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The Railway Mec hanical Conventio ns 

T he programs of th e annu al conventions of the l\faster Car 

Buil de rs' and l\Iaster Mechanics' Associations, which wi ll be 

held thi s yea r at A tlantic Ci ty, June 14-21 , do not include com

mittee reports or individual papers on any subjects relating 

especially to electri c r ai lway practice. But the sharp line which 

in the past was drawn between steam and electric railway 

rolling stoc k is rap idly disappearing, and every electric railway 

office r who can attend these conventions wi ll find many things 

o f interest and va lue to him in the di scu ssions at the meetings 

and in the elabora te exhibit of railway appliances which will 

be made. T he steady growth of interu rban freight traffic and 

the developments in heavy electric traction are bring ing the 

steam and electric r ailways closer together in their r elations 

with each other, as witnessed by the admiss ion of several elec

tr ic interurban roads to member ship in the American Railway 

Assoc iation and the active participation of representati \"es of 

elect ri fied steam roads in the affairs o f the A merican E lectri c 

Rai lway Association. E lectri c r ailways which are anxious to 

extend their freight oper ations must keep in touch with the 

l\Iaster Car Builders' ru les and standards r elat ing t o inter

change o f equipment and be prepared to follow them. In the 

des ign and operat ion of electric locomotives many lessons can 

be learned from th e ripe experience of the men long in charge 

of st eam locomotive equipment. Such matters as third-rail 

and overhead trolley clearances are of mutu al inte rest to 

steam and electri c r ailways. Attendance at th ese June con

venti ons affords the electric railway engineer an excell ent 

opportunity o f becoming acquainted wi th the point o f v iew of 

steam rail way men and of keep ing in touch with new develop

ments 111 their fie ld which sooner or later may affect the con

struction and operation of electric railway equipm ent. 

The Rapid Transit Situation in New York 

At the time of going to p ress with thi s issue the exact terms 

of the r eport of the committee o f th e Board of Estimate on 

rapid transit faci lities in i'J ew York had not been published, 

but th ey are said to provide entrance to Manhattan as far 

as F if ty-ninth Street and several extensions in Brooklyn fo r 

the Brooklyn R apid Transit Company, while the Interborough 

Rapid Transit Company is to get its upper east-s ide and lower 

west-side lines, ext ensions in the Bronx and in Brooklyn, and 

the right to build third-tracks on its elevated lines in l\Ian

hattan not so equipped at present. Th e financial term s under 

which these ex t en sions are to be allowed are also not yet 

kn own, so that it is impossible to determine wh eth er the 

companies wi ll fi nd such lines profitable, but on the a sumption 

th at these terms are not too arduous the proposed pla n seems 

ve ry attractive. A t last a comprehensiv e rapid transit system 

has been se riously proposed by the city authorities! As so 
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far outlined the plan does not permit a trip from the B ronx 

to Coney I sland fo r 5 cents, but this is not neede d and it wo uld 

be un fair to the other travelers in N" ew York to provide it. 

T he exten t of the proposed lines has given ri se to fea r m 

som e quarters that the' city will be overprovided with rapid 

transit faci lities, but w e have no apprehension on this po int. 

By the tin1e that the lines are built \\'e bel ieve tha t they will be 

o \· ercro\\'ded. not perhaps to the same extent as the pr esent 

sub way. but so much so as then to r equ ir e new transit faciliti es . 

Th e only clange r now is that there will be a d eadlock between 

the city authorities and one or both o f the railway companies 

as to the term s for the franchises. The Inte rborough R apid 

Transit Company at pr esent is in a very strong positi on, own

ing as it does th e right fo r m any yea rs to the. best single rapid 

tran si t r oute in l\Ianhattan. We trust that th e c ity author ities 

will r eal ize ' this si tuation and \\'ill not, in their e ffort to secure 

' 'good terms." sacri fice th e far more important demands of the 

c ity for r apid transit ser vicl'. On the oth er hand, we a re 

equ a ll y anxious to see both co mpanies meet the city -on the 

l1roaclest possible bas is, and hope that th ey will r eali ze th at the 

de\·e lopment and prosperity of th e city a re intimately asso

ciated \\' ith thl'ir o\\' n business pro sperity. 

demand fo r centra l-stat ion current, practically all thoughtful 

observer s a re ag reed, we believe, that th e net e ffect already 

has been ve ry ben eficial to the electric lighting business. Con

currently, a lso . th ere has been a mor e general adoption of 

electri c current for lig·ht and heavy power uses, as the con

\'enience and eco nomy of electric power fo r va rious · house

holds and ind ustrial purposes have become m ore apparent. 

Both branches o f the electri cal indu stry have received the 

benefit o f the improvements in generating apparatus, but in 
railw ay work the re have not been the same radical improve

ments from invention as in other branches o f th e se rvi ce. 

ELECTRIC OPERATION ON THE LONG ISLAND 
RAILROAD 

The Long Island Railroad was the first railroad in the United 

States to substitute electri c traction for steam on a large scale. 

The success o f th e experiment was imm ediate, and from the 

standpoints o f economy, reliability and traffic productivity elec

tric oper at ion has mor e than come up to expectati ons. It is 

now six years since the fi r st o f the electri c lines, from Flatbush 

A\'enue, Brooklyn, to Rockaway Park, a distance o f 13.5 miles, 

was opened for traffic. S ince 1905 the r oute mileage o f th e 

Electric Light and Electric Railway Business electric lines 111 operation has been increased to 62 mile s, roo 

A marked featu re of th e co11\'enti o11 of the Na tional Electric train s a day in each di rect ion a re being run through the East 

Light Association last \\'eek and o f the general tone of R i\'er tunnels in and out o f the new P ennsylvania terminal 

the con \·er,,ati1111 of those in at tendance was a genera l optimi sm 

fo r the future. This fact, accompanied as it i, with ev id ence 

that it has become more easy to inter est financia l houses in new 

electri c lightin g t nterprise s than in new electric rail\\'ay un

dertakings, suggests the inquiry as to the reasons for thi s dif

fere nce. ..-\.t first sight the t\\' o lines o f business would seem 

to be very closely allied and to li e affected by the same politi

cal and economical conditi on ,,, But further consideration 

shows a munber of strikin g points of contrast to which the 

differ ence in fi nancial stat us, if such exists. may probably be 

a ttributed. In the fi r st place, it is probable that the lighting 

industry has been less affected than the railway business by 

t he large increased cos t of labor which has occurred du ring 

t he last few years. In the second place. a lighting company 

ha~ a better control over the rates which it cha rges. \\Tith the 

rail\\'ay a change of rate is almos t al\\'ays out of the hands 

of the management and e\'en out o f tho se of a public sen- ice 

co mmission. ;( ea rl y ah\·ays, by statute o r charter, the rail 

way rate \\'ithin city limits is fixed irrespective of the service 

rendered and can neve r be more than 5 cents, and may be a 

m uch lO\\'er sun~ . depending upon the exten t to wh ich pas

sengers use transfers; in the lighting industry the net profit 

for the diffe r ent classes of se r vice may be calculated t o a 

ni cety. In rai l\\' ay work again the erection of every tall 

office building in a city m eans gr eater street congestion and 

slo\\'e r speed, and the extension of the city limits is equi valent 

to th e extension of the rid e which must be give n fo r a S

cent fare. In the electric lighting indust ry these evidences 

of a city's gro\\' th are simp ly opportuniti es fo r incr eased bus

iness at a profitable rate. Fina lly there ha Ye undo ubtedly been 

more technical improvements in the lighting industry during 

the last few years than in the r ai lway bus ine ss. T he intro

duction of the metallic-filament lamp w ith its high efficiency 

has been a t remendous stimulus to the use o f illumination, 

and \\'hile th e immediate effect m ay h aYe been to r educe th e 

station, and the commuter tra ffi c has increased from an average 

of 6387 passenge rs da ily to 11 ,86g passengers. The three ele

ments of a sys tem of electric traction which do not enter into 

skam r ailroad operation a r e the power gener ating apparatus, 

the tr an smi ssion and d ist ribution network and the elect ric 

moto r ca r s o r locomotives whi ch propel the trains. The gen

er atio n of electri c power in central stations has reached a stage 

o f efficiency and reliab ility far beyond th at of individual steam 

locom otive power unit s. The tran smi ssion and distribution o f 

elect ri city through O\'e rhe ad t ro lley w ires o r third r a il s involves 

no spec ial difficulties in th e matter o f r eli ability or cost of up

keep. T o the steam railroad man th e most important considera

t ion in comparing steam and elect ri c operation is the relative 

per fo rm ance of electri c motor car s or locomotives and steam 

locomoti ves. An electric motor car with it s brakes, co ntrol and 

other aux ili ary appa ratus may seem complicated to one 

unfamilia r w ith the purpose o f each part. But the fact r emains 

that the elec tri cal equipmen t o f a motor ca r performs it s func

tions with r e~arkable r eliability, and practi ca lly all of it is not 

only damage-proof but fool-proof. 

On another page in thi s issue will be fo un d an ext ended 

description o f the elect ric equipm ent . . inspection and mainte

nance m ethods of the Long I sland Railroad, which concludes 

with a summary o f fai lur es and the train del ays caused thereby 

for the yea r 19ro. The number o f failures and the tot al delays 

for the yea r m ay impr ess the r eader at fi r st as large, but they 

amount to less than one fa ilure per day, o r averaged through

out the yea r the delays were but seven minutes a day, with an 

ave rage dai ly train movement o f 5340 miles. A comparison of 

steam passenger locomoti ve failures for the whole Long 

Island Railro::i,d system with the electric car failures shows th~ 

g reater reliability of the electric equipment. If the comparison 

we r e m ade on the basis o f moti ve power equipment alone, ex

clu din g from th e elec tric tra in co lumn all delays due to failures 

o f trucks, bodies or body brake gear , approximately seventy-
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fi\'e delays for a total of 740 min utes, the compari son wou ld be 

st ill more fa vo rable to the electr ic equipment. In thi s con

nec tion it is interesting to note that the New Hav en a.c.-d.c. 

locomoti\' es during the last six months o f 1909 made 1 l, TOO 

mi les per fai lure, whi le the steam passenger locomotives on th e 

same road made only 4750 miles per failure. 

T he economy of electric ope ration for h~avy suburban traffic. 

such as the Long I sland Rai lroad carries on it s western lin es, 

was clea r ly show n in the repor t on electric traction by George 

G ibbs, presented la st year 2t the Internati onal Railway Con

g ress. In 1908 the Long Island operated it s electric train s at a 

cost o f 17.80 cents per car mi le as compared with 27.95 cents 

fo r its former steam se r\'lce. I n the matte r of r epairs to ro ll 

ing stock equipment the electric serv ice cos t much less th an 

steam. Assuming a three-car train compose d of tw o motor 

car s and a trailer , th e cost of inspection, cleaning and mainte

nance per roo train mi les was $6. IO in 1910. T he cost of the 

same item for a steam train o f th e same· make-up was more 

than $II . 
T he secret o f successful operat ion o f electr ic equipment such 

as is owned by the Long Island Railroad ts thorough and 

systematic inspection and prompt remedying o f minor defects 

\\' hi ch are found. The cost is not excess i\'e- in fact, it is less 

than the cost o f car cleaning-but it s value cannot be over

sta ted. T he failur es of the electr ic apparatus usually are of 

minor importance, and they can be pre\' ented in a large meas

ure by careful inspect ion, clean ing and ad justment. T he 

motormen cannot be depended upon to find and remedy troubles 

cleyeJoped on th e road w ithout incurring long delays and pos

sibly seriously damaging the equipment in th eir effort to keep 

the trains moving. 

M ORN I NG SESS IONS AT TH E E L ECT RIC RA ILWAY 
CONYE'fflON 

In arranging the program o f the electr ic railway conven

tion it has been the custom in the past to provide for morn

ing and afternoon sessions of one or more associations on four 

out of the five days. Last year the five associations held 

twenty-one sess ions in all , and of this number eight sessions 

we r e in the afternoon . With the exception of the American 

Association, which held no morning sessions , it was noticeable 

that at the afternoon sessions the associations were m

var iably late in ge tt ing down to business, that the attendance 

was smaller than at the morning sessions and the interest 

taken in the discussions was less. By Thursday afternoon 

the work of the convention was pract ically over, yet the 

E ngineering Associat ion in order to fi ni sh its long program 

was obliged to have two sessions on Friday, after most o f the 

other convention visitors had left for their homes. We ven

ture the suggestion that the convent ion wo rk of all of the 

associat ions wou!J be expedited and interest in the discuss ions 

would be maintained to a greater extent th ro ughout the week 

if the prog ram this year could be ar ranged so as to provide 

more morning sessions and fewe r afte rnoon sessions, especially 

after the first day. 

A session on M onday morning would be inconvenient be

cause that is the time at which most of the de legates arrive, 

and the hours before luncheon ar e necessary to allow delegates 

to get settl ed at their hotels and to register. Hence Monday 

afternoon could well be uti li zed for the transaction of the 

routine business of the opening sess iuns of each uf th e four 

affil iated assoc iations. Then on Tuesday morning th e pre se nta 

tion of paper s and commit tee repo rts and the d iscuss ion there

on cou ld Le begun wi thout delay. It woulcl then Le necessary 

on ly to lengthen out the morning sess ions somewhat during 

th e succee ding three days in ord er t u di ~pose of all matters 

which might be brought up for discussion. The Engineering 

Associati on met last year on T uesday, VI/ ednesday and Friday 

and heir! two sessions un each clay. \Vith th e large r nun1-

ber o f r eports thi s year it probably would r equire, if it held 

an opening session on n londay afternoon, four long morning 

sessions to complete it s program. Thi s would ca rry the meic:t

ings o f the E nginee ring Association over unti l Fri day noon. 

The Transportat ion & Traffi c Assoc iati on might require an 

equal number o f meetings. The Claim Agen ts' and Accountants ' 

assoc iations, however, if they should take the same time as 

last yea r, could eas ily di spose o f their business by Thursday 

noon. 

It wou!J probably be ad visable for the A merican Assoc ia

tion to cont inu e to hold all of its sessions in the afternoon, 

so as to permit the execut ive office rs to attend any of the 

morning sessions of the affi liated associations in which they 

were espec ially inter ested. \Ve see nr, good r eason, howe\'e r, 

why the Clai111 Agents ', Accountants', Transportation & T raffi c, 

and Enginee ring associati ons should not hold their meetings 

simultaneously. Last yea r a ll four of these associ ations held 

mee,ings on Tuesday mcrning, and two and so metimes three 

of the associations he ld simultaneous meetings on other days 

of the week. 

One r eason for prolonging the meetings o f the Engineer ing 

Assoc iation until F riday afternoon has been the desire to give 

the members o f that association one whole day in wh ich to in

spect th e exhibits. It is a fact, however , that the intermi ss ion 

of one day between the mee ting on 'vVednesday afternoon and 

Friday morning has resulted for a number of year s in many 

members leaving on \Vednesday evening, so that they not 

only missed inspecting the exhibits on Thursday, but were a lso 

absent from the two sessions on F riday. If the m eetings of 

the Engineering Association were held on consecutive days in 

the morning, the members would hav e four afternoons free 

fo r the exhibit s, and. would really ha\'e more time to spend m 

visiting the booths and in examining the new apparatus than 

th ey h a\'e at presem. 

T he plan outlined is that which is followed at the conven

tions o f the Ma ster Car Builders' and the Master Mechanics' as

sociations. Each of these associati ons holds only three sessions, 

beginning promptly at 9 :30 in the morning and lasting until 

1 :30 or 2 p. m. Their prog rams are long and the discussion 

se ldom lags, yet they usually succeed in dispatching the busin ess 

which comes before them and have some time to spare. In a 

conv ention tow n like At lantic City, where the deleg ates a re 

wide ly scattered at different hotels, some of th em a long dis

tance fr om the meeting place, it is almost imposs ible t o be

g in an afternoon sess ion before 2 :30 o r even 3 o'clock, even 

when there is no morning session, and when a morning session 

continues unti l 1 o' clock, the time at which the afternoon 

session begin s is apt to be still later. The days are short iD 

October and by 5 o'c lock the daylight is gone. W e hope th,t 

thi s plan will be considered by the executi ve committees of 

the different associations in making up their programs fo r the 

191 r convention. 
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CAR EQUIPMENT INSPECTION AND MAINTENANCE ON 
THE LONG ISLAND RAILROAD 

Regular operation of elec tri c trains on the Long Island 
Railroad between Flatbush Avenue, Brooklyn, and Rockaway 
Park was begun on July 26, 1905, and befo re the end of th at 

year was extend ed to Rockaway Junction, Valley Stream and 
Far Rockaway. Electric tr ain s a re now being operated also 
to H empstead, Long Beach and the Pennsylvan ia Station in 
New York City. The electrified lines include about 62 route 
miles and 164 miles o f single track. The original electri c car 
equipment h as been in se rvice fo r nearly six years and the 
work of maintaining it in good conditi on has r eached the stage 
o f unifo rm routine based on experi ence cove ring all condition s 
of weather and traffic demands. The methods of in spection and 
shop overhauling used are representati ve o f th e r equirements 
of an elect rifi ed steam railroad oper ating heavy high-speed 
local and express suburban se r vice with di rec t-current , multiple-

F ifty additional steel motor passenge r ca r s with 54-ft. bodies 
are now being built. 

T he 13-1- steel m otor passenge r ca rs with 41-f t. bodies con
stitute the o rigina l motor car equipment. They were built 
in 1905 from designs of George Gibbs, chie f engineer o f 
elec tri c tract ion o f the Long Island Railro ad, and resemble 
ve ry close ly the steel cars designed by him and built about the· 
same time fo r th e Interborough Rapid T r ansit Company's sub
way servi ce. A complete description of these cars was printed' 
in the SrnEET RAILWAY J ouRNAL of A ug. II and 18, 1906. The 
bodies are o f steel, 41 f t. ½ in. long over co rner posts with four 
cross seats in th e center on each side. They are mounted on a 

moto r truck and a trail er truck, both of the equali zed, pedestal 
type made by the Baldwin Locomotive \Vorks. The electrical 
equipment consists o f two \Vest inghouse 1\ o. 113 split-frame· 
motors o f 200 hp each, with \Ves tinghouse elec tro-pneumatic 
unit-switch control, using storage batteri es fo r the control cir
cuits . The five wooden baggage car s h ave the same trucks,. 
motors and control apparatus as th e stee l passenge r ca r s. The· 

Long Island Railroad-Diagram of Electric Car Equipment Inspection and Maintenance Organization 

unit trains. Since electric operation was begun there have been 
no long interruptions to ser vice owing to fa ilures o f the car 
equipment, nor have there been any se rious accidents r esulting 
from derai lments or co llisions of electric trains. Some changes 
have been m ade in the details of the electrical apparatu s on 
the original cars and in the new cars now being equipped and 
put in se rvice , but on the whole th e motor s, cont rol equipment 
an d brakes installed on th e cars six years ago have given ex
cell ent r esults and are still in good conditi on. 

EQUIPMENT 
The electric car equipment of the Long I sland Railroad 111-

cludes the foll owing: 
13-1- steel m otor passenger car s, 41-ft. bodies. 

5 wooden motor baggage cars. 
So wooden trailer cars. 

150 steel motor passenger cars, 54-ft. bodies. 
15 steel combination passenger and baggage motor ca r s. 
7 steel motor baggage cars. 

motor rotary snow pl ow. 
2 calcium chloride car s t o r emove sleet from third-rail. 

trailer ca r s were fo rmerl y used in suburban steam service and 
were wired with control and bus line cables, lights and heaters. 

The 150 steel passenge r car s and the 15 _combination cars are
of the standard design of th e Pennsylvania Railroad, slightly 
modified to permit the in stall ation of electric equipment. They 
will be fully desc ribed in a later issue. The bo dies are 54 ft. 
long over corner post s and are mounted on a motor and a 
trailer truck. The traile r truck, which is the Pennsylvania 
Rail road standard fo ur-wheel design, was illustrated in the 
ELECTRIC RAILWAY JOURNAL for June 29, 1908. T he moto r truck 
is o f the same gen eral type and on it ar e mounted two West
inghouse Ko. 308 interpole, box -frame motors o f 215 hp each. 
The con t rol appa ratus and air-brake equi pment is the same as 
on the ea rli er st ee l motor car s with some slight changes. The 
seyen stee l baggage cars are equipped with two No. 308 motors 
on each truck and duplicate control apparatus , making them 
practically two single-car equipments in one. The first of the· 
new steel ca r s was put in ser vice early in 1910, but the routine 
inspection and maintenance work is the same on them as on the
old car s. In addition to caring for this equipment the elec-
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trical repair shops at Mor ri s Park do all th e electrical over
hauling and truck work fo r about 50 surface ca r s operated on 
the trolley lines owned by the Long 1 sland Railroad at Hunt
ington, Northport , Sea Cliff, Glen Cove and Rockaway Beach. 

SHOP AND IN SPECTION FACILITIES 
At the time electric oper at ion was begun rein fo rced concrete 

inspection sheds we re e rected at Dunton and Rockaway Park, 
.and an addition to the car and locomoti ve shops at Morris 
Park was built to handl e repairs to elect ri c ca r s. The 

:Structural features o f the shops and inspection sheds wer e 
fully described in the STREET R AILWAY JOURNAL for A ug. 18, 
19o6. The Dunton inspection shed is 242 ft. 8 in. long ancl 94 ft. 
wicle. It contains six pit tracks, each long enough to hold a 
train o f four cars of the older types or three car s of the 1910 

type. The shed at Rockaway P ark is o f the same length , but 
,conta ins onl y three tracks. The third-rail is not continued in to 
the sh eds, but the ca r s a re move cl in sicle of the buildings by 
,connecting to one contact shoe a jumper ca l; lc dropped from a 
carriage running on a T -iron track above the aisle between pit s. 

The electrical shop at Morris Park co nsists of a one-st ory 
brick and steel fr:lnlf' building 216 ft. long and 110 ft. wid e, 
parallel to and separated from the car and paint shop building 
by a transfe r tab le pit. The two buildings are connected at 
o ne end by a two-sto ry mill, part o f the ground fl oo r of which 
is used for the a rmatur e and electrical repair shop and fo r 
wheel turning. The electri cal shop co ntain s 13 pit tracks each 
holding one car with ample space a t each end next to the wall s. 
Two tracks next to the mill building are spanned by two IO-ton 
N iles electric traveling cranes and are used for truck r epairs. 

ORGANIZATION OF ELECTRICAL EQU IPl\I ENT DEPARTl\IE NT 
The fo r ce of men in charge of maintenance and repair of 

-electrical equipment is headed by G. C. Bishop, superintendent 
of motive power, who also has supervision over a ll steam 
locomotive and car equipment belonging to the Long I sland 
Railroad. R eporting to him are a general fo reman o f el ec
trical equipment, R. \ V. Brodmann, who has supervision over 
all electrical r epairs and in spection; a general fo reman o f the 
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car department who has charge of all fr eight and passenge r 
car body repairs and paint ing, and a general fo reman of locomo
tive repairs who is in charge o f the machine and smith shops at 
Morris Park and al so the air-brake department. H eavy r epairs 
to elect ri c car bodi es and trucks are mad e by the ca r and loco
motive departments on shop orcl ers signed by the gener al fo re
man of electrical eq uipment. The complete o rganization of the 
electrical department is show n in th e diag ram on th e oppos it e 
page. 

INSPECTION METHODS 
The in spection given to a ll elect ric cars includes terminal train 

inspection whenever a car is put on or cu t off of a train, regular 
inspection at one of the two inspection sheds at the completion 
o f 1000 miles, genera l inspect ion and oiling at the co mpletion of 
about 6000 miles and genera l ove rhauling at the completion of 
6o,ooo miles. When electric operat ion was begun the inspection 
methods of the Interborough Rapid Transit Company as used 
in the subway service were adopted, but it soon became evident 
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M o te, i 
Motorman's Report of Defects in t::::~ Car No. 

'1:San•1e 

Por:n M.P .16 l ¼ x7V. 

L. t. R. R. CO. 
M , P. Dept. 

D1tc .................. . 190 Division ........... . , . , ....• 

Time .......• "M. 

Car .............. 

Date 

Train No, ............... .. ,Place of Trouble ............ . 
Arm. Bearings Oiled 

Length of Detention ....... Hrs . .......... Mins ......... . 

Place Laid Up ...........................................• 

Motorman, .................. Conductor .................. . Air Compressor Oiled 

Air Brake Troubles. Controller and Motor 
Motorman's Valve . . . . . . . . . . Troubles. 

:~:t;: ~~ nno~/:!~~s~r~i~ ·::::: . . .( CONTINU ED. ) 

!~~g~~.~}}~~ \~~~~~: : : : : : ~sf :i:~:t~~::;:::: : : : : : : : : 
Slide Valve Feed Valve ..... Res~stance Grmds ......... . . 

Triple Valve ... ••. •• • • • • • •· • ~:~~1{B~~ab~~:Vb1~~-~ ·:: ." ." ." .": 

Motors Cleaned 

Brakes Adjusted 

Car Body Troubles. Bus Fuse blown ............ . 
Door ........•.............. Shoe Fuses .. , ............. . 
Glass broken ...... , ......... Contact Shoe broker. ........ . 
Ventilators ................ , .. Car jumps when starting .... . 
Bell ..... , , .................. Car slow when sta rting, ..... . 

Control Inspected 

Platform Trap Doors ........ Car fails to work at times .. . 

~h~!~f ~~~. ~~:~.: : : : : : : : : : : : : ~~gs~~s : : : : : : : : : : : : : : : : : : : : : : : 

~r~; ~~r c~~~;. : : ~: : : : : : : : : : J;:Icaters ................... . . Lights & Heaten lnsp. 

2:~ H~~sr ii~iY ·::::::::::::: , Truck Troubles. 

li~l:~:::;~j:::: : : : : : : : :.: ; : : r~l\¥i~~<~'.~;;~·; :· :· :· :· :·; :· :· 
Hand Brakes • • • · · • · • · · • · · · · Car lurches when approaching 
~~~~ ·s~;;~~;•:::::::::: ::::: sidings or curves ....... .. . 

Controller and Motor 
Troubles. rllscellaoeous. 

, 
Car Bodies Inspected 

Contact Shoes & Beams 

Controllers .. ................ Dead Car ........ , ........ . 
Trolley Pole , ,, . ,, ,, , ., , , ,, , Was Power Reversed? .. , ., , 
Circuit Breaker . , ........... . Were motors bucked? ...... . . 
Auto Transformer ........... Was emergency brake used ? .. . 
Motors .................... . Obstruction on track ... . , .. 

Auto Couplers & Hoses 

REMARKS 
Brake & Feed Valves 

Blower Motors lnsp. 

Long Island Railrcad-Motorman's Report of Defects and 
Record of Inspection 

that a r egular three-day in spection period was unsuited to th e 
conditions on the Long Island Railroad. Un like the subway 
service, where the cars were kept together in trains, cars were 
pnt on and cut off of tr ains on near ly every trip and it was 
impossible to keep together car s due for inspection on the same 
day. A mileage basis was adopted later and th e period between 
inspections was fixed at 800 miles. After a thorough trial the 
period was lengthened to 1000 miles. 

The fo reman o f the in spection shed at Dunton receives each 
day dupl icate copies of all conductor's ca r-mileage r eport s to the 
car record office at J amaica. A clerk sorts these by car num
bers and the mileage of each car is entered on a separate card. 
The clerk goes over these cards eve ry day and makes up a 
list of the numbers of all cars which will have made 1000 

mil es by the fo ll owing day. A copy of thi s list is sent to the 
trainm aster, and a ll car s due for inspection are cut out o f 
trains a t the Jamaica terminal yard as th ey come in during 
the day. T hey are made up into trains, and a special dril l 
crew nms these trains to the Dunton inspection shed and 
brings back trains which have passed inspection. The Rock
away Park shed adj oin s the terminal at that part and no drill 
cr ew is required there. As fa st as the cars are inspected and 
fo und in good conditi on they are r eturned to service. A ll in
spection at the sheds is done during the daytime. 

TERl\lINAL INSPECTION 
Terminal inspectors a re ~tationed at Rockaway Park, Hemp

stea d, Far R ock away, J amai ca, F latbnsh Avenue and Long Beach 
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fo r the pu rpo se o f in spect ing the br akes and control on all 
tr ain s afte r car s ha \"e been put on or cut o ff and fo r detecting 
hot j ourna ls, worn brakcshoes and other visible defects. A t the 
end o f a ru n the motorman makes uut a r epair r eport ca rd i f 
he or the conduc to r has noted any defec ts in the train and this 
card is turn ed in to the terminal in spector. If th e inspec tor can
not remedy the defect or t ro uble report eel or he di scoyers any 
other defe cts whi ch he c;m not r emedy the ca r is cut out and 
sent to th e in specti on shed with a statement o f the reason fo r 

-----=::::-,~~L~ 
.,c---: 
~ ~ 
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Lon g I sland R ailroad-T hird-Rail S h Je Fuse 

taking th e ca r out o f ser vice. For convenience the principa l 
de fect s fo un d on a ca r are noted on a tag· whi ch is att ached to 
the car when it is sent to the inspect ion shed. T he t erminal 
inspector s make a daily report to the general fo reman of elec
tr ical equipm ent by ca r numbers o f all defects noted and re
paired and copies o f these r eports are sent to the in spec tion 
shed fo remen so th at attent ion may be given to any defects to 
remedy whi ch t emp ora ry repairs were made. 

REGl ' LAR I NS PECTION 

Car s brought in fo r the 1000-mi lc in spection are made up in 
trains o f three or fo ur car s. T he fo ll owing is an outline o f 
the work done on each ca r : 

T ru c!?s: T hird-rail shoe fu ses. shoe fu se boxes, shoe beams 
and contact shoes in spected; broken and blown fu ses r epl aced 
and contac t shoe s gaged. J ourn al brasses in~pected for loose 
o r broken babbitt . \ Vorn brakeshoes replaced and brake 
rigg ing adj usted ; side bea rin gs and center pl ates oiled ; all 
truck bolts in spect ed and tightened; brake rig6ing and bolster 
chafing pla tes oiled. \ \'h eels gaged, tires and fl anges inspected. 

JI otors: Motors cl eaned and blown out with compressed 
air ; brushes removed, brush holder s, comm utator s, armature 
clea rance and m otor leads inspected; brushes cleaned and re
turned ; brush holder shunts, hammers and springs exam
ined. 

O ilin g : Armature bearings oil eel . Oil well s a re fi r st gaged, 
then replenished with oil to a depth of 3½ in. on commutator 
encl and ..J- in: on pinion end. Axle beari ngs gaged and r e
plenished with fr ee oil to a depth o f 2½ in. If axle bearings 
are worn to ex ceed 1/ 16 in. they are replaced. 

Car Bodies: A Ii bolts inspected an d ti ghtened; drawbars, 
pilot s, trapdoor s, win dows, seats, sliding doo rs, end doo rs, 
safe ty t read, fl oo ri ng, bell s, bell co rds, gates, chains, sliding 
door devices, roo fs, venti lator s, etc., in spected. 

A ir Brake : Comp ressor motor blown out, cleaned and in
spected ; armature clearance gaged: br ushes remO\ed. brush 
holders examined and ten sion readju sted if n ecessary, br ushes 
cleaned and replaced; commutator cl eaned if necessary : com
pressor bearings and crank chamber oiled; air strainer inspected 

and cleaned ; piston t ravel and slack adjuster exam ined and set ; 
main r ese rvoirs dra ined; contro l r eserYoirs drained; con
ductor s va lve, motor man 's brake val Ye, feed and reducing 
Ya lYes tes ted : wh istl e tested ; air hose and au tomati c couplers 
inspected ; hand brakes inspected and tested . 

S ·witch Group: Blown out and cleaned; all worn parts re
p!aced ; in terlock fi ngers examined fo r tens10n and contact; 
switch group operated for slugg ish swi tches o r Ieak111g valves. 

L i11 e Switch : Same as switch group. 
Rez•erser: Same as switch group. 
Swit chb oard: Blown out with compressed air and all 

swi tches and other appa ratus examined and wiped o ff; heater 
circui ts tested ; light circuits tested ; master switches exam
ined and tested. 

Afte r all work on the car s is completed each car is operated 
from both ends in the fo rward ancl reYe rse directions, with 
the line switch out. T he tr ain is then made up and operated 
fro m both ends, and the action of the switch g ro ups and re
Yerses is noted. T he circuit -breakers are tripped and reset; 

· the automati c emergency t rain brake tri ed and the a ir brakes 
tested ; storage batter ies are tested fo r charge . 

An inspection crew consist s o f one electri c repairman and 
one he lper who inspect and r epair all elec t rical apparatus ; 
one motor r epairman and one helpe r who inspect motors and 
oil bea rings ; one air brake r epair man who inspects the air 
brake app aratus ; one carpenter who at tend s to the necessary 
body repairs. and one electr ica l in spector who giY es the trains 
a fi nal inspecti on an d tes ts both th e air brakes and electrical 
equipmen t before the tr ain leaves the inspection shed. If 
more th an one train must be in spected a t a t ime an extra 
crew o f th e same size is put on each train. T he time re
qui red fo r a r eg ula r inspection o f a fo ur-car train is 1 ½ hours. 

A record o f each in spection of each car is ;,.ept on small 
ca rds r~fi in . x 7·¼ in ., one o f which is placed in a ti n holder 
and hung on the car when it is brought in to the in spection 
shed. T hi s card has Ir blank spaces fo r entering t he signa
tures o f the men who inspect each of the differ t> nt parts on 
the ca r. O n the back o f the card the mileage o f the car 
since th e last prev ious inspection is entered and the ca rd is then 
fi led by the ca r number fo r convenient r eference. The in
spection shed fo reman sends to th e general fo reman of elec
tri cal equi pment each day a fu ll r eport o f all defects d iscovered 
while going 0\'e r ca r s fo r inspection and also a report o f in
candescen t lamps r enewed. If a car needs to be: sent to the 
shop a sta tement o f all the defects fou nd is sent with the 
ca r fo r the in fo r mati on o f the shop fo reman. 

Owi ng to the short t ime avai lable fo r making an inspection, 
r epair work a t the inspec tion sheds is con fined to renewals 
o f worn o r defec ti \'e parts. A small stock of brakeshoes and 
contact shoes, fuses , brushes, lamps, etc. , is kept at each 
inspection shed and one or two extra brake valves, feed valves, 
t ri ple valves, compressors, blower motors, storage batteries 
and other uni t par ts a re also kept on hand to replace any 
defecti ve part s fo und. A ll part s r emoYed f ro m the cars are 
returned to the shops a t Morri s P ark fo r repairs. 

GENERAL I NSPECTION 

A t eYery sixth inspection, or 6ooo miles, each car is given 
a thorough inspection and oiling which includes everything 
done at the regular inspection with the fo llowing additional 
work : 

Packing is r emoved from all journal ;;.nd bearing boxes; 
waste is teased and th e boxes are r epacked with the same 
waste if in goo d condition ; free oil in the arm ature and axle 
boxes is brought up to proper level ; journal s are supplied 
with two g ills o f additional o il: gears and pin ion s are ex
amin ed and supplied with IO lb. of gear g rease per motor; 
ca r wiring is examined and tested; junction 1:iox es, switch 
group, reve rser, li ne switch and other apparatus a re examined 
as to general con dit ion of w iring and wire terminals and con
nection blocks. Switch groups, lin e switch, .reverser and 
r heostat fr ames and batt eri es are tested fo r g rounds; all in
sulated bolts, washers and pipe insulators are cleaned and 
shell acked; plug is r emoved from switch group air chamber 
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and air chamber is blown ou t ; all power connections in the 
switch g roup and line switch are examin e<! and tightened; 
the piston s of the air cy linders in the swit ch group are oil etl, 
pin valves on a ll elec t ro-pneumatic swi tches are removed and 
clean ed ; brake valves, feed valves, compressor governo rs. 
check va l\'es and other air brake apparat us cleaned, oiled and 
ad justed. B rake cy linder s are cleaned and lubri cated eve ry 
six months. A gen ~ral in spection of thi s kind requires three 
hours fo r a four-ca r train. 

S H OP O\'ERH J\ ULING 

\Vhen a car has completed 60,000 miles it 1s se nt to the shop 
at ;\!orr is Park for a gener al overhauling. The hudy is jacked 
up off of the trucks and supported on woollen horses and is 
stripped of a ll remoyable pa rt s. The brake vah es, triple \'ahe, 
goyernor and air compresso r are sent to the air-l1rake rnnm 
for cleaning Th e brake cy linder is cleaned and oiled and 
the r esen·oirs are drained. ; \II piping is carefu lly in spected fo r 
leaks and co r rosion. The line switch is remo\ed an d taken 

axle and ar111ature-l1earing shell s on all 11111iors are rckdihitted 
wi th a tin -b,,sc metal composed of l<o per cent tin, 10 per 
cent lead anll ro per cent an timon y. The interi ur and 
exterior of the motor arc given a coat of asphaltum paint. 
Brush holders a r e remov ed and ove rhaukd: all bra ss part s 
are cl ipped in an acid bath and new shunt s and sp ring s applied. 

Al<l\lJ\TUHE Wl:\'OINC; 

T he armatures of the motor s used on the Long I sland Rai l
road are wound with strap copper, each co il consist ing of three 
rilJlJons. The twu halve s of each co il when new were riYeted 
toge ther at the pinion end aiter being put in place in the 
slots. In rewinding the armatures seYe ral departures from 
ordinary practice haYe been made. The old co il s are ,t ripped 
and a re then built up with strip s uf thin micanite coated on 
both sides wit h white shellac to prevent flaking. The micanit e 
is placed between the cnpper strap s and the co il is th en wrapped 
with one layer of thin lin en tape to hol d it together The 
"traight part of the coi l is surrounded \\ith a box of sheet 
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apart fo r inspect ion and cleaning and all switches on the 
switc hboard a r e cleaned and polished. T he switch group and 
reve r ser are not taken down but the piston s are rem oved 
and the cylinder s cl eaned and oil ed, contact s polished and 
interlocks inspected. A ll junction boxes are opened, connec
tions examined and binding- post nut s ti ghtened. T he cont ro l 
sto r age batteries are tes ted and replaced by other s if they ar e 
dete rio rated. Heaters a re inspected and thei r capacity tested 
with an ammeter. T he lighting circu its are also tested and 
the sockets examin ed fo r loose connections. U nless a ca r 
requ ires hea\'y body repairs it is no t moved from the elec tri ca l 
1; hop and all painting and Yarn ish ing is done while the equi p
ment is being overhauled. 

MOTOR REPAIRS 

A fter the trncks have been r emoved the m otor s a re opened 
and in spec ted for baked fie ld s and a rmatures. A motor which 
shows any signs of defective in su lati on is taken o ff and if in 
the judgm ent o f th e fo reman of the elect rica l shop the fields 
or armatu r e need rewinding the necessa ry work is clone. The 

micani te and thin fis h paper and th e wh ole coil is taped with 
asbestos t ape I in. wide, after which it is clipped in an in 
sulating compound and a llowed to dry. The asbestos tape is 
kept in roll s in a steam drying oven and is exposed to moisture. 
onl y while the co il is being wrapped and before it is dipped. 
Af ter the top and bottom layer s are in place small clips o f 
tinned copper are slipped over the ends of the two halves of 
each co il and solder ed on . A canvas hood is then app li ed o\'er 
the solclerecl jo ints. A Passburg vacuum impregnating plant 
has been instal led r ecently and a ll armature and field coil s 
will be impregnated with thi s process in the future. Two 
old lathes a r e used for banding. One is belted fo r slow speed 
and the other for high spcell. An apprentice lea rns on the 
slow-speed lat he and the n is advanced to the high -speed lat he 
as he becomes more profic ient . A piece of German silver set 
in the slot of the tool post is used to gi\"e the desired tension 
on the banding w 1re. 

CQl\[MUTATORS 

Commutato r s are turned in a large Pond lathe u sed for 
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boring bearings and other machine work. A fi ne feed with 
a sharp-pointed diamond-shaped tool set well above the center 
is used. T hi s g ives an excellent surface to the commutator. 
W hen elect ri c operation was fi r st begun several commutators 
were slotted to a depth of about 3/32 in. , but unsatisfactory 
results were secured due to short-circuiting between the bars 
and the practice was discontinued. R ecently, however, a few 
commutator s have been slotted to a depth of 1/ 32 in. and it 
has been decided to slot all commutato rs in the future. F or 
patching burns on commutators a cement made of dextrine, 
plas ter o f par is and shellac is used. 

BRUS H ES 

\ Vhile no serious brush troubles have developed a thorough 
test was m ade about two years ago to determine the cheapest 
grade of brush which would g ive satisfact ory results. T he 
br ushes now used are a medium hard grade o f the Laclede brand 

down as required an d there has been no unusual or irregular 
flange wear. Steel-tired wheels are used under the old cars 
but several hund red solid steel wheels have been applied under 
the new cars. A N iles center-drive wheel lathe is used to 
turn all electric car wheels and some steam passenger car 
wheels. It is located in a pit on the ground floor of the 
mill building adjoining the truck overhauling tracks in the elec
trical shop. The fl oor of the shop is of smooth asphalt in 
which have been embedded flat steel plates about 12 in. wide 
to fo rm runways on which a pair of wheels and axle can be 
rolled from the electrical shop into the adj oining room and 
on to the bed o f t he wheel lathe. A jib crane with an air hoist 
is u sed to se rve the wheel lathe. All wheels are pressed on 
and off in the machine shop, 

TESTING CARS 

After a car has been overhauled and all parts reassembled 
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made by the N" at ional Ca rbon Company. The li fe of the 
brushes is from 45,000 to 50,000 miles. All brushes are o f the 
same width and hardness and are held on the commutator with 
a pressure of about 6 lb. per square inch. No difficulty from 
worn commutators, ex cessive sparki ng or car bon dust is now 
being exper ienced. 

BEARINGS 

Motor armature and axle bearings of all sizes are turned in 
a chuck on the P ond lath e. V arious sizes of bushings are used 
to hold the bearings in the chuck and these bushings serve 
as templates for worn or twi sted shell s. Only a few of the 
original armature shafts have required turning and the r e
duction in diameter has been by even six teenths of an inch. 
The bearings fo r armature shaf ts of reduced size are bored out 
to the prope r size as required and no stock of odd sizes is kept 
on hand. 

WHEELS 

No special records are kept of wheels. T hey are turned 

the wiring and equipm ent is given a thorough electrical test. 
On the old steel cars all main motor circuit and bus wiring is 
given an insulation test of 2000 volts a.c. by means of a trans
former set mounted on a t wo-wheel truck. A test of 3000 
volts a.c. is given to the same wiring on the new steel cars. 
Light, heat and control circuits are also given voltage tests of 
1000 volts and 1500 volts respectively on the old and new cars. 
The car is then operated fo rward and back from both ends 
with the m aster controller and the action o f all the contactors 
is noted by notching up with the line switch out and in. In 
order to test the control train-line connections from both 
ends a master controller mounted on a panel with a jumper 
and plug is used. T he plug is inserted in each of the two 
j umper sockets on each end of the car and the master con
troller operated with the line switch out and in. The final tests 
ar e those given to the line-switch circuit-breaker and the limit 
switch. A water rheostat is used for these tests. It consists of 
a rectangular wooden tank outside of the building in which 
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are placed two large iron plates. One plate is stationary and 
the other is hung from a cross-bar mounted on wheels running 
along the top of the tank. A long wooden handle is at
tached to the center of the cross-bar and projects through a 
window into the shop. By pushing the handle in or out 
the movable plate is moved toward or away from the fixed 
plate. To test the limit switch the car is blocked and a bell 
is inserted in the control circuit of the limit switch. One man 
on the car notches up the controller one notch while another 
man manipulates the water rheostat and watches the am
meter mounted on the wall near the window. When the limit 
switch opens owing to the fl ow of an excess of current the 
bell stops ringing and the man on the car blows the whistle. 
The ammeter reading is then taken and the limit switch is ad
justed until it opens at 350 amp. The capacity of the line 
switch is tested in the same way. The car is blocked and 
the controller notched up to the full series position. The water 
rheostat is then closed up until the safe current value is 
reached or the circuit-breaker opens. The circuit-breakers on 
the old steel cars are set for 750 amp and on the new cars 
for 850 amp. 

FUSES 

Among the minor electrical troubles which have developed 
and have been overcome may be mentioned breakages of con
tact shoe fuses. When the cars were first put in service the 
contact shoe fuse boxes were mounted on top of the shoe 
beam. Cartridge type fuses were used, but because of the 
absence of spring support the excessive vibration caused the 
fuse links to break and the arcing between the broken ends set 
the paper shells on fire . Copper ribbon fuses set vertically on 
edge were next tried, but these also broke at the punched hole in 
the center. The experiment was made of r emoving the fuse box 

• from the shoe beam and bolting it to the truck side frame so 
as to introduce some spring resilience and this remedied part 
of the trouble. At the suggestion of one of the inspection 
foremen two wooden pins staggered on each side of the fuse 
were set in the base and the copper ribbon was woven in between 
these pegs so as to give it support and a slight tension. This 
simple remedy has greatly reduced the number of broken shoe 
fuses. The attachment of the fuse box covers also proved a 
puzzling problem. They are now fastened on with two long 
bolts passing through the base and the top of the cover, 
o n which thumbscrews are turned down. Even if the thumb
screws work loose and drop off the cover cannot shake off of 
the long stud bolts. On all the new steel cars ribbon fuses 
supported in standard boxes with clamping wedges are mounted 
on the truck side frame. Ribbon fuses are punched in a special 
cutting die which was made in the company's shop. This 
cutter works on the principle of a perforating punch for filing 
papers. Both ends are cut and the hole punched in the center 
at one operation. It has been fo und that fewer breakages occur 
with hard drawn copper ribbon fuses than with fuses made 
from annealed copper. Two 750-amp fuses are used on each 
contact shoe in summer and three 750-amp fuses in winter. 

SNOW COVERS 

The No. 113 motors used on the 4I-ft. steel cars have large 
ventilating openings in the frame which are covered with 
perforated plates. During snowstorms it is necessary to close 
these openings in order to keep out snow which is picked up 
by the air currents under the cars. At the beginning of the 
winter season the bottom openings on all motors are closed with 
sheets of tin plate inserted under the ventilated cover plates, 
but the openings in the top are not covered in order to 
permit of some ventilation. At the first indication of a snow
storm the terminal inspectors begin to apply snow covers to 
the top openings on all cars as fast as they arrive at the 
terminals. These covers are sheets of tin plate cut to fit the 
ventilating openings. The perforated covers are loosened and 
the plates are slipped underneath, after which the cover clamps 
are fastened down tight. An inspector can carry eight or ten 
snow covers over one arm and all the motors in a train can be 
fitted in a few minutes. The snow covers are allowed to re-

main on the motors until the snow between the rails has packed 
down hard, when they are removed at the terminals and stored 
away for use when again needed. The No. 308 motors on the 
new cars have sheet-iron guards over the ventilating openings, 
and as they are venti lated from the interior by forced draft 
supplied by a blower snow is not likely to sift into the frame. 

STORAGE BATTERIES 

The control circuits on the cars are energized from storage 
batteries carried in a cradle under the body. Two batte ries of 
seven cells each are placed on each car. They are connected in 
multiple with a resistance unit which is in series with the com
pressor motor, so that they are charged when the compressor 
motor is running. Two double-throw switches are installed on 
the switchboard in the motorman's vestibule and the two bat
teries a re opposite ly connected to these sw itches. When both 
switches are up one battery is connected for charging and the 
other for discharging through the control circuits. ·when both 
switches are down the functions of the two batteries are re
versed. It is the duty of the terminal inspectors to throw the 
battery switches every morning. On even-numbered days of 
the month the switches on all cars a re thrown up and on odd
numbered days they are thrown down. In this way the bat
teries are reversed every twenty-four hours. The batteries are 
inspected and tested for charge at each Iooo-mile inspection 
and Yery few road failures have been experienced. 

TRUCK BRAKE RIGGING 

The Baldwin motor trucks under the old cars are all fitted 
with spiral brake release springs attached to the tops of the 
line levers and compressed when the brakes are applied. Con
siderable trouble has been experienced due to the live lever 
brake rods dragging on the wheels and wearing through. To 
overcome this the brake release springs are being turned arouq,.r 
and attached to the side frame on the opposite side of the 
transoms. 

The first brakeshoes used were made of soft gray iron with 
crucible steel inserts in the face. These caused some trouble 
by scoring the tread of the wheel. The company is now using 
a soft-iron rein fo r ced back shoe with chilled ends. The life of 
these shoes is less, h11t the cutting of the wheel treads has 
been overcome. 

WINTER STORAGE FOR CARS 

The winter schedules do not require as many cars as in the 
summer and the surplus equipment is stored under cover in a 
shed at Springfield. T his shed contains three tracks, each 
holding a ten-car train, and it is in charge of a watchman. 
On Sunday of each week an inspector goes to the storage shed 
and connects the bus line on each train to the third-rail outside 
of the building. This start s the compressors and charges the 
control storage batteries. After the air-brake system is charged 
with air the brakes are applied and released a few times and 
the control is notched up and off with the line switches out so 
as to move all the parts and keep them lubricated. The brake 
and control reservoirs are then bled off to p1 event condensed 
moisture from freezing in them. 

The cars in storage are kept in complete operating condition 
and no parts of the equipment are allowed to be removed. 
When extra cars are needed for any reason they are withdrawn 
from the storage shed and during the wint~r months as cars 
are overhauled in the shop they are sent to the storage shed 
instead of being returned immediately to ~t rvice. Thus as 
the summer season comes on the equipment which is withdrawn 
from storage is freshly painted and in perfect operating conqi
tion. Before being placed in service cars which are withdrawn 
from storage are given the regular IOOO-mile inspection. 

COST OF INSPECTION AND MAINTENANCE 

The average cost of terminal and shed inspection of the elec
tric car equipment for the two years ended Dec. JI, I9IO, was 
20 cents per IOO car miles. This did not include car cleaning, 
which cost 25 cents per I00 car miles. The cost of maintaining 
the bodies and electrical equipment of the motor cars for the 
same period was $2 per JOO car miles and for the wooden trai ler 
cars, 75 cents per roo car miles. 
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PERFORMANCE OF CAR EQUIPMENT I N 19IO 

Table I shows the total motor and trailer car miles and train 
miles operated on the electric divisions of the Long Island 

T A DLE I.- LONG ISLAND RAILROAD ELECTRIC EQUIPMENT-
TRAI N MILES AND CAR MILES OPERATED I N 1910 

M onth Train Miles Motor Car Miles Trailer Car Miles Total Car Miles 
J an ... . .•.. 109,785 269,165 96,264 365,429 
F eb. 102,0 62 240,735 92,542 333,277 
Mar. 117 ,67 2 286,396 106,78 1 393,177 
April 115,100 297,708 91,584 389,292 
May 140,204 350,311 116,768 467,079 
June 152,496 429, 267 156.851 586, 11 8 
July 203,975 662,612 272,33 1 934,943 
Aug. 201 ,392 636,22 1 267,102 903,323 
Sept. 207 ,406 594,524 167,484 762,008 
Oct. . . . . . .. 22 1,957 614,828 143,632 758.460 
N ov. . . . . . 186,763 482,2 14 92,824 575,083 
Dec, . ..... 19 1,408 519,525 94,! S9 613,714 

T otal •.. 1,950,220 5,390,985 1,698,599 7,089,584* 

*Includes 243 ,435 m otor car miles and 141,460 trail er car miles of 
Brooklyn Rapid Transit joint service equipment. 

Railroad in 1910. Table II shows fo r the corresponding months 
the number of road fa ilures of electric car equipment and the 
total number of minutes of delay to all trains r esulting from 
such failures. T he failures are classified under nine general 
h eads and the number o f minutes' delay shown includes all the 
tim e lost by r eason of the ignorance or inefficiency of the train
men, as well as the time actually required to r emedy the t rouble. 
Thus a failure of the trainmen to open the angle cocks between 
car s is included under air and hand brakes, although, stri ctly 
speaking, it is not a delay caused by any defect o f the equip
ment. From the last column of the table it will be seen that 
brakes caused 25 per cent of the total delays, electrical equip-

T ADLE IL- LON G I S LAN D R AILROA D- MIN T ES TRA L\ ' DELAY 
J a n. F eb. M ar. Apr . J\Iay J une 

>. >. >. >. >. ;,-, 

Classifica tion of i::~ . c~ """ ,.; "" i:: ~ ,.;Cll c-
F a ilures 0 :2 0 o·- v 0 · - (I) 0 .::: V 0 · - (I) 0 ~ ~ z z ~o z ::;J o z ? 0 z ~ .::i z .-. --< 

:\i r and hand brakes ... 5 3 1 6 30 4 17 6 58 7 70 2 15 
Co ntro l ··· ··········· 4 69 2 8 3 31 3 14 4 22 6 52 
j fo t or s ...... ... . ... .. 0 0 0 0 I 4 0 0 0 0 1 6 
Gear s ·· ···· ··· ···· ·· · I 4 0 0 2 23 0 0 0 0 l 6 
T hird ra il shoes . .... ... 0 100 0 0 0 0 0 52 2 37 0 0 
Hlown fu ses ..... ... .... 2 236 3 16 4 31 2 4 2 16 I 5 
Tru cks ·· · ·· ·· ······ ·· I 4 0 0 0 0 0 0 0 0 0 0 
B oc lv defects .... ....... 0 0 1 15 I 7 1 4 1 14 0 0 
Acciden ts ·· ··· ······· 2 32 0 0 0 0 0 0 0 0 0 0 

T otal ........ . . .... 15 476 12 69 15 113 12 132 16 159 11 84 

ment 58.3 per cent and bodies, t rucks and accidents, 16.7 pe r 
cent. In comparing the per fo rmance of the car equi pment by 
months it is interesting to note th at the two best monthly r ec-
ords o f car miles per minute o f train delay w ere made 111 

October and F ebruary respecti vely. 

tern and the electric car equipment. While the steam passenger 
locomotives made a larger mileage per failure than the electric 

TABLE I V.- LOKG I SLAND RAILROAD-FAILURES: OF STEAM 
LOCOMOTIVES AND ELECTRIC TRAINS IN 1910 

Steam Locos. 
Number of road failures................. 331 
T otal minutes detention.. . . . . . . . . . . . . . . . . 9,222 
Train miles operated... ................. 3,180,273 
Train miles per failure.. . . . . . . . . . . . . . . . . . 9,608 
Train miles per minute of detention. . . . . . 345 
Minutes dekntion per failure............ 28 

Electric Trains 
218 

2,648 
1,950,220 

8 ,946 
736 

12 

trains the average detention per failure was more than twice as 
long. 

----♦----=--

IDENTIFICATION OF POWER HOUSE PIPING 
A com mittee of the American Society of Mechanical Engi

neers of which H. G. Stott, Interbo rough Rapid Transit Com
pany, is chairman has reported in favor of the following 
method of painting pipes in power houses for purposes of 
identification: 

" In the main engine rooms of plants which are well lighted, 
and where the functions of the exposed pipes are obvious, 
a ll pipes shall be painted to conform to the color scheme 
of the room; and if it is desirable to distinguish pipe systems 
colors shall be used only on the flanges and on the valve-fitting 
flanges. 

"In all oth er parts of the plant, such as boiler house, base
ments, etc., all pipes ( exclusive of valves, flanges and fittings), 
except the fi re sys tem, shall be painted black, or some other 
single, plain, durable, inexpensive color. 

DU E TO FAILURES OF ELECTRI C CAR EQUIPMENT IN 1910 
J uly A ug. S ept. Oct. Nov. Dec. Total ,., ;,-, >. ;,-, >. ;,-, Delays """ 'Cll '"" .i~ ci~ . "" 0 c- 0 C- 0 c- c- 1910 Percentage of 

· - (I) ·- (I) ·- (I) 0 0 jo 0 
·- (I) z ;;:::;::i z ;::!Q z ::;:JQ z ;:::,o z z :,;:JQ No. Min. Total Delays 

12 97 ,I) 72 5 42 5 54 8 100 10 76 80 662 25.0-25.0% 
7 71 6 44 3 86 5 37 3 18 7 79 53 531 20.1 l 
2 49 4 47 0 0 0 0 2 53 0 0 10 159 6.o I 
I 8 1 5 1 9 I) 0 3 15 3 20 13 90 3.4 ~ 58.3% 
0 0 6 77 2 68 1 10 1 10 I 15 0 369 13.9 I 
3 17 2 23 2 8 3 15 0 0 3 23 27 394 14.9 J 
5 66 9 62 I 3 ~ 1 17 1 48 5 79 23 279 10.5 i 
4 75 0 0 0 0 0 0 1 4 0 0 9 119 4.5 16.7% 
0 0 1 13 0 0 0 0 0 0 0 0 3 45 1.7 J 

34 383 39 343 14 216 15 133 19 248 29 292 218 2648 100.0 

" [\11 fi re lines (suction and discharge) , including pipe lines, 
Yalve fl anges a nd fi ttings, shall _be painted red throughout. 

''The edges o f all flanges, fitti ngs or valve flanges on pipe 
lines larger than 4 in. inside diameter, and the entire fittings, 
valves and flanges on lines 4 in. inside diameter and smaller, 

T.\B LE IIJ.- LOXG I S LAND R .\ I L R O.\D- R EPL\CDIENTS OF E L ECTRI C CAR E Q U IP~IENT PARTS IN 1910 
J a n . 

J\Ia in fu ses blown. .......... . .... . ...... 14 
Shoe fu ses blown . . .. ....... ......... ... 276 
Shoe fuses broken ......... . ........... . 389 
Bus fuses blown. . . . . . . . . . . . .. .. . . . . . . . . 16 
Lamps replaced, 16 cp ... . . . ............ 654 
Hot j ournal bearings . . .................. 4 
Flat wheels.. . .... .. .................... 1 
Broken gea rs. . ......................... 8 
Broken contact shoes .................... 223 
\Vorn contact shoes replaced............. 14 
Brake shoes, m ot or truck r eplaced ....... 213 
Brake sh oes, trailer truck r eplaced ....... 257 
Brake ~hoes, t ra iler cars replaced. . . . . . . 20 
J\Iotor brushes replaced................. 97 
CompressGr m otor brushes replaced ...... 137 
Bl ower motor brushes r eplaced.......... 27 

Feb. 
0 

105 
353 

0 
383 

3 
2 
2 

48 
2 

220 
325 

55 
133 
75 
40 

11arch 
9 

41 
481 

0 
1219 

6 
1 
4 

25 
1 

207 
308 

28 
65 

111 
52 

April 
2 

82 
235 

2 
57 1 

9 
0 
1 

64 
1 

265 
364 

30 
115 
78 
41 

Table III shows by months the consumption of fuses, lamps, 
brakeshoes, third-rail shoes and other part s of the equipment. 
Motor troubles were infrequent during 19 10. Only twenty-eight 
armatures were r emoved for grounds, open circuits or short
ci rcuits, and only nine motor flashovers were reported. Nine 
flat commutators were turned up and two motors were removed 
from service on account of grounded fields. Hot armature 
bearings developed six times during the year and hot axle 
bearings nineteen times. The new No. 308 m otors had no hot 
axle bearings and only one hot armature bearing. 

Table IV shows the comparative performance of the steam 
passenger locomotives of the entire Long Island Railroad sys-

J\lay 
8 

65 
206 

6 
1567 

1 
0 
1 

6 1 
1 

346 
426 
42 

101 
117 

42 

June 
22 
54 

241 
9 

1266 
s 
8 
2 

84 
2 

421 
421 
27 

145 
119 

36 

Jul y 
29 

157 
329 

5 
1300 

15 
6 
I 

59 
0 

612 
756 
S I 
87 

215 
23 

Aug. 
35 

150 
429 

7 
1228 

5 
14 

4 
95 

3 
712 
733 
86 

194 
181 

16 

Sept. 
25 

143 
281 

20 
1437 

14 
12 

9' 
129 

1 
621 
723 
46 
23 

194 
8 

Oct. 
39 

133 
123 

24 
2356 

19 
20 

7 
62 

3 
723 
745 

51 
33 

193 
10 

Nov. 
21 
86 

124 
15 

2801 
6 
9 
5 

153 
0 

595 
621 
23 

420 
254 

25 

Dec. 
33 

237 
168 

23 
3070 

12 
15 
10 

208 
9 

594 
582 
30 

421 
245 

43 

Total 
237 

1529 
3359 

127 
17,852 

102 
88 
54 

1211 
37 

5529 
6261 

525 
1834 
1919 

363 

shall be painted distinguishing colors by the following method: 
Steam division .............•... High pressure-white 

Exhaust system-buff 
Water division ..............• ,Fresh water, low pressure-blue 

Fresh water, high pressure boiler feed 
. lines-blue and white 
iSalt water piping-green 

Oil division ................... Delivery and discharl:'e-brass or bronze 
yellow 

Pneumatic division ............ All pipes-gray 
Gas division ................... City lighting service-aluminum 

. Gas engine service-black, red flanges 
Fuel oil division ............... All piping-black 
Refrigerating system .......... White and green stripes alternately on 

flanges and fittings, body of pipe being 
black 

Electric lines and feeders ...... Black and red stripes alternately on 
. flanges and fittings, body of pipe being 

black 
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NEW 82-TON ELECTRIC LOCOMOTIVE OF THE NORTHERN 
ELECTRIC RAILWAY 

BY J . PAU L111 NG EDW A RDS, ELECTRI CA L AN IJ l\l ECHANICAL ENGINEER 

OF THE COM l'ANY 

A n electri c locomotive des igned by the writer has recently 
been placed in se rvice on the lin es of the Northern Elec tri c 
Railway, a Cali fo rnia corporation owning and operating 150 
mi les of third-rail elect ric ra ilway in the Sacr amento Va lley. 
The locomotive with but a few minor exception s is constructed 
entirely of stee l, and was built and equipped at the company's 
shops at Chico, Cal. 

T he accompanying engravings ill ustrate the principal fea tures 
o f the construction of thi s locomoti ve. 

GENERA L SPECI F I CAT IONS. 
BODY, 

Class, steel express locomotive. 
Built by Nor t hern Electric Rai l way, Chico shops. 
Dat e completed, April 1, 1911. 
Capaci ty (l oad), 50,000 lb. 
Total weight loaded, 164,600 lb. 
Length over a ll, 53 ft. 2 111. 

Length inside of body, 45 ft. 3 in. 
Bolste r cent ers, 32 f t. 0 in. 
W id th over a ll , 9 ft. 9 in. 
\ Vid th inside sheathing, 8 ft. 11 ¾ in. 
Height , rai l to t op of roof, 12 ft. 11 ½ In . 
H eight, r a il to floor, ➔ ft. 7 ½ in. 
C lear he ight in side, 7 f t . 3 in. 
Body bolsters, box type. 

P ilots, locomo tive type wi th footboards. 

12 in. Both are securely riveted to the fillers anti long itudinal 
si ll s by ¼-in. rivets. T he entire framing is stiff ened by 
diagona l braces on each side of the bol sters, and the ends are 
braced from the center by 6-in., 12½ -l b. I -beams, fastened to 
the side sills, and by the ¼-in. x 14-in. plates which form the 
drawhead bumpers and end-sill contours. 

T he side framin g members, togeth er with the thick steel 
sheathing, form plate trusses o f each side frame ; truss rods, 
therefo re, are not required. Thi s construction leave s the under 
side of the fram e free for the attachment of equipment. The 
side fra ming consists o f 4-in. x 3-in. x ¼ -in. angle posts con
nected at the top with a 4-in. x 3-in. x ½ -in. angle plate by 
means of gussets and angles, and ri veted with ¾-in . rivets. 
The sheath ing is of 3/16-in. stee l plate, with butt joints, and is 
fastened to th e side framing with 5/16-in. button-head r ive ts. 

A pla in arched roof, consisting of 3/16-in. steel plates sup
ported on 2½-in. x 2½ -in . x ¼-in. angle carlines spaced 2 ft. ori 
cen ters, for ms an arched truss and adds materially to the 
strength of the body. The plates extend out over the body on 
the en ds and sides , and afford protection from the weather and 
give a pleasing appearance to the roof. There is a wide wooden 
runni ng board extending along the top of the roof. It is 
fa st ened to the roof by cleats which are bolted to angles riyeted 
to the roof pla tes. 

T he fi rst floo r is nailed to 4-in. x 4-in . pine girths fasten ed to 
the s ides of the fou r sill s. T hi s floor is made of ¾-in. ver tical 

N orthern Electric Locomotive-Side View 

T ype, No. 90-50-A Baldwin. 
Gage of track, 4 ft. 8½ in. 
\ Vheelbase, 90 in. 

TRl:CKS. 

\ Vei,ght without motors, 17,0CO lb. eac h. 
Designed t o carry on center plate, 55,000 lb . 
Roi sters, steel castings. 
Center transoms, 12- in. 35-lb. channels. 
Brakes, inside-hunsz. 
W heels, 36-in. rolled steel. 
Gears, solid type. 
Axles, 6½ in. diameter. 
Journals, 6½ x 11 in 
Paint ed, Pullman standard Feen. 

l\lOTO RS, 

Type, Westinghouse, No. 301-D interpole; forced a i r ventil a ti on. 
Number pe r locomotive, four. 
W eight of each, 5650 lb. 
Gear ratio, 17 :60. 

OTHER EQUIPMENT, 

Draft r iggin g, J\Ii 11 er fric t ion, class A-2-E. 
Couple r s, M.C.B. Climax, 5 x 7-in. shank. 
Sanders, electro-pneumatic. 
\ \Thist le, K orthern E lectric triple trombon e. 
T roll ey retr ievers, Knutson No. 4. 
Headli ghts, G. E. lumin ous arc with semaphore lens. 

BODY 

The body under fra ming is con structed of fo ur 12-in. , 35½-lb. 
I -beam side and center sill s, running the entire length of the 
locomotive. T he cross members are o f the sam e size materi al 
and were accurately cut to fi t the contour o f the sills. Con
nect ing angles, 6 in . x 4 in. x ½ in., with }'.4-in. ri vet s, a re 
used to fas ten them in pl ace. The bolster s ar e built in pl ace 
and consist o f a top and bottom plate. These plates are 
securely ri veted to t wo 12-in. I-beam fi llers. The top bolster 
plate is I in. x 12 in. , and the bottom bolster pla te 1½ in . x 

gra in tongue and grooved pine, and is laid slightly diagonal 
o f the ca r, one end being 1 I in. ahead of the transverse center 
li ne. The top floor is laid crosswise, also, and is securely 
nailed to the first floor. A double thickness of deadening felt 
was placed between the two fl oor s. The fl oor ing on the plat
form s is placed d iagonally, and also is entirely separate from 
the main floor o f the locomotive. 

All the doors and sashes are made of ash and faced on the 
outside with No. 16 sheet steel. They are fi nished inside in 
natural color. T he glass used is 3/ 16-in. American polished 
plate. The side windows are ar ranged to slide, and owing to 
their weight are hung on overhead tracks with rollers. The 
end sashes are station ary and secured by bolts to the window 
fr ames. 

TRUCKS 

T he t rucks were built by t he Baldwi n Locomotive Works, and 
in size are among the largest trucks ever built for th is class of 
service. T hey a re of the M.C.B. type, with an equal ized swi ng
ing bolster carried on tr iple elliptical sp rings. They are designed 
to carry 55,000 lb. on center plates, and have a 90-in. wheel
base. 

The axles are 7 in . in diamete r at the center, with 6; ~-in. x 
11 -in. jou rnals, and are fitted with standard 36-i n. l\I.C.B. 
rolled-steel wheels. T he side frames are fo rged o f 2½-in. x 
4¼ -in. steel bar s, and are connec ted to the transom channels 
by heavy steel castings which also support the brake levers and 
shoes. T he brakes are inside hung and are equalized at the top 
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of the live levers by a crossbar connecting both sides and 
working across the top of the inside motors. The bolster is a 
steel casting with the side bearings and center plate cast in
teg.-al. Both sides of each truck are equipped with contact 
shoes for the conductor rail. The shoes, which are of the 
sli1 ,per type operating on a top running rail, are mounted ·on a 
beam suspended from brackets cast on the bottoms of the 
equalizer spring seats. 

MOTORS 

The motor equipment is quadruple. The motors, which 
were designed particularly for locomotive service, are Westing
house No. 301-D, interpole, 550-650-volt d.c., series-wound, 
railway type, and were built to specifications requiring the 
fu lfi lment of guarantees as follows: 

MOTOR PERFORMANCE 

"Considering the nominal rating of these motors as the load 
which g ives a rise in temperature of not to exceed 90 deg. C. 
at the commutator and 75 deg. C. at any other part of the 
motor after one hour's continuous run on the testing stand 
with covers removed, but without artificial or forced venti la
t ion ( referred to surrounding air at 25 deg. C.), these motors 
shall not rate less than r6o hp at 550 volts, or 175 hp at 660 
vo lts. T he nominal rated capacity for one hour shall be 

------19 ' 

Forced ventilation for cooling the motors is provided by a 
12-in. Sturtevant type blower driven at 1500 r.p.m. by a 3½-hp, 
series-wound, 550-volt motor. As shown in the interior view of 
the locomotive, the blast is conveyed through metallic conduits 
directly to headers immediately above the motors. From these 
headers it is led through the floor and through canvas tubes to 
the motor inlets. The efficiency of forced ventilation for the 
motors of thi s type of locomotive is well shown by the fol
lowing tabulated comparison o f ratings: 

CONTINUOUS CAPACITY OF LOCOMOTIVE. 

Covers Arranged for 
Normal Ventilation. 

480 amp at 300 volts 
440 amp at 400 volts 
400 amp at 500 volts 
350 amp at 550 volts 

Forced Ventilation. 
580 amp at 300 volts 
540 amp at 400 volts 
500 amp at 500 volts 
452 amp at 550 volts 

The nominal one-hour ratings with 550 volts at the motors are, 
with natural venti lation, 724 hp, and with forced ventilation, 
870 hp. 

CONTROL EQUIPMENT 

The control equipment consists of a double equipment of 
Westinghouse unit-switch-control apparatus. Provision is made 
for three running points, with no external resistance in the cir
cuit. The motors may be operated four in series, two pairs in 
seri es, or four in multiple. The pair of motors on each truck 

v,,'. Stee l P l:ite 
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Northern Electric Locomotive-Sectional Plan and Side Elevation 

not less than 2-46 amp at 550 vo lts; continuous capacity not less 
than 120 amp at 300 volts, or r ro amp at 400 volts, these cur
rent ratings being equivalent to the square root of the mean 
square values of current under operating conditions. U sing a 
gear ratio of 17 :6o, ratio 3.53, with 36-in. whee ls, the efficiency 
of these motors shall not be less than 85 per cent with gears 
at full load. 

LOCOMOTIVE PERFORMANCE 

"(A) Based on a total locomotive weight of 8o tons. 
"(B) T he motors to be provided with adequate means of 

artificial ventilation. 
"(C) Wheels 36 in. in diameter and a gear ratio of 17 :6o. 
"(D) Train resistance not to exceed 3.5 lb. per ton. 
" ( E) Locomotive resi stance not to exceed 6 lb. per ton. 
"Based on the foregoing figures the quadruple motor equip-

ment shall be capable of accelerating from rest a train of 750 
tons total weight to a speed of 15.2 m.p.h. at the rate of 0.14 
m.p.h.p.s. on a r per cent grade with a potential of 550 volts at 
the motor brushes; and, further, the equipment shall be capable 
of hauling c:ontinuously in service at a potential of 550 volts at 
the motors, a train of rooo tons gross weight at a speed of not 
less than r 5 m.p.h. on tangent level track." 

with its control forms a complete unit and may be operated as a 
unit or in conjunction with the other set of motor's. 

The main control apparatus consisting of two line switches, 
two switch groups, two reversers, series-paralleling switch, 
change-over switch and resistance grids is attached underneath 
the sills in two symmetrical groups with all conductor wires 
and cables run in conduit. In order to leave a clear space for 
all conduits and air pipes and to avoid making a number of 
short turns the appa ratus was suspended at a distance of from 
4 in. to 6 in. below the bottom of the sills. The resistance 
grids were placed directly below the center sills, and were 
dropped below the other control equipment to give them free 
ventilation. Resistance grids of stifficient number and capacity 
have been installed to provide for the continuous operation of 
the locomotive at full r ated capacity in any resistance control 
step without overheating the grids. The equipment is double
end in every respect. 

The controllers are of the throttle type, and are provided 
with push-button control for securing: 

( r) Operation of series-paralleling switch. 
( a) In series position. 
(b) In parallel position. 
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(2) Reset of both line switches. 
(3) Operation of forward sander. 
(4) Operation of rear sander. 
(5) Operation of bell. 
(6) Operation of whistle. 
These combinations are all secured through the use of electro

pneumatic valves, using current from the control circuit at 14 
volts for their operation. 

The control circuits of the series-paralleling switch interlock 
electrically with the master controller so that operation from 
one position to the other can be effected only when the con
troller is in the off position ; this prevents the burning of pro
pulsion circuit contacts should the buttons be depressed during 
the flow of current through these switches. 

Direct-reading ammeters with illuminated dials are installed 
immediately in front of the controllers and adjacent to the air 
gages of the brake system. These serve to keep the operato r 
informed at all times as to the ampere demand being made 
by the locomotive upon the lin e. 

The function of the automatic change-over switch mentioned 
is to change the trolley and third-rail connections as required. 
Its operation is automatically controlled by 600-volt interlocking 

Northern Electric Locomotive-Interior View of Cab 

relays in connection with the trolley and third-rail circuits re
spectively. 

The switchboard is in the number one end and on it are 
located all the switches necessary for the control of the main 
and auxiliary circuits. At the top of the board are the two 
main knife switches controlling the circuits to each pair of 
motors; between these switches is a recording wattmeter. The 
knife switches controlling the headlights, interior lights, gage 
lights, pump and blower motors are located on this board; also 
the battery switches and the change-over relays. At the back 
of the board are the governor and headlight resistances, and at 
the side are the control batteries. 

The locomotive interior is illuminated by two five-light incan
descent circuits suspended from the roof. The lamp sockets 
are of marine type in condulet fittings. There is also an incan
descent circuit of five lamps placed underneath the body between 
the sills to provide light for inspection purposes. General Elec
tric luminous arc headlights with semaphore lenses are pro
vided, one at each end, and operate independently, the circuits 
being controlled by knife switches located on the board. 

The locomotive is equipped with Westinghouse automatic air 
brakes, schedule EL, which includes both the automatic and 
straight air features. The air brakes are arranged in two unit s 

and can be operated independently, if necessary. Two I 2-in. 
cylinders a re used, each one operating on one truck indepen
dently of the other. T hey are both controlled, however, by the 
same distributing valve, which is located approximately in the 
center of the locomotive beneath the underframing. Com
pressed air is supplied by two Westinghouse D-3 compressors 
controlled by a single governor, but on separate circuit s, so 
that either pump may be operated singly. The pumps are 
connected with two 22-in. x 48-in. reservoirs through radiator 
piping, and these reservoirs a re equalized through a r-in. pipe 
from which the supply is taken. The feed valves are located 
near the engineer's va lves in the end of the locomotive. 

A triple trombone whistle and locomotive type bell are 
mounted on the roof in the center of the body, and are oper
ated by air through magnetic valves which are controlled by 
push buttons on the master controllers. The electro-pneumatic 
sanders located in front of the trucks on each end are also 
cont rolled by push buttons on the controllers. 

PAINTING 

The steel work of the body was all cleaned thoroughly by 
sand blast before assembling, and also after being riveted 
together, and was painted with one coat of Mindura primer ; 
the outside surface was then given one coat of glazier, four 
coats of surfacer and rubbed down. Four coats of Northern 
Electric standard orange body color were applied and finished 
with three coats of standard special wearing body varnish. On 
the inside one coat each of Mindura field and Mindura finish 
was applied in addition to the priming, leaving the interior 
with a black finish. The roof is finished the same as the 
interior, and all the underframing, equipment and conduits 
were painted black excepting the air piping and trucks. In 
order to readily distinguish between the air pipes in the brake 
system and those of the electrical equipment the former were 
painted a dull slate color, the latter black. 

OPERA TING RESULTS 

This locomotive was placed in regular freight service and 
tests were made giving the following results: On a light run of 
18 miles, with a trailing load of 13½ tons, a maximum speed of 
36 m.p.h. was obtained, and an average running speed of 23½ 
m.p.h. was made wi th a power consumption of o .04j2 kw-hour 
per gross ton mile with an average potential of 550 volts. With 
a trailing load of 850½ tons on a I per cent grade, with an 
average po tential of 420 volts, a maximum speed of IO m.p.h. 
was reached, and the power consumption on the run of 5 
miles was 0.0207 kw-hour per ton mile. With a trailing load 
of r 145 tons on an 18-mile run, with no stops, and under ordi
nary conditions, an average speed of 13.3 m.p.h. was maintained, 
which at times r eached a maximum of 24 m.p.h. The average 
power consumption on the trip was 0.0156 kw-hour per ton mile. 

The design of this locomotive con forms, as does all the 
rolling stock equipment of the Northern Electric Railway, to 
the standards of the Master Car Builders' Association, and 
meets the requirements of the Interstate Commerce Commis
sion as to the details of the safety devices. 

_----•♦·,----

CENTRAL STATION INVESTMENTS IN THE 
UNITED STATES 

According to a pamphlet presen ted by the Elect ri c Bond & 
Share Company to the members of the National Electric Light 
Association at the annual convention held in New York City 
there is an inves tment of $2,000,000,000 in central electric sta
tions in the United States, not including the investment in the 
thousands of miscellaneous isolated plants and those stations 
devoted to street railway purposes. The remarkable growth in 
the electric light and power industry can be best realized when 
it is r emembered that the first practicable system of electric 
lighting was in stalled as recently as 18j9. The first commercial 
sys tem of incandescent lighting was not put into operation until 
1882, while the first alternating-current station was not opened 
until 1886. Accordingly, the present great development has 
been the growth of a little less than a third of a century, a 
period of time during which the entire industrial life of the 
country has been remade by the electrical di scoveri es. 



IOq_ ELECTRIC RAILWAY JOUR NAL. [VoL. XXXVII. No. 23. 

POLE LINES OF THE PENNSYLVANIA RAILROAD ACROSS 
HACKENSACK MEADOWS * 

The meadows sect ion of the Pennsylvania Railroad entrance 
to the new t erminal stat ion in New York City is a 5-mile con
tinuous stret ch o f semi -tidal meadow swamp land, except for 
a short secti on of rock outcropping at Snake Hi ll. T he Hacken
sack Ri ve r is crossed midway of thi s section. T he ground sur
face is covered w ith a heavy g rowth of reeds, and the top 
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Pennsylvania Railroad-Reinforced Concrete Telegraph 
Pole 

stratum rs a peaty bog, fro m 8 to 15 ft. deep, underlaid with 
varying strata o f clay, fine sand, and mixed sand and clay 
fo r very considerable depths. Across this sect ion , and adj oin
ing the track embankment, a po le line was erected for tele
g raph and telephone purpo~es, and one for th e high-ten sion 
power wires. 

Ultimately , th e telegraph and telephone se rvice wi ll require 
sixty open wi res and two 40-pair cables, and it was desired 
to make this lin e entirely secure against probable interruption 
by severe storms or fires in the swamp reeds. The character 
of the founda tion , as in dicated, was bad, and , after much con
sideration, it was decided to substitute fo r a wooden pole line, 
which woukl be inadequate for the conditions, one of concrete 
poles. which, while somewhat experim ental and perhaps some
what more costly, would provide a safe and durable construc
t ion. 

In thi s section 202 poles were r equired. They were spaced 
from 70 ft. to 135 ft . apart , with an a,· erage standa rd span of 
120 ft. , the va riati ons in span being due to the numerous rail
way and h ighway crossings. Th e heights o f the poles above 
the g round \'ary from 25 ft . to 50 ft. , and they a re from 35 
ft. to 65 ft. in total length . 

The des ign, made by R. D. Coombs, structural enginee r on 
the staff of the chief engineer of elect ri c traction, called fo r 
trans,·er se loading conditions, in case of m aximum storms, 
equivalent to 6000 lb. at 6.5 ft. below the top of tb e pole fo r 
the 120-ft. span length. The poles are squ are in cross
section, with cham fe red corners and with a tape r o f ½ in. in 
S ft. The I :2 :4 concrete mi x ture o f which they are ma d~ 
was assumed to have an ultimate unit strength, in compres
sion, of 2 2 00 lb. The r einforcement is composed of me
chanical bond bars tied together into a square skeleton frame. 
In the complete pole this r einforcement is cO\·ered by a r-in. 
minimum thickness of concrete. The skeleton reinforcement 

* Abstract from a paper by George Gibbs, entitled, "The New York 
Tunnel Extension of the P ennsylvania Railroad: Station Construction, 
Road, Track, Yard Equipment, E lectric Traction a nd Locomotives," to be 
presented before the American Society of Civil Engineers, Oct. 18, 1911, 
and printed in the Proceedings fo r May, 1911, page 636. 

was placed in horizontal frames, and the concrete mixture 
was poured in and ca refully tamped. A special yard was estab
li shed near the line, in which to make, store and season the 
poles. The aver age number of poles made per day was six, 
and they were left in place sixteen days to season. 

Afte r a number o f experiments, it was found best to set the 
poles in pits excavated in the marshy stratum. These pits 
were gen erally about 9 ft. square and S ft. deep, and a timber 
grillage was pl aced around the base of each pole and about 
5 ft. below the top o f the 6 round. This g rillage consisted of 
six track cross-ti es bolted together and to the pole, and partly 
planked over by 3-in. rough lumber. T he pole, which pro
jected below the g rillage and was pointed at the butt, was jet
ted down by compressed air into the sandy laye r, so that the 
g rill age would rest a t the bottom of the pit. The pits were 
then back-fi lled with rock and clay. Poles on curves are 
cross-guyed, and the terminal and r ailway cross ing poles are 
h ead-guyed with steel cables. 

Because of th e unusually heavy line and the extra length 
r equired fo r the fo undation s, the gross weight per pole, ex
clusive o f grill age and cross-arms is more than would be re
quired fo r ordinary t ele6 raph poles, and va ries from 5300 lb. 
fo r a 35-ft. pole to 17,300 lb. for poles 65 ft. in length. 

The wires fo r t he t ransmiss ion o f traction energy from 
the tunnel portal to H arri son substation, and th_e wires of the 
11 igh-tension signal power circuits in the same sect ion, are car
ri ed on a line of steel poles along the southern edge of the right
of-way across the m eadows. These poles are set 300 ft. apart, 
and are designed fo r not only the present r equirements but 
to ca rry seven additional three-wire transmission circuits which 
may be r equired in the future. The total loading called for 
a ve ry substanti al pole construction, and also for foundations 
to be ca rri ed th rough the soft upper strata of the marsh to a 
firm bea ring. 

The poles are o f latticed structural steel, square in cross
section, with one ang le at each co rner and sing le-angle bracing 
The poles have a parabolic outline, con form ing to the load re
quirements and gt\'lng an improved appea rance. The parabola 

Pennsylvania Railroad-Setting Reinforced Concrete Pole 
and Grinage with Air Jet 

is o f such flat outline that it was not necessary to bend the 
main angles before assembling. The poles were completely 
riveted at the shop, with the exception o f the cross-arms. The 
latter consi sted of single ship-channels with flanges turned 
downward. T he pole has a cast-iron cap at the top, and a 
sec tion of pipe to carry a 250,000-circ. mil copper ground wire, 
which also forms a part o f the negative, or return circuit. 
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In crossin g the Hackensack River it was determined to carry 
the wires overhead rather than by submarine cables, in order 
to prese rve th e integrity of the line aga inst lightnin5 di sturb
ances, and to provide for the use of 33,000-volt tran smission 
in the future. For this purpose it was necessa ry to carry 
a ll wires with the clearance specified by the War Department 
ove r navigable streams, and thi s r equired the use of two un
usually high steel towers. The line approaches the river with 
300-ft. spans on 50-fe poles, ri sing to an intermediate 70-ft. 
pole, then sharply to the high towers, 181 ft. 4 in. above high 
water; the lowest wi re in thi s crossing is 137 ft. 4 in. above 
high water. The wire span over the river has a length of 765 
ft . The towers arc of the same general outl ine as the poles, 
but of much heavier section and larger dimen sions. They are 
15 ft . square at the base and 3 ft. square at the top. The tops 
of the foundations a re 6 ft. above high water, and the total 
height from th e water to the ground wire is 195 ft. The towers 
a re carried on twin-pier, rein force d concrete foundations, each 
having eleven timber piles under it. 

The pole fo undations across the meadows a re of concrete 
on from eight to ten piles, depend ing on the size of the pole; 
the piles were driven to a depth of from 30 to 80 ft, as oc
casion required. 

The poles, both of steel and of concrete, were erected with 
a standard 75-ton wrecking derri ck, fitted with a special 90-ft. 
boom capable of Ii £ting either the steel or concrete poles at 
a point 90 ft. from th e center of the track. The concrete 
poles were lifted from th e ca rs on which they were loaded, 
and placed on timber horses adj acent to the excavation where 
they were to be set; th e cross-arms and grillage · were then 
put in place, and the pole , thus equipped, was picked up at the 
top and lowered into th e excavation. The steel poles were 
picked up from the embankment, where they had been un
loaded, and lifted by the derrick ve rti cally over the founda
tion and set in place. 

A ll high-tension insulators are of porcelain, of the petticoat 
type. Straight-line insulators are made of three pieces, and 

vari ous railroads in the meadows section and the city stree ts 
in the Sunnyside yard section were provided with double 
cross-arms, st rain in sulators, and a dead-end clamping dev ice 
designed to attach the power wires securely to the structure. 

Pennsylvania Railroad-Setting Transmission Line Po~e 
with Derrick Car 

A t the Hackensack River the power line ri ses sharply, in 
one span, to the top of the high towers, and required special 

Pennsylvania Railroad-Transmission Line Across Hackensack Meadows 

strain insulators of two pieces. These insulators are mounted 
on cast-steel pins bolted to the steel channel cross-arms. 
The transmission line poles supporting the pans crossing th e 

insulating attachments. Each power wire, m passing over the 
steel cross-a rms of the tower, is car ri ed in a saddle supported 
by a nest o f four standard line insulators. The saddle is pro-
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vided with a special six-bolt clamp, and its wire groove is 
curved to prevent sharp bending. 

The 2,000,000-circ. mil direct-current feeders, in addition to 
a similar clamping saddle, have an auxiliary butterfly clamp on 
each side, about 2.5 ft. from the saddle and attached thereto 
by adjustable rods. 

In addition to the present signal circuits through the yard, 
and feeding the New York division at the Passaic River, the 
pole line is arranged to carry in the future two three-wire, 
high-tension power circuit s. 

---... ♦··----

PENNSYLVANIA COMMISSION REPORT ON THE PHILA
DELPHIA RAPID TRANSIT COMP ANY 

The full tex t of the repo rt on the Philadelphia Rapid Tran
sit Company, made by F ord, Bacon & Davis to the Pennsylvania 
State Railroad Commission, has just been made puMic by the 
commi ssion. It consists of two volumes. One contains the 
text of the report and occupi es 142 pages. The other contains 
the tabulated statements, maps and diagrams, and has 158 
pages and thirty-four maps. 

SUMMARY OF THE REPORT 
A summary of the report was made publi c by the comm ission 

about a month ago and was published in the ELECTRIC RAILWAY 
J ouRNAL fo r March 18, 19n, page 455. The r eport is dated 
March 7, 19n, and the information was secu red during the 
pe riod from June I, 1910, to Feb. I, 19n, so that the date· of 
the r eport may be considered as Feb. I, 1911. The stati stics of 
physical property and operation are principally as of June 30, 
1910, or the year ending with that date. The observations of 
traffic and se rvice a re largely of September and Octobe r , 1910. 
T he r eport discusses in extent the physical property of the 
company, the operating statist ics from 1907 to 1910, car main
tenance, accidents, traffic and se rvice, the rush-hour problem 
and car routing. 

The exten t of the report precl udes an abstract of its entire 
contents in thi s week's issue of the ELECTRIC RAILWAY JouRNAL, 
but a summary will be given of the recommendations in r egard 
to track construction and cars. The consideration of the sub
j ect of cars is probably the most extended discussion of the 
design of city cars contained in any of the many report s pub
lished of indiv idual systems. The fo llowing paragraphs are 
taken from the report : 

RAT!. 
"In 1903 a 9-in. 1..p-lb. rail was adopted as standard in Phila

delphia. Since th at time it has been used almost exclusively 
in paved st reets and now constitutes 35 per cent of the total 
track. In the weight of the rail and its average age the report 
says that track in Phil ade lphia is superior to that in other large 
American cities, except in Chicago, where the track system has 
been large ly reconstructed during the last four years. The de
sirability of using a rail as heavy as 1..p lb. per yard may be 
questioned, however, in view of the development of light weight 
cars. A portion of the track is laid in concrete, but with this 
exception practically all track in Philadelphia is laid without 
fo undation or ballast. This results generally in poor line and 
surface, but not to an extent to impai r se riously the riding 
qualities of the track. No preservatin treatment for ties has 
been adopted. On the heavy rail an expensi ve patented joint 
has been used, with excellent re sults. 

SPECIAL WORK 
"On account of the wide and uni fo rm distribution of popula

tion and of the narrow streets requiring the use of single track 
more special work is required in Philadelphia than in all other 
large ci ties. Of this special work about 71 per cent is of 
ha rd steel center or solid manganese construction. Great care 
has been given to all details o f design. 

IMPORTANCE OF PROPER SELECTION OF CARS 
" The car is the most important part o f the street railway 

property from the standpoints of both the public and the com
pany. Upon the car design depend largely the comfort and 
satisfaction of the passenger on the one hand, and, on the other, 

the amount of riding per capita per year and the cost of opera
tion. A street railway company may store its cars in dilapidated 
barns or in the open air, may supply itself with power from a 
plant of poor design and may even have its track and over
head line of inferior standard, yet it may render satisfactory 
service to the public, provided its cars are modern, comfortable, 
cleanly and well maintained. Defects of the other pcirtions of 
the company's property increase the cost of operation. Up to 
1900 single-truck cars were the standard in Philadelphia and 
practically all of these cars have been retained in operation, 
although some o f them have been rebuilt into slightly longer 
double-truck cars by splicing and reconstructing them and by 
their conversion into pay-within cars. At present the percent
ages of single-truck and double-truck cars, including both open 
cars and closed cars, in New York, Philadelphia and Brooklyn 
are as shown herewith: 

Total Number Per Cent Per Cent 
of Sur- Single Double 

face Cars. Truck. Truck. 
Philadelphia . . . . . . . . . . . . . . . . . . . . . . . . . . . . . 3,292 63.3 36.7 
New York City•·. . . . . . . . . . . . . . . . . . . . . . . . . . 3,200 25.0 7 5.0 
Brooklyn . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . 3,023 ll.9 91.1 

*Two largest companies, 

"On the two Chicago surface systems there are 2925 cars, of 
which approximately 75 per cent are double-truck cars. 

!.IFE OF CARS 
"From the standpoint of wear and tear, a car, if well main

tained, can be preserved almost indefinit ely, as each part when 
worn out would be replaced with new material. Its economical 
life, however, can be definitely ascertained. 

"In the case of steam rail road passenger equipment the use
ful life of car s is o ft en from thirty to forty years . With steam 
railroad freight car s, however, as the first cost o f the car is 
comparatively small and the type of equipment has changed 
so rapidly, due to the economy of operating large units, it has 
not been fo und desirable to retain cars for a longer average 
life than fr;om fifteen to twenty years. The same principle of 
economical operation has sealed the fate o f the single-truc;k 
street rai lway car fo r use on congested lines of many large 
street r ailway systems. \Vith the advance in the art, with the 
careful design of the car to embody all presently conceivable 
points of operating efficiency and with the requirement by 
publ ic opinion and governmental authority to charge the cost 
of replacement to income account instead of to capital, it is 
believed that the modern str ee t car with proper maintenance 
will have a life conside rably in excess of fifteen to twenty years 
and probably as much as steam rail road cars of a settled eco
nomical design, the life of wh ich is placed by competent 
au th oriti es at from twenty-five to thirty-five years. 

"The small single-truck car has its usefulne ss in street rail
way systems in large cities fo r lines of light , regular traffic 
which do not traverse the congested tracks o f the down-town 
delivery district. Philadelphia has a large amount of track 
mileage and a large number of separat e lines for the popula
tion served. It would therefore be expected that a larger pro
portion of single-truck cars can be used to good advantage in 
Philadelphia than in the other cities named. The principal 
object ion to single-truck cars is to their limited size and not 
to the four-wheel truck. A modified design of the latter, such 
as a radial axle truck, may permit the use of longer car bodies 
and thus rem ove this disadvantage. During the last ten years 
only 655 double-truck closed cars and 100 subway-elevated cars 
have been added to the Philadelphia system. In New York 
City the two principal surface companies have added 1472 
double-truck cars, the Brooklyn system 1007 double-truck cars 
and the Chicago systems 2200 double-truck cars. In Philadel
phia, as of Jan. I, 19u, 700 cars have been converted to pay
within cars. This represents 67 per cent of the company's 
double-truck closed (including maximum-traction) cars and 
34 per cent of total double and single-truck closed cars owned. 
On an average about 40 per cent of the maximum cars operated 
in winter are of the pay-within type. 

COMPARISON OF DETAILS OF STANDARD SURFACE CAR DESIGN 
AFFECTING THE TRAVELING PUBLIC 

"Considering surface car design from the standpoint of the 



jUNE IO, 1911.] ELECTRIC RAILWAY JOURNAL. 1017 

public, there should be adopted, wherever practicable, those 
features, both large and small, which contribute to the safety, 
comfort and convenience o f the street car traveler. 

SIGNS 

"Taking up the various points of design as they would be 
encountered by the passenger, the first items of importance as 
the car approaches are the line and destination signs. In the 
Philadelphia ca r there is a wooden sign, not illuminated, on 
each upper side deck, giving the line designation. A n addi
tional g lass sign is placed on the end of the vestibule hood, 
illuminated from the car lights, which generally g ives the car 
destination. The obj ectionable fea tures of these Philade lphia 
car signs are, first, poor illumination, and, second, the lack of 
a definite system of designating line or destination. 

"In Boston the route and intermediate points are designated 
by wooden signs on th e front and rear hood and on the sides 
of the lower deck , not illuminated. The destination signs are 
removable st eel plates in the middle vestibule space un der the 
hood, specially illuminated, and in addition metal disks show 
the division number. 

" In Brooklyn translucent line signs are shown in the ends 
and sides of the car monitor, and wooden block dest ination 
signs are placed in the corner, specially illuminated. The t wo 
New York companies and the two Chicago companies use 
'Hunter' cloth signs either in the front and sides of the car 
monitor or in the middle of the vestibule under the hood, and 
in the upper part o f the windows at the center of the side of 
the car. The monitor signs are illuminated from the car and 
the vestibule signs by lamps provided fo r the purpose. 

"It is recommended that transparent lin e signs be provided 
for front, r ea r and sides of the monitor, illuminated by the 
lights in the car, and in addition a destination sign in the 
center of front and rear vestibules under the hood, independ
ently illuminated. 

STEP HEIGHT 

"In boarding the car the firs t feature of interest to the pas
senger is the step. On the present double-truck closed cars 
in Philadelphia the height of the fi rst step from the ground 
varies from 15½ in . to 17¼ in., while with the single-truck 
closed cars thi s is as low as r I in ., and with the open cars it 
ranges from 17½ in. to 20½ in. T he second step on the closed 
cars averages 13½ in. and on open ca rs 15 in. , while the third 
step from the plat fo rm to the interior of the ca r varies from 
s¼ in . to 9¼ in. for the double-t ruck cars and s½ in. fo r th e 
single-truck closed cars, while, of course, on the open cars the 
platform is at the same level as the interior. With the New 
York and Brooklyn maximum-traction cars the first step ranges 
from 14½ in. to 15 ½ in., the second step is 13 in. and the third 
step averages 9¼ in. In the Chicago cars the first step ranges 
from 16½ in. to 18 in ., the second step averages 14 in. and the 
third step II in., while with the Boston car there are three 
steps to reach the platform, these being rs½ in., 12 in. and 
II ½ in. The height of steps on closed cars where there a re 
two steps from ground to platform and one step from platform 
to interio r is dependent on type of truck used, diameter of 
wheel, design of bottom fr aming and size of motor. With the 
standard double-truck four-motor equipment the height of the 
car fl oor from the ground ( which is here assumed to be even 
with the head of the rail) is, of necessity, from 38 in. to 42 in. 
or more, and this involves a fi rst st ep of about 16 in. With 
the use of the Metropolitan type of maximum-traction car 
it is possible to reduce the total height of car fl oor from 
g round to 37½ in. and to reduce the height of the first step 
to 15 in. , a convenient height of the second and third steps 
being 13 in. and 9½ in. • 

" If the use of a radial-ax le, single-truck type of car with 
large motors proves to be practicable, it would permit a 
still further reduction of about I ½ in. in the total height of 
the car fl oor from the ground and height of steps. Any re
duction in the height of steps is a matter of great importance, 
especially to women and children. The reduction of 3 in . in 
the height of the first step of the Metropolitan cars below 

that of the type previously used was the cause of much favor
able comm ent. 

TREAD WIDTH 

"To decrease the liability to accidents it is also important 
to provide that the width of the step should equal about the 
length of the foot, or from IO in. to 12 in ., so that the passen
ger when al ightin g is able to rest the entire foot on th e step, as 
against the ladder effect of a narrow step. The Philadelphia 
pay-within cars are well designed in this particular, as the 
wid th of the step is 12½ in. In the other cars considered this 
wid th va ries from IO in. to rn¼ in., although in Boston, wi th 
the use of three platform steps, it is reduced to 8¼ in. The effect 
of a narrow tread and a hi gh step upon step accidents is quite 
noticeable in the case of open cars where, as in the Philadel
phi a cars, the running board is 7½ in. wide and the steps as 
high as 20 in. or more. With regard to the kind of tread to 
be used, the Philadelphia pay-within cars have a hinged step 
with wooden tread, while standard cars of New York, Brook
lyn and Chicago have the 'Universal Safety' or the 'Mason' 
tread, which is a metal plate with soft metal in sert s. The 
use of a safety tread and a lso of fold ing o r protected steps 
is recommended, th e latter preventing 'hanging on' when the 
step i~ not in use. 

PREP A Yl\IE N T CARS 

"A prepayment system of fares necess itates that the en
trance be on the rear platform and that the entrance and exits 
be controlled by th e conductor or motorman. From the stand
point of safety and convenience to the passenger, bus inesslike 
methods of fare collect ion and proper control of the car oper-· 
ation by the conductor, the prepayment plan with the use of 
ope rating plat form doors is a g rea t improvement in car de
sign. In Philadelphia 726 cars· were on order to be equipped 
with the pay-within system on Sept. 15, 1910. 

"The principal difficu lty with the Phi ladelphi a pay-within 
cars seems to be in th e use of too small a rear platform and 
narrow rear platfo rm door, these necessitating the location 
of the conductor in side the car bulkhead, where he is in the 
way of free passenger movement and prevents the ent rance 
and exit simultaneously of two lines of passengers. 

SINGLE-END CARS 

"The usual prepayment plan wi th en trance and exit from 
rea r platform and exit only from the front platform lends 
itself especia lly to the single-end type of ca r. The objections 
to the operat ion of single-end cars would not seem to apply 
with the usual force to the street railway system of Philadel
phia, as 58 per cent of the line is single track practically all 
operated in one direction. The single-encl ca rs eliminate a cer
tain amount of weight and firs t cost, besides saving from 2 
linear ft. to 3 lin ear ft. in the amount of t rack space occupied 
and about 6 in. in length of rear platform. 

SIZE OF PLATFORM 

"The rear platform of a prepayment car should be of suffi
cient size to permit of the independent entrance and exit of 
passengers at the same time. A llowing a width of 23 in. each 
in the clear fo r entrance and for exit means practi cally a 4-ft. 
opening at the step. T he present opening on the Philadelphia 
standard car is 34½ in. for a platform 4 ft. 2 in. in length. 
Thi s compares with a total opening in the New York prepay
ment cars of from 4 ft. to S ft. with pla t forms from S ft. 10 in. 
to 6 ft. IO in. in length, and with total openings in the Chicago 
ca rs of about 4 ft. 7 in. and platforms from 6 ft. 1½ in. to 
6 ft. 3¼ in. in length, all lengths of platform being inside 
measurements from bulkhead to dash. 

"Experience and t est have proved that for a 28-ft. to 30-ft. 
car a platform of from S ft. 6 in. to 6 ft. ( inside) is of 
suffici ent length to accommodate the usual passenger loads at 
ave rage heavy stops. 

"With the use of the maximum-tracti on type of truck simi
lar to the New York (Metropolitan ) car it would be possible 
to separate the truck centers suffici ently so that the overhang on 
the outside of curves with a 28-ft. car having a platform S ft. 
6 in. ( inside) would not be g reater th an that of the bumper of 
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the present P hiladelphia st andard ca r. T his length will pro
vide room fo r the conductor on the pla t fo rm. 

PLATFORM DOORS 

"Another serious obj ection to the Philadelphia pay-within 
car is the sliding platform door. This type o f door , besides 
being difficu lt to keep in lin e, invo lves a heavy mechanism 
usual ly required to be operated by a ir. This is expensive, r e
quires frequent adjustment and in case of disarrangement or 
accident it is difficult fo r a passenger to re lease. Probably the 
most serious obj ect ion to the sliding door, however, is the n ec
essary pocket into which it slides in the side of the ca r, which 
contracts the space at the car entrance, where congestion is 
most apt to occur. T he combina tion of thi s narrowing of the 
neck of the bottl e, together w ith the location of the conductor 
at the same poin t as a stopper, forms, it is be lieved, the most 
serious objection to thi s present type of car. 

"On the New York and Chicago prepayment types of car a 
sliding platform door is used for the right-h and side of the 
front platfo rm, provid ing an exit from 2..J. in. to 27 in. in width 
and folding doors on the right-hand side of the rear platform 
locked open while the car is in ope ration. T he front door is 
opened ei ther by the passenger or by a motorman's hand lever, 
or automatical ly by r elease of foo t leve r, and is locked shut by 
the motorman. On the rear platform a pipe stanchion divides 
the entrance and exit, and a pipe rail separates the exi t and 
shields the conductor from the entering passengers. 

''It is recommended that for the Philadelphi a standard car 
fo lding platform doors be provided similar to those frequently 
used on the M inneapol is or pay-within types of car and also 
used recently in connect ion with the pay-as-you-enter car. These 
doors should be operated mechanically, the front platform door 
being operated by the motorman and those on the r ear plat
form eith er by the conducto r or moto r man. The operating 
device should be under the control of the car operatives, and 
so simple that m case of accident the door cou ld be opened 
by passenger s. 

DULKHEAD DOORS 

" With the use of the pay-within type of platform door the 
bulkhead doors may be omitted, as in this case the platforms 
a re closed to the weather. This el iminates some weight and 
expense and permits a fr eer movement of passengers. In sleet 
storm s the motorman is sometimes obliged to lower the vesti
bule sash. This might necess itate a fo lding cab or shield be
hind the motorm an to protect the passengers. 

"In th e New York and Chicago prepayment ca r s, as the r ear 
platform doors are not used in operation, bulkhead doors are 
required, these in the case of the Chicago pay-as-you-enter 
ca r s being single sliding doors providing 23-in. openings, and 
in the case of the New York prepayment car s being double 
sliding door s providing openings of the same width. 

'' In the present P hiladelphi a standard car the bulkhe~d pas
sageway is 28½ in . wide, but is, howeve r, as stated, so'mewhat 
obst ructed by t he location of the conductor at this point. It 
is recommended th at the width s of the entrance and exit at the 
bulkhead be not less than 23 in. each, these two passageways 
being conveniently separated by a pipe stanchion. 

GRAB-HANDLES 

''For the safety and convenience of passenger s entering and 
leaving cars, grab-handles are installed in the Philadelphia ca r 
on the body and nstibule corner posts of both platforms. In 
the New York and Chicago prepayment cars a grab-handle is 
installed on the front vestibule corner post, and for the r ear 
steps of the Chicago cars on the body and vestibule corner 
posts, the p ipe stanchion from platform to hood acting also 
as an additional grab-handle at this point. On the New York 
cars there are grab-handles on the rear body corner posts but 
none on the vestibule corner posts of the rear platform, as 
passengers entering the ca r should properly grasp the pipe 
stanchion at the right hand. 

FARE COLLECTION AND REGISTRATION 

"vVith the Philadelphia pay-within car the conductor collects 
the fa re at the bulkhead entrance and makes change in the 

usual mann er, r egistering the fa r e by hand register cord. In the 
New York prepayment car s the conductor makes change on 
the r ear platform, the fare being placed in a r emovable cash 
box. On the Metropolitan ca r the registering of fares is by 
hand strap or foot leve r, but on the Third Avenue car regis
tration is made by registering fare box. On the Brooklyn car 
th e fa res are collected by the conductor without prepayment 
being requir ed and are registered by hand r egister cord. On the 
Chicago car the conductor co llects fares on the rear platform, 
registering by foot lever, with a hand cord for emergency. 
On the Boston car fares are collected by the conductor with
out prepayment, cash and ticket r egisters being provided, oper
ated by hand cords. The location of the conductor on the rear 
plat fo rm and prepayment of fares are recommended, and the 
method of cash co llection and registration should be such as 
suit th e conven ience and r eliability of the company's account
ing system. 

SEATS 

"Probably the most se rious popular indictment against the 
Philadelphia standard car is the discomfort of the longitudinal 
seat s, caused largely by their dimensions and fo rm. In view 
of the fact that the car trips in Philadelphia are 50 per cent 
longer than in other large cities and that the sur face car rides 
of a large number o f the passenge rs are of necessity o f great 
length due to there being few high-speed lines in thi s large 
area, comfortable seat ing a rrangements fo r passengers should 
be provided. 

"In the cross-seat double-t ruck ca r at present in use in Phil
ade lphia there a re twelve double cross seats for twen_ty-four 
passengers and fou r long itud inal seats seating four each, or a 
total capacity of fo rty seat s. This car is 8 ft, 6 in. in width 
over all and, with cross seats 33 in. long, has an aisle 21½ in. 
w ide. \Nhen conve rted into the pay-within type it has a seating 
capac ity of thirty-eight at the usual spacing for longitudinal 
seats of from 17 in. to r8 in. per seat. The four small longitudinal 
seats in front o f the platform door pockets, however, are ex
tremely uncomfortable, due to their being little more than a 
shelf 13½ in. wide, with a straight back only ro in. high. 
These spaces, r epr esenting eight seats out of the thirty-eight, 
or over 20 per cent o f the seating capacity, cannot be much 
improved without a more serious interference with the pas
senger movement, but they should never be duplicated. 

"The main long itudinal seat s in this pay-within car are r8½ 
in. in height, 17 in. wide, have a slope of 1½ in. and are con
structed of spring rattan; the backs are 12 in. high, have a 
slope of 3½ in. and a re made o f rattan backed with wood. 
They are not comfortable, however, due largely to the fact 
that the backs are too low, are not constructed of spring rat
tan and neither seats nor back s have the proper slope. If the 
backs were constructed of spr ing rattan it would make them 
more comfortable, although in the New York (Metropolitan) 
cars, where both seats and backs are constructed of rattan 
without sp rings, but backed with felt and wood, a comfortable 
seat is provided by a proper curvature o f seat and back, this 
tending to prevent sli pping. 

"One of the most com fo rtable longitudinal-seat car s ever 
buil t is the Philadelphia (People's T ract ion ) 20-ft. box car. 
If the design of the seats in that car wer e duplicated fo r the 
longitudinal seats of the pay-within car there would be a con
siderable improvement. These seats are properly slop~d and 
the backs are of spring rattan and 16 in. in height. It is rec
ommended that the longitudinal seats and back s which are re
tain ed in the pay-within cars be remodeled along the lines of 
these or of the l\Ietropolitan seats. By making a moderate 
expendi ture fo r this improvement the comfort of these cars 
can be largely increased. 

"The standard car s of Chicago, with 32-ft. bodies, seat forty, 
o f which twenty-eight ar e on cross seats and twelve on longi
tudinal seats a t the ends of the car. In the New York (Met
ropolitan) car the capacity of seats, all longitudinal, is forty
two, exclusive of five front platform seats, while that of the 
Third Avenue car, exclusive of three platform seats, is forty
four, of which forty are cross seats and four longitudinal. 
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T he Brooklyn car has thi r ty-s ix longitudinal seats and the 
Boston car fif ty- two seats, of which thirty-s ix are cross seat s 
a nd sixteen longitudin al. In all of these th e seats am] backs 
a r e made o f sp ring r attan except in th e l\Iet ropolitan and Bos
ton cars, the fo rmer hav ing r attan backed with felt and con
cave-shaped boards, and the latter hav ing wooden sla ts. T he 
length o f these c ross seats vari es from 3r in. to 3-1 in . and the 
spacing between cen ter s from 28½ in. to 31 ½ in. 

STAN DI NG ROO;\[ 

"T he standing r oom o f a su r face car 1s conside red as th e 
avai lable aisle and platform space. From experience and test 
of various types o f car s it h as been foun d th at an ava ilable 
standing space o f -1 sq. ft. per standing passenger prov ides 
suffic ient r oom' for comfort and for free movement through 
t he car. This fo r a longitudinal -seat car means practically 
t wo rows o f standing passenge rs in the car, providing ai sle 
space for passenger movement between. Applicat ion of thi s 
rul e to t he P hil adelph ia pay-within car, with allowance fo r 
entrance space on rea r platfor m. wou ld res ult in th irty-e ight 
standing passengers or the same number as seated, per mi tting 
a to tal load o f seventy-six . 

"For the P hiladelphia cross-seat 28-ft. car (type E--12) thi s 
r ule woul d r esul t in twe nty- nine standing passengers and for ty 
seated. For the oth er cars it would result as follows: 

PAS SENGER CA PACITY 
Seated 

Metropolitan . . . . • . . . . . . . . . . . . . . . . . . . . . -l2 
Third AYenue ..... , . . . . . . . . . . . . . . . . . . . 4-l 
Brookl yn . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . 36 
C hicago . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . -l0 
Boston . . . . . . . . . . . . . . . . . . • . . . . . . . . . . . . . 52 

Standing 
-t2 
26 
36 
36 
39 

T ota l 
8-t 
70 
72 
76 
91 

' 'T herefor e, fo r a longitudinal-seat ca r th is rule means gen
e rall y as many passenge r s st anding as seated, while for the 
cross -seat car the standing passengers wil 1 r epresent from 60 
to 90 per cent of th e seated passenge rs. The total seating and 
standing capacity of the longitudinal-seat car is therefor e about 
IO per cent gr eater than that of the cross-seat car o f the same 
<limensions. 

"In a 28- ft . cross-seat car body with plat fo rms 5 ft. 6 in. 
( inside), which fo r the purpose of thi s r eport is assum ed as 
t he future Philadelphia standard, the standing capacity would 
be approximately thirty-six in addition to fo rty seats. While 
t he standing capacity is based on -1 sq. ft. per standing passen
ger , the total seated and standing capacity o f the interior of 
t he car will equal about 3½ sq. ft. per total seated and stand
ing passenger , which is about the same proportion as exem
p li fied by r ecent A merican practice and certain governmental 
r egul ations abroad. 

STEADYING METHODS 

"The steadying m ethods inside of th e P hiladelphia standar d 
car consist of thirty-s ix leather straps, four st anchions at th e 
b ulkheads and two conductor s' stands. On th e l\Iet ropolitan 
a nd Brook lyn longitudinal-seat car s ther e a r e thirty-two and 
thirty-four leath er straps r espectively an d in th e M et ropolitan 
car there are pipe stanchions on fron t and r ear plat fo rm s and 
conductor's rail on rea r platform. On th e Third Avenu e, 
Chicago and Boston cross-seat cars ther e a r e corner hand
holds or grab-handles on th e back of each cross seat, w ith 
from eight to sixteen leather straps over the longitudinal 
seats, and in the case o f the Boston car fourt een add itional 
leather straps over the cross seats. T he height of the leather 
straps varies from 5 ft. 2 in. to 5 ft. II in., a fair ave rage 
being 5 ft. 7 in., used in P hiladelphia and 1\1" ew York. 

" It is understood that experimen ts a r e now being made by 
the company on the use inside the car of vertical pipe stan
chions, which if us ed should have sani tary o r white enameled 
coating. Hand-holds or gr ab-handles shoul d be used on the 
back of each cross seat and in the case o f longitudin al-seat 
cars careful conside ration should be given t o the sanitary or 
w hite-enameled horizontal hand r ail of the H udson Tunnel 
car in connection with th e ve rtical stanchion s and also to the 
s teady-holds used in place o f straps in the la test type of New 

' York subway ca r. The latt er a re made o f iron, white enam-

eled, and hinged in th e direction across the bar but immoYable 
as to the lengthwise dir ection. They are hung in the same 
position as the usual leather straps at about th e same height, 
but when not in use a spring draws them somewhat away from 
the ais le. 

"Additional steadying devices are needed in the pay-within 
ca r, as is shown by the large number o f accidents from passen
ger s fa lling on platforms and in the car. Some o f the above 
methods should li e adopted inside the car, and pipe stanchion s, 
rails or grab-handles installed on platforms. 

WI N DOW S AN D \ 'ENTJLA TIO N 

"Objection has been mad e to th e lack of amn ess in the 
present Philadelphia standard car in summer and al so as to 
poor ventilation in winter. Statistics wer e collected showing 
the area of front and side openings o f thi s and oth er car s 
available for pa ssage o f air as operated in summer. Th e area 
of the front opening o f the principal types o f Philadelphia 
cars is as foll ow s : 

P ay-with in ca r ............ . 

, \ rea 
Fron t Openings 

(sq . f t .) 
16.2 
6.1 
5.1 

R a ti o Fron t O penings 
t o F ront .\rea 

2-t .9'7c 
28-ft. c ross-seat car ........ . 9.-t 
20-ft. single-truck car . . .... . S. -t 

''The total area of side openings o f windows and monitor 
ventil ator s on these cars ( not a ll owing fo r r emoval o f fi xed 
sash ) fo llows : 

, \ rea Si de Open
ings, \\" indo ws 
an d :'-I onitor s 

Pay-within ca:- .... . 
28-ft. c ross-seat ca r .. 
20-ft . singl e- truck car. 

( sq. ft.) 
-l 8. 0 
15.6 

8.2 

Ratio T otal 
Si de Openin gs 
to Side Area 

20.8% 
6. 8 
5.0 

Ratio Total Ope n
in!ls t o T ota l .-'l.rea, 

Front and S ide 
21.7 % 

7.3 
5.9 

"As these figures show that the pay-within has much larger 
available window openings than the cross-seat car , it would 
seem that the apparent lack of a ir movement is due to the 
ar rangement o f the seats. In the cross seat the passenger is 
fac ing the front of the car an d would notice a current of air 
which is not per ceptible in the longitudinal seat. 

"A compari son with the window openings of car s of other 
cit ies is as fo llows: 

R ati o Area 
Area Front Side 

Front Openings \Vindow 
Openings to Front Openin gs 
(sq. ft. ) Arca (sq. ft. ) 

Metropolitan.. . 7.6 11. 2 % 59.2 
Third Avenue. 7 .3 11.0 107 .2* 
Brooklyn . . . . . 6.3 9.8 82.6* 
Chicago Sity Ry. 19.2 27. 5 76.9 
Chicago R ys .. . 16.-t 23. 5 55.5 
Boston . . . . . . . 8. 7 13.5 il.2 
Philadelphia .. 16.2 2-t. 9 27.3 

*Summer operati on . 

Area 
Side 

:'-Janitor 
Openings 

(SA. ft. ) 
7.3 
7.8 

10.0 
14.0 

-t.O 
9.7 

20.7 

Ratio 
T otal 
Side 

Openings 
to Side 

Area 
25 .-l o/o 
-l7.3 
40.3 
3-t .7 
23.1 
28.5 
20.8 

Ratio 
Total 

Openings 
t o Total 

.\rea, 
Front 

and Side 
22.2% 
39.5 
33.6 
33.2 
23.2 
25.7 
21.7 

"It should be noted that these figures do not include for the 
Chicago City car patented ventilators in front and r ear moni
tor, vent ilator s on floor of car and ventilators on top of hoods; 
neither do they include the special ventilating system used in 
the Chicago R ailways car, nor the openings in side vestibules 
of th e Boston car. 

"The Philadelphia car of type E-41, which is a 28-ft. semi
convert ible ca r changed to pay-withiu type, has much larger 
side window opening th an the other pay-within car s, this being 
53.8 sq. ft., which gives it a ratio of total si de and front open
ings to total area of 27. -1 per cent. The area o f a ll window 
openings of the Philadelphia pay-within car compares favor a
bly with th e ca rs of other cities named, the only cars haYing 
an appreciably la rger ratio of window opening being the Chi
cago City, Third Avenue and Brooklyn car s, which last two 
types have removable sides and windows. \Vith a car having 
longitudin al seats it is believed t o be undes irable to r emove 
the w indows in summ er, and it would seem that no materi al 
improvement can be made on the p resent pay-withi n cars in 
thi s parti cula r i f the use of longitudinal seats is continued. 
For a new standard car, however, it is recommended that the 
side window openings be considerably enlarged. 
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WINDOW GUARDS 

"The P hil adelphia car uses a double-bar side window guard 
and the T hird Avenue, Chicago and Boston cars all use iron 
screens fro m 12½ in. to 2 ft. 6 in. w ide. The Metropo litan 
and Brooklyn ca rs use no side window guards , the necess ity 
fo r these be ing determin ed by the clearance be tween cars on 
double t r ack. 

HEATI N G AND VENTILATION 

" The diffic ulti es of surface car Yenti lation in the winter time 
are to an extent bound up with the qu est ion o f car heating. 
T he use of the usual h inged or pivoted monitor window venti 
lato rs produces drafts. In some of the r ecent steam ra il 
road passenger car des igns ventilation is accompli shed entirely 
by means of roof or special fo rms of monitor ventilator. T he 
two Chicago companies have made many experi ments on thi s 
subject and use seve ral differ en t types o f vent ila tors, none of 
these types being la rgely in use in other places. With th e 
limited vo lume of air in proportion to door area and the fr e
quen t opening of doors it is a difficult problem to provide a 
system o f uniform ventil a tion without draft and at the same 
time to furn ish sufficient heat. 

"It is r ecommended th at the monitor windows be fixed and 
that ventilation be obtained fr om a suffi cient number of au to
matic roof o r monitor yentilator s. These proYide fixed open
ings for air to be admitted and discharged. Their use has 
demonstrated th at the car temperature can be kept at the 
proper point , at the same time providing good ventilation. 

"In order to compare th e Phil adelphia standard ca r with 
other Philadelphia types and with car s of the fo ur oth er cities, 
all of which are heated by electri city, a ready method is to 
divide the volume of a ir to be heated by the number of 
amperes o f current r ep resen ted by th e rated capacity o f the 
heaters used fo r thi s purpose. The result is t he number of 
cubic feet of ai r to be heated per ampere of cu rrent. In the 
Philade lphia pay-wi thin car this is 335 cu. ft. per ampere 
as compared with IS-! cu . ft. for the 24-ft. maximum-traction 
car and 131 cu. ft. fo r the 20-ft. single-truck ( P eople 's Trac
tion) car. The smaller cars are well heated while the pay
within car is in sufficientl y heated. Comparative figures for 
other cars are as follows: 

C.\R HE.\TJNG 

l\l etropoli ta n ........ ........ .... . . .. • 
Th ir d ,\ve nue ....... ....... ........ . 
Brooklyn .............. ..... ........ . 
Chicago City ....................... . 
Cbicago R ailways ................... . 
Boston ........ . .................... . 
Phil ade lphi a ........................ . 

\ "olum e of . \ir 
to be- Heat(d 
pe r Ampere 

( cu. ft.) 
146 
149 
126 
160 
158 
215 
335 

Number of 
H eaters 
per Car 

16 
16 

6 
18 
18 
22 

6 

"The number of heater s in a car is important as affecti ng the 
dis tribut ion of heat throughout the car. It is recommended that 
the heate rs in the pay-within ( E-44) type of car be doubled in 
number and in capacity m order to give the proper distribution 
and amoun t of heat. 

LIGHTI NG 

"In the Philadelphia pay-within car there are eigh t incan
descent electric lights inside the car, arranged in th ree cluste rs 
in the ceiling. This is the same number and ar rangement as 
in the small 20-ft. single-truck closed car and also in the 
24-ft . maximum-traction car. In addition ther e is one lamp 
on each plat fo r m. The interior lighting of th ese cars com
pares with other car s as follows: 

NUl\IBER OF LIGHTS I NS IDE CAR 
l\ietropolitan ..................... ..... .. .. ...... . .. .... .. .......• 16 
Third A venu e .... ........ ....... ............................•.... 15 
Brooklyn •..•...............................................•... . 16 
Chicago ...................................................... . .. 21 
Boston ...........................•.......................... ...• 16 
Philadelphia . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . 8 

"The Phi ladelph ia pay-within car lighting is manifestly 
insufficient and the number o f lamps in th e car should be 
doubled. The lighting will be better distributed by using 
single socket lamps placed in one row along the monitor ceil 
ing and another row on each side of the lower deck. In order 

further to compare the lighting of these cars on a basis of 
ready approxim ation, the volum e to be lighted inside of the 
car is divided by the number o f lamps times r6 cp, which will 
give the number o f cubic feet to be illuminated per candle. 
This fi gure fo r the pay-within car is 12.2 cu. ft. as compared 
with 8-4 cu. ft. fo r the 24-ft. maximum-traction double-truck 
car and 7.1 cu. ft . fo r th e 20-ft. single-truck car. Comparison 
with the car lighting in other cities is as fo llows: 

CA R LIGHTING 
Volume of Space 

to be Ligh ted 
per 'Candl e 

Metropolitan .................... .............. .. . .. .. . 
T hird A venue ............... ....................... .. . 
Brookl yn .... .. .......... . ......... . .... . ........ . .. . · .. 
Chicago City ...................... . ... ... .... . ... ... . . 
Chicago R ailways .................. .. . ....... .... ..... . 
Boston . ... .. ..... ................ ... . ...... . .. . ..... • • 
Philadelphia .. .... ................. ... . ............... . 

(cu. ft. ) 
6.9 
7.1 
5.9 
--1.5 
4.3 
7.3 

12.2 

·'From one to two lights should be used on each platform, 
depending on its size, and addi t ional lights are needed for the 
headlight and the independently illuminated destination signs .. 

BRAKING 

"Th e Philadelphia car s of all types larger than the single
truck car have both air and hand brakes, the hand brakes being 
controlled either by ver t ical wheel or hori zontal r at chet handle. 
The sing le-tru ck cars have hand brakes operated by hori zontal 
ratchet handle. The sanding device used on the P hiladelphia 
ca r is the old-fashioned bucket of sand and scoop, the sand 
being shoveled out by the motorman and th rown into a hopper. 
On the single-truck type of ca r th ere is apparently no sand 
equipment used. In the interest o f safe operation all car s. 
should be equipped with a san ding device. E ither the m echani
cal or the ai r sander is satisfactory. T he X ew York, Brooklyn 
and Boston car s have mechanical sanders, and the Chicago car s. 
air-operated sanders. 

FE N DERS 

"The Philadelphia cars are equi pped with an extension 
fe nder constru ct ed by the company consist ing of a pipe frame 
inclosing a rope net, the fende r being hinged to the car by 
brackets and suspended by chains fro m the dash. The fender 
has a projection o f 29 in. from the bumper. These fenders. 
are fairly effective fo r extension fenders, but are poorly main
tained and are unsuitable fo r operation in the congested streets. 
of large cities, where the use of an automatic wheel guard has. 
been found to be h ighly effective. T he pro jecting brack et s at
tached to the car fo r t he support of these fenders are also 
obj ectionable, as th ey afford foothold fo r 'hangers on ' at the 
rear end. The practice in Kew York an d Chicago and in the 
downtown districts o f Brooklyn has been to abandon the pro
jecting fender and in its place to use a patented automatic 
drop wheel guard. It is r ecommended that wheel guards of 
this type should generally r eplace in P hiladelphia the project
ing fender fo r moderate speed operation where pavement and 
tr ack conditions permit, and that fo r high-speed operation in 
the suburbs an app roved pro jecting fender be used in addition. 

DRAWBARS 

"The drawbars used on the P hil adelphia car are of the plain 
spring non-telescoping type, the proj ection o f the drawhead 
beyond the bumper being 7 in. and that o f the bar I I in. This. 
fo rm of drawbar is objection able, as in cases o f persons. 
st ruck, even i f the fen de r act s effici ently, the projection of 
drawbar or head will often cause injury. On the r ear of the 
car it affords standing space fo r 'hangers on.' The cars of 
Kew York, Brooklyn and Chicago have the fixed-jaw type of 
drawhead with r emovable ba r, which is usually carried under 
t he side sill. I t is r ecommended that this flush type or a 
telescoping type of drawhead and drawbar be used on the 
new standar d P hilade lphia car, and also on the present cars 
upon the adopti on of wh eel guards." 

SUBWAY- ELEVATED CABS 

But few changes are r ecommended in the cars used in the 
P hiladelphia subway-elevated system. The principal one is 
that in future cars longer platforms should be adopted with 
side-platform door opening at least 47 in. 
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RECOMMENDATION S AS TO CARS 

The report suggests that the new standard surface car used 
in Philadelphia should be a 28-ft. two-motor cross-seat pre
payment car with platforms measuring S ft. 6 in. inside and 
with windows capable of large opening to make th e car suit
able for both summer and winter operation. If the width of 
this car was 8 ft. 4 in. with skeleton sides and 34-in. cross 
seats, the aisle could be 28 in. wide. The reporting engineers 
believe that a car of this size, but without a projecting fender, 
could be used on the company's standard track curve for right
angle intersections in 50-ft. streets. 

The report goes on to recommend the operation of the se r
v ice with three classes of cars, as follows : 

r. Use for all-day operation on lines of heaviest traffic the 
proposed standard two-motor, double-truck cars as far as the 
number purchased will go, and beyond that the present four
motor double-truck cars. 

2. Use for all-day operation on lines of light traffic not 
running through the delivery di strict the two-motor single
truck cars now owned. 

3. Use as far as practicable for ru sh-hour tripper service 
-a combination of the present four-motor double-truck car with 
a specially designed light-weight trailer of large capacity. 

The use of trailers is recommended partly for the sake 
,o f economy and partly to increase the capacity of crossings. 

The report then specifies the fo llowing details of these pro
posed standard surface cars. 
DETAILS OF NEW STANDARD SURFACE CAR ESPECIALLY AFFECTING 

THE TRAVELING PUBLIC 

SIGNS 

''It is recommended that there be made an entire rearrange
ment and standardization of the system and nomenclat_ure of 
line and destination signs. Transparent line signs should be 

"' used on the front , r ear and sides of the monitor, illuminated 
from the car. A destination sign, independently illuminated, 
s hould be placed in the center of the front and rear vestibules 
directly under the hood. 

STEPS 

"The height of first step should be from I4 in. to 15 in., 
second step 13 in. and third step from 9 in. to IO in. The first 
step should be folding or protected. It should be at least II 

in. wide and should be provided with a safety tread. 
DOORS 

"Folding platform doors should be mechanically operated by 
motorman or conductor. This mechanism should be so simple 
that in emergency a passenger can r elease the door. The 
·entrance on the rear platform and exit from front and rear 
platforms should be at least 23 in. in the clear. There should 
be no bulkhead doors, and the entrance and exit through the 
bulkhead, if separated, should each be at least 23 in. in the 
dear. Suitable grab-handles should be located on the vesti
bule corner post at the front exit and on the body post at the 
rear exit, with a pipe stanchion from step to hood on the 
rear platform separating the entrance and exit. 

FARE COLLECTION 

"The conductor should be located on the rear platform be
hind a suitable separating rail or steadying device. 

SEATS 

"Cross seats should be 34 in. long and longitudinal seats 36 
in. A 28-ft. car with sixteen cross and four longitudinal seats 
will seat fo rty passengers. The seats should be 18 in. above 
the floor and 16½ in. wide, with a slope of r½ in. for cross 
seats and I in. for longitudinal seats. The height of backs 
should be 18 in. and 14 in. respectively, and the slope of backs 
4 in. and 3 in. Spring rattan properly shaped should be used 
for both seats and backs. Cross seats should be spaced ap
proximately 30 in. from center to center. 

"The standing room in this car, allowing 4 sq. ft. of aisle 
:and platform space per passenger, will accommodate thirty
six passenge rs, making a total capacity of seventy-six. 

"For the use o f standing passengers there should be pro
vided grab-handles o r hand-holds on the backs of each cross 
:seat and the usual hand-rail straps. 

WI NDOW S 

"Full opening should be given to vestibule windows. 11on
itors should be fixed shut and there should be provided su f
ficient roof or monitor automatic ventilators. 

HEATI NG 

"There should be installed six teen heater s o f a total rated 
capacity of I 2 amp. 

LIGHTI NG 

"Twenty 16-cp incandescent lamps should be used, of which 
fif teen would be inside of car, one on each platform, two for 
destination sign s and one for headlight. The interior lights 
should be arra nged in single sockets, five on the ce iling and 
five on each side of the lower deck. 

CO N DUCTOR
0

S SIG N ALS 

"There should be a push button on each side post with 
electric bell or buzzer on platform. 

BRAKI NG 

"Both ai r and hand brakes should be used, togeth er with 
mechanical sander. 

FENDERS AND WHEEL GU ARDS 

"Projecting fenders should be used only on cars operating 
on high-speed lines. Automatic wheel guards should be in
stalled on all ca rs. 

DRAWBARS A ND BU MPER GUARDS 

"It is rec~mmended that , if practicable, a fixed flush draw
head with movable drawbar be used, otherwise a drawbar 
of the telescoping type. N o projection of any device be
yond the bumper should be permitted and dash shields should 
be used, thus preventing 'hanging on.' 

RECOMME N DED CHANGES I N PAY-WITHI N CARS 

SIGN S 

"It is r ecommended that the same system and type of illu
minated car signs be used as for the new standard car . 

DOORS 

"A simple mechanical passenger's release for sliding plat
form doors should be installed for use in emergency. This 
should be under the proper restriction of the car operatives. 

SEATS 

"Eight cross seats r emoved from cars in their reconstruc
tion as pay-within cars should be replaced and located either 
all on one s ide or fo ur on one side and four on the other, 
diagonally opposite, at the same time widening the inside of 
the car alongside of the cross seats by removing the side 
linings between posts if feasible. These cross seats, together 
with the use of a more comfortable, higher, spring rattan 
back fo r the longitudinal seats and proper sloping of longi
tudinal seats and backs, will much improve the comfort of 
these cars. This arrangement will give satisfactory standing 
room for thirty-four and a total car capacity of seventy-four. 

VENTILATION 

"An approved type of automatic roof or monitor ventilator 
should be installed. 

H EATING 

"There should be added eight electric heaters of total ca
pacity of 6 amp, giving a total of sixteen heaters with a rated 
capacity of 12 amp, thus doubling the heating capacity. 

LIGHTI N G 

"Twenty I6-cp incandescent lights should be used with the 
same arrangement as recomm ended fo r the standard car. This 
is twice the present illumination. 

BRAKING 

"A mechanical sander should be installed. 
FENDERS AND WHEEL GUARDS 

"Automatic wheel guards should be installed and projecting 
fenders used only on high-speed lines. 

DRAWBARS 

"The same type of drawhead and drawbar should be used 
as recommended for the standard car. 

RECOMMENDED CHANGES IN OTHER SU RF ACE CARS 

"All surface ca rs should be equipped with mechanical sand
ers, automatic wheel guards and non-projecting drawheads as 
recommended for standard car. Projecting fenders should 
be used only on high-speed lines. A ll cars should be put 
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through the paint shop and thereafter painted and varnished 
on a definite schedule. 

RECOMMENDED CHANGES IN SUBWAY-ELEVATED CARS 
"The present subway-elevated cars are of satisfactory design 

and no changes in them are r ecomm ended. In the purchase of 
future ca rs, however, a few suggestions have been made above 
as to improvements of details.'' 

INVESTMENT REQUIRED FOR ADDITIONAL EQUIPMENT 
The report says that the plan outlined, based on the recom

mended ser vice required for October, 1910, would involve the 
purch ase of 48g large cars. T hese car s, if motor cars, with 
equivalent additional capacity of power house and feeder 
system carhouses and sh ops, would cost approximately $15,-
000 per car fo r 465 "operating" car s and $6,300 per car for 
twenty-four "shop" cars, or would involve a total expendi
ture of about $7,126,000. The investment would be less if 
the general use of trailers in P hiladelphia should prove to 
be practicable. The recommended changes in the present sur
face-ca r equipment would involve an expenditure not to ex
ceed $500,000. 

The report recommend s the purchase o f twelve additional 
elevat ed-subway cars besides the 120 now owned. T hese car s 
would cost $12,000 per car. 

The report estimates that 100 additional cars per year with 
power and storage capacity will be needed by the system to 
provide for additional traffic. 

----·♦·----

p APERS PRESENTED BEFORE THE PACIFIC CLAIM 
AGENTS' ASSOCIATION 

As noted on page 967 of the ELECTRIC RAILWAY J ouRNAL for 
June 3. th e third annual convention of the Pacific Claim 
Agents' Association was held in Seattle, \Vash. , May 19-20. 
The fo llowing are abstracts o f the several papers presented at 
this meeting: 

STEAM RAILROAD MEMBERSHIP 
A. M. Lee, district claim agent Northern Pacific Railway, . 

Seattle, \V ash., pointed out the desirabil ity o f having the far 
\Vestern steam railroads become members of the association. 
At the present time the association represented 75 per cent 
of the electric and steam railroads on the Pacific coast. Mr. 
Lee advocated that add itional membership should be secured 
by personal solicitation wherever possible. No company on 
the Pacific coast could afford to be without membership in the 
Pacific Association even i f it was a member o f one of the 
national claim agents· associations. l\Jany of the local com
panies were already members of either the steam or electri c 
national bodies and fully recognized the good work which the 
latter were doing. The principal r eason fo r the existence of a 
local assoc iation was that the claim agents on the Pacific coast 
are so fa r away from the cen ter of the country that it was 
very difficult for them to mee t the great body o f claim agents 
at the frequent intervals necessary to insure valuable co
operation. Mr. Lee said th at whi le there was some difference 
in the claim work of the steam and electric lines, it was n ot 
sufficient to interfere with a helpful exchange of ideas. Their 
interests were often identical, as they were obliged t o fight 
the same class of litigants. Cordial relations between the 
claim departments o f all the lines on the Pacific coast would 
benefit the r ailways to an extent vastly beyond the nominal 
cost of membership and would supp ly to the members indi
vidually in thei r line of business an asset of good friend s not 
available in any other way. 

INDEX INFORMATION BUREAU 
E. H. Odell, claim agent Tacoma Railway & Power Com

pany, Tacoma, Wash., presented a paper entitled "Is an Index 
Informat ion Bu reau a Necessary Adjunct to the Claim Depart
ment?" The underlying idea which justified the existence of 
a bureau of information for claim departments was protection 
from fraud on account of fictitious claims. From sad ex
perience the claim agents o f the Pacific coast had found that 
their territory was permeated with a large number of accident 

fakers, who frequently changed their names and their territory 
of operation. In fact, in thi s territory, the percentage of gross 
earnings paid out for claims was larger than in any other part 
of the United States. It was essential, therefore, that claim 
agents should co-operate to disseminate and absorb informa
tion. If an association was beneficial in exchanging useful 
data once a year , surely a bureau of information to which all 
companies could have access every day in the year could be 
made 365 tim es as useful as an association. The association 
should establish such a bureau within itself, but it should be 
more than an index bureau. He had always made it a point 
in warning oth er claim agents about a fictitious claimant not 
only to g ive the name, but a lso the manner of operation used, 
and wherever possible a photograph was forwarded so that 
the culprit would be recognized even if he did change his name. 
An efficient index bureau could be maintained at very little cost. 
One salaried person in the office of the secretary-treasurer of 
the association, with the use of a typewriter, record book, index 
card and photograph apparatus, could do all the central office 
work necessary fo r sending out information. The members 
of the association would be expected to send in from day to 
day desc riptions of suc h claimants as they believed to be frauds 
and as they thought were likely to go elsewhere to repeat 
their tricks. lVIimeographed copies of these descriptions and 
reprints of the photographs would be made at the central office 
and mailed to each member of the association for future refer
ence. Mr. Odell also discussed the advisability of using the 
se rvices of the Hooper-Holmes Information Bureau of New 
York, as suggested by H. V. Drown, president American Elec
tric Railway Claim Agents· Association. He feared, however, 
that this bureau would be o f little value to subscribers so far 
away as the Pacific coast. In the adjustment of claims time 
was often the essence of the contract. Quick settlement was 
usually the mos t satisfactory. Much valuable time might be 
wasted in waiting to register claimants in New York and de
pending upon the uncertain r ece ipt of important information 
before taking definite action. For this reason he was in favor 
of a local bureau for the use of claim agents on the Pacific 
coast. 

PREVENTION OF ACCIDENTS BY CLAIM AGENTS 
George Carson, claim agent Seattle Electric Company, pre

sented a paper entitled "Prevention of Acc idents by Claim 
Agents." The duty of the claim agent was not limited simply 
to the adjustment of claims arising out of acc idents. It was 
his further duty to prevent accidents. A claim agent ought to 
study carefully and to observe th e details of every accident 
on his railway to enable him to suggest some means for prevent
ing repet1t1on. \Vhen an accident report indicates a defect in 
the roadbed, the way department should be informed and the 
same procedure should apply to the rolling stock and other 
departments. In com municating this information and any 
suggestions the cla im agent should exercise tact, fairness and 
firm ness. Mr. Ca rson's prac ti ce was to make a daily report of 
all accidents which had occu rred during the previous twenty
fo ur hours and send it to the district manager, general counsel 
and superintendent of transportation. These reports showed 
the character and cause of the accident and were written so 
as to enable the r esponsible department to take immediate steps 
to remove the cause o f the trouble. Thus one alighting acci
dent was due to poor pavement and another accident was due to 
a guy wire which interfered with the proper operation of the 
trolley pole. Further to advise the responsible department of 
the character and location of the accident, Mr. Carson sub
mitted a daily r eport showing the accidents for the previous 
twenty-four hours upon the different divisions. This enabled 
the proper authorities by daily comparison to see the increase 
or decrease in the number and kind of accidents upon the 
different lines. He also submitted a monthly report which 
showed the increase or decrease of various types of accidents 
upon the different divisions. 

In order that direct influence might be brought to bear upon 
the employees and inspectors in charge of the different car 
lines, it was his practice to visit one of the six carhouses 
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weekly, which meant repeating the visit every six weeks. He 
was always accompanied by his in vestiga tors, the head of the 
transportation department and other officers o f th e ccmpany. 
One meeting was held in the evening and another during the 
day, so th at no employees would miss the instruct ion. T he 
program usually covered a di scussion by each investigator of 
some particular subj ect, such as the sounding of gongs in the 
pass ing o f a ca r , the handling of intoxicated passengers and the 
preparation of acc ident report s. The discuss ion on these sub
jects had proved of value to both the investigator s and the 
plat fo rm men. T his work could be made even more valuable 
if some reasonable allowance was made to the plat fo rm men 
fo r the time they were r equired to attend these meetings. I t 
was very desirable also that th e talks on acc idents should be 
ca rried on at per iodic inte r vals to p revent the men from losing 
interest in the subject. 

The other way by which the claim agent could help to prevent 
accidents was by educa ting the publi c. This was a much mor e 
difficult t ask. T he cla im agent probably would not r eceive 
much credit fo r thi s work, because hi s motives would be con
sidered purely se lfis h. N eve rtheless, while the problem of 
reaching the public was diffic ult , it was not impossible. D uring 
the past school yea r , since September , 1910, hi s company had 
attempted to arouse th e public to exercise more ca re by giving 
a series o f direct talks to th e children in the public schools. 
In Seattl e there were about 900 public schoolrooms, rooo teach
ers and 30,000 pupils. In addition there wer e in the pri vate 
schools 50 teachers and 1500 pupil s. Two talks had been given 
to all of these pupils between Sept. IO, r9 ro, an d A pril 14, r9 r r. 
This meant r eaching almost eve ry per son in the city, because 
the children naturally spoke at home about these lec tures. 
T o determine the probable effect o f th ese talks along the line 
o f safety, :\fr. Carson made a comparison of his offi ce records 
covering accidents to boys and girls injured through no fa ult 
of their own. Between J uly r , 1909, and July r, r9ro, there 
were 157 accidents, or approximately thirteen per month. From 
Sept. r, r9ro, t o l\1ay r , r9 rr , a period of eight months covering 
the lecture pe riod, th ere were thi rty-three acc idents, or approxi
mately fo ur per month, nine less per month than during the 
previous period. \ Vhile the lectu res in the public schools were 
not responsible for all o f this r eduction they consti tuted the 
principal factor. In addition to the lectures the fo llowing 
wa rning ca rds were distr ibuted: 

STREET CAR Do N'Ts FOR SC HOOL CHILDREN 

Don't play on the car t rack. 
Don"t ha n g on behind the car. 
Don't stand on the car steps. 
Do n't touch a wire; it may be a live on e. 
Don't put your head or a r ms ou t of the car window. 
Don't dar t across the t rack in front of an a pproaching car. 
IJon't cross immediately behind a passin g car . There might be another 

car or vehicle approaching close in opposite direction. 
Stop ! 

Don't jump on o r off a m oving ca r. 
L ook ! 

Do n' t take a ny ch ances. 
Liste n! 

l\1 r. Car son beli eved that one reason why these talks would 
prove of permanen t value was that th e minds of children were 
much more susceptible to n ew impressions than those o f adults. 
In conclusion, he said that th e courts coul d also help materi ally 
in the r eduction of accidents i f they were to hold that no one 
who got o ff or on a moving ca r could r ecover damages. Out 
o f a mi st aken sense o f kindness the courts had r eally done the 
public an injury by allowing too small a degree of ca re to 
sustain a r ecovery. 

Mr . Carson 's paper was di scussed by Mr. Odell, who sa id 
that inst ead of commencing his campaign o f educa tion through 
the schools, as had been clone in Portland and Sea ttl e, hi s fi r st 
endeavor had been to r each the owners and drive r s o f vehicl es. 
The proprietor s of transfer compani es and the owners o f 
wagons employed in delivering express matter were his fi r st 
pupil s. About four year s ago he had found, by classifying th e 
accidents r eported by his t rainmen, that 70 per cent o f all 
collisions were with delivery wagons o f all kinds. M any of 
these colli sion s appea red to be altogether avo idabl e. On look-

ing into the matter he found a wa r fa re going on between the 
mo tormen and t eamster s. T l1e dri ve rs we re contend ing with 
the motormen fo r the right o f way on the st reet an d were 
purposely blocka ding the tracks. T he union to which they 
belonge d was so st rong that in almost every case th e bl ame fo r 
the co llision was placed on th e motorman. In con sequence, 
t he r ailway had to pay large amoun ts fo r repai rs to da maged 
vehicles and even fo r the dea th s of va luab le horses. To mini
mize, i f not to prevent , this expense Mr. O dell arranged meet
ings o f the principal employers o f t eamste rs at which methods 
and measures to obviate these diffi culti es were di scussed. H e 
learned th at the owners of t eams were as much averse to their 
proper ty being damaged as we re the office rs of the r ailway 
company. Even if they were r eimbursed fo r th e direct damage 
they were not compensated fo r the tim e lost and fo r the 
en suing inconveniences and annoyances. M r. Odell persuaded 
them to pos t notices in their tran sfer ba rn s warning the dr iver s 
against ce rtain acc idents which might res ult from ca relessness 
and explaining how such acc idents might be prevented. Many 
employers also posted a noti ce t o the eff ect that if a colli sion 
occur red between one of their wagon s and a street ca r the 
d river o f the t eam would be d isc harged. ·within six' month s 
a fter the fi rst conference street-car co llisions with wagon s 
diminished 33½ per cent and within a year more th an 50 per 
cent. 

In Tacoma there were many grades , so that it w as almost 
impossibl e for t eams to stand up, let alone to haul h eavy 
loads in icy wea the r. The railway, therefo re, inst r ucted the 
motormen to fa vor the d ri ver s as much as possible when ba d 
weather condition s prevailed. Now, instead of continual war
fare between the teamster s and motormen, th ere was a strong 
f ee ling of r eciprocity which had resulted in great sav ings to 
the street railway and the team owners. \Vhenever a colli sion 
with a truck is r eported l\fr. Odell and the vehicle owner com
municate by telephone at once. H e and th e owner would then 
review the statement s o f all th e witnesses. to decide where 
the r esponsibility belonged and to take their medicine. He 
rarely had t rouble in adjusting these cases. In the near futur e 
he intended t o call a mee ting at th e Tacoma Commercial Club 
of all th e taxicab owners to bring about an unde rstanding 
whereby taxicabs parall eling street-r ailway t r acks will keep 
clea r of the tracks in foggy weather. The Tacoma company 
had also given acc ident in struction lectures in the public schools 
along th e lines explained by l\1r. Carson. :\fuch good had re
sult ed therefrom. P er sist ency, however , was n ecessary to 
obtain perm anent benefi t. T he public was prone to fo rget and 
it was likely that a lesson lea rned to-day would not be heeded 
to-morrow. 

REDUCING BOARDING AN D ALIG H TING ACCIDENTS 

J . N . H one, cla im agent Spokane & Inland E mpire R ailway, 
r ead a paper on "How to Diminish Boarding and A lighting 
Accidents." T his end coul d be achieved by education alone. 
His company had sta r ted with the 20,000 school children in 
Spokane. T hey had become so interested in the subj ect that 
he was able to show to the delegates some fi fty or six ty essays 
on accident prevention from all g rades in the schools. 1'J any 
acci dents could be prevented if the services of wom en's clubs 
and the various lodge and church organiza tion s were enl isted. 
T he claim agent should ask himself th is quest ion : "Am I doing 
all that is within my power to prevent accidents ?" Last winter 
in order to secure the lively inte rest of the Spokane public he 
had published an article in the new spape rs stat ing that his com
pany would offe r a pri ze of a $5 book of ca r t ickets to every 
fif ti eth woman and a $5 gold piece to every one hundredth 
woman who got o ff a str eet car correc tly a t cer tain important 
corner s. W hile only two $5 gold pieces and two books o f ti ckets 
we re given away, the amount of adve rti sing from this scheme 
could hardly be estim ated. Many people info rmed him that they 
h ad never befo re r ea lized how few women got off ca r s th e right 
way. M r. Hone then desc ribed at length the acciden t talks to 
employees as developed by E. F. Schneider, genera l manager 
of the Cleveland, Southwestern & Columbus R ailway. Mr. 
Hone felt that the offi cials o f many electric ra ilways did not 
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always get into close enough touch with their platform men. 
The men should be taken into the confidence of the manage
ment, taught how to prevent accidents and be made to feel that 
each one is an essential and valuable part of the system. 

ORGA NIZATION OF A MEDICAL DEPARTMENT 

T . A . Cole, claim agent Los Angeles Railway, presented some 
notes entitled "Organizing a Large Medical Department for a 
Large Street Railway." T he first thing to be conside red was 
the selection of a chief surgeon with ample assistance. T he 
whole depar tment should be on fr iendly terms with local 
physicians. T he duties of the medical department should begin 
prior to the accident itself- that is, with the examinat ion of the 
platform m en, because it was very impor tant that eyes 
and ears should always be on the alert. T he claim and 
o perating departments should be cl osely related with the medi
cal departm ent. The latter should have a staff so la rge that 
some member would always be available to respond to the fi rst 
call for aid and to endeavor to minimize the injury as much as 
possible, thereby easing the way for th e claim agent. T he 
r epresentat ive of the medical department should tell the in
jured person that if the railway is at fault he will be treated 
fairly. In case the company was sued the doctor should be 
prepared to render aid to the claim and legal departments. The 
medical department' s report s, however, should not be such as 
to mislead the claim agent , who mu st be governed by them to 
a great extent. The chief surgeon of the medical department 
o f the Los Angeles Railway is appointed by th e general man
ager. H e has full charge of his department and employs his 
own ass istants. Every employee o f the company is entit led to 
medical or surgical treatment, in return fo r which the company 
collects 50 cent s every month fo r the fund of the medical 
department. 

SETTLING P H YSICIANS' BILLS. 

J. H. H andlon, claim agent United Railways of San Fran
cisco, discussed the subj ect whether it was advisab le to hold 
out the amount of the physician 's bill in making settlement s 
and pay the physician direct. Claim agents should not adhere 
to a fixe d policy in handling these bills fo r services r endered 
to claimants in personal injury claims. Usually the best plan 
was to leave the matter of payment in th e hands o f the claim
ant, because wh en the claim agent endeavored to withhold the 
amount o f the bill in order to pay it directly to the doctor the 
claimant's antagonism might be aroused. H e would naturally 
assume that his honesty was questioned and might becomr so 
angry as to with draw from the settlement. It was ve ry unde
sirable to stir up such fee ling, as th e aggrieved person would 
spread a prejudiced report among all his fri ends and acquaint
ances. H owever, some effort should be made to comply with the 
wishes o f physicians when they requ est that the claim agent 
pay them directly fo r their services. Of course, this should 
apply only to cases where th e doctor has acted honorably 
throughout the entire transactio:1 and co-oper ated in every 
reasonable way with the company to effect a settlement. The 
good will o f the physician was far more important than th e 
good will of the injured per son. Once the claim had been 
settled there was litt le likelihood that the claimant would have 
any future dealings with the company, whereas the physician 
might hav e many cases where his continued good will would 
be of great value to the company. 

----·♦·----
There are three electric railways in Christiania, Norway, 

owned by pr ivate companies. They were fo rmerly owned and 
managed by the city. The combined mileage of the three lines 
is 28.1 miles, and the fare 2.68 cents fo r adults an d 1.34 cents fo r 
children under twelve year s. T ransfers are given fr ee of charge 

. on different branches of two of the lines, while a transfer from 
one line to another costs 1.34 cents additional. Laborers are 
car ried at half fare at cer tain hours in the morning. The roads 
hold their franchises under concessions from the city, which 
expire in 1924, and as consideration they have to pay the city 
10 per cent per annum of all receipts from the pas9enger traffic. 
l\Ie rchandise is not car r ied except bundles and hand baggage. 

RECEIVERS FOR METROPOLITAN STREET RAILWAYt 
KANSAS CITY 

R eceivers were appointed for the Metropolitan Street Rail
way, Kansas City, Mo., on June 3, 19II, on the application of 
Alexander New, at torney for the Kansas City Railway & Light 
Company. T he receivers are R. J. Dunham, Chicago, Ill., 
chairman of the board of directors of the Kansas City Railway 
& Light Company, and Ford F . Harvey, Kansas City, head of 
the F red Harvey System. The appointments were made by 
Judge W. C. Hook, of the United States Circuit Court, at Kan
sas City, Mo. Mr. Dunham made the fo llowing statement: 

"The street railway franchises expire in 1925. More than 
$18,000,000 of obligations to creditors mature in September, 
1912, and May, 1913. A t that ti"me these obligations must be 
met or refunded upon a short-time franchise. The annual 
gross street railway earnings are in excess of $6,000,000. These, 
if the property be kept together, ought to be ample to meet 
expenses, maintenance and interest, as well as to accumulate a 
surplus fo r these creditors. 

"The growth of Kansas City has been phenomenal, both in 
population and territo rial limits, thus r equiring much additional 
se rvice and many new lines, so that, in addition to franchise 
requirements, the public demands extensive improvements and 
many additions to the property. Creditors having debts which 
mature within a year or two are not willing that the earnings 
should be used for this purpose instead of being applied upon 
the indebtedness. Therefore, to meet this situation it is neces
sary to borrow new money. To obtain this security must be 
given. Such improvements, if made, would fall under the lien 
of present mortgages which cover existing and after-acquired 
property. Investors will not lend new money for the improve
ments unless they can have a fi rst lien upon that which their 
money creates. With such lien the money can be obtained. To 
obtain it requires some kind of a new cont ract with the city. 

" l\fore than $13,000,000 of the bonds were issued prior to the 
peace ag reement o f 1902, under franchises expiring in 1925. 
T hese bonds are secured by mortgages upon different lines in 
the down-town districts and heart of the city. T hese bond
holde rs claim they are not bound by the provisions of the pres
ent ordinances as to transfers, extensions or the payment of 8 
per cent o f the gross earnings. Such a controversy precipitated 
would threaten and, if maintained, would fo rce a dismember
ment of the system. Other bondholders, general creditors, 
stockholders and the public, particular ly the latte r, are alike 
interested in preventing this. 

"In order to keep the property together and render that serv
ice which the public desires, a receivership became inevitable, 
much as it is regr etted. It is hoped that the court will be able 
soon to r eturn the property to the stockholders, for in the 
meantime efforts will be made to adj ust all differences between 
bondholders and re fund all obligations, even upon the short 
remaining franchise per iod. 

"It is possible that out of the situation some arrangement 
may be made with the city whereby there can at an early date 
be obtained the new money fo r all necessary improvements and 
additions. 

"Before outlining any definite policy fo r the r eceivership I 
must confer with my co- receiver, Mr. Harvey, who, I under
stand, is out of the city. Until that time M r. E gan will con
tinue as general manager of the street railways and all em
ployees will continue in their positions, subject to his orders 
and directions as hereto fore. 

"The proceedings in no way affect the Kansas City Railway 
& Light Company, but are in the interest of its creditors; nor 
do they affect the Kansas City Electric Light Company or the 
Kansas City Heating Company, the securities of which are 
held by the railway and light company. The earnings of the 
latter are much in excess of th e sums necessary to meet the 
interest upon all t he obligations of all the companies, and it is 
expected that all interest on the securities will be met and 
paid when it becomes due." 
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John M. Egan, president of the Metropo litan Street Railway. 
w ill r emain in charge of th e operati on of the road. He issued 
t he fo llow ing sta tement : 

"Regarding the action taken this day, l\Ir. Dunham 's state
ment covers the entire ground. Until th e r eceivers mee t and 
,o utline the poli cy to be pursued 1 will opera te the road as 
h eretofore, giving the best ser vice possible. The present rules 
a nd regul ations pertaining to the operation and maintenance of 
the system wi ll be en fo rced." 

Mr. New sa id, brie fl y, that the main purpose of th e receiver
ship was to protect the property from being segregated by the 
bondholders whose int erests are in one part of th e lin es and 
a lso to protect the publi c. 

Frank Hagerman, vice-p resid ent of the company, sa id that 
the rece ivership woul d keep the property intact and continue the 
universal tran sfer system, whi ch would be destroyed if the 
creditor s o f the va rious lin es that were under different owner
s hip prior to I 901 should take possession of the properties. 
U ltimately extensions wi ll be made and the public wi ll gain as a 
result of the receivershi p. 

T he company represented to the court that "the property of 
t he Metropolitan St r eet R ailway will, if it s interests be sub
se r ved and the system mai ntained as a whole, be suffi cient to 
meet all its mortgage bonds, its note indebtedness pl edged as 
afo resa id, pay it s general creditor s and net a r esult upon 
account o f its stock." O n the other hand, the company asserted 
"if the Metropolitan Street Railway should be dismembered, or 
if it should not be operated as a whole, or if the demands 
secured by th e said mortgages or deeds o f trust upon it s prop
erty or the unsecured claims of it s general creditors should be 
separately asserted and en fo rced, then there will be such sac
r ifice that all the creditors will not be paid in full and the 
s tockholders will receive nothing." 

Negoti ations for a new franchise fo r th e Metropolitan Street 
Railway were begun ead y in 1909. A n ordinance was drawn 
a nd submitted to th e \Vest traffic way committee o f Kansas 
City in June, 1909, as a basis fo r negotiations, and was subse
quently modified by the sub-committ ee of the West traffic way 
committee and submitted to the entire committee. When the 
franchise came be fo re the Council fo r consideration it was 
amended by th at body and submitted to the voter s of Kansas 
City on Dec. 16, 1909, for approval. The ordin ance was de
feat ed at the r eferendum elec tion. A digest of the prin cipal 
provision s of th e fran chi se ordin ance w hich was submitted to 
the voter s was publish ed in the ELECTRIC RAILWAY J OURNAL 
of Dec. r r, 1909, page I 199. 

The question s of the improvements to be made by the 
Metropolitan St reet Railway in Kansas City and of financi ng 
the needed exten sion s were r efe rred to at length in the ELEC
TRIC R AILWAY J OURNAL of l\ Iarch 18, 19II, page 472, and March 
25, 191 r, page 530. 

- --.... ·•·•- --
REPORT ON WHITE CEDAR 

Secretary H. H . McKinney, of the North weste rn Cedar
men's Associati on, with headquarter s at M inneapolis, Minn. , 
has made a r eport showing conditions governing the present 
supply of white cedar products and a fo recast of the conditi on s 
fo r th e rem ainder o f 191 I. He says, in part, that at th e pres
ent tim e the seasoned stocks of all lengths of pol es and post s 
a re unusually low and that dealer s are fac ing a steadily increas
ing demand fo r stock with a much smaller source o f supply 
than at thi s time a yea r ago. With an increase o f consump 
tion of IO per cent in 19II over 1910, stocks o f a ll sizes from 
7-ft. posts up wi ll practi cally be wiped out before another 
logging season is fi ni shed. Statist ics show that on Jan. r, 
1910, there were about 875,000 more poles from 16 ft. in length 
up than on J an. I of thi s year, and the production for the past 
winter has easily been 20 per cent below the estimate, thus 
reducing g reat ly th e seasoned stocks on hand. T he estimated 
consumption of white cedar poles from 16 ft. up for 191 r is 
2,452, 187. 

BRIEF OF COMPANY IN MILWAUKEE LOW-FARE CASE 

The brief of the Mi lwaukee Electric Railway & Light Com
pany in the case in which the city o f Mi lwaukee seeks to have 
a lower fare establi shed has been fil ed with th e railroad com
mission o f \Viscon sin . Th e brief he ars the names o f Miller, 
l\lack & F airchild, attorn eys, and o f Sull ivan & Cromwell, 
counsel fo r th e company. 

1 t is cont ended that the crJmplainant failed entirely t o es
tablish it s case. Th e brief states that if a high rate o f pro fi t 
by a rai lway should ari ~e from excessive r ates, there wo uld be 
proper reason fo r public complaint, but if the ratl: s are reason
able when measured by th e se r vice r endered, th e am ount o f 
the profits wi ll depend upon the effi ciency o f the man agers and 
their alJi lity in being abl e to operate with a small rather than 
with a large in vestm ent. In a hi story o f th e property par
ticular emphasis is laid on the advantages o f the consolidation 
of vari ous properties which was effe ct ed a t the time o f elec
trification. The opinion o f John I. Beggs is quoted to th e 
effect that the consolidation doulJled the value of the property, 
and on the g reater economy and effic iency that it m ade pos
sible, and that it was easier to operate a consolidated property 
and earn a return on it upon double th e cap it ali zati on than 
it would have been to take the separate constituent properties 
and att empt to ea rn a return upon them on half the amount. 
Emphasis is also laid upon the advantages which the city 
derives fron~ the consolidat ion. 

In regard to the basis of return, the brief states that the 
record in the ca se fully justifies the adopti on of the cap itali za
tion of th e company as a basi s for computati on. The bonds 
and capital stock were issued under the laws of the State. 
T he franchises were gran ted with knowledge of capit ali zation 
and the capitali zati on ,vas r ecognized in th e dealin gs wi th 
th e city. F urth er it is stated that th e capitali zation r ep resents 
only a fair compensation for the property, including th e serv
ice o f the organizers. It is stated that the capitali zation is 
approximate ly the same as the actual cost of the railroad on a 
cash basis, including cash di scount, plus the actual cost of 
making a railway a goin g concern, but exclusive of any in
terest on that cost , and that th e capitali zation is only slightly 
above the appraisal of th e physical property, plus the cost of 
bond discount and the principal and interest of making th e 
road a go ing concern. Decisions are quoted to show that 
the railroad commiss ion of \Vi sconsin has laid down the doc
trine that the actu al total investment is, as a general rule, a 
proper basis on which the r eturn is to be computed. It is 
stated th at when th e city g ranted the franchise fo r electric 
t1 action it involved a recognition on the part of the city that 
properties suit ab le fo r elect ric traction should be substituted 
for th e horse r ailway equipment , which had proved unsuit able 
fo r th at purpose. The exist ing horse r ailway equipment was 
not t o be thrown away without compensati on. 

Taking up th e sub ject of valu e of the property, the argument 
says that there is a good , eason for not giving considerati on 
to the so-called depreciated v8.lue, because th e consumer is in
t erested in the mechanism wliich furnishes th e service, and that 
service, assuming that the plant be kept in good repair, is the 
same whether the plant is one year old or twelve years old. 
To give an ap pra isal of cost of reproducti on new any impor
ta nce as a guide, it must include, the brief says, all the element s 
that were included in the original railway. In this r espect 
most app raisals h ave fa iled. The common form of r eprodu c
tion va lue now ignores many elements, such as the work of 
planning and experim entation in building up the enterpri se. 
T he increase of efficiency th rough a co-ordinated, harmoni ously 
operated whole is appraised by M r . Beggs generally as increas
ing the value of the property 20 per cent. The loss o f interes t 
during the early years o f operation, while th e compan y has 
obtained some earni ngs but not sufficient to pay any r eturn on 
the investment , is the same in principle as the loss o f interest 
during the period of construction when there are no earnings. 
The sacri fice of interest in both cases is part of the cost o f 
estab li shing the property. 
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In the future, if the company is permitted to work its own 
way out, th e benefits of t he combination will be retained, but 
an increase in operating expenses is to be expected as to al
most every item involved. Coal, lumber and practically every 
other item used in operation is increasing in price. Additional 
burdens a re being imposed by statutes or municipal ordinances. 
Another item of expense that will accrue in the future is license 
fee. The expense will also be increased by greater liability 
fo r injuries and damages, as a result of statutory changes in 
t he law. The company has also in contemplation a plan for a 
relief fund for the employees and a lso a system of profit shar
ing. These will be added burdens to the expense account and 
are not compatible with reduced earnings. So far as deprecia
tion reserve is concerned, the company, the brief says, should 
be encouraged to act libe rally rather than parsimoniously. Ade
quate rese rves ar e necessary, not only to furni sh me ans fo r the 
purchase of the best and most effici ent apparatus , but also fo r 
quicker r eplacements of det eriorated property. In adequacy is a 
danger as great as, and pe rhaps g reater th an, obsolescence. 
E fficient operation requires a margin of safety. I t is argued 
that, so fa r, th e company has neve r had suffic ient earnings to 
he able actually to make a sufficient dep rec iation reserve and 
that its present depreciation reserve is inadequate t o manage 
even th e existing de preciat ion of it s present physical property. 

T he dividends actually paid ave rage only 4.06 per cent on 
both the prefe r red and co mmon stock fo r the ten vea rs from 
1897. The lim ited return of th e company has postp; ned capital 
expenditures fo r shops and carhouses. Concern ing the proper 
rate of return, the brief says that some r eserve for succ ess and 
good m anagement is necessary, i f capital is t o be obtained fo r 
uti li ty companies. A public utili ty has the added hazard that 
it is in the public eye and is subjec t t o exceptional leg;slative 
interference. 

A noth er di fficu lty encountered is th e am ort izati on o f the 
franchise. So fa r , the company bas been able to make no pro
vision whatever for the amort ization r eserve, and its earnings 
ought to be suffic ient to allow it to compen sate it self in the 
remaining years of the franchi se. Litigation about rates and 
service is one of the dangers peculia r t o the public calling. The 
company has already been invo lved, the brief says, in two 
wholly unn ~cessa ry procee dings regarding it s r ates. Anoth er 
burden peculia r to the publi c service corporati on is the con
tinual necess ity of increasing the capital. The statement of 
M r. Beggs that earnings of from 8 pe r cent t o 12 per cent are 
necessa ry to induce capital t o enter into street railwav enter 
prises is, th e brie f says, conservative to the maximt;m ; less 
than 12 per cent would tend to discourage inve stors in the 
enter prise. Such a r eturn would not necessa ri ly involve th e 
distribution o f th e entire earnings to the stockholders annually. 
A margin of sa fety should be provided fo r losses or unex
pected changes in value or poorer business. A larger return 
should be allowed to th e company that is well managed and 
furni shes good se rvice than to a poorly managed company. 
.\noth er principle which it is proper to enforce is t o permit 
the com pany to increase it s r ate of return with any reduction 
in its r at e of charge. 

The only opportunity which the company can have to retriev e 
the years o f loss and of meager profits will be through the 
possibili ty of increased earnings from the present t ime to the 
expiration of its franchise in 1934. The company sets up in its 
answer the allegation that any reduction of fares will involve 
confiscation o f the property and will be an impairment to the 
contract embodied in its franchise, in violation of the con
stitution of the United States. 

---... ·♦----

Attorney-General Lightfoot of Texas will investigate the 
books and affairs of the Western Union Telegraph Company, 
the Postal Telegraph-Cable Company, the Bell Telephone Com
pany, the Southwestern Telegraph & Telephone Company, the 
Western E lectric Company, the General E lectric Company, the 
United States Electric Company of New Jersey and its branches 
in Texas; also of the Stone & Webster Management Associa
t ion, of Boston, which operates several public utility corpora
t ions in Texas. 

HEARING IN REGARD TO INTERPRETATION OF NEW 
JERSEY LAW 

A public hearing was held at the court house in Newark, 
N. J., recently by the Board of Public Utility Commissioners 
of New Jersey, principally to hear argument on the question 
of the interpretation of that section of the new public utility 
act which forb ids "public officials" to accept free transportation 
from the public service corporations. Th e Public Service Rail
way was repre sented by F rank Bergen, general counsel; the 
Morris County Traction Company by E. A. A rcher, general 
manager, and the A tl antic City & Shore Railroad and the 
Central P assenger Railway, Atlantic City, N. J., by J. N. 
Akarman, gener al manager. 

Mr. Bergen said that the Public Service Railway discontinued 
th e fre e transportation extended to policemen, firemen and 
other public officers on the st rength of the opinion expressed 
by him th at the law made such practice illegal. It was his 
opinion that the law applied to all municipalities whether or 
not they had contracts with street railways fo r the fr ee trans
portati on of public offic ials. Mr. Bergen said: 

"Those who have been contending that this act does not 
a ffect such contracts between municipalities and utility cor
porati ons are fo rgetting that in making these contracts the 
municipalities we re acting merely as the agents of the State 
and that the S tate could abroga te those contracts at any time. 
For that r eason I believe that all these agreements are abrogated 
by t his statute. 

"V-1 e extend the courtesy of this free transportation in prac
tically all the municipalities in which we operate, although we 
have received n o very hearty thanks for it so far as I know. 
No doubt we would have continued it gladly if it had not been 
for this law. All that we stand for is that those who have 
passed the law to forbid the continuance of this privilege 
should t ake the consequences and not we. W hen th e court 
decides the question we shall abide by the decision. But we do 
not want the company critici sed for somebody else's mi stake." 

M r. A rcher said that the Morris County Traction Company 
was unde r contract to furnish free transportation and that 
it had not discontinued transporting free the public officers 
designated in its franchise. He expressed a desire to continue 
to meet the terms of the ordinance under which his company 
operates. 

M r. Akarman said that the companies which he represented 
we re unde r contract to carry city officers free. He desired to 
have th e conditions under the old act continue in force. He 
believed that the board could const rue the act so as to per
mi t the company to comply with an obligation which it felt 
in duty bound to perform. 

Th e representatives of municipalities who were present all 
contende d, in short, th at policemen, firemen and members of 
health depa rtments are employees, and not "public officials." 

Charles M. Egan, assemblyman of Hudson County, repre
sented the State Firemen's Assoc iation. The new law was 
the outcome of Mr. Egan's o rigina l bill. He said that neither 
he nor any others of those who were instrumental in the pas
sage of the measure expected that it would affect the firemen 
and policemen. He said he believed public policy demanded 
that these officers should be carried free. He called attention 
to that section o f the act which permits the board to fix classi
fica tions and to approve contracts, and he thought the board 
might very well use its power to allow municipalities to con
tract with public utilities corporations for the free transporta
tion of such office rs. 

P resident Williams, of the board, asked that briefs covering 
the claims set up, and especially covering the question of the 
interpretation of the term "public official" and also on the mat
ter of the influence of the new law on existing contracts be
tween municipalities and public utilities corporations be sub
mitted to the board. 

On June 3, 19rr, the board announced its decision as fol
lows in regard to the question of the free transportation of 
"public officials" : 
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"T he board does not regard the free transportat ion, without 
discrimination, on behalf of a municipality, of po licemen, fire
men and inspectors of boards o f health in the performance 
o f their public duti es as a violation of the provisions o f public 
laws, 1911, Chap ter 195." 

T he board, under date o f May 26, 1911, issued the fo llow
ing memorandum in regard to ce r tain published statem ents 
made in connection with the o ffe ring fo r sale o f public utility 
srcurities issued under the law s of N ew J er sey : 

"The attention o f the Board of P ublic U tility Commi ssioners 
has been directed to certa in publi shed statements made 
in connection with the o ff er ing fo r sa le o f cer tain public 
utility securiti es issued under the laws of thi s State. These 
statements are so wo rded as to be capable of misleading the 
public, and particularly po ssible investor s, by including the 
be lief that thi s commiss ion confi rms or has confirmed the 
fi nancial an d business standing of issuing corporation s as a 
whole, by approving the issue o f certain securi t ies by such 
corporations. As r egards the approval o f security issues, th e 
statute charges the commiss ion with the duty 'after heari ng, 
t o approve of any such proposed issue maturing in more than 
one yea r fro m the date thereo f , when sati sfied that the sam e 
is to be made in accordance with law and the purpose o f 
such issue be approved by said board.' (Laws of 1911 , Chap
te r 195, Section II r.) Such approval, when g ranted, must n ot 
be interpr eted as implying more or less than the law specific
ally requires. Nor does such approval by thi s board o f such 
proposed issues o f securiti es carry or imply any confi rmat ion 
o_f the business or fi nancial standing of the issuing cor pora
t10n as a whole. A ll pe rsons who ut te r issue circulate or 
publish any stateme~t to the cont rary will be i1 eld to strict 
accountab ility for the same. " 

The board is sending to every publi c utility in the State a 
copy of the n ew law, accompanying it with a circular calling 
particul ar att ention to cer ta in features of the act. One of the 
th ings to which at ten tion is d irected is the prov ision r equi ring 
the approval by the board of any g rants or privileges to publi c 
uti lities by municipalities, and also the approval by the boa rd 
o f any issues o f stocks or bonds by a public utility, or of any 
sa)e_s, leases, mortgages and t r ansfers o f stock by one publ ic 
utility to another. Attention is also dir ected to the fact that 
agents, experts or examiners of the board are empowered to 
enter upon any premises occupied by any publ ic utility, for the 
p~rposes set fo rth in th e act. A ll such agents wi ll be supplied 
with proper means of identi fica ti on by the board. 

-----·♦·•---

DIVISION OF FIVE-CENT FARE IN NEW YORK STATE 

. The fo llowing figures on the division of the electric r ailway 
nickel we re compiled by Curran & l\Iead, New York, fo r the 
Street Ra ilway Association of the State o f New York from the 
r eport s o f all street r ailway companies in N ew Yo rk State to 
the P ublic Ser vice Commiss ion of the F irst and Second Dis
tricts. These figures are based on r eport s fo r the year ended 
June 30, 1909. 

Amount. 
Majn tenance of way a nd structur es ..... $6,3 86, 781 
Marntenance of equipment....... .. . . . . 7,584, 483 
Cost of power . . .. . . . . .. . ............. 10,628,601 
Other t ran sporta tion a nd t raffic expenses. 4,726,506 
Conductors an d motormen. . . . . . . . . . • . . 18,228,989 
Gen era l expen ses, including in surance, etc. 3,8 14,462 
D amages a n d legal expen ses. . . . . . . . . . . 4,83 1,360 
T axes . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . 5,168,278 
Ren tals . . . . . . . . . . . . . . . . . . . . . . . . . . . . . 756,873 
Inter est ..... .. ... .. .................. 25,052,3 58 

$87,178,69 1 
S urplus . . . . . . . . . . . . . . . . . . • . . . . . . . . . . 7,022,975 

$94,201,666 

Distribu-
P er t ion of 

Cent of F ive Cent 
Operating F ar es. 
R evenues. Cen ts. 

.0678 0.3390 
.0805 0.4025 
.1128 0.5 640 
.0502 0.2510 
. 1935 0.9675 
.0405 0.2025 
.051 3 0.2565 
.0548 0.2740 
.0080 0.0400 
.2659 1.3295 

.0747 

1.0000 

0.3 735 

5. 000 

The table shows that little over one-third o f 1 cent has been 
le ft as a surplus fo r each 5-cent piece when the different costs 
quoted have been met. 

PAPERS READ AT NATIONAL ELECTRIC LIGHT 
ASSOCIATION CONVENTION 

Abstract s o f several papers and commi ttee r eports presented 
at the co nventi on of the National E lec tric Light Association 
were printed in the E LECTRIC RAILWAY J ouRNAL of June 3. 
At the session of the convention on Friday, J unc 2, two other 
paper s of inte rest to elec tric railway officers were reacl. 

FUEL OIL FOR STEAM BOILERS 
H erbert A. 'vV agner, Baltimore, described the system em

ployed by the Con solidated Gas, Electric Light & Power Com
pany in its \ Vestport stat ion for usi ng coal and oil simul
taneously for fuel for its boilers. The space under the boiler 
back of the usual coal grate is made into a large combustion 
chamber with the oil burners at the extreme rear end. This 
chamber is separ ated fro m the boiler tubes above it by tiling 
and from the coal grate by a low bridge wall. The coal 
g rates are I.+ ft. wide and 8 ft. long. Each furnace is pro
vided with fo ur oi l burners. Oil is delive red to the boilers 
under 20 lb. of pressure per square inch and is atomized in 
each boiler by means of a steam jet. 

Unde r actual operatin g conditi ons the maximum boiler out
puts obtained during seven-hour runs have been as follows: 
\Vith coal used alone, l 188 hp; with oil alone, 702 hp; with 
coal an d oil together. 14+5 hp . I t was fo und that a 2000-kw 
station load coul d be carried by each boi ler when using coal 
and oil togeth er with as much ease and certainty as 1200 kw 
per boiler could be carried when coal is used alone. T he re
sul ts indicate a ga in in output of 66 2/3 pe r cent by the use of 
the oil or a sav ing of 40 per cent in the cost of t he boiler 
equipment fo r a given out put. 

The cost of oil fo r producing a certain amount of steam is 
about 33 per cent more than that of coal. In sp ite of thi s 
di fference in cos t of fu el, the actual cost o f bankin g is less 
with oil than with coal fo r th e reason th at the oil is burned 
effi ciently while the coal is necessarily burn ed very ineffi
ciently. The author stated that a saving in investment and 
in labor fo r peak load was eff ected by the use of oil. F uel 
oil shows its advantages as compared with coal most markedly 
when used as fuel fo r operating steam plants in connection 
with long transmission lines r eceiving energy from hydro
electric sta tions. 

T he paper contained considerable data relating to the use 
o f fu el oil as compared with coal. Fro m thi s data it was shown 
that th e cost per m onth fo r fu el and labor fo r boiler s to keep 
ro,ooo kw in rese rve at fu'll steam pressure and ready to take 
the load equals $ r,6oo with oil and $3,126 with coal. 

SCIENTIFIC MANAGEMENT 
L. B. \Vebster , Mari on, I nd ., gave the r esults of a scientific 

study of the labo r per fo r med in the power house and in over
head line construction. A consider able po rtion o f a boiler 
fi r eman 's t ime is spent in work whi ch, while necessa ry, puts 
no coal on the fi r e. Much of the ti me, however , he is idle . 
A carefu l r ecord was taken of the working terms of eirrhteen 
fi remen working in three sh ifts under the most sever ; load 
condi tions while the boilers were being worked at fro m 100 
per cent to 150 per cent o f their r ated capacity. Each man 
fi red 600 hp of boiler s using the poorest grade of unscreened 
anthraci te. ?\ otwithstanding the overload on the boiler s and 
the poor g rade o f fue l, the eighteen fi remen spent only 47½ 
per cent o f the total ti me working and were idle 52½ per 
cent o f the time. Such details as the style an d number of fi r e 
door s caused a variation of from 25 per cent to 30 per cent 
in the working t ime of two fi r emen on the same shi f t and fi r
ing boiler s o f the same horse-power. 

Experiments m ade t o det ermine the sav ing in co al and 
labor effected by fo rcing a boiler showed that when steaming 
at 135 per cent o f the r ated capacity as co mpared wi th 80 
per cent capac ity the water evaporated per pound o f coal fi red 
inc reased from 6.14 lb. to 6.92 lb. \Vhen steaming at rr8 per 
cent o f capacity as compared . wi th So per cent the amount 
o f coal fi red pe r hour increased 60 p er cent while the r at io 



1028 ELECTRIC RAILWAY JOURNAL. [VoL. XXXVII. No. 23. 

or working time to total time of the fireman increased from 
34.1 per cent to 42.7 per cen t. Thus an increase of 6o per cent 
in the amount o f coal fired was made with an increase of only 
25 pe~ cent in the working time of the fireman, which still 
r emained less than one-half of the total time of the shift. 

Simi lar obse rva ti ons were made in the engine room. An 
engineer was found to spend 32 per cent of the time doing 
hi s own work, II per cent doing th e work of low-priced oilers 
and 57 per cent of the time he was idle. An oiler was observed 
to spend 37 per cent of his time working and to be idle 63 
per cent of the time. Investigati on showed that the efficiency 
of the labo r in the plant under observation was equal to , or 
higher than, th at in other plants of the same size. The prob
lem of reducing labo r costs in the engine room is to convert 
that porti on of the time which is spent in waiting fo r some
thing to happen into useful time in which work of real value 
1s being per fo rmed. 

---◄·$·•·---

REPORT OF INDIANA RAILROAD COMMISSION ON 
SIGNALS DELAYED 

The special committee whi ch was to have r eported to the 
Indi ana Railroad Commiss ion on June 1, 19II, the results of its 
investigation of block signal systems proposed fo r installation 
on the interurban electri c r ailways of Indiana made a \' erba l 
report through A. W. Brady, its chai rman , to the effect that 
progress is being made and asked for more time to consider 
the merit s o f the systems installed on several roads for experi 
mental purposes. Chairman Wood, of the commi ssion, said that 
inasmuch as the adopt ion o f any system or systems would 
involve large expenditures by the interurban r ailways the co1i1-
mission felt that the managers should have r easonable time 
to agree on the merits o f the systems proposed and g ranted the 
committee until June 23, 19II, to make it s fi nal report. 

----•·♦·----

THE LETTER BALLOT ON STANDARDS 
Member companies o f the American E lectric Railway Asso

ciation should not overlook the fact that their opinion has been 
requested by the Engineering Association on th e formal adoption 
of the proposed engineering standards. A plea was published 
in this paper last week to the members of the association to 
reply to the r equest of the committee on city rules of the 
Transportation & Traffic Association, so that the committee 
should be guided by th e wishes of the association in drafting a 
standard code of city rules. The letter ballot on the subj ect of 
engineering standards is equally important to the members of 
that association. U nder the procedure of the E nginee ring A sso
ciati on these standards have been considered carefully by the 
assoc iation and by the committee on standard s and now n eed 
only formal adoption of the association by letter ballot to become 
actual standards. In behalf of the engineers who have worked 
on the rev ision of these standards a full express ion of opinion 
is requested. 

---•·♦·----

LARGE ORDER FOR POWER CABLES 
A short note was published in this paper last week in regard 

to an order for cables recently placed by the Boston (l\Iass.) 
E levated R ailway through the Stone & Webster E ngineering 
Corporation, Boston, Mass., with the A meri can Steel & 'Nire 
Company, \V orceste r, l\Iass . This order is said to be the 
largest e\'e r placed fo r underground cables. It covers about 
67 miles of No. 0000 three-conductor, paper-in sulated, lead
incased cables for q,ooo volts working pressure. These cables 
are to be installed by the manu facturer and a re to be used in 
connection with the new Boston Elevated power station at 
South Boston, which is being erected fo r the Boston Elevated 
Railway by the Stone & \ V ebster Engineering Corporation. 
T he manufacture of this order calls for about 700,000 lb. of 
copper , over 165 tons of manila paper and nearly 2,000,000 lb. 
of lead, and it will require 125 or more cars to transport the 
fin ished cables. 

AERIAL MONORAIL WAY 

An aerial monorailway has been projected between Glendale, 
a suburb of Los A ngeles , and Burbank, Cal., a distance of 12 
miles. The inventor, J. \V. Fawkes, has built an experimental 
car, and a piece o f track 6oo ft. long near Burbank and a cir
cular track 1 mile long are being built to test the car at high 
speeds. The accompanying engraving from a photograph shows 
th e car and its propeller-driving mechanism. The car is built 
almost entirely o f aluminum and seats fifty-six persons. It is 
supported from the overhead track by four hangers the sheaves 
o f which run on the top edge of the track. At one end is 
mounted a large two-blade a luminum propeller which is direct-

Aerial Car 

driven by a four-cylinder, 20-hp gasoline engine. While the en
gine o f the experimental car has been run at only zoo r.p.m. 
the inventor believes that a speed of 100 m.p.h. is possible with 
propellers mounted at both ends of the car and revolved at 
r6oo r.p.m. A company with a capital of $100,000 has been 
incorporated in California to promote the construction of lines 
and to build the cars. 

---◄•♦·------

REHEATER FOR SPEED-ROLL INSULATOR 
The electri cal shop of the Chicago Railways Company re

pairs and rein sulates the speed rolls of old controllers. A 
special reheat ing device has been made to use in setting speed
roll insulation. A n illustration of the device is shown. This 
reheater consists of a cast-iron frame shaped to receive the 
speed-roll shaft wi th its section s slipped over it. After the 

Reheater for Speed-Roll Insulator 

insulation has been inserted a well-distributed gas flame is 
appl i.ed until the insulating compound. becomes softened. Then 
by means of a scre w hook at the end of the shaft a collar of 
the same section as the insulating material is driven against 
this material to force it into place while all parts of the speed 
roll are held in their correct positions by the cast-iron frame-. 
work. This reinsulation of a speed roll requires about one 
hour. It has been done on more than one-half of the con
trollers for the 328 cars now being rebuilt in these shops. 

A proposal has been made to connect the tramway systems 
of J ohannesburg and Pretoria, South Afr ica. 
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NEW LIGHTING TRANSFORMERS 

In the new line of lighting transformers which the A llis
Chalm ers Company is now placing on the market three cooling 
surfaces are provided instead of the single surface in the 
ordinary plain case transform er. 
This is accomplished by en
circling the main case with a 
jacket and providing for th e 
circulation o f oil between the 
two. Both the tank and the 
jacket are made of boiler plate. 
They are connected at top and 
bottom by short tubes, leavin g 
an air space between the f"" o. 
All joints are welded, making 
both the tank and jacket seam
less, and absol utely pre~;enting 
the chance of leakage. fo addi 
tion to the three radiat:ing sur
faces provided, the · space be
tween the jackct and the tank 
forms a flue which ~auses cur-
rents of air to ascend at a con

Lighting Transformer 

siderable velocity, thereby exerting a scrubbing action on th e 
surface which greatly facilitates heat di ssip ation. This style 
o f tank is used on all lighting transfo rmers of from 20 kva to 
50 kva capacity inclusive. The tubes connecting the top and 
bottom of the tank and jacket provid e fo r a continuous and 
pos itive circulation of the oil. 

A departure has also been made in the -1-0-kva and 50-kva 
sizes by so arranging th e coils that there is 
a ventilating space between them to allow 
free circulation of the oil. Th ese sizes are 
wound with two low-voltage and one high
voltage coil, the latter being placed between 
the other two. The coils are separated from 
each other and the space between th em pro
vides vent ilating ducts on each side of th e 
high-voltage coil through which th e oil can 
readily circulate. All of th ese tran sformers 
are supplied with taps which enable normal 
secondary voltage to be secured, even i f the 
voltage supplied the primary coil is 5 per cent or IO per cent 
below normal. These transformers ar e design ed fo r use on 
2200-volt or I 100-volt lines. The use of the taps makes it 
possible to step down from 2200 volts in nine different ratios 
and from IIOO volts in six differ ent ratios, thus providing con
siderabl e fl exibility. 

----·•·•---
SPOKE TYPE STEEL WHEELS 

Th e Lobdell Car \Vheel Company, \Vilmington, Del, has 
be

0

en making steel whe els several years with such success that 
during the past year it has enlarged it s plant to meet the 
increased demand. This stee l wheel is o f the spoke type, 
giving the maximum strength fo r weight of metal used. It is 
said to be considerably lighter than any other form of ste el 
wheel for the same service. Thi s wheel can be made with a 
thick tread and turned down several times when necessary ; 
or it can be made with the same thickness of tread as a chill ed 
iron wheel fo r use as a one-mil eage wheel as conditi ons may 
warrant. The flange and tread are made exceedingly hard to 
insure unusually long wear. 

This company has made wheels extensive ly fo r th e Philadel
phia Rapid Transit Company, the Capital Traction Company 
o f Washington, D. C.; the Wilmington & Philadelphia Trac
tion Company, the Cincinnati Traction Company, the Wash
ington & Virginia Railway Company and others. It still manu 
factures chill ed-iron wheels, having a daily capacity of over 
600 wheels o f thi s kind. 

DOUBLE-TRUCK CITY CARS FOR BOISE & INTERURBAN 
RAILWAY 

Th e Boise & Interurban Railway Limited, Boise , Idaho, has 
purchased from th e St. Loui s Car Company two cars of th e 
type shown in the accompanying illustrati on. Th ese cars are 
o f the double-end, concave and convex panel type and have six 
ex tra large windows per side. Th e length over the body is 
28 ft., over th e vestibules 40 ft. , ove r the bumpers 41 ft . The 
width over th e sill s is 7 ft. JO in .. and over the posts 8 ft . 3 in. 

The hottom framing of each car consists o f 4-in . x 7¾ -in. 
side sill s of long leaf Southe rn yellow pin e. Th e end sill s are 
of oak. There are fo ur cross sill s of oak. Between th e side 
sills and sub-sill s th ere is a steel p late ¼ in . x r r in. for the 
full length of the ca r body. The floorin g is of long- leaf yellow 
pine. Under the cross seats th ere a re two layers o f fl ooring 
with felt paper between. l\laple st ri ps are used in th e aisle. 
A ll posts and longitudin al rail s are of white ash. Th e roof is 

o f th e monitor type well braced with six carlin es extending 
across the ent:re roof and securely fas tened to plates. Th e 
roof is covered with No. 8 cotton duck. The platform drop 
from the car body is 9 in . The platforms, which are 6 ft. long, 
are supported by oak knees. The out side knees are plated wi th 
3-in. x 8-in . plates with 3½ -in. x 7-in x ½- in. angles. The 
center of the platform is supported by 4-in. x 4-in . x ½ -in. 
ang les extend:ng through the bolster. 

The vestibules have three single drop sash. Each vestibu le 
opening is provided with doubl e fo lding doors, having a sin!,!'le 
glass in each door. These doors are so arranged as to be 
easi ly removed fo r r ep lacem ent by gates . The St. Louis Car 
Company"s standard channel fo lding gates are furni shed with 

Double-Truck Car for Boise, Idaho 

these cars. All moldings. the mahogany sash and doors are 
fi ni shed in nat ural color. T he design is very plain and is 
known as "sanitary." A ll trimmings are of nickel-plated solid 
bronze. The ce ilings are of three-ply mahogany veneer. 

The body doors are o f the double automati c sliding type. 
There are two sash to each window opening, the upper being 
stationary and the lower dropping into a pocket flush with 
the a rm rail. This pocket is covered with a hinged cap. Each 
car contains e;ght r eve rsible cross-seats and two longitudinal 
seat s per side, g iving seating capacity fo r fo rty passengers. 

A mong the specialties on th ese car s are Knutson trolley re
triever s, Pantasote curtains, St. Louis Car Company's radiating 
sp ring drawbars, vertical brake wheel, fenders and illuminated 
s:gns. The cars are further equipp ed with ele..:tric heaters. 
\ Vestinghouse straight air-brake equipments and No. 101-B 
motors which a re mount ed on St. Loui s ~ o. 47 trucks. 

------·•··----
Among the fenders which have r ecently been te sted by th e St 

Louis Board of Public Improvements is one design ed to stop 
the car in case the fender should strike a per son on the track. 
T he fender is the in ven ti on of R. S. l\Iill s, of St Loui s. A 
circuit-breaker is contro lled by a solenoid carri ed on th e fender 
or wheel guard and when the fender or wh eel guard is tripped 
the main ci rcuit of the car is opened , the brakes are appli ed and 
the rail is sanded. T here is also an emergency sw itch on th e 
plat fo rm by which th e motorman can accompli sh these three 
result s simultaneously if he sees th e obj ec t befo re it strikes 
the fender. 
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OUTING CAR OF THE DETROIT UNITED RAILWAY 

T he outing car " Yolande" o f the Detroit United Railway has 
recently been rebuilt by that company at its M onroe A venue 
shops t;nder the direction o f Sylvester P otter, master mechanic. 
T he rebui lt car contains m any interesting features which were 
designed by F . W . Brooks, general manager. The "Yolande" 
is available fo r hire over any of the company 's lines by the 
hour o r day and is a lways in charge o f the same crew. The 

Observation and Dining Section of Detroit Outing Car 

colored conductor waits at table and in gener a l is at the com
mand o f those who eng age the car. A lthough in commi ssion 
fo r little over a m onth the "Yoland e" is proving popular as an 
unusual way o f ente r taining guests. In fact, A . D . B. Van 
Zandt , publicity age nt o f the company, states tha t it has already 
been booked fo r mo re than half the summer. 

As shown in the two accompanying halfto ne illustrations, 
t he " Yolande" is ar ranged fo r prepar ing and serving m eals 

Kitchenette of Detroit Outing Car 

en route. It is equipped with hot and cold w ater, two electric 
stoves a kitchenett e with a full equipment o f utensils and 
m ono~r am ed t ableware and linen. A flu sh t oilet is al so pro
vided~ \Nicker lounging chairs are provided on one side o f the 
ca r and tables with leather upholstered chairs on the other side. 
Campstools ar e also supplied. The car will seat fi fty _peo?le 
without the tables and about thirty people when a combmat10n 

of chairs and tables is used. The car, which is single-ended, is 
51 ft. 3% in. long over the bumpers and 40 ft. S in. long over 
the body. The width over all is 8 ft. II in. and the width 
inside 7 ft. 8 in. The height from track to roof is 13 ft. 2½ in. 
The rea r platform is S ft. S in. long. Two Brill No. 27 trucks 
o f 6 ft . wheelbase carry the body. The operating equipment 
consists of four Westinghouse No. 56 motors, one K-14 con
troll er, air brakes and P eacock hand brake. The car is heated 
by elec tricity. 

--- ... ·•·----
AUTOMATIC SECTION INSULATORS 

T he \ Vestinghouse E lectric & Manufacturing Company has 
recently placed upon the m arket a n ew type of automatic sec
tion insulator similar to its type K . B. section insulator ex
cept that a circuit opening and clos ing a rrangement is in
corporated in the automatic type. Side bars o f impregnated 
hicko ry take the t ensile stress due to the trolley wires. All 
metal parts a re o f either sherardized malleable iron or of a 
bron ze compos it ion. A w edge o f the type that has given ex
cellent se rvice on standard t rolley frogs is used to secure 
the troll ey wi re in each approach. Supplementing the wedge 
an interna lly threaded chuck is provided. This, when tapped 
into it s tapered ho le, fi rmly g rips the wire. The opening and 
closing o f th e circui t is e ffec ted by a switch blade, mount~d on 

~ 

Side and Top View of Automatic Line Breaker 

a rocker. In one position of the rocker the blade makes con
nect ion with spring con tactor s, and in the other position con
tact is not made. T he action o f a spring prev ents the rocker 
from remaining in an intermediate posit ion. 

Current is feel t o the rocker switch blade th rough a heavy, 
flexib le, ,,·oven-copper bond, which is securely connected at 
each of its ends. W hen the t rolley wheel is inbound no arc 
can be drawn ac r oss the knife switch and contact because 
their connection is completed before the trolley wheel leaves 
the rocke r , which is always energized. In r eturning the trol
ley does not open the branch line until the wheel has passed 
onto the r ocker. 

--- .. ·♦·----

CHARCOAL CONES FOR GROUNDING 

A mong the electri cal specialti es of the Paragon Sellers Com
pany, Chicago, Ill. , is the Paragon ground cone, which can be 
applied fo r groun ding the lightning arresters of railway signal 
install at ions, trans fo rmer secondaries and telegraph, telephone, 
power and transmission lines. This article is a hollow cone 
which is m ade of pure copper filled with charcoal. The cone 
is pe r fo ra ted with seventy-five holes to the square inch. The 
charcoal attract s the m oisture and the perforations give the 
desired ample number of discharge points. The cones are in
sta lled simply by dropping them into post holes which are bored 
for the purpose. 
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News of Electric Railways 
Meeting of the Central Electric Railway Association 

T h e progra m for the m eeting of th e Ce ntra l Electric 
Railway Association which is to be held in S t . Joseph, 
Mich., on June 22, 1911, is in preparation. The h ead
quarters of the a ssociation for the meeting w ill be at 
the E d gewate r Club. As the accommodati on s at the 
Edgewater Club are limi ted, it is suggested that re ser va
tions fo r rooms should b e made at the Hotel Whitcom b, 
which is across the bridge from th e Edgewater Club. 

Meeting of Central Electric Accounting Conference 

The n ext me eting of th e Central E lectric Accounting Con
fere nce will be held in Springfie ld, Ill., on Saturday, Jun e 24, 
191 I. He nry J. Davies, secr etary and treasurer of the 
Cleveland Railway, will address t h e conference on th e sub
j ect "Legislat ion A ffectin g E lect ric Rail way Accountants." 
After adjournment the m emb ers will go by specia l train to 
St. Louis, where they wi ll b e t he guests of t h e Illin ois 
Traction System. The officia l program of th e m ee tin g is 
now being prepa red. 

The Master Car Builders' and Master Mechanics' 
Conventions 

The A merican Railway Master Mechanics' Association 
wi ll h old its fo rty-fourth annual conve nti on a t Atlantic 
City, N. J., Jun e 14, 15 and 16, a nd the forty-fifth annual 
convention of th e Maste r Car Builders' Assoc iation wi ll be 
held at the sam e place on Jun e 19, 20 and 21. The exhibits 
will b e placed on Young's Million-Dollar Pier an d a ll t h e 
sessions of the two conventions will be h eld in the Gr eek 
Temple on the pier. The sessions eac h day will be from 
9:30 a. m. t o 1 :30 p. m. Cards for r egistration will be fu r
ni sh ed a t the enrolment booth at the entrance to th e pier. 

The program of the Master Mechanics' cunv.>ntion con
tains on ly one committee r eport w hic h is o f gen eral interest 
to elect ri c railway officers. It is on fl a n ge lubric at ion . 
The Master Car Builders' Association will h ave reports on 
brakes hoes, couplers and draft gear , car wheels, lumber 
specification s and safety appliances. 

Philadelphia Rapid Transit Company's Refinancing Plan 
Formally Ratified 

E. T. Stotesbury, of Drexel & Company, Phi lade lphia, Pa., 
through whom funds have b ee n provided for the rehabilita
tion of the physical property of the Philadelphia (Pa.) Rapid 
Transit Company, was formally elected a director of the 
company on June 6, 1911. The associate s elected to the 
board with Mr. Stotesbury are Thomas E. Mitten, pres ident 
of the Chi cago ( Ill. ) City Railway; Charl es E. Ingersoll, a 
direc tor of the Pennsylvania Railroad; C. S. \ V. Packard, 
president of t h e Pennsylvania Company for In surances on 
Lives and Granting An nuities, and Horatio G. Lord, of 
D rexe l & Company. The direc tors who r etired from th e 
board are Charl es 0. Kruger, P. A. B. Widener, George D. 
Widener, J ohn B. Parsons and August B. Loeb. The new 
directors, Messrs. Sto t esbury, Mitten, Ingersoll, Packard and 
Lloyd, constitute the n ew executive committee, of whi ch i\Ir. 
Stotesbury is chairman. Mr. Stotesbury was also elected 
chairman of the board of directors. During Mr. Stotesbury's 
a b senc e abroad Mr. Mitten w ill ac t as chairman of the board. 
The board of directors of the company as now con stituted 
fo ll ows: E. T. Stotesbury, Horatio G. Lloyd, C. S. W. Pack
ard, Charles E. Ingersoll, Thomas E. Mitten, W . H. Sh el
merdine, J. J. Sullivan, William H. Carpenter, Mayor Rey
burn, of P hilade lphia, and J ohn S. P hipps. In r9ro George 
H. Earle, Jr. , r es igned from the board of directors of th e 
company as a r epr esentative of the city, a nd a successo r t o 
him to serve the city on the board with W. H. Carpenter and 
Mayor Reyburn r emain s to be elec t ed. The votin g tru s t, 
composed of Rudulph Ellis, Arthur E. Newbold and George 
H . McFadden, organize d on Feb. 20, 1911, was forma!ly 
authorized at the meeting. The s tockholders of the P hila-

de lp hi a Rapid Transit Company a nd th e Union Traction 
Co mpany a lso auth orized the $10,000,000 loan. At t h e con
clusio n of the meeting t he fo llowing official statement was 
issued: 

"Mr. Stotesbury's associates are in full accord with his 
expressed desire and intenti on, which is to rehabilitate the 
physical prope rty o f the company and improve it s operating 
method s to the end of de ve loping the be s t s treet car service 
which it is within t h e financial ab ility of th e Philadelphia 
Rapid Transit Company to produce, and which he is assured 
by Mr. l\litten can, within the next five years, be m ade at 
least equa l t o that en joyed by any other American city. 
The new capital represented by the $10,000,000 bond issue 
now authorized is a ve ry small amount wit h which to 
a ttempt to accompli sh such a material change in condition s, 
and it can o nly by the exercise of the utmo st care be made 
suffi cient to complete the rehabilitation of the present prop
erty. 

"To insure the proper maintena nc e a nd renewal of the 
property an amount equal to rs per cent of the gross earn
ings will be u se d for that purpose. It is estimated that 
the expe n ses of the company, includin g th e aforementioned 
maintenanc e and renewals , will be approximate ly $1,500,000 
in excess of its earnings during the three years ensuing, to 
me et whic h d eficit the company n ow ha s sa lab le secur ities 
remaining from the o ld fire insurance fund . The securities 
when sold will produce approximately t hi s sum. The r e
m ainin g two years of the five-year period, it is thoug ht, will 
result in a small ea rn ed surplu s, w hich should continue to 
grow large r eac h year thereafter. 

":\Ir. Mitten's est imate is not ba sed upon a r educed cost 
of operat ion, as all of the economies effected will be offset 
by the larger number of seats nece ssary to be supplied to 
th e public during the rush hours and the increa sed wage of 
one-half cent p er h our, approximating $roo,ooo per annum, 
which the company is now under published promise to give 
to its motormen and conductors on July r of each year. 

''l\lr. Stotesbury has assumed this gigantic task w ith the 
limited funds at the company's disposal sole ly in the hop e 
that t h e re sult of hi s efforts may be of great and lasting 
ben efit to Philadelphia. Under thes e ci r cumstances Mr. 
Stotesbury's task becomes a public undertaking, and one in 
which h e now asks and should properly receive the good 
word and co-oper ation of the press, the public and the com
pany's employees, as with this assistance only can the result 
des ired by all be most quickly and satisfactorily accom
plished. \Vhile it is estimated that the grea ter part of the 
five-year period will be consumed in bringing th e traction 
system up to the desired degree of efficiency, such improve
m ents as are now possible will be undertaken as rapidly as 
circumstances will permit. 

"New ca r s can be added only as rapidly as the additional 
power ne cessary to t heir operation can be provided, the ex
perience of the last winter havin g demonstrated that the 
company's supply of power is not sufficient to meet snow
storm requirements even with that number of cars w hich a r e 
now in regular operation. Power to be effectively used 
should be suppli ed from the company's D elaware Avenue 
power h ouse, w hich it is proposed to enlarge. Before any 
additional power can be produced therefrom, however, the 
excavations and piling for the foundations must be com
plet ed, w hich, with the time n ecessary afterward to install 
th e power-producing units, will require from twelve to fifteen 
months, making no relief possible from this source until the 
latter part of next year. In the h ope of adding at least 200 
new car s against the maximum demand of the coming win
ter, efforts a r e now bein g made to purchase a temporary sup
plying p ower. The company's Delaware Avenue power 
house w ill m ea nwhile b e rapidly pus hed to completion. 

"Rerouting of car lin es will be given careful consideration, 
and th e report o f Ford, Bacon & Davi s to the State Railroad 
Commission [Published in part elsewhere in thi s iss ue-Eds.] 
wi ll no doubt b e of great assistance. The actual r erouting 
of cars s houl d not, h owever, b e undertaken in haste, for the 
reason that the route s of many of th e car lines, as now ope r
ated, h ave been in exist ence for a g r ea t many years; the lines 
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of travel upon them have become es tablished, so that any 
sys tem of rer out in g which would di sturb the se existing con
dition s mus t be g iv en very careful study before any change 
is made. 

"Th e wa ges of m o to rm en and conductors are se t forth in 
the company 's publi shed n ot ic e of April 5, 1910, which pro
vides fo r a maximum wage of 23 ce nt s per h our for year 
beginning July r , 1910; 23 ½ ce nt s per h our for year begin
nin g July 1, 1911 ; 24 cent s per hour fo r year beginning July 
r , 1912; 24½ ce nt s p er h our fo r y ea r beginning July I, 191 3; 
25 cent s p er h our fo r year beg innin g July I, 191 4. 

"In additi on t o th e forego ing , an amount o f $500 is paid 
to th e surviving relativ es at th e death of any m otorman o r 
condu ctor w ho has b een m o re than tw o years in th e se rvice 
of th e compa ny. Those employee s w h o a re m ore than 
six ty- fiv e yea rs o f age, and who have b een in th e servic e 
twe nty-five yea r s, r eceive a pen sion of $20 per m onth dur
in g th e r emai nd er of th eir lives. Twenty-two p er ce nt of 
t he g r oss earnin gs, or 22 ce nt s out o f eve ry dollar t aken in 
on th e co mpany 's ca r s, is n ow r equired to pay the prese nt 
sca le of wages. If mor e tha n 22 per cent of th e g r oss earn
ings wer e t o be u sed fo r thi s purpose, th e phy sica l prop erty 
could n o t b e adequa t ely m a in ta in ed, for th e r easo n that the 
$1,500,ocio n ow set as ide t o m eet th e defic it o f th e next three 
yea r s would th en b e in sufficient for that purpose. Th e 
sufficien cy o f 22 p er cent o f th e g ross ea rnin gs h er e u sed 
as compa re d in a m ount w ith t ha t u se d in the m ost favored 
A m erican citi es in t hi s regard has b ee n g ive n careful con
siderati on. 

"Twenty-five per cent of the g r oss ea r nin gs, o r 25 cents 
out o f eve ry d o lla r taken in on the compa ny's ca r s, is b e
li eved to b e the la rgest a m ount paid by a ny compa ny in 
wages t o it s m o to rm en a nd conductor s in a n y c ity of the 
Middle or Eas t ern States, a nd in th ese cities the ave rage 
fare, includin g t r an sfe r s, approximates only 3 cents p er 
pa sse nger. T he 22 p er cent of the g r oss earnin gs. o r 22 

ce nt s out of eve ry do llar taken in on th e comp any's ca r s, 
n ow paid in Philade lphia to motorm en and conduct o r s is 
g r eater per passe n ge r carried th an the 25 p er cent paid in 
th ese oth e r cities , fo r th e rea son t h at th e rat e o f fa r e 
in P hilade lphi a, incl uding tra n sfe r s, i s s lig htly in excess of 
4 ce nt s p er pa ssen ger; in o th er words, t h e m ot o rm en a nd 
condu ctor s of this co mpan y receive more wages p er pas
se n ge r carried th a n do the m otorm en and condu cto r s in 
a ny o f th e cities afo rem enti on ed. 

"The introduction of la rge r cars and bett er oper a ting 
m eth ods, together with proper co-opera tion b etw een the 
m en and the m anage m ent, will very mat erially improve th e 
op erating effic ien cy of th e comp any so that it may compa re 
favo r ably with th at of a ny of th e cities aforem enti oned, 
th er eby making poss ibl e such a n in creased scale of wages 
during th e interve nin g yea r s as sh ould r esult in a maximum 
wage of 28 ce nt s in the yea r commencing July I, 19 15, or 
th e fift h y ea r of t h e Sto t esbury m a nagem ent 

"This added in crease in wages of mot ormen a nd con
ductor s over that promi sed in th e company's published 
notice of Ap ril 5, 1910, mu st of a n ecessity depend upon th e 
degree o f co-oper ation di splayed by th e m en in assist in g th e 
mana o-e m ent in it s effo r ts t o improve t h e meth od s of opera
tion. 

0 

Such a n in crea se o f wage would· necessa rily b e de
ferred and perh aps m ade imp oss ibl e sh ould th e company be 
put t o expen se on accoun t of lab o r troubl e w ith its mot o r
m en and conducto rs, as in th a t eve nt the costs incid ent 
theret o w ould have t o be spread over th e r emainder of th e 
fi ve-year p eriod and paid out of the 22 per ce nt o f th e g r oss 
earnin o-s se t as id e for wages of m otormen and conductors, 
thu s c;n suming th e m on ey w hich would o th er w ise b e avail
able fo r the purpose of in creased wages. 

"Summarizing the s ituat ion, it can be now well stated that 
the affai r s of the Philadelphia Rapid Tran sit Company ar e 
in the hands of a publi c-spirit ed citi zen . l\fr. Stotesbury, 
wh o, actuat ed by a desire t o perform a r ea l se rvice to hi s 
n ative ci t y is n ow attempting, w ith the limite d r esour ces at 
the compa~y's command a nd with its ve ry h eavy expen ses 
as compared with it s ea rnin gs, to build up a p erfect syst em 
of tran sp o'i-ta tion and at th e sam e tim e sa ti sfy th e three 
parties in interest. T o the_ p~blic h e promise : an adequate 
sys t em of transportation w1th111 a _five-year pen<;>d, b~t coun
se ls patience during the ac complishment of this obJect; to 
t h e motormen and conductors he promises r ecognition of 
their effort s in th e way of co-operation by such wages as 

the resulting increased effic iency makes possible, but to the 
stockholders of th e Philadelphia Rapid Transit Company he· 
can only promise the building up of their property to the 
end that it may b e a credit t o it s owners and productive of 
return upon th e $30,000,000 of capital actually paid in. 
Th ere can be n o h ope of dividend upon this stock, however, 
until good se rvice t o the public ha s become an established· 
fact and th e wage s of th e m otormen and conductors have 
b ee n placed upo n a sa ti sfactory basi s." 

The s tatem ent m ade by Mr. Mitten, which shows the di s
position of the fund for rehabilitation which is now avail
ab le, wa s publi sh ed in the ELECTRIC RAILWAY JOURNAL of 
A pril 15, 191 I, page 682. 

Three-Cent Fares in Cleveland 

On June I, 1911, the Cleveland (Ohio) Railway discon
tinued th e charge o f I cent each for tran sfers and began 
the ope ration of th e lines on a straight 3-cent fare within 
the city limit s. This wa s done in compliance with a notice 
fr om G. M. Dahl, s treet railway commissioner, to the effect 
that th e intere st fund had reached $700,000, or $200,000 
more th a n th e required $500,000, and that under the Tayler 
o rdinan ce the fare mu st be reduced t o J cents. On the 
eve nin g of May 29 th e City Council adopted a resolution 
which sus tained Mr. Dahl. 

Th e directors of th e company met on May JI, 1911, and" 
dec id ed to put the 3-cent fare int o effect, but it was stated 
that som et hin g mu st be done to provide sufficient funds 
to take care of the bu sin ess o f the company in the future. 
J . J. Stan ley, pres ident of th e co mpany, issued the follow
in g s tatement afte r th e meeting : 

"On las t Monday evenin g the Council adopted a resolu
tion direc tin g th e Cleveland Railway to reduce the fare 
to 3 ce nt s cash fa r e, I cent for transfer, and I cent 
r ebate, comm en cin g o n June r. The directors met Wednes
day m ornin g and direc t ed that th e fare be so reduced. They 
have done thi s notwith s ta ndin g that they regard it a s poor 
business p o licy in the face o f the maintenance reserve 
s h owin g a shortage of $264,000 and the operating expense 
sh owin g a shorta ge of $121,000, making an actual shortage 
of $385,000 in s te ad o f any surplus what ever. 

" Las t June the company applied for an increase of its 
operating allowan ce. Thi s r eq ue st w as ren ewed las t Janu
a ry, a nd was g rant ed by Council re ce ntly, to be 1.:ftect:ve 
fr om May I and continuin g until Jan. I. It is hoped th,.t 
the operat in g deficit will su bs tantia lly be made good before 
Ja n. I , 1912. If n ot, the company will again apply for an 
in cr ease in th e o perating allowance. 

"As t o the $264,000 sh orta ge in the maintenance and· 
renewal r ese r ve, it may be n ecessa ry in the near. future to • 
app ly fo r an incr ease . Thi s should be granted by the Coun
cil without a ny app lication in order to comply with the 
principle s of good bu sine ss mana gement, as the board is 
unabl e t o see the w isdom of directing a reduction of fare at 
the sa m e time that the shortage in the maintenance and 
renewal fund is increasing." 

The board discusse d the propose d amendments to the 
Tayler franchise, but ca me t o n o conclusions upon any of 
them. Mr. Dahl in sis t s that the company shall not be 
g r anted an in crease of it s maintenance and renewal fund· 
unle ss it applies to Council. He sa y s that there should be 
n o de fic it and that t h e company sh ould n ot have spent the· 
m oney it did until th e fund was suffici ent t o allow it. 

At the meeting of t h e Counc il committee on street rail
ways on the evenin g of June r, 1911, a communication was 
r eceived fr om City Solicitor Baker in which he criticised· 
sever a l of the proposed ame ndments to the Tayler fran
chise, as indicated in the Kramer ordinance, introduced 
som e time ago. He expr essed the fear that the 3-cent fare 
would be enda n ge red, a s well as the city's right to purchase 
the property, unle ss these conditions are further safe
guard ed. He says that no amendment should be adopted to 
g ive th e suburb s th e low fa r e, as they are admitted without 
a r efe r en dum vote. He also objects to the plan to have 
the city take over the property at the capital value, in 
case it is decided t o purchase, on the ground that it is 
h ol din g out t emptation to inflate and increase the capital 
value as a mean s of di scouraging municipal ownership. 

Mr. Baker advises that the provision for the city to• 
take over the property should be made specific as to that 
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portion lying within th e city limit s. Unless thi s is done 
doubt may arise as to th e city's right to own a nd op erate 
a railroad outside of it s limit s and the company could 
deny that the city has a right to purchase part of the prop
erty without taking it in its entirety. Mr. Baker in sist ed 
that no amendments should be passe d until the company 
agreed to allow the city to nam e immediately a purchaser 
for the property. 

Mr. Dahl charged Mr. Baker with being an obstructionist. 
He sa id that opp o nent s of th ese amendment s seem t o co n
s ider 3-c ent fare sacred. Judge Tayl er, in fram in g the 
o rdinance, did n ot have 3-cent fare in mind, but advocated 
allowing the people to ride at cos t with a profit of 6 per 
cent to the stockh o ld ers o f the company. According t o 
Mr. Dahl, Mr. Baker kn ew th at th e compan y would no t ac
cept a n amendm ent that would t ak e the prop erty o ut of 
it s ha nds. Mr. Dahl a lso attacked Mr. Baker's o ppos itio n 
t o extending the low fare t o th e suburb s as th ey a r e a n
n exed, a nd sa id that he fe a r ed an attempt t o a nnex a ll 
the suburbs in o rder to make a n increase in th e fa r e n ec
essary. 

D. C. We stenhaver, o ne of the attorneys for the lat e 
Mayor Tom. L. John so n and a member o f th e special co m
mittee of the Ch a mb er of Comm erce whi ch r ecommend ed a 
number of amendm ents , s tated that no amendment should 
be adopted without providin g fo r a referendum vo te . Mr. 
Dahl answered that he was not opposed t o a referendum 
vo te, but that it was the duty of those who th o ught that 
such a vote should be taken to pre sent a petition. If the 
City Council made provision for such a vote in adopting 
amendments, it would indicate a desire to shift the re
sponsibility to the people. I--ie sa id that he would not vote 
fo r a referendum, but that he w o uld defend the amendments 
before the people, if a r efer endum is had on them. 

Commissioner Dahl ha s r equested the company t o in
s truct conductors on th e pay-within cars to keep the rear 
doors of the se cars open at a ll time s. Thi s move ha s 
been made because of the acc idents which have occurred 
in closing the doors on women' s skirt s a nd in o ther ways. 

Transit Affairs in New York 

The special committ ee of th e Boar d of Estimate a nd 
A pportionment o f New York a nd the Pub li c Service Com
mis sio n agr eed on June 5, 19II , upo n a policy a nd report 
o n the subway problem. A t a confer ence at th e Bar Asso
ciati on the las t details w er e di scu ssed, and at the conclu
sion of the session President McA n eny o f the Borough 
of Manhattan sa id that an agreeme nt had been reach ed 
a nd that h e and Chairman \Villcox o f th e Public Service 
Commi ss ion would hav e the report in shape fo r submi ssion 
to the meeting of the Board of Estimate on June 8, 191 r. 
The city' s conferees agreed that n o thin g sh ould be m ade 
public concerning the nature o f their recommendati o ns or 
the policy to be out lined until the report it s elf is presented. 

Despite th e fact that it wa s announc ed that the rec o m 
mendati o n s of the committ ee w ould n o t be mad e public in 
anticipation of the presenta ti on of the fo rmal r epo rt s , th e 
daily papers on Tuesday and W ednesday a ll sa id that the 
r eport would r ecommend a divi s io n of territo ry b etwee n th e 
Interboro ug h R apid Transit Company and th e Brooklyn 
Rapid Transit Company. In brief, it was s tat ed tha t the 
r eport of the tran sit committ ee would favor th e buildin g of 
two tunnel s und er th e East River, o ne for each company, 
but would r ecomm end th e control of a ll the bridges by the 
Brooklyn Rapid Transit Company through th e ass ig nin g 
o f the Centre Street loop t o that compa ny. As fo r th e loca
tion o f th e line s, th e Brooklyn Rapid Transit Comp any, so it 
w as stated, would get the loop n o rth t o Fifty-ninth Stree t 
and across th e Queen sbo ro Bridge t o Qu ee n s a nd th e Inter
b oroug h Rap id Tran sit Company wou ld get the Broadway
Lafayette A venue loop throu g h Brooklyn , connecting with 
Ma nhattan by a tunnel under the Eas t R iver at Fourteenth 
S tree t. In detail it wa s predict ed th at the committ ee would 
report for the Brookly11 Rapid Transit Compa ny in favor of 
th e Pin eapple Stree t tunnel und er the East River, thi s to 
be ex tend ed under Broadway at Liberty Street t o Churc h , 
there t o afford a conn ection with th e Hudson tunn e ls. F rom 
that po int it is sa id that a route n o rth is to be laid out fo r 
t h e Brooklyn R a pid Tran sit Compa ny under Churc h Street 
t o Vesey Stree t, through V esey Stree t t o Broad way, up 

Broadway to Forty-seco nd Street , a nd thence up Seventh 
Ave nue to F ifty-ninth St reet, there to turn eastward to 
cross the Queen~boro Bridge int o Queen s. This, with the 
Ce ntre Street loop, wou ld r eprese n t the Brook lyn com
pany's share in Manhattan. A lon g with this it was sa id 
that a 5-ce nt fa r e wo uld be demanded from the .Brooklyn 
Rapid Transit Company from Fifty-ninth Street to Co ney 
I sla nd. For the Int erb oroug h l{apid Tran sit Comtia ny 
such an arrangement would mean t he Ea s tern Parkway sub
way in Br ookly n, t oget h er with the Broadway-Lafayette 
Ave nue loop, t o co nn ect at No rth Seve nth S treet with the 
tu nn el und er th e East Riv er to l\lan hattan. Added to this 
wo uld b e the Lex in gton .'\ve nu e a nd Seventh Avenue routes 
in Manhattan a s extens io n s t o the present subway north 
a nd south of Fo rty-second Street. 

Gove rno r J o hn A. Di x of New York issued the fo ll owi ng 
statement o n Jun e I, 19 11 , a nn ounci ng the appointment of 
J. Ser geant Cra m, chai rman of the genera l comm ittee of 
Tammany Hall , as a m em ber of the P ubli c Service Com
mi ss ion o f the Fi r s t Di s trict of New York to succeed Ed
ward l\I. Bassett, who se t erm of o ffic e expir ed in February. 

" I know Mr. Cram to be a man of unu sua l force and 
abi lit y an d of demonstrat ed cou rage and independence. He 
is a man who accompli shes re sults, th e kin d of man the New 
York City r a pid tr a n sit e> itu ation nee d s at the pre se nt tim e. 
***A n o ther r eason is that I des ir e t o have o n t h e Fi r st 
Di st rict Commissio n at lea s t o n e member I personally 
kn ow and wh o wi ll be a part of my admini stration.*** 
I believe ~1r. Cram und er stands as few m en do the 
rapid transit n ee ds of New York City; that he has complete 
knowledge of the details of th e r ap id t r ans it problem and 
will treat the que sti on from th e v iewpoint of the entire 
municipa li ty. 

O n June 2, I9 II, Borough Pre sident George l\IcAneny of 
Manhattan, who is chairma n of th e trans it committ ee of th e 
Boa rd of Estima t e, which is t o report o n the subway o ffers, 
se nt Governo r Dix a lett er prote s tin g again st the Governor's 
acti on in appointing Mr. Cra m to su cceed Mr. Bassett, a t 
this time particu la rly. He suggested that the n omi nation 
o f l\Ir. Cram be withdrawn, at least t emporarily. Mr. ::\Ic
An eny, after ca lling the attention of the Gove rn or to th e 
present subway ne gotiati o n s an d th eir n earn ess t o conclu
sion. su ggested that th e inj ection of a new pe r sonality would 
eith er de lay th e m att er ind efinit e ly o r compel the appointee 
t o vote on the b as is of op ini o n s h e ente rtain ed b efore h e be
cam e a member of th e commi ss io n. 

In reply to l\Ir. l\IcAneny Governor Dix sa id that h e had 
kn owledge of the situation in New York before h e nomi
nat ed Mr. Cram, a nd that h e b elieved th e add iti o n of l\1r. 
Cr am to t he commission would re sult in prompt action ~o 
far as subway ext en sio n s are concerned. 

Fo ll ow in g the announcement of hi s appointment Mr. 
Cram in an int erview declared himself in favo r of con
st ru ctin g subways fi r st, t h en of fi ndin g an ope r a t or for 
th em , of a 5-ce nt fare t o Coney I s la nd, a nd of th e u se of 
Third Ave nu e in s tea d o f Lexington Ave nu e fo r the up
town eas t-si de subway. 

M ayo r Gayn o r o n May 31, 1911, in a letter to a r ea l estate 
oper a t o r in Brooklyn, critici sed the Brooklyn Rapid Tra n sit 
Company severely for supp osed sin s of o mi ss io n . He criti
cised specificall y the typ e of ca r s u sed a nd th e fact that the 
co mp any ha d no t insta ll ed the underground conduit system. 

T. S . Williams, pr es id ent of the Brooklyn Rapid Trancit 
Company, was prompt to rep ly to th e Mayor. In a pub lic 
sta tem ent h e enumerat ed some of th e ind o rsemen t s hi s com
pany ha s had fr o m the Public Service Commi ss ion a nd its 
r eprese n ta tiv es r e la tin g particula rl y t o the co nditi o n of the 
compa ny's equipment and ge ner al property, it s credit and 
fina n cia l s t a nding, the valu e be hind its sec uritie s and it s 
bookkeeping meth od s. He also sa id that during the eight 
years en ded June 30, 1910, t h e Brooklyn Rapid Transit 
sys t em had ex p e nded $12,658,000 for ro llin g stock. and dur
ing the last ten years h ad exp ende d upward of $12,400.000 
in ma int ena n ce of equipment, making a total expenditure of 
upwa rd o f $25,000,000 since 1900. 

Bureau of Public Utilities Proposed in Pittsburgh.
, \n o rdin a nce cr eat in g a city bur eau of public utiliti es is 
being prepared by th e City Soli citor and w ill be presented 
to th e new Coirn cil of N in e, which has been appointed by 
Govern or T en er. 
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Another Hearing in Chicago on Subway Plans.-At the 
meet ing of t h e tra nsporta tion commit t ee o f the City Coun
cil of Chicago, Ill., on May JI , r9rr, t h e p la n fo r su bways 
proposed by R. C. St. J ohn, fo rmerly a ss is ta nt subway 
en g ine er under B ion J. A rnold, was con side r ed. An o ut
lin e of this plan was published in t h e ELECTRIC RAILWAY 
JOURNAL of May 27, I9II , page 922. 

Report on Improvements of Pennsylvania Railroad at 
Philadelphia.-The accounts publish ed in t h e n ewspaper s 
of Philade lphia on Jun e 7, I9 II, which purpor t to give the 
essential s of the r ecommendations which are to ·be made to 
the Pennsylvania Railroad by the board w hich is consider ing 
the question of terminal improvements in Philadelphia, a re 
declared by the company n o t t o be authoritative. T he 
report by the board is n ow b eing prepared and it is expected 
that it wi ll b e presented at an early da te. 

N ew Y ork R ailway H eld to B e a Nuisance .- The Ap
pellate Divis ion of the Supreme Court of New York has 
reversed a judgment of the Special Term which sustained 
the demurrer of G. H. Montagu e, receiver of the Fulton 
Street Railroad, and dismissed the city's complaint. The 
suit was broug ht to have the Fulton Street Railroad's 
franchi se forfe ited. The Appe llate Division said t hat on 
that point of the complaint the demurrer was properly sus
tained because the action could be brought only by the 
peopl e acting throug h t h e Attorney-Ge n eral. The court, 
however, sa id that an examination of the complaint showed 
that the ac tion was on e to enj o in the m a intenanc e of a 
nuisa nce. The court further sa id: "The worn and defec
tive rail s in th e s treets constitute the nui sance complained 
of, and a n ad judication that th ey a r e a nuisance coupled 
with som e provision s fo r th eir r em oval will in no way in
volve an adjudica ti on fo rfeitin g the fran chise for n o n
user. * * * A n ad jud icat ion r equ iring the removal of the 
rails would st ill leave the own er s of the fra n chise free to 
replace the old r ails w ith n ew and operate the railroad." 

LEGISLA TION AFFECTING E LECTRIC RAILWAYS 

CONNECTI CUT 

Two rep ort s have bee n prepared fo r presentation to the 
Connec ti cut Ge neral Assembly by the judic iary committee, 
to which the public ut ilities matter was referred. A major
ity report, sig n ed by seve n of the eleve n members of the 
committee, was in favor of a commission to have charge 
of a ll the public se r vice corporations in the State, except 
the railroads a nd electric railways, these t o r emain under 
the jurisdiction of th e present railroad commission. A 
mino rity report, sign ed by the other four, provided for a 
s ingle commission of thre e members to have charge of all 
public utilit ies . The minority bill is after t he form of the 
State Bu sin ess Men's Association b ill , which Governor 
Baldwin r efused to indorse. It provides power s as to rates, 
servic e and capitalizatio n. The reports were to be sub
mitted to t h e Senate on June 6, 1911. 

MASSACHUSETTS 
The bill o f the Boston & Eastern Electric Railroad, seek• 

ing a certifica t e of public convenie n ce and necessity to 
authorize it to proceed with construction , reached a third 
reading in the House during the week ended June J, 191 r. 
Rep r esentative \ i\T ash bu rn , Worcester, opposed passing a 
b ill with a penalty clau se. The proposed amendment strik
ing out the penalty clauses was lost, and third reading o r
dered on a voice vo te which was practically unanimou s. The 
committe e on st re et railways h as r eport ed adversely on the 
recommitted House Bill No. 522, which provides that 
sch olars' tickets shall be subject to the same penal ties for 
abuse which exist in connection with transfer tickets issued 
to passengers. A special report has been sent to the 
Legislature in response to an order requesting the Railroad 
Commission to determine means to be employed to protect 
passengers from injury at stations of the 'Boston E levated 
Railway (House 1953). T h e committee on ways and mean s 
has reported in favo r of a resolve providing fo r an in vesti
ga tion of impr ovemen ts in the subway a n d transpor ta tion 
system of Boston . T he committee on s treet r a ilway s h as 
reported leave to w ithdraw Hou se Bill n64, to p r ovide fo r 
t he issuance of free t r a nsfers fo r the n ight pa t ron s of the 
.Boston Elevated Railway. 

Financial and Corporate 
New York Stock and Money Markets 

June 6, 1911. 
Both t rading a n d p rices h ave b een irregular during the 

week, but there h ave been on ly s lig ht recessions from the 
new leve ls reached after t h e Suprem e Cou rt deci sions. The 
bond market continues to exhibit strength . The increase in 
t h e vo lume of financ ing and t h e fac t t ha t m on ey r a tes have 
becom e a trifle h ig her are rega rded as sign s of b ette r condi
tion s. Quotations to-day wer e: Call , 2¼@2½ pe r cent; 
ninety days, 2¾,@3 per cent. 

Other Markets 
The Philadelphia mar ke t has b ee n spasmodic, w ith a 

firmer tone toward the latter pa rt of t h e week. , S light a d
vances wer e m ade to-day in the transit sha res, with the 
trading marked by the strength of t h e Lehig h Vall ey T rac
tion issues. 

Fractional gain s have been made in the maj ority of t he 
Chicago eleva ted issues, and the market has bee n m ildly 
ac ti ve . About 9 per cent of t h e to t al stock of the variou s 
e levated companies, in accordance with the term s of pur
c hase by t he Blair syndicate, w ere d eposited up to Mon day 
n oon with the Illinois Tru st & Savings Bank.. 

Trading in Boston has been active. Massach usetts E lec
tri c common reached 24 and the preferred reached 93. To
day's market was irregular with mino r price changes. 

The Baltimor e market is quiet, with a fa ir bond demand. 
Quotations of traction and manufactu ring securiti es a s 

compared with last week fo llow: 
May 29. 

American Light & Traction Compan y (common) ...... a295 
American L ight & Trac tion Company (preferred) •..... al08 
American Railways Company ......•................ a44½ 
Aurora, Elgin & Chi cago Railroad (common)......... 40 
Aurora, Elgin & Chi cago Railroad (preferred) . . . . . . . . 86 
Boston El evated Rail Nay .......................... al27 ½ 
Boston Sub·urba n E lectric Companies (common) ...... al5 
Boston Suburban Electric Companies (preferred) ....•. a75 
Boston & \1/orcester Electric Com panies (common)... a8 ½ 
Bost on & \Vorcester Elec tric Companies (preferred) .. a50 
Brooklyn Rapid Transit Company. ..... . ........... 80 
Brooklyn Ra pid T ransit Company, 1st ref. conv. 4s .... 85½ 
Capital T raction Company, Vl'ashington .. ......... al30 
Chicago Ci ty Ra il way .......... ..................... al95 
Chica go & Oak P a rk E levated R ailroad (common).... 2 
Chicago & Oak P a rk Elevated Railroad (preferred). . . 7 
Chicago Railways, ptcptg., ctf. 1 .................... a82 
Chic ago Ra ilways, ptcptg., ctf. 2 .............. , .... a22 ½ 
Chicago R ailways, ptcptg., ctf. 3 .............•........ al0 
Chicago Railways, ptcptg., ctf. 4.................... a6 
Cincinnat i S treet R ail way ............... ........... al30½ 
Cleveland R ail way . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . 98 
Columbus R ailway (common) ........................ a96 
Columbus Ra ilway ( pre ferred) ...................... al0l 
Con soli dated Traction of N ew Jersey ................ a77 
Consolidated Tracti on of N. J., 5 per cent bonds ...... al05½ 
Dayton Street Railway (common) .......... .. ...... . a30 
Day t on Street Railway (preferred) ................... al00 
Detroi t U nited Railway .................... ........ ; 71 ¾, 
General E lect ri c Company ........................•. 167 ½ 
Geor gia Railway & Elec tric Company (common) .. , ... 136 ½ 
Geor gia Railway & Elec tric Company (preferred) ..... 92 
Interborough Metropolitan Company (common)..... .. 18 ¾ 
Interborough l\!e t ropolitan Company (preferred)..... 53 
Interborough Metropolitan Company (4 ½ s)... . ... .... 79 ¼ 
Kansas Ci ty Railway & Light Company (common) .... al9 
K amas City R ailway & Light Company (preferred) .•. a49 
Manhatta n Railway .. .............. .. .. ............ 136¼ 
Massachusetts Elec tric Companies (common) ......... a21 ¼ 
Massachusetts E lectric Companies (preferred) ........ a89 ½ 
l\Ietropolitan \Vest Side, Chicago (common) . . . • . . . . . . a26 
M etropol itan W est Side, Chicago (preferred) ......... a72½ 
Metropolitan Street R ailway, New York.. .... ........ 15 
Milwaukee Ele~tric R ail way & Light (preferred) ...... *1 10 
North Am erican Company..... . ..... . . . . . . . . . . . . . . . 75 
Northern Ohi o Li ght & Traction Company........... 46 
Northwest ern El evat ed Railroad (common) .......... a27½ 
Northwes tern Elevat ed Railroad (preferred) .......•.• a69 
Philadelphia Compan y, Pittsburgh (common).......... 57 
Philadelphia Compan y, Pittsburgh (preferred)........ 43 ½ 
Philadelphia R apid Transit Company... .............. 17¾ 
Philadelphia Traction Company. ............ . ....... 82½ 
Public Service Corporation, 5% col. notes (19 13) ..•.. 101 
Public Service Corporation, ctfs .... ...•.. . . .. ........ a l0 7 
Seattle Electric Company (common) .•.....•....••• , .a109½ 
Seattle Elect ric Company (preferred) ...........•..•. alOl 
South !Side Elevated Railroad (Chic ago) ....•.•.•...•. a77½ 
Third Avenue Railroad, New York .........•..••.••• *12¼ 
Toledo Railways & Light Company. . . . . . . . . . . . . • . • . . 7 ¼ 
Twin City Rapid T ransit, Minneapolis (common ) ••••• ,al lO 
Union Traction Compan~ Philadelphia.. • . . • • . • . • . • . a48 
United Rys. & Electric 1.-ompany, Baltimor e .• , .••• ,. al8 ¼ 
United Rys. Inv. Co. (common).. . . . • . . . . • . . • • • . • . • . 41 ½ 
United Rys. Inv. Co. (preferred) ....•.............•• *72 
Washington Ry. & Electric Company (common) . ..•.. a3 4 
Washington Ry. & Electric Company (preferred) .... a89 ¼ 
West End Street Railway, Boston (common ) ..•.•.•. a90 ½ 
West End Street Railway, Boston (preferred) ..•.•... a103 ¼ 
Westinghouse Rice. & Mfg. Co.......... . ....... . .. 78 ½ 
Westinghouse Elec. & Mfg. Co. (1st pref .) .•.••...•. 118 

a Asked. *Last sale. 

June 6. 
a295 
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19¾ 
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al9 
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46 

a28½ 
a69 
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a8 
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ANNUAL REPORT 

United Railways Investment Company 

T h e state m ent fo r th e yea r 19 10 of thi s company from 
its in vestm e nt s in San F ra ncisco, P it tsburg h and e lse wh er e 
s h ows t h e fo llow ing: 

lncoDiv\dends on stocks owned ........... . •••• • •••••••·· $2,044,672 
Inter es t on bonds owned. . ......................... . 3,000 
Interest on loans and acc ounts r eceivable............ . 60, 189 
Inter est on bank ba la nces .. ... . ........ . ....•.•...• • • 1,700 

T otal ...... . ...... . ............•....••.•..... . $2,109,56 1 
Expenses and other cha rges : 

E x penses : 
Salaries . . ...... ....... ..............•............. 
Legal . ...... . ... ...... ... . ................... •. • • • 
Corporati on t axes .. . ... ... • •....................... 
Tra nsfe r agen ts', regist ra rs ' a nd t rustees ' fees ....... . 
Fees of trust compan ies fo r paying coupons, etc ...... . 
Tax on increase of capital st ock .. . . .. .. . . . . . ........ . 
T ax on bonds held in P ennsylvania .... . .. . ......... . 
Director s' fees and expen ses .. ...................... . 
Stationery, printing and postage .................... . 
Traveling ........ . . . . ........ ..................... . 
General . . ........ . ...... ..... ..................... . 

Total ......... .. .... ....... ............... . ... . 
Other charges : 

I nterest on collateral trust sinking fund 5 per cent 
gold bonds .. . .... . . .... .... .. . . .............. . 

Inter est on 6 per cent con verti ble go ld bonds of 1910 .. 
Interest on 6 per cent n otes of 1908 ........ • ..•.....• 
I nter est on loans and n ot es payable .....•........... 
lnterest on dividend certi fica tes ... . . ............... . 
Proportion of discount on 6 pe r cent notes of 1908 ... . 
Misce llaneous .... . ....... . . ....... .... . .•..... . .... 

$30,556 
17,000 

5, 570 
3,625 
1,077 
1,200 

877 
2,237 
1,28-1 
3;o53 
8,5 -l-l 

$75,023 

$907,5 00 
43,015 

171,000 
48,777 
80, 2-11 
15,000 

2,537 

Total. . . . . . . . . . . . . . . . . . . . . . . . . . . .. . ........... $1,268,070 

Total ................ .. . . ...•............. $1.3-1 3,093 

Net income for the year.......... . .................. $766, 468 
Profit a nd loss-surplus at beginning of yea r .......... l,602;3 11 

Profit and loss- sur plus, Dec. 31, 1910 . .••.• .....•.... $2,368,779 

T h e sta t em ent o f the U ni ted Rail roads of San F ra ncisco 
for th e year end ed Dec. 31, 1910, is as fo llows : 
G r oss earnings: 

P assenger ......... .. .. .... .. ....... .. ..... .. . . .. .. $7,605 ,489 
A d vertising . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . 48,000 

Total . . . . . . . . . . . . . .. .. ...... . . . ..... . ......... $7,653,489 
C )pera t in g expenses : 

Maintenance of way and st ructures. ................. $3 -l-l/ 58 
Maintenance of equipment. ... ... .... ...... .. ........ 633,386 
Transportat ion expenses .... . .... . .................. 2, 770,2 12 
General expenses. . .... . ........ . . . . . . . . . . . . . . . . . . . . 532,814 

Total ........................ . ................. $4,28 1,170 
Ratio to gross earnings, 55. 9-1 per cent. 
Taxes an d licenses.. .. ........ .. . .. . . ............... 4-!8,100 
Ratio to gross earnings, 5. 85 per cent. 

Total operating expenses and taxes ....... ............ $4,729,270 
Ratio to gross earnin gs, 61.79 per cent. 

Net ea rnings ............... ...•......... .......... $2,924, 219 
Other inc om e : 

}~?I:~::•n·~·L::··.·· ... :_· .. · .. ·:··.··.·:··.··.···: ·:·:: ·: ·:·:: ::::::::::::::::: $:tm 
T ot al . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . ..... . $90,278 

D ed ~~fi~ /ncome ............... . ..................... . $3,014,497 

Inte rest on 5 per cent promissory gold notes .. . . . • . • . . . $50,000 
Interest on income n otes (de ferred obligations)....... 43 ,015 
Inter est on eqmpment notes. . . ... .. . .. . . . . .. .. ....... 10 133 
Inter est on bills and ac cou n ts paya ble ......... . ......... 56'.497 
Renta ls and leases . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . 73,463 

T ot al . . . . . . . . . . . . . . . . . . . . . . . . . .... . . . . . . . . . . . . $233,1 08 

Ne t income before bond inter est charges .....•....... $2, 78 1,389 

B ond interest: 
United Rail roads bonds ........ ... ................. . $1 013 360 
Underlying bonds . . . . . . . . . . . . . . . . . . . . . . . . . . . • . . . . . . '799~050 

T otal • ... ..................•...•.............. . $1,812,410 

r.et)ncome before sinking fund charges .............• 
111 m g funds . ... . ............................. . ... . 

Surplus for period .•••...•.••••..........••..•• •. ... 

$96&,979 
367,070 

$601,909 

Ernst T ha lma nn , the p res ident o f the United R a ilways 
I nve stment Compa ny, says, in pa rt : 

"Since t he sup ply of elec tri c powe r by the Si erra & San 
Fran cisco P ower Com pany bega n, J une 7, 19 10, n o t only 
h as there bee n a ve r y sub s tant ial saving t o the Unit ed 
Rai lroads of San F ra ncisco in the cos t of such power, bu t 
t h e sup ply has bee n furni sh ed so continuously a s to re nd er 
t he ope ra tion of it s ca r s mos t effec tiv e. 

"The wor k in connec tion w ith th e S ierra & Sa n F ra ncisco 
Powe r Company has n ow b een subs tantia lly com pleted, 
and t h e res ult s th erefr om have fully sa ti sfied th e expecta-

tion s o f t he dir ec tors o f your compa ny. \Nhi le the m ar
keti ng of t he surp lus power o f th e com pany has necessa r ily 
bee n defer red unt il comp leti on o f it s co nst ructio n work , 
it is n ow exp ec t ed tha t a con sid erab le part of th is surplu s 
w il l be di spos ed o f dur ing the prese nt year t h ro ug·ho ut t he 
t erri t ory se r ve d and it s inc om e m a teri a lly inc r eased. 

"The s tate m ent of the earnings of the Sierra & San 
Francisco P ow e r Company furn ish ed by it s office r s to t h e 
pres iden t o f y our compan y from Oct. I, 1910, when t he pe r
m a nent p owe r co ntract with the U ni ted Rail roa d s of Sa n 
F ra n cisco beca m e o pera ti ve , t o M a r ch 31, 1911, a perio d of 
s ix m onth s, is as fo ll ow s : Gross earnings, $390,377; ope rat
ing exp enses and taxes, $ 133,8 12; n et earnings, $256,565; 
in teres t on fi r s t m ortgage bond s, $157,274 ; net income, 
$99,29 1. 

" It is g ra tifying t o n o t e th e co ntinued improvement in 
t h e earnings o f t h e P hi ladelphia Co m pany. The gross 
earnings fo r the y ear ended D ec. 3 1, 1910, sh ow a n increase 
of $2,005,238 ove r th e yea r 1909. D iv ide n ds upon the com
m on st ock of th e Phi ladelphia Com pany were paid during 
th e yea r 19 10 t o th e amount of 7 p er ce nt , which in cluded an 
extra di vid end of I p er ce nt , decla red J une 7, 1910, the 
r egul a r di vid end be ing 6 pe r ce nt . 

" During 1910 many p ermanent imp rovem en ts have been 
m ade to t h e physical prope rties of the Ph il ade lph ia Com
pany and t hose of it s sub sid ia r y a nd con troll ed comp anies. 

"About March 20, 19 1 I , 200,000 sh a res of t he common 
s tock of the Philadelphia Compa ny we r e offic ially listed 
up on th e parque t o f th e Pari s Bour se. Y our director s be
li eve tha t the r es ult o f thi s action, which was acco mplished 
only aft er prolo nge d ne gotiation s, will be benefic ial n ot 
o nly t o t he h older s of th e se cu r ities o f th e Philadelphia 
Co mpa n y, but t o the stockh old ers and security ho ld er s of 
y our company. 

" Since D ec. 31, 19 10, an additiona l in s talm ent of t h e 6 
p er ce nt n o t es o f 1908, amountin g t o $200,000, w as p a id a t 
m a turit y, Feb. 15, 19 11 , thus r edu cing the outstandin g 
a m ount of such n ot es to $2,500,000." 

The s t a t em ent of asse t s o f th e compa ny sh ows th e fo l
lowin g securities owned: 50,000 shar es of fi r s t p r eferred 
st ock, 200,000 shares of p r eferred stock and 80,014 shares of 
common s tock o f the U nited Rai lroad s of San F ranc isco, of 
a par va lue of $ 100 ea ch; 484,000 sh ar es of com mon stock of 
the Phil ad elphia Comp any , of a pa r va lue of $50 ; 55,000 
shares o f th e capit al st o ck of the R a il road & Power D evel
opment Compa n y, o f a par va lue of $ 100 a sh a r e, and other 
securiti es t o th e ext ent of $362,910, t otaling to $61.295,981. 

Chicago (Ill.) Elevated Railways 

The m er ge r committee, consisting of F . A. Vanderlip, 
Henry A. Blair a nd Samu el McRobert s, has g iven n o tice t o 
t h e stockh older s o f the South Side E leva t ed Ra il road, the 
Tlf et ropo lita n \Ves t Side E levat ed R a ilway a n d t h e ;forth
western E levate d R a ilroad that th ey a r e p re pa r ed t o rece ive 
de posits of th e st ock of the com panies w it h t h e Nation al 
City Bank of N ew York and t h e Illino is Tru st Savings 
Bank, Chi cago, under t erm s of the m erger agr eement. 
Depos it s must be m ade prio r t o July I. 191 I. A s p r eviously 
st a t ed in the ELECTRIC RAILWAY JouRNAL, t h e Na ti on al City 
Bank, N ew Y ork, N . Y ., has ag reed to p urc h ase t h e 
$30,000,000 of three-year 5 p er cent mortgage notes a n d 
$ 16,000,000 of 6 p er c ent cumulativ e preferr ed stock. T he 
merger will b e effective if suffi cient assent s are received 
by purchasing th e sha re s o f dep ositin g stockholders w ith 
ca sh , or cas h and secur ities in accordan ce with t h e te rms 
of th e depo sit agreement. 

T he sa li ent feature of t h e plan ca ll s fo r t h e o rganization 
of t h e Chi cago E lev at ed R ailways as a volunta r y assoc iati on 
a long t h e sam e lin es a s t h e M ackay Comp a nies, TIIassa
chusetts E lec tri c Com panie s, Massachuset t s Gas Co mpanies 
an d t h e Ch icag o City & Conn ectin g R a ilways. T h e n ew 
com pany w ill issue $30,000,000 o f thr ee-year 5 per cent col
la t era l n o te s, 160 ,000 sh are s with out pa r value to b e called 
6 pe r cent cumulative preferred shares, and 250,000 sha r es 
to be ca lled comm on shares. The cash r equirem ent s, if 
cas h only is g iven fo r s tocks, will aggr egate $44,500,000, a s 
fo ll ows : $18,000,000 t o pay bonds of th e N orthwes t ern Ele
vat ed Ra ilroad due on Sept. 1, 19 11 ; $3,022,000 t o p ay fl oat
ing debt, accrued interest, tax es, etc . ; $2 1,202,3 r2 fo r s tock s 
( 100 per ce n t basis) of t h e Nor t hw es t ern Eleva t ed Rail roa d, 
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Metropo litan West Side Elevated Railway and the South 
Side E levated Railroad; $2,275,688 for working capital and 
expenses of plan and of organization. 

The ba sis of the cash opti on is $75 a share for the stock 
of the South Side E levated Railroad, $75 a share for the 
preferred stock and $27.50 a share for the common stock 
of the Metropolitan West Side E levated Railway and $70 a 
share for the preferred stock and $30 a share for the com
mon s tock of the Northwes t ern E levated Railroad. On this 
ba sis $6,530,925 would be r equired to retire the $8,707,900 of 
outstanding preferred stock of the Me trop o litan West Side 
E leva ted Railway and $2,052,627 t o retire the $7,464,100 of 
comm on stock of the company; $3,461,080 would be required 
t o r etire the $4,944,400 of preferr ed st ock of the Nort hwest
ern E levated Rai lroad and $1 ,484,130 to retire the $4,947,roo 
of common s toc k of the comp any, and $7,673,550 to retire 
th e $ ro,23r,400 stoc k of the South Side Elevated Railroad. 

Reorganization of Companies at Lexington, Ky. 

The reo rga nizat ion of the Lex in gton & Interurban Rail
way, Lexington, Ky., ha s be en concluded. The Kentucky 
S ecuriti es Corporation was incorp orat ed in Virginia with an 
authori zed capita l s t ock of $5,000,000, of which $2,500,000 is 
6 per cent preferred, and took ove r as the parent holdin g 
company the securitie s on deposit in th e name of the Lex
ington & Interurban Rai lw ay. 

The Kentucky Traction & T ermina l Company was organ
ized with an authorized capital s tock of $2,500,000 and ha s 
taken over as the operating company the Lex ington Rail
way, the Bluegra ss Traction Company and the Central 
Kentucky T raction Company. The Kentu cky Traction & 
Termina l Company ha s fi led a new first and refund
ing mortgage dat ed May 18, 191 I, t o the Commercial 
Tru st Company, P hiladelphia, Pa., as trus tee, to se
cure a n autho ri zed issue of $7,500,000 of thirty-year 5 
p er ce nt b ond s. These b ond s a r e guaranteed as to prin
cipal and interes t by the Kentucky Securitie s Corporation. 
Of th ese b onds th e un sold p o rti on of a t o t a l of $1,871,000 
was offered for public subscripti on on Jun e 1, r9rr, at 94 
and int er es t. The proce eds of $800,000 of thi s issue will b e 
expended to construct a new power plant and provide o ther 
improvem ent s a nd the r emainin g $1,071,000 will be u sed t o 
refund underlyin g b onds. 

The Kentucky Securities Corp ora tion has announced the 
payment in full of $850,000 of secured loan s taken over from 
the Lexington & Interurban Railways. Of these loan s 
$750,000 were ex t ended for one year from May 20, 1911, but 
the h o lding company wa s enabled t o ant icipate the payment 
of th ~ loans owing to th e rap id sale o f th e bond s of the 
Kentucky Traction & Terminal Company. Thi s leaves the 
Kentucky Securities Company without a ny b ond ed o r float
ing debt, a nd a cash balance o f $700,000 is a lso available for 
the K entucky Tracti on & Terminal Company fo r better
ment s and improvem ent s. 

The Kentucky Traction & Terminal Company ha s organ
ized as fo ll ows: President, Percy M. Chandler, Philadelphia, 
Pa.; vice-pre sident, F. W. Bacon, Lexin g t on, Ky.; secretary, 
T. D. Murray, Lexington, Ky.; ass istant secretary, Jam es 
K. Trimble, Philadelphia, Pa.; treasurer, J . \ Vill Sto ll, Lex
ington, Ky.; ass istant treasur er, Jame s W . McMeekin, Lex
ington, Ky.; general manager , I. L. Oppenheimer, Lexing
ton, Ky.; general counsel, R. C. Stoll , Lexington, Ky.; gen
eral solicitor, Col. John R. A llen ; R. C. Sto ll , J. E. Bassett, 
Desha Breckinridge, C. N. Manning, F. W . Bacon, Lexing
ton, Ky.; Senator V . M. A rnett, N icho lasv ille, Ky.; Col. 
Cha rles E. H oge , Frankfort, Ky.; J ohn son N. Camden, 
Versailles, Ky.; John R. D ownin g, Georgetown, Ky.; Percy 
M. Chandler, Howard A. Loeb, J . Levering Jon es, John A. 
McCarthy, J ohn B. McAfee and Gustavus W. Cook, Phila
delphia, Pa., directors. 

American Railways Company, Philadelphia, Pa.-The 
A merican Railways Company state s that the r eport is incor
rect that it i s n egot iat ing for the purchase of the Joplin & 
Pitt sburgh Railway, referred to in the E LECTRIC RAILWAY 
JOURNAL of June 3, I9II, page 992. 

Joliet & Southern Traction Company, Joliet, 111.-~t 
the conclusion of a meeting of the bondholders and credit
ors of the Joliet & Southern Traction Company in Chicago 
recently to consider the affairs of the company, which is 

now in the hands of H. A. Fisher and Daniel Peterkin, 
receivers, the following statement was made by Mr. Fisher: 
"We di scussed affairs pertaining to the organization of the 
company and Mr. Reynolds was empowered to appoint a 
bondholder committee to devise means for this end. The 
committee is t o consist of five members, possibly seven. 
They will meet with Mr. George M. Reynolds, of the Con
tinental National Bank, Chicago, Ill., and other parties in
terested and consider ways and means for the reorganiza
tion and the changes n ecessary for the economic manage
ment of the road." 

J. G. White & Company, Inc., New York, N. Y.-J. G. 
White & Company, Inc., have issued their eighth annual 
report, fo r the fiscal year ended Feb. 28, 1911. The surplus 
for the year shows an increase from $391,394.15 to $485,-
529.04. The o ther imp ortant changes are a decrease in 
deferred charges and plant and tools and equipment, less 
depreciati on, fr o m $331,160.45 t o $148,902.74, and an increase 
in securities owned and syndicate participations from $1,-
765 ,816.1 9 t o $2,317,959.33. J. G. White, president of the 
company, says in part: "Nearly all of the properties in 
which your company is interested have shown during the 
past year sub st a ntial and satisfactory increases in earnings, 
and some of them have also increased their rate of divi
dends, so that the income from securities owned is grad
uall y a nd sub stantially in creasing. While in general there 
is n ot g r ea t activ ity in engineering and construction lines, 
it is pleasant to report that your company has recentl_y 
secured a con siderable amount of n ew work, and has fair 
prospects of securing co n side rably more work of this sort 
in the near future." 

Massachusetts Electric Companies, Boston, Mass.-At the 
spe cial meeting of th e stockholders of the Old Colony Street 
Railway and th e Boston & Northern Street Railway:: it was 
unanim ously voted to merge. The capital of the ~ d-.s ton & 
No rth ern Street Railway will be increased by 7767 pi{eferred 
a nd 80,041 shares of common st ock, valued at $780,80_0, to be 
exch anged fo r preferred and common stock r espectively of 
t h e Old Co lon y Street Railway. 

New Orleans Railway & Light Company, New Orleans, 
La.-Time for the depo sit of the preferred stock and com
mon stoc k of the New O rlean s Railway & Light Company 
in accorda n ce with the plan to merge the company and the 
..\mer ican Ci ti es Rai lway & Light Company was extended 
until Jun e 7, 19II. 

Northwestern Railways Company, Meadville, Pa.-The 
Northwestern Railways Company, which took over the 
Meadville Trac tion Company, Meadville & Conneaut Lake 
Traction Company and the People's Incandescent Light 
Company, Meadville, as noted in the ELECTRIC RAILW;" Y 

J ouRNAL of March 18, 19II, page 478, has concluded neg~tia
tions to take ove r the Meadville & Cambridge Springs 
Street Railway on July I, 1911. 

Rhode Island Company, Providence, R. !.-The New 
York New Haven & Hartford Railroad, through the Rhode 
I sland Company, has co ncluded lea ses for 999 years of the 
Providence & D a niel so n Railway, Providence, R. I., and the 
Sea Vi ew Railroad, Wickford, R. I., both of which are con
tro ll ed by the same interests, the majority interest in the 
Sea View Railroad having recently passed to D. F. Sher
man, president of the Providence & Danielson Railway, as 
n oted in th e Eu:cTRIC RAILWAY J oURNAL of March 4, 1911. 
The leases date fr om June 30, 1911. In the case of the 
Providence & D a nielso n Railway the lessee company is to 
pay 1 per cent up on the stock of $1,000,000, interest upon 
th e bonds, t axes and all other fixed charges. Thirty thou
sand dollars is to be paid immediately to the Providence & 
Dani elson R a ilway as interest for the past year on bonds 
which are in default. In the case of the Sea View Railroad, 
the lessee company is to pay r per cent upon the $700,000 of 
capital stock of the company on June 30, 1912 and 1913; 2 
per cent at th e same date in 1914, 1915 and 1916; 3 per cent 
upon the same date in 1917, 1918 and 1919; 4 per cent upon 
the same date in 1920 and 1921, and 5 per cent in 1922 and 
after years. D. F. Sherman, president of the Providence & 
Danielson Railway and the Sea View Railroad, issued a 
statement in regard to the leasing of the roads in which he 
said in part: "As an independent organization the Provi
dence & Danielson Railway is and has been operated at a 
disadvantage; it has not paid a dividend nor earned all the 
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interest o n it s bonds and it seems doubtful if it can be made 
to earn sufficient revenue above current expe n ses to main
tain its property in good condition and to provide for im
provements and betterments and against depreciation which 
will necessitate the purchase of new cars and equipment 
when in the course of time present property is worn out. 
As a part of a large sys tem many economies can be made 
and a plan has been devised and agreed upon whereby the 
holders of the securities of the company are to contribut e 
about $250,000, t o be expended upon the property, thus in
suring a more econ omical and efficient operation of th e 
road. U nd er th ose conditions the Rhode Is land Com 
pany became willing to lease th e property for a long period 
and pay as rental th e interes t on out standin g bonds and a 
nominal dividend on the stock, and in co nn ection with su ch 
lea se assurance s have been required protectin g th e South
ern New E ng land in the u se of a ny portion of the property 
of the Providence & Dani elson Railway it may lat er find 
it convenient or desirable to use in conn ec ti on with th e 
exte n sio n of the Grand Trunk Syste m into thi s State." On 
June 3, r9rr, it was annou nced that the Rhode I s land Com
pany had leased the Narragansett Pier Railroad for nin ety
nine years and would electrify th e road and operate it in con
necti o n with the Sea Vi ew line. 

Yonkers (N. Y.) Railroad.-Th e Publ ic S ervice Commis
sion of the Second District of New York has authorized 
Leslie Sutherland, r ece iver of the Yonkers Railroad, t o issu e 
$91,000 in receiver's certificates, the proceeds to be u sed t o 
con struct the Nepp erhan Avenue lin e, which the commiss ion 
ha s authorized to be built. 

MONTHLY ELECTRIC RAILWAY EARNINGS 

. \URORA, ELGIN & CIIIC.\GO R ,\ILROAD. 

Gr oss Operating N et Fixed Net 
Period. R evenue. Expenses. Reven tie. Charges. Income. 

ltn., 1~pr. '11 $ 130,914 $76,0 37 $52,577 $35,571 $ 17,306 
I" 'IO 120,384 71,150 49,234 33,310 15,924 

10" 'll 1,421,542 822,187 599,355 344.264 25 5,091 
10" 'IO 1,302,282 726 ,760 575,523 307, 266 268,257 

BROOKLYN RAPID TRANSIT SYSTEi\I. 
lm., Feb. '11 $1,591,046 *$1,138,373 $452,672 

CLEVELAND, PAINESVILLE & E.\STERN RAILRO.\D. 
lm., Apr. '11 $26,573 *$ 14,672 $1 1,901 $8,172 $3 ,729 
1 " " 'IO 25,207 * 14,01 9 11,188 7,931 3,257 
4" 'II 94,814 *55,125 39,690 32.692 6,998 
4" 'IO 90,062 *51,441 38,62 1 3 1,678 6,944 

DALLAS ELECTRIC CO1IPANY. 
ln1. , l\lar. ' II $129,528 $83,936 $45,592 $27,6 17 $17,9 76 
1 " 'IO 114,849 77,240 37,608 26,347 11 ,261 

12" 'II 1,515, 22 1 959,920 555,30 1 311,960 243,341 
12" '10 1,359,384 864,695 494,689 330,458 164,231 

HUDSON & i\IANHATTAN RAILRO .\D. 
ln1., Feb. '11 $235,947 *$ 11 2,651 $ 123 ,297 

INTERBOROUGH RAPID TRANSIT COMPANY. 
lm., Feb. '11 $2, 433,469 *$ 1.174 ,870 $ 1,258,599 

LAKE SHORE ELECTRIC RAILWAY. 
lm., i~pr. '11 $91,958 *$53,207 $38,751 $34,614 $4,137 
I" '10 86,9 15 *48,513 38,402 34,903 3,500 
4 .. '11 339,314 *200,518 138,797 138,814 tJS 
4" '10 322,770 ' 193,470 129,300 138,823 t 9,323 

METROPOLITAN STREET RAILWAY. 
Im., Feb. 'II $975,696 *$775, 138 $200,557 

NORTHERN OIIIO TR ACT IO N & LIGHT COMPANY. 
Im., 1~pr, 'II $200,015 *$ 114,762 $85,253 $45,11 6 $40.1 37 
1 " '10 173. i63 •· 103,683 70,080 43,291 26,789 
4" 'II 748,886 *437,384 3 11 ,502 178,232 133,270 
4" 'I O 658,339 * 389,855 268,483 173,166 95 ,316 

TAMPA ELECTRI C CO MPANY. 
Im., Mar. 'II $56,804 $28,252 $28,5 52 $6,256 $22,295 
1 " '10 5.i,061 28,083 25,978 4, 566 21,41 2 

12 " '11 596,621 327,5 74 269 .047 69,559 199,487 
12 " '10 607,394 344, 248 263 ,146 55,907 207,239 

THIRD AVENUE RAILRO.\ D. 
ln1., Feb. 'II $259,867 *$ 145,3 09 $1 14,558 

TOLE DO R .\IL\VAYS & LIGHT CO1IP.\NY. 
Im. , ~pr. 'II $267,5 47 $ 163,420 $104, 127 $79,225 $24,901 
4" ' II 1,047, 335 667,677 379 ,659 317 ,130 62,528 

TWIN CITY RAPID TRA NS IT COMP ANY. 
Im., J\pr. 'II $620,672 $3 19,940 $300,732 $140,079 $ 160,65 3 
I" 'IO 584,3 78 268,045 316,332 140,229 176,103 
4" '11 2,441,711 1,290,471 1,1 51,240 560,317 590,924 
4" ' IO 2,303,698 1,157,069 1,146.628 560,9 16 585,711 

UN IO N RAILWAY, NEW YORK. 
1111., Feb. 'II $ 150 ,858 *$ 131,078 $19,780 

* Includes taxes. 
t Defici t. 

Traffic and Transportation 
No-Seat-No-Fare Ordinance in Portland, Ore. 

It is proposed in Portland, O re., to submit to th e vo ter s 
at th e nex t regular city e lec tio n an m1t1ative pet1t1on in 
re gard to th e fo ll owin g proposed no-sea t-n o-fare o rdinance: 

"Sec tion 1.-All compani es, corporations o r person s op
eratin g s tree t railways w ithin the limi ts of P or tl a nd a r e 
h er eby required to run within th e city limit s a ~uffi cient 
numl.H·r of ca r s b etw ee n 6:30 a. 111 . a nd 9 a. 111. and 4:30 
p. 111. a nd 7 p. 111 . t o provide with a seat every passen ger 
from whom a fare is demanded, and it sh all be unlawful 
be twee n and during th e hours afo r esaid to demand any fare 
from a ny passe nger until a sea t has bee n provided. 

"Sec tio n 2.-It shall be unl awful for any company, cor
poration o r person o peratin g street railways o r a s treet 
ra ilway with in th e limit s o f Portland to permit a n y per so n 
to board o r r emain upon a ny car between th e h ours of 6:30 
a. 111. an d 9 a. 111. a nd 4 :30 p. m. a nd 7 p. m . unle ss 
ther e is a sea t in su ch car fo r su ch per son , a nd no person 
o r per son s shall be permitt ed at a ny time to cr owd the 
a isle or platforms of this st r eet car. 

"Section 3.- That such compa nies, corporation s o r per
so n s shall run a suffi cient numb er of ca r s within this city 
durin g the hours of 6:30 a. 111. t o 9 a. m. and during 
the hour s of 4 :30 p. 111 . t o 7 p. 111 . that persons des irin g 
tran sporta tio n ther eon sha ll no t be k ept waiting longer 
than five minute s afte r being un able to secure a sea t 
111 a ca r. 

"Secti on 4.-All o rdinan ces o r parts of o rdin a n ces here
tofore ex is tin g and in conflict with any of the provi sio n s of 
thi s ord in a nce are hereby repealed. 

"Section 5.-Any company, corporation or person charged 
with the general ope ratio n of a s treet railway who shall 
violate any pro vis ion of this o rdinan ce shall upon convic
ti o n ther eof be punish ed by a fine not les s than $25 and 
not exceedin g $100 for each offense, and the act s o f the 
agents and employee s shal,1 be dee med th e acts of the co m
pany, o r person, within the meaning of thi s ordinance. 

"An ordinan ce providing that during ce rta in hours eac h 
pas se nge r of a st reet car operated in Portland from wh om 
a fare is demand ed shall be furnished a sea t in such car and 
making it unlawful to demand su ch fare until a seat is 
provided, a nd m aking it unlawful during ce rta in h ours t o 
permit a ny p erson t o board o r r em a in up on any s treet car 
in which n o seat is available for such p er son." 

B. S. Jos se lyn, president of the Portland Railway, Light 
& Power Company, issued a statement in r egard t o the pro
pose d ordinance in which he said: 

" Tha t title, 'n o seat. no fare,' is a mi snomer, because the 
mea sure would not permit anyone to rid e o n th e car s with
out payin g fare. It would s imply mean that only perso n s 
"· hom it w opld be poss ible to provide with seats could ride. 

"The measure provides that a person sh all not be kept 
waiting longer than five minutes for a ca r with a sea t, 
a provision impossible t o carry out because it is a physical 
impossibility durin g th e ru sh h ours, t o which h our s th e 
proposed law is intend ed t o apply. 

"To m a k e op erative thi s law would r esult in ri ot that 
would di srupt completely the se rvice and g iv e th e people 
no a lt ernative but to walk. It wou.ld be unlawful for u s t o 
permit anyo ne t o board a car unle ss tha t person could be 
provided with a sea t. 

"The company would be arrested if it carried people 
no t provided with sea ts and people board in g car s a nd not 
fi ndin g a seat would make th emse lves liab le to arrest a nd 
fi ne. The r esult would b e a mix- up that co uld neve r be 
straighten ed out and it "·ould n ever m eet w ith 1.iublic 
approval. 

" I think it well that th e people be warned against t he 
mi sleadin g title of thi s proposeC: m easure, for I feel con
fident that the general b eli ef is that it mean s no sea t, no 
fare, wher eas it mean s n o seat, n o rid e." 

In order t o brin g th e fallacy of the ordinance fo rcibly 
to the attention of it s patron s, th e Po rtl a nd Ra ilway, Light 
& Power Company is using t h e backs of its transfers to 
p oint out th e di sco mfort th at wi ll re sult to its pa tro n s if 
th e m eas ure is e nac t ed. Paragraph ,, fo llow w hi ch h ave 
appeared re ce ntly on tran sfe r s: 
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"If you and your w ife want to take the same car and 
bu t one sea t is vacant, you can take that-she can come 
alo ng in the next car." 

"How would the peop le attendin g the base ball games get 
home? App ly t he 'no-seat-n o- ride' propos ition to your own 
business. Could you furnish en oug h help to k eep patrons 
from wai ting all the time? 

"\Vould this [ m eanin g the propose d o rdin ance ] b e un 
reasonable for a department store? If so why is it not 
unreasonable as it stands?" 

Accidents in New York City in March 

The Public Service Commi ssion of th e Fir s t Di strict of 
New York has issued the followin g comparative sum
ma,y of accident s during March, 1909, 19ro and 19II , on 
the st r eet railways which come within it s jurisdiction: 

l\Iarch. 1909. 
Car coll ision s......... ..... ................. 77 

1910. 1911. 
79 78 

P erson s and vehicles struck by cars. . . . . . . . . 923 
Boarding .. . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . Sil 
.\lighting . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . 509 
Contac t elec tricity. . . . . . . . . . . . . . . . . . . . . . . . . . 16 
Oth er accidents ............................ 1,618 

969 1,380 
759 741 
679 570 

2--1 23 
1,782 1,782 

Totals .................................. 3,714 4,292 4,57--1 

i~~se~::~:ng~~;:::: ::::::::::::::::::::::::: 1,m 
Employees . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . 246 

1,965 1,840 
513 478 
289 330 

T otals .. ................................ 2,282 2,767 2,648 

Seri ous (included in above ): 
Killed . . . . . . . . . . . . . . . . . . . . . . . . . . . . ... . . . . . . 13 12 li 
Fractured skull s ............................ 16 10 4 
.\mputated limb s. .......................... 4 3 
Broken limbs . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . 29 34 21 
Oth er "eri ous.. . . . . . . . . . . . . . . . . . . . . . . . . . . . . . 98 118 89 

T otals . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . 160 174 13--1 

The g r and total of r evenue pa s~e nger s carried by th e 
compa nie s in March, 1909, wa s 118,768,565; in March , 1910, 
131,760,785, a nd in Mar ch, 19II , 135,040,000, wh il e the g rand 
t otal of r evenue car mile s wa s 23,059,533 in March, 1909; 
24,697,5 IO in Mat ch, 1910, and 25,191,000 in March, 191 r. 

Employees in Denver Exchange Transfer Ideas 

The Tramway B ulletin fo r May, 1911, which is the official 
organ of the Tramway Mutual Aid Association, which is 
compos ed of emp loyees of the D enver (Col. ) City Tram
way, contains a se ri es of communications from conductors 
of the company in which they express their ideas in r egard 
to transfe r s. O ne of the conductor s, J. C. Black, in r eview
ing hi s met hod of deal in g with pas sen ge rs w ho present old 
o r defective transfers gave some very pertinent advice t o his 
fellows. He said in part : 

"When a passenger hands me a transfer that is not accept
able on my line for any_ reason I lower my voice and as 
p rivately as possib le I tell that passenge r the transfer can
no t be accepted and take the time to sh ow him w hy. I find 
that about th r ee-fourths of them will pay me; to t he other s, 
w hen I find th ey wi ll not pay, I tell that if I accept the 
transfe r I m ust have th eir nam e an d add re ss, as I must send 
it in with the transfer so the company can investigate if it 
sees fit. I give them the impression that their name and 
address must accompany th e tran sfer if it is turned in to 
the company, as it is impera tive with me. 

"Some people a r e naturally timid about giv ing their names 
and wi ll pay instead. Some, if th ey a r e t elling a lie about 
t heir tran sfers, will pay if they think th er e is a chance. of 
the company investi gat in g th e matter. Others will say, 'Oh, 
well, if you have to go t o a ll that trouble I ' ll just pay you; 
here is S ce nt s.' 

"Other s will not pay und er any considera tion, so I just 
take their names and add r esses and g ive them th e impression 
tha t these will be sent to th e offic e with the transfer. You 
may ask w hat good it do es t o go to all tha t trouble of getting 
names, etc. It does a gre a t deal of good; if th e person 
was h onest and it w as the carelessness of the conductor 
issuing th e transfer , th en that person will likely watch the 
next transfer he accepts, for in all probability that person's 
mind was a thousand miles off when he accepted the trans
fe r. You all see such people every day ; they get on the 
car, sit down, don' t know they have to pay until the con
ductor taps them on the shoulder; they don't know they 
want a transfer until the conductor suggests it to them; 

th ey take the tran sfer without looking at it and carefully 
fold it s ix times and stick it away in some nook or corner 
of th eir pocket. That person gets on the next car and can't 
find his tran sfer, or forget s h e had a transfer, pays a cash 
fare and just b efore ge ttin g off th e car comes to you with 
the transfer a nd asks you if you can refund his fare. 

"On th e other hand, if that p erson was not honest and 
telling you a li e, we know h e would like to beat the com
pany well enoug h, but w hen it comes t o t elling a lie and 
t hen virtua lly sig ning that lie , th at is a different thing; he 
will be car eful. Some peop le will pay if they think the con
ductor wi ll be the lose r ; there isn't a conductor on the sys
t em who has not heard peop le expr ess thi s se ntiment, as
not des iring t o beat the co nductor, but the company. Such 
people ar e not our frie n ds a nd wi ll bear watching at any and 
a ll times. 

"So far I have never fail ed to get either S cents or name 
and add r ess, a nd w hen I succeed in getting only the name 
and address I fee l as th ough I have accomplished some
thing." 

Increase in Wages in Allentown.-The Lehigh Vall ey 
Transit Company, A ll ent own, Pa., has announc ed an ad
vance in wages of conductors and motormen 1 cent an hour 
beginning July 1, 1911. Present wages are 21 cents to 24 
cents per hour, according to the period of service. 

Suburban-Elevated Operating Agreement in Chicago.
Prel iminary negot iat ion s ar e rep orted to have been com
pleted between the receivers of the Chicago & Milwaukee 
E lectric R ailroad and the elevated ra il road m erge r syndicate 
by which the Chicago & Milwaukee E lect ri c Railroad wilP 
operate into Chicago ove r the No rthwestern E levated Rail
road. 

Sterling, Dixon & Eastern Electric Railway to Abandon 
Park.-The Sterling, Dixo n & Eastern Electric Railway, 
Dixon, III., has decided to abandon E lectric Park, midway 
between Ster ling and D ixon, as th e property has not been 
profitable. The east end of t he road at Dixon serves a: 
Chautauqua assembly park a nd near th e west end of the 
road at Sterling is Minerva Springs Park. 

Limited Service on Indiana Line Discontinued-The 
Terre Haute, Ind ianapoli s & Eas tern Traction Company, 
Terre Haute, Ind., has discontinued its through limited' 
service between New Cast le and Indianapolis by way of 
Duneith. The company w ill continue to operate the spur 
lin e between New Castl e a nd Duneith to connect with the 
main line to Richmond and Indianapoli s. 

Fare Complaint Against a Long Island Company.-A 
complaint has been fi led with the P ublic Service Commis
sion of the Second Distr ict of New York asking that the 
New York & Long Island Traction Company be required 
to reduce its fare between Belmont Park and Front Street 
and Main Street in Hempstead fro m IO cent s to S cents. 
Under the terms of a franchi se granted to a predecessor 
corporation, complainant sta t es the company should not 
exact more th an S cents for a ride five mil es or less within 
the town of Hempstead. 

Long Island Railroad Asked to Reduce Local Fare.-The 
Pub lic Service Commission of the First District of New 
York has r equested th e Long Island Railroad to answer a 
complaint ord er as to why the company should n ot extend 
the 5-cent fa re zon e on it s line between Flatbush Avenue, 
Brooklyn, and Jamaica, from Warwick Street, Brooklyn, to 
Railroad Avenue, Brooklyn. A bill to require the company 
to reduce the fa re between Flatbush Avenue and Railroad 
Avenu e was passed by the Legislature, but Governor Dix 
ve toed the measur e on the ground that it tended to usurp 
the authority of the Public Service Commission. 

New Jersey Board Modifies Operating Order.-The Board 
of Public Utility Commissioners of New York has modified 
two orders, one of Dec. 21, 1909, the other of July 26, 1910, 
granting permission to the North Jersey Rapid Transit 
Company to cross certain streets and highways at grade. 
One of the conditions upon which permission was granted 
was that the company should operate its cars singly and 
not in trains. This condition has been nwdified so as to 
permit the operation of trains with three cars as a unit, 
but only on occasions when the usual one-car service is 
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insuffi cient for the traffic, or w h en specia l condition s re
quire th e transportati on of church, frat ern al and other 
o rga niza tion s. 

Gates Give Satisfaction in Louisville.-Officia ls of the 
Louisv ill e (Ky.) Ra ilway are p leased w ith th e opera ti on of 
t h e safe t y gates which we re install ed on the cars of th e 
Portland Avenu e line as an experiment a few m o nth s ago. 
It h as been possible t o mainta in th e same schedul es; the 
number of accide nt s has been appreciably reduced and no 
d iffi culty has been encountered in th e operation of th e de
vice. vVhil e n o de cision has been made as to the eq uip
ment of the o ther lin es with s imilar barrier s , it is expected 
that thi s will be done in th e nea r future. The ga tes are 
d ivid ed into four par ts, th e ce ntral two swingi ng fro m a 
common center, which is th e guid e post for the pay-as-you
enter sys tem, a nd th e o th er part s hin gin g resp ec tively on 
the back of th e platform a nd the body of the car. 

Auto Races Increase Traffic.-The int e rurban elec tri c 
ra ilways wh ich ent er Indianapoli s operated 122 extra train s 
into the terminal stat ion at India napo lis and th e same num
ber of ext ra trains out of the s t a ti on on May 30, 1911, th e 
day on w hich th e a ut om obil e races were h eld o n the 
Ind ianapolis speedway, making th e t o tal m ovement 725 
trains. It is es timated that th ese tra in s carried 60,000 pas
sengers. Not an accident has been rep orted. The Indiana 
Railroad Commi ss ion ha s comm end ed the int erurban rail
ways for handlin g so successfull y t he la rge cr owds whic h 
a ttended th e races on J\Tay 30, r91r. Chairm a n \ Vood, of 
the committee, sa id: " \Ve fo und th e co mpanie s obeying the 
rt !es of the c ommi ss ion to th e lett er. \ Ve ,y er e particu
la rly inter es t ed in ascertaining if any of th e m o t o rmen p er 
mitted passengers in their compartment s, a nd we fo und no 
instances where the ru le again st passengers in such com
partments was vio lated." 

Traffic Arrangement Between New York Suburban Line 
and City Company.-The Public Service Commi ss ion has 
app r ov ed the t erms of an agreem ent en t er ed into between 
Lesli e Southerland, r ece iv er o f the Yonker s Ra il road, and 
Frederick W. Whitrid ge, receive r of the U nion Rai lway, 
by which cars of the Yonk er s Railroad w ill be run over the 
Union Railway so t hat passen ge rs can re ach the up-town 
terminal of the Third Annue elevated lin e of the Interbor
ough Rapid Transit Company, the N inth Avenu e elevated 
line of that company, o r the Broadway b ranc h of the sub
way. Passengers will thus b e able t o r each any part of :\Tan
hattan from Yonkers fo r ro cents, w h ereas before the fare 
was 15 ce nt s. This arra n ge m ent has b een in operati on for 
some time und er an info rm al agreement between the two 
compa ni es, butJ heretofor e passenger s have only been able t o 
reach the Broadway extension of the subway. The arran ge
ment by which they reac h t h e eleva t ed is n ew. 

Traffic at Little Rock During Confederate Reunion-The 
reunion of Confederate ve t er a n s, which w as h eld in Little 
Rock, A rk. , in May, was the most successful in point of 
number in attendanc e w hich has ever been h eld. The 
reuni on lasted fo ur days, and during that time th e Little 
Rock Railway & E lectri c Company handl ed an average of 
200,000 passengers a day without a se ri ou s acc ident. The 
company h ad ava ilable for service sixty-five cars, thirty-five 
of which were si ng le-truck cars. Of th e s ingle-truck car s 
ten we re ten-bench open cars an d twenty-five we re s ide-seat 
cl ose d cars. D. A. Hegar ty, vice-p r es ident and general 
manager of the company, received unstinted praise from 
the newspapers and from those in attenda nce at the reunion 
fo r th e service furnished by the compa ny and the ab le and 
courteous treatment of st ran ge r s by the employees of the 
company. In r ecogni ti on of the work of the employee s 
during the reunion, Mr. Hegarty addressed th e following 
letter to the men: "It is with great pleasure a nd pride that 
we extend to you the congratu lation s of the officers of the 
compa ny fo r the faithful, e fficient and especia lly polite 
se rvice rend er ed during the Confederate veterans' reunion , 
as a more tryin g si tua ti on on your patience could not h ave 
been pos sible, and t o m ove thi s vast crowd of people with
out a serious accid ent has been a marvelous r ecord of which 
t h e officials of this company and the employees of the sa me 
have good reason to fe el proud. To further show their 
appreciation of your good a nd loyal se rvices, the officers o f 
the com pany have granted to each employee a monetary 
bonus equal to three days' pay." 

Personal Mention 
-.---

Mr. R. J. Dunham, w h o ha s be en appo int ed a r eceive r of 
th e Metrop olitan Street R a il way, Kan sas City, i\Io., wi th 
Mr. Fo rd Har vey, is th e co n fidential r epresentative of i\Ir. 
J. Ogden A rm our. He is ch a irm an of the board of direc
tor s of t he Kan sa s City Railway & Light Company, presi
dent of th e S iou x City (Ia.) Tracti on Company and presi
dent of th e S to ck Yard Compa ny in Ft. Worth. 

Mr. John Leisenring, s ig n a l engin ee r of th e Illin o is Trac 
ti on System, Peoria, J 11., has b ee n placed in charge of th e 
ove rh ea d department of th e comp a ny, includin g t h e trans
mi ss ion lin e, t e leph on e lin es, aut omati c signal s and Blake 
signals and trolley w ire. A ll employees of thi s departm ent 
have been in s tructe d to r eport t o l\ifr. Lei senrin g in stead of 
to Mr. P atte rso n , w h o has been r eli eved of the se duti es. 

Mr. J. B. Rowray, w h ose resignat ion as superin tendent of 
th e n orth divi sion of the P ac ific E lectric Railway, Los 
Ange les, Ca l., to become sup erint endent of the North ern 
Electr ic Ra ilway, Chico, Cal., was not ed in th e ELECTRIC 
RAILWA Y J oURNAL of April 29, r9rr, was presen ted with a 
diamond ring by hi s a ssociate s in the Pacific Electric Rail
way w h en h e retired from the company. 

Mr. Ford Harvey, who ha s been appointed a r eceiver of 
the M etrop olita n Street Railway, Kansas City, l\To., with 
:\I r. R. J. Dunham, was b orn in Leavenwo rth , Kan. After 
h e left coll ege Mr. Harvey entered the se r vice of hi s fat her 
a nd is n ow pre sid ent of th e Fred Harvey sys tem, which 
op erates a sys tem of re staurants on th e Atchi son, T opeka & 
Santa Fe Railway from Chicago to the Pacific Coast and t o 
th e Gulf of Mexico. • 

Mr. Frank H . Sommer, who se term of office as a member 
o f the Stat e Board of Public Utility Commissioners of New 
J er sey exp ired o n May r, 191 r , ha s b ee n r e t ained as counsel 
t o th e com mi ss ion in accordan ce w ith the provi sion of the 
new utility law which g ives the board a uth ority t o engage 
coun se l. Heretofor e the commi ss ion h as r eferred t o the 
Attorn ey-General of the Sta t e a ll qu est ion s w hi ch re quired 
a n expression of legal opinion. 

Mr. J. Sergeant Cram h as been appointed a member of 
th e Public Service Commi ssion of the First Distri ct of New 
York to succeed J\Ir. Edward M. Bassett , w h ose term of 
o ffic e expired in Feb ruary, r9rr. Mr. Cram w as born in 
New York City in 1852. He was educated at Exeter Acad~ 
emy and at H a r vard. He entered public life in th e time of 
Mayor Hugh Grant . Lat er h e wa s appointed head of the 
Dock Board of New York. Mr. Cram is chairm an of the 
general committee of Tammany Hall. 

Mr. Edward M. Bassett, whose term of o ffice as a mem
ber of the Public Se r vice Commis sion of the Firs t Di strict 
of New York expired in February, 19II, wi ll retire fr om the 
commi ssion now th a t Governor Dix ha s a nn ounced the 
appointment of Mr. J. Sergeant Cram as his succe ssor . 
Mr. Bassett's greatest se r vice t o th e commission has been 
in connection with framing the new rapid tran sit law and 
in pushing the elimination of dangerous grade crossings. 
l\lr. Bassett will return at onc e t o the law fi rm of which he 
is a member and r esume the practice of hi s regular ca lling. 

Mr. Frank S. Gannon, fo rmerly vice-president of the New 
York City Railway, has open ed an office in New York a nd 
will devote himself to technical work in examinations and 
apprai sa ls of railway p r operties and as advis o ry counsel. 
l\Ir. Gannon was recently president of the Norfolk & 
Southern Railroad. He was born in Spring Vall ey, N. Y., 
and began railway work in November , 1868, as a t eleg raph 
o p erator on the Delaware divi sion of the Erie Railroad. 
Later h e se rved on the New J er sey Midland Railroad, n ow 
a part of the New York, Susquehanna & W es tern Railroacf; 
the Long Island Railroad; the Baltimor e & Ohio Railroad; 
the New York City & North ern Railroad, now a part of 
the New York Central & Hudson R iver Railroad, and the 
Staten Island Rapid Transit Railroad. In J anuary, 1897, 
Mr. Gannon was elected third v ice-president and ge n eral 
manager of th e Southern Railway, and from l\Iarch , 1902, to 
Novembe r, 1902, h e was third vice-president o f the com
pany. From 1905 to 1909 h e was v ic e-president of the 
At lantic & Nor th Carolina Rai lroad and pre sident of the 
Norfolk Southe rn Rai lroad, which succeeded th e At lantic & 
North Carolina Railroad. 
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Construction News 
Con struction News Notes are classified under each head

jng a lphabet ically by States. 
An aste ri sk (*) indi ca t es a projec t n o t previously re

por ted. 
RECENT INCORPORATIONS 

*Clear Lake Railroad, Lakeport, Cal.-1 ncorp ora t ed in 
Cal ifo rni a to build a 44-mile elec tri c railway from Hope-
1an d to Lakeport , w ith branches to Upper Lake a nd Kelsey
v ille. Surveys w ill be begu n at once by C. R. Rankin. 
Capital s t ock, $500,000. Directors: L. H. Boggs and M. 
M. Gopcevic, Kelseyvible; C. M. Hammond, Upper Lake ; 
Duvi ll e H owa rd, H. V. Keeling, J oseph Levy, M. S. Sayre, 
Z. T. Spencer, A. H. Spurr, al l of Lakeport ; S. E. Brooks, 
Hope land; C. C. McMah on, Bartlett Springs. 

*San Joaquin Delta Railroad, Stockton, Cal.-Incor 
po rated in Ca li fo rnia t o build an elect ri c r a ilway fr om 
Stockton across t he D elta country to a point in Contra 
Costa County. Ca pital stock, $500,000. Director s: E. S. 
Wood, L. H. Wood, W. P. Plummer, I. L. Borde n , F. A. 
West, E. L. V,.Tilhoit and M. E. Cerf. 

*Central Terminal Railway, Chicago, 111.-A pplication for 
a cha rt er h as been made by this company in l'll in o is t o 
build a rail way from Forest Park to Chi cago. Capital 
stock, $2,000,000. I nc orp orator s a nd fi r st b oard of dir ec
tors: Donald R. McLennan, Charles E. Vroman, J oseph '-N. 
Hiner, Fayette S. Munro and John C. Vroman, a ll of Chi 
cago. 

*Cicero & Southwestern Railways, Chicago, 111.-1 ncor 
po rated to build efectr ic r ailways in Illinoi s. Capita l stock, 
$rooo. I ncorp or at or s: Emil R. Rosenthal, L oui s Cohern 
a nd Augustu s J. C. Timm. 

*Northern Illinois Industrial Company, Waukegan, 111.
I ncorp o ra t ed in Illin ois t o build a n elect ric r a ilw ay from 
North C hicago t o \Vaukega n. H eadquarters, Waukegan. 
Capital stock, $50,000. D irector s, C. E. Sayler, S. Schwartz, 
J. P. A rthur , Theodore H. Durst and M. H. Hussey, all of 
Vv aukl'gan, and John Sherwin, James T. Hayes, Dr. L. B. 
Jol ley a nd M. C. Decker, a ll of North Chicago. 

*Gary (Ind.) Connecting Railways.-A pplication for a 
cha rter has bee n made in I n diana by this company t o build 
-a n in terurban railway throug h Porter· and Lake Counties 
fro m Goodrum to Gary and Hammond; also to a point on 
t h e State line between 1 ltlin o is and Indiana south t o Ho
bart. Capital s tock. $500,000. I ncorporators: V. 0. War d. 
I. A. \\' h ee ler, P. \V. Fitzhu e, H. L. Ikes, \V. L. Pollock, 
T. Persson and Ric hard D. Green, all of Chicago, Ill. 

*Indianapolis, Chicago & Meridian Railway, Indianapolis, 
Ind.-Application for a charter h as been made by thi s com
pany in Indiana to bui1ld an interurban railway to co nnect 
Indianapolis, Sheridan, Flora, Mont ice llo, Fran cisville, 
Koutz, Valparaiso, Hobart, Wheeler, Gary, Hammond, 
"\Va r saw, Columbia City a nd Ft. \Vayne and conn ect ing 
with interurban lin es near Hammond, Ill. Headquart er s: 
l ndianap oli s. I ncorporators: John A. Shafer, M. J. More
land, Ch arles Beilh eimer, Hoover HotJton and M. B. 
Ki ll er. 

Western Kentucky Electric Railways, Owensboro, Ky.
A pplication fo r a chart er will soon be made by this com
pany in Delaware to build a 230-mil e elec tric railway to 
conn ect Owensboro, Calhoun, Central City, Madisonville, 
Ea rlint on, Nortonville, Dawson Sp rin gs, Bowling Green, 
N iagara, Sturgis, Calhoun, Ky., and Rockport, Ind. Pre-
1iminary arrangements are being made and $25,000 is being 
subscribed for surv eys and r eport s. The company will 
furnish power for lighting purposes. Cap ita l stock 
authorized, $2,00,000. Capit al stock, issued, $25,000. The 
H. U. \ Vallace & Company, 923 Marquette Building, 
Chicago, Ill., are the engineers. E. F. \ Vheaton, Owens
bor o, fiscal agent. Organization commit tee: Lee D. Ray, 
J. Ed. Guen th er, D. C. Stimson, Dr. D. M. Griffith, George 
A. Cox, C. \ V. \ Velis and Haewes B. Eagles, all of Owens
boro. [E. R. J. , May 27, 'II.] 

Pottstown & Phoenixville Railway, Pottstown, Pa.-In
corporated in Pennsylvania t o build an electric r a ilway 1 
mi le long from Pott st own to Sanatoga Station. Capital 
s tock, $6000. George N. Mal sberger, pre sident; H. F. 

Swinehart, Potts town ; C. Taylor · Leland and Harry C. 
Case, Newtown, and C. \ V. Ra mbo, Spring City. [E. R. J., 
May 13, ' II.] 

FRANCHISES 
Bakersfield, Cal.-The San Joaquin Light & Power Cor

poration has asked the Council for a franchi se on North 
Ch es t er Street to the city limit s. 

Lodi, Cal.-The Ce ntra l California Traction Company, 
San Franci sco, h as ask ed the City Trustees for a franchise 
on Sacramento Street in Lodi. 

San Diego, Cal.-The San Diego & El Cajon Valley Inter
urban Railway has 'asked the Park Board for a franchise 
through t h e c ity park of San Diego. 

Turlock, Cal.-The Tidewater & Southern Railroad ha s 
asked the City Counci l fo r a fran chi se to build it s tracks 
throu g h Turlock. The•'. company ha s a s imilar application 
pendin g in l\Iodes to. Thi s lin e will conn ec t Stockton, Mo
d es to, A tlanta , Fren ch Camp , Turlock and Merced. K. C. 
Brueck, Stockton, pre s ide nt. [E. R. ]., May 6, 'II.] 

*Florence, Col.-B. F. Foo r, representing the Florence 
Interurban E lectric Comp any, has asked the City Council 
for a franch ise t o build a n electric railway in Florence. This 
is part of a plan to con struct a n ele ct ric railwa:; between 
Florence. \Villiamsburg, Rockvale a nd Coal Creek. Surveys 
are being mad e and most o f the rig ht-of-way ha s been 
sec ur ed. 

Kissimmee, Fla.-The Ci tru s Southern E lec tric Railway, 
Sanford, h as asked the City Counc il for a franchise in Kis
s11nmee. This is part of a plan t o build a 45-mile railway 
between Kissimmee, San fo rd a nd Orlando. J. J. Brophy, 
Winter Park, ge n er al m a n ager. [E. R.]., May 16, '1 I.] 

Atlanta, Ga.-The Georgia Railway & E lec tric Company 
ha s r ece ived a fr a nc hi se to exte nd it s track s three mile s from 
Atlanta to the Brookhaven Country Club. 

Shelbyville, Ky.-The Loui svill e Railway, which controls 
the Louisvill e & Interurban Railroad, ha s offered to pay 
$rs,ooo for a franc hi se on l\Iain Street, Shelbyville. 

New Iberia, La.-The Southwestern Traction & Power 
Co mpany, Ne w O rl eans, has re ceived a twenty-five-year 
franchise from th e City Counc il of New Ib eria. The com
pany has also asked th e City Council of J eanerette for a 
similar franc hi se t o build its tracks ove r certain streets in 
J ean erett e. F. \V. Cro sby, Tenegre Building, New Orleans, 
pre s id ent. [ E. R. ]., l\Iay 20, '11. ] 

Housatonic, Mass.-The Berkshire Street Railway, Pitts
fie ld, h as r ece ived a franchise from the Council for an exten
sion in Hou~aton ic. 

Red Wing, Minn.-The St. Paul Southern Electric Rail
way, St. Paul, h as r eceived a franchise fr om the Council to 
build through Red Wing. [E. R. ]., June 3, '1 r.] 

Tulsa, Okla.-The Sand Springs Interurban Railway, 
Tulsa, has re ce ived a franchi se from the Council to extend 
its track s through Tulsa. Thi s line will be extended to 
Collin sville and Oolagah , whe re connection will be made 
with the Iron l\Iountain division. 

Hubbard, Pa.-The Mahoning & Shenango Railway & 
Ligh t Company, New Castl e, ha s asked the Council for a 
franchise to doub le track its line through Hubbard, between 
the westerly vi ll age limit s and Hubbard Jun ct ion. 

Lehigh Coal & Navigation Company, Philadelphia, Pa.
T h e company states that it is n o t planning to build an elec
tric railway from Summit Hill to Mauch Chunk, as stated 
in the issue of this paper la st week. 

Providence, R. 1.-The R h ode Is land Company, Provi
dence, ha s received a franchise from the City Council to 
extend it s t r acks on Reservoir Ave nue to the city limits in 
Providence. 

Spartanburg, S. C.-The Greenville, Spartanburg & An
de r son Railway has asked the City Council for a franchise 
throug h Spartanburg. 

Houston, Tex.-The Galveston-H ou ston Electric Railway, 
Houston, has asked the City Council for a franchise author
izi ng it to change its r oute int o Houston. 

*Tyler, Tex.-Thomas O'Hara and R. E. Bosket, Dayton, 
Ohio, have received a fifty-year franchise from the City 
Council to build an electric railway in Tyler. 
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Blaine, Wash.-The Nooksack Valley Traction Company, 
Bellingham, has received a fifty-year franchise from the City 
Council to build through Blaine. [E. R. J., May 27, 'r r.] 

Wheeling, W. Va.-The Pan-Handle Traction Co mpany, 
Wheeling, has r eceived a franchise from the County Com
missioners to build a third rail from the city limits of 
Wheeling to a point beyond Glennova. 

Janesville, Wis.-The Jan esville Traction Company, Mad
ison, will ask the City Council for a franchi se to extend its 
tracks on Main Street to its new freight office in J anesvi ll e. 

TRACK AND ROADWAY 
Pacific Electric Railway, Los Angeles, Cal.-Robert 

Sherer & Company, Los Angeles, has been awarded the 
contract by this company to build the 4½-mile extension 
from Glendale to Burbank. 

Oakland (Cal.) Traction Company.-This company will 
double track its Northbrae line from University Avenue 
and Grove Street to the southern boundary of the Spring 
estate, in Berkeley. 

*San Mateo, Cal.-Percy L. Shuman, W. M. Roberts, 
San Mateo, and associates are interested in a plan to build 
a proposed electric raillway between San Mateo and San 
Francisco, via Hillsboro. Cap ital for the construction of 
the line is ready if the right-of-way can be secured through 
Hillsboro and San Mateo for $20,000. 

Watsonville Railway & Navigation Company, Watson
ville, Cal-This company advises that it will let a contract 
at once for a concrete dock at Port Watsonvilae, on Monte
rey Bay, to cost $roo,ooo It has 6 miles of track now in 
operation and will begin to build 8 miles of extensions in 
July. The line will connect San Francisco, Los Angeles, 
Watsonville, Freedom, Corralitos and Vega. It is securing 
franchises for other towns. The power house and r epair 
shops are loca~ed at W est Third Street, WatsonviLle. Cap
ital stock, authorized, $200,000. Capital stock, issued, $r 50,
ooo. Officers: F. E. Snowden, 3rr California Street, San 
Francisco, president and general manager; W. F. Crosby, 
Watsonville, vice-pr es ident and superintendent; Clarence A. 
Shuey, 3 II California Street. San Francisco, secretary, and 
H. Reeland, Watsonville, electr ica l engineer. [E. R. J., 
Jt ne 3, 'II.] 

Georgia Railway & Electric Company, Atlanta, Ga.
Work will be begun at once by this company to double 
track its Forrest Avenue line from Peachtree Street to 
Boulevard Street. 

Augusta-Aiken Railway & Electric Company, Augusta, 
Ga.-It is reported that this company will improve its Oines 
soon by eliminating many of its curves, reconstructing 
bridges and laying new ties. 

Sterling, Dixon & Eastern Electric Railway, Dixon, Ill.
This company is planning to rehabilitate its tracks in Sterl
ing, beginning at once. The work will be done under the 
jurisdiction of Clement C. Smith, pre sident. Throughout 
the length of the city the present joint plates will be re
moved and the rail joints all cast-welded by the Falk 
process. The ties will be r enewed where necessary and 
the paving relaid, using special grooved brick next to the 
rails and grouting with Portland cement. East of the 
business district new paving is to be laid and the grade of 
the tracks will be raised by in serting additional ballast of 
crushed stone and by laying a concrete foundation for the 
paving. 

Pekin & Petersburg Interurban Railway, Pekin, Ill.
This company advi ses that it has begun the construction of 
its 7-mile electric railway t o connect Pekin and Petersburg. 
Its r epair shop s will be located at Pekin and it will purchase 
power. The comp an y will operate Io cars . Capital stock; 
authorized, $50,000. Bonds, issued, $50,000. Officers: J. E. 
Melick, president, and G. A. Mcintre, secretary, both of 
Springfield. [E. R. J. , J an. 7, 'rr.] • 

Peoria Northern Railway, Peoria, Ill.-This company ad
vises that it ha s not decid ed when co n struction work will be 
begun on this electric railway to conn ect Peoria, Mossville, 
Rome, Chillicothe, Sparland, Henry and Bureau. Capital 
s tock, authorized, $2,500. Officers: H. E. Chubbuck, Peoria, 
president and general manager; H. J. Vance, La Salle, vice
president; W. H. Carnahan, Champaign, .secr etary, and 
W. J. Achelpohl, treasurer. f E. R. J .. F eb. 29, 'ro. ] 

*Quincy & Terre Haute Railroad, Quincy, Ill.-T hi s com
pany advi ses that it ex pects t o p rocure a new charter in 
June after which contract s w ill be let fo r grading a 56-
mile lin e to conne ct Q uin cy, Liberty, Beverly, K ings ton 
and Baylis. The m otive power w ill be gasoline or elec
tric1ty. Capital s tock, authori ze d, $1,680,000. Bonds au
thorized, $r,68o,ooo. Officer s: W ill iam C. F ick, sor O hio 
Street, Quin cy, president; H . C. Simon, V irden, vice-pres i
dent; F. W . Knoll enb er g , Quincy, secr et ary, and S. P. 
Landcraft, trea surer, 

*Waterloo, Ia.-A survey is being made fo r the co n
struct ion of a second interurban lin e t o Eagle Ce nter, v ia 
Geneseo, Traer and Crysta l. 

*Houlton, Me.-A n ew electric railway w ill be built this 
year between Woodlawn and New Sweden. It may later 
be extended to Caribou. 

Berkshire Street Railway, Pittsfield, Mass.-This com
pany has complet ed and placed in opera ti on its 6-mil e ex
t en sion from Great Barring ton south to Sh effi eld. 

Towson & Cockeysville Electric Railway, Cockeysville, 
Md.-Thi s company advise s that it ha s awarded the con
tr act to James H. Harlan Company for th e grading and 
construction of its 7½ -mile el ectric railway to conn ect 
Towson and Cockeysville via Luthervill e, Timonium, 
Tex as and lVIarb le Hill. Con stru cti on has bee n begun. 
Capital stock, $roo,ooo. Officer s: J. A lexis Shriver, Belair, 
president, general manager and purchasing agent; William 
H. Wright, vice-president, and James S . Nussear, secretary 
and treasurer. [E. R. J., May 13, ' rr.] 

Michigan United Railways, Lansing, Mich.-Work w ~ll 
be begun at once by this company on the extension to con
nect Lansing, Owosso, and Saginaw. Right-of-way ha s 
been secur ed from Owosso to Swan Creek. 

Pine Brook Electric Railway, Caldwell, N . ].-Alexander 
Dallas, president of this company, has deposited $25,000 
with the State Treasurer of New J er sey, which g ua rant ees 
the construction of its II-mile electric railway to connect 
Caldwell , Montville, Hanover, Fox Hill and Denville. This 
new line will be the fast link in the electric railway be
tween New York and Lake Hopatcong. [E. R. J., April 
8, 'r1.] 

Yonkers (N. Y.) Railroad.-The Public Service Commis
sion, Second District, has granted its permission to the 
Yonkers Railroad to exercise franchises granted by 
Yonkers on Apri l 4, 19u, for the construction of a line 
on Nepperhan Avenue in Yonkers from the intersection 
of Lake Avenue northerly to the north city 1line. 

Charlotte (N. C.) Rapid Transit Company.-The con
tract has been awarded to W. J. Ol iver & Com pany, K nox
vi ll e, by this company to build its line fr om the present 
terminus in Elizabeth Height s in Charlotte eastward to the 
Mecklenburg Country Club. Messrs. Flyler & Reid, Mi sen
heimer, have been awarded the contract for 10,000 cros s 
ties. Cameron Morrison, Charlotte, is interested. [E. R. 
J., Sept. 3, '10. ] 

Carolina Light & Power Company, Raleigh, N. C.-A 
pr eliminary survey ha s be en made by this company to 
build a 3-mile extension from the Glenwood t erminal of 
the Raleigh Street Railway to the Raleigh Country Club. 

Columbus Railway & Light Company, Columbus, Ohio.
This company has placed an order for I 100 tons of girder 
rails with the Lorain Steel Company. 

Toronto (Ont.) Railway.-Work has been progr essing 
steadily on the extension of thi s company's lines within 
Toront o, sta rted last fall. The special! inter section work 
has been lai d at Yonge and A delaide Street s, Spadina and 
Adelaide Street s, and Spadina and Harb ord Street s. Ser
vice on the latter str eet w ill be comm en ce d as soon as the 
street is widened for vehicular traffic . T he Wil t on Avenue 
line is completed from the Don River t o Church St reet , and 
w ork is proceeding on the laying of th e tracks over the 
Wi lt on Avenue bridg e at th e D on R iver. 

Willamette & Molalla Valley Railway, Canby, Ore.
This company advises that it is clos in g fi nal survey work 
and is securing right -of-w ay and wi ll begin construction 
within ninety days on its 12-mile electric or steam railway 
from Canby throu gh t he lV[ola ll a V a ll ey. W. J . Lee, Can
by, president and ge neral manager. [ E. R. J ., Jun e 3, 'rr. ] 
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Erie (Pa.) Traction Company.-\Vork ha s been begun 
by thi s company on a cut- off between Cam bridge Springs 
and a p o in t 2½ m il es n orth o f Camb ridge Springs. T hi s 
cha nge is fo r the purpose of eliminating bad curves and 
s hortening this line on e-half mi le. 

Northwestern Pennsylvania Railway, Meadville, Pa.
This company, which ha s taken over the Meadvi ll e & Ca m
bridge Spring s Street Ra ilway, will rehabilitate th e ent ir e 
line. 

* Allegheny & Northwestern Street Railway, Pittsburgh, 
Pa.- Thi s company has fi led fo r r ecord at Pittsburgh a 
mortgage in favo r of the Guaranty Titl e & Tru st Company, 
Pitt sburgh, a s trustee. to secure a n issue of $700,000 of S 
per ce nt bo nd s, fo r a peri od of fif ty years. This 27-mile 
railway will conn ect Evans City, H armarvill e and Mar s. 
Wor k wa s begun last fa ll by J ohn Schaffner, Butl er. It 
will connect with the Allegheny Va ll ey Stre et Rai1lway. 
Tarentum, at Harmarville. 

Rhode Island Company, Providence, R. 1.-I t is an
nounced t hat th e R h ode I sland Company, w hich ha s ju s t 
arrange d t o lea se th e N arragansett Pier Railroad. 8½ 
mile s lo ng, will equip th e roa d wit h elect ricity a nd oper ate 
it in co nn ec ti on w ith it s Sea View line. 

Anderson, S. C.-M. N . Patterson h a s secur ed right-of
w ay and a n ew 5urvey will b e made wit hin ten days fo r the 
constructio n of a 30-mile ele ct ri c railway t o connect A nder
so n , A bbevi ll e a nd A ntreville. [E. R. J., May 6, 'II. ] 

Elizabethton, Milligan & Johnson City Electric Railway, 
Johnson City, Tenn.-Prelimin ar y su rveys have been com
p leted and wor k will! be be gun at on ce by this compa ny on 
its 8-mile electric r a ilway between J ohnson City, Milligan, 
Oak Grove a nd Elizabetht on. \V. G. Payne is intere sted. 
[E. R. J. , A pril r s , 'rr.] 

Bryan-Col!ege Interurban Railway, Bryan, Tex.-A 2-

mile exten sion will be bu ilt by this compa ny at once fr o m 
its present t erminal on Caldwell Street out by the Alle n 
A cadem y a n<l as far as th e Vill a Maria Ursuline Convent. 
0. E. Ga mmill, Brya n. will do the grading. 

Marshall (Tex.) Traction Company.-This company has 
co mpl eted a nd pla ced in oper a tion it s exte n sion from 
l\J ar s hall to East Mar sha ll. 

Mt. Mansfie'.d Electric Railroad, Stowe, Vt.- Work ha s 
b ee n b'egun by thi s company o n it s exten sion from Stowe 
t o M o rri sv i1l le. 

Yakima Valley Transportation Company, North Yakima, 
Wash.-\~/ork h as been begun by this company on its ex t en 
sion from .i\' orth Yakima to 1 l oxee City. 

*Seattle , Wash.-Plans are being co n sider ed for t h e 
for m at ion o f a company to buil d a n elect ri c r ailway fr om 
Lake Cre sent through Port A ngeles, Port Townsend a nd 
Irondal e t o some co nvenient point on Hood Can al , from 
w hi ch point fas t boat servic e will be established to Seattle. 
Am ong· t h ose intere s ted are: A. 0. P owell!. J. M. Spark
man. J e ss e A. F r ye, vV. G. A nder son. J ohn C. \Nailing and 
Rufus R. \Vilson. 

Tacoma Railway & Light Company, Tacoma, Wash.
T his company has comple ted and placed in op er at ion it s 
2- mil e extension into the business section of Bismarck. 

Middle Island Rai!road, Middlebourne, W . Va.-Thi s 
com pany h as been voted a bond iss u e in Lincoln district 
of $200,000 to be used in bu ilding its 60-mile elect ri c rail
way t o connect Siste rYill e, Kidwell. Middleb ourne, Shirl ey 
a nd Clarksburg. John F. Shor e, Middlebourne. secr etary. 
[E. R. J., March rr. "rr. ] 

Tyler Traction Company, Clarksburg, W . Va.-This com
pany will soon begin the con struction of it s railway to con
nect Sis terville, Middlebourne and Shirley. It h as organized 
by electin g th e fo ll owin g offic er s: R. \V. i\T cCoy. pre sidenc : 
R. Broadwater. vice-president : W. J . Neuen schwander, 
treasurer, and J ohn Ki nkaid, secr eta ry. [E. R. J .• April 
22, 'r I.] 

Hot Springs Street Railway, Thermopolis, Wyo.-This 
comp any advises that it has not decided when it will be g in 
the con stru cti on of its 4-mile electric railway in Thermopo
li · . The company w ill operate two ca r s. Capita l stock 
authorized, $roo,ooo. Officers : S. A. Br oadwell, Omaha, 
Neb ., p r esident; C. C. Kindel, Omaha, vice-president; C. 

Broadwell, secretary and treasurer, and J. J. Conlon, Ther
m opolis, superintendent. [ E. R. J., Oct. 9, '09.] 

SHOPS AND BUILDINGS 
Tampa (Fla.) Electric Company.-Work ha s b een begun 

and is progress ing rapidly by thi s company on its new 
car hou se on the Hill sborough R iver, between S ix th A venue 
and Ro ss Avenue, in Ta mpa. [E. R. J., April 29, '11.] 

Rockford & Interurban Railway, Rockford, Ill.-Plans 
hav e been compl eted and bid s w ill soon be asked for by 
thi s company to build its new carhou se in Rockford. The 
structure will be I-story high, 65 ft. x 240 ft., with a brick 
bay 33 ft . x roo ft. The cost is est imated t o be about $20,000. 
IE. R. J., l\Jarch r8, ' rr.] 

Indiana Union T raction Company, Anderson, Ind.-This 
company is sa id to be con sidering plans to build a new 
freight station in Bluffton . 

Cincinnati (Ohio) Traction Company.-McGarvey & 
Co mpany, Ci n cinnati, ha s been awarded the contract by 
thi s company t o bui1ld it s n ew carhouse at Winton P lace in 
Cincinnati. T h e new bui ldin gs will cover nearly two acres 
of ground. 

Milwaukee Electric Railway & Light Company, Milwau
kee, Wis.-Plans have been completed by thi s company for 
a n ew carh ou s e on Fortieth Stree t and Cold Spring Avenue, 
in Milwaukee. The s tructure will b e two s tories high and 
180 ft. x 370 ft. The framework will b e of structu ral stee l 
and the wall s o f brick a nd concrete construction. The roof 
will b e a con crete s lab. 

POWER HOUSES AND SUBSTATIONS 

Pacific Electric Railway, Los Angeles, Cal.-This com
pany ha s clo s ed a contract with the Genera l Electric Com
pa ny for ele ctrical m achinery and equipment, including the 
fo llowing: Fo ur m o to r-generat or sets, each consist in g of 
one M. P. C. 8, rooo-kw, 500 r.p.m., 600-vo lt, d.c. generator, 
direct co nn ected to o n e A. T. I. 12, r 120-kw, 2200-volt, 50-
cycle, 3-phase sy n chrono u s m oto r; t hree motor-generator 
se t s, ea ch to con sist of one M. P. C. 6, 600-kw, 750 r.p.m. , 
600-\"olt, d. c. ge n er at or, direc t connected to and mounted 
on th e same base with one I. 8, 900-hp, 750 r. p.m., 2200-
vo lt . 5c-cyc le. 3-phase in duct ion m o to r ; nin e -1-so-kw, wa
t er- cooled tran sfo r mers and nine 300-kw, water-cooled 
tran ;:-former s, all designed for 15,000 volts fo r primary a n d 
2250 volt s secondary. 

Kentucky Traction & Terminal Company, Louisville, Ky. 
- T hi s company. w hich h as suc ceeded th e Lexing t on & In
te rurb a n Railway s, has purchased two acres of land north of 
Li m eqo n e Street, b etween Seventh Stre et and th e Belf 
Railw ay. in Louisvill e. adjoining the prese nt power house 
cf the L exin g ton Railway, upon which it w ill build a new 
powe r h ou se. 

Biddeford & Saco Street Railway, Biddeford, Me.-It is 
stat ed that t h e deal pending between the Biddeford & 
Saco Stre e.t Ra ilway and the York Light & Heat Company 
ha s b een consummated, and that the latter will furnish the 
fo rmer with electricity for power as soon as the necessary 
apparatus can be ins talled. Th e railroad will keep its 
pow er pl ant intact for emergency use. 

Twin City Rapid Transit Company, Minneapolis, Minn.
T hi s company is r eported to be pur chasing flowage rights 
at Eag1le Rapid s, eight mile s from Chippewa Falls, with a 
view to developing 20,000-hp . 

Springfield (Mo.) Traction Company.-The Federal Light 
& Traction Compa ny, ?-Jew York, N. Y., which owns the 
Sp ringfield Traction Company, is planning to double the 
capacity and efficiency of its power plant in Springfield. 
Plans and specifica tion s ar e being made by L. A. Shattuck 
a nd W. A. Haller, o f New York. 

Delaware & Hudson Railroad, Albany, N . Y.-This com
pany ha s ordered from the General Electric Company one 
8000-kw. 2300-volt turbo-generator, one roo-kw. 125-vol t 
turb o-excit er an d fou r 2500-kva, 2300-volt step-up trans
fo rm er s for it s Mechanicsville substation. 

Northwestern Pennsylvania Railway, Meadville, Pa.
Th is company is installing additional boilers and a feedwate r 
purifi ca tion system in it s power plant in r-.1eadYille. C. 
L. Murray, Meadvill e, general manager. 
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Manufactures & Supplies 
ROLLING STOCK 

Springfield (Mass.) Street Railway has o rd ere d thre e 
close d ca rs fro m t he Osgood B rad ley Car Company. 

Meadville & Cambridge Springs Railway, Meadville, Pa., 
w ill soon be in t h e market for new tru cks and motors. 

York (Pa.) Railways have o rdered four 26-ft. semi-con
vert ible m otor car bod ies fr om The J. G. Bri ll Company. 

Portland, Eugene & Eastern Railway, Portland, Ore., 
has ordered two Drill 27-G-1 trucks fro m the American Car 
Com pany. 

Worcester ( Mass.) Consolidated Street Railway has o r 
dered fifteen c lo se d car s from t he Osgood Bradley Ca r 
Co mp a ny. 

Denver & Intermountain R ailroad, D enver, Col. , has 
o rd ered fo ur Brill 27-GE-1 trucks from the Ame ri can Car 
Co mpany. 

JYiontgomery (Ala.) Traction Company ha s ordered six 
Bnll 21-E t ru cks a nd four Brill 27-G 1 truck s fr om The 
J. G. Brill Com pany. 

Woodlawn & Southern Street Railway , Woodlawn, Pa., 
)1 as o rd ered two 20-ft. closed motor cars an d fo ur 33-ft. 9-
111 . motor ca r s fr om the G. C. Kuhl m a n Car Company. 

Pacific Electric Railway, Los Angeles, Cal., h as ordered 
fi~ty quadr upl e GE-210, 60-hp railway motor equipments 
w ith t ype M co n trol from the General E lect ric Company. 

Columbia Railway, Gas & Electric Company, C olumbia, 
S. C., h as o rd er ed throug h J. G. \Vhit e & Company New 
Yor k, N. Y .. s ix semi-co n ve rtibl e cars from The J. G. Brill 
Com pany. 

St. Joseph Railway, Light & Power Company, St . Joseph, 
Mo., has ordered from the \Ves ting h ouse Electric & Man u
fa cturin g Compa ny ten No. 307 split -frame in terpole rai l
way m oto rs. 

New York & North Shore Traction Company, Roslyn, 
N. Y., h_a s p~1rchased four quadrup le GE-88 m otor equip
m ent s w it h a ir b rakes and whistles from the General E lec
t ri c Com pa ny. 

Metropolitan Street Railway, Kansas City, Mo., has 
o r de r ed twe nty-five quadrupl e equipme nts of No. 306 mot or s 
w ith K-35 co ntro l from the \Vestinghouse Electr ic & Man• 
ufac tur ing Com pany. 

San Antonio (Tex.) Traction Company has purchased 
twen ty doubl e equipments of No. 92-A inte r pole railway 
m otor s with type K-28 co nt rol from the \Ves ti 11 0-J10use 
E lectric & Manufacturing Company. 

0 

~rie & Suburban Railway, Erie, Pa., has ordered forty 
Bnll 39-E tru cks fro m th e G. C. Kuhlman Car Company. 
T h e compa ny has also o rdered twenty GE-80 two-motor 
equip me nt s fro m th e Ge ner a l Elect ric Company. 

Seattle-Everett Tract ion Company, Bellingham, Wash., 
has o rd er ed a quad ru ple equipme nt of No. 30--1- ra ilway 
m otors w ith HL n on-auto m a tic unit-switch con trol from 
t he Westi ng h ouse E lec tri c & Manufactur ing Compa ny. 

Syracuse (N. Y.) Rapid T ransit Railway has o rdered 
twelve 31-ft. I I-in. se mi-conve rtible pay-as-you-enter cars 
a ri d t welve Brill 27cF-r tru cks without wheels fro m t he G. 
C. K uhlm an Car Company. They will be equipped wit h 
GE-2 I6 m otors. 

Toledo & Indiana Traction Company, Toledo, Ohio, has 
o rde red from t he \Nes tinghou se E lec tri c & M anufactur in o· 
Com pa ny one Baldwin-\Vestinghouse 8---1-E locomot iv~ 
equ ipped with four No. 30--1--A in terpole rai lway moto rs and 
type L -4 control. 

Pittsburgh (Pa.) Railways has ordered fifty-three quad
rup le equipments of No. 306-C D box-frame rai lway motors 
wit h type K---1-3-B control, also an ad d it io na l 160 mo tors 
of t he sa m e type, fr om t h e Westin g hou se Elec t ric & Manu
factur ing Company. 

Tri-State Railway & Electric Company, East Liverpool , 
Ohio, n oted in th e ELECTRIC R AILWAY J ouRNAL of M ay 20, 
J<)I I , a s bei ng in t he market fo r se ve ral ca r s, has o rd er ed 
t hrough J. G. Wh ite & Company, New York, N. Y., four 
open s ing le-truck ca r s from the Cin cin nati Car Co mp any. 

Great Falls & Old Dominion Railroad, Washington, 
D. C., has purchased three quadruple er1uiv111ents of No. 
93-A2 rai lway m o to rs w ith I-IL non-automatic unit-switch 
co ntrol a rr a nged for both g-round a n d metallic return with 
spec ial chan ge-over switches from the vVestinghouse Elec
tric & Manufa cturing Compa ny. 

Arkansas Valley Railway, Wichita, Kan., reported in the 
ELECTRIC RAIL\\'AY J ouRNAL of Apri l 8, 191 I, as having or
dered five combination interurban motor cars of the steam
coac h type from the St. Louis Car Company, has specified 
the fo ll owing deta il s for this eq uipm en t : 

Seating capacity .......... 53 Couplers ........ 1\1 CB radial 
Weight (ca rbody) .. 30,ooolb. Curtain fixtures .... C. S. Co. 
Bo lste r centers, length .. 27 ff. Curtain material ... Pantasote 
Length of body .... 3G ft. 7 in. Gongs .......... 12-in. pedal 
Over ve s tibule ...... 45 ft. 3 in. Hand brakes ...... Peacock 
\Vidth ove r sill s ... . 9 ft 3,:i in. Heaters .... .. ....... Cooper 
Over all ............ () ft. 2 in. Journal boxes ......... .i\lCB 
Heig·ht, rail to s ill s -41 ft.¾ in. i\Iotors ......... --1--West. 307 
Sill to trolley ba se. IO ft. 3 in. M oto r s ........ inside hung 
Body ................. wood Sanders ............. St. L. 
Int eri or tri m .. m a h og. & oak Sash tixtur es ...... Edwards 
Roof ............... monitor Seats ...... St. L. sta tionary 
Air brake s ......... .. . \Ve st. Trolley ........... Knutson 
Axles .... 4¼- in. journal stee l Trucks .............. St. L. 
Cab les ................ \Vest. Varnish ............ l\Iurphy 
Car trimmings ....... bron ze \Vhe els .... rolled stee l 3--1--in. 
Control ... sin gle end, type K 

TRADE NOTES 
Gold Car Heating & Lighting Company, New York, N. Y ., 

ha s elected A mb rose L. O'S hea a director to succeed W. \V 
Butler. 

M cKeen Motor Car Co mpany, Omaha, Neb., recently 
shipp ed a third 70-ft. gasolin e motor car t o the .-\1111 .-\rbor 
Railroad. 

Penn Steel Castings & Machine Company, Chester, Pa. , 
has e lec ted \ Valt er S. Bickley president of the company to 
succeed the late Mortim_er H. Bickley. 

General Vehicle Company, Long Island City, N. Y., has 
p urc hased a block of fifty lots on Borden .-\Y enue. Long 
Island City, on which it is rum ored the company will erect 
a br a n ch plant. 

H. A. Hunt has bee n appointed Eastern sales agent of 
the Edgar A ll en Ame ri can Manganes e Steel Company, with 
headquarters at New Castle. Del. This appoi ntment was 
ma de t o fill a vacancy caused by the r es ignation of V. \ V. 
l\Iason. Jr. 

Lee Machine Company, New Haven, Conn., ha s been 
chartered with a cap ital stock of $I50,ooo to manufacture the 
Lee steam turbine. The in co rp orators are Henry B. Lee, 
New London; \Vinthrop G. Bus hnell and Samuel C. M ore
h ou se, New Haven. 

Greenlee Brothe rs Company, Rockford, Ill., has remoYed 
it s ge n eral o ffi ces from Chicago to Rockford. Ill.. where th e 
factory a nd accounting departments a r e loca ted. The Chi 
cago office is in ch a rge of J ames A. L ounsburg, the vice
pre-aident of the compa ny. 

Page & Hill Company, Minneapolis, Minn, has appointed 
\Villiam Unde rwood to t ake charge of its pole presen-ing 
plant at Minnesota Transfer. l\Ir. Underwood is a graduate 
of the Forestry School, University of Minnesota an d is an 
expe rt in wood preservation. 

P hiladelphia Locomotive Company, Philadelphia, Pa., 
whic h is sa id t o be a r eorga niza tion of th e Baldwin Locomo
tiv e vVo rks. h as increa se d its proposed capital from $--1-0,000,-
000 to $50,000,000. Common s tock is increased from 
$20,000,000 to $25,000,000, and 7 per cent prefer red increased 
t o th e sa m e a m ount. 

Lord Manufactur ing Company, New York, N. Y., report s 
the r eceip t durin g th e las t year of som e lar ge co ntracts ca ll
ing for both American and foreign shipm ents, and it s busi
n ess ha s g row n in vo lum e to such a n exte n t recently that 
th e company ha s been comp elled to increase t h e outp ut of 
it s factory by placing o rder s for n ew m achin ery. 

J. G. White & Company, Inc., New York, N . Y., gave a 
din ne r a t th e H o t el 1\ st o r durin g th e conve nti on of t he 
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National E lectric Lig ht Associat ion in N ew York in honor 
of the offic ia ls con nec t ed wi th th e companies of w hich J . G. 
White & Co mpan y, Inc., a r e operatin g m anager s, who 
a tt ended th e co nve nti on of the a ssociation. T h e dinner was 
a tt ended by nearly fi ft y offi cials of J. G. W hite & Company, 
In c., and of th e opera ting compani es, including J. G. White, 
F. H . R ee d, J . H . Pardee, R. B. Marc han t, H . S. Coll ett e, 
W. R. W . Griffin and E . C. D eal. 

Pennsylvania Steel Company, Steelton, Pa. , has app ointed 
G. S. Vickery sup er intenden t of t he fr og an d switc h de part
:nent of th e comp any. Mr. Vickery has been acting super
mten dent of t hat department sin ce Oct. 22, r9 ro. H e has 
bee n conn ec ted with th e Pennsylvania Stee l Company in an 
eng in eering capacity since 1898, during w hi ch t ime he has 
bee n in clo se touc h with th e po licy w hich has brought th e 
frog a nd switch department to its present h ig h effic iency. 
He is a na tive of Maine and a g ra duat e of th e U niver sity of 
lv1a!ne. For four year s he was city en g ineer of Bangor, 
Mam e, and hi s w ide experience in th e eng in ee ring field 
m akes him well fi tt ed fo r t he position. 

Ackley Brake Company, New York, N . Y., ann ounces th e 
fo r mat ion of a n ew company to look after th e m anufacture 
an d sa le of Ackley brakes in France an d coloni es, Spain, 
Morocco, Tuni s, A lgier s and Egypt. T hi s n ew company has 
bee n in co rp ora t ed under th e name of Comp agnie F r an<;aise 
des F rei ns Ackley, w ith offices at 62 rue Saint L azare, P ari s. 
G. S. A lbanese, w ho has been t he rep r esenta tive of th e 
Ackley b rake intere st s in the above coun tries sin ce th e intro
duction of t he Ackley brake to the Eur opean t rade, two 
year s ago, has been m ade m anagin g direc tor of t he n ew 
company. Mr. A lbanese is an enginee r of h igh standing 
and of wide acquaintance wi th tramway offic ials th roug hou t 
E urope. Thi s new Frenc h co mpany is t he th ird Eur op ean 
Ac kley com pany to be established within th e pas t year , th e 
others being the Bri t ish Ack ley Brake Co m pany, of L ondon, 
and th e D eutsc he Ackley Br emse n Company, m . b . H., of 
Berlin. T hese co mpanie s operat e under t he Ackley pat en ts 
and co n tr ol t he manufacture and sale of th e A ckley b rakes 
in mos t of t he E uropean and North Afri can countri es, whi le 
th e Ackley Brake Company. of New Yo rk, controls t he 
m anufactur in g an d sales r ig hts fo r export t o t he r emaining 
countries of t he world outside of th e U nit ed S ta tes, Canada, 
Mexico and t he Hawaiian I s lan ds. The es tabl ishm ent of 
t he above companies was made imper at ive by t h e increasing 
popula r it y of th e Ackley brakes, so tha t th e demands of th e 
E uropean trade could be m ore expedit iously supplied. 

Electric Service Supplies Company, Philadelphia, Pa., ha s 
moved to its new offi ce and fa ctory buil d ing a t Seventeenth 
and Cambria Streets, North P h iladelp h ia. The new build
ing take s t he p lace of th e o ld fac tory at Keokuk, Ia., and th e 
P hil ade lphia office an d warehouse former ly at 1020-2...( F il
bert St reet. T here is a siding in t he p r operty which con
nec t s w ith the passenger and fre ight station of th e Pen nsyl
vania and P hiladelp hia & Reading Rai lroads, w hich ar e only 
five bl ocks away. T h e building, wh ich is t h e fi r st of a g roup 
to be er ected on t he site, is a six-sto ry, m on olithic re info r ced 
concr ete structure, fireproof in con struction and equipped 
with an automati c sprinkler system. On th e fi rst floo r are 
loca ted th e rece iving a nd shipping departments and stor e
room. On the second floor are locat ed th e gen era l offices 
of th e company, with t h e excep tion of th e offic es of th e 
fac t ory manager and the shipping department, w hich are on 
the fif th and first floors respective ly. The r emainin g fo ur 
fl oor s ar e devoted to manufacturing purpos es exclu sively . 
O n th e fifth floor ar e located the mac hin e shop s, fa ct ory 
st ock rooms, assembling racks for su ch sp ecialties as the 
aut om ot onee r, Garton-Daniels lightn ing arres ter s, Key ston e 
por tabl e lam p g uards, trailer connector s, t roll ey pick-up s 
a nd oth er s. On this flo or space is a lso set as ide fo r des ign
ing an d experimen tal wor k. T he electrica l equip m ent of 
th e building con sists of t h ree distinc t se r vic es, all of w hich 
a r e broug h t und er ground to a ge neral mete r and distribu tin g 
boar d located on th e fi r st floor. 

A DVERTISING LITERATURE 

Electric Storage Battery Company, Philadelphia, Pa., ha s 
issued a 16-page catalog on it s Exide batter y an d Hycap
Exide batt ery fo r electric vehi cles. 

W eston Electrical Instrument Company, Newark, N . J., 

ha s issued a folder in w hich is il1lustrated a complete line 
of \Ve ston a.c. switchb oard indicating in struments. 

National Surface;_ Guard Company, Chicago, Ill., has is
sued two boo kl et s which des cribe and illustrate its stock 
guards and th e National ratch et track wrench respectively. 

Conduit Machine Company, New York, N. Y., is dis
tributing to th e trade a small pocket se t of wiring fo rmul ~ 
tabl es, tog eth er w ith other valuable data. The company 
is a lso mailing two circulars on it s C-M fis hing and thread
ing mach ine. 

Toch Brothers, New York, N. Y., have issued a booklet 
w hich discus ses t he m erit s of cement filler and cement 
floo r paint. It a lso conta in s specifi cations for applying 
thi s m a ter ia l, and ca ll s attention to anoth er material known 
as pigm ent cement fill er . 

Hill Publishing Company, Ltd., London, Eng., has issued 
a new cata log of t echnical and scientific books on mining, 
ra ilway, chemical, ele ctrica l and oth er subj ects. This com
pany also a ct s a s sole Eng lish agent fo r th e McGraw-Hill 
B ook Company, New Y ork, N. Y. 

Stone & Wester Engineering Corporation, Boston, Mass., 
is mai ling a booklet w hich contain s views showing the 
rap id pr ogr es s ma de on th e two r einforced concrete shop 
buildings w hic h it er ec ted r ecently for the General Elec
tric Company at Schen ectady, N. Y . 

Q M S Company, Plainfield, N. J., is m ailing a circular on 
its ca r wheel g rinding m ac hine. In connection with this 
cir cular the company is se nding a r eprinted page from the 
STREET RAILWAY J ouRNAL of Feb. 2 2, 1908, which describes 
a nd il1lu str ates th is type of car w h ee l g rinding machine. 

E lec t ri c Service Supplies Company, Philadelphia, Pa., 
prints in th e iviay issue of t he"Keystone Trave~er" an an
noun ceme nt of t h e mer ger of t he Pay-A s-You-Enter Car 
Corp or a tion a nd the Pay-With in Car Company into the 
Prepayment Car Sales Company, al so a description of its 
new fac tory, o ffice an d war ehou se building in N ew P hila
de lphia. 

Western Electric Company, New York, N. Y., has is
sued Bull etin No . 1080, entitl ed " R ailroad Telephone and 
Select ive App ar a tu s." I t con ta ins fi fty- six pages and lists 
a g r ea t va riety of appara tus. A 4-page in sert is devo t ed to 
th e Western El ectric se lect or, w ith ph otog raph s of the in
stallations of this appar a tus on t hree of th e large trunk line 
r ailroads. 

Ohmer Fare Register Company, Dayton, Ohio, has is
sued a lea fl et w hich c a ll s at t ention to the satisfactory 
recor d of O h mer r egist er s on the cars of the Syracuse 
(N. Y.) Rapid T r an sit Railway, and t o the paper delivered 
on the subject by J. E . Duffy, super intendent of that com
pany, at a mee ting of th e N ew York Sta te Street Railway 
Associat ion h eJld in Syracuse on March 22, 191 r. 

Standard U nderground Cable Company, Pittsburgh, Pa., 
has issued a 32-page bookl et in w hich th e merits of Colo
nia l copper -clad wir e, bare an d insulated forms, are dis
cussed. A set of data tables a r e printed at the end of the 
bookle t. A n other booklet issu ed 1by th e company de
scribes and illu strates Davis open a ir terminals for protec
t ion of ou tdoo r en ds of lead-cover ed underg round cab les. 

NEW PUBLICATION 
Motion Study : A Method for Increasing the Efficiency of 

the W orkman. By Frank B. Gilbreth. New York: The 
D. Van Nostran d Company. I 16 + xx iii pages; illus
trat ed. Price $2. 

T his is an exp osition of the th eory and practice of "effi
cien cy eng in eering" as app lied t o bricklaying. After a 
gen era l di scu ssion t he auth or di scusses th e va ri ables of the 
t hree varying elements concerned in th e laying of bricks, 
namely, the w orker, t he surroundings and the m otion, and 
th en th e effec t of t he se va riab les upon the es tablishment of 
an effici ency progr am. Briefl y th e principle involves the 
reduct ions of t h e motions m ade by a ll employees, but par
t icularly of th e highest paid, during their work, with the 
pu rp os e of in cr easing their effective output. The book is 
we ll illu strated and contains an introductory note by Wil
liam K ent, editor of Ind ustrial Engineering, in which the 
se r ies of ar ti cles compos ing thi s book originally appeared. 




