so troublesome to the railways in Man
hattan Borough. 

The best Manhattan record was made by the T hi rd Avenue 

768,159 

• I 5 

.85 

r.83 

• .. 425,946 440,819 

.17 .26 

.14 .25 

power which can be developed at a cost which compares favor
ab ly with steam. Of this amount 3,500,000 only have been 
developed. The country is now annually using in excess of 
$200,000,000 of fuel that might be saved by the development of 
water-power. This cannot be undertaken to-day because of 
obstacles which are placed by the government and are of no 
benefit to the government or to the people. 

The chief paper of the session was by S. Z. Mitchell, who 
also attributed the lack of development of water-powers to the 
present government regulations, which grant only a limited 
franchise. For every dollar invested in generating stations a 
power developer may have three or four times that investment 
in his distributing system and the whole plant would neces
sarily be inoperative and useless in case of failure to secure a 
renewal of the grant. 

Secretary Fisher explained that the government was main
taining the existing status simply until a policy should be 
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decided upon. It is anxious to obtain all of the information 
a\'ai lable on the · subject and would welcome any data which the 
N ational Electric Light Association could supply. 

Calvert Townley, vice-president of the Connecticut Com
pany. '.:\ ew I-fa,· en , sent a written communication in which he 
stated there was considerable water-power in New England 
yet und eveloped and that all of the water-power developm ent 
a lready mad e had not pro\' cd sa tisfactory commercially. The 
imposition of high taxes upon water-powers retards develop
ment and increases the cost of energy to the consumer. 

Other speakers were J. R. l\IcKec, Richmond Lamb, J. G. 
White, John Bogart, C. F. Scott, R. D. Mershon, F. J. Sprague 
and D. B. Rushmore. 

As a conclusion of the mee ting a committee consisting of 
S. Z. Mitchell, R. D. Mershon, C. F . Scott, P. G. Gassler, 
M. A. Biedle and C. F. Wallace was appointed to formulate 
the resolutions express ing th e general opinion of the confer
ence. This committee reported the following resolution, which 
was adopted : 

"Rcso'7•ed, That 1t 1s the sense o f thi s meeting, convened at 
the instance of the power transmission section of the national 
body, that the National Electric Light Association should offer 
its co-operation with the leg islative and exec utive branches o f 
the national and State governments for the formulation o f a 
defin ite, constructive policy which will encourage the prompt 
and fullest development of our water-powers in the public 
in ter ests; and be it further resolved that to this end it is rec
ommended that the officers of the National E lectric Light .\ ,so
ciation appo int a committee or committees with power to act 
in t he pr emises, and to invite the co-operation of such engi
neering, commercial or other bodies as they may deem ex
pedient." 

---◄·♦·----

MEETING OF THE INTERURBAN RULES COMMITTEE 

T he interurban rules committee of the American Electric 
Rai lway Transportation & Traffic Association held a meeting 
at the Blackstone Hotel, Chicago, Ill., on April rr and 12. Those 
present were J. W. Brown, Aurora, Elgin & Chicago Railroad ; 
C. F. Handshy, Illinois Traction System; F. A. Boutelle, Puget 
Sound E lect ric Railway; W. H. Collins, Fonda, Johnstown & 
Gloversville Railroad; Alexander Shane, Indianapolis, Colum
bus & Southern Traction Company, and H. C. Donecker, secre
tary o f the association. 

Mr. Brown, chairman of the committee, in his opening re- · 
marks said that the meeting which was held in January was 
for the purpose of determining upon a plan of action. Th e 
committee had a very difficult task before it in drafting a 
code of rules that would be acceptable as a whole to all of the 
interurban roads. He believed that the committee was unani
mous in its approval of the plan of numbering the interurban 
rules to conform to the American Railway Association standard 
code. 

Mr. Handshy did not believe that it would be possible to get 
up a code of rules that would be suit:ible in their entirety for 
all roads. The majority of the roads needed as simple a code 
as the committee could compile and he was opposed to including 
in the code any rules that the electric railroads would not en
force. He thought the majority of roads could use the steam
road rules , but could get along with fewer forms of train 
orders. 

Mr. Shane said that the three roads comprising the Indian
apolis-Louisville route had just completed the compilation of a 
new code of rules. An endeavor was made to omit unnecessary 
rules wherever possible, a lthough the management r ealized that 
a code of rules was in the nature of a book of instructions for 
men who sometimes had very little experience or knowledge 
of railway operation. In the State of Indiana the Railroad 
Commissioners had made it compulsory to include some rules 
in the books used by the interurban roads operating in that 
State. These rules have been found very satisfactory. The 
new code of rules for the Indianapolis -Louisville lines con-

form ed ve ry closely to the Denver code. A number of rule 
books had been examined an d what were thought to be the best 
rules fr om each were copied. Mr. Shane thought that any 
standard code of interurban rules would have to be added to 
or subtracted from t o meet local conditions. Such a standard 
code, however, should contain all the fundamental principles. 

Mr. Handshy did not believe that the code of city rules should 
interfere in any way with the work of drafting a suitable code 
of interurban rules. 

The committee then proceeded to pass on the individual rules 
included in the Denver code. In the following notes of changes 
which w ere approved the references a r e to the rule numbers 
and wording of the D enver code. The committee intends, how
ever, to re-number all of the rules so as to make them con
form to the numbering o f th e A merican Railway Association 
standard code. 

GE N ERAL NOTICE 

The general notice contained in the Denver code was ap
proved, with the addition of Rule 8 to be inserted between the 
third and fo urth paragraphs. Rule 8 refers to the promotion 
o f the company's welfare by employees. 

GENERAL RULES 

The first sentence of Rule r was changed to read as fo llows: 
"The head of each department must be conversant with such 
rules as apply to his department, supply copies," etc. After the 
sentence ending "the action taken thereon" it was agr eed to 
insert the last sentence of Rule 3. The first sentence o f Rule 3 
will be eliminated. In Rule 2, after the sentence ending "obey 
the rules and special instructions," it was agreed to insert the 
second sentence of Rule S, and eliminate the first sentence of 
Rule 5. These changes entirely eliminate Rules 3, S and 8. In 
the heading of Rule 6 the word "correct" was stricken out. 

General Rule C of the 1910 code was sub stituted for Rule 7 
in the 1909 code. Rules 9 and ro were approved and also 
Rule II, with the following addition: "Employees must ex
amine and know for themselves that grab irons, brake shafts 
and attachments, running boards, steps and all other parts o f 
cars and locomotives which they are to us e and all mechanical 
appliances, tools, supplies and facilities of every kind of which 
they must make use in performing their duties a r e in proper 
condition. If not, they must put them so, or r eport them to 
the proper person and have them put in order before using." 

The last sentence of Rule 12 was changed to read as follows: 
"Politeness and courtesy must be continually practised by em
ployees. This will prevent controversy and complaint and 
greatly benefit the service." 

In Rule 18 the following sentence was added: "Conductors 
must enforce this rule." 

The last sentence of Rule 28 was stricken out. Rule 29 was 
revised to r ead as follows: "vVhen an employee is discharged 
from the company's service he shall not be re-employed by any 
department without the approval," etc. 

The remainder of the rules under this heading were appr oved. 

DEFINITIO NS 

Rules 50 to 76 were approved with a number of slight changes, 
among which were the following: 

The heading of Rule 51 was changed to " regular train." In 
Rules 57 and 58 the words "regular train" were substituted for 
"scheduled train." Rule 63 was ch anged to read: "Station: A 
place designated by name or number at which a train may stop 
for traffic." In Rule 69 the word "engine" was substituted fo r 
"motors." The last sentence of Rule 70 was omitted and the 
following clause, "and respon sible for the safe operation of the 
train," was added after the word "moved." 

The following de finit ions were added after the definition of 
a pot signal : 

Markers : Signals carried on the r ea r end of a train in
dicating that it is a train and that it is the rear end of a train. 

Classification Signals : Signals carr ied on the front end of 
a train to indicate that the train is a section of a train or an 
extra. 

Rule Sr, under the heading of standard time, was omitted. 
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Til\lETABLES 

Rules 84 and 85 were combined. In the last line of Rule 88 
the words "or below" were inser ted after the word "above." 

AUDIBLE SIGNALS 

Section K of Rule 99 was omitted. Rule ro2 was revised to 
read as follows: "In case of a breakdown or accident which 
disables a car on a railroad crossing not protected by an inte r
locking, the conductor," etc. 

Rule 16 of the 19ro interurban code was substituted for Rule,, 
ro3 and ro4 of the Denver code with the following modifica
tions: "Section c. Signals of motorman to conductor. Three 
bells by motorman is signal to conductor that he wishes to 
back the train. Section d. Four bells is signal to set rear 
brake." 

TRAIN SIGNALS 

In Rule ro7 the fo llowing clause was in serted after the first 
sentence: ''but must be concealed when train is clear of the 
main track." Rule II9 was amended to read as fol lows: "A 
yellow flag by day and a yellow light by night on the right
hand side of the track indicates that the track is in bad condition 
--- ft. in advance and t rains must operate at --- m.p.h. 
until they pass the same kind of a signal on the left-hand side 
of the track" 

SIGNALS 

Rules 121, 122, 123 and 124 were eliminated. In Rule 130 the 
words "but give no proceed signal" were omitted, and in Rule 
131 the word "crossing" was omitted after the word " regular." 

IVIOVEMENT OF TRAINS 

Rule 203 was amended to read as follows : 
"203. A train mu st not leave its initial station on any divi 

sion, or a junction, or pass from double to single track without 
order or clearance, and until it is ascertained from the dis
patcher whether all train s due have arrived or departed. 

"\Vhere a train regi ster is maintained it shall be the duty of 
the conductor to register and note carefully whethe r all train s 
due have arrived and departed." 

Rule 203a was elimin ated and Ruic 92 of the r9ro interurban 
code was substituted for Rule 204. Rules 205 and 208 were 
consolidated into one rule and Rule 2o6 was amended by strik
ing out the words "between reporting stations." In Rule 210 
the distance between fo llowing trains was left blank to be filled 
in by each road. Rule 212 was omitted and the last line of 
Rule 21 r corrected accordin gly. A ne\\· Rule 214 was approYed 
as follows : 

"214. T rains carrying signals to an intermediate poin t will 
re port to the dispatcher when arriving at that point an d will not 
take down signals or leave that point until the fo llowing sec
tion arrives, unless otherwise instructed. T he dispatcher will 
not in struct train carrying signals to proceed before the fo l
lowing section for which signals are carri ed arrives and until 
he has properly protected the following sections again st all 
opposing trains." 

Ruic 220 was amended by the add ition of the fo llowing: 
" The front end will go back to reconr the detached portion, 
running with caution following a flagman. The detached por
tion must not be moved or passed until the front portion 
comes back." 

Rule 222 was changed to read: ''Yard limits marked by 
proper boards may be established and within such limits the 
main track may be used, clearing fi r st-class train s as prescribed 
by the rules. All except first-class trains must move within the 
yard limits prepared to stop unless th e main track is known to 
be clear." 

In connection with Rules 256 and 258 the committee will insert 
the rules required by the Indiana commission under the cap
tions which are obligatory in Indiana. 

At the conclusion of the morning session on \ V ednesday Sec
retary Donnecker read a letter from the Canadian Street Rail
way Association asking what results had been secured in the 
attempt to standardize operating rules. 

-----·♦·----

An electric rai lway, 28 miles long, is to be constructed from 
Riki to Sujiwara, in Kiushiu, Japan. at a cost of about $750,000. 

A. I. E. E. MEETING AT TORONTO 

A meeting of the American Institute of E lectrical Engin eers 
was held on Friday evening, April 7, 19u, in the chemistry and 
mining building of the University of Toronto. T he meeting 
was called to order by Chairman E. Richards, of the T oronto 
Section, who introduced Secretary Ralph W . Pope. Mr. Pope 
made a few remarks on the work of the Institute. P resident 
Jackson was then introduced and presided during the mee ting. 

T he paper of the evening was presented by the author, 
William S. Murray, of N ew Haven, Conn., and was copiously 
illustrated with lantern sli des. T his paper is published in 
abstract elsewhere in this issue and was discussed by N. W. 
Storer and B. G. Lamme, of Pittsburgh. About roo members 
were present, among .those from a distance being President D . 
C. Jackson, Secretary R alph W. Pope, 'vV. S. Murray, of N ew 
Haven; J ohn Murphy, of Ottawa; H. \V. \ Veller, of Montreal ; 
H. P. Davi s, N. W. Stor er and B. G. Lamme, of P ittsburgh. 

---◄·♦·----

COUNTING ATTACHMENT FOR BAND SAW 
The const ruction departments of the Chicago Railways re

quire a great many wooden shims and wedges and these are 
cut from scrap timber in the repair shop wood mill. A large 
motor-driven band saw is used for cutting the wedges. To 
steady the work and get the wedges of uni fo rm size a beveled 
block is used to hold the wood while it is being pushed against 

Fare Register in Use as a Counter on a Saw Table 

the saw. As. these wedges are ordered se\'e ral thousand at a 
time some special means of counting them as they are cut has 
been found advisable. Accordingly an old fa re register has 
been rigged up for this use. T he register is mounted on a 
board which quickly can be clamped to the saw table. T he 
ringing arm of the register has been extended to a length of 
about 8 in. When the register is in place on the board thi s arm 
is in such a position that each t ime a wedge is cut it engages 
the jig which holds the work. By this m eans an accurate count 
is obtained without requiring any attention on the part of the 
saw operator. 

---.. ·•·----
EMERGENCY SUPPLY OF SAND ON CARS 

As a pr ecaution against sand hoppers becoming empty on re
mote sect ions of the line, the Bristol & Plainville Tramway 
Company, Bristol, Conn., keeps stored under the seats of each 
car 24 canvas bags fi lled with fine gravel. Two bags are suffi- . 
cient to fi ll a hopper. Special facilities have been provided for 
refill ing the bags at the carhouse. The substitution of fine 
g ravel fo r sand not only eliminates all tendency to form lumps 
in damp weather, but thorough t ests have shown that gravel 
gives better results in stopping a car on a slippery rail. 
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WRITTEN EXAMINATION FOR TRAINMEN ON CLEVE
LAND, PAINESVILLE & EASTERN RAILROAD 

\ V ritten examinations of trainmen have been substituted fo r 
oral examinations by the Cleveland, Painesville & Eastern 
Railroad Company, \,Villoughby, Ohio. 

J. C. Espy, superintendent of transportation, states th at hi s 
Dractice in the past has been to examine trainmen orally once 
a year. The quest ions asked th e men have been varied each 
year, with the obj ect of leading them furth er and furth er into 
questions of operation. Beginning with 1911, however, written 
examinations on the timetable and book of rules have been 
substituted. 

\Vhen oral examinations were given one or two men were 
examined at a tim e, but with the change which went into ef
fect this year each man examined was placed in a room by 
himself until he completed his answers to the question s. In 
the last oral examination 121 questions we re asked; in the writ 
ten examination there a rc I 16 qu est ions to be answered. The 
written exam inations are checked and any quest ions not an
swered in full or properly ar c taken up with the man individ
ually. 

Mr. Espy states that the men are bett er pleased with the 
written examination, and that he has been surprised at the 
evidence of thi s fact. The new policy has had the good effect 
of leading the m en to discuss the rules. 

----·♦·----

COMMUTATOR SLOTTING TOOLS 

Th e \,Vestinghouse E lectric & l\fanufacturing Company is 
making two types of commutator slotting tools, one type air 
operated and the other motor -operated. Both types are shown 

Electric Commutator Slotting Tool 

in the accompanying illustrations. Each of the slotting tools 
comprises a circular saw with adjustable rests for centering the 
tool. Guides which bear on the commutator face are ad justable 
on the guide bar of the too l, making it applicable to a large 

Pneumatic Commutator Slotting Tool 

range of commutator sizes. The guides also permit the depth 
o f slotting to be accurately adjusted and maintained. The 
pneumatic slotter is operated by an air turbine at a pressu re 
of 40 lb. to 80 lb. per square inch. The air turbine form s part 
o f the tool. The motor slotte r is satisfactorily operated by a 
¼ -hp motor rnnning at approximately 1700 r.p.m. A 5-ft. 
flexible shaft is provided fo r connecting the tool to the motor. 

TOMLINSON M. C. B. COUPLER 

The accompanying diagram shows the latest type of Tomlin
son M. C. B. coupler for electric cars. This coupler has been 
used on several electric roads for more than a year. The 
special feature of the coupler is the device for preventing the 
coupler from uncoupling from vertical displacement. 

The contour of the coupler head follows the ]VI. C. B. lines, 
but on electric cars some device is necessary to prevent vertical 
uncoupling at sharp changes in grade. In the coupler illu s
trated this is accomplished by the sliding lock marked F in the 
drawing and the r ecess Ii in the face of the knuckle. \,Vhen 
two coupler s ar e connected the sliding lock F seats itself in the 
recess n, where its vertical movement is limited. When this 
limit of movem ent is reached the sp ring drawbar carrier pro
vides all the additional fl ex ibility necessary. At the same time 
the coupler can intercouple with any other standard M. C. B. 
coupler. As will also be seen from the drawing, the draft gear 
has an offset which throw s the anchorage casting well up 
again st the sills of the car. This reduces the strain upon the 
litt ings. 
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Ohio Brass Company, which up to this time has been making 
the coupler for l\fr. T omlinson, and the Ohio Brass Company 
is now placing the coupler on the market. 

---•·♦·•~--

The \,Vinona Interurban Railway, Warsaw, Ind. , is improv
ing a public park a few miles north of Peru on the banks of 
Eel Rive r, with a view to increasing its patronage to the park. 
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STEAM TURBINE FOR DRIVING MODERATE-SPEED 
MACHINERY 

The De Laval Steam Turbine Company, Trenton, N. J., has 
developed a high- power, single-gear reduction system fo r dri v
ing d.c. generators and for direct connect ion to other moderate
speed machinery, such as centrifugal pumps and blowers. A 
typical example is afforded by the unit shown in the accom
panying illustration, Fig. 2. 

This set cons ist s of a multi -s tage turbine dri,·ing a 500-kw, 

Fig. 1-Gear and Pinion of Multi-Stage Turbine 

500 r.p.m, 250- , olt, d.c. Crocker- \Vhee ler inter-pole generator 
through a pinion and single gear. The speed of the turbine 
shaft is 3600 r.p.m. Steam is admitted to the turbine firs t 
through a stra iner case and then through a combined trip and 
t hrott le valve, to be seen at the extreme right; next through 
the adj acent gove rnor valve, and then, after passing through 
steam nozzles o f the standard De LaYal type, it impinges upon 
the blades of the first-stage wheel. Partial admission is use d 
in the first stage, but full admission in later stages . The 
buckets are non-co rrodab le and are du,·etailed into the rim. 

The wheels are mounted upon the shaft by split taper 
sleeves drawn tightly into place by internal nuts in the wheels. 
After the wheels are assembled a lock nut on the shaft serv es 

the periphery of the . diaphragm between the ti.rst stage and the 
second stage. These blades are made of 1'extruded" metal 
and are fitted onto the cast-iron diaphragm. The diaphragm 
itself is slightly dished in order to increase· its strength to 
withstand pressure, and to complete it a solid steel band is 
shrunk over the tips of the guide blades. The steel band is 
slightly wider than the ulades and diaphragm, and as adj acent 
bands touch each other a complete steel casing is formed which 
would effectually prevent the possible penetration of parts in 
case of rupture of the wheels. 

The packings surrounding the shaft at the high-pressure and 
low-pressure ends a re more elaborate. The high-pressure pack
ing consists of a long labyrinth, followed by four carbon 
packing rings. Any steam leaking by the labyrinth packing is 
piped to one of the intermediate stages of the turbine and 
utilized, while any steam leaking by the first carbon ring is 
taken to the exhaust outlet. The packing at the exhaust end 
of the turbine consists of three carbon rings, steam at reduced 
pressure being led in between the first and second ring from 
the outside, which is also done at the high-pressure end. Thus 
any leakage into the exhaust when vacuum is carried will be 
of steam, not of ai r. 

T he govern ing mechanism is in duplicate, that is, there is 
a speed-regulating governor and a speed-limiting or emergency 
governor. The former is mounted at the top of a vertical 
shaft driven by a worm gear from the turbine shaft. Through 
a system of two bell-crank levers and a connecting rod it con
trols th e movement of a vertical double-seated poppet valve 
similar to that used on standard De Laval turbines. To pre
vent damage to the valve by overtravel of the governor a 
~pring 1s inserted in the connecting rod. The same worm 
which meshes with the worm wheel on the governor shaft 
meshes with another worm wheel driving the tachometer. The 
lower end of the governor shaft is connected to an oil pump 
to supply the bearings and the pinion and gear. 

The emergency governor is located in the end of the tur
bine shaft itself and is ordinarily not in contact with the trip. 
This trip may also be sprung by hand. The valve spindle may 
be used as a throttle valve independently of the trip. 

The pinion and gear, perhaps the most important and inter
esting part of the const ruction, a re shown in F ig. I. The gear 
is of th e double helical or herring-bone type. The p1mon is 
cut from a so lid bar of stee l and is carri ed in plain babbitted 

Fig. 2-Multi-Stage, Single-Geared Steam Turbine Driving a 500-kw, 500 R.P.M., D.C. Generator 

further to secure them, while rotation of the wheels about the 
shaft is prevented by a key. The greater blade length re
quired by the increased volume of the steam as it proceeds 
toward the exhaust is secured both by reducing somewhat 
the diameters of the wheels and by increasing slightly the bore 
of the casing. 

Upon rebounding from the moving blades the steam again 
expands by passing between the guide vanes placed all around 

bearings supported in a rigid cast-iron frame, which also sup
ports the gear bearings. T he pinion bearings are lubricated 
by sight-feed oilers, the excess oil overflowing tci the wells of 
the gear bearings, which are ring-oiled. The gear consists of 
a solid cast-iron cen ter upon which two thick steel rings are 
shrunk. The lubrication of the gear and pinion teeth is ac
complished by jets of oil directed at the line of contact on the 
entering side. 
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PAY-AS-YOU-ENTER CAR SERVICE IN SAN FRANCISCO 

On March 19 the United Railroads of San Franci sco began 
to operate its Sutter-] ackson Street line with 10 new pay-as
you-enter cars. The Cli ff H0trse line is now being equipped 
with the new rolling stock and other lines in th e city are to fol
low. E ighty cars have been ordered fo r deli ve ry within the 
next six months. If this type proves a success the company 
will rebuild it s standard cl osed cars to 
adapt them for prepayment se rvi ce. .\ 
public inspec tion of the new car s was 
given at three prominent parts of the city 
fo r two cl ays prior to their entering the 
service. For several weeks before large 
notices and handbill s to illustrate and ex
plain the pay-as-you-enter system were 
posted in conspicuous places in the st ree t 
cars and throughout the city. 

the conductor's platform ouly the screen gates are closed. The 
conductor's di viding rail can be raised from the floor to the 
roof on two 2-in. stee l rods. Cash fares are recorded on 
Sterling-Meaker registers either by means of a foot-pin in the 
platform or by a hand-strap oYerhead, but tickets and trans
fers can be registered only by means of the handstrap. A 
push-button signal system is installed. 

The electri cal equipment was de sign ec1 especially for the 

The officials of the rail road state that 
the pay-as-you-enter idea bas thus far 
proved to be successful and a marked im
provement over the old style of car. The 

Exterior of San Francisco Pay-as-You-Enter Car 

only protest of note originating on account of the new cars 
came from the Carpenters' Uni on ( with which Mayor l\1cCarthy 
is affiliated) because the United Railroads does not allow large 
packages on prepayment ca rs. T he carpenters complained that 
they would have to hire an expressman to move their tool boxes 
from job to job. Hitherto they have been allowed to transport 
their tool boxes on the cars to and from work. The matter bas 
been referred to the District Council of Carpenters for action. 

A city ordinance compels the company to have on top of 
each car two square illuminated route number signs to dis
play the number designating the route. The figures can be 
plainly read in the night at a distance of two or three city 
blocks. Inside each car is a placard giving the names of the 
lines which correspond to the various route numbers. 

The new car bodies are of wood with a Ys-in. steel plate 
under the panels and were built by the J ewett Car Company, 
N ewark, Ohio. They are 47 ft. 6 in. over the bump ers and 
9 ft. wide. The body doors are of the double sliding type, as 
illustrated. The longitudinal rattan seating has a capacity for 
48 passengers. The power cables are carried in a conduit under 
these seats. An air suct ion sc reen, a GE-M.C. automatic gov-

Platform of San Francisco Pay-as-You-Enter Car 

ernor and air-operated sanders are also carried under the seats. 
· Th e motorman 's vestibule curtain rolls up ; when it is down 
two end cords with small catches are clasped to fas teners set 
in the platform floor. The gates on both sides of the m otor
man's plat for m are kept closed. T he left-hand gate is of the 
folding typ e, but the right-hand or front exit gate is a two
section screen, the forward section of which opens on hinges 
when it is manipulated through a lever by the motorman. On 

steep hill service of San F rancisco as well as for qu ick acce lera
tion. Four GE-216 50-hp interpole motors are mounted on 
Standard trucks. The K28-J controller is used on all the 
new cars. The air-brake equipment consists of a GE-C.P. No. 
27 compressor, M.C. governor, G.E. reservoir with safety blow
off valve and National Brake & Electric Company's motor 
man's valve and gages. A pressure of 75 lb. is used. The 
emergency handbrake is of the Peacock type. 

Among the specialties on these cars are ba ll-bearing trolley 
bases; Trolley Supply Company's "Ideal" catcher; Crouse
H inds Company's incandescent headlights; Hedley anti-climbers 
and Eclipse fenders. 

---•·•·----
LOS ANGELES REINFORCED CONCRETE TIE 

The Los Angeles (Cal. ) Railway has recently purchased 
from the McDonald Spiked Concrete Tie Company, of the 
same city, the right to use the McDonald reinforced concrete 
tie. Several hundred feet of track have already been laid 
\\ ith this tie in Los Angeles, and the railway is preparing to 
reconstruct S miles more in the immediate future. This con 
tract was made after a successful three years' test on a heavy
traffic spur of the Santa Fe Railroad. As shown in the ac
companying d rawing, this tie as built for street railway service 
comprises six ¼-in. twisted square steel rods (not riveted) 
having an elastic limit of 55,000 lb. per square inch; four ¾
in. galvanized sleeves or tubes fo r th e track spikes; two ¼-in. 
iron bed plates, and a concrete mixture, preferably consisting 
of fou r parts clean sharp sand and gravel, one part crushed 
stone and one part Portland cement. The manufacturer sug
gest s that the plates shall have a coating of asphaltum or coal 
tar after the tie is made and before it is placed in the ground. 
T he spikes should also be treated with similar anti-rust coat
ings. It is further recommended that the ties should not be 
used until about eight weeks after manufacture; also that 

Reinforced Concrete Tie 

they should be wetted twice a day for the first week, once a 
day for the second ,veek, three times a week for the next 
three weeks, but not at all for the last three weeks. 

Some experimental ties, 7 ft. x 8 in. x 6 in., were made 
in Los Angeles for $r.r8 each, but probably this cost could 
be lowered under favorable condition s. In any event, the fact 
that these ties are laid -4-ft. centers makes the actual cost per 
mile approtch that of the cheaper untreated wooden ti es. 
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News of Electric Rallways 
Program of Annual Convention of Arkansas Association 

of Public Utility Operators 

The foll owin g program ha s b ee n a rranged for th e a nnua l 
m ee tin g o f the A rka nsas A ssociati o n of Pub lic Utility Oper
ators, which is to be h eld at Little R ock o n May 3, 4 and 
S, I9II: 

MA v 3- IO.00 A. M. 
Registration of delegates and vis itors. 2.00 p. m., Paper , 

" Effect of N atural Gas Upon Muncipalities," by W. L. 
Wood, vic e-pre sident and general manager of the T exar
kana Ga s, Railway & Electric Lighting Company, Tex
arkana, Ark. 

Paper, ' ' Rate Ques tion A pplied t o Electric Li g ht & Power 
Companies, " by J. M. Hewitt, pre sident and general man
age r o f the Ma rianna E lec tric Lig ht & P ower Comp any, 
M arianna, Ark. 

Paper , "Water ," by \V. C. M cGuire, ge n er a l manager of 
the Wilson W a t er & E lec tri c Lig ht Co mpany, Arkad elphi a, 
Ark. 

Discuss io n. 
A utomobile ride fo r th e ladies to p laces o f interes t . 
T hea t er party a t M ajest ic Theate r. 

MAY 4- 10.00 A. M. 

Paper, '' N ew B u siness of Lig ht and Power Co mpanie s," 
by Minor Woodward. 

Paper, " The Railroad Bed Co n struction fo r E lec tri c Rail
ways," by D. A . H egarty, v ice-pres ide nt a nd ge n eral m a n
ag er o f the Littl e R ock R ailwa y & E lec tric Co mpany, Little 
R ock, A rk. 

Paper , "Rel;,. tion Be tween Co ntrac to r s a nd Ce ntra l Sta
tion Opera to rs," by F. C. Bragg, pres id ent of th e E le ctric ., 
Con struction Comp a ny, Little Rock, A rk. 

P ap er, "Municipal Pl ant s of A rka nsas," by W . H . \ Val
kup, manage r o f th e Municipa l E lec tric Light Plant, 
S earcy, A rk. 

Di scu ss io n. 
2.00 P. M. 

Paper, " Gen eral A ccounting Public Utility Co rporation s," 
by W . J . Tharp, auditor of the Little Rock Railway & El ec
tric Company, Little Rock, Ark. 

Paper, " Opinion s o f Variou s Ca ses in Vario u s States 
Affecting Public Utility Corp o ration s," by L. E . Sawyer , 
gen era l a tt o rney of th e H o t Springs \ Va t er , L ight & Rail
ro ad Co mpa ny, H o t Springs, A rk 

Discuss io n. 
Visit to power h o u se a nd sh o p s of the L ittle R ock R a il 

way & El ectric Comp a ny. 
Trolley rid e to Fore st P a rk by co urt esy of th e Littl e 

R o ck Railway & Electric Company. 
Informal banquet g iven by Cla ss " B' ' mem ber s of th e 

association. 
MAY 5-A. M. 

Executive ses sion. 
Election of o ffice r s and selec tio n o f place fo r next annua l 

c,nvention. 

Program of Annual Meeting of Pacific Claim Agents' 
Association 

The annual meeting of the Pacific Claim A g ents' A sso
ciation will b e held in Seattl e, Wash., on May 21 and 22, 

19II. The foll owing pro g ram of papers has been prepared 
for presentatio n a t the a nnual me etin g of the as sociation: 

"How Can the Public Be Be st Educated in th e Prev en
tion of Accidents ?" by Ge or ge Ca rs on, claim agent for the 
S eattle (Wash.) El ec tri c Company. 

" Should a Statem ent Be Taken from the Injured Party. 
and When?" by T. G. N ewman, attorney for the Whatcom 
County Railway & Light Company, Bellingham, Wash. 

" \Vhat Position Sho•·'d th e Pacific Claim Agents' Asso
c iation Take Regarding the H ooper-Holmes Information 
B ureau, and W h at Sort of an Information Bureau Can Be 

Established on the Pacific Coast?" by E. H. Odell, claim 
agent for th e T acoma Railway & Power Company, Tacoma, 
Wash. 

"The Best Meth od to Employ in Dealing with Grafters in 
Connection with Claims for Damages," by S. A. Bishop, 
cla im agent of the Pacific E le ct ric Company, Los Angeles, 
Cal. 

" The Organization of the Medical Department of a Large 
Street Railway," by T. A. Cole, claim agent of the Los 
Angeles ( Cal. ) Railway. 

" I s It Advisable t o Hold Out the Amount of the Physi
cian' s Bill in a Set tl em ent with the Claimant and Pay the 
Physician Direct?" by J . H. Handlon, claim agent of the 
U nited Railways of San Francisco. 

"What Is t h e Bes t Meth od to Be Adopted by the Associa
tion t o En li st as Memb er s l\for e of the Steam Roads?" by 
A. M. Le e, di st rict c laim ag ent of the No rthern Pacific 
Ra il road, S ea ttl e, W ash. 

"H ow Can \Ve Bes t D imini sh the Boarding and Alightin g 
.\ccidents?" by J . N . Hone, cl aim age nt of the Spokane & 
I nlancl E mpire Railroa d, Spokan e, Wash. 

Next Meeting of Central Electric Railway Association 

A t the sugges tion of A. L. N" ee 1·eamer, sec retary of the 
Central E lect ric Railway A ss ociat ion, ann ounc ement is 
m ade that th e n ext r egular meeting of the association 
will be h eld o n Jun e 22, 191 r, a m onth later than is custom
a ry. A t t he Jun e m eeting, w hich will be held at St. Jo
seph, M ich. , it is planned to h ave a n especially entertaining 
a nd pro fi t able prog ram. A s many railway men as poss ible 
ar e r equ este d t o a ttend the m eetin g in sp ec ial cars. 

Program of Meeting of Missouri Electric, Gas, Street Rail
way & Water Works Association 

The foll owing pr ogra m has bee n announced for the 
fif th annua l conve n t ion of th e Missouri Electric, Ga s, 
Str ee t Railway & \\Ta t er Works A ssocia tion, which is to be 
h eld a t th e J effe r son Hotel, St. Louis, Mo., on April 13, 
q a nd rs, 1911: 

APRIL 13-MORNING SESSION. 
Co nven tio n called to o rd er . 
A ddr ess o f w elc ome. 
Respon se-R. J. Irvine, president. 
R ead in g o f minutes of last meeting. 
Elec tion of new members. 

AFTERNOON SESSION. 
Pap er , "Centrifugal Pump s," by \V. H. Reeves. 
Paper, "Lubrication," by Prof. H. B. Shaw. 

EVENING. 
Banqu et at Jefferson Hotel. 
Theater fo r ladie s. 

APRIL 14-MORNING SESSION. 
Paper, " The Illuminating Engineer." 
Paper, "The Electric Vehicle," by Herman Spoehrer. 
Paper , "Ornamental Street Lighting," by N. J. Cunning-

ham. 
AFTERNOON SESSION. 

Paper, "Coal and Water Ga s," by P. A. Bertrand. 
Paper, "District Steam Heating," by Hal. C. Kimbrough. 
Automobile ride for ladies-from Jefferson Hotel. 

EVENING. 
So n s of Jove Rejuvena tion at U nio n E lectric Light Power 

Company's office. 
APRIL IS-MORNING SESSION. 

Executive session. 
Inspection of Ashley Street plant and other property. 
Lunch at Ashley Street plant. 

EVENING. 
Theater party, to meet at the Jefferson Hotel. 
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Spring Meeting of the A. S. M. E. 

The spring meeting of the American Society of Me
chanical Engineers will be held at Pittsburgh, Pa., May 30 
to June 2, 19rr. The headqua rters of the society during th e 
m eeting will be at the Hotel Schenley, but the profess ional 
sess ion s will be held at the Carnegie Institute, whi ch is 
c lo se to the hotel. The first se ssion for the presentation 
of papers will be on the morning of May 31. The subject 
will be "The Mechanical Engineering of Cement Manufac
ture." After the pre se ntation of the paper tho se in attend
a nce will have an opportunity to visit th e plant of the 
Universal Portland Cement Company. The special train 
to this plant wi ll stop at East Pittsburgh to permit memb ers 
to visit the Westin g house works. On th e evening of May 
31 there will be a ses sion on machine shop practice at which 
the subj ect of assemblin g small machine part s and the de
velopment of milling cutters w ill be di sc usse d. 

On the morning of Jun e I th ere will be a short session 
with miscellaneous papers, after which an excursion on th e 
river is planned. On the evening of June 1 there wil l be 
a reception and dance. On the m ornin g of June 2 papers 
will be presented which r elate to s tee l works machinery 
with special referenc e to bl owin g engin es and forgin g 
presses. The convention will close on the afternoon of 
June 2 with exc ursions . A session is also planned for the 
gas power section. The manufacturers of Pittsburgh have 
extended invitations t o their work s, and E. M. Herr, chair
man, and E. K. Hiles, secretary of th e local committee, 
have under way an ex tensive program fo r entertainment. 
Previous to this meeting the American F oundrymen's As
sociation is to convene in Pittsburgh and an exhibit of foun
dry appliances, under th e auspices of the association, will 
be held. The Internat ional A rt Exhibit at th e Carnegie 
Institute at Pitt sburgh will be open at the time of the m eet
ing of the Am erican Society. 

Franchise Negotiations Begun in Toledo 

Actual negotiations between the City of Toledo, Ohio, 
a nd the Toledo Railways & Light Company for a new grant 
in that city were begun on the evening of April 6, 19II. 
Mayor Brand Whitl ock rep re sents the city and President 
Albion E. Lang represents the company. A meeting was 
held on the evening of April 4, 19II, but owing to a mis
understanding in regard to ·the proposed basis of negotia
tions th e company substituted a communication for personal 
representation. The only thing done at that meeting wa s to 
draft a reply to this letter. 

Mayor Whitlock consented to consider the question of 
fare last, as the company insisted that it would regard any 
negotiations as use less with the rate of fare fixed in the 
beginning. Both sides agreed to accept the Schreiber 
ordinance as a basis for the negotia ti ons. The terms of 
the agreement as fixed by the representatives of the city 
and the company are to be submitted to the voters of the 
city for acceptance. 

At the me eting on Apri l 6 Mayor Whitlock said among 
o ther things : "We meet to negotiate the transportation 
problems of the city. We approach the subject with th e 
desire to do justice to the city and no injustice to the com
pany. The task will be tedious and laborious, and yet in a 
way simple. W e hope to continue the work until the prob
lem is settled." 

Replying to the Mayor, President Long said in part: 
"We ought to be able to come to a speedy conclusion. We 
are here as business men to talk to business m en. I see 
no objection to the use of all the information we have. W e 
are not here to drive a sharp bargain. This community 
should get better advantages from the contract than was 
possible 25 years ago, because the capital invested then ran 
the risk of changes which could not be foreseen. To-day 
the future of American cities is assured. The change from 
the horse car to the electric car was greater than will be 
made in land transportation in the future. There always 
will be chanc es for economy. The situation is one to be 
worked out for the greater advantages of Toledo and of the 
company. We have passed the day of competition in street 
railways and are ready to conform to the program of the 
Council. We will meet every day and all day or every 

ni ght a nd all night, as de sired. We a re anxious to have 
thi s pushed forward as rapid ly as pos sib le." 

The first que stion considered on the morning of April 7 
was the term of t he franchi se. T he Sc hreibe r draft placed 
it at 12 yea r s. President Lang believed that the n ecessities 
of financing demanded a grant for 25 yea rs. Mayor Whit
lock stated that 12 years was too short and suggested 20 
years. Mr. Lang sa id that abou t three years wou ld be re
quired to r ehabilitate the sys tem and that the longer the 
term of th e g rant the cheape r money could be secured for 
th e n ee ds of th e company. He believed that the people 
p refe rred good se rvice, even though th e fare might not be 
so low as coul d be given with indifferent se rvic e. The 
Mayor agreed with him in this. The question of len gth of 
term will be taken up agai n . 

Th e company agreed to surre nder all existing franchises 
on th e receip t of a new g rant properly phrase d by t he attor
n eys. lVIr. Lan g obj ected to th e provision that in case of 
doubt th e ord in ance should be construed liberally in favor 
of the city. This was left for future consideration. The 
parties to the negotiati ons concurred in th e suggest ion that 
in the case of certain parallel t racks one of them should be 
abandoned. The attorneys are to arrange a section of th e 
g rant t o fo resta ll suit s by citizen s to prevent such abandon
ment. Mr. Lang said th at the part of the Huron Street 
lin e on Chase Street oug h t to be abandoned and that grade 
crossings shou ld be eliminated as soon as possible. 

Attorney Fu ller stated that the section in the tentative 
grant g ivin g the city power to r egulate the laying of tracks 
and specifying the kind of rails to be used was too broad 
and that future councils mig h t be disposed to take advantage 
of it t o the detriment of th e company. The company also 
objected to the c ity spec ifyin g fende r s and other safety de
vices. Th e company fe lt that it should have a certain 
amount of freedom in the adoption of the b est and most 
economi cal devic es. 

Mr. L ang obj ected to th e secti on of the tenta tive draft 
which gives the city the right t o grant j oint us e of tracks to 
other companies. He said that such a provi sion was fatal 
and that an agr eement could not . be r eached so long as thi s 
remained. Mr. Schreiber thought that the city sh ould haYe 
th e right to grant th e use of half th e tracks to an other com
pany, although th e State law permits a new company t o u se 
only one-eighth of the trackage of an operatin g company. 
Mr. Lang replied that the t endency is to develop a single 
system with uniform fares. The question was passed fo r 
future consideration. The sect ion 0f the d raft relating to 
consolidations was amended so as to g ive the city supervi
sory powers only over operation, although it will prevent an 
increase of fares through such a st ep. 

It was under stood from the resolution adopted by the 
City Council on the evening of March 31, 19n, th a t the 
administ ration intended to begin the negotiations with th e 
far e at 3 cents and representat ives of the company were no t 
present at the m ee tin g of the Cou ncil committee of the 
whole on the eve nin g of April 4. On thi s account Mr. L ang 
dispatched a communication in which it was stated that 
negotiations were out of the question if th e rate of fare 
was retained at 3 ce nts as fixed in the Schreiber draft, but 
that the company was willing to proceed along the lin es 
laid down in the letter written by Mayor Whitlock on Dec . 
15, 1910, in which it was stated that th e di scussion of fare 
would be left t o the la st. This lett er from the company 
under date of D ec. 15, 1910, was published practically in full 
in the ELECTRIC RAILWAY JOURNAL of D ec. 31, 1910, page 1287, 
ar:d was subsequently approved by the City Council. After 
reciting the correspondence between the company and th e 
city which passed under date of Dec. 15, 1910, Dec. 24, 19 10, 
and D ec . 29, 1910, l\Ir. Lang concluded his letter of April 4, 
191r. as follows: 

"It w ould be absolute ly futile for this company t o ent er 
up on a discu ss ion of any ordinance fixing a 3-cent fa r e. T o 
do this would simply be to mislead the people of Toledo as 
to our pos1t1 on. U nder a proper sys tem of unive rsal tran s
fers we cannot carry pas sengers for 3 cent s, and if we cor
rectly int erpret the r eports of your acc ountant s th ese re
ports themselves demon strate that fact. Three-cent fa r es 
have not be en successful in any American city and cannot 
be made so in Toledo. 'Ne do not think it wise or proper 
to reduc e the wage s of our m en o r impair our se rvic e in a 
vain attempt to carry passen ge r s with unive rsa l transfers 
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fo r 3 c ents, a s is p ro pose d in t he t entative ordin ance sub
mit!ed to Council. W e a re r eady, however, to t ak e up the 
subJ ect a long the lin es laid down in the a bove-m entioned 
correspondence. " 

After so m e discu ssion t he committe e formul ated an d sent 
t o the company the fo llowing r eply, which resulted in the 
beg innin g of negotiations on April 6, 19 11: 

"The committ ee of t he w hole of Council h as rece ive d your 
lett er of A pril 4, 1911, in w hich t he Toledo Ra ilways & 
Li_g ht Compa ny r enew s its accep tance of t he proposals con
tam ed in th e administra t ion 's lett er of D ec. 15, 1910, and 
states its r ea dine ss to take up t he subject al ong the lines 
la id down in that lett er . The lett er of Dec . 15, 1910, r eferred 
t~ _r eiterated the adminis t ra tion 's view s as to t he p rac tica
bili ty of 3-cent fares a nd propose d a line of n egot ia tions in 
w hich t he w hole qu estion would be publicly disc ussed b e
twe_en negotiators for th e company and th e city, leaving 
un til the end the qu est ion of va luation s and of fare. The 
resolu tion adop ted in t he committee of t he whole Council 
o n Mar ch 31 , 1911 , informed your company tha t the city 
wa s prepared with memoranda fo r its ne gotiations an d again 
r~p~ated t he admi~istration' s w illin gness to t ake up nego
tiat10n s a long t he Im es lai d down in letter of Dec . 15, 1910. 

"Your company's let ter of to-day ra ises ce rta in. qu estion s 
as to t he co ntent s of t hose m em oranda. W e kn ow of no 
reaso n why these obj ec tion s cou ld no t be con sidered in th e 
negotiation s as p ro posed by th e city and twice a cquiesced 
in your com pany. 

"The co mmittee re pea ts tha t it is r eady to p roc eed with 
negotiation s along the lin es laid down in letter of Dec. 15, 
1910, and wi ll m ee t at the Coun cil c hamb er on t he evenin o
of April 6, 1911, at 7:30 o'clock, a nd t he negotiat or fo r th: 
city will be r eady a t t hat t im e to m eet th e negotia to r for 
your company. If your co mpany is no t t hen r epr esented 
t he committee w ill t ak e such ot her ac ti on in t he premises 
as it m ay d eem advisabl e." 

Details of Philadelphia Rehabilitation Program to Be Made 
Public 

A h earin g wa s h eld befor e t he fi na nce committee of th e 
City Coun cils of Phila delphia on Ap ril 5, 19 11 , at w hich th e 
que stion of th e use of th e proceeds of the $10,000,000 loan 
pr oposed by th e P hilade lphia Rapid Transit Company was 
considered. E. T. S totesbury, of Drexel & Company, Phila
de lphia, P a.; T. E. Mitten, p r esiden t of the Chicago City 
Railw ay ; Cha rles 0 . K ru ger , p r es ident of the Philadelphia 
Rapid Tran sit Com pa ny, and other office r s of th e company 
a t tended. Mr. Mitten pr ese nted th e fo ll owin g st a tement, 
which show s tha t it i s proposed to spend $n,ooo,ooo before 
Ju ne 30, 1916: 

" After providin g for the r efunding of pr ese nt outstand
in g capital obl igations o f about $1,600,000 ·maturin g durin g 
t he next five year s, t her e will remain from the proceeds of 
th e proposed $10,000,000 bond issue approximately $8,000,000 
of new m oney ava ilabl e for t h e compa ny 's requi r em ent s. 

"It is es timat ed t hat wor k to be com pleted durin g the 
5-year period ending June 30, 1916, w ill be as fo ll ows: 
"Thirt een hundr ed cars of the mo st modern type .$6,500,000 
"O ne hun dred a nd fift y mil es of heavy standard 

track to be required to r epla ce ·worn-out 
t r ack s . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . 4,500,000 

''Total cost .. .. ... ... ...... . ........ $11,000,000 
"Approxim ately one-half of th is am ou nt , say $5,500,000, 

r epr esents th e additional co st of new ca r s a nd track over 
tha t which is to be repl aced, and, th er efor e, is a proper 
charge to capital account . 

" The r em aining $5,500,000 should be charged again st cur
re nt earnin gs t hrough th e renewal a ccount , t h e company 
th ereby main ta ining the physical in tegrity of t h e proper ty 
out of earnings, as it sh ould. 

"Aft er dedu ctio n of $5,500.000 fo r ca pita l ex pe nditures, a s 
above, there sh ould remain about $2,500.000 ava ilab le for 
o ther improvements, including additional power require
m ents and ex ten sions." 

The members of th e committee w ere of the opin ion that 
a statement should be submitted sh owin g mor e in d etail 
t h e w ork which it is intended to do , and Mr . Stotesbury 
agreed to submit su ch a statem ent. Thi s h e did on Monday, 
April I I. 

A t t he m ee ting on Apr il 5 M r. S to tesbury sa id: 
"Th e whol e thin g is t his : I was asked to g o int o th e 

board, and I co nsider it a p u blic duty I 9we the company, 
now that I have acc ep ted th e t ender, to help the situation. 
Th e_ compa n_y ha s t o g_et. th e money. The Philadelphia 
R~p1d Transit Compa ny 1s m curring the obligation; the city 
will not have to pu t up a cent. With Councils' consent to 
the loan th e property w ill be t aken care of. I fe el sure that 
it can be r ehab ili t ated. 

" Heretofor e the p r operty has not been taken car e of as 
it shoul d hav_e bee n. T h er e ha s bee n set as ide only 12 per 
cent fo r ma km g adequa te p rovision s t o take care of the in
cr ea sing busines s ; t his should be increase d to 15 per cent. 
T he . compa ny needs power, but it ha s not the money to 
ge t I t. 

"If t h is mon ey is no t put up the company will drift and 
things will become wor se. I d o not wish to cast any dis
cr edi t on th e securities. I d esire to see th em increase in 
valu e. T he company ha s no cr edit to en a ble it to borrow· 
the U nion T r action Company guarantees the proposed loan'. 
If t he money is no t forthcomin g I do not know what the 
ma nagem ent will do. 

" Both t he P hiladelphia R ap id T ran sit Company and the 
U nion Traction Co mpa ny have voted to fl oat the loan. A 
vo ting tru st has been estab lished for fiv e years. If Coun
cils are wi ll ing to g ive their con sent I will g et the best 
people I can to run the prop erty. A s I see it now there 
should r esult a c ha nge fo r the better." 

T he directors o f t he P hiladelphia R apid Transit Com
pany have decided t ha t the r eque st of the committee of five 
employ ees of th e company for an increa se in wage s to 28 
cen t s an hour cannot be g ranted at this time. 

The Proposed Changes in the Cleveland Ordinance 

Samuel E . K r am er , t he new chairm an o f th e street rail
way comm ittee of th e City Council of Cleveland, introduced 
a n or din~nce in the City Council on th e evening of A pril 3, 
191 I , wh ich embodies a number of th e change s in the Tayler 
gr ant w hich wer e d iscus sed by the special committee of th e 
Chamb er of Comme r ce. It was prepared by Street R ailway 
Co mm is sio ner D ahl a nd is said to be merely a tentative 
draft upon which to ba se the am endments that are neces
sary to th e success of the gran t. U nd er th e ordinance th e 
company may a t once sell bo nd s to secure fun ds for better
m ents a nd exte nsions. T he s to ckh ol der s will be protected 
by a change in th e basis upon w hich t he city may ac quire 
the p ropery a t the end of t he fr anchise period, th e stock 
va lue be in g substituted for an appra ised value . The city 
is g iven the right of initiative in ex ten sion s and betterment s 
and m ay take a more im por tant par t in a r bitration of dis
putes betwee n t he company and employees by appointing 
t he com pany's mem bers of t he board of arb itration. N o 
change has been made in the ra t e of fare. 

M embers of the commit tee o f th e Cham ber of Commer ce 
w hich has been considerin g p r oposed changes in the fran 
chise were surpri sed when Stree t R ailway Commissioner 
D ahl introdu ced in the City Council on th e evening of 
April 3, 191 I , an or din ance amendin g the g rant. M r. Dahl 
inform ed Chairman F rederick H. Goff tha t he wished to 
present a tentative draft to form a basis u pon which the 
Council could work when the r ecommenda tions of the 
special committee were r eceived. F or a time it appeared 
a s if th e special committee and the Cham be r of Commerce 
would drop the m atter en tirely, but it is probable now that 
th ey w ill make their repor t w ithin a short time. The Dahl 
am endment would authorize the city t o purchase the prop
erty at the ex piration of t he franch ise a t th e value indi
ca ted by the capital stock, in stead of at an appraised value 
·plus IO per cent. This, it is believed, w ould take care of 
t he fra n chise value, which wa s not provided for in the 
original grant, and keep the valu e of th e s tock at par, so 
t hat stockholders would not suffe r any lo ss if the city 
should d ecide to purchase t he p ro perty or name .. a purchaser. 
I t would al so enable the com pany, it was argu ed, to secure 
funds for improvem ents throug h th e sale of stocks or bonds. 
The maximum r ate of far e w a s retained under the pro
posed ch ang es a nd th e right of the city to purchase at any 
time at th e capital va lu e p lu s IO per cent was left undis
turbed. 
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P ro f. E dward W . Bemis appea red befor e th e specia l com
mittee of the Cham ber of Commer ce in a p r ivate confer ence 
o n Ap r il 7. He s ta ted tha t a sur p lu s of $ IO,ooo,ooo woul d 
accumulate in the 15 yea rs o f operation u nder t h e T ayler 
plan. He based hi s con clusion s upo n a 4 per ce nt in cr ease 
in th e popul a tion com pound ed yearly and a n 8 per cent 
compounded traffic increase. Secr etary D avies of th e com
pany m ade th e am oun t one-fourth as much. Warren Bick
nell a nd A. B. DuPont w ill be consulted befor e t he r eport 
of th e com mitt ee is mad e. 

Judge E step of t h e Commo n P leas Court has d eclared 
legal th e fra n chises g ra nted t h e Cleveland U nder groun d 
Rapid Transit Company. T h e court h eld t hat th e u nd er 
g round rig hts a r e no t subj ect t o th e s ta tutes govern ing 
street ra ilways, but com e under t he head of t hose govern ing 
s team railroad s. In r ega r d to t he a ll ega t ion t hat a pas sen
ger t erminal under th e Publi c Sq uare would in va lidate the 
city deed to the property t he Court ruled tha t an un der 
g round improv em ent of t h is kin d would no t viola t e any of 
the limitations imp osed by t h e donor of th is property. A t
torn eys for Geor ge B. Harri s, who brough t th e su it , s ta te 
that th e case will be appealed. 

The Kansas Utility Law 

The Governo r of Ka nsa s h as sig n ed th e bill t o cr ea t e a 
public utilities commiss ion to succeed th e Railroad Comm is
sion of K ansas, the pa ssage of w hich by the L egislature 
was mention ed in th e ELECTRIC RAILWAY J ouRNAL of March 
18, 19n. The offici a l ti t le of the new body is the "Public 
Utilities Commission for t h e S ta t e of Kansas." It is given 
authority to supervise and contro l a ll the public u t ilities 
and common carri ers in Kansas, including street railways, 
suburban railways a n d in te rurba n r ailway s, and all the 
powers of the Rail road Comm iss ion of Kan sas ar e ves ted 
with the new commission. 

Th e officers of th e R a il road Comm iss ion a re to r eta in 
their respective o ffi ces fo r t h e t erms for which th ey wer e 
elected. Ther eaft er th e public utilities comm ission is t o be 
composed of three commi ssioners to be appoint ed by t he 
Governor with the consent of th e Senate. O ne of t he m em
bers of th e comm iss ion is t o be a busin ess ma n an d an other 
is to be experienced in t h e ma nageme nt a nd oper at ion of 
a common c a rri er or pub lic ut il ity. Th e fi r st appointees t o 
the public utitlities com miss ion a re to se rve one yea r , two 
years and three years, respec tive ly. U pon th e ex pira tion 
of their term s commissioner s ar e to be app ointed for three 
y ears. After th e expiration of t h e t er m of t h e prese nt 
m embers ea ch member of t he commission is t o d raw a 
salary of $4,000 a year. No t m or e th an two m embers of 
th e comm iss ion are to be of th e sa m e political part y. 
T he re is to be a secreta ry to t he commiss ion, to receive 
the same salary as th e secretary of th e p r esent R ailroad 
Commission. T h e attorney of t he Rail road Commission is 
hereaft er t o be th e attorney fo r t he Publi c Util ities Com m is
sion, and is t o r eceive a sala ry of $2,500 a year. N either 
the com miss ioners nor the appoint ed officers of t h e com
miss ion a re to b e int erest ed fi n an cia lly in any r ailroad or 
oth er common ca rrier or pub lic u t ili ty. A n exp ert rate cler k 
is t o be employed at th e salary of n o t mor e than $5,000 a 
yea r. 

T he commis sion is empowered to require any cor poration 
u nder its jurisd iction to establish and mainta in joint ra t es. 
All co rpor ations under th e juri sdiction of t h e commiss ion 
a re t o fi le w it h t h e com m issi on copies of all sch edul es o f 
ra tes, j o in t rates, toll s, fares , charges affect in g t raffic, a nd 
to furni sh th e commiss ion with copie s of all rul es , re gul a
t ions , etc. T he commission is empowered to prescrib e 
reasonable ru les an d re gula tion s in regard to t he p r inting 
and fi ling of all schedules, tariffs and c lassifica ti on s of all 
r ates. T h e commission is empowe red t o invest ig ate all 
r a t es an d charges, and to or de r sub stituted th er efore such 
ra t e or rate s, fares , toll s, charges, etc., as sha ll b e ju st 
an d reasonable. A ll or ders an d decisions of th e com mi ssion 
a re to become effective 30 days aft er service. Public util
ities ar e not to put any chan ges in to effect wi th ou t th e 
consent of t h e commission , and not until 30 days a ft er th e 
proposed ch anges have been auth ori zed by t h e commi ss ion
ers. A ny cor por ati on which takes ex cepti on to any ru ling 
by th e commission is to comm en ce act ion in court agains t 
the commission w ith in 30 days from t h e tim e t he o rder by 

th e commi ss ion is made. .1 \ ppeal may be taken to the 
Suprem e Court of t h e State. Deta iled repor ts of the finan
cia l co nd iti on of th e compa nies u n der t he j urisdiction of the 
commi s!:> io n a re to be furn ished to t h e cumm ission in such 
form a nd a t such times as th e commi ssion sh all require. 
On S ept. 15, 1912, an d on Sep t. 15 of each yea r t hereafter 
the compa nies a re to transm it to t he commiss ion a state
ment giving in d etai l affairs of th e company for t he period 
end ed on June 30 pr eceding. A ll is sues of stocks and bonrl.s 
a re subj ect to th e approval of th e commi ss ion. Reports of 
a ll ac cidents a re to be telegrap hlcl to t he commission and 
the commiss ion is empowered to inqui r e in to a ll acci dents. 
T he law t akes effec t on its pub lication in t he statute horJk . 

Extensions in Detroit 

A t its r egul ar m eetin g on the eveni ng of April 4, 191 r, 
th e Common Coun cil of Detroit, Mich., adopt ed a re so lu
tion granting th e D etroit U nited Ra ilway t he ri gh t to ma ke 
the ext en sion agr ee d upon by M ayo r T hompson, Corpora
tion Counse l H ally a nd P r esi d ent Hu tchin s of t he compa ny 
some days previously, as me ntion ed in th e issue of the 
ELECTRIC RAILWAY J ouRNAL of April 8, 1911, page 645. The 
res oluti on g ives th e compa ny th e rig ht to build ex ten sio ns 
on Hamilton Boulevard, Mack A v enue and Ch en e S tree t and 
to constru ct th e proposed Brush Stree t loop. One m em ber 
of Coun cil obj ected to the compan y being given th e rig ht 
to cha r ge a far e of fiv e cent s o n certain cars that w ill 
traver se a portion o f the Beaubien Stree t route. The com
pa ny ha s been reque sted to build a north and south lin e 
on J u nction Avenue. 

T h e 20 la rge open cars reconverted into cars of th e pay
a s-you-enter type were put in operation on the Jefferson 
Avenue lin e on April 9, 1911. Th e longitudinal seats have 
been r eta in ed in the reco nverted cars , but the n ew cars 
wh ich have been ordered will be fi tt ed with cross seat s. 
T hey w ill also have folding steps. The car crews -will be 
ins tru cted not to open t he doors until the cars are s topped. 
Conductors will be furnished with hand fare boxes to tak e 
the fa r es of passengers who ride beyond the city limit s. 
T h e r egular city fares will be dep os ited in the fare box as 
the pas sengers enter. 

T h e Detroit Federation of Labor has sent a letter of 
protest to the Common Council again s t allowing th e ca rs 
of t he Michigan United Ra ilw ay into th e city over th e 
t racks of t h e Detroit United Railway . Labor inter es ts in
s is t that th e company sh ould ent er int o proper agreement s 
with the City Council befor e it s car s a r e allowed to com e 
into the city. 

Fiftieth Anniversary of the Mas sa chusetts Inst itute of 
Technology 

T he fif ti et h anniversa ry of th e establ ishm ent in 1861 of 
th e l\ Ia ssachusetts I nstitute of T echn ology at Boston, Mass., 
w as ce leb ra ted April IO-I I, 191 I, in that city. The princ ipa l 
functi ons con sisted of th e read ing of paper s by prominent 
a lumni a nd professors of th e in stitute and me etin gs of t h e 
alumni an d gues t s on th e eve nings of April IO an d April r r. 
The papers r ead w ere divided into six sections, as fo llows: 
( 1) " R ecent Industri a l D eve lopmen ts," Professor Dugald C. 
J ackson pr esiding; (2) "Techn ologi cal Educa t ion in Re lat ion 
to Indust ri al D evelopment," Professor A rthur A. Noyes 
presiding; (3) " S cienti fic A dministrati on and Management," 
Dr. D avis R. D ewey pres idin g; (4) "Sc ienti fic Investig·ation 
and Cont ro l of I ndustria l P rocesses and Mate ri als," Pro
fesso r William H. Wa lker p res idin g: (5) "Municipal and 
Indust ri a l Sa nita t ion," Professor William T. Sedgwick p re
sidin g, and (6) "Ar chitec ture," P rofesso r F. \V. Chand ler 
pre siding. The presenta tion of th ese pages was preceded 
on April IO by a ge n eral m eeting at w hich P resident Mac
laurin gave an a ddress on " Som e Facto rs of th e Institute's 
Success." Th e ban quet on April I I was held at Symp hony 
Ha ll and th e din ne r a rrangem ent s were in charge of Charles 
C. P eirce. of t h e class of '86. 

At th e ban quet Tuesday eve ning P res ident Maclaurin said 
tha t three sit es with in easy di s tan ce of t he present location 
had b ee n offe red for th e new buildings of t he Institute and 
sever al furth er away . Li eutenant-Governor Frot hingham 
spok e o f t he ben efit w hich t he In sti tute had been t o the 
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State and said that he and the Mayor of Boston had agreed, 
if the Governor was in doubt in r egard to sign ing th e pro
posed grant, to advise him correctly on the subj ect. Mayor 
Fitzgerald exp ressed the hope, on behalf of the city of Bos
ton, that there would be n o penurious policy on the part of 
the State o r failure of private wealth to rally to its support. 
President Coffin of the General E lect ri c Company acknowl
edged th e debt which the electrical industry owed to th e 
graduates of Technology and of sim ilar in s titutions. Presi
dent Lowell, of Harvard, referred to th e high standards of 
education which had always been maintain ed by the I nsti
tute. George S. Smith, president of the Boston Chamber 
of Commerce, spoke of the intimate relati ons between the 
Institute and the busine ss world. Charles \V. E liot, ex
president of Ha rvard, referr ed t o the force of imagination 
and inspirati n in sc ienti fic work. Professor \Vm. T. 
Sedgewick, th e fi nal speaker, sketched th e changes which had 
bee n made in technical education sinc e t h e establi shment 
of th e In st itute . 

Plans for Underground Railway in Toronto Authorized.
T he City Council of T oronto has adopted th e proposa l of 
Controller Boeken to have the city engineer prepare plans 
and specifications at a cost not to exceed $5,000 for an 
und erground railway under Yonge Street, from the Union 
Station to St. Clair Avenue. 

Another Columbus Dynamiter Sentenced.-Alfre d N. 
S trader, convicted of unlawfully havin g dynamite in his 
possession a nd of having dynamited the South End car 
h ouse of th e Columbus Railway & Light Company, Colum
bus, Ohio, during the st rike last summer, was sentenced to 
se rve IO years in the penitentiary on April 4, 191 I. 

Overhead Feed Wires Ordered Removed in Downtown 
Indianapolis .- The Board of Public \Vorks of Indianapoli s, 
Ind., ha s o rd ered the Indianap oli s Traction & Terminal 
Company t o r emove all its overhead feed wi res within a 
radius of on e-half mil e of a fixed point in the cen tral part 
of the city and p lace them underground. 

New Haven to Electrify Another Branch.-In co nnection 
with th e plan w hi ch Charles S. Mellen, pres id ent of t he Xew 
York, New Haven & Hartford Railroad, ha s proposed fo r 
solvin g the railroad and river front probl em at Springfie ld, 
Ma ss., h e has announced that the company intends to equip 
t h e Tariffvill e branch of the Hartford & Connectic u t \Vest
ern Railroad between Springfield and Tariffville, Conn., with 
electric ity. 

Report Authori zed on Boylston Street-Riverbank Sub
way.-Governor Eugene N. Foss, of Massachu setts, has 
sig ned a resolve directing the Railroad Commission and 
t h e Boston Transit Commission to r eport to the present 
Legislature as t o the relative m erit s of the proposed Boylston 
Street subway and th e proposed Riverbank subway and to 
report estimate of cost of construction of the Boylston 
Street route if that is decided on as preferab le to the Rive r
bank route. 

Meeting of Association of Railway Electrical Engineers.
The semi-annual convention of th e Associa tion of Raihvay 
E lectrical E ngineers will be held on June r6 and 17. 1911, 
in the \Vas hing ton Terminal Station, Washington, D. C.. 
and the annual convention of the association will be held in 
Washington, D. C., on Nov. 6. 7, 8, 9 and IO, 1911. The 
nineteenth fl oo r of th e La Salle Hotel, Chicago, Ill., has 
been reseryed fo r t h e me eting on June r6 and 17 and fo r the 
exhibits by members of th e Railway Electrical Supply 
Manufacturers' Association. 

Electric Power Association Elects Officers.-At the re
cent r egular monthly meeting of the Elect ric Power Associ
ation, composed of officers and employees of th e New York 
Central & Hudson River Railroad, held at the Railroad 
Men's Y. l\,f, C. A. in New York, R. Morris gave an instruc
tive talk on the applicati on of the three fundam ental elec
t ri cal units to every-day work. The association organized 
as follows: H. C. Tucker, president; S. H. Grau den and 
C. G. Cunningham, vice-presidents ; G. M. Knickerbocke r, 
secr etary, and J. P. Roberts, treasurer. 

Electric Railway in Canal Zone.-On Oct. 29, 1906, Henry 
T. Cook obtained fr om the municipality of Panama a 50-
yea r franchise to operate an electric railway at Panama 
and applied to the Isthmian Canal Commission for a fran
chise to construct an electric railway on the Balboa and 

Sabanas roads. Th e. franchis e from the city was contested 
in the courts of Panama, and a decision was rendere d favor
able to the g rante e. A corporation, known as the Panama 
Public Utilities Corporation, was organized under the laws 
of Connecticut on July 18, I9IO, with a capital of $500,000, 
and bonds will be issued to the amount of $300,000 to ob
ta in money to construct the railway. The rights of Mr. 
Cook will be assigned to this corporation. The license 
under which the rai lway wiH operate in the Canal Zone 
was granted to Mr. Cook by President Taft of th e United 
States, under date of D ec. 16, 19IO. It provides for the 
cons tructi on, maint enance and operation of a tramway sys
tem for the transportation of passenge rs fo r profit between 
the City of Panama, in Panama, and Balboa, the Sabanas, the 
Hotel Tivoli and Ancon Hospital grounds in the Canal Zone, 
along route s to be approved by th e chairman and chief 
en g inee r of the Isthmian Canal Commission. 

LEGISLATION AFFECTING ELECTRIC RAILWAYS 

IOWA 
T h e I owa House has passed the Crist bill for a public 

uti liti es commission. Th e bill provides for a commission 
of five men, of w hom the three railroad commissioners shall 
serve until their present terms expire. They are to have 
sup ervis ion over common carri er s within the State, street 
railways, electric light properties, gas works and water
powe r sites. 

MAINE 
The Maine Legislature adjourned sme die on March 

31, 191 r. The public utilities bill fai led to pa sc;. Ch arters 
were denied to the Kenn ebec Dam & Reservoi r Com
pany and the Dead River Power & Railway Company. 
A bill for a State income tax was defeated, but the 
proposed national constitut ion a l amendme nt to legalize an 
income tax was approved. Oth er m easures which were 
defeated include bills to authorize m unicipalities to seize by 
eminent domain any power site or water power needed 
for municipal purposes, t h e act to fo rbid foreign corpora
tions to generate electricity by water power, the act to 
tax railroads on a valuation basis. New laws which are 
likely to affect electric railways follow: To a llow notice 
to be given to casualty companies within a "reasonable 
time" and make void contracts specifying a definite time 
limit ; t o allow railroads t o furnish fr ee transpo rtati on 
to firemen and policemen; to all ow elect ri c railways 
to be located outs id e the public ways when th e convenience 
of the public makes it desirab le, _repealing the present law 
which allows such locat ion only w h en location in the public 
way is not feasible; repeal of general law of eminent do
main for railroad locations; to au th orize municipal officers, 
upon petition and after hearing, to order change of location 
of street railway to anoth er part of the same street, with 
right of appeal to the railroad commission by either peti
tioners or railway; to require accidents in shops to be re
ported to the State Labor D epartment and authorize the 
department to investigate acc id en ts; to allow Supreme 
Court to appoint director s of a corporation in cases of 
failure of election at the stockh olders' annual meeting; to 
require the retirem ent first of unissued stock in cases of 
reduction of stock by corporations; to require notice by 
mail, unless address is unknown, in cases of sales of cor
poration stock on execution; to make it a misdemeanor to 
neglect to pay passenger fare to a common carrier "whether 
sa id fare is demanded or not"; a more drastic fire escape 
law so drawn that electric r ai lway pl easure parks will come 
within its provisions; to allow physical examination of a 
railroad to be made by one member of the railroad com
mission; to require weekly payment of wages; to require 
st re et railways to file profiles accompanying location maps; 
to permit the seizur e of property of corporations which are 
delinquent in paying franchise taxes. 

All the elect ric r ailway charter bills were enacted except 
one previously mentioned. The Aroostook Valley Railroad 
was authorized t o acquire and electrify the Presque Isle 
branch of the Canadian Pacific Railway and to extend its 
lines from Washburn through Woodland to New Sweden, 
from Woodland to Caribou and from Washburn westerly 
to the border of L'Islet County, P. Q., thus affording a 
short route across northern Maine from Quebec to St. John, 
N. B. Another act confirms the bond issue by the town of 
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P resque Is le in aid of th e Aroos took Va ll ey. Two-year 
charte rs o r char t er ext ensions were gran te d to Br idgton 
S treet Rai lway, J on esport Ce ntral Ra ilroad, Fair fie ld & 
Skowhegan Ra il oad, Mount D esert Transit Com pany, Win
te r Harbor & Eas ter Ra ilway, K nox County Central Rail
road to run from F ri end ship via U nion to Be lfast, Scar
boro & Cape E lizabeth Ra ilway, W a ldo St reet Railway, 
Rumfo rd Fall s & Beth el Street Ra ilway, Eastpor t S t r ee t 
Railway, Ha ncock County Ra ilway, Lincoln County Street 
R ailway. A n a lternative act was passe d to revive the char
te r of the W atervill e & Winslow Bridge Com pany to bui ld 
a b ridge by w hich the Wisca sse t, Wa tervill e & Farming ton 
Railroad m ay enter th e city of Wate rville. T he c hart er 
r ig hts of the At la nt ic Shor e Line Ra ilway were confirmed 
to the A tlantic Sho re Ra ilway, w hi ch boug h t t he fo rm er at 
r ec eivers ' sa le. Propositions to ma ke elect ri c ra ilway se
curities a legal investme nt for l\Iaine savings banks in cer
t ain in st an ces we re refused, but the Governo r was d irected 
to app oint a comm iss ion to inves tigate t h e question of in
ves tments fo r savin gs banks. T he Coun ty Commiss ioner s 
of Y ork County we re aut horized t o co-operate with similar 
offic ers from New Hamps hi re in seizing by eminent domain 
the toll bridges be tw een Kittery, Me., and Portsmouth , 
N . H ., and bet ween Sout h Berwick, Me., and D over, N. H., 
a nd fr ee ing the sam e. T he South Berwick & D over bridge 
is u sed by the At lan tic Shore Railway. T h e K it tery and 
Portsm outh bridge is ow ned in direct ly by the Boston & 
Maine R ailroad, w hich uses a port ion for t he railroad, and 
the electric ca rs of the At lan tic Shore Rai lway are not per
mitted to use it as desi r ed. An a lterna tive bill gran t s righ ts 
for Kittery and Portsmou t h to erect a public bridge w hich, 
if done, might enabl e t he A tlan tic Shore Railway to enter 
Portsmouth w ith it s ca r s and abandon the fe rry now m use. 
New chart er s w er e grant ed t o Belfas t & Augusta Elec t ric 
Ra ilway an d Fa rmington & Augu sta E lect r ic Ra il road. 

MASSACHUSETTS 

A cont es t deve loped in t h e House recently over the ac
ceptance of th e adverse r eport of th e committee on street 
railways upon the He nebery b ill to permit cities or town s 
to grant 20-year franc his es t o st ree t r ail ways in con nection 
with the tran spo rtat ion of fre ight, baggage an d exp r es s 
matter. Under t h e present law th e elect r ic railway expr ess 
franchis es a re g ranted fo r an unlimi te d p eriod. For about 
two years int er est s identi fied w ith the W orces t er city gov
ernment have sought legis lati on in favor of limit ed fra n 
c hises, but without success. In the House the quest ion 
came up on a vote u po n the committ ee report . R epr esen
tative W ashburn, of Worceste r , chairman of the committee 
on railroads, contended that th e bill would r ever se t he 
policy of th e State. He sa id that th e unlimit ed fran chi se 
was sa ti sfac to ry. T he Hou se vo t ed t o sub stitu te t he bi ll, 
which inclu des a provision w her eby a com pa ny may a ppea l 
to the R ail road Commi ss ion in case a municipali ty lying 
between two oth er s w hi ch have g rant ed fran chi ses r efu ses 
to take favorable acti on upon th e com pany's pe tition fo r th e 
rig ht t o carry fre ig ht . If th e b ill shoul d pass it would 
deprive the R a ilroad Com m iss ion of it s power t o grant suc h 
franchis es in case o f o r dina ry appeals fro m t h e adve rse 
action of municipa l auth oriti es. 

The committee on s t r ee t r a ilways has r eport ed favo r ably 
on H ouse Bill N o. 521, accom panyin g th e pe tition of the 
Ma ssa chusett s Stree t Ra ilway Associa tion fo r legis lat ion 
r elative t o pole and w ire loca tions of stree t railways. The 
bill provid es that a s tree t r a ilway may generate an d tran s
mit electricity in any city o r town in w hich it may be en
titled to oper a t e, and fo r tha t purpose m,i.y er ec t and ma in
tain poles and o ther device s w ith t h e permi ss ion of t h e 
a ldermen o r selec tm en . T h e committee on m etr opoli tan 
a ffair s ha s r eport ed a r esolve in favo r of an es timate by 
t he Bos ton Transit Com m iss ion of th e cos t of r em oving 
the elevat ed railway be tween t h e North Sta tion , Boston , 
a nd Sullivan Squa r e, and subst itutin g a su bway. \ i\/ ide
spread int eres t w as ar oused la s t wee k a t a h ea rin g befor e 
the joint committ ee on r ailroads an d m et ropolitan affa ir s 
upon th e r eport of th e joint commiss io n on m etrop olitan 
improvem ents up on th e a dvisability of legislation t o r e
quire the steam ra ilroads a t Bos ton to elec trify their lin es 
within the m etropolitan d istrict . George G. Crocker , chai r 
man of th e Boston Tra nsit Com mis sio n. spok e fo r th e m i
nority of th e jo int commi ss ion, w hich favo r s elec tri fica tion. 

Mr. Crocker contended t hat if all the factors were con
sidered electricity would doubtless prove adva ntageous. 
The s timulation of traffic hy elec tricity would do much to 
pay th e fixed charges of it s installation. 

MISSOURI 
The session of the Legi slature of Missouri w hi ch has just 

ended was remarkable for the amount of time devoted to 
partisan schemes and investigations. None of the r ecom
m enda tion s of th e Governor was carried out, and n one of 
the m easures int roduced at his suggestion and bearing his 
approval go t out of committee with a favorab le r eport. In 
this way the bill t o create a public utilitie s commission was 
lost. The Phelps anti-di scr imination bill, a measure com
pelling railroads to schedul e reconsignment charges; a 
m easure r egulating th e construction of cabooses, one to give 
the Railroad and \Varehouse Commission power to fix pas
senger rate s within the maximum fixed by the law, and 
o thers a ffe cting -the running of trains on branch lines con
s titute about all of the railroad legis lation. 

OHIO 
The public utilities bill introduced in Ohio by Judge Win

ters w as passed by the House on April 5, 19r r. As am ended 
th e measure provides for a commission to have control over 
rates of public service companies, except t hose which r e
ceive their franchises directly from municipalitie s, an d to act 
as a board of arbitration in case of a dispute betw~en 
municipalities and public service companies. Stocks and 
bonds may be issued to reimburse the treasury for money 
expended in betterments, extensions and additions for th e 
five yea rs preceding Jan . 1, 1913, except where such fund s 
were secured by the issu e of stocks and bonds. No com
pany would be permitted to hold, except as collateral, more 
than 25 per cent of the stock of another. Rates would 
have to be bas ed upon the appraised value of the property. 
The bill will probably be opposed in the Senate. The Sen
ate has acted favorably up on the Calvey House bill, which 
would r equire all companies to vestibule their cars to pro
te ct conductors. An amendment to this bill excepts all 
cars n ow in use. Governor Harmon has app r oved the 
Deaton bill whic h requires steam and electric railways to 
k eep the weeds cut a long their tracks. The Russell bill, 
perm itting both interurban an d city railways to sell cur
rent for light, heat an d power has been reported upon 
favorably by the House committ ee t o which it was referred. 
A favorab le repor t has also been made up on the Day bill 
to require all rights-of-way of a road usin g t he third-ra il 
system to be fe n ced. 

PENNSYLVAN I A 
The fi r st hea r ing on the administration public se rvice bill 

,,·ill be given by the judiciary ge n eral committee of the 
H ouse on April r8, 1911. Repre se ntative A lter has intro
cluced a bill makin g fal se bil ling a misdemea n or punishable 
by $500 fi n e and six months' imprisonmen t. In addition t o 
common carriers t h e A lter bill includes in it s provision s 
persons or corporations engaged "in any other quasi-public 
business." Anoth er emp loyers' liabil ity bill has be en intro
duced in the House. It provides that the right of injured 
employees to compensation at the hands of employers shall 
not be defeated un less it can be sh own that employees in
jured were in toxicat ed or wilfully ne g ligent. The question 
of contr ibutory neglige n ce t h e bi ll provides is on e of fact 
to be passed up on by a jury, and the power to fix the 
amount of payment s and the length of time they shall be 
paid is plac ed with Court s of Common Pleas of the se ver al 
counties. The Senat e passed the Fox bi ll t o allow stree t 
rai lways to lay tracks for temporary use in boroughs with
out first obtaining the consent of t he authorities. The 
House has passe d th e bill creating a bureau of public u til 
ities in public safety departments in cit ies of th e second 
class, namely Pitt sburg h an d Scran ton . T h e Senate has 
passed the bill g ivin g the D epartment of Public Safetv 
of P h iladelphia command of traffi c rout es and movement s. · 

WISCONSIN 

Governor McGovern of Wisconsin has sign ed two publi c 
uti lity b ills, t he first val idatin g Yatuation s placed on publi c 
utilities by the State Railroad Commissic,n not made within 
the six mon t h s required by law, an d the second extend i11 a 
t he time in whic h the commission may take valuations of 
publ ic ut ili t ies fr om six month s t o one year. 
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Financial and Corporate 
New York Stock and Money Market 

April rr , 1911. 
T o- day's market s howed a fi rm t on e with only fract ional 

price va riat io n s, mo st o f the declines of the m ornin g being 
recovere d at th e close. The market sold off rapidly at n oon, 
but recove red as quickly. D espite this the t o tal tran sac 
tion s for th e day w er e le ss than 200.000 sha r es. Optimism 
is felt in crop report s, which are uni formly fav o rable. 

T h er e is n o particular con cern fe lt about t h e s ta t e of the 
money market . Quotation s to-day were: Call , 2¼@2½ per 
cent; 90 days, 3@3¼ per ce nt. 

Other Markets 
A s lig h t flurry in P hil adelphia tract ions was th e r esult 

of publicati on of th e plan s for r eh abilita tin~ th e local trac
tion system. A few sha res of Philade lphia Rapid Transit 
a nd U nion T rac tion changed h ands at pri ces whic h were 
from '½ to r point down. 

Trading in trac tio n share s at Chicago h as b ee n lig ht and 
pric es a r e p rac ti ca lly unchanged. · 

Bos t on tran saction s in gen era l have b ee n of s rn a H volum e, 
t he market remainin g du ll a nd pric es sh owi ng only sli g ht 
change:.. Sa le~ o f trac ti o n s have been lig ht . 

United Ra il ways b on d s continue t o be t he principal trac
tion featur es of the Ba ltim o re market and som e sales were 
m ade in to-day' s market. Ge n eral tradin g was small a nd 
price change s ar e n ot imp or tant. 

Quotatio n s of tractio n a nd manufacturing securit ies as 
compared with last week fo ll ow: 

April 4. 
American Light & Traction Company (common) ...... a295 
American Light & Trac tion Company (prefer r ed) .... a 107 
American Rail ways Company .. .. ........... .. ..... . a43 ¼ 
Aurora, El gin & Cl1icago Railroad (common) ......... a44 
Aurora, Elgi n & Chicago Rail road (preferred) . ..... . a88 
Bo 0 ton E levated Rai l way .......................... a r 29 ½ 
Boston Suburb an E lectri c Companies (common) .... :u6 
Boston Suburban Electric Companies (pceferred).... 73 
Bost on & \Vorcester Electric Companies (common) .. aro 
Boston & \Vorcester Electric Companies (preferred).. 43 
Brookl y n Rapid Transit Company................ 78;s 
Brooklyn Rapid Transit Company, rst r ef. conv. 4s.... 84¼ 
Capital Traction Company, Washington ......... .. ... a126½ 
Chicago City Railway . .......... .. .................. 190 
Chicago & Oak Park Elevated Rail road (common).... 3 
Chicago & Oak P ark Elevated Railroad (preferred ).... 7 
Chicago Railways, ptcptg., ct£. 1 .. •................. a90 
Chicago Railway s, ptcptg., ct£. 2 .................... a24½ 
Chicago Railways, ptcptg., ct£. 3 ..................... a 10 
Chicago Railways, ptcptg., ct£. 4 ...... .............. as 
Cincinnati Street Railway .......................... 132 
Cleve land Rail way. . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . 94 ¼ 
Columbus Ra ilway (common ) ...................... *96 
Columbu s Railway (preferred) ....... .............. * 1 o r ½ 
Consolidated Traction of New J er s,~y ............... a76½ 
Consolidated Traction of N. J., 5 per cent bonds ...... a105 
Dayton Street R ail way (comm on) .................... a30 
Dayton Street Rail way (preferred) .................. aros 
D etroit United R ailway ............................. a7r 
General E lect ric Company .... ... .................. 1481/, 
Georgia Rail way & E lectric Company (common) ...... a133 
Georgia Rail way & Electr ic Company (prefer red) ...... a91 
lnterborough Metropol itan Company (common)....... 19 
Interborough Metropol itan Company (preferred)...... 53½ 
Interborough Metropol itan Company (4½s).......... 78¾ 
Kansas City R ailway & Light Company (comm on).... 22¼ 
Kansas City Railway & Light Company (preferred).. .. 70 
l\fanhattan Railway. . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . r 38 
Massachusetts E lectric Companies (common) ......... ar7¼ 
:\fassachusetts E lectric Companies (preferred)........ 88 
~ etropolitan West Side, Chicago (common).......... 23¼ 
Metropol itan W est ~ide, Chicago (preferred ) ........ 69 ¼ 
l\Ietropolitan Street Railway, New York ............ • 15 
:!\ Iilwaukee Electric Railway & Light (preferred) ...... r 10 
North American Company. . . . . . . . . . . . . . . . . . . . . . . . . . 7 r ¼ 
Xorthern Ohio Light & Traction Company ........... *43¼ 
l's orthwestern Elevated Rail road (common) . . . . . . . . . . 23 
Xorthwestern Elevated Railroad (preferred) .......... 63¾ 
Philadelphia Company, Pittsburgh (common) ......... a53 ¾ 
Philadelphia Company, Pittsburgh (preferred)... ...... 43 
Philadelphia Rapid Transit Company................. 19½ 
Philadelphia Traction Company...................... 84 
Public Service Corporati on, 5% col. notes (1913) ...... aroo ½ 
Public Service Corporation, ctfs .................... . a 1 06 
Seattle Electric Company (common) ..............•.. ar o7 
Seattle E lectri c Company (prefe1red) ............... • a98 ½ 
South Side Elevated Rail road ( Chicago) . . . . . . . . . . . • 7 r 
Third Avenue R ail road. New York .. . . ............. a ro¼ 
Toledo Railways & Light Company.. . . . . . . . . . . . . . . . . aS 
Twin City Rapid Transit, Minneapolis (common) .... aroS½ 
Union Traction Company, Philadelphia ..... .. .... ... a46!)i 
Uni ted Rys. & El ectric Company, Baltimore......... rS ¾ 
United R ys. Inv. Co. (common) ..................... a46 
United Rys. Inv. Co. (preferred) .............. • • ... a74½ 
\\'ashington Ry. & Electrjc Company (common) ....... a38 

1 \Vashington Ry. & El!!ctnc Company (preferred) ...... a89 ½ 
\\'est End Street Rail way, Boston (common ) .. ...... a90 
\Vest End Street R ailway, Boston (preferred) ...... aro3 
\\'estin!!house El ec. & Mfg. Co ..... ... , ..... ... ...... a67 
\\' estinghouFe Elec. & Mfg. Co. (1st pref.) ..... ..... 121 

aAsked. *Last sale. 
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Annual Report of the Public Service Corporation 

A statement of earnings and expenses of the Public Serv
ice Corporation of N ew J ersey and subsidiary compani ts
for th e year ended Dec. 31, 1910, follow s : 

Gross earnings of leased a nd controlled companies ..•.......•. $27,672,847 
Public Service Corporation of New Jersey income from securi-

ties pledged and fr om miscellaneous sources .. - . . . . . . . . . . . . . 1,532,347 

$29,205,194 
Operating expenses and taxe~ ........ ....................... 14,611,300 

$14,593,894 
Bond interest and rentals of leased and controlled companies .. 10,5 58,243 

$-t ,035,65 I 

Fixed charges of Public Service Corporation of New J e rsey... 1 ,835,J56-

Net income_ . .... ....... .. ................................. $2,200, 29 5, 
Less amounts set aside as reserves: 

By P ubl ic Service Co rporation of l\"ew J er sey ... $125,000 
By R iverside & Fort Lee Ferry Compa ny.... ... 5,000 r 30,000 

Surplus .. _ ........... .................. •. • 

F r om thi s surplu s dividend s o f 5 per cent, or $1,250,000, 
were paid during the year on the capital stock. 

Thomas N. McCarter, the president, says in part in his 
stat ement t o shareholders : 

"During the yea r the corporation general mortgage S per 
ce nt sinkin g fund 50-year gold b onds were listed upon the 
New York Stock Exchange, and since the close of the year 
the capital stock of the corporation has also been listed. 

"On Oct. r , 1910, the ~orporation sold t o Drexel & Com
pany, of Philadelphia, $4,000,000 of S per cent three-year col
lateral gold notes, s ecured by depo sit of $5,000,000 of gen
eral m ortgage bonds. The proceeds of the notes were re
quired t o pay the cos t , in part, o f betterments of and ex
tension s to the properties o f the corporation and its sub
s idia ry companies during the year. 

" During the summer the Public Service Railway sold 
$450,000 equipment trust series 'B' certificates, the proceeds 
of whic h were used to pay for, in part, roo new cars built 
by the Cin cinnati Car Company, which have been delivered 
a nd are in se rvice an d g iving complete satisfaction. 

"Prior to July r, 1910, the electric busines s of the corpo
ra tio n was operated directly by the corporation itself, 
w h ereas the gas business of the corporation was operated by 
the Public Service Gas Company, all the capital stock of 
w hich, except dir ector s' shares, is owned by the corpora
tion , and the railway business of the corporation was oper
ated by the Public Service Railway Compa ny, 99.24 pe1-
cent of th e capital s t ock of w hich is owned by the corpo
ration. 

"On Jun e 13, 1910, the Pub lic Service Electric Company 
was fo rm ed a nd all the capital st ock of this company, ex
cept directors' shares, is owned by the corporation. All 
the leases o f the electr ic properties h eld by the corporation 
were assigned by it to the new company, and the electric 
st at ion s a n d substation s of the railway company were also 
leased to it, so that the en tire electric business of the cor
poration, including the ge n eration, distribution and sale of 
current, is now carried on by the Public Service Electric 
Company, making the or g anization of the corporation uni
form in its three departm ents. 

"During the year the corporation purchased 97.79 per 
cent of the comm o n s tock of the New Jersey & Hudson 
River Railway & Ferry Company, operating approximately 
48-44 mile s of rai lway in Bergen County, connecting with 
the exi sting lines of Public Service at Paters on on the west, 
Kearny near Newark on th e south, and intersecting other 
lines of Public Service at Hackensack, Grantwood and Fort 
Lee. 

"This property thus complemen ts the existing lines of 
Public Service, and, it is believed, will form a m ost valuable 
acquisition to its r ailway system. Furthermore, it was the 
only substantial railway property in the n orth ern section 
of the State not already controlled by Public Service. 

"The m or e important of the improvements completed 
during the year 1910 are the Hoboken terminal, which has 
been put into service and which is probably the most thor
oughly equipped street railway terminal in the country, con
sisting of a large double-d ecked station, both levels of 
which are used for the arrival and departure of cars; a large 
addition to the West Hoboken carhouse, providing facili
ties for 80 additional cars, and a substantial addition to 
the Marion electric generating station. In addition to the 
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lOo cars p urchased from th e Ci ncinna ti Car Compa ny the 
Public Servic e l{a ilway construct ed during the year IO new 
ca rs in its P la nk Road s hops. These cars are a lso in service. 
The ex t en sion of the Jackson Ave nue line in Jersey City 
to th e Gree nvill e ca r house wo uld have b ee n . comp lete d had 
i t n o t been for injunction proceedin gs in s tituted by a prop
•e rty own er. T h ese proceedings a re s till pending, but it is 
hop ed th ey wi ll not p revent th e early completion of t he line. 

"Taxes paid during th e year a m ounted t o $1,422,698, an 
1ncrease ove r the year 1909 of $197,r r6. In addition to this 
the corp o ra ti o n contribut ed large sums t o th e municipalities 
111 th e form of n ew pavements, s treet paving repairs and 
s treet im p rovem ent assessment s. 

"During the year th e corporation moved into its capacious 
new uffice building locate d at Broad and Bank Streets, New
a rk. The b uildin g is m os t ad mirably loca ted, and well 
.adapted to th e purposes of t h e corporation. On the eleve nth 
story a lun ch eon r oo m has been provide d, whe re lun ch eon s 
a re furni sh ed da ily to som e 600 employee s of the corp ora
t ion, without expense to them. 

"Th e wage scale put into eff ec t fo r m o t o rmen a nd con
ducto r s, Jan. r, 1910, as fully outlined in la st yea r 's r ep o rt , 
has been adhered to, including th e promi sed increase effec
tive Jan. r, r9rr. 

"Perhaps the m ost s ig nifi ca nt eve nt conn ec t ed w ith th e 
business of th e corp o ratio n during th e year 1910 was th e 
promulgat ion on Dec. 27 of an insura nce , sick benefit a nd 
pension fund, eff ec ti ve J a n. r, r9rr. The p la n ha s b een 
receiv ed enthusiastica lly by t he entire working fo rce of the 
corporation. 

"It is es timated that the application of this system will 
cost the corporat ion approximately $50,000 pe r year fo r the 
first few years, a nd more th ereaft er, as th e pension list 
grows. The system has be en put into practical operation 
a nd it is believed that it not on ly contains all the feat ur es 
of a fair, liberal and humane p olicy on the part of th e cor
poration towards it s emp loyees, but tha t it will a lso serve 
to foster and increase th e cordial relations already existing 
between the corporation and those working for it. 

"The fire insurance carri ed at the pre sent time is $23,263,-
442, and the annual premium thereof $124,145, a n ave ra ge 
rate of 53 cent s per $100. 

''O n July 4, 19 10, the act of the Legis lature changing the 
nam e of the Stat e Railroad Commi ss io n to th e Board of 
Public Ut ility Commi ss ioners, and prescribing th e powers 
and duti es t h ereof, became effec tive , and the commiss io n 
forthwith assumed jurisdiction over the affa irs of th e public 
utility corporations of the Sta te. 

"It is a pleasure to say tha t th e commiss ion er s have en
tered upon th ei r duti es se riou sly, a nd with a du e rega rd to 
the imp orta nc e of the interests to be supervised by them, 
and that t he rel at ions of th e companie s own ed by this cor
poration w ith said commiss ion have been a nd are b oth 
cordial and agreeabl e." 

The capital expe nditures for the corporation a nd sub
s idiary comp an ies amounted during the year t o $6,657,507, 
of w hi ch $ .. :q70,373 was fo r the railway. 

Earnings of the railway prop erti es have in creased as 
fo ll ows: 

1903* ... .. ......... . 
c904 ................ . 
1905 ............. ... . 
•906 ................ . 

*Seven months only. 

$4,47 1, 2{4 
8,4 15,278 
9,488,358 

10,086,933 

Traffic s tati stic~ co mpare as foll ows: 
1908. 

Revenue passengers.. ..... ....... 21 9,421,974 238, 171, 257 
Transfers and passes. . . . . . . . . . . . . 74,688,628 81,548,978 
Total passengers................. 294,1 rn,602 319,720,23 5 
Percentage of passenge rs using 

transfers ......... ....... .... . 
Average fare per passenger ..... . . 

~;~ ho~~!~.e.' : : : : : : : : : : : : : : : : : : : : 
Passengers per day ............. . 
Passenger receipts per car mile 

23.0 
3.70 

39,519,97 2 
4,598,7 14 

803,581 

23.0 
3.72 

40,890,3 60 
4,7A7,729 

875 ,946 

$10,705,392 
I I ,086,35 3 
12,I 14,41 2 
I 3,308,726 

1910. 
258,746,130 

82,652,55 8 
3-P ,398,688 

22,l 

3.78 
42,632,76 0 

4,961,608 
951,7 21 

-cents . . . . . . • . . . . . . . . . . . . . . . 27.56 29.08 30 .29 
Passenger receipts per car hour... $2.37 $2.50 $2.60 

The t 0 ta l track mileage was 759.6, a nd the numb er of 
ca r s avai lab le fo r operation $2060, of w hic h 1530 were 
closed and 530 ope n. During th e yea r 27.86 mil es of track 
were recon structed with n ew ra il and 7.196 miles were re
con struct ed with the same rail s. Extensions of 4.567 miles 
were built. 

Annual Report of the Duluth-Superior T raction Company 

Earni ngs a nd expenses of the Duluth-Superior Traction 
Company for the year 1910 compare with the previous year 
as follows: 

REVENUES. 
191 0. 1909. 

l{evenue from transportation .. ......... . ........... $1,082,815 $972,508 
Other revenue........ . . . • . . . . . . . . . . . . . . . . . . . . . . . . 8,767* 25 ,097 

Total revenue ................................. $1,091, 582 
EXPENSES. 

'Nays and structu res ......... .. .. . .. . . . .......... . 
Equipment ... , ............. .. .................. . 
Traffic .......................................... . 
Conducting trans1,ortation ... , .................... . 
General and miscellaneous ........................ . 

$-19,994 
52 ,87 2 

786 
366,18 5 
134,2 38 

$997,60( 

$-1 2,57 I 
47,457 

9!0 
345,873 
122,999 

Total operating ...•........................... $604,075 $55 9,8 10 

Ne t revenue from operation........................ $487 ,50 7 $437,795 
Interest on debt and taxes......................... 190 ,779 172,36 5 

Surplus avai lable for dividends ,ind deprecia tion. . . . . $2 96,728 $265,42 9 

Dividends, preferred stock. . . . • . . . . . . . . . . . . . . . . . . . . $60,000 $60,000 
Dividends, common stock.......................... 157, 500 70,000 

Total dividends ............................... $2 17,5ou $ 130,000 

Surplus from operation ........... ,................ $79, 228 $135,429 
P er cent total operating (including taxes and renewal 

appropriations) to total earnings................ 65.77 65.73 

*Other revenue for 1910 shows a reduction of $16,330, as compared 
with 1909, which is due to profits resulting from invested surplus funds 
du ring the year 1909. 

C. G. Goodrich, the president, says in hi s r eport: 
"Th ere was expended in n ew construction during t h e year 

$145,200. 
"There was expended during the year in renewals and 

charged against ren ewal funds $55,988. The direct appro
priation to thi s fund was $54,5i9. The renewal fund now 
a m ount s to $309,103. 

"On Sept. r your direct or s increased the re gular quart erly 
dividend on the common st ock from r per ce nt to r¼ per 
cent, thu s placing the common stock on a 5 per cent annual 
div id end bas is. Your directors b eli eve the company will be 
able t o maint a in this rate of divid end. 

" During February both the common and the preferred 
s tock of the company were li ste d on t h e New York Stock 
Exchange. 

"Under date of May r, r9ro, the Duluth Street Railway 
(th e operating company) issued it s mortgage or deed of 
trust securing an is sue o f $2,500,000 general mortgage 20-
year 5 per cent gold bonds, due May I, 1930; $390,000 of 
these bonds hav e been sold and the proceeds from the sale 
o f $300,000 u sed to establ ish a reserve fund as provided fo r 
in the trust de ed. This fund is invest ed in high-grade 5 per 
cent bonds and short-time n otes. The procee d s from t he 
sa le of $90,000 of these bonds were app li ed against the cost 
of ne w const ru cti o n during the current year." 

Passen ger traffi c compared as follows in th e two yea r s: 
1910. 

Revenue passen gers carried ........... ....... , . . . 21 ,62-1,039 
Transfers redeemed....... ............ ......... 4,036,815 

1909. 
19,431,381 

3,778,780 

Atchison Railway, Light & Power Company, Atchison, 
Kan.-The A t chi son Ra ilway, Light & Power Company has 
been m ade a part of the Wes t ern Railways & Light Com
pany, and is being operated under the supervis ion of H. E. 
Chubbuck, general manager of the holding company. The 
Atchi son property serves a population of 18,000 wit h electric 
and gas lighting mains and about 15 miles of st re et railway 
track on w hi ch cars are operated wi th a normal headway 
of 15 minutes. The power house is a brick structu re with 
a n engine r oom 60 ft. x 90 ft., and a boiler room 46 ft. x 76 ft. 
The s ix boilers are gas fi r ed and are r a t ed at rooo hp. Three 
si mpl e Corl iss en gines drive three d.c. a nd three a.c. gen
erat ors , all belted. T he power station ha s a m ercury a rc 
r ec ti fie r plant. The rolling stock includ es the fo ll owing: 
Five American Car Compa ny single-end semi-conve rtible 
ca r s. s ix Ame ric an Car Company double-end closed ca r s, 
two St. Louis Car Company c losed double-end cars, four 
St. Louis Car Co mpa ny sin g le-end open ca rs, and eight 
utility cars. The roll ing s tock repair department has a 
sh op 40 ft. x 130 ft., n ear which is a storage barn 36 ft. x 
r30 ft. The lighting department of the Atchi son Railway. 
Light & Power Company h as 121 electric street a rcs and 
2210 gas se rvice m eters. 

Belton & Temple Traction Company, Belton, Tex.-Tlw 
Southw es t ern Tract io n Co mp a ny has been incorp orated with 



688 ELECTRIC RAILWAY JOUR NAL. [ VoL. XXX \'11. l\u. 15. 

a capital stock of $165,000, to succeed the Belton & Temple 
Tra ction company, the sale of the property of w hich under 
foreclo sure was noted in the ELECTRIC RAILWAY JOURNAL 
of l\Iay 14, r9ro. 

Brooklyn (N. Y.) Rapid Transit Company.-William A. 
Day and George E. Ide have bee n elec ted directors of the 
Brooklyn City Railroad to succeed the late Edward Merritt 
and James McKeen. 

Central California Traction Company, Stockton, Cal.-The 
Centra l California Traction Company has filed amended 
a rticl es of inc orporat ion which provid e fo r an increase in 
the capital stock of the company to $2,500,000, 24,301 shares 
t o be common stock and the remaining 699 shares to be pre
fe rred st ock, par va lu e of $roo per share. A me etin g of th e 
stockholders of the company has been ca lled for 2\Iay 8, 
1911, to vote on the qu estion of increasing th e stock to 
$4,000,000, of which $3,000,000 is t o be common stock and 
$ I ,000,000 preferred st ock. 

Chicago (Ill.) Railways.- Gro ss earnings fo r the year 
ended Jan. 31, 191 r, wer e $14,064,709 as compared with 
$12,442,882 in the preceding year. Expen ses were $9,845,296 
as compared with $8,7ro,or7. F rom the balance of $4,219,413 
in r9rr t here was deducted inter es t a t 5 per cent on the 
valuation, or $2,865,5 31, leaving a n et income of $1,353,882. 
In the division of this amount the City of Chicago received 
$744,635 and the Chicag o Railway s $609,247. F rom the bal
ance o f $3,732,865 which remain ed in the precedin g year 
after the payment o f exp en ses, there wa s d educted $2,275,719 
fo r intere st on t he valuation of the property, leaving a net 
income of $1,457,146. In the divi sion of th is am ount the 
City of Chicag o received $801 ,430 and the Chi cago R ailways 
Company $655,716. The gross income of th e company from 
a ll sources la s t y ear was $3,816,ro8 a s compared with $3,-
114,637 for the preceding y ear. T he to tal deduction s las t 
year were $3,542,858 a s compared with $2,818,750. The net 
income wa s $273,250 a s compared with $296,157. The num
ber of pass enger s carried last year wa s 488,490,ro4, of which 
276,750,953 were revenue passenger s, 4,147,736 free pass en
g er s and 207,591,415 were tran sfer passe ngers. For the 
preceding year 427,138,380 passenger s were carried, divided 
as follow s: R evenu e, 245,510,655; fr ee, 4,303,145; tran sfer, 
I 77,324,580. 

Delaware & Hudson Company, New York, N . Y.-Th e 
annual r eport of the D elaware & Hudson Comp any for 
t he calendar year 1910 r efer s as fo ll ow s t o the elec tric ra il 
ways in which t hi s comp a ny is inter es ted: "Increa ses in n et 
operat in g r evenues w ere a s fo llow s: Hudso n V alley Rail
way, $31,874; Schen ectady Railway ( includin g electric ex
pres s ) , $94,564 ; Platt sburgh Trac tion Company, $268.70. 
The Unit ed Traction Comp any, of A lba ny, sh ow s a decr ease 
in n et operating r evenues of $47.661, th e Troy & New E n g
land Railway a decrea se of $566, and the l\I echani csville 
p ow er p lant a decrease of $20,424. The dec r ea se in the 
net return of the United Traction Company is m ainly due 
to increa se in pay of a ll employees a nd to the unu sually 
heavy fall of snow in 1910, which increased the charge s for 
removal of sn ow and the cost of maint enance of equi pment. 
Dividends of 4 per cent for the y ear 1910 w ere declared 
on th e capita l s tock of the United Traction Company, 6½ 
per cent on that of the Schenectady Railway, 4 per cent on 
t he capital stock of t h e Troy & New England Railway and 
5 per cent on that of the P latt sburgh Traction Company." 

Fort Dodge, Des Moines & Southern Railroad, Boone, 
Ia.-Judge Smith l\IcPhers on, of the District Court of the 
U nited States fo r the Southern District of Iowa, has g ranted 
the Fort Dodge, Des Moines & Southern Rail road permis
sion to issue $500,000 of receiver's cer tificates to defray ex
penses amounting to $230,000 and to vrovide for further im
provements. 

Fort Smith Light & Traction Company, Fort Smith, Ark. 
- H. M. Byllesby & Company, Chicago, Ill., have arranged 
to refinance the Fort s·rnith Light & Traction Company, 
and the entire issue of $2,200,000 of 5 per cent refunding 
bond s, dated March r, 191 r, and due March r, 1936, but call
able in whole or in part on any inte r est date at 105 and in
terest, ha s been taken by Lee, Higginson & Company, Bos
ton, Mass., by whom they ar e bein g offered for subscription 
at 93¼. The $1,500,000 of con solidated 5 per cent bonds 
due in 1944, and the $650,000 of 6 per cent notes due in 1913 

will be call ed and paid at once a t 102 and IOI, respectively, 
out of the proceeds.· 

Interborough Rapid Transit Company, New York, N. Y.
The Interborough Rapid Transit Company has announced 
that it will take up on May r, 19rr, the $4,584,000 of 5¾ per 
cent notes of the company w hich mature at that time. 

Interstate Railways, Philadelphia, Pa.-J. A. Rigg, presi
dent of the Inter state Railways, has announced that all the 
subscriptions to the new issue of $1,000,000 of 6 per cent 
cumulat ive preferred st ock of the r0m:)a ny have been made 
in full. Of this amount $500,000 has beer paid for in cash 
by the common stockholders, and $500.000 has been taken 
in exchange for t he overdue coupons of •he 4 per cent bo•1Js 
of the company. The last instalments of the subscriptions 
were due Ap ril r, r9rr, and wer e met. 

Lancaster County Railway & Light Company, Lancaster. 
Pa.--The Lancaster County Railway & Light Company ha s 
purchased t h e property of the Lititz Electric Light, Heat & 
Power Company. 

Milwaukee Northern Railway, Cedarburg, Wis.-The V./is
con sin Railroad Commission has authorized the Milwaukee 
N orth ern Rai lway to issue $1,500,000 par value of 5 per cent 
bond s to be secured under the te rms of a :nortgage executed 
by the company t o th e Fi r s t Savings & Trust Company, 
M ilwaukee. The bonds a r e to be is sueJ for not less tlnn 
75 pe r cent of the par value. The c0mpa ny has been em
powered also to is:,u e 4000 shar es of nrst rreferred cumuia
t ive stock of the par va lue of $100 per share and 6000 shares 
of second prefe rred non-cumulative stock of the par value 
of $100. The stock is to be sold at not le,::s than par. Th~ 
stock and bonds are t o be sold to suvplv th e company w:th 
funds with which to purchase and retire an outstanding 
bonded indebtedness of $2,500,000. 

Oakland & Antioch Railway, Oakland, Cal.-The Oakland, 
Ant ioch & Easte rn Railway has b ee n incorporated with an 
authorized capital stock of $10,000,000 to take over the Oak
land & Antioch Railway, whic h was placed in operation 
recently, and extend th e road from A ntioch to Stockton. 

Oklahoma Railway, Oklahoma City, Okla.-The Okla
h oma R ailway has fi led with the Secretary of State of Okla
homa a ce rti ficate of the increase in the capital stock of th e 
company fro m $3,000,000 to $ 15,000,000 authorized by the 
st ockholders at a meet in g on Feb. 24, 1911. Of the $15,000,-
000 of stock $5,000,000 is t o be preferred and $10,000,000-
common. The amount of authorized bonds has been in
creased fr om $3.000,000 to $12,000,000. 

Philadelphia Company, Pittsburgh, Pa.-The Philadelphia 
Company has authorized an issue of $1,400,000 of 5 per cent 
c onvertible notes. The cap ita l s tock of the cbmpany is 
$47.000,000. Accordin g to the report of the company for 
1910 there w er e outs tandin g b ond s and notes to the amount 
of $28,047,000, consisting of $5,559,000 of fi rst and collateral 
tru st 5 per cent bonds due in 1949; $15, 138,000 of consoli
dated and collate ra l tru st 5 per cent b onds due in 1951; $2,-
350,000 of collateral trust 6 per ce nt n ot es due in various 
amounts up to 1918, and $5.000,000 of 6 per cent convertible 
debentu r es due in 1919. 

Salisbury & Spencer Railway, Salisbury, N. C.-Control 
of th e Salisbury & Spencer Railway is rep orted to have been 
sec ur ed by W. J. O liver, K n oxville, Tenn., and others 
throu g h the purchase of the holdings of W. F. Snider, presi
dent of the company, and other s. 

Springfield (Mass.) Street Railway.-A bill has been in
troduced in the Mas sachu setts Legislature to provide for the 
purchas e of the Springfield Street Railway by the Berk
shire Street Railway, a subsidiary of the New York, New 
Haven & Hartford Railroad. The name of the new com
pany is to be the Springfield & Berkshire Railway. 

Washington, Baltimore & Annapolis Electric Railway, 
Washington, D. C.-The Public Utility Commission of 
Maryland has sign ed an order granting authority to the 
Washing ton, Baltimore & Annapolis Electric Railway, in 
accordance with the company's reorganization plan, to 
transfer its franchises and physical properties to a new cor
poration and to issue stock to discharge obligations incurre·d 
by both. In addition to permission t o take over the proper
t ies of the Anne Arundel Electric Railroad the Washington, 
Baltimore & Annapolis Electric Railway asked to, be allowed 
to issue $3,000,000 of 5 per cent bonds at par, $1,369,512.75 
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par va lue of n on-cumula t ive p r efer r ed st ock at 6 per cent 
and $ 1,500,000 common s tock of th e A nn e A rund el E lectric 
Ra il road in paym ent o f obliga ti ons. A tru s t mor tg age of 
$7,500,000 from th e W ashing ton, Ba ltimor e & Annapoli s 
E lec t r ic Railway to th e Cleveland Trust Company h as been 
fi led fo r record. It cover s a ll of th e proper ty, r ight s a nd 
fr a uchi ses of t he compa ny, an d is to secure th e is sue of an 
equa l amount of fir st mortgage gold bo nd s dated Ma r ch 1, 

19 1 r, payable Mar ch r, 19 . .p, and bearing 5 per cen t int er es t. 
The m ortgage s ta t es t hat $5,000,000 of th e bonds wi ll be 
is sued imm ed iat ely to acquire th e A nn e A rund el Electric 
Ra ilroad. The remainin g $2, 500,000 w il l be used fo r im
provements a nd exten sions. 

Washington & Rockville Railroad, W ashington, D. C.
George H. Harri es, vic e-pr es ident of t he W ashin g t on Ra il 
way & E lectric Com pany, has issued a s t atement in part as 
fo llow s in regard t o th e appointm ent of a receiver for t h e 
W ashing ton & R ockvill e Railroad a t t h e ins tan ce of t he 
W a shing ton R ailway & E lectric Company, as n oted in t h e 
ELECTRIC RAILWAY JouRNAL of April 8, 191 1, page 649: "From 
it s beginnin g the W ashin gton & Rockvi ll e Ra il road has been 
an in solvent concern. Its continu ed ex isten ce was poss ible 
only through th e fi n an cia l and execu t ive supp ort g ive n it by 
t h ~ Washington R ailway & E lect ric Company. A fa r e-r edu c
ing act passed by th e Ma ryland Leg isla ture at it s 1910 sess ion 
threa t en ed arbitra ry and se ri ous diminuti on of the Washi ng
ton & Rockvi ll e R ailr oad's earn in gs, r en de rin g n ec essar y 
defen sive action in th e courts. Th is litigat ion had already 
been so expensive, and pr om ised to be so m uch m ore ex
pensive, tha t it was deem ed prope r and advisable to di smi ss 
t he suit for injunction an d to ask fo r such r eli ef as could 
only be had throug h th e op erat ion o f th e road by th e c ourt, 
a p roceedin g t hat has b een long de laye d but which would 
ultim a tely, no matter h ow t h e suit sh ould t erminate, have to 
be entered upon. R a ti ona l busin ess administration cl ea rl y 
demande d immedia t e act ion looking t o the collec tion o f th e 
m oney due fr om th e Washin g t on & Rockville Ra ilroa d, 
probably to be obta in ed only through th e sale of th e 
p roperty ." 

D ivi dends Declared 

Br ook lyn (N. Y.) City Railroad, qua rterly, 2 per cent. 
P ublic Service Inves tment Com pany, Boston, Mass., qu ar

terly, r ½ per cent preferred. 
Rio de Jan eiro Tramway, Ligh : & P ower Company, R io 

de J an eiro, Brazil , qua rter ly, 1¾ p er cent. 

ELECTRIC RAI LWAY MONTHLY EARNI NGS 

B AN GOR RAILW.\Y & E LECTRIC COMPANY. 
Gross Operating Ke t Fixed 

P eri od. Revenue. Expenses. Revenue . Charges. 
I ~. , Feb. '11 $.p,900 *$20,8 72 $ 2 1,028 $12,379 
I " ' 10 39,9 22 *20, 196 19,7 26 I 1,7 1 2 
8 " ' II 397,407 *1 78,7 31 2 18,676 96,585 
8 " '1 0 38 3 ,422 * 173 ,043 2 10,379 93, 093 

CHATTANOOGA RAILWAY & LI GHT COMP ANY. 

~ !)!· • ~;b. ' 1 I $69, 264 *$ 39,447 $29,817 
'10 6 1,1 22 * 3 6 , 8 9 2 24, 2 3 0 

$19,31 l 
17 ,868 
38 ,4 24 
3 5,79 5 

2 " 

2 " 

1 II 14 2 ,798 *82,25 7 60 ,541 
'10 127,068 * 77 ,568 49,500 

GRAND RAP IDS RAI LWAY. 
1 m., Feb. '11 $81,836 *$48, 68 7 $33 ,1 49 $15 ,12 1 
I " ' IO 78,468 *44,850 3 3 ,168 15,0 76 
2 " 

1 II 173 ,903 *9 9,7 23 74,180 30,222 
2 " 

1 10 164,82 0 * 93 ,91 6 70,904 31,1 23 
LAKE SHORE ELECTRl C RAILWAY SYST EM. 

Net 
Income. 

$8,649 
8 ,0 14 

1 22 ,091 

I 16,476 

$10,506 
6, 362 

2 2 ,I 17 

13, 705 

$18,028 
18,542 
43 ,9 58 
39 ,78 1 

1 m., Feb. ' 11 $76,258 *$48, 13 2 $28, 127 $34,782 +$6 ,656 
I " " '10 70,877 *47,276 23 ,601 34, 847 +11 ,246 
2 " 

1 1 I 160,828 * 97 ,489 63,338 69,410 +6 ,0 72 
2 " ' 10 149 ,8 71 * 95 ,8 15 54 ,056 69,1 18 +15 ,062 

LEWISTO N, AUGUST A & WATERVI LLE STRE ET RAILWAY. 
1 m. , Feb. ' 11 $31 ,096 * $27,661 $3,435 $ 13,187 $9,7 52 
I " " 

1 10 29 ,894 * 23,7 24 6,17 0 14,6 16 8,446 
8 " 'II 359,23 2 * 224,78 7 134,44 5 105,03 3 29,4 12 
8" '10 358,060 *209,290 148,770 116 ,054 32 ,71 6 

P ADUCAH T RACTIO N & LI GHT COMPAN Y. 
1 m,, J~n. '11 $2 1,787 $II,592 $rn,1 9 6 $7 ,7 52 
l " 

1 
I O 22,74 1 I 4 ,476 8, 266 7,070 

12" 1 II 248, 792 141 ,248 107,544 86 ,95 6 
12 " '10 231,037 137 ,975 93,062 8 1,671 

SAVANN AH ELECTRIC CO:\-IPANY. 
1 m., J~n. 1 11 $53,803 $35,040 $ 18,763 $ 18,754 
l " ' 10 48,898 3 1,0 68 17,83 1 17,8 18 

12 " 'II 637,261 4 20,20 6 2 17 ,055 215,949 
12 " 'ro 60 2,725 391,16 2 2 11.563 210," 02 

WHAT COM COUNT Y RAILWAY & LI GHT COMP ANY. 
1 m., J:;n . 'II $33,43 7 $19,0 57 $14,381 $10, 556 
l " 1 l 0 36 ,202 22 174 l I 3,460 8,957 

12 °II 408,396 230 ,0 09 178, 38 7 II 1,045 
12 " ' 10 409,72 1 231,085 178,636 99,936 

$ 2,444 
1,196 

20 ,589 
I 1, 39 I 

13 
1,106 
1, 562 

$3,825 
4, 503 

6 7,34 2 
78, 700 

Traffic and Transportation 
Increase in Wages in Grand Rapids 

B enj am in H anc hett , p res id ent of th e Grand Rap id s 
(1"1ich. ) R ailway, has is sued a s ta t ement to t he employ~es 
of t he comp any announ cing an increase in wages effective 
on .May 15, 191 r, in whic h he says in part: 

"One yea r ago I had t h e p leasure of advising you t hat t h e 
direc t o rs of t he Grand Rapids Railway aut horized an in
crease in you r wage scale of IO per cent and. I am now 
please d t o be able to inform you of a furt her mcrease, as 
st a ted below w hi ch makes a total adva nce in th e sch edul e 
of wages s in~e 1907 of 25 per cent. Th e new rate goes into 
effect May 15, 19 1 I , as fo ll ows: 

"For se rvic e as conductors or motormen, one year or less, 
23 cents per h our. 

" For service as conductors or motormen :or one year and 
up to t wo years, 24 ce n ts per hour. 

" For tho se m en w ho have served the company as mot o1·-
m en a nd condu ctors for mo re t han two years, 25 cen t s pet 
hour. 

"Conducto r s an d m ot orm en se rvi ng on th e extra li st w ho 
r eport a t a ll ch ange times a n d at t ime of starting out trip
p ers, a s ordered by th e carhou se fo rema n: wil l be credit ed 
with en oug h ad di t iona l time to make t h eir wages for th at 
day a t least $1.50, eve n thoug h they a re not ca lled on to 
perform service to t hi s am ount . Thi s additional compen
sation under th e conditi on s nam ed, for men on th e ex t ra 
lis t g~es into effec t April I. 

" Mot ormen and con ducto rs durin g th eir s tude nt t im e vf 
13 days and IO day s I espe ctively w ill , of cou r se, work wit ~
out comp ensa ti on as m the pas t , bu t suc h men w h o r ema111 
in t h e service fo r on e year continuously w ill receive pay at 
t h e rat e of $ 1.50 pe r day, payabl e a t the en d of th e yea r, 
fo r such se rvice, and this rul e applies to a ll new m en wh o 
s t a rted on o r afte r Jan. 1, 1911. 

"As y ou h ave bee n advise d on previous occasions, it is th e 
desir e of the m anagem ent to c on sid er your welfa r e in every 
way and you can h elp a lon g thi s lin e by earn es t co-opera
ti on and a ttenti on to duty. Y ou sh ould keep in mind w hen 
in charge o f a car that y ou are th e comp any's r epresenta
t ive and tha t the public forms i"ts opinion of the comp any 
by t h e tr eatment it rec eives from the m ot orm en and con
du ctors. I t herefore rely upon the exe r cise of your best 
judgment and as si stance in raising the st an dard of se rvic e 
and in o th er w ays w orking for the best inter ests of th e 
company." 

Excellent Accident Record of the Lehigh Valley Transit 
Company 

R. P . Steven s, p resident of the Lehi g h Valley Transit 
Company, A ll entown, Pa., wa s int erviewed r ecently by one 
of the loca l pap ers at A ll en town in r egard to t h e exc ell ent 
sh owin o- m ade by th e comp any a s di sclose d by the acc ident 
repor t for J anuary and February fi led by t h e company wi~ h 
t h e Pennsylvania Rail road Commiss ion. 1Ir. St eve n s said 
in pa rt : 

"We n ot only have a cl ear r ecord fo r J anuary and Febru
a ry, but it is worthy of n o te that fo r th e past year, a lt h~ugh 
ou r car s trave led 3,593,389 mile s, equa l t o about 1200 times 
acr oss th is country fr om New Y o rk to San Fran ci sco, or 143 
t imes around the w orld, and over 23,000,000 passe n ge r s wer e 
hand led, not a passe nge r or an employee was kill ed. W e 
doubt if th ere is a road in t h e country runnin g t he mil eage 
an d car rying the nu mber of pa ssenge r s we have th at can 
equal t hi s r ecord. 

" I a ttribute t h is r ecord ve ry larg ely to t h e cla ss of m en w e 
have in our employ and t h eir leng t h of se rvice a nd experi
en ce. More than 50 per ce nt o f ou r m otor men h ave b een 
in our empl oy five yea r s o r more, and more th an 25 per cent 
have been w ith u s more th an IO yea r s. This fact is r e
m ar kab le, 

"Of cou rse, in addit io n t o thi s, however, we mu st g ive 
proper credit t o th e effort s and co-op era tion of th e heads o f 
a ll department s t o k eep down th e acc ident list. W e have 
m en in our empl oy devo tin g a ll t heir t im e to devi sing ways 
and m ean s t o avoid t h ese un fo rtunate occu rr enc es. W e 
have a lso rece ived m u ch favo rabl e cri t ic ism on our present 
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campaign of teaching the sch ool ·children how to avoid a cci
dents. These accidents a r e generally th e m ost distre ssing 
kind, and if grown-ups would use th e sam e care that we 
now feel the children w ill it would go a lo ng way toward 
reducing the number of accide nts. During the past month 
ou r men have spoken to mor e than 38,000 school children 
in the cities and tow ns a long our lin es on 'how to avoid 
accident s' and endeavor ed to impress it on th eir minds so 
t he impression will b e lasting." 

" Come to Sarnia."- The Sarnia (Ont.) Str eet Ra ilway is 
dis tributin g a fo lder entitled "Come to Sarnia," w hi ch is 
compiled and printed by th e Cana dian Printing Company, 
Sarn ia. Sarnia is loca t ed at t he point w here Lake H uron 
meets the St. Clair River. The pamphlet contain s v iews 
in and about Sarnia reached by the lin es of t he Sarnia Stree t 
Rai lway. 

Car License Fees in Reading.- T he Readi ng (Pa. ) T r an
s it Company has paid it s car lice nse tax for th e fisca l years 
of 19n-12, a s required und er th e ordinance passed last Au
gust by Council s. The corporation paid $720. T his is at 
t he rate of $10 a ca r truck . An affidavit was taken tha t 72 
trucks is the total number in use on a ll the lines und er the 
control of th e company. For th e la st fiscal year t he co m
pany paid fo r 69 trucks, o r $690. 

Fare Changes at St. Lawrence.-On March 2, 19II, the 
S t. Lawrenc e International E lectric Railroad & Land Com
pa ny, A lexandria Bay, N. Y., will cancel local o ne-way fares 
in both direction s b etwe en State Road and Kavanaugh's, 
Gulf Hill, Sauerwein's, Alexandria Center, Hass, Brown's 
Crossin g, Bicke lhaupt's and Redwood, a nd therea fter fares 
from and to A lexandria Bay will apply from and to State 
Road. T he advance in each instance is 5 cents. On the 
sam e elate the round-trip fares between all local station s 
w ill be cancel ed and no round-trip fares w ill be in effect 
t hereafter. 

Decision Which Requires Exchange of Transfers in Seat
tle.-With tw o judges di sse nting, th e Supreme Court of 
Washing t on has affirmed the decision of the King County 
S up erior Court in the case of A. G. Linhoff against the 
Sea ttle, Renton & Southern Railway, holding that th e ap
pe llant company mu st issue tran sfers to th e lines of th e 
Seattle E lectric Company and accep t the transfers from the 
sa m e comp any. T he se ttl ement for transfers is to be made 
on th e basis of 2½ cents o n the 5-cent cash fares and 1¼ 
ce nt s o n the tickets offered by school children, wh ich tick
e ts are so ld for 2½ cents each by both the compan ie s con
ce rn ed. 

Plan to Divert Long Island Suburban Traffic.- It is sta ted 
t hat an agreemen t has been reach ed b etween th e Pennsyl
vania Railroad and the Int erborough Rapid Transit Com
pany, :N" ew York, N. Y., in r efe rence to transit extensions 
in Queens and that the suburban traffic of the Long Island 
Railroad is t o be diverted from the station of the Pennsyl
van ia Railroad at Thirty-third Street and Seventh Avenue, 
New York, by way of the Queensboro Bridge and the Stein
way Tunnel. At Woodside, just outside the limits of Long 
Island City, a new sta tion to cost about $150,000 will be 
e rec ted. A r out e not her etofore considered has been a dopt ed 
for t he line w hich is to run to New York through th e 
Steinway Tunnel. The capacity of the tunnel is es timated 
at 20,000 passengers an hour, and that of the bridge at 
28,000 passengers an hour. 

Traffic Circulars in Baltimore.-The United Railways & 
Elect ri c Company, Baltimor e, Md., has p rinted the third 
e dition of its circular entitled "Chartered Cars for Private 
Parties." This circular is devoted entirely to the subject 
of chartered cars and outl ines the se rvice which the c om 
pany offers. T here are interior and exterior views of pr i
vate cars of the company. "Seeing Ourselves as Othe r s 
See Us" is a booklet in which opinions are set down w hich 
have been expressed by prominent people abou t Gwynn Oak 
Park. "Excursions by Trolley to Gwynn Oak Park" is 
somewhat different from "Seeing Ourselves as Others See 
Us" in that it tells how the park may be reached and shows 
scenes in the Park. Anoth er circular issued by the com
pany bears the title "Excursions by Trolley to Bay Shore 
Park." 

Traffic Department of the Consolidated Companies in Los 
Angeles.-Reference has been made from time to time re
ce1Hly in the ELECTRIC RAILWAY JOURNAL to the changes in 
the personnel of th e electric railways in Los Angeles which 
have been m er ged. The traffic department of the Pacific 
Electric Railway, L os Angeles-Pacific Company and Los 
Angeles & Redondo Railway is organized as follows: D. W. 
P ontius, traffic manager; D. A. Munger, general agent pas
senge r department; F. L. Meneley, chief clerk passenger 
department; B. L. D owell, traveling passenger agent; E. L. 
Taylor, traveling passenger agent; T. J. Day, chief clerk 
freight department; F. C. W eeks, traveling freight agent; 
C. V. M eans, contracting freight agent; E. C. Thomas, ad
vertising agent; C. M. Pierce, manager personally con
ducted troll ey trips; W. H. D empster, assistant manager 
personally conducted trolley trips. 

"The Road of To-day."-The Chautauqua Traction Com
pan y, J amestown, N. Y., has publi shed a folder entitled ·"The 
Road of T o-day." The cover shows a scene in colors along 
the company's lines and a scene in black of Lake Chautauqua 
by moonlight. Views a r e also presented of Celeron Park, 
Lakewood a nd Chautauqua. There is a map of the com
pany' s lines between Jamestow n, l\{ayvill e and Westfield, 
and also a map on w hich a re shown the railroads which con
n ect with the lin es of the Chautauqua Traction Company. 
During the summer cars a re operated every 40 minute s, with 
ext ra cars at fr equent intervals. During the winter cars 
are opera ted eve ry hour. Through tickets to Chautauqua 
Institution, J ames town, Lakewood, Celeron, Mayville and 
a ll points on the Chautauqua Traction Company's line are 
sold by agents of a ll principal railroads, enabling passengers 
to purchase through transpo rtat ion and check their baggage 
to destination. 

Safety Measures in Chicago.-In the monthly report of 
the city attorn ey of Chicago to th e corporation coun sel 
it has been sugges ted that if all the cars were painted a light 
orange color rath er than the present olive green the safety 
of pedes trian s w ho cross the streets would be increased. 
Car s with inclose cl r ea r platforms similar to thos e now 
being given a trial by th e Chicago Railways also are ap
proved in t he report, w hich says: "When cars of this type 
superse de the pre se nt models getting on or off cars while 
they are in motion w ill be impossible." It is pointed out 
that 63 accidents occurred during March in this manner. 
The gen eral report for March states that all accidents in 
connect ion with str eet car operation resulted in the death 
of five person s and injury to 226. In 73 of the accidents 
pe rsons were injured wh ile trying to cross the tracks ahead 
of approaching car s. The r ep ort sta tes that one-half of 
th e total number of accidents came from causes wherein 
fu lly 75 per cent of the victims might have escaped injury 
had they used a little precaution. The Illinois House of 
R epresentatives has passed the O'Toole bill to require all 
entrances and exits to Chicago street cars to be closed while 
the cars are in motion. 

Extension of Time Under Fender Ordinance in Portland, 
Ore.-A r esolution has been passed by the City Council of 
Portla nd, Ore., to extend for one year, or until July I, 1912, 
the time in w hich the Portland Railway, Light & Power 
Company is required to equip all of its cars with automatic 
fenders in accordance with the provisions of the ordinance 
passed by the Counci l in the fall of 1910. The r equirements 
of the device necessary to meet the terms of th e ordinance 
were given in the ELECTRIC RAILWAY JOURNAL of Nov. 26, 
1910, page 1076. Subsequently Mayor Simon vetoed the 
resolution. In a long sta tement which he issued the Mayor 
said in part: "It abounds in w hereases and recitals and sets 
fo r th tha t the present type of fend er in use on lines of the 
Portland Railway, Light & Power Company is better than 
the device provided by State law. It provides for a pilot 
type of fender for interurban cars. It attempts to legalize 
operation of freight car s over the company's lines within 
the city limits, which authority is not contained in any of 
t h e franchises held by the corporation and does not belong· 
in a fend er ordinance. It extends the time for equipping 
the street cars with the Nelson automatic fender from 
July 1, 19II, until July 1, 1912. While the street car com
pany and the fender concern have reached an agreement 
perfectly satisfactory to th em, the general public must have 
consideration ." 

\ 
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Personal Mention 
-.---

Mr. George W. Delany ha s r es ig n ed a s audit o r of t he 
L exin g t o n & Inte rurban R a ilways, Lexin g t o n, Ky. 

Mr. R. H. Fish has bee n appo inted tra ffi c m a nage r of t h e 
Oakland & A ntioch E lec tri c R a ilway , with h ea dqua rter s in 
Con cord, Cal. 

A. W. Price has been ap point ed audito r o f th e Lexin g
ton & Int erurban Railways, Lexin g t o n , Ky., t o succee d 1\1 r . 
George W . D elany, r es ig n ed . 

Mr. L. E. Moe, wh o h as bee n conn ec t ed with the Po rt
land, E ugen e & Eas t e rn R ai lway, P ortland, Ore., s in ce th e 
road w as place d in op e r a tio n , has bee n app o int ed ge nera l 
mana ge r of th e co mp an y, a newly cr ea t ed p osition . 

Mr. G. E. Barber h as been ap p oint ed superint end en t o f 
the Ohio El ec tric R a ilway a t S prin gfie ld , O hio, t o s ucceed 
Mr. W. G. \Villiam s, r es ig n ed . .l\Ir. Ba rbe r w as fo rmerl y a 
di spatche r in th e o ffi ce o f th e co m pa ny a t Sprin gfie ld. 

Mr. W. N. Keiser h as r esig n ed as e lec tri ca l en gin ee r of 
the Uni o n E lec tri c Co m pan y, D ub uq ue, Ia., effective o n .l\Iay 
1, 1911 , t o b ecom e co nn ected w ith th e G. W . P a r son s Co m 
pany, Newt o n , Ia ., manu fac ture r o f co ntracto r s' m ac hin e ry. 

Mr. George Kidd, Londo n , E n g., o ne of th e secr e taries 
o f the Briti s h Columbia E lec tri c Ra ilway Co mpa ny, V an
couver, B. C., will m ak e hi s ho m e in that city for a y ear, 
taking up th e duties fo rmerly perform ed by Mr. F r a nci s 
Hope, a ss istant ge neral man age r , w h o is go in g to Londo n , 
En g ., temp orarily. 

Mr. William D. Norton has res ig ned as fi r s t ass ist a nt 
secreta ry of th e Publi c S e r vice Commi ss ion o f th e F irst 
Di strict of N ew Y o rk t o b ecom e conn ect ed w ith th e Com 
m o nwealth E di son Comp a n y, Chi cago, Ill. .l\Ir. No rto n has 
been first a ssis ta nt sec r e tary of th e commi ss io n since t hat 
body was cr ea t ed in 1907. 

Mr. N. A. Kemmish has r es ig ned as electrica l en g in ee r of 
the L inco ln ( Neb. ) Trac tion Compa ny t o b ecome ge ner a l 
manager of th e muni cipal e lec tri c lig htin g and pumping st a
tion at Allianc e, Neb . .l\I r. Kemmi sh , w ho h as b ee n w ith 
the Linco ln Tracti o n Com pa ny fo r th e la st seve n year s, is a 
graduate of the U nive r sity of Ne brask a. 

Mr. L. M. Levinson, w h o h a s been ge nera l m a nage r of 
the Minera l W ell s (Tex.) E le ctric Sys t em sin ce Au g u st , 
1910, has re sig ned to b ecom e gen era l s upe rintend ent o f th e 
syrup a nd su gar p la nta tio n o f P ennick & Ford, Ltd ., Ne w 
Orl eans, L a. Before becomin g conn ec t ed with th e Min er a l 
Wells El ec tri c Sys t em Mr. Levin son was fo r l 1 ye a r s gen 
era l man age r of th e Shreveport (La.) Trac ti on Compa ny. 

Mr. William E. Rolston, sup erintendent o f power a nd 
shops o f th e Cleve la nd, S outh wes t e rn & Columbus R a ilway, 
ha s r es ig n ed t o becom e conn ected with th e D es ?\Ioin es 
City R a ilway, D es Moin es, Ia. M r. R o lst o n has bee n su 
perint endent o f power a nd shop s o f th e Clevela nd , S outh
western & Columb u s R ail way fo r the p ast tw o y ea r s and a 
half. Previou s t o th at h e was m as t er m echanic of th e co m 
pany. 

Mr. R. W. Levering h as bee n a ppoint ed sup erint endent 
of the Lafayett e di vis io n o f th e F t. \Vayn e & Northern 
Indiana Tracti on Company, F t . Way n e, Ind., the succes sor 
of the F t. Wayn e & Wabash Valley Trac tio n Company, to 
succeed Mr. S . J . Ryde r , w h o h as been appointed actin g 
superintendent o f th e F t . Wayn e divisio n . Mr. L everin g 
wa s form erly co nn ec t ed w ith th e Chi cago, South Bend & 
North ern Indiana R a il way, South Be nd, Ind . 

Mr. S. J. Ryder, w h o h as been superinte:1dent of the L a
faye tt e d ivi sio n o f th e F t. \ Vayn e & No rth ern Indi an a 
Trac ti o n Comp an y, Ft. \ Vayn e, I nd ., th e ~uccessor o f th e 
F t. \Vayn e & Wabash Vall ey Trac tio n CC'mpa ny, h as b een 
app oin te d ac tin g sup erin te nde n t of th e F t . \ Va yn e di visio n 
to succee d Mr. E. M. R ave r , r es ig ned. Mr. Ryd er has bee n 
fo r severa l y ear s sup erintend ent o f th e Lafayette c ity lin es 
fo r th e F t. W ayne & North ern Indi ana Trac ti on Com 
pa ny . H e was se nt t o th a t c ity fro m F t . W ayn e, havin g 
been a dvan ce d fr om th e positi o n o f ca rh ouse fo r em a n. 

Mr. S. H . Waddell, fo r me rl y a ud it o r of th e Pitt sburg h , 
Harm on y, Butler & New Cas tl e R a ilway, Pitt sburg h , Pa ., 
has been elec t ed sec r et a r y a nd treasurer o f th e compa n y, to 
s ucc eed Mr. Mark G. Hibb s, r es ig ned, a nd will in th e future 

act as sec reta ry, treasurer and auditor of t he com pa ny. Mr. 
Wadd ell b eca m e connected wit h t he P it t s bu rgh, Har mony , 
But le r & New Ca s t le Railway as auditor o n Feb. 15, 19 ro . 
I'rev iou s t o th a t tim e he was engaged principa ll y in t he iron 
an d stee l b us in ess wit h t he Me ll on and Frick in t e r ests and 
held t he po sit ion o f secretary, assistant tr easu r e r a n d 
audi tor of th e Union Steel Company previous to its ab sor p
tio n by th e United States Stee l Corporation in 1902. .l\Ir. 
Wa d de ll wa s a lso engaged in pub lic accoun t ing. 

Mr. Clinton L. Bardo, who resigned recent ly as sup erin 
tendent o f th e e lec tri c divi s ion of t he New Yor k Ce ntra l & 
Hudso n River l{ailroad at New York, has been a pp o in t ed 
ass istant t o t he general manag.er of t he Lehigh Vall ey Ra il
road, w it h offices at South Ti et hlehem, Pa. Mr. Bardo was 
bo rn a t Mo ntgomery, Pa., on Oct. 24, 1867, and bega n hi s 
ra il way caree r a s a n extra operator with t h e P en n sylvania 
Ra il road. In Novembe r , 1904, he became freig h t tr a in 
m as t er of th e New York d ivision of t he New Yo r k, New 
Haven & Hartford Rai lroad, and from December, 1905, to 
Jun e, 1907, he was ass ista n t superintendent of t he same 
divis io n . S in ce Jun e, 1907, h e has bee n super in ten d en t of 
th e G ra nd Ce ntra l Station a n d th e e lectric d ivision of th e 
New Yor k Ce ntra l Rai lroad. Ove r t h is d ivision between 
th e termin al an d th e l\ l o t t Haven ya rds, 4!1 miles, t h er e a r e 
700 t ra in m ove m ent s a day. 

Mr. C. J. Pearson, u n ti l recent ly in charge of fre ig ht an d 
passe nge r account s fo r the Terr e Haut e, I ndia napo li s & 
Easte rn Traction Co m pan y, India napo lis, Ind., has been a p
pointed d iv ision fr eigh t an d passe nger agen t o f t he l\I ichi 
gan Un ited Ra ilways w ith h eadq uarte r s at J ackson , .l\Ii ch . 
M r. Pear son sta rted hi s r a il road career as a m essenge r w it h 
th e Clevela n d, Cin cinn a ti , Chicago & St. Loui s Ra il way a t 
A n de r son , In d., a n d co ntinued with t hat company in va ri o us 
capac iti es u ntil h e beca m e bill c le r k. In 1903 h e r es ig ned 
from th e Cleve la n d, Ci n cinnat i, C hicago & S t . Louis R ail 
way t o t ake charge of th e fr eig h t accounts fo r t he In d ia na 
U ni o n T ract ion Com pa ny a t A n de r son. In 1905 M r. Pear
son beca m e S tate cashi er of th e Centra l U nion T eleph o n e 
Company a t Spr ingfie ld, I ll. , b ut in 1906 he r eturned t o 
I ndiana an d took cha r ge of t he fre ig ht and pa ssen ge r ac 
count s of th e Terre Haut e, India napo li s & East e rn Trac ti o n 
Co mpa n y. 

Mr, Miles Bronson , supe rint enden t of t h e Maha.wk di vi
sio n of th e New Y o rk Ce ntra l & H udso n Ri ve r Rail road a t 
A lban y, N. Y., h as been appoint ed su pe rintendent of the 
elec tri c div isio n of th e New Y o rk Ce ntra l & Hudson R ive r 
R ailroad a t New Yo rk t o succeed M r . C. L. Ba r do, who se 
app o intm ent t o t h e L ehig h Vall ey Ra il road is ann oun ced 
elsewh er e in t hi s co lumn. M r. B r o n so n was b o rn at San 
du sky, O hi o, o n May 8, 1875. He en tered r a ilway serv ice in 
1890 as a c ler k in th e law de pa rtm en t of th e Grand Trunk 
R a il way a t Det ro it , M ich . Fo r five yea r s h e was st en og
r ap her to t h e ge ner a l so licitor of t he Grand Trunk R a ilway, 
a n d fr om .l\Iay 30, 1895, t o April 27, 1898, he wa s secr e ta r y 
t o t he president of th e l'\ ew York, Chic a go & St. L oui s 
Ra il road. From Ap ril 27, 1898, t o Nov. 1, 1900, h e w as su c
cess ive ly secretar y a nd ass is t an t to th e p res id en t of th e N ew 
York Centra l & H udson R ive r Ra il road. O n Nov. 1, 1900, 
h e w as appoint ed sup erint ende nt of t he H a rl em di vis io n o f 
th e ?\few Yo rk Ce n t r a l & H udson Ri ve r R a ilroa d, with 
offices at W hite Pl a in s. 

Mr. J. W. Brown, sup eri ntende n t of tra n sp ort a ti on of th e 
A uro r a , E lg in & Chi cago Rai lroad, \Vh ea t o n , Ill. , has b ee n 
ap po int ed ass istan t supe rint endent o f t r a n sportat io n o f t h e 
P u b lic Ser vice Ra ilway, Newa r k, N. ] .. effect ive on May 15, 
191 I. l\I r. B r own has bee n conn ecte d w ith t he A uror a, 
E lg in & Ch icago Ra il road since A ug u st, 1910. P ri o r t o 
th at t im e h e was supe r in te n dent of t r anspo r ta ti on of th e 
W es t P enn Ra il ways, Conn ell svill e, Pa. He en te r ed th e 
se r vice of th e M cKeespo rt , W ilm erding & D uquesne Ra il 
way. McKeespor t, Pa., ab out 12 yea r s ago a~ ni g ht ca r 
d ispatch er. He also serve d as elec tric ia n and later as 
powe r st at io n engi nee r of thi s com pany. \ Vhen th e P it ts
burg h , McKeespo rt & Conn ell svill e R ail way, P itt sburg h . 
Pa ., w as fo rm ed M r. B r own w as m ade m as t e r m ech ani c o f 
t he l\IcKeesp or t di visio n of th at road, a nd la te r was pr o
m ot ed to th e pos iti o n of divis ion sup erin te ndent. \Vh E' n 
t he tra nspo rtation d epa rtm ent of t hi s co mp a ny was o r ga n
ize d in IfJOJ M r . Brown w as a pp o in ted su pe rint enden t of 
t r a n spo rtat io n o f th e co mp a n y. .l\ Ir. Brown is cha irm a n of 
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the commit tee on interurban rules of t h e American Elect ri c 
Railway Tran sportat io n & Traffic Assoc iat ion . 

Mr. I. C. Fetter has re sign ed as general cla im age n t of t he 
W ilmington & P hil adelphi a Traction Company a nd t he 
South ern P enn sylvania Traction Compa ny, \ Vilmingto n·, 
Del., to become claim agent of the Reading (Pa.) Trans it 
Co mpany, w hich ope rat es the railways and li ght p lants in 
Readin g, No rri stown and Leban o n. Mr. Fetter was a d
mitt ed to the b ar in 1881 , and was city clerk from 1890 to 
1895. He was appointed cla im agent of the Reading Trac
tion Company in 1895. When th e U nited Power & Trans
p o rtation Company was fo rmed in 1899 and acquired t h e 
\Vilmingto n, Trenton, Chester, Norris t own, Wilkes-Barre, 
Read in g, Lebano n and ot h er systems, h e was made gene ral 
claim agent and continued in that capacity until the Inter
s tate Railways was formed. T hi s company acqui r ed st ill 
o ther properties, a nd Mr. Fetter remained in it s se rvice 
unt il 1910, when t h e properties were leased. In July, 1910, 
he became connected with J. G. White & Company, Inc. , 
New Yor k, N. Y., th ey h aving leas ed th e lin es in \Vilmin g
to n, Ch es t er a nd Delawar e County previou sly ope rat ed by 
the Int ers tat e Railways , and was appointed gen eral claim 
age nt of th e Wilmington & Philadelphia Tractio n Company 
a nd t he South ern Penn sylva nia Tracti o n Compa ny. ivir. 
F ett e r r es igne d fr om the Wilming ton & Phila delphi a Trac
tion Compa ny becaus e of the opportunity that was a fford ed 
hi m to r et urn to Readin g, where h e had li ved fo r more than 
30 year s. 

OBITUARY 
Owen Leibert died at hi s home at Bethl eh em, P a., on 

Ji.la rc h 26, 191 r. Mr. Leibert wa s co nnec t ed with the Beth
leh em Steel Co mpany, South B ethl eh em, P a., for 38 yea rs, 
resign in g in 1891 as chief en g ineer. 

Tom L. Johnson died at Cleveland, Ohio, on A pril IO, IQI 1, 
a ft e r a lo ng illn ess. He was 57 years old. l\ Ir. J ohn so n 
wa s bo rn in George t own, Ky., and was thrown up o n hi s ow n 
re so urc·: s wh en h e \\'as 15 years o f age. He b ega n his str ee t 
railway caree r in the office of the Louisville (Ky.) Passe n
ger Railway about 1872. This property was con troll ed by 
Bid erm a n du Pont, th e fat h er of Mr. A. B. du P on t , who later 
wa s a very c lose as sociate o f l\Ir. J ohn son. \Vhil e conn ecte d 
with the L o ui sv ille Railway .i\Ir. J o hn son invented a fa r e 
box which ca m e int o general use before the present sys t em 
of far e coll ection wa s es tabli shed. With th e du P onts a nd 
o th er s he purchased the r ailway sys t em in India nap ol is. 
Later he became intere st ed in the S outhern R a ilway of St. 
Louis and in a 4-mile li n e at Cl eveland, runnin g to Brookl yn 
Vi llage. Later the former line was so ld to th e Hamilton 
interests and that at Cleveland becam e part of th e Cl eveland 
Railway System. In the early So's l\Ir. J ohn so n invent ed 
th e g irder rail. The J o hn son Company, of J oh nstown, Pa. , 
was formed and built its own rolling mill. In 1894 th e 
J o hn son Company wa s taken ove r by th e Lo ra in Steel Com
pany and th e rolling mill wa s moved t o Lorain, Ohio. but 
the manufactu r e of special w o rk was continued at J o hn s
town. Mr. Jo hnson, how ever , was n ot an office r in ei th er 
t he J o hn son Company or the L o rain Steel Company. After 
t he flood at Johnst own, Pa., Mr. J o hn so n and hi s associates 
rebuilt and operated the street railway there. In 1887 Mr. 
Johnson built on P ark Avenue, Brooklyn. a cable line which 
was afterward acqu ired by the Atlan tic Avenue Railroad 
Company. About 1893 Mr. J o hn son and hi s bro ther, the 
late Albert L. J o hn son, with the assistance of R . T. Wil
son & Company, constructed the Nassau Electric Railroad. 
w hi ch is now part o f the Brooklyn Rap id Transit System. 
l\I r. Johnson was treasur er of this company. About 1893 
R. T. Wilson & Company and l\Ir. J o hns o n became inter
ested in the property which is now a part of the Detroit 
(Mich.) United Railway. On the adYice of the late Henry 
George, l\Ir. J o hn son ente r ed pol itic s. runnin g first fo r Con 
gress, but was defea ted. Later h e was elected and se rved 
two terms from 1890 to 1894. In 1901 h e was elected 11ayor 
of Cleveland. In 1903 h e ran for Governor and was de
feated, but was re-elected Mayor in r905 and continued in 
that office until 1910. The us e that Mr. J ohn son made of 
the power that was vested in him as Mayo r of Cleveland in 
the negotiations with the Cleveland Electric Railway and 
the hist ory of the failure of the Municipal Tract ion Com
pa ny, Cleveland . Ohio, Mr. Johnson's device to estab li sh 
3-cent fares in Cleveland, are familiar to the readers of thi s 
paper. 

Construction News 
Const ructio n News Notes are classified under each head

ing a lphabetically by States. 
An aste ri sk (*) ind icates a project n ot prev iou s ly 

reported. 

RECENT INCORPORATIONS 

*Inter-Counties Railway, Modesto, Cal.-A pplication fo r 
a charter will be m ade by this c ompany in Ca li fo rnia to 
build an e lec tric railway fro m Modesto t o Crow's Landing 
a nd Newman, a nd from Modesto to Turlock, Merced, 
Madera and Fres n o. Capita l stock, $5,000,000. Directors: 
1?,· W. Maltby, Con cord; J. F. Peters, Charl es Harris, Wil
h am H. Langdon, Modes t o; A. T . Nels on, Stockton, and 
L. G. Worden, Me r ced. 

Oakland, Antioch & Eastern Railway, Oakland, Cal.
Incorporated in Cali fo rnia t o t a ke ove r the Oakland & 
A ntioch Rai lway and extend it t o Stockton. Cap it al stock, 
$10,000,000. S. L. Nap ht aly, t r easurer. D irector s : A . W. 
Maltby, Co n cord ; Lawrenc e A rn s te in, J o hn R. Selby a nd A. 
J. Krutmeyer, Sa n F ranc isco. [ E. R. J ., March 18, 'II.] 
. *Elberton & Eastern Railway, Augusta, Ga.-App lica

t10n fo r a c ha rte r has been made by thi s company in 
Georg ia to build a so-mi le electric o r steam railway between 
E lb erto n,. Tignall, Was hin gton and Lin coln t o n. Capital 
s t oc k, $500,000. Inc o r po ra tors: M. A. P harr, of W ashing
t o_n : J a me s A. Moss, W. J. Adam s and J. J. Wilkinson, of 
Ti g na ll: \V. 0. J o n es, W. F. Ander so n , J . H . Blackwell , 
L. M. Heard, R. L. Cauthen and Z. B. Rogers, of E lbert on. 

*Osceola & Southwestern Railway, Osceola, Ia.-In cor
porated in Iowa t o build an e lec tri c ra ilway to conn ect 
L ace ll e and Hapeville. 

Little Falls & Johnstown Railroad, Little Falls, N. Y.
I nc c rp o rated in New Y o rk t o b uild a 27-mil e electr ic rail
way b(tween Littl e Fall s and St. J o hn svill e, via Ep hra tah 
a nd J o lm stown. w here it wil l conn ect with the Fonda 
J o hn stown & Gloversvill e Rail road, Glovnsv ill e. Capitai 
st ock , $300,000. A m ong t h e directo r s a re: Lorenzo O . 
Bucklin, Little Falls; Frede rick Engleh ardt, St. J o hn svill e; 
Jam es P . A r ge r sin g, J o hn stown; J. L. Hees, Fonda, a nd 
Henry D. Harmickell, N ew York. 

*Hellertown & Richlandtown Street Railway, Hellertown, 
Pa.- Applicatio n for a cha rt e r has been made by thi s com
pany in P enn sylvania to build a 6-mil e elec tric railway to 
co nnect Hellertown and Richl andtown. A ll ri ghts-of-way 
have be en secured from Hell ert own borough limits to the 
Richlandt ow n bo rough limits. Capital s t ock, $360,000. Of
fice r s : A. R. Trumbau er, p r esident; Jacob Apple, secretary, 
a nd W. B. F rankenfie ld, trea su r er. 

*Northumberland County Traction Company, Sunb~ry, 
Pa.-Appl icat ion for a charter has been m ade by this com
pany in Pennsylvan ia t o bui ld an e lect ric r a ilway through 
No rthumberl and, Sunbury, Un ion , Snyder, Montour, Co
lumbia, Lycoming. Schuylki ll and Luzerne Counties. John 
C. J ohns on, Philad elphia, and J. F. Sc ha ffer , Sunbury, are 
the solicitors. 

*Elizabethton, Milligan & Johnson City Electric Railway, 
Johnson City, Tenn.-Chartered in T enn essee to build an 
8-mile electric r a il way between Johnson City, M illigan Col
lege, Oak Grove and E lizabethton. Capital s tock, $25,000. 
Inc orp or ato rs: W. G. Payne, J ames H. Smith, A. B. Bran
no n , W. C. Burchfield, J. N. Ind er s and J. G. Burchfield. 

FRANCHISES 
Los Angeles, Cal.-The Los Angeles Railway has re

po rted to the City Counci l th at it is r eady to build a cross
town railway in Los A ngel es whenever a favo rabl e route is 
offe r ed. The route proposed by the company is from 
Fourth St reet a nd Vermont Ave nue south to Jefferson, 
t h enc e eas t to city limits. A re soluti o n was adopted by 
Council refe rrin g m atter to Boar d of Public Utilities. 

Oakland, Cal.-Th e Oakland Traction Company ha s r e
ceived a franchise to buil d it s tracks o n Hopkin s Street 
from Fruitvale Avenue to Redwood Road, in Oakland. The 
company has withdrawn an applic'ation for a franchi se in 
East Sixteen th Street and the Scenic Boulevard, and has 
fi led a new o ne, which substitutes Ignacio Avenue for the 
Boulevard. 
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San Francisco, Cal.-T he South ern I'acific Company ha s 
a sk ed th e City Counc il for a 50-year fr a nchi se fo r two 
extensions of it s track s be tween T own se nd Street a nd 
Channe l Street, in Sa n F ran cisco. This applicatio n is p re
limina ry t o ex ten sio n o f the line to Market St reet a nd 
Stuart Street. 

Turlock, Cal.-S. N. Griffith, r ep re senting the Turlock 
Tract ion Company, Modesto, ha s asked the Board of Trus
tees for a so-year fran chi se to build its tracks throug h Tur
lock. T his propose d 4-111il e elect ric railway will conn ect 
T ur lock and Denair. [ E. R. J ., Ap ril 1, '11.] 

Wilmington, Del.-The Wi lmin gto n, New Castle & South
ern Ra il way, New Cas t le, has r eceived a franchise from the 
St reet Directors t o build from Fron t Street and Market 
Street, in Wi lmingto n, to th e city line alo ng th e causeway, 
w here t h e line wi ll co ntinu e o n to New Cast le. 

Wilmington, Del.-T h e Peop le's Railway, vVilmin g ton , 
has r ece ived a franc hi se t o extend its tracks in vVilmin g t on 
to K ing Stree t wharf, from it s present termination on Front 
St reet and King Street. 

Atlanta, Ga.- T he Atlanta North weste rn Railroad h as 
asked th e City Council fo r a franchise t o buil d it s track s 
ove r ce r tain s tre ets in Atlanta. This projected 47-mile r ai l
way w ill connect Roswell, A lph aretta, Cummin s and At lanta. 
J ohn M. Ponder, Forsyth, pre sid en t. [ E. R. J., Ap ril 10, 
'10.] 

St. Boniface, Man.- The l\Ia nitoba Rural Railways, St. 
Vi t a l, h as r eceived a franchi se fr om the City Council to 
buil d its r ailway throu g h St. Boniface. Work will begin 
soo n. It will connect Winnip eg, St. Boniface, St. Vital and 
Eme rson, S m iles. Charles E. Lewis, Minneapolis, Minn., 
p res iden t . [E. R. J., March 25, '11.] 

Baltimore, Md.- The Hagerstown & Clear Spring Rail
way, Hage r stow n, has asked th e Public U tiliti es Commi s
sion in Baltimore for permiss ion to build its propo se d 25-
mi le electri c rai lway to connect Hagerstown a nd Clear 
Spring, Md., a nd l\Iercersburg, Pa. L. N. D own s, Hagers
town, is interested. [ E. R. J. , Jan . 21, ' 11 .] 

Bessemer, M ich.- Th e Gogebic & Iron Counties Railway 
& Li ght Company, Ashland, ha s r ece ived a fr a n chi se from 
t he Ci ty Council t o build an electric rai lway throug h Besse
mer. T his railway will co nn ec t Ironwood and Bessemer. 
M. M. Re id, general manage r. [E. R. J. , l\farch 4, '11.] 

Buhl, Minn.- A. C. Gill ett e, representin g the Mesaba E lec
tr ic Ra ilway, w ill ask the Council for a franchise to build it s 
tracks in Buhl. Work o n thi s proposed 36-mile r ailway will 
be begun as soon as th e weather permits. It will co nne ct 
Hibb ing, Chisholm, Buhl, Kinn ey, Virginia, Eveleth and 
Gilber t. O scar Mitchell, president. [E. R. J. , Jan. 7, '11.] 

Hibbing, Minn.- Th e No rth ern Traction Company ha s 
asked th e Vi llage Council fo r a 25-yea r fr a nchi se to build it s 
tracks over certain s tree t s in Hibbing. 

St. Paul Park, · M inn.-The St. Paul Southern Electric 
Railway has received a franchise from the Village Council 
to buil d its tracks along P leasant Avenue t o Pullman and 
Laure l, and thence to th e village limits. T h e County Com
miss ion ers have granted thi s company franchi ses to build 
its tracks through Central Point and Frontenac. This com
pany wi ll build a 60-mile e lectric railway to connect St. 
Paul , Has ti ngs, Red Win g a nd Lake City. W. L. Sonntag, 
SL Paul, genera l manage r. [E. R. J., March 18, '11.] 

St. Louis, Mo.-Th e St. Louis, Arcadia & Jeffer so n County 
Ra il roa d, St. Louis, h as r ece ived a so-year fran chi se from 
t h e Mu nic ipal Assemb ly t o build its tracks in southwest St. 
Lou is. This is part of a plan t o build an interurban railway 
into the district south and west of St. Lou is. E. A. Hi lden 
b randt is in terested. [E. R. J. , Feb. 4, ' 11.] 

Virginia City, Mont.- The Virginia City South ern E lec tric 
Ra ilway has r ece ived a fr a nchise from the City Coun cil t o 
build its tracks through Virginia City. This is part of a 
plan to build a 12-mil e lin e b etwee n Virg inia City and Alden . 
Karl E lling, president. [E. R. J . A pri l 23, '10.] 

Zanesville , Ohio.- The Zane svill e & l\Ieigs Valley Trac
ti on Company has asked th e County Commi ss ion er s for a 
franchise to bui ld an electric rai lway from Zanesville to 
Parkersburg. It will ex t end from Zanesvill e t o Beverly, v ia 
McConnell svill e. H. D. Blodgett, Zanesvi ll e, ge n er al man 
ager. [E. R. J., June r8, '10.] 

Toronto, Ont.-The Toronto Railway h as received a 
franc hi se from the Ontario Rai lway and Municipal Board to 
build a loop on Louisa Street and to ex t end its lin e on 
Lansdown e Ave nu e and on several ot her st r ee t s in Toronto. 
vVork w ill begin at once. This cnmpany will ask the On
tario Ra il way a nd Municipal Board for permis:,ion to exte nd 
it s tracks on Spadina Avenue south of King S tr le t , in 
T oronto. 

Corvallis, Ore.- The Albany Interurban Railway, Albany, 
ha s aske d th e City Council for a franchise to buil d it s tracks 
th roug h Corvallis. It will connect A lbany, Sweet Home , 
Leban o n, Brow nsville, Holl ey and Corvalli s. P. A. Young, 
ge neral manager. [E. R. J., Dec. 3, '10.] 

New York, N. Y.-Th e Public Service Commission, Sec
ond Division, has approved t h e franchise g ranted by t h e 
Board of Estimate for the Third Avenue Railway to build 
an ex tens io n in S t. Ann's Avenue, Bronx, from 161st Street 
to Sout h ern Boul evard, and then ce sou th through Southern 
Boulevard. 

Port Chester, N. Y.-The Public Service Commission, 
Seco nd District, ha s auth orized the New York & Stamford 
Railway to exercise a franchise granted by the Port Ches ter 
Coun cil permit ting it to construct a sin g le-track line in ana 
through North Regent Street. South Regent St relt a n d 
Pu tnam A. ve nue. 

*Lansdowne, Pa.- The Termi nal Street Railway has re 
ce ived from th e Borough Council a franchi se to build its 
ra il way through Lansdowne. This line w ill be ope rated 
by the P hiladelphia Rapid Transit Company as soon as it 
is completed. It will begin at the terminal at Sixty-ninth 
Street and will extend through upp er D a rby, East Lans
downe and Lansdowne, a nd wi ll co nn ect w ith the tracks o f 
the Darby and Lansdowne di visio n of the Philadelphia 
Rapid Transit Comp any, which w ill make a direct lin e from 
Sixty-ninth Street a nd the l\I a rket Street elevated lin es an d 
Darby. Frank B. Rhoades, Media, a nd J ohn Taylor, Wol
fende n, are interested. 

Provi dence, R. I.- The Rh ode I s land Company, Provi
de n ce, has asked the T own Council for a fra nc hi se to dou
ble-track its lin e on Broadway. 

*Longview, Te x.- J. C. Turner, Longvi ew, has r ece ived 
a franchise from th e City Council to build a n elec tri c r ai lway 
over certai n s treets in Longview. This is part of a p la n t o 
build a belt lin e around Longview. 

Salt Lake City, Utah.- The U t ah L ight & Rai lway Com
pany h as r ece iv ed a fran chi se fr om the County Commis
sion er s to exte nd it s tracks on th e Upper County Road to 
Ha lliday, a nd t o extend its vVest Temple line in Salt Lake 
City. 

*Olympia, Wash.- P. H. Car lyon, O lympia, has asked the 
City Council fo r a fr anc hi se to build an electric r ai lway in 
O lympi a. 

TRAC K AND R O ADW AY 

Montgomery (Ala.) Traction Company.- Contracts will 
be placed during th e n ext three weeks by thi s company for 
buildin g a 2-mile ex t en sio n from vVa shingto n Street t o 
Cart er Hill Road. vV. J . Ginn avan, Mo ntgomery, gen eral 
manager. 

Owens River Valley Electric Railway, Bishop, Cal.-Thi s 
compa ny adv ises that it is in the market fo r m at erial for a 
4T/2 -mile elect ri c r a il way to conn ec t B ishop and Laws, and 
ex t endin g t o Round Valley, a di stance of 12 mil es. The 
compa ny wi ll purchase power. Capital st oc k, authorized, 
$200,000. Stock, issued, $107,250. Office r s: Harry Shaw, 
Bi sh op, pres ident; Curtis Hil lyer, San Francisco, sec retarv 
and treasurer, an d Raym ond Spa1.1lding, Bishop, chi ef en g i
neer. I E. R. J., March 25, 'r 1.] 

San Joaquin Valley E lectric Railway, S'tockton, Cal.
This compa ny has o rdered 300 tons of 75- lb. s t ee l rails to 
be delivered in Stockton fo r buildin g it s r a ilway between 
M o desto a nd Stockton. 

Sierra Construction Company, W illows, Cal.-Th1s com
pany plans t o build a n elec tri c railway from vVoodland to 
Redding, on t he west sid e of th e Sacramento Vallcv. A. S. 
L in dstro m , Willows, is int er es ted. [ E. R. J., Ap rii 8. '11.] 

Atlanta, Griffin & Macon E lectric Railway, Atlanta, Ga.~ 
T hi s com pa ny is sa id to h ave secur ed fi na n cial backin u for 
buildin g it s So-mil e railway between Macon ' a nd Atl~nta. 
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Constru ction will begin at once. Rights of way have bee n 
secured. [E. R. ]., J an . 22, ' 10. ] 

Atlanta & Carolina Railway, Atlanta, Ga.-T h is com pa ny 
ha s awar ded th e con tr ac t fo r g rading th e fi r st section of 
t h is ra il way betwee n A tlan ta an d Conyer s to A dams & 
S tu rm , Columbus, O hio, an d work w ill begin w ithin a 
m o nt h. The r ig ht -of-way ha s bee n secured from A tlanta 
to A u gusta, and both cit it: s have g ra nted fra n chi ses. M. 
Ma son, Atlanta, p r esiden t. 

*Jackson, Ga.- It is r eported that the Georg ia Power 
Company, Ja ckso n, is con sid ering a p lan to build an electric 
rai lway fr om Montezuma via Oglethor pe to M iona a nd 
Reyno ld s, Ga. 

Pana, Girard & Jacksonville Interurban Railroad, Spring
field, 111.-Thi s comp any adv ises that it has se cured ab out 
three-qua rt er s o f th e ri g ht-o f-way. W. 0. Myers is in 
c ha r g e of t he con structi on. \Vork w ill be pu sh ed vig orously 
to comp let ion t his summ er on its lin e, which will connect 
P ana, Gira rd and J acksonvill e. At a mee tin g of th e d ir ec t
o r s J . ]. Stowe, Gira rd, was chose n pres ident and Charles 
R usse ll , 125 La Sa lle Stree t , Chicago, secre t a ry. Headquar
te r s, Springfie ld. [E. R. J ., Marc h 28, '1r.] 

Indianapolis, Columbus & Southern T raction Company, 
Columbus, Ind.-Th is company has begun double-trackin g 
it s lin e from a point thr ee-quarte rs of a mile south of In
dia na polis to Columbu s. It is th e purp ose ul timat ely t o 
double-t rack fr om Columbus to Seymou r. Gen era l Ma n
age r Shane will supervise th e work. 

Indianapolis & Delphi Traction Comp,my, Indianapolis, 
Ind.-Th is company is pr epa rin g to let a co ntract fo r th e 
co nstructio n of its 75-mil e ra ilway t o co nn ec t Sheridan, 
Car mel, Westfie ld, Burling ton, F lo ra a nd De lphi. H enry 
L. Smith , Board of Trade Building, Indianapoli s, ge n era l 
manage r. [E. R. ]., A pr. 8, 'II. ] 

Indianapolis, Nashville & Southern Tracti on Company, 
Indianapolis, Ind.-Offic ials of this com pany have conferred 
wit h the o ffi cials of th e In dia napolis, Colu mbu s & South ern 
Tractio n Compa ny with a view to making a t r affic agr ee
m en t betwee n t he road s. They plan to buil d fro m Nashvill e 
to Gree nwood, and conn ec t t here w ith th e In dianapol i~. 
Co lumbus & South ern Tract ion Com pa ny. It is sa id t hat 
th e 5urvey fro m Nashvill e t o Greenwood has been com
pl et ed and the c ompany will let a con trac t fo r t he con struc
t ion of th e li ne at once. The same com pany is a lso pro
m otin g a n 8-mil e spur th at wi ll be built fro m Nash vi lle t o 
Fruitda le. This spur w ill be bui lt immedia t ely. J ohn A. 
Jo hnson, Indianapoli s, is in te rested. [E. R. J ., Aug. 13, '10. ] 

Vincennes, Washington & Eastern T raction Company, 
Vincennes, Ind.-T hi s company has let a contr ac t t o build 
it s line between V in cenn es and Loogoot ee. \V ork is t o 
beg in o n A pril 20. J oseph L. Ebn er, V incennes, is in te r 
es t ed. [E. R . J., M ay 14, '09.] 

Tri-City Railway & Light Company, Davenport, Ia.- Th is 
company s ta t es that it w ill soon buil d it s ex t ensio n fro m 
D avenp ort to l\Iu scatin c. J . G. \V hit e & Company, Inc ., 
opera ting m anage r s. 

Osage, O zark & Springfield Electri c Railway, F r istoe, Mo. 
- Thi s com pany advi ses t ha t it will begin c on struction as 
soon as it h as sec ured fi na ncia l backing fo r its proposed So
mi le electri c ra ilway t o conn ect \Va r saw an d Springfie ld 
via F ri s toe, Cross T imb ers an d Buffa lo. l\Ioney has bee n 
sub scribed for pre limin a ry surv eys. The powe r sta tions of 
the company will be loca ted a t W ar saw a n d Benn etts 
Springs. E . E. Tripp e, F ri stoe, is inter este d. [ E. R. ]., 
Ap ril 1, ' 1r. ] 

Metropolitan Street Railw ay, Kansas City, Mo.- Thi s 
company is sa id t o be in the mark et fo r 2,500 t ons of 70-lb. 
and 80-lb. r a il s. The company has completed and placed in 
operation an ex ten sio n from the Metropolita n powe r house 
on Second Street an d Grand Avenue, Kansas City, to Sh ef
fi eld. 

Wildwood & Delaware Bay Shore Line Railroad, Tren
t on, N. J.-This company adv ises tha t it ha s begun th e con
st ruction of its line to extend through Wi ldwood and 
acro ss t h e state to Delaware Bay and t here connect with 
t he Wilmington, Delaware & Ph iladelph ia Railw ay. This 
railway will also connect with the Philadelphia & Readin g 
Ra ilroad. The company will award coPtracts for bridge 

wor k and for sa nd pumpin g . I t s power c; ta tion w ill be lo
ca t ed a t R io Gr ande and it w ill oper a t e 12 car s. Bo nd s 
issued, $562,500. Office r s : Curti s T. Baker, W ildwood, 
N. J ., p r esiden t; George N. Smith, Ho lly Beach, vice-presi
dent; J . D ubois, W ildwood, secret a ry; R. W. R yan, treas
ur er ; Slau gh te r & Hann, 1208 Rea l E st a t e Building, P hila 
d elphia, Pa., g en era l manager and purchasing age nt, and 
H. E. Weir, chief en g ineer. [E. R. ]., Dec. 17, '1 r.] 

Kingston (N. Y.) Consolidated Railroad.-This com pany 
wi ll reco nstruc t a mil e of track and ove rh ead work within 
t he n ex t few w eeks. 

New York Central & Hudson River Railroad, New York, 
N. Y.-T he N ew Y ork P ublic Service Commi ssion, Second 
District, ha s decided on t he plan s for the elimination of the 
g rade cro ss ing o n th e Harl em divisio n o f thi s company in 
Bronxvill e, ma de necess ary by the electri fi cation of this 
ra il road. T he p lan ad opted provides for the construction 
of an u n de rg rade cr ossin g, 50 ft. w ide, a t about the present 
locat ion of t h e presen t s tat ion . T h e cos t will be about 
$150,000. The commiss ion has a lso ord er ed the elimination 
of th e Main S treet g rade cross in g in Irvington. An over
head cr o ss ing fo r pedes trian s is to be constructed on the 
line of th e p r esen t Main S treet cros sing. The total amount 
o f t h is improvemen t w ill be about $80,000. 

*Delaware, Ohio.-A de legat ion from th e Comm ercial 
Clu b of D elawa re app eared before the fi n ance committee of 
t he Ohio Se na te last w eek an d urged th a t t he S tat e build 
an elec tric line bet we en D elaware a nd th e Girls' Industria l 
H om e, a di stanc e of 8½ m iles. I t is es t im a ted that th e cos t 
would be $133,000, exclu sive of r o llin g s tock a n d powe r 
p lants. 

People's Electri c Railway, Muskogee, Okla.-T hi s com 
pany advi ses t h at it has begun th e con struction of its 300-
m ile ra ilway to conn ect Mu sk oge e, T ulsa, Fort Gibson, 
Clarem or e, Ba r t lesville, \ Vagon er and Oklahoma City. Th e 
co m pany 's powe r sta tion and repa ir shops w ill be loca ted 
at .lVIu skogee. Capital s tock, $200,000. Officers : G. \ V. 
R isse r, Oklah om a City, p r es ident ; W . N. Patterson, M usko
gee, vice-pres iden t; Samuel Spaul din g, Muskog ee, sec r et ary. 
a nd T. H. 1\lartin , M uskogee, treasurer. [ E. R. J ., April 
l' ' l I. l 

Interurban Railway, Clearfield, Pa.- T his company ad
vises t ha t it has completed surveys an d w ill begin work on 
it s projected lin e w ithin t h ree m onth s. S ix st r a ig ht gasolin e 
an d gaso lin e-e lectric cars will be operat ed. The lin e will 
be 19.8 m il es lon g an d w ill con n ect P hilip sburg, Blue Ba ll, 
W a llace ton, Big ler, W oodland, Clearfield and Hyde City. 
T he r epair sh ops will be at P hilip sbu rg . Capital s tock 
au thorize d, $500,000. Capita l st ock issue d, $200,000. B onds 
auth ori zed, $500,000. Officer s : W. E ll is Schom o, Clea r fie ld, 
p res ide nt and pur chas ing agent ; A. C. Lansber y, v ice-pres
iden t; P . H. Fe rgu son, P h ilip sbur g, se creta ry and tre as
urer . [ E . R. J. , Nov. 12, ' 1r.] 

Johnstown (Pa.) Traction Company.- T hi s com pany ex
pec t s t o begin work soon on r epairs to t h e line w hich will 
cost ap pr ox imately $40,000. Ne w curves and switches will 
be in s t all ed at 1\Iain Stree t and Clinton Stree t. New rails 
w ill be la id. Similar w ork will b e done on t he s tret ch of 
F ra nklin line. 

Philadelphia (Pa.) Rapid Transit Company.-This com
pany cont emplates building a n extens ion between German
town and R oxborough via t he n ew Walnut L an e Bridge. 

Eastern Pennsylvania Railway, Pottsville, Pa.-This com
pany ha s begun surveys for build ing an 18-mile extension 
from Pottsvill e to F r ackvill e a nd Sh enandoah. 

Sherbrooke Railway & Power Company, Sherbrooke, 
Que.-Con t racts have been placed by thi s company for 
building S mil es of track in Sher brooke. 

Bristol (Tenn.) Traction Company.-This com pany will 
place con t rac t s during the next m onth fo r buildin g two ex
t en sions in Bri stol an d a loop in th e wes tern sec tio n of Bris
to l. It will also build an ext ension t o V irg inia P a rk and 
w ill s tandardize IO m il es of its line t o t h e P a rk a t H ols ton 
River . Fred Dula ney, Brist ol, ge n era l m anager. 

Bonita Valley Rapid Transit Railway, Pleasanton, Tex.
T his com pany is in the market for steel and tie s. It has 
a lready built ab out 7,000 ft. of heavy work It will build 
fr om s to 25 mil es of track between Jourdanton and Pleas-



APRIL 15, r9r1.l ELECTRIC RAILWAY JOURNAL. 

anton. The motive power wi ll probably be gasoline. C. 
S. Young, San A n tonio, superintendent. [E. R. J ., Mar. rr , 
'I I.] 

SHOPS AND BUILDINGS 
Pacific Electric Railway, Los Angeles, Cal.-This co m

pany is considerin g plans for buildin g a passe nger station 
o r th e no rth eas t corn er of Greenleaf Avenue and Penn 
Street, in W hi ttier. 

Southern Pacific Railroad, Los Angeles, Cal.- T hi s com
pany has dec ided to locate its main passenge r terminal at 
the foot of lVlarket Street o n th e block b ounded by Mark et, 
Miss io n, S t euart a nd Spear Streets, in Los Angele s. 

Sacramento Electric, Gas & Railway Company, Sacra
mento, Cal.-P la n s a r e bein g cons idered by thi s company 
for enla rg in g its car h ouses in Sacra m ento. 

Tri-City Railway & Light Company, Davenport, Ia.-Thi s 
company will build soon a new ca rh ouse and r epair shop 
in Rock Isla nd. 

Boston & Northern Street Railway, Boston, Mass.-The 
car h ou se of thi s company situated off Ocean Avenue at 
Cresc ent Beach, Revere, was dest royed by fire on Ap ril l I. 

The entire st ru cture 60 ft. x 150 ft., eight open cars and 
severa l sn ow plows were burned. The loss is estimated 
fo b e about $30,000. 

Cincinnati, Georgetown & Portsmouth Railroad, Cincin
nati, Ohio.-This company's st ation a nd carhouses o n Canal 
Street and Dumont Street, in Cincinnati, we re de s troyed by 
fire on April 5. The loss is estimated to be about $35,000. 

Western Ohio Railway, Lima, Ohio.-This company has 
completed and h as opened fo r business it s new· freight sta
tion on vVayne Street, in Lima. 

Eastern Pennsylvania Railway, Pottsville, Pa.-Thi s com
pany is making extensive alterations to its carhouse at 
Palo Alto. A new storeroom is being built under th e car
hou se and th e fo rm er store rooms in the western wing ar e 
being a ltered into clubrooms for the employees. C. F. 
Crane, general superintendent. 

Chicago, Burlington & Quincy Railroad, Deadwood, S. D. 
-This company is considerin g p lans for buil ding a depot 
at Downer 's Grove, Ill., and one at Prin ceton, Ill. The 
structures are each to be one-story, of brick const ructi on, 
and the cost of each is t o be about $20,000. 

POWER HOUSES AND SUBSTATIO NS 

Montgomery (Ala.) Traction Company.-This company 
will plac e contracts du rin g the nex t three weeks fo r build
ing a power h ouse in l\Iontgomery. vV. J. Cin navan, i\Iont
gomery, gen era l manager. 

Phoenix (Ariz.) Railway.-This company is now building 
a new substation in P h oenix. The machinery to be in
s talled will consist of a roo-kw motor ge n erator set with 
t ran sform ers, oil switches, sw itchboards and necessary aux
iliary apparatus. 

Kokomo, Marion & Western Traction Company, Kokomo, 
lnd.-Thi s company wi ll place contracts during the next 
few w eek s fo r building a new power plant. It expects to 
purchase rooo-hp boil er s, stokers, a 200-ft. smokestack, coal
handlin g apparatu s· and other equ ipment necessary to the 
enlargem ent of it s p lant in Kokomo. 

Tri-City Railway & Light Company, Davenport, Ia.
This company expects to purchase soon coal- handli ng ap
paratus fo r it s power h ouse at l\Iol in e. 

Central Pennsylvania Traction Company, Harrisburg, Pa. 
-This company will purchase during the next six weeks 
new eng in es and generators with a capacity from rooo to 
1500 kw for it s power plant in Harrisburg. Frank B. Mus
ser, Harri sburg, general m anager. 

Sherbrooke Railway & Power Company, Sherbrooke, Que. 
-This company has placed contracts for building a sub
station in Lennoxville. It h as purchased three roo-kva 
tran sformer s, switc hb oard, etc. 

El Paso (Tex.) Electric Railway.- The Stone & Webster 
Engineerin g Company of El Paso has been awarded the 
contract for erecting a steel and concrete addition to the 
p ower plant of t h is company. A n ew ge nerat in g and 
power plant wi ll be installed in the new part, doubling it s 
capaci ty a t a cost of $250,000. 

Manufactures & Supplies 
ROLLING STOCK 

Montgomery (Ala.) Traction Company expects to pur
cha se ro n ew truck s. 

Ogpensburg (N. Y.) Street Railway, it is reported, will 
purchase a numb er of open ca r s. 

Bristol (Tenn.) Traction Company is in the market for 
four new city car s and two suburban car s. 

Vancouver (B. C.) Power Company has ordered s ix Brill 
27-~ifCB trn cks from th e G. C. Kuhlman Car Company. 

British Columbia Electric Railway, Vancouver, B. C., has 
o rd ered tw o 45-ton locomot ives from the W estinghouse 
Electric & l\Ianufactu rin g Company. 

Utica & Mohawk Valley Railway, Utica, N. Y., has placed 
an order with th e G. C. Kuhlman Car Co mpany for four 
3➔-ft. ➔-in. Brill sem i- conve rtibl·e combination passenger 
and sm okin g cars and eig ht 30-ft. r r-in. Brill semi-con
vertible pay-as-you-enter cars. 

Indiana Union Traction Company, Anderson, Ind., has 
r ecently purchased from the Dorner Railway Equipment 
Company three new 13-bench open traile r cars, mounted on 
T aylor trucks; two q-bench rebuilt op en trailer cars, 
mounted on Brill 27-G trucks, and one 8-bench rebuilt open 
m o t o r car. 

TRADE NOTES 
John Langan, of the Okonite Company, New York, N. Y., 

has re s ig ned. Hi s retirement from active busine ss to take 
a much-needed rest is due to a r ece nt illness. 

C. H. Pearson ha s accepted a position in the hoi st de
partment of the Yale & Towne Manufacturing Company. 
Mr. Pearson was formerly connected with the N oera Manu
facturing Company, \Vaterbury, Conn. 

McKeen Motor Car Company, Omaha, Neb., ha s recen tly 
_., hipped a 70-ft. motor car to the Southern Pacific Railroad. 
T hi s is the thirtieth car to be rec eived by the Southern Pa
cific Railroad. All of th em are in dai ly se rvice on its lines 
in California and Nevada. The company has also received 
an order from the Sand Springs Interurban Railway for 
one 70-ft. car. 

Wendell & MacDuffie Company, New York, N. Y., which 
ha s recently be en appointed sole Eastern agent for the 
St. L ouis Car Company, has appointed Charles A. Reme
liu s, chief engin eer of the company, in full charge of the 
car department. Mr. Remelius was formerly connected 
with th e Public Service Railway a nd the Pay-As-You-Enter 
Car Corporation. 't 

Wonham, Sanger & Bates, New York, N. Y., have taken 
the American agency for the helio-chronometer, about 
which they haye issued a circular. The helio-chronometer 
is a device by which time is told from the sun, but, unlike 
the ordinary sun dial. it g ives accurate time without calcu la
tion or allowances of any kind. Wonham, Sanger & Bates 
believ e that this device will prove· of interest in elect ric 
railway parks. 

Gregory Electric Company, Chicago, Ill., is building an 
addition to its work s to be completed July l, 1911, that will 
double the capacity and al5o the s torage space of its present 
plant. The addition will be brick and steel construction 
of the same type as the present buildings. A brass foundry 
will be added and also another vVhiting 20-ton elect ri c 
crane in s talled, to take care of the large volume of business 
that this company is doing. 

Canadian Westinghouse Company, Hamilton, Ont., has 
transferred Chas. F. ·Gray, w h o for the past five years has 
be en superintendent of construction, with headquarters at 
Hamilton, Ont., .to the Winnipeg office of the company, to 
take charge as chief engineer of the construction staff, erect
ing switching and transforming apparatus, at vVinnipeg's new 
60,000-hp hydroelectric plant at Point du Bois, Manitoba, 
and th e terminal station and substations in Winnipeg. 

Southern Car Company, High Point, N. C., is being re
organized. J. Elwood Cox, of High Point, ha s interested 
in the property J. B. Duke, who is conn ected with the South
ern Power Company and several electric railways; W. G. 
Brokaw, R. W. Morrison and Abraham Cook, the two latter 
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having been associat ed w ith th e St. L ouis Car Compa ny . 
The company has increase d th e capit al s toc k to $200,000 a nd 
has purchase d 12 ac r es o f ground adj oin ing t h e p r operty of 
t he present p lan t, o n which it w ill co nstruct seve ral la r g e 
bu ildings and w hich w ill g r ea tly in cr eas e th e ca pac ity of 
t he p lant. 

United States Metal Products Company, New York, 
N. Y., w hi ch is a consolida ti on of th e J. F. Blanchar d Com 
pany and t he J ohn W . Rapp Com pany, an d wa s in corpo
ra t ed in Ma ssachu se tt s with $6,000,000 comm on an d $2,000, -
000 sev en per cent cum ula tive p r eferr ed stock auth or iz ed, 
for t he m anufac tu re of metal doo r s, w in dow fr am es, in
teri or t rim, etc. , ha s plans un der w ay fo r a n additio n to it s 
Rapp plan t a t Coll ege Poin t, N . Y . Thi s w ill inv olv e the 
er ec ti on of a sh op 250 x 600 ft. , a dock 75 x 600 ft . a nd a u 
em ployees' bat h house 50 x 60 ft . T h e officer s of th e com
pa ny are J ohn W . Rapp, president ; H. C. Randall, C. J. 
Hale a nd A. J. Co nn ell, vic e-pres id en ts; C. A. L eonard i, 
sec r etary , and E . B. W ires, trea surer. 

Westinghouse Electric & Manufacturing Company, Pitts
burgh, Pa., h as received o r de r s fr om th e J ohn stown P as
senger Ra ilw ay fo r fi ve t wo-m otor eq uiµ ments, w ith type 
K - 11 contro l ; T oledo, Bow lin g Green & Sout hern R ailway, 
for fo ur fo u r-m o to r equipm ents consisting of No. 304 int er 
po le m otor s and type H L un it switc h contro l ; Geo rg ia 
Ra il way & E lec tri c Company, fo r s ix additional two-m otor 
equ ipment s, with type K-35 cont rol; City Railways, Dayton, 
O hi o, for IO tw o-m otor equ ipment s con sist in g of No. 306 
int er pole m o to rs a n d type K-36 control; Nashville Ra il
way & E lec tric Com pa ny, fo r four two-motor equipme nt s 
con sist ing o f No. 307 in t erp ole m otors and type K-35 con 
t ro l ; Cincinnati Trac ti on Comp any, for nine fo ur-m o tor 
equ ipmen ts co nsist in g of No. 303-A interpole motor s a nd 
type I-IL un it sw it ch contro l, and fro m the Fai rm oun t & 
Cla rk sburg R ailway, fo r fo ur addi ti ona l four-mo tor equip
m en ts con sis ti ng of No. 306 int erpole moto rs an d type I-I L 
un it sw it ch con trol. 

Transportation Utilities Company, New Yo rk, N. Y., has 
been o rg an ized, w ith it s main office a t 30 Church s t reet, t o 
rep r esen t d ir ec t ly t h e Acme Supply Compa ny an d t he Gen
era l R a ilway Supply Compa ny. T he te r rito r y of thi s com 
pany in th e s tea m r ailroad fiel d w ill include all roads run
nin g eas t of Chi cago a nd St. Lou is, and in the electric 
rail way and build ing tra de fie lds t he Uniterl States, Canada 
and Mexico . A m ong th e dev ices and materials which t hi s 
company will hand le a re s t ee l doors, Flexolith compos it io n 
fl oorin g, m etall ic shea thin g , dia ph ragm s, vestibule dia
ph ragm · a tt ach ment s, ves ti bul e curta in 1 oilers, wea th er 
s t rip s, ves tibul e curta in shi eld s, vest ibu le cur ta in hook s, 
Tuco ca r curt a in s and fix ture s, Nationa l steel trap door s 
a nd lifting devi ces, s tanda rd roofing, vestibu le curtain 
ca tch es, r o ll er deck sash ra t ch et s, I mpe r ial ca r w in dow 
scr eens and Acme ves ti bule curtain h andles. T h e company 
will be r eprese nted in Ba lt imor e, Md. , by H. B. Ch am ber
la in, 704 North Fulton Av enue,, and in Chi cago, Il l., by J oh n 
T. M ort on, No. 703 Stege r Buildin g. W. L. Conwell is 
pres ident a nd treasur er of th e company, but t hi s does no t 
imply a severanc e of h is conn ect ion w ith tl-i e Wes tin ghou se 
E lec tri c & Manufa ctu r ing Compa ny. R. M. Cam pbell is 
a lso conn ec ted with th e company. 

Hale & Kilburn Company, Philadelphia, Pa., has been 
in corp o ra t ed to tak e ov er th e proper ty and bu siness of th e 
H a le & K ilburn M anufac turing Company, fo r whi ch Edwar d 
B. Smith & Company, Philadelphia, P a ., t oge ther wi th t wo 
New Y ork banking h ou se s, have und erwritt en th e securi
ti es. Th e capital s tock consists of $2,206,000 fi r s t p refe rred 
7 p er cent cumula tive s tock, $2,293,400 second preferred 7 
per cent cumulative st ock a nd $4,oao,000 common s tock. 
T he offic er s and direc to r s of th e company are: F ranc is H. 
Gr een e, pres id en t, of w h om menti on w as made in th e 
ELECTRIC R AILWAY J ouRNAL of March 18, 19 II ; R ober t B. 
Caver ly, vice-p resident. The direct ors are : Alb ert H. Wig
gin, H enry S. Hale, O tis H . Cutler, F. H . Eaton , A. M. 
K ittredge, W . H. l\Ia r sh a ll , J . S. Coffin, E . H. Fall ow s, 
\ Vinth rop Sa rge nt , W . H . Davis, A. H. Lockett, W . F . 
Cutl er, Herb ert H . D ea n , Francis H . Greene and Rober t B. 
Caverly. Mr. Wiggin is president of t h e Chase Na ti on al 
Ba nk of New Y ork ; Mr. 0. H. Cutler, p res iden t of t h e 
A m eric an Brake Shoe & F oundry Company; M r. Eaton , 
p resident of the American Car & F oun dry Company; l\1 r. 

Ki t t redge, p r esident of th e Barney & Smith Car Company, 
and M r. Mars ha ll , ·p r es id ent of the American Locomo
tive Com pany. D ividen ds on the first preferred stock are 
payabl e qua rterl y fr om Ap ril 1, 191 I. It is preferred a s to 
both as se t s an d div idends. Aft er M arch 10, 1914, the sec-
0 ~1d preferred stock is convertible int o fi r st preferred, pro
vid ed th e net ea rnings fo r the t wo ye a rs preceding shall 
have been a t lea st 50 p er c ent in ex cess of divid ends on both 
cla ss es of s tock. T he p refe rred and common s tocks have 
equa l vot in g power, but in th e event of d efault of dividends 
fo r fo ur success ive qua r t er s on either class of preferred the 
voting pow er of t h e com mon is su spend ed. The first 'pre
fe rred a nd t he com m on stock have be en pla ce d in a voting 
t ru st for t h r ee yea r s, a n d a re r epr esent ed by voting trust 
ce r t ificates. 

ADVERTISING LITERATURE 
Templeton, Kenly & Company, Chicago, Ill., have issued 

Catalog No. 13 on " Simp lex" j acks, for use particularly by 
railways, indu strial pla n t s, contractor s and engineers. 

Railway Improvement Company, New York, N. Y. has 
jssued a fold er en t itled "Power Point ers," which gives' sev
era l r eason s w hy t he use of th e coasting time recorder re
sult s in a savin g to ra ilways. 

Canton Culvert Company, Canton Ohio, has issued a 
fo lder ca ll ing a tt ent ion to it s n ew cata log on "Acme" cor
ruga ted m etal culvert s an d al so containing several illustra
t ions of culvert s now in use. 

Barber Car Company, York, Pa., has issued a post card, 
pa rt of whi ch is pr inted with symp athetic ink, so that when 
t he ca rd is exposed to t he lig ht a clea r picture of the 
"Barb er " cent er en t ra nce ca r is b roug ht to view. 

H . W . J ohns-Manville Company, New . York, N. Y., has 
publi shed t h e "J-M R oofi n g Sa lesm a n" for April, 1911. The 
publ ica ti o n co nta in s sever a l interes ting articles and also 
a number of illu stra ti on s of bu ild in g s roofed with J-M 
asbes tos r oofi n g. 

W estinghouse E lec tric & Manufacturing Company, Pitts
burgh, Pa. , has issued Cir cula r No. 1517, which contains a 
r eprint of a seri es of adverti sem ent s o n ra ilroad electri
fica ti on w hi ch a ppea red in t h e t echni ca l magazines from 
Jan. I, 1911, t o M ar. I, 1911. 

General V ehicle Company, Long Island City, N. Y., ha:;: 
pu bl ished "Elec-Tr icks '' fo r M ar ch, I9II, containing an 
a r ticle on "G. V. E lectr ics in U nit ed S ta tes Postal Service,' 
and a lso illu stra tin g and de scribing t h e operation of G. V. 
eiec tri c tru cks under the m os t sev ere conditions. 

Hess-Bright Manufacturing Company, Philadelphia, Pa., 
has iss ued shee t s 1-A, 2-A, 18- B and 34-A, Series 336, on 
''Mounting fo r Ra dia l L oad w ith out Thrust,'' "Mounting 
fo r Com bin ed Ra dial a nd T hru st L oa d s," " Mounting Di
rec ti ons" and "Elec tric Mot or and O ther Two Journal 
Mou nt ings." 

W . N . Matthews & Brother, St. Louis, Mo., have printed 
the third editi on of "Mat th ews' T elephone Line Construc
t ion Book." B es id es the data which have b een r etained from 
the p r evious edition, a bout 30 pages of new sp ecifications 
a n d d iagram s h ave bee n a dded. In addition the book con
ta ins four interes ting a r ticles on "Flexibility in the Cable 
P lant an d H ow t o Obtain it a t th e M inimum Cost," "The 
Murray, F ish er and Varley Loop T es t s," "Wire Trans
pos iti on s" a nd " Under gr oun d Conduit Co nstruction." 

T he J . G. Brill Company, Philadelphia, Pa., has pub
lished t h e Brill Maga:::ine fo r March, 19 n . It contains 
a biogr aph ica l sketch of Cha rl es S. Sergeant, vice-presi
den t of th e Boston E leva ted Railway. The sketch is ac
compa ni ed with an exce llent portra it of Mr. Sergeant as a 
supplem ent. A mo ng th e fea ture articl es are the follow'ing: 
"Condition s W h ich Govern the Type of Car for City Ser
vice, M exico City, M ex.," " Shipment of Double-Deck Cars 
to Co ncepcion, Ch ile," "Pr epayment Semi-Convertible Cars 
fo r Macon , Ga .," "Expr ess Ca r s for Fairmont & Clarks
bur g Traction Company," "Sing le-Truck Semi-Convertible 
Ca r s for Madison, Wis.," " Open Cars for Danbury, Conn.," 
" Semi-Convert ible P-A-Y- E Cars for Benton Harbor, 
M ich.," " Supplements t o the Brill Magazine," "Test of the 
Brill Half-Ball Ha nger by the Philadelphia Rapid Transit 
Com pany," " Ma nufac turer's In spection and Test of Trucks" 
an d Part III of "A H ist o ry of The J. G. Brill Company." 




