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State Control 

The address of Governor McGovern of vVisconsin before 
the conference of State Governors, an abstract of which 
is published elsewhere in this issue, is an important sum
mary of the policies underlying the Wisconsin commission 
law and the results that have been accomplished. While 
the address p·resents the point of view of the regulating 
authority rather than of th e regulated properties, it aims to 
set forth fairly the good ends attained for the consuming 
as well as the investing public. It appears that the net 
effect of the changes in rates brought about by the activi
ties of the commission has been a reduction in average 
return, notwithstanding t.he increases permitted in some 
localities. This is generally the history of public service 
commissions. That a reduction in rates produces increased 
consumption in certain classes of commodities, such as elec
tric light and power an,l gas, has been proved in many 
cases, not only by the Wisconsin commission, but by 
progressive companies. This policy, however, is not ap
plicable to all public utilities any more than to all kinds of 
private service of which we may take advantage from time 
to time. As the amount of electric railway mileage in Wis
consin is comparatively small, and as the activities of the 
commission have therefore been directed chiefly to other 
classes of utilities, Governor McGovern has little to say 
about companies of this character. The address, however, 
merits careful consideration because it is a comprehensive 
analysis of the work of a commission that is one of the 
foremost in the country and has established a deserved 
reputation for thorough and painstaking investigation of 
all cases and constant efforts to better service. 

The Burden of the Absent=Minded Passenger 

To forget is human nature, although some individuals are 
greater offenders than others in this respect. Few people 
among the general public realize that a carefully planned 
~ys tem is put into operation whenever a conductor picks up 

a lost article in a street car. This system is probably one 
which common law and honesty compel, but it is also one 
which makes the careless party a direct burden upon the 
company. It is consistent afso with certain traits of the 
American public that a case not infrequently occurs where 
the individual unsuccessful in an endeavor to recover a lost 

· article denounces the street car company and threatens suit 
to cover the loss. One large city company upon which 
there is an elaborate system of handling lost articles has 
found upon looking into the matter that the direct cost in 
wages amounts to $6 a day, not to mention the indirect 
charge, which cannot be calculated. \ Vith an average of 
about 100 lost articles a day this meant that every article 
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left on the cars cost the company 6 cents, or more than was 
paid for fare by the absent-minded passenger. The article 
itself sometimes passed through as many as seven hands 
and engaged the attention of nine differ ent persons. \ Vhen 
we consider that only about 45 per cent of the articles are 
cla imed and that a great deal depends upon the honesty of 
conductors, the question may well be asked whether it is to 
a company's interest to main tain any but a simple system 
which will cover the law and will insure the recovery of 
ar ticles which have been turned in if they are called for. 
On the other hand, the argument is not infrequently ad
vanced that railroads should go even fu r ther and should 
adve rtise daily the lost articles in the newspapers. \Ve 
have never been able to see the util ity of such a demand. 
A man who has left an umbrella, a package or a pa ir of 
spectacles on a car usually realizes the fact soon after he 
has left the ca r and he does not need the reminder of a paid 
adver tisement. The justice of such a requirement is even 
more remote. The company is put to considerable expense 
at best in having the article returned to its lost and found 
depa r tment and in storing it there. Part of this expense 
may be recouped by the sale of unclaimed articles, but as 
a rule the articles thus sold are those which are of such 
little value that the owner does not take the trouble to 
recove,r them. On the other hand, there should be no ob
jection to a company occasionally publishing statistics to 
inform the public of what it is doing at considerable ex
pense in the interest of its absent-minded passengers. 

The Field of the Gaso line= Electric Car 

"The Log of a Gasoline-Electric Car," which appears 
elsewhere in this issue, is of unusual interest because the 
detailed statistics of its operating costs and performances 
indicate so clearly what can be expected from well-designed 
cars of thi s class. These statistics are not invalidated in 
the least by the fact that the storage-battery car proved to 
be more economical for the special conditions set forth in 
the article. This result could not have been anticipated, 
because prior to the inauguration of these experiments no 
makers of storage batteries were willing to sell them with 
a maintenance cost per mile guarantee. The pioneer work 
of the Third Avenue Railroad has therefore greatly sim
plified the problem of selecting the proper type of self
contained vehicle for a giYen service. One great advantage 
of the storage-battery car \Yas that it could be very lightly 
constructed to meet satisfactorily the small stresses en
countered at such low schedule speeds as 6¼ m.p.h. to 7 
m.p.h. On the other hand, the gasoline-electric car had to 
be more massively proportioned to absorb the shocks of 
gasoline-engine operation quite regardless of the speed of 
the car. Furthermore, the equipment of the storage-battery 
car was intended simply to satisfy the modest operat ing 
requirements of the old horse car lines, whereas the gaso
line-electric car showed that it could meet much harder 
conditions of speeds, stops and accelerations. In short, it 
was too good fo r the purpose. \Vhile no universal dictum 
can properly be laid down from isolated tests of this kind, 
they would seem to point to the conclusion that the field 
of the gasoline-electric car on sparsely patronized lines is 
not so much a slow-speed, shor t-run city service , where 
current is cheap and ample time can be permitted for 

charging batteries, as upon longer runs at higher speeds 
under conditions more like those usually encountered in 
suburban and interurban operation. 

TENDENCIES I N ELECTRIC POWER. TRANSMISSION 

The development of larger market~ for the sale of hydro
electric power is bringing about many changes in trans
mission methods. A comparison of present practice in 
sections of the country where improvements are being made 
in the production and distribution of electricity with the 
ways and means of operation in vogue less than a decade 
ago at once discloses a new viewpoint on the part of pro
gressive companies. T he conditions differ radically from 
those prevailing in the populous areas served by modern 
central station organizations. T he demand for cheap 
power, either from water or from coal mined near the 
generating plant , extends over such wide a reas in those 
par ts of the country where such service is most highly 
developed that the present transmission companies tend to 
dominate hundreds of squa re miles along lines si milar to 
those fo llowed by g reat rail road organizations. 

In the remote regions occupied by electric transmission 
circuits of fro m 6 0 ,000 to 100,000 volts the incidental fea
tures of the work a re of no small significance. The 

growth of the power market renders better service im
perative, and standards of engineering const ruction which 
would have passed critici s;n five years ago are now toler
ated only on old work. T he cost of maintaining a staff of 
high technical skill in distant localities blessed with few of 
the amenities of li fe except climate and scenery is far 
from low, but the need of supplying consumers with con
stant and reliable se rvice is so g reat that it has become 
comm on for the larger hydroelectric enterpri ses to have 
remarkably effici ent engineering and operating organiza
tions. T his means that many industrial and social phases 
of life fa ll within the j urisdicti on of these power com
panies, and not a few problems of transportat ion, inter
communication, housing and even sustenance devolve upon 
them. I n some cases th e provision of educational courses 
fo r apprentices and the establishment of scholarships in 
higher institutions of learning have fo llowed the successful 
occupancy of a g iven territory by a power company. These 
broader human aspects of developing systems in the trans
mission fi eld are of increasing interest to the engineer priv
ileged to make a n examinat ion of such properti es, for they 
show the efforts being made to train a more efficient class 
of workers in the responsible operation of highly complex 
aggregati ons of apparatus. They also emphasize the im
portance which these companies at tach not to overlook 
anything which will help to solve problems of a technical 
or economic character in fields of great area. 

In its purely technical aspects, power transmission is 
advancing along the parallel lines of improved mechanical 
construction and a larger knowledge of the properties of 
ultra high-voltage circuits. In both stations and lines the 
use of inex pensive but effective disconnecting switches is 
becoming general on one or both sides of oil switches 
which carry dangerous voltages. The installation of clock
driven recording meters on important lines and even on the 
premises of consumers is giving excellent results in the 
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shape of more accurate data regarding loads and demands. 
The careful study of causes of interrupted service is bea r
ing fruit in the specification of better shapes of high-tension 
terminals for transformers, and the design of positive lever 
or switching control of line grounding" has done much to 
render the outside man' s du ties safer. In not a few in
stances the establi shment of high-voltage transmissions 
over mountainous regions which impose severe weat her 
conditions upon the lines has led to the more economical 
use of wire through the sti ffening of the tension in the 
spans, and the adoption of auxiliary steel messenger con
struction with special strain or suspension insulation, com
bined with the more thorough guying of poles and towers, 
has done much to reduce the frequency of interruptions. 

The use of the oscillograph and the making of careful 
tests of voltage drop, chargi ng current and other line 
phenomena have given a new insight into the possibilities 
of power transmission . Such tests can no longer be dubb ed 
academic when one considers the importance of making 
large investments in equipment with the minimum loss of 
capacity. It is not too much to say that the means are now 
at hand to investigate the functions of a 100,000-volt line 
75 or 100 miles in length with almost laboratory precision. 

THE ILLINOIS TRACTION SYSTEM 

Following the practice of previous years, the Illinois 
Traction System includes in its annual report for 1910 the 
details of gross earnings and other statistics of interest 
to holders of securiti es and operatin g officials and also a 
concise statement by the vice-president execut ive, Mr. Chub
buck, of the most notable events in the progress of the 
year . An abstract of th e report was published in the issue 
of the ELECTRIC R AILWAY JOURNAL for June 3, 191 I, 

page 991. 
Owing to the acquisition by the company of the prop

erties of the Topeka (Kan.) Railway, the Topeka Edison 
Company and the Des Moines (Iowa) Electric Company 
the statement of earnings is compiled in different ways. 
One statement shows the total gross earnings of the 
system as operated, that is to say, the gross earnings of 
the old system with those of the newly acquired properties 
from the elate of. their acquisition. The amount thus 
shown is slightly less th an that in the tab le which was 
prepared to indicate the gross earning capacity of all the 
companies comprised in the system at the end of the fi scal 
year. 

The first table mentioned may be taken for the purpose 
of this discussion. It shows total g ross revenue of 

$6,106,250, comparing with $4,584,634 for the preceding 
yea r, or a gain of 33.2 per cent. As in the preceding 
year , the largest proportion of the revenue was fur 
nished by the railway lines and more was contributed 
by the interurban system than by the local street 
railway properties. The proportions of the revenues; con
tributed by the various departments were as follows: 
Interurban, $2,304,945, or 37.7 per cent; local street rail
way, $1,966,317, or 32.2 per cent ; gas, $357,3 15, or 5.9 per 
cent; electric, $1,287,471 , or 21.1 per cent; steam heating, 
$164,062, or 2.7 per cent ; miscellaneous, $26,140, or 0.4 
per cent. 

T he railway lines are shown by thi s compilation to have 
furnished 69.9 per cent of th e total gross revenue from 
all sources. In 1909 the interurban system contributed 
43.2 per cent and the loca l railway lines 29.9 per cent, or 
a total of 73. 1 per cent. If th e compa ri son is carri ed back 
two years earlier the proportions are about the same. I n 
1908 the interurban lines yielded 45.1 per cent and th e 
local rai lway properties 31.3 per cent, or a total of 76.4 
per cent. In 1907 the proportion was 42.6 per cent for the 
interurban and 32.5 per cent for the local st reet rai lways, 
or a total of 75.1 per cent. 

A comparison of the operations of these two principal 
departments in 1907 and 1910 shows that in th is period the 
interurban gross earnings gained 43. 1 per cent and the 
local street railway properti es 60.3 pe r cent. The 1910 
revenues from local lines were increased ma teri ally by the 
inclusion of the earnings of the T opeka Railway, which 
was acquired in that year. As the gross revenues of that 
property amounted in 1909, according to the fi gures made 
public for that year, to $382;764, it appea rs that, allowing 
only for a normal rate of increase, th ey a re now at the 
rate of wel l over $400,000 a yea r. A notable betterment 
for the interurban system was placed in operation durin g 
the year, but the bridge across the Mississippi River and 
the St. Louis entrance and terminal we re not ava ilable until 
near the end of 1910 and the revenues for the period under 
review did not show the effect of thi s great undertaking.-

The comparative table of earnings for two years, as 
pub lished in the report, permits a showing of the g ross 
earning capacity of all the properties embraced in the sys
tem at the conclusion of the fiscal year and of the increase 
in the 1910 r esults as compared with 1909. It should be 
added that the net results are harmonized with the other 
statement by the deduction of the net earnings of the 
Des Moines and T opeka properties prior to the purchase 
of these systems. \i\Tith this rearrangement the total 
gross earnings are stated to be $6,218,038, which compares 
with $5,363,384, the total r evenue for 1909 of the properties 
that composed the system at the end of 1910. This indi
cates a ga in of 15.9 per cent. 

\Vhile the full details of operating expenses _ a1:e not 
stated in the report an explanatory note state s that during 
1910 $904,045, or 14.6 per cent of gross earnings, was ex
pended for maintenance. This figure is appended to the 
statement given to indicate the gross earning capacity of 
$6,218,038, but it probably did not differ materially in the 
other statement which includes the gross returns for the 

Topeka and Des Moines properties from the time of acqui
sition instead of for the entire calendar year. Appropria

tions of $300,000 for depreciation and of $84,262 for bond 
discount of controll ed companies should be mentioned be
cause they are in addition to the operating expense~, in
cluding taxes of $3,608,023. 

\Vhile the Illinois Traction Company is the well-known 
large property of the McKinley interests, it by no means 
measures the full activities of these owners and operators in 
the territory served. With the addition of the Western 
Rai lways & Light Company, which operates seve ral rail
way and other public utility properties in Illinois, the gross 
earnings of the companies controlled in Illinois, Missouri, 
Iowa and Kansas probably aggregate $8,000,000. 
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The Electric Terminal Arcade of the Oklahoma 
Railway Company 

This T erminal Is One of the Most Complete in the Country and Has Recently Been Finished 

BY H. C. MARTI N, ADVERTISING M A NAGER OKLAHOMA RAILWAY COMPANY 

For its size no city in the world can boast of more pre
tentious or modern electric terminal faci liti es than Okla
homa City. The Terminal A rcade, located at the corner 
of Harvey Street and Grand A venue in the heart of the 
business district, is just completed and represents the last 
word in terminal bui lding fo r stree t and inte rurban rai l
ways. This terminal a rcade was constructed by the Okla
homa Electric Terminal Company, a subsidiary organization 
of the Oklahoma Railway Company, fo r the use of all local 
and interurban cars of the rai lway company as well as the 
El Reno Interurban Railway Company, whose line connects 

throughout the country were considered and special atten
t ion was paid to the terminal buildings at Indianapolis and 
Los Angeles. 

The T erminal Arcade consists of four buildings and a 
t rain shed. One building faces south on Grand A venue 
and three face east on Harvey Street. 

THE TERMIN AL BUILDING PROPER 

The Terminal Building proper consists of six stories and 
basement. T he materials used in its construction were re
in fo rced concrete, faced with red vitrified paving brick and 
tri mmed with white terra cotta. The inside finish is unique 

Oklahoma Terminal-Arcade from Southeast Corner 

Oklahoma City with Yukon, 19 miles west, and will eventu
ally extend to El Reno, 30 miles west of Oklahoma City. 

The officers of the Oklahoma Electric Terminal Com
pany have been considering proper electric terminal facili
ties for years. They realized that the time would surely 
come when Oklahoma City would have grown large enough 
and the electric railway system have become extensive 
enough to demand a terminal station convenient to the 
down-town district, where passengers could congregate and 
wait for cars without having to stand upon the street 
corners exposed to rain and sun. 

They laid thei r plans well in advance and acquired the 
property now occupied by the Terminal Arcade, paying a 
high price for it in order to be prepared to meet the de
mands of the futu re. It speaks well for the progressive 
ideas of the company when it is known that no city in the 
country with a population double that of Oklahoma City 
has ever attempted anything nearly so adequate or elabo
rate. 

A great deal of study and thought was devoted to the 
subject of proper terminal facil ities before the plans were 
finally approved. The best ideas inco rporated in terminals 

in the Southwest, the doors, window frames, baseboards and 
picture molding being of steel. All windows are of wired 
glass and every room in the building has large outside 
windows. 

The building has its own refrigerating plant and pure, 
soft water is suppli ed by a well, 225 ft. deep, just west of 
the building. T he water, after passing through the refrig
erating plant, is distributed to all floors, where artistic 
marble drinking fountains are located. 

The floors in the corridors, as well as all stairways, are of 
marble. The stairway railings are of Vermont marble and 
the steps of Massachusetts marble equipped with Mason 
sa fety tread. 

There are two passenger elevators of the very latest type, 
capable of a speed of 350 ft. per minute, equipped with the 
A rmstrong signal system. Elevators are fitted with wired 
glass and steel doors. The other appointments of the 
building are of the very latest type, skilfully planned for the 
max imum of convenience to occupants. 

The basement and rear half of the ground floor has been 
planned for an up-to-date cafe, with a room in basement 
55 ft. x 65 ft. for tables. The first-floor room is 44 ft. x 
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45 ft. and is now occupi ed by a high-grade dairy lunch 
room. T he kitchen is located in the basement, · as are a lso 
the refrigerat ing and storage rooms. A tunnel leads from 
the basement north under building "C" to the a lley. This 
tunnel will be used for carrying supplies to and from the 
basement. 

In the basement is also located the heating plant for the 
entire a rcade, consisting of a 150-hp tubular boiler, equipped 

tends. The train shed is built entirely of steel and iron, 
the beams and columns being of structural steel and the 
roof of corrugated iron. A picket fence incloses the 
terminal yards and entrance and exit are had only througn 
the arcades leading in from Harvey Street, Grand Avenue 
and Main Street. 

COLLECTION OF FARES 

A system of turnstiles is now being installed and all 

Oklahoma Terminal-Group of Buildings 

to burn ei ther coal or gas. Steam is supplied from this 
boiler to every office and storeroom in the entire arcade. 

The first floor of the Terminal Building is occupied by 
. the Classen Company, real estate dealer; the second floor 

and part of the third by the executive offices of the Okla
homa Railroad Company, and the sixth floor by the railway 
company attorneys. The other floors of the bui lding are 
cut up into office rooms and suites and are occupied by 
many different and representative firms. 

The three a,rcade bu ildings facing east on Harvey Street 
are patterned after the main building, the same general 

passengers in wa1t111g rooms will pay their fare upon pass
ing through turnstiles. Thus the collection of cash fares 
and the making of change by conductors as regards passen
gers who board cars within the station will be eliminated. 

\Vhen a passenger pays his fare at a turnstile he receives 
a check which entitles him to board any car within the sta
ti on inclosure, but is not good at any other point. This 
check is collected by the conductor and is treated by him 
like any cash fare, and transfers to intersecting lines -are 
issued 11pon it. 

Passengers who are brought into the terminal station on 
cars and desire to transfer to 
other lines receive terminal 
transfers which entitle them 
to ride on any line except that 
by which transfer was issued. 
These transfers are good only 
within the station inclosure. 

A regular transfer slip is 
issued to passengers who 
trans£ er at points outside the 
terminal station. All trans
fers and passenger checks of 
the company have the day of 
the month printed upon the 
face of the transfer in large 
red letters, the name of the 
month being punched in the 
margin by the transfer clerk or 
conductor. Line transfers for 
points outside the terminal are 
only good upon date issued, at 
the point of transfer, in the 
direction indicated and within 
time punched. 

Oklahoma Terminal-Office Building and Train Shed 

The waiting rooms are fitted 
with heavy, artistic oak set
tees, toilet rooms and other 
conveniences for the comfort 
of passengers. The wood
work is finished in a light 
green. 

architectural scheme being carried throughout the entire 
arcade. 

BUILDING "c" 
Building "C" is two stories high and 156 ft. deep by 55 ft. 

wide. The rear of the first story has been fitted up as 
waiting rooms for whites and negroes, ticket offices and 
transfer station. An open porch faces the railway tracks 
on the west, over which the ~rain shed, 60 ft. x 106 ft., ex-

All cars of the company, 
both local and interurban , pass through the terminal sta
tion. Four sets of tracks, besides side tracks, switches 
and turn -outs, are provided for this servic e. T here is an 
inspectors' booth with telephone and other necessa ry sup
plies in the train shed and all dispatching of cars is handled 
from that point. 

The front portion of building "C" downstairs is occupied 
by small, attractive shops and part of the upper fl oor by 
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office rooms. studios , etc. The rest of the second floor of 
building "C" is used by the trainmen and other employees 
o f the railway company. Here are a general assembly room 
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Oklahoma Terminal-Plan of Terminal Buildings 

where in structi ons t o tra inmen a re given, a billiard and poo i 
room, a barber shop, shower baths and a reading and loung
in g room. T hese qua rters are connected wi th the general 
offi ces by an overhead cement passage
way which leads across the arcade to the 
genera l manege r ' s office. 

BU I LDINGS " . .\" .\ND "n" 

Buildi ngs "A'" and "B'' are 57 ft. \\'ide 
by 95 ft. deep each. The latter is one 
story in height and is devoted to store
rooms. Bui lding "A."' on the corner, is 
two stories high. The second fl oo r con
sists of offices, while the ground floor is 
di ,·ided into shops. 

ARCADES 

The two passageways, 2-1- ft. wide, 
leading east to Harvey Street and the 
passageway leading south to Grand 
Avenue are paved with cement. All of 
the arcade buildings have heavy metal 
canopies \\'hich extend outward 7 ft., and 
thus leave only a small space in the 
center of the passageway not protected 
from the sun and rain. These canopies 
a re hung with heavy wrought-iron chains 
and a re studded with hundreds of elec-
t ric bulbs. W hite Way lighting standards 
adorn the sidewa lks on Ha rvey Street 
and Grand Avenue and illuminate the 
en t rances to the T erminal A rcade. I t 

THE POWER PLANT EXTENSION OF THE RHODE 
ISLAND COMP ANY 

BY M. H. BRONSDON, CHIEF ENGI N EER RHODE ISLAND COMPANY 

The power requirements of the Rhode Island Company's 
system are supp lied from the Manchester Street power 
sta tion. For some time past it has been evident to the 
officia ls of the company that additions to the generating 
appa ratus in thi s st2.tion would be necessary to supply the 
expected demands fo r power during the winter of I9I I

I9I2. Hence, a very thorough study of conditions and ap
paratus was made to determine the equipment which would 
show the g reatest economy not only immediately but for 
as long a seri es of yea rs as possible. It is the intention 
of this article to descr ibe the different plans considered 
and give the reasons fo r the selection of that adopted. 

Referring to the plan of the station on the accompanying 
inset sheet, the generators in the engine room, before 
alterations, had ratings as shown in Table I: 

T _\B LE 1.- PRESENT CAPACITY OF STATION. 
Normal. 

1................... .... . . . . . . . . . . . . . . 2,500 kw, a.c. 
2... . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . 1,500 kw, a.c. 
3 . ................. . . . . . . . . . . . . . . . . . . . 1,500 kw, a.c. 

*4............... ..................... . 1,600 kw, d.c. 
S..... .. ....... ......... . . . . . . . . . . . . . . 2,500 k w, d.c. 
6. . .. ... ...... ................ .... ... . 2,500 kw, d.c. 

12,100 kw, d.c. 

*Sho wn in do tt ed lin es. 

REJECTED PLANS 

Maximum. 
3,700 kw 
2,250 kw 
2,250 kw 
2,400 kw 
3,750 kw 
3,750 kw 

18, 100 kw 

T he fir st plan considered to increase the generating 
capacity was to bui ld an exten sion to the present building 

COMPAN Y LOAD CURVE. m ---= -7-T --:t, J "t " J f ! J l ! l . ! ! J. .~••0 •~;•1 

is the intention to make this corner one 
of the most effect i, ·ely lighted co rners in 
the United States. 

Fig. r-Load Curve and Estimated Water Rate for High-Pressure and 

ARCHITECTS AN D BUI LDERS 

\ Villiam A. \Velis, architect , of Oklahoma City, drew the 
plans fo r the T erminal Arcade and the Selden-Breck Con
struc tion Company, of St. Louis, was the builder. 

---◄♦•----

One of the proj ected works at Christiania, Norway, is a 
tunnel for the street railways, to enable them to reach a 
reso rt on a hill 3 miles away. Consul-Gene ral Bordewich 
states that the company to address is Chri stiania Elektriske 
Spon-ei, V alkyrie gade No. ZI, Christiania. 

Low-Pressure Turbine Operation 

in which ,vould be installed turbo-units of such capacity 
as seemed best to fit the load conditions. This plan was 
abandoned on account of the cost of the building exten;
sion, because, owing to the fact that there are more than 
50 ft. of mud under the ground surface, very heavy piling 
and other expensive construction would be required. 

The second plan considered contemplated the removal of 
the units marked z, 3 and 4 from time to time as the de
mand increased and substituting in the space made avail
able 3000-kw turbo-units, but this plan was abandoned on 
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account of the cost of in sta llation and because the operat
ing costs would not be very mater ia lly bettered. 

T he third plan considered was the application of low 
pressure turbo-units to the existing rec iprocating units. 
As fuel rep resents approximately 70 per cent of the cost 
of power plant operations and as the steam per kw-

reduced cost of eng in e repairs, attendance, lubrican ts and 
stand-by losses. 

( b) Greater reliabi lity for cont inuous ser vice. 
( c ) Continuous reduction in steam per kw-hour, as the 

load on the plant increases. 
( d ) By additions to th e boiler plant the ul timate ca

pacity of the engine room (56,250 kw) 
can be accommodated. 

18 1---->----l----+--+---+---+---+---+----+----+-- -+-- --+--- -+-- -+---+----i ( e) Addit ions to boi ler plant can be 
made at much lower cos t propor tionately 
than to th e entire bui lding. 

,.. 
g 
117 f-------"',,,....~=:J=-_-=-t-=--=---=-1--=--=--=-1-=--=--=-i-=--=--=-i~~~r~~~~~~~~~~J~~~1~~~1~~~1~~~1~~J ~ INSTALLATION OF I0,000-15,000-KW 

TURilINE 
~ 16 .,. 

;3 15 1---1----lf-------t----t---+- --+---+---+--+---+---+---+---+---+----+-----I One 10,000-15,000-kw turbo-unit has 
already been ordered and is being install ed 
as shown in fu ll lines on the plan as uni t 
No. 4. Before the company finally de
cided upon the use of large sizes of high
pressure turbines, load curves were traced 
fo r a period of one year and an average 
curve was deducted. This curve is shown 
in Fig. I. Ther e are, of course, much 
high er peaks during snowstorms in 
the winter months, but th e load curve 

.5 
$ 14 1---->----lf------+----+- --+---+---+- --+- --+----+---+----+----+---+---+----i 

"' ii:: 
t13 1---l----lf-------t---+---+- --+---+---+--+---+---+---+---+---+----+-----I 

i 
12 1--- 1----lf-------t----t---+---+---+---+--+---+---+---+---+---+----+-----I 

7000 

Fig. 

9000 10,000 11,000 12,000 13,000 14.000 15.000 
Electrical Output in Kilowatts E l" t,·ic R y.Journal 

2-Guaranteed Steam Consumption of High-Pressure Turbine at 
145 lb. and 75 Deg. Superheat 

hour was lowest with low-pressure turbines connected to 
the existing units, every cons.ideration was given to this 
plan. Various applications of the low-pressure turbine 
were considered as follows: 

(a) One low-pressure turbine to each of the existing 
units. 

( b) One low-pressure turbine to units Nos. 2, 3 and 4 
and one low-pressure turbine to units Nos. 5 and 6. 

( c) Two low-pressure turbines which would receive 
steam from a regenerator taking th e exhaust steam from 
engines 2, 3, 4, S and 6, with the exhaust piping so arranged 
that either or all of the existing engines could be operated 
condensing should it be found desirabl e or necessary when 
the low-pressure turbo-units were out of service. 

The proposed application of low-pr essure turbo-units 
was abandon ed for the following reasons : 

(a) The space being limited, convenient installations 
could not be made. 

(b) Th e maximum output of th e station would be in
creased from 18,100 kw (1 2,100 kw normal at p resent ) to 
23,070 kw, and as this output was approached, an expensive 
extension to the building would be necessary to accommo
date furth er additions to the generating capacity. 

(3) The necessity of continuously overloading existing 
generators beyond th eir normal rating to secure th e lowest 
steam consumption of the combined unit . 

( d) Expense of repairs to existing reciprocating units 
would increase owing to th eir increased loading. 

THE ADOPTED PLAN 
The fourth plan considered the use of h igh-pressure, 

condensi ng turbo-units in sizes of 10,000-kw normal, 15,000-
kw maximum rating, one each of th ese turbines to occupy 
th e space made available by th e removal of existing unit s 
N os. 2 , 3 and 4. T his plan, it was found, would give an in
stallation as shown in Table II : 

TABLE IL- F U TURE CAPACI T Y OF ST ATION U N DE R PLAN 
FINALLY A DOPT ED. 

N ormal. 
1 . ..... .. ........ . ..... ..... . ..... . ... 2500 kw 

L:::::::::::::::::::::::::::::::::: 1rnrn 
37 ,500 k w 

Maximum. 
3750 kw 

15,000 kw 
15,000 kw 
15,000 kw 

3,750 kw 
3,750 kw 

56,250 kw 

T his fourth plan was finally adopted fo r th e fo llowing 
reasons : 

(a) T he cost per kw-hour a t th e busba rs will be less 
by this plan than by either of the other plans, owing to the 

shown on Fig. I was considered to be a 
very fa ir aver age of all the curves for one year. A s a mat
ter of fact, the turbo-unit now being installed has a max i
mum capaci ty of 17,000 kw, and it is expected that it will 
ca re fo r the entire load in the nineteen hours between 
6 a. m. and I a. m. during upward of 300 days per year and 
until such time as the average peak load exceeds the maxi
mum capacity of this machine. Should it be found 
economical or desirable to place one of the other ex1stmg 
units in operation to help over the peaks, th ese existing 
uni ts will be ready for the purpose. 

Dur ing th e five hours from I a. 111. to 6 a. m. one of the 
smaller existing r eciprocating units wi ll be operated. 

The corresponding estimated steam per kilowatt is 
shown directly over the load curve on Fig. I , both for 
high-p ressure and low-pressure turbo-operation. 

It will be noted that the steam requirement is less with 
the low-pressure unit than with the high pressure unit. h 
will be noted a lso that the steam r equirement drops down 
as the load increases, and it will be a matter of a few 
years only before the regular demand will be such that the 
steam consumption curve of th e high-pressure turbine will 
approximate the steam curve of th e low-pressure turbo
unit. But, as already stated, the estimated cost of current 
per kw-hour is lower with high-pressure turbines th an with 
low pressure turbines, owing to lower charges for at
tendants, repairs, lubricants, suppli es, stand-by losses, etc . 

Fig. 2 shows a curve of the guaranteed steam consump
tion of the 10,ooo-I5,ooo-kw high-pressure turbo-unit, 
based upon I45-lb. gage pressure, 75 deg. F. superheat and 
28-in. vacuum. It is the intention of th e company to 
operate this unit with I6o-lb. gage pressure and I 50 deg. F. 
superheat , w hich will r educe this steam requirement about 
7 per cent. 

ESTIMATED COST OF STATIO N EQUIPPED WITH HIGH-PRESS URE 
TURBINES 

It is the wr iter 's belief that ultimately power wi ll be gen
erated by la rge a.c. units in plants o f large capaci ty, situated 
where tidewater deliveries of fu el can be made, wi th an 
abundance of fresh water for boi ler and other purposes. 
The alternating curren t will be dist ributed to transformer 
stat ions by high-tension lines a t 10,000 to 50,000 volt s, or 
high er. A power plant of this type, properly designated 
and located, should be built fo r $75 per kilowatt and should 
generate busbar current at less than 4 mills per kw-hour, 
at points a long the A tlantic coast, where coal will be deliv
ered at from $3.10 to $3.25 per ton alongside. 
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The Log of a Gasoline-Electric Car 
Complete O perating and T ransportation Statis tics Are Presented of a New York City Experiment with This Type of Self

Contained Car. 

In November, 1909, th~ Third Avenue Rai lroad, New 
Yo rk, placed a gasoline-electric car in passenger service. 
With but one important interruption, this car was in oper a
tion until the middle of September, 1910. It was then 
removed from the line and its motive apparatus applied to 
a snow sweeper as described at the end of this article. 

The purpose of this installation was to compare th e 
operating and maintenance costs of sample gasoline-elect ric 
and storage-battery cars in order to determine which of 
the two was more suitable for the replacement of this 
company's horse cars. The performance of both types 
was better than expected, but the storage-batte ry car was 
chosen eventually because under the conditions, which were 
so mewhat unusual, the storage battery car was cheaper 
than the gasoline-electric car in first cost, in energy ex
penses and in general maintenance. Furthermore, the up
keep of the storage batteries was taken over by the battery 
manufacturer on a basis of guaranteed cost per mil e. Con
sequently, it was needless for the Third Avenue Railroad 
to add special mechanical facilities or to employ special 
help, as would have been necessary had the gasoline-elec
tric car been adopted. These factors are dealt with 111 

more detail in the paragraphs immediately following. 
FIRST COST 

The first cost of the gasoline-electr ic car was prac
tically doub le that of the storage-battery design, partly 
on account of the heavier car body and truck and partly 
on account of the more complicated power equipment. 
The actual weight per seated passenger was 857 lb. for the 
gasoline-electric car assuming a capacity of 28, but only 
557 lb. for the storage-battery car on a capacity of 26 and 
a weight of q,480 lb. when completely equipped. The non
stressing character of the all-electric chain drive was dem
onstrated by th e fact that old horse cars were found ser
viceable for accumulator service merely by installing new 
trucks and overhauling the car bodies without altering th e 
main framework. The principal body changes were the 
addition of vestibule doors, the substitution of open-end 
bulkheads for the body doors and the construction of bat
terv crates under the longitudinal seating. The truck 
ma'nufacture and body work, including painting· and the 
installation of equipment, was done in the railway com
pany's shops for about $375 per car. The same trucks and 
motive apparatus were applied also to twenty-five new car 
bodies, making a total of thirty cars. More recently 
thirty-five additional storage-battery cars have been or
dered from The J. G. Brill Company. It is plain from the 
fo regoing that first-c ost considerations certainly were 
g reatly in favor of the storage battery. 

ENERGY COST 
The cost of gasoline alone per revenue mile, as shown 

in the accompanying tables, was never less than 4.61 cents. 
On th e other hand, the cost for electrical energy was ex
ceptionally favo rable because the total energy requirements 
of the accumulator cars constituted but a negligible factor 
at the power station. The only items which could proper ly 
be posted in figuring the cost per kw-hour supplied were 
coal, attendance and charging-station equipment. The 
energy consumption of these cars averaged 75 watt-hours 
per ton mile, or 450 watt-h ours per car mile. Assuming 
a charging loss of 50 watt-hours for every car mile 
operated and an estimated total energy cost of two cents 
per kw-hour, the cost of energy will be not more than one 
cent per car mile, or at least one-fourth of that fo r the 
gasoline-electric car. 

MAINTENAN CE COST 
The th ird factor in favo r of the storage-battery car was 

lower maintenance. It was taken for granted that the up
keep expenses fo r th e moto rs and controll ers of both types 
would be practica lly equa l. T he serious problem was 
whether the gasoline engine or the storage batteries would 
require the h igher maintenance charges. In any event, the 
care by the ra ilway of either o f these items would have 
burdened it with an extra shop and stockroom, as well as 
with especi a lly ski ll ed wo rkmen. A ve ry satisfactory solu
tion was fo und by making a con tract with the storage
battery manu fac turer who equipped the first thirty cars 
whereby the la tter for a fixed price per car mile guar
anteed to keep the cells in a condition equivalent to at 
least 75 per cent of their rated output. The maintenance 
cost guarantees of this manufacturer and of the second 
battery company, which is equipp ing the thirty-five new 
cars, are actually less than the cost of gasoline alone. The 
rest of the equipment on the storage-battery cars requires 
no ext raordinary maintenance measures. 

TRIAL CONDITIONS 
Although the storage-battery and gasoline-electric-bat

tery cars were comp etitors fo r the modernization of the 
horse car routes, they were t ri ed out under very diverse 
conditions. The storage-battery car was placed in service 
on the same tracks over which the horse cars were oper
ated, and it was not required to average mor e than 6.5 
m.p.h. to 7 m.p.h. schedule speed, including about nine 
stops per mile. The gasoline-electric ca r was placed in 
service, on the electrically operated 125th Street cross
town line, where it was run in regula r turn between stand
ard cars on two and one-half minute headway for 15 hours 
a day without lay-overs on a route 2.1 mil es long, averag
ing seven to ten stops per mile and a t a schedule speed of 
about 8 111.p.h. In add ition to this regula r passenger serv
ice, in which it operated most satisfactorily, from both 
the engineering and transportation s tandpoints, the gaso
line-elect ric car was subjected to a lar ge number of special 
tests in order to determine its possibilities to the utmost. 
These tests demonstrated clearly that th ere is a fi eld of 
economical usefulness for a car of thi s type under condi
tions where grades, higher average speeds and electric
energy costs are more important fac tors th an on the recent 
animal traction lines of the T hi rd Avenue Railroad. The 
condit ions which so greatly favo red the sto rage battery 
have already been dwelt upon a t length. 

DESCRIPTION OF EQUIPMENTS 
It may be well to describe both types of cars briefly be

fore presenting the detai led log of the gasoline-electric car. 
The first accumulator car ( see E LECTRIC RAILWAY J 0UR
N AL, page 735, April 23, 1910) was 17 ft . IO in. long over 
the corner posts and had 4-ft. platforms, making a total 
length of 25 ft. IO in. over a ll. The truck was home
made of commercial riveted angles. The batteries were of 
the Gould Storage Battery Company's type, T. H. pasted 
des ign, composed of 29 plates per cell and 44 cells per set, 
rated 520 amp-hours at 84 volts. The two chain-driven 
motors were of the GE-1029 automobile type, 5-hp, 1200 
r.p.m. The controllers were of the S 34-D type. The 
cur rent-saving featu r es installed were roller bearings in 
the journal boxes, ball bearings in the armature bearings 
and t ungsten lamps fo r inside lighting and headlights. This 
car averaged 83 ½ wat ts per ton mile when running at an 
average speed of 6.33 m.p.h. , including 9.62 stops per mile. 
The remainder of the first thirty cars were 26 ft. 5 in. long 
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over all, but have 4,½- ft. ins~ad of 4-ft. platforms. The 
storage batteries were of the same type, but were increased 
in number from 44 to 58 cells. The motors were of the 
same general design, but of 7,½ -hp capacity each instead of 
5-hp. The only important change in the storage-battery 

' cars as embodied in the last order, and also to be incorpo-

records show that the car could have been operated with
out trouble for 20 per cent longer every day. On this 
maximum mileage basis the expenses per car mile were 
estimated as 3.1 cents for the fixed charges and 2 cents for 
the maintenance. Depreciation was figured at 8 per cent. 

Referring now to Table I, it wi ll be noted tha t the 

TABLE 1-SHOWI NG OPERATING COST OF GASOLINE CAR, THIRD AVE NUE RAILR OA D 

Date 

1 Two days of October and first 15 days 
of November_, 1909., ... , ......• , • , ,' 18 

2 Last 15 days or November, 1909 .•• ,,.,. 11.75 
3 First 7 days of December, 1909.,.,, •.• 11. 75 
4 Next 2 days of December, 1909 .... , .... 11.75 
5 Thirty-one days, January, 1910 ... ,,,., 11.75 
6 Twenty-eigh t days, February, 1910 ... , 11.75 
7 Twenty-on e days, March, 1910 . . ,,,., . 11.3 5 
8 Thirty days, April, 1910 ............. 11.35 
9 Nine days, May, 1910 ................ 11. 35 

.553 

.5 13 

.411 
,392 
.536 
.533 
.556 
.427 
.462 

9.95 
6.02 
4.83 
4.61 
6.29 
6.27 
6.31 
4.85 
5.24 

45.5 
45.5 · 
45.5 
38.5 
38.5 
38.5 
38. 5 
38.5 
38.5 

>"c 
(U::, 

i:,::; o 

:,~ 
0. 
_,; 
o;; 
... "" 
(U (U 

"O::, 
.:: i:: ;::_v 
u 

0.01 
0.01 
0.011 
0.008 
0.018 
0.01-1 
0.013 
0.016 
0.016 

0.50 
0.61 
0.48 
0.30 
0.68 
0.54 
0.51 
0.63 
0.62 

... ,,, 
(U"' 

0. 0 .... 
... i:: 

~c.:,g 
;::: 8 
~~~ 

c.:, 

.53 

.so 
,40 
.38 
.52 
.52 
.54 
.42 
,45 

"' ~"' c..o 
... 

.si:..:i ~ 
o~o 
"'oU 
"' CJ 

9.60 
5.80 
4.70 
4.47 
6.11 
6.10 
6.14 
4.73 
5.09 

<lJ.;; 

3~ ...-:.,.. 
s~ 
::,.,, - "' 0 o..., 

:.. i:: 

~CJ g 
-g 8 
~'o< 
u 
.01 
.01 
.0 1 
.008 
.02 
.014 
.013 
.016 
.016 

cu v) 
- (U 
i..=i:-;::::: 
,<;...; 
... ,<; 
<lJ ::,. u-, 

-"' 
0~ 
~c..?t:; 
i::...., 0 

:= cu » u 
.49 
.59 
,47 
.29 
.66 
.53 
.49 
.61 
.60 

p.29 
7.47 
7.51 
7.48 
7.79 
7.72 
7.46 
7.09 
7.63 

... "' 
(U (U 

o.:;::: 

~ 

0.36 
.0002 

Platform 
Expen ses per 
Rn·enue Mi le 

1 •.. , .... ..... $7.55 

Motor 
Grease per 

Revenue l\lile 

Miscella
neous Expenses 

per Revenue Mile 

Total 
Expenses p er 
R evenue Mile 

l\Iisce:Janeous Ex
penses per M ile 
of Gross :\Jiles 

T otal Ex
penses per Mile 
of Gross Miles 

Total 
Revenue per 

Revenue Mile 
Total Revenue per 
Mile of Gross Miles 

31.50 
2 . . .. . . . . . .. . . 7.70 
3 • . . . . . . . . . . . • 7. 70 
4 .... , . . . . .. .. 7.70 
5 . . . . • . . . • . . . . 8.01 
6 • • • . • . . . . . . . . 7.93 
7 • . • . . . . • . . . . . 7.67 
8 . . . . . . . . . . . . . 7.26 
9 .•........... · 7.47 

0.3630 
.0002 

$2.57 
1.40 
0.71 
7.16 
1.30 
1.46 
1.50 
1.20 
1.08 

$20 57 
15. 73 
13.72 
19.77 
16.28 
16.20 
16.35 
13.94 
14.41 

rated in the present cars, 1s the use of gearing instead of 
chains. 

The gasoline-electric car (see ELECTRIC RAILWAY JouR
N~L, page 988, Nov. 6, 1909), was of the single-truck type, 
with drop sash and vestibules. It was 19 ft. long over the 
body and frame, 26 ft. long over all and had 4,½ -ft. plat
forms. The total weight was 12 tons, as against 7 tons 
for the storage-battery car. The e-eneratinrr equipment 

h . h ~ I:, ' 

w 1c was mounted on one truck of 7 ft. 6 in. whe-elbase, 
consisted of a four-cylinder, four-cycle engine direct-con
nected to a generator and exciter. The gas engine ran at 
constant speed, the car being operated electrically with 
P-15 controllers. The tungsten lamps on this car were 
supplied with current from the exciter. The car was 
heated by the cooling water of the engine. The truck was 
built by the American Locomo-

$2.-18 
1.36 
0.69 
6.95 
1.26 
1.42 
1.46 
1.17 
I.OS 

$19.86 
15.26 
13.37 
19.18 
15.72 
15.76 

, 15.91 
13.61 
14.38 

$32.62 
35 40 
30.97 
29.73 
31.85 
30.37 
29.99 
28.56 
30.31 

34.40 
30. 19 
28.84 
30.92 
29.55 
29.17 
29.88 
29.48 

gasoline consumption was ve ry low indeed. Despite the 
fact that this car weighed 12 tons, the amount of fuel re
quired never exceeded 0.553 gal. per revenue mile, and it 
was always less than 0.5 gal. under favorable weath er con
ditions. The fir st grade of gasoline tried cost 18 cents per 
gallon, but more economical results were secured with two 
lower grades, costing in turn I 1.75 cents and I 1.35 cents 
per gallon. As shown in Table I , the cost of gasoline per 
revenue mile varied from 4 cents to 6 cents. The cost of 
cylinder lubrication added about 0.5 cent per revenue mile, 
but that for motor lubrication was negligible. The fore
going charges, plus platform and miscellaneous expenses, 
make the total expenses per revenue mile range from 13 
cents to 16 cents, the difference depending mainly on 
weather conditions. The number of dark or non-revenue 

♦ tive Company, but the power 
eq~ipment was furnished by the 
General Electric Company. 

TABLE II-SHOW ING OPERATING STATISTI CS OF GASOLINE CAR, THIRD AVENUE RAILROAD 

LOG AND PERFORMANCE OF THE 
GASOLINE-ELECTRIC CAR 

From Oct. 29, 1909, to May 
9, 1910, inclusive, a detailed 
daily record was kept by the en-
gineers of the Third A venue 
Railroad of every important 
operating feature in connection 
with the gasoline-electric car. 
As shown in Table I, this log 
gave the amount and cost of the 
gasoline, cylinder oil and motor 
grease per re~enue and gross 
mile; likewise the platform ex

Date 

Two days of October and 15 days of 
Nov ember, 1909 . . ................. .. 

Last 15 days of November, 1909 ... , .• ,,,, 
First 7 days of December, 1909,, .... ,,, .• 
Next 2 days December, 1909 ............. . 
Thirty-on e days, Janu ary, 1910 ...... ,, ... . 
Twenty-eight days, February, 1910 ..... , 
Thirty-one days, March, 1910 ............ . 
Thirty days, April, 1910 . , , ...... , , , . , . , 
N ine days, May, 1910 ...........•...... , 

One hundred and seventy days ...... , , 

6,289 
5,938 
3,345 

773 
12,758 
10,969 
12,0 84 
13,352 
3,862 

* From Dec. 19, 1909, to part of J an, 1, 1910, 

"O 
i:: 

"' 
"' ... 
<lJ ..... 
"' i:: 

"' ~ 
1,638 964 34 
1,4-17 839 26 

944 540 14 
238 130 4 

3,343 2,003 58 
3,310 -1,806 so 
3,833 2,0 15 56 
3,853 2,372 58 
1,192 637 18 

11,306 318 
inclusive, car out 

"' '" i.:) "' .§ <lJ 

.:: "' 
'" 

i:: 
(U 

~ CJ ~ 0. 
>< i:: 

.5 0 "' ~ (U 
(U 0. 

... CJ § >< 
(U ~ 
.5 (U 

"O "' ... 
~ ... 

] i:: i:: s (U :.= o 
0 -;;; ..c 

"' :,,-
~ i;i; 0 u u 

532.0 10.75 $72.77 $24. 77 
430.0 11.25 64.62 11.76 
222.0 5.75 41.60 3.82 

51.0 1.00 10.02 9.31 * 
1,072.5 35.50 160.-18 25.97 

963.0 25.50 1-12.62 26.28 
1,121.0 26.50 7.32 154.54 30.25 
1,013.0 38.75 0.42 172.24 28.51 

294.0 10.24 47.60 6.90 

of service for overhauling. 

penses, miscellaneous charges and revenue per revenue and 
gross mile. The total figures on which the foregoing unit 
costs are based are printed in Table II. A study of the 
figures in these tables should prove interesting. 

miles did not increase these costs materially, as the car 
was stored within one-quarter mile of its route. 

In the first place it was assumed that this car would be 
capable of operating 30,000 miles per annum. The record 
shows that a total of 1_1,624 miles ( II,306 revenue and 318 
dark miles ) actually was run in 170 days. This is equiva
lent to practically 25,000 miles per annum. The assumed 
mileage could have been easily attained, as the heating 

Table I also shows that the total gross earnings per 
revenue car mile varied from 28.5 cents to 35.4 cents. 
Roughly speaking, the gross earnings per car mi le were 
about twice the operating expenses, excluding 3.1 cents 
for fixed charges, 2 cents for car maintenance and 0.25 
cent for track maintenance. It is interesting to add that the 
earning power of this twenty-eight-passenger, single-truck 
car proved to be practically as high as those of the regular 
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double-truck cars on this route. Ho,vever, the earnings 
over the storage-battery routes would have been so much 
less that the gasoline-electric car would have been operated 
at a heavy loss. 

A footnote in Table II states that the gasol ine-electric 
car was out of service from Dec. IO, 1909, to Jan. I follow
ing. This long interruption was due to the breakage of a 
defective shaft. Otherwise this car operated as smoothly 
as could be desired. 

Some very interesting and instructive tests were made 
jointly by the engineers of the General E lectric Company 
and T . F . }dullaney, chief engineer of the Third Avenue 
Railroad, to determine the characteristics of the gasoline
electric equipment. These tests uniformly were favorable 
and in some cases the results were even better than the 
builder 's gua rantee. T hus the ca r actually climbed an 8 

T ABLE 111- SHO\\'ING E NE RG Y CONSUMPTION OF GASO LI NE CAR, T HIRD 
A VE NU E RAILROAD 

T ota l K w-H ours 
D u rat ion of Trips P owe r , Kw-H ours per Car M ile 
No. 1 28 ½ m inutes 5.20 1.30 
No. 2 28½ min u tes 4.88 1.22 
N o. 3 28½ min u tes 5.14 1.29 
N o. 4 28 min utes 4 .87 1.22 

\Va t t-H ou rs 
per T on Mil e 

108 .0 
101.7 
107 .5 

Average perfo rmance 1.26 gua ran t ee 
101.5 
104.5 

T ota l gaso lin e con sum ed .. ...•. ... ...• 8.0 gal. 
Gasoli n e per ca r mile . .. ...•.. . . .. .... 0.5 gal. 
Sch edul e speed, m.p.h ........... ... •.. 8.45 

0 . 6 
7 . 0 

T ABLE IV.-SHOWIN G ACC ELER ATIO N T EST :'.\! ADE \\" ITH GASOLI KE CAR FEB. 
17, 19 10 

Grade Time Distan ce Accelera ti on 
R un pe r Cen t in Seconds in Feet l\I.P.H .P .S . 

No. 1 Down .... 0. 65 7. 40 so 1.25 
No. 1 ]Jown . ... 0.72 11.40 100 I.O S 
No. 2 Up . .•. .. 0. 78 8.60 50 0. 92 
N o. 2 Up ..... . 0.72 12.50 100 0.87 
No. 3 D own .••. 0.6 5 7.80 so 1. 12 
No. 3 D own .... 0.72 11.70 100 1.00 
No. 4 Up ...... 0.78 8.40 50 0.97 
No. 4 Up ..•... 0 .72 12.80 100 0 .83 
N o. s Up ...... 0. 83 8.80 so 0.88 
No. s U p .•.... 0. 77 13.30 100 0.77 
No. 6 Up .•...• 0.83 8.3 0 so 0.99 
N o. 6 Up ...... 0.77 12.80 100 0. 83 

Note: T ests were m ad e on H ancock Place, between S t. Nich olas and 
M ornin gsid e A ven ues. 

T AB LE \T.-SHOWING T EMPERATU RE TEST l\L\ DE WITH GASOLI:S E CAR, 
l\ larch 4, 19 10 

...: 

-0 ~ p._; 
i:: -g_ U) ~~ 
:v ~ -~ ~ .g~ 
(/) ?; "' - 1 t 
~j ~< ~ c½$ 

12.09 12.265 21 6.86 
12.-H, 1.02 18 8.27 

1.20 1.37 22 7.06 
1.55 2.14 25 7.27 
2.32 2.50 23 6.66 
3.0 9 3.28 22 6.32 
3.H 4.06 18 6.85 
4.24 4.41 17 7.05 
5.03 5.21 21 6.48 

02 

04 

•r. 

0 

v; 

'c 
0 
z 

12.28 12.-li 18 7.06 
1.03 1.19 20 7 .27 
1.39 1.55 22 7. 50 
2.14 2.31 21 7.06 
2.50 3.08 23 6.66 
3.28 3.4-+ 22 7.74 
4.06 4.24 23 6.85 
4.4 2 5.02 22 6.66 
5.22 5.39 28 6.85 

02 

5.40 5.57 23 7.06 
Engine stopped at 6 :09 p. 

was entirely consumed. Car 
temperature readings. 

m. a t Efgi~h Avenue, as· gasoli~~ · in tank 
was taken directly to the carhouse fo r t he 

TEMPER ATU RES. 
:\iotor No. 1 M ot or No. 2 

A rmature coil ..... 
Arm ature winding.. 55 69 
Field .. . .. . .... : . . 42 51 
Comm uta t or . . . . . . . 65 i7 
Air, outside . . . . . . . 12 12 
Air, ins ide . . . . • • . . 15 15 

l\I ot or X o. 2 near engin e muffle r. 

Generator 
72 
74 
68 
72 
12 
15 

Exci te r 
68 
67 
73 
61 
12 
15 

per cent grade, although 5 per cent was the assumed 
limit. 

Table III gives some particulars of a fuel and power 
consumption test made on F eb. Ir , 1910, over the 125th 
Street line between the Hudson and E ast Rivers. The run 
began at I :15 a. m. and ended at 3 :08_½ a. m. In the in
terim of r hour 53 ½ minutes the car ran four round trips 
of 4 miles each and made eight 5-second stops per mile. 
The gasoline consumption per car mile under these condi
tions was only 0.5 gal., compared with a guarantee of o.6 
gal. At the same time the sc.hedule speed was 8-45 111.p.h., 
an excess of r.45 111.p.h. over the guaranteed speed for such 
service. The wattmeter in this test showed an average 
power consumption of 104.5 watt-hours per ton mile, com
pared with 83.3 watt-hours per ton mile for the storage-

battery car, which was equip))ed with anti-friction journa l 
and armature bearings. 

Table IV gives the data on acceleration experiments 
made on Feb. 17, 1910, over some light grades. In these 
runs the car showed such excellent accelera tions as r.05 
m.p.h.p.s. when going down and 0.83 m. p.h.p.s. when going 
up a grade of 0.72 per cent. 

Table V is the record of a test made on March 4, 1910, 
to determin e the tempe·ra ture rise after six hours ' running 
as per the schedule given in the table. However, the ca r 
actua lly was in se rvice for r r hours 25 minutes, during • 
which time it operated 84.68 miles and ca rried 689 pas
sengers. The schedule speed varied fro m 6.66 m.p.h. to 
7.74 m.p.h. Temperature readings we re taken with a Cen
tigrade thermometer at the motors, generator and exciter. 
T he temperature specification called fo r a heating limit of 
65 deg., but it was exceeded in this test because the car 
was making nine to thirteen stops instead of the eight stops 
per. mile upon which the 65-deg. specification was based, 
and, furthermore, the readings were taken at the end of a 
much longer run than six hours. T he higher temperatures 
occurred in motor No. 2 near the muffle r . 

RE-USE OF GASOLINE EQUIPMENT 

The equipment of the gasoline-electric car is now in 
place on a snow sweeper which was fo rmerly drawn by 
eight to ten ho rses upon the r 10th S treet storage-battery 
line. The sweeper consisted originally of a fl a t car on 
which th e gasoline engine, generator and exciter were 
mounted, after which a housing was built about them. 
The radiators are built into the side of the housing. The 
motors a re placed on the axles. 

---... ·♦·•---

RAILROAD WITH SPIRAL SHAFT 

At the meeting of the British .Association for the Ad
vancement of Science, Aug. 30-Sept. 7, vV. Yorath Lewis 
described a novel type of motive power designed specially 
for subways. The cars engaged with a roller gr ip a shaft 
which extended the entire length of the line and was pro
vided with a spiral th r ead. The speed of the ca rs would 
be proportional to the pitch of the spiral engaged. To give 
low speed at station points the pitch would therefore be 
close, and to enable high speeds to be obtained between 
sta tions th e pitch would be six or eight times g reater while 
the necessa ry acceleration and deceleration were obtained 
by a g raduated pitch. The return of over 80 per cent of 
the kinetic energy of the cars during decelerati on was 
cla imed and that the use of brakes and signal apparatus 
and other accessories essential to existing fo rms of elec
tric traction would be obviated. The shaft was carried in 
cradle roller bearings of the an ti-friction type which while 
providing fo r the clear passage of the engagement would 
enable the energy consumption of shaft rotation to be kept 
low. 

Driving motors were to be inserted at intervals of a 
quarter of a mile, and the construction of the spiral thread 
was the only part of the system presenting any r eal diffi
culty. Such a system was no doubt more adapted to 
straight and level routes than to routes having curves and 
changes of grade. A t the ends of the route a semi-circle 
of small radius would be provided · and the cars would be 
picked out of engagement with the last spiral of one shaft 
and put into engagement with the firs t spiral of another 
shaft. 

It ,vas proposed to employ five-sea t cars which when 
loaded would weigh only one ton, and the pressure be
tween engaging rollers and the edge of spiral on guiding 
shaft would be under 20 lb. in all uniform low and high
speed sections. In the accelerating and decelerating sec
tions the pressure would be gradually increased to a max i
mum not exceeding 600 lb. 
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Chicago Meeting of Illinois Railways Association 
At This Meeting the Principal Subjects Disc11ssed Were Publicity and Its Helation to .Electric Hailway Traffic P1 ornotion. 

Forty railway and associate members of the Illinoi s 
Electric Railways A ssociation met at the La Salle Hotel in 
Chicago on Sept. 15 to discuss publicity and it s r elation 
to electric railway traffic promotion. H . E . Chubbuck, 
president of the association, was in the chair. The morn
ing session began with the roll call, which showed that a 
majority of the electric railway properties in the State were 
represented at the meeting by one or more officials. The 
various committees then reported. E. C. F aber, chairman 
of the executive committee, stated that no meeting of 
that committee had been held since the last associ ation 
meeting. Richard Breckenridge reported for the member
ship committee that Will Arnold, the chairman of that 
committee, recently sailed for a year's travel in E urope. 
Joseph O'Hara, Chicago, Aurora & DeKalb, was appointed 
acting chairman of the committee and Robert E. Belknap 
was appointed a member of the committee. Secretary 
Flenner read a letter of application for associate member
ship from George Keummerlein, Jr., superintendent of the 
Milwaukee Electric Railway & Light Company. 

L. E. Gould, ELECTRIC RAILWAY JOURNAL, reported for 
the block signal committee that it had held no meetings 
recently and was awaiting the report of the joint committee 
on block signals of the American Electric Railway Engi
neering and Traffic & Transportation Associations. 

Mr. Chubbuck called attention to the continued use which 
his company was making in its advertising matter of the 
safety feature of its 100 miles of automatic block signals. 
He showed a record of the monthly report of the block 
signal department and called attention to the remarkably 
small number of failures of the signals. During August 
the 94 signals installed had made 143,904 movements and 
there had been but 38 failures; thus the signals operated 
99.973 per cent perfect. Sixty trains were delayed a total 
of 146 minutes by the signal failures during August. T he 
signals made 3787 movements per failure and 2398 move
ments per train stop and 986 movements per minute of 
train delay. Of the 38 signal failures during th e month 
24 were caused by lightning storms, which burned out 
fuses and in two cases broke the line wires. N ine so-called 
failures were caused by power being shut off from th e 
transmission system. Three failures were creditable be
cause they had been reported as failures, although trains 
were in the block, and two failures were caused by grounds 
in lightning arresters. · 

Mr. Flenner announced that Chester Willoughby, as
sistant secretary Illinois State Electrical Association. 
~,fayer Building, Peoria, Tll., had for distribution copies of 
the laws affecting public service corporations passed by the 
last Legi slature. 

A general di scussion was held on the des irabilitv of hav
ing carefully compiled statistics of the electric street an d 
interurban railway properties in Illinois . The president 
stated that notwithstanding the proportionately large 
amount of adverti sing done by the Illinois roads the gen
eral public had no real idea of the immensity of the electric 
railway investments in the State. He also spoke of th e 
value of newspaper advertising. He said that the news
papers were the best medium for publicity. As a matter 
of interest the Illinois traction sleeping cars during one 
month handled more than 5000 people. 

Fred Buffe, Tllinois Traction System, suggested that the 
association compile data on the electric railway industry in 
Illinoi s, have it published in pamphlet form and placed on 
file at each newspaper office for reference purposes. The 
association then instructed the president to appoint L. E . 
Gould, Western editor ELECTRIC R AILWAY JO URNAL, 

:,tati stic ian with auth ori ty to coll ect electric rai lway :,ta
tistics under the gui dance of and for the use of the execu
tive committee . T he association also voted that a sub
committee on publicity of the executive committee be ap
pointed by the chairman of the executive committee. 

ELECTRIC RAILWAY ADVERTISING 
i\ paper on "Electric Railway Adver tising,'' by Fred G. 

Buffe, manager publicity department Illinois Trac tion Sys
tem, was read by th e author. T hi s paper is printed in ab
stract on pages 495 a nd 496. Following the reading of 
his paper Mr. Buffe distributed among the members samples 
of advertising matter and exhibited an eight-sheet poster 
which had been displayed r ecently to advertise the Illinois 
Traction System and its service to the Illinoi s State Fai r , 
at Springfield. These poster s showed a large map of the 
system and pictures of automatic block signal s in addition 
to the reading matter. The cost of 500 of th ese poster s 
was about $240. In larger lots the cost would be approxi
mately 30 cents each. The rental for billboard space was 
18 cents for each poster displayed in St. Louis for one 
month: 

l\fr. Buffe also described the large painted billboard signs 
which his department had installed at St. Loui s. The tracks 
of the Illinois Traction System extend for a di stance of 
thirty-nine blocks into the center of the city and at nearly 
all curves adjoining property had been purchased to reduce 
the curvature of the track by cutting across the street cor
ners. At these corners where space was available sign
boards about 40 ft . x IO ft. in size had been built . These 
were covered with g-alvanized iron and displayed advertise
ments of the Illinois Traction service painted in bright col
ors. Mr. Buffe had found that these signboards could be 
erected at about the cost of renting similar poster di splay 
space in St. Loui s. 

Mr. Buffe described a plan tri ed last year of publi shing 
a monthly adverti sement of the theatrical bookings al ong 
the line in connection wi th the timetables. \Vhile thi s ad
verti sing matter brought good r esults from the t raffic stand
point, it had to be di scontinued because of the impossibility 
of obtaining ea rly info rma tion from the theate r manage
ments. The Illinois T raction System carri ed no announce
ments on the outside of its cars, but rese rved space on the 
interior, in the sign racks. 

George Quackenbush, traffic manager Ill inois T raction 
System, described a new theater-ticket-selling scheme now 
being handled by hi s station agents. T he theater manager :, 
of Peo ria, Springfi eld and some other cit ies had agreed to 
give a 30 per cent reduction in th e cost of seats if the 
T raction company would sell theater t icket coupons in con
nection with the regular local t ickets. T his was being clone 
and brought forth considerable additional evening riding 
at no promotion expense for the road. 

Mr. Buffe mentioned the permanent building of the Illi 
nois Traction Sys tem on the State Fa ir Grounds at Spring
fi eld. This building was new and a duplicate of a standard 
passenger depot . During th e fa ir last yea r the publici ty 
department di stributed from it s headquarter s about 250,000 
pieces of adverti sing matter , of which the colored picture 
postal cards were most in demand. T hi s year 200,000 
postal cards ,vill be available fo r di s.t ribut ion. Mr. Chub
buck said that if other Illinois roads des ired to fu rni sh the 
Illinois Traction System with supplies of their publicity 
matt er these would be placed fo r distribution from the 
Jllinoi s Traction building on the fair grounds. 

TRAFFIC PROMOTION 
Richard Breckinridge, general fr eight and passenger 

agent Aurora. E lgin & Chicago Rail road, read a paper on 



494 ELECTRIC RAILWAY JOURNAL. [VoL. XXXVIII, No. 13. 

''Traffic Promotion," which will be found in abstract be
low. In the discussion E. C. Faber, Aurora, Elgin & Chi
cago, said that at certain times hi s company displayed from 
the Chicago billboards twenty-four-sheet posters. As many 
as 200 of these posters, which cost $4.80 apiece for printing, 
had been displayed at one time. Mr. F lenner mentioned that 
the Aurora, E lgin & Chicago was successful in the use ot 
advertising space of from one-quarter page to full pages in 
the Chicago dai ly papers. Several members complimenteel 
the A urora, E lgin & Chicago for the excellence of its illus
trated fo lders, which contained a large lithograph map ot 
the route. Mr. Faber said that the plates for this map cost 
about $-1-50. 

J. J. Rockwell, manager special service department 
ELECTRIC RAILWAY JOURNAL, was to have made an address 
on "Publicity," but was unavoidably absent. 

The president then introduced Ralph H. Beach, Federal 
Storage Battery Car Company, who described the storage
battery cars built according to his designs which were 
now in operation on several steam and electric roads. The 
fastest car yet built had just been placed in service on a 
road at :Muskogee, Okla. This car ran 38 m.p.h. and con
sumed 650 watt-hours per car mile. A 21-ft. car designed 
for city service with a speed of 9 m.p.h. and a capacity for 
running roo miles per charge would cost about $6,500. 
The low energy consumption of these cars was due to their 
light weight and the design of their running gear. · Each 
wheel rotated on its axle and had Railway roller bearings. 
The motors drove the cars through chains instead of gears, 
because Mr. Beach had found the chains to be about IO 
per cent more efficient. The chains used had a life of 
about 100,000 miles. 

INSPECTIOK TRIP 
Thirty-five members of the association were the guests 

of C. N. \Vilcoxon, general manager Chicago, Lake Shore 
& South Bend Railway, during the afte~noon and were 
taken in a special car 0Yer the 6600-volt single-phase road 
to the headquarters and repair shop at Michigan City. 
On this trip a sustained speed of a mile a minute was 
ma<le for a distance of 22 miles. Mr. \Vilcoxon stated 
that because of the very high-speed characteristics ot 
the motive-power equipment the engineers of the \Vest
inghouse E lectric & Manufacturing Company were now 
installing on all motor cars of this road a special-limiting 
device which would open the line-control switch when the 
car attained a speed of 58 m.p.h. The excursion party re
turned to Chicago at 6 o'clock. 

President Chubbuck announced that the next meeting 
would be held on Jan. 19. This will be the annual meet
ing. The November meeting is to be omitted, because of 
several other c01wentions and meetings which will be held 
during October and November. 

Abstracts of the papers read by I\1essrs. Brecki:uidge 
and Buffe follow: 

TRAFFIC PRO:\IOTION 

BY RICHARD BRECKINRIDGE, TRAFFIC AGENT AURORA, ELGIN & 

CHICAGO RAILROAD 

Advertising on the Aurora, Elgin & Chicago Railroad is 
under direct supervision of the general manager and current 
publicity is discussed freely at the weekly traffic meetings, 
at which he presides and which are attended by various 
interested officials. To these gentlemen is due the chaste 
and esthetic style which characterizes our work. The exe
cution and details only are left to the traffic department of 
the road. 

The basic ideas of our advertising are as follows: Vv e 
belien the foundation of good railroad advertising is a 
good railroad, and , although good advertising may sell poor 
transportation, our problem is more to keep the advertising 
standard up to the road's standard and to bring out its 
features and those of the territory which it serves. Grant-

ing that we have a good road furnishing good service to a 
good territory, the next step is to acquaint the public with 
the fact. To do this a good map is absolutely essential, and 
we issue a rather elaborate folder, one-half of which is 
given up to a comprehensive map, lithographed in severa_l 
colors, showing our lines and connections, with terminals 
and principal points boldly displayed. The rest of the 
fo lde·r is given to the cover design and half-tones of scenes 
along the line, with the necessary descriptive text. This 
folde r is supplemented by many lesser ones, covering our 
parks, exc ursion trips , principal cities, side trips, etc. These 
are of more or less conventional form and need not be 
described in detail. 

After the prospective patron has learned where the road 
runs and where trains may be taken the next essential is 
a time ca rd. T hi s want is suppli ed chiefly in the form of 
a large folder of standard steam railroad size and design 
showing every train and car we run, with notes calling 
special a ttention to limited trains, dining cars, etc., and the 
usual pages devoted to general information and · rates. 
These timetables are distributed at all ticket offices and 
are also placed in Chicago hotels, railroad stations, in
fo rmation bureaus, etc. W e also issue about twenty forms 
of pocket time cards between Chicago and principal points, 
and a quarter-sheet printed in two colors on heavy card
boa rd. These cover all princip al points and are placed in 
public places throughout our territory. 

·with regard to publicity, some is good, but, more is bad. 
There is nothing that brings us results like newspaper space, 
pa rticularly in a few Chicago papers. We wait until 
weather and other condit ions are favorable, then strike 
hard, using anywhere from a quarter-page to a full page. 
The copy is enlivened with pictures of scenes along our 
line and the text briefly outlines trips or suggests outings 
and mentions prominently the location of our terminal. 
T he scenes used nearly always include a picture of our 
standard three-car trains. We seldom issue any advertising 
literatur e without this cut, which we use fully as much as 
we do our trade-mark and with much greater effect. Some
times we use with good effect a map of the line in place of 
the pastoral scenes. We have a beautiful outing country 
along our line and try to make all Chicago enjoy its beauty 
and incidentally increase our passenger receipts. 

\Vhen we have a special event in any of our towns we 
usually use small spaces stating only the event, place, date 
and time of trains. The copy is usually all type. In ·our 
advertising we avoid ext ravagant claims, bizarre effects 
and anything sensational, beli eving that what might be good 
advertising for a brewery would be bad for a railroad com
pany and that it would cause unfavorable comment rather 
than sell tickets. 

After newspaper adve rtising in importance and benefit 
comes billboard space. During the past season we have 
used twenty-fou r-sheet bills, lithographed with a colored 
design of a three-ca r train passing a wooded and watered 
scene and also the name of the road and the location of 
the terminal in Chicago. Following these, we use a large 
number of one-sheet posters containing nothing but type. 
These are placed at railroad platfoms and stations in Chi
cago and r efer usually to special events. Consequently they 
are changed frequently. When th ere is a special attraction 
in Ch icago, such as an aviation meet, military tournament, 
land and stock show, we put cars and posters or handbills 
in all cars, both interurban and city, and in all stations and 
at platforms. T he printed matter is nearly always fur
nished without charge by the promoters of the event. In 
some cases this form of advertising undoubtedly helps 
traffic to a marked extent, but generally speakin•g we can 
cover our territory most completely and effectively by the 
use of space in the Chicago newspapers. 

Our advertising has made famous locally at least not only 
the road, but the Fox River Valley. It helped to build 
towns along the line and has turned farms into thriving sub-
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divisions. We have done good in getting people from the 
discomforts of the city to the country, some for a. day, 
some for a permanent home. While our methods may not 
be perfect from an advertising point of view, they have 
put passengers on our cars, and we are reasonably satisfied. 

E LECTRI C RAILWAY ADVERTISING 

BY FRED G. BUFFE, MANAGER DEPARTMENT OF PUBLICITY 

ILLINOIS TRACTION SYSTEM 

,In its application to th e elect ric railway business adver
tising covers a broad field. It presents problems which or
dinary advertising work does not have to consider. Being 
so intimately related to the policy of the company and in
cluding in its scope so much more than th e creation of busi
ness, it deserves the most rigid personal at tention of the 
management. Because of these things elect ric railway ad
vertising should be considered from the broader standpoint 
of publicity. This not on ly includes straight advertising but 
the many other important things which arise in the rela
tions between an electric railroad and the public. 

Electric railway advertising resolves itself into an effort 
to make the public along the lines partners with you in the 
enterprise. This does not mean that your adverti sing mere
ly attracts business, but it also influences that intangible and 
most powerful factor-public opinion-in your favor. 
DIFFERENCE IN RELATIO N WITH PUBLIC OF ELECTRIC RAIL-

WAY AND STEAM RAILROAD 

The electric railway occupies a peculiar position in trans
portation circles. It is closer to the people than a re the , 
steam roads. There is a more intimate connection between 
the farmer and the local car that picks him up at his cross
road station than there is between him and the long train 
of Pullman cars that dashes through his farm. The of
ficials of the steam railroad· are to him an unknown quan
tity. He knows there is a president and a general manager, 
but an acquaintance with the foreman of a section gang is 
generally the only one which he has with railroad official 
life. With the electric line it is different. Its officials live 
in his neck of the woods. He sees them often, and these 
things make a personal connection between an electric road 
and its patrons not found elsewhere. 

The preservation of this sentiment is in a large measure 
up to the publicity department. Through its advertising and 
publicity the management is addressing its patrons. It is 
holding and preserving thi s interest. 

You are advertising service-not breakfast food. The 
man who rides in your cars does not give a rap whether or 
not Blank Shredded Sawdust serves up to the printed word, 
but the failure of the line on which he rides to do so be
comes with him a personal affront. Successful advertising 
will popularize the line. It makes the people know that 
they and the management are friends. 

The publicity department for these reasons should be un
der the close surveillance of the general manager. Com
panies have made the mistake of giving the advertising de
partment a desk at the end of a hall , telling it to spend so 
much money and then being satisfied with a dodger stating 
that on such and such a date a low rate will be in effect 
for a picnic at Jim's Grove. While this is necessary it is 
but a small part of the work. 

THE WORK OF THE PUBLICITY DEPARTMENT 

The work of a publicity department may be roughly di
vided into two divisions-permanent, carefully planned 
twelve-months-in-the-year advertising and the special work 
demanded for rate anti attraction announcements. In the 
first division come the booklet, timetables and newspaper 
work planned to place the name of the road in the minds 
of the people every day in the year. It does not take into 
account e"xcursion rates and special trains, but is continually 
hammering away at the excellence of the service, the im
provements being made, and the enterprise and resourceful
ness of th e line. 

In the other division will be found the fliers, posters, 
window cards and newspaper advertising, telling of special 
rates and events, special car service, etc. The more thor
ough the work has been in the permanent advertising the 
more effective wi ll be the business-getting ads of this kind. 
Keeping still abo ut the good things you do and letting the 
other fellow tell about the mistakes is not only keeping you r 
light under a bushel but is putting out th e light. People 
won't know what you are doing if you don't tell th em. 

ILLINOIS TRACTION ADVERTISING MATTER 

On the Illinois Traction we have secured good results 
from standardizing in a way our permanent advertising mat
ter. I mean by this that certain features are wo rked up in 
all our advertising. \Vh en you see an Illinois Traction '"ad'' 
you may always expect th e map, the slogan and so me sug
gestion of safety and service. 

Two years ago we adopted for a slogan "The Road of 
Good Service," and we have kept putting this before the 
people in small conven ient packages sugar-coated and tied 
with pink ribbon until it stands for something. \Ve have 
t ri ed to make the words " Illinoi s Traction System'' and 
"convenient, frequent, fa st, clean and safe service"-"good 
service"-mean the same thing. 

In our last issue of timetables we followed a new scheme 
which has worked out most successfully. Instead of placing 
the trains one after the other in the sequence of their ar
rival and departure we have placed all the limited trains on 
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Typical Newspaper Advertisement-Illinois Traction 
System 

one side cif the names of the towns and the local trains on 
the ei ther. This is on the theory that the two classes of 
service are used by two different classes of customers. 
The traveling man who makes jumps from terminal to ter
minal does not care to be bothered with local trains, and 
an arrangement of this kind prevents him from making the 
mistake of riding on a local. In our timetables we attempt 
to impart the necessary information so that it can readily 
be understood. The location of stations in all terminals is 
given ;-the names, titles and addresses of officials, station in
dex and miscellaneous information are also included. These 
tables are not elaborate and are of convenient size to carry 
in the pocket. I think a m·istake is made when a road's 
official timetable is included with d~criptive matter, adver
tisements, pictures. etc. These things make it bulky and 
cumbersome and for this reason it will be thrown away. 
Tt is a timetable's business to te ll the arrival and departure 
of trains, necessary information for a traveler and nothing 
else. 

OUTSIDE ADVERTISING SCHEMES 

In this connection on the Illinois Traction we have 
adopted a policy of keeping clear of out side advertising 
schemes. I do not think a day passes without some fellow 
coming into my office for permission to issue a timetable 
free of charge, a booklet of some kind or an illustrated 
write-up of towns along the Illinois Traction. I believe 
these things do more harm than good. The merchants along 
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your line must surely get tired of the imp ortunities of these 
solicitors, and they have the right to think that the Illinois 
T raction or any other road is big enough to get out its 
printed matter without the help of outsider s. \Ve get out 
our own printed matter, design the sketches, write the 
copy and sign the vouchers, and our t imetables ar e not 
made a medium for a miscellaneous bunch of advertising 
secured from the business men upon whom we depend. 

DESIRABLE PLANS 

A nother good feature which may be worked out success
fu lly is a booklet ca lling attention to the attractions to be 
found in the citi es and parks along the line. Thi s should 
be well printed and well illust rated and with no mo re read
ing matter than is necessary to tell the sto ry. It should 
contain a condensed limited timetable and should have in 
it pictures of the equipment. 

Another advertising feat ure which we find very success
ful is the souvenir postal card. These should be well 
printed a nd the subjects should be appropr iate. Last year 
at the State Fair we had a booth from which we dis
tributed advertising matter, and I had a good opportunity 
of observing the attractiveness of various forms of adver
tising matter. As an experiment we would offer the postal 
cards at intervals, and while the people would take our 
booklets, timetables, etc., they would mob the booth when 
the postal cards were offered. This year I intend to give 
them what they want and lrnve ordered 200.000 of these 
cards fo r use at the fair. 

Once a year we have a big newspaper edition, and this is 
perhaps our biggest advertising stunt. An eight-page sec
tion of the newspaper is devoted entirely to the Illinois 
Traction System. It is full of illustrations, and the reading 
matter is a·ll straight information with the advertising fea
ture eliminated. It is the kind of stuff that any paper is 
glad to print in its news columns. Arrangements are made 
with about fifty of the leading papers down the State and 
these sections are furnished them with their heading and 
date for circulation in their regular edition. Last year we 
circulated I86,ooo of these papers at a cost of about $2,300. 

After a great many different trials we finally hit upon 
a terminal time card which we think fills the bill. It is 
well printed on heavy cardboard and shows the trains one 
after another with the leaving time in large figures and 
after that the arrival of the train at the various terminals. 
One can run his finger clown the leaving-time column. find 
the train he wants and after that its arrival at his destina
tion. 

During the year we get out cards devoted to freight and 
express service. These cards ace for the convenience of 
shippers and besides the map and leaving times of the va
rious fast freight trains show prominently the station list. 

PERMANENT NEWSPAPER CAMPAIGN 

Backing up this line of permanent advertising \\·e keep 
up a continual newspaper campaign. Any time we do any
thing that we think is pretty good we are not at all modest 
about it and are not afraid to toot our own horn. These 
stories are written in newspaper style and are mailed to 
the various papers with a request to run them or not as they 
~ee fit. Not a day passes but the Illinois Traction System 
will be found in headlines in down-state papers. 

SPECIAL ADVERTISING 

Our special advertising follows the usual forms and we 
get out dodgers and posters and use newspaper space. \Ve 
also find window cards very effective for excur sion wo rk. 
I think that in this advertising. as well as all others, at
tractiveness should not be sacrificed to economy. A fe,v 
more dollars spent on designs and printers' ink will make 
you r fliers read where an unatt ractive smudgy dodger will 
go in the discard. In all this work we try to make our 
advertising lively. F or instance, in a recent excursion in 
connection wi th a steamboat trip on the Illinois Ri ver the 
ad was headed with the fo ll owing j ingle: 

"Know electric travel joys ; 
See the Upper Illinois. " 

In our copy we also run little catchy lines like the fol-
lowing: 

"The -Illinois T raction is the road of satisfaction." 
"Travel is perfection under I. T . block protection." 
"Traction parks for summer larks." 
"Traction trip leaves pleasant memories." 

If possible, in ou r "ads," we run a cut or some design.' 
W e also keep impressing the people with the comfort and 
cleanliness of elect r ic travel. In all our advertising matter 
we convey the idea of sa fety by a block signal cut. Once 
a year for the State Fair at Springfield we have a bill
board campaign of a month. T his takes in all the towns on 
the fin e and we pract ically cover the lower part of the 
State. E ight-sheet posters ar e used, got up in colors. 
T hese posters carry the map and a signal picture and not 
only serve the purpose of advert ising the S tate Fair, but 
also impress the idea of safety, which is the real object 
aimed at. 

RELATIO NS WITH NEWS PAPERS 

T his brings us to the last but to my mind th e most im
portant part of the publicity man's work, and that is the 
newspaper. We have contracts wi th over 300 papers. These 
are on a mileage basis. I am incl ined to think that this is 
about the only way to handle the newspaper advertising. In 
most cases newspapers have no difficulty in securing passes, 
and in issuing mileage you get something in r eturn. 

I think there is no doubt that the newspaper is the most 
valuable medium. Too much cannot be said upon the rela
tions between the company and the press. The newspaper 
men anywhere want to be fair, and if they are met half 
way these relations redound to the benefit of the company. 
Don't forget fo r a minute that a reporte r is paid to get and 
print the news. The measure of his success lies in the stuff 
tha t he prints, not in th e excuses he makes. T he best 
asset any road can have is th e fri endship a,nd co-operation 
of the boys along the line. Some managers take the stand 
that the reporte r is a pest, prying into things that do not 
concern him. They r esent his visit and wave him aside as 
a person of no consequence. You cannot expect the re
po rter to entertain any too friendly fee lings after treatment 
of this kind. He comes into your office doing the work for 
which he is paid. I t is his business to get the news. Treat 
him with consideration and you wi ll fi nd his fri endship 
can be depended upon at all times. I believe that the news
paper boys are the lowest paid, the brightest, most energetic 
and enthusiastic workers we have. 

Don't overlook the fact that the reporter works while 
you sleep. He may be a cub getting $ro a week, but 
when he talks he do es so to ten, twenty or thirty thousand 
people. His good wi ll is worth having. He is the one 
person on ear th that is not impressed by wealth, power or 
pos1t10n. T he story is the thing, and when he is on 
the hot end of a good yarn all look alike. 

The newspaper boys along the Illinois T raction are our 
fr iends. We do everything possible to help them in their 
work. If we have trouble they know that th e details 
will be given out at headquarters as readily as if the story 
was a favo rable one. You cannot expect a newspaper fel
low to help you out printing stor ies of good things you do 
and then when a real big sto ry breaks thank you for at
tempting to suppress the news. T hi s is the most important 
work of the publicity department, and it is something 
which the steam roads seem enti rely to overlook. 

Electric railway advertising sums itself up in keeping 
everlastingly at it with good snappy printing matter, tell
ing of the advantages of electric travel, letting the people 
know, through the press, what you are doing for their 
benefit , and in never forgetting that your success is meas
ured by the esteem in which you are held by the people 
along the line. If they like you they will boost and ride. 
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Conference of Governors of States 
T he Proceedings at the Closing Sess ions Included an .\ddress Ly Governor .:\lcGoYern of " 1isconsi11 on Stal e Control 

of Public Utilities 

Governor Hadley of Missouri and Governor Aldrich of 
Nebraska delive red before the Governors in conference at 
Spring Lake, N. J ., on Sept. 14, addresses on "The Right 
of the States to Gontrol Int rastate Commerce.'' These 
papers, with miscellaneous business, occupied all of the 
morning session . At the afte rnoon session Governor 
McGovern of \Visconsin spoke on "State Control of 
P ublic Utilities." I n the ensuing discussion the subjects of 
intrastate commerce r egulation and state control of public 
utilities were treated together. 

This discussion cente red around a proposal made by 
Governor O'Neal of A labama that a committee of the 
Governors be appoin ted to argue before the Supreme Court 
of the United States the right of the states to regulate com
merce within state borders. T he Minnesota rate case, in 
which Judge Sanborn, of the Federal Circuit Court of 
Minnesota, held that the sta tes had no right to regulate 
rates, on the g round that such regulat ion wou ld interfere 
seriously with the regulation of in terstate commerce, and 
similar litigation affecting other states, will reach the Su
preme Court of the Un ited States at an early date. The di s
cussion showed that the Govern ors were practically tmani
mous in their support of Governor O'Neal's motion. Under 
an amendment offered by Governor Stubbs of Kansas and 
accepted by Governor O'N ea!, the motion that the com
mittee should consist of Governors Harmon of Ohio as 
chairman, H adley of Missour i and Aldr ich of X ebraska 
was carried with only one dissenting vote. The meeting 
was united, howeve r, in its belief that if the states are 
denied the right to regulate commerce wi thin thei r respec
tive border s they will be wi thout one of the most im
portant powers inherent in government, and that all powers 
not specifically granted by the Consti tution to federal 
authority should be re tained by the individual states. 

STATE CONTROL OF PUBLIC UTI LITi fS 

The address of Governor McGovern of \Visconsin on 
" State Control of Public Uti li ties" was in part as fo llows: 

"The basic legal principles underlying governmental regu-· 
lation of public ut ilities, however novel may be thei r ap
plication to present industria l conditions, are as old as the 
common law. T hey are founded upon the very elementary 
distinction between a public and a private call ing. One is 
clothed with a public use and interest, whi le the other is 
not ; and this public interes t has always in the eye of the 
law justified regulation in behalf of the people as a whole. 
T he nature and character of the business of uti lit ies is 
such tha t competition is inoperative in determining service 
or rates, and the only choice left to the public is between 
regulated and unregulated monopo ly. I t goes without say
ing that the right of the state to supervise monopolies is 
as ancient as it is obvious. 

"But it may be urged that the exercise of this power, 
the enforcement of th is right , i8 a legislative function which 
cannot lawfully be delegated to an administratiYe board or 
commission. T hi s is very true; it does not, however, mili
tate against the pract ical util ity of these commis~ions. Most 
assuredly it is the Legislature and not the commission that 
has power to regulate. It is the Legislatur e that does regu
late. It is the Legislature that creates the commission, 
defin es its powers, establishes ru les for its guidance and 
determines the entire ·policy to be pursued. T he commis
sion merely ascertains the facts of each case as it is 
presented, and appli es to these facts the law already laid 
down by the Legislature. I t is purely an admin istrative 
body with administ rative fu nctions only, although these 
fun ct ions have become so immensely difficult and important 

that we sometimes conceive them to be either legislative 
or judicial in nature, or both. Upon the other hand, the 
rule laid down by the L egislature is often a very simple and 
elementary one; in the case of vVisconsin utilities merely 
that the service and facilities furnished shall be reasonably 
adequate and the rates charged shall be reasonable and 
just. Manifestly the difficulty here is not in formulating a 
rule of action, but in applying it. 

THE COMMISSIO N 

"The Wisconsin commission is appointive, not elective; 
it s members hold for a term of six years, and receive annual 
salaries of $5,000 each and expenses; they are required by 
law to be experts in the business committed to them, and 
are strictly forbidden from engaging in any other work or 
becoming interested directly or indirectly in any utility it 
may be their duty to supervise. Employed under them 
are about one hundred clerks and engineers, some of whom 
receive salaries equal to those of the commissioners them
selves. The engineering staff, upon whom the members of 
the commission rely for all field and laboratory work, as 
well as for expert and technical examinations, is divided 
into groups, each working a long some special line under 
the direction of an experienced chief. These men, wherever 
possible, co-operate with the members and employees of 
the tax commission, and when convenient do their labora
tory work in conjunction with the scientists at the Univer
sity of \Visconsin. Thus organized and supported, this staff 
is considered by many one of the most efficient ever organ
ized for work of this kind. 

"The Wisconsin law makes no distinction between 
privately and publicly owned utilities. Both are amenable 
to the same regulations. Both report their financial condi
tion in the same manner and according to the requirements 
of a uniform system of accounting. This seems reasonable, 
for the patrons of municipal plants a re entitled to the same 
protection against inefficient management as those of priva te 
plants, and a comparison of results obtained under these 
different systems of ownership has been of real assistance 
in the regulation of both. 

INDETERMINATE PERMIT 

"The mere fact of regulation of public utilities contains 
the implication that they are virtual monopolies; otherwise, 
supervision of them might not be expedient or even j ustifi
able. The \Visconsin statute goes farther and frankly 
recognizes this condition by providing for the so-called in
dete rminate permit. Considering that where effective regu
lation exists competition is neither necessary nor desirable, 
the \Visconsin law provides that the short-lived franchises 
held by existing uti lity companies when it was enacted may 
be surrendered for intermediate permits. This enabled the 
utility to secure a monopoly of the territory it occupied, 
during good behavior or until the plant should be acquired 
by the public at a fair valuation. In this way unnecessary 
duplication of · equipment, unnecessary augmentation of 
fixed charges and cut-throat competition are prevented, and 
a more economic and satisfactory service is secured. By 
doing away with short-time franchi ses, moreover, a specu
lative element is eliminated from public utility investments, 
and the cost of financing enterprises of this sort is reduced. 

"Thus commission control is protective as well as regu
latory-protective of the utility, I mean. The requirement 
that every person desiring to start a new utility shall fir st 
obtah from the commission a certificate of public con
venience and necessity further exemplifies this policy. In 
order that each existing company, so long as it properly 
se rves the public, may be free from fear of invas ion of its 
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field by rivals possibly more powerful than itself, it is pro
vided that every utility having an indeterminate permit 
shall have an exclusive monopoly of the business in which it 
is engaged, except in those rare cases where the commis
sion a fter hearing may determine that public conveni ence 
and necessity require a second utility to divide the field or 
to supplement inadequate or defective service. 'Sandbag
ging' and 'paralleling' are thus very properly and effectively 
outlawed. 

"The last r eport of the Rai lroad Commission shows that 
seventy-two corporations representing 37 per cent of the 
gross earnings from utili ty business in Wisconsin, im
mediately upon this law going into effect, decided to ex
change their franchises fo r indeterminate permits. Many 
others came in afte rward. Stability in investments was 
thus obtained, as appears from the fact that the securities 
of utilities operating under a permit as a rule command a 
higher price in the market than those that operate under 
the old-time franchises. The period within which utilities 
might thus exchange limited-time franchises for indeter
minate permits was at first definitely prescribed by the 
Legislature, then extended from time to time, and the last 
session made the indeterminate permit universal and com
pulso ry. At present, therefore, there are no special fran
chises in Wisconsin. 

STOCK AND BOND LAW 

"Another important feature of the \Visconsin law is con
trol of stock and bond issues. The capitalization of utility 
companies is limited to the actual value of the property used 
in the public service. The reason for this requirement is 
obvious. Stock watering is always and everywhere an evil 
of far-reaching and especially baneful significance, but 
nowhere is it more mischi evous than in the case of public 
se rvice corporations. \Visconsin has abolished it, so far at 
least as public utilities are concerned. Besides, experience 
teaches us that to be effective public regulation must be 
complete. It cannot be complete without control of the 
issue of corporate securities. In determining what is 
adequate service or a just rate account must be taken in 
eve ry case of the value of the plant. The value here spoken 
of is, of course, the actual, true value. There is no reason 
in the world why with complete control this value should 
not correspond with the stock and bond value, taking these 
secunt1es at par. If so, control will be facilitated, the in
terests of inexperienced investors safeguarded, and the 
utility placed on a stable and conservative basis. 

PROCEDURE 

''Should a court review of the order of the commission be 
desired the statute provides for a speedy hearing. The 
aggrieved party must begin his action within ninety days, 
and all such actions are given precedence over any civil 
cause of a different nature pending in court. Up to the 
present time only seventeen orders of the \Visconsin com
mission have been called in question in this way, and in no 
case has any order been reversed. 

RATES 

" \Vhat now is the basis of a just or equitable rate? Some 
railway managers and superintendents of public-utility 
plants contend that it is the value of the service to the ship
pe r and consumer. But this method of fixing rates at 'what 
the traffic will bea·r' has become so odious and is so mani
festly a cloak merely for extortion. discrimination and 
favoritism that extended discussion of it is no longer profit
able. It involves so many elements, some subjective and 
some objective, and so varies with differences in person, 
time, place, commodities and other conditions, as to afford 
really no scientific basis whatever for rate-making. Enti rely 
aside from its whimsicality and the favoritism it invites, it 
is too indefinte and uncertain to be formulated into a work
able basis for rate-making in even a majority of cases. 
Practically every commission. legislature and court which 
has seriously considered the subject has rejected this 
criterion for the more definite and scientific idea of the cost 

of service. This basis is definite, fair, ascertainable and 
economically justifiable. It bears out the same relation to 
rates that the cost of production does to the price of com
modities; and just as the cost of production of wares and 
merchandise determines their normal value which market 
price constantly approximates, but with which it seldom 
coincides, so the cost of service rendered by public utilities 
determines normal rates toward which actual schedules 
should steadily be made to approach. 

VALUATION 

"Many interes ting and highly important data have been 
gleaned as to the relation under varying conditions of pro
duction of fixed investment or 'overhead charges' to vari
able or current expenses, and the ratio of each of these in 
turn to the value of the product. First of all, the owners 
of utilities are entitled to a fair return upon the reasonable 
value of the property devoted to public use. This calls at 
once fo r a valuation of the physical property of the plant. 
But this is not all. T o it must be added something for the 
'going value' of an established concern and possibly some
thing also for outlays and services expended in the past in 
upbuilding the plant. 

"The \Visconsin law requires the commission to value 'all 
the physical property' and 'all the property used and useful 
for the convenience of the public' belonging to every public 
utili ty in the State. As there are more than a thousand of 
these plan~s and the commission has appraised only about 
one hundred, it is evident that this is wo rk that cannot be 
quickly dispatched. But it should be understood that among 
the one hundred valuations made are included all the steam 
railroads, the Milwaukee E lect ric Railway & Light Com
pany and many of the more important among the minor 
utilities of the State. Indicative of how well this work has 
been done is the fact that no appeal has ever been taken. 
either by a utility or a municipality, from any valuation 
made by the commission, and in some instances the utilities 
admitted that the inventori es prepared by the commission 
we re the best that had ever been taken. 

UNIFORM ACCOUN TING 

"\Vith accurate information as to the value of the plant 
and proper distribution of the cost of the service according 
to modern systems of accounting it is possible to make rate 
~cherlules that are equitable to all classes of consumers, that 
yield a reasonable rate on the investment and that elimi
nate waste while promoting the maxi mum usefulness of the 
plant. 

"When this act went in to effect the commission called 
upon the utilities to submit a statement of their financial 
condition. The naivete of the response has been so well 
described by F. L. Holmes, of Madison, that I take the 
liberty of quoting from his account of it. 'The returns,' he 
says, 'were amazing and amusing. Some companies kept no 
books; the accounts of others were mere memoranda or 
check-book stubs which meant nothing. The bookkeeping 
affairs of one municipal plant were recorded in a vest-pocket 
account book, tied with a woolen string. Often the owner 
and manager carried the affairs of the corporation in his 
head. Few plants carried a depreciation account, and fewer 
managers understood the purpose of such a fund. Where 
several utilities had been merged one general account was 
maintained for credit and another for debit. Business sys
tem was unknown. A majority of municipal plants received 
no credit for the service rendered the city. The revenue 
went into the general fund, and when there was any ex
pense the city made an appropriation. Often city employees 
attended to the detail labor of the plant, but the salary for 
services was paid out of the general fund.' 

"As required by law the commission put an end to this 
rule-of-thumb work and prescribed a uniform system of 
cost accounting for all the utilities of the State. The result 
was most gratifying. By int roducing system where chaos 
reigned and compelling uniformity both public and private 
plants we re for the first time placed upon a basis of 
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efficiency and economy, and an enduring foundation was 
laid for intelligent future supervision. It should be some 
satisfaction to the commission after all this educational 
work has been done to know that its classification of 
accounts has since been voluntarily adopted by utilities in 
other states, in Canada and even in Mexico. 

RESULTS 

"It is interesting to contrast the predictions of disaster 
made by the opponents of railway and public utility regu
lation with the actual results of the operation of these laws. 
'Radical,' 'populistic,' 'revolutionary' were some of the 
mildest terms used. It was pointed out that the entire 
country, and especially the State of Wisconsin, had pros
pered under the laissez faire regime of earlier days, and it 
was said that any such restriction of commercial liberty as 
these laws proposed would result in a system of bureau
cratic control, which must inevitably disorganize business 
and destroy prosperity. 

"In striking contrast to these lugubrious forecasts stand 
the actual results of commission control. Most emphatically 
has it been a good thing, not only for the public, but for the 
utilities also. The public has made an immense financi al 
gain, just how much it is difficult to state with entire 
accuracy, for many orders of the commission concerning 
rates lowered some and raised others. But it has been 
conservatively estimated that in the matter of freight rates 
alone there has been an average annual saving of at least 
$1,200,000, in passenger fares of not less than $800,000, and 
in other forms of public service a proportionately large 
amount. 

"This, of course, is not all clear ga;n. The commission 
has done a great deal of work, most of it of an expensive 
sort, and this cost has been borne in large part by the 
public. In the regulation of railway rates it has been neces
sary to separate State from interstate traffic, freight from 
passenger service, and to apportion the gross cost of trans
porting freight among the various commodities and classes 
of merchandise submitted for shipment. Substantially the 
same sort of analysis and discrimination has been necessary 
in the case of the other utilities. It is work that calls for 
~ very high order of ability and expert training. In round 
figures the cost of maintenance of the commission, including 
the expense of hearings, of furnishing transcripts of the 
proceedings free of charge to all interested parties, of 
appraisals, of publications and of service and accounting 
inspections, is about $100,000 a year. 

"A large outlay, an expensive commission, you will say; 
but in view of the fact that the railroads and other utilities 
are invariably represented at every important hearing by 
the very ablest engineers and experts the State cannot 
afford to indulge in cheap or short-sighted economy. 

"But hereafter at the prescribed rate of $1 for each 
$1,000 of the face value of corporate securities thus issued 
the revenue derived from the operation of the stock and 
bond provision alone will in all probability be sufficient to 
defray the entire cost of the commission. 

"Hand in hand with reduction in rates has gone an 
equally important improvement in service. 

"The genuinely constructive and enduring character of 
this method of control is best demonstrated, however, by 
the fact that while the people have thus gained enormously, 
the utilities have not suffered. On the contrary, under this 
system they have prospered as never before. · Lower rates 
have not been followed by diminished income, but by in
viting larger patronage have resulted instead in an actual 
increase in revenues. To the utilities, therefore, the net 
outcome has been a gain. As evidence of this prosperity 
the last annual report of the Wisconsin commission shows 
that during the year the operating revenues of electric 
utilities increased 20 per ~ent, their net income 29 per cent 
and new construction for the year 145 per cent. The 
operating revenues of water utilities meanwhile increased 
7 per cent, their net income 13 per cent and new construe-

tion 24 per cent. Gas utilities increased their operating 
revenues 8 per cent, their net income 15 per cent and new 
construction 24 per cent. Telephone utilities increased 
their operating revenue I I per cent, their net income 9 per 
cent and construction for the year 14 per cent. Railway 
and traction lines on the average increased their operating 
revenues 13 per cent, their net income 8 per cent and con
struction an equal amount. 

"All utilities in Wisconsin are in a more flourishing con
dition now than ever before, and are planning to extend 
their operations far into the future. \Vhat Brandeis and 
Emerson have been doing for private corporations and the 
rai lways of the country, the Wisconsin commission has 
done for the utilities of its State. 

"Taking a longer period, as we may in the case of rail
way regulatio1.1, which was begul'l earlier, the results are 
even more striking. For the fiscal year ended June 30, 
1905, the total mil eage of railroads in Wisconsin was 6,931 
and the total operating revenue $50,144,702. This was the 
year immediately before commission regulation of railroads 
began. Five years later, or during the fiscal year ended 
June 30, 1910, the total mileage had increased to 7209, an 
increase of 278 miles, and the total operating revenues 
amounted to $65,055,928, an increase of nearly $15,000,000. 
T hus, notwi thstanding the decrease in transportation rates 
and improvement in se rvice enforced by the Railroad Com
mission, the operating revenues of the railroads of Wis
consin increased approx imately 30 per cent. As an indica
tion of the general prosperity of the State meanwhile, it 
may be worth mentioning that under these new policies the 
deposits in commercial and savings banks in Wisconsin in
creased in round numbers during this five years from 
$187,000,000 to $276,000,000, or 51 per cent. 

DISCRIMINATION ABOLISHED 

"Not only have rates been lowered as a whole to the 
advantage of both the people and the utilities, but dis
crimination among patrons has been abolished. Nothing 
could be more desirable. Speaking of the condition of 
affa irs when these laws went into effect, Prof. B. H. Meyer, 
formerly chairman of th e Wisconsin commission, but re
cently appointed member of the Interstate Commerce Com- • 
mission, has said: 'The whole State of \Visconsin was 
st reaked and plastered with discrimination in the rates of 
utilities,' and he mentioned thirty-two telephone companies, 
every one of which gave a t least eight subscribers out of 
every 100 either free or reduced-rate service. It goes 
without saying that the cost of this service was not borne 
by th e telephone companies, but by the st1bscribers who 
paid full rates. When the Wisconsin law went into effect 
it was estimated that discrimination and rebates to favored 
customers of telephone, water, heat and light companies 
amounted to as much as $2,000,000 annually. Even· as late 
as August, 1909, 52 per cent of the telephone companies, 
60 per cent of the water plants, 35 per cent of the gas com
panies and 58 per cent of the electric lines admitted they 
still maintained discriminatory rates. 

"Since then there has been a change. All schedules and 
rates are now on file with th e commission, and these are 
the only rates that can be collected. Discrimination is 
absolutely fp rbidden, and th e law in this respect is well 
obeyed. The effect of this change upon industrial and com
mercial enterprise and the elevation in moral tone of the 
communities where these abuses formerly existed cannot 
easily be exaggerated. Peace, contentment and self-respect 
have taken the place of suspicion, injustice and guerilla 
warfare. 

WHOLESOME EFFECT UPON PUBLIC LIFE 

"Times were in Wisconsin when th e railroads ran or tried 
to run the government of the State and the minor utilities 
frequently sot1ght to boss th e ci ti es, towns and even vi l
lages. They contributed liberally to campaign funds, urged 
their supporters and lobbvists to become candidates for 
public office, and in close election districts colonized voters 



5 0 0 ELECTRIC RAILWAY JOURNAL. [VoL. XXXVIII, No. 13. 

in the old conventional way. Xow, one and all, they .a re in 
this sense absolutely out of politics. T here is indeed no 
reason now why public service corpo rations in \Visconsin 
should wish to dabble in public affa irs. T heir re lations to 
the people of the State have been defin ite ly and fin ally de
termined. They no longer have anything to gain or lose 
by intermeddling in poli tics, and apparently they have de
cided· to r etire for good. \ \That the eliminat ion of public 
service corporations from participation in political cam
paigns signifies in the purification of public life no one here 
needs to be remind ed. 

MAKES I N VEST M EN TS SECURE 

"The operati on of the stock and bond law, the indeter
minate-permi t provis ion and other cognate requirements of 
the public utili ties law have encouraged investment in th e 
securiti es issued by these co rpora tions. .Most g ratifying of 
all is the recent tend ency toward local investment in these 
securiti es and consequent local support of th e utilities. The 
natural r esult is the establi shment of better and friendlier 
re latio ns between the uti lities and the public. T hat the 
operation of the \Vi sconsin law has brought addi tional 
stabil ity to investments of this sort is shown by the fact 
that practically every trust company and dealer in stocks 
and bonds engaged in sell ing the securities of plants located 
in vVisconsin aclvertises regularly in the financia l journals 
the fact that these securities are issued under state regula
tion. The whole tendency of commission control is to r e
move public utility secu riti es from the field of speculation 
and place them upon the sol id basis of conservative and 
staple inves tm ents. 

CONCLUSION 

"A product of constructive legislation somewhat novel 
in conception, the system has, ne,·ertheless, worked admi r
ably. It is comprehensive. effective, prompt and progres
sive-a demonstrated practical success. I t proceeds upon 
the theo ry that these corporations are the servants, not the 
maste rs of the people. As servants it ha s protected, en
couraged and instructed them in all matters of eco nomv 
and effici ency, just as it has summarily suppressed all a;
sumption on their part to the role of masters. But in re
lentlessly enforcing fairness to the people it has not for
gotten to be fai r to the utilities. It has made the monopoly 
of each company within its appropriate field even more 
secure than it was before. It has systematized methods of 
accounting. and so giYen to the most backward the advan
tages of the very latest improvements in management. By 
control of stock and bond issues it excludes opportunity for 
wild-cat speculation and the altogether too familiar methods 
of 'frenzied finance.' It compels the maintenance of each 
utility at the point of maximu m efficiency. and so safeguards 
legitimate investment. \Vhile protecting the citizen against 
extortionate rates and inadequate· serYice, it insures to 
capital a reasonable return and to labor a fair ,vage. In a 
wo rd, it has transformed what were formerly speculative 
ventures bent on exploiting the public into safe and con
servative business establishments operated for the benefi t 
and convenience of all.'' 

---... ·•·----
LARGE SIGNS ALONG ILLINOIS TRACTION SYSTEM 

T he "Associated Retail Stores of S t. Louis," sixty in 
number, have erected la rge signboards at intervals of 
I mile along the r ight-of-way of the Ill inois Traction 
System fo r a distance of 20 miles north of St. Louis. Each 
signboard is about 8 ft. x 30 f t. in area and carr ies a painted 
announcement that any St. L ouis retai l store belonging to 
the association will refun d the round-trip fare of passen
gers making substantial purchases and traveling less than 
20 miles in each direction. 

- - - ... ·♦·---
\ \Tork on th e subway in Buenos A ires will begin some 

time in September. The tube will be constructed three 
blocks a t a stretch in order to reduc e the distu rbance of 
st reet t raffic to a minimum. 

HEARING ON TRANSFERS IN NEW YORK 

At the continued hearing on the rates of fare upon con
necting or intersecting street railways in the borough of 
Manhattan, held before the Public Service Commission of 
the F irst District of N ew York on Sept. 19, 1911, Newton 
M. H udson, who is auditor of the Second Avenue Railroad 
Company, placed the total value of all the property used 
in the operation of th e Second A venue Railroad at $4,048,-
663, and submitted in evidence an itemized statement show
ing the individual values which went to make up this total. 
Fo r the six months ended June 30, 1911, the interest on 
th is va luation at 6 per cent was $121 ,458, and upon this 
basis the proportion of th e cost of transporting each pas
senger was 1.1 cents on the Second Avenue division, 1.76 
cents on the F irst Avenue division and 1.81 cents on the 
E ighty-six th Str eet division. On the whole system the 
cost per passenger was 1.39 cents. Adding the operating 
expenses, taxes and the interest on the value of the property 
employed in operation, the average cost of transporting a 
passenger on the Second Avenue main line fo r the six 
months ended June 30, 1911, was 5.06 cents ; for the First 
Avenue divi sion, 6.78 cents; for th e E ighty-six th Street 
division, 6.84 cents, and on the Second Avenue Railroad 
as a whole, 5.79 cents. A similar sta tement fo r the period 
previous to the r eceivership had not been prepared because 
the books of the company were not available. 

Edward A. Maher, president and general manager of the 
Third Avenue Railroad, was recalled. H e said that so 
many factors entered into an exact determination of how 
much it costs to carry a passenger a mile that it was im
possible to determine the cost. Shor t-haul passengers were 
vital to the life of a street r ailway system under a flat rate 
of fa re. T he transfer system tended to reduce the number 
of short-haul passengers. Even carrying passengers for 
the proposed 3 cents for one transfe r and 2 cents for a 
second transfer would result in loss of revenue to the 
company, but should be done as a matter of policy. 

:Mr. l\faher said that the present ra te of fare was inade
quate to yield a fa ir average return upon the value of the 
property actually used in the public service. T he condi
tions that exist to-day compared with conditions a few 
years ago in respect to cost of operation, wages paid and 
various other items entering into maintenance and opera
tion left the margin of profi t very slight , except in cities 
where t raffic was dense and the mileage small. As soon as 
the universal system of t ransfers was abolished in the 
Bronx th e receipts of the Union Railway increased and the 
aboli tion of th e free t ransfer system between the Union 
Rai lway and th e Westchester E lectric Railway and the 
Yonkers Rai lroad resulted in an increase in r eceipts. The 
greatest abuse of the t ransfer pr ivilege was on Sundays 
and holidays by people whose purpose was pleasure riding. 
It was not infrequent befor e the abolition of the tran sfers 
fo r a fourteen-bench open car ca rrying six ty passengers to 
leave Yonkers with only_ two cash passenger s. 

Asked what in his opinion would be the result of a free 
t ransfer system instead of the proposed 3-cent and 2-cent 
joint rate, Mr. Maher said: 

"It would be most disastrous, not only to the company, 
but to the public. I t would mean a very large decrease in 
the net earnings. The company could not keep up its 
equipment and property as it is now doing and the wages 
of the employees would have to be decreased. T he greatest 
sufferer s would be the public. T he present system, which 
the Third Avenue Railroad has built up, with its lines carry
ing people 13 miles or 14 miles for 5 cents, is doing all that 
it ought to be asked to do. The company ought to be en
couraged to continue the competition that it has ener• 
getically worked up since the appointment of the receiver." 

The hear ing was adjourned until Sept. 21 , 1911. ___ ...,,. ____ _ 
The platform guards of the Union Elevated Loop in 

Chicago use megaphones for announcing trains. 
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RESULTS WITH TANTALUM LAMPS IN CHICAGO 

The engineering department of the Chicago Railways 
Company has completed a twelve months ' investigation of 
the life and service of tantalum lamps on its cars. An 
article describing the methods followea in studying the 
behavior of tantalum lamps on Chicago Railways cars was 
presented on page n89 of the ELECTRIC RAILWAY J OURN -\L 
for Dec. 17, 1910. The results of twelve months of study 
confirm the information obtained during the test period 
and pr~sented in the earlier article. In general these re
sults are that the renewals on 32-cp lamps are 272 per cent 
per year and the renewals on 16-cp tantalum lamps are Joo 
per cent per year. These average results a re based on 
10,350 car months and 27,708 lamp renewals during the 
period from May 23, 1910, to May 31, 1911. 

At the .beginning of the test period the lamp installation 
consisted of five 32-cp clear, pear-shaped globes placed 
two on the platforms, three along the center of the upper 
deck and two lamps in the headlights, and twenty 16-cp 
lamps with clear, pear-shaped globes placed nin e on each 
side of the deck rail and two in the sign boxes. T he type 
of lamp used is rated at 2.3 watts per candle on n5 volts 
and is manufactured by the Bryan-Marsh Lamp Company. 
It has a standard winding. The lamps used fir st were 
rated at 35 watts for 16 cp and 70 watts for 32 cp, but the 
heavier filament has since been adopted. During the year 
of observation and after 644 cars had been equipped the 
32-cp lamps in them gradually were replaced by 16-cp 
lamps, which show longer life. Previous to the replace
ment these 32-cp lamps were operated, seven to a car, for 
4350 car months, during which time 6956 renewals were 
made. A summary of the data obtained follows: 

Columns 5, 6, 7 and 8 show the progress of replacement 
of 32-cp lamps by 16-cp lamps. Columns 5 and 6 indicate 
the number of cars in which 32-cp lamps were replaced 

In connection with column 15, if it is desired to divide 
this by column 13 + column 14 in order to get the renewals 
on a full-car basis, the figure taken from column 13 first 
should be multiplied by 20 -,- 27, there being but twenty 
I 6-cp lamps out of a total of twenty-seven lamps on the cars 
with mixed equipment. 

RESULTS OF YEAR'S OBSERVATION 
Referring again to the tab le, it will be noted that the 

total of column 4 divided by the tota l of column 3, that 
is, 27,708-,--- 10,350 = 2.64, or the number of mixed re
newals per car month, a lso that the total of column 12 
divided by the total of column 9, 6956-,- 4350 = 1.60, or 
the number of renewals per car month for 32-cp lamps 
with seven installed on each car. Similarly using the 
totals of columns 14 and 13 with the factor as earlier 
noted, 6000 + 20/27 X 4350 = 9222 full car months, and 
the total of column 15, 20,752 -,- 9222 = 2.25 lamp re
newals per car month, or twenty per car year. 

Presented in another manner, a mixed installation of 
lamps, that is twenty 16-cp and seven 32-cp lamps installed 
in each car, would require renewals as follows: 

Renewals of 16-cp lamps = 20/27 of 2.25 = 1.67 re
newals per car month, or twenty per car year. 

Renewals of 32-cp lamps, as earlier shown, require 1.60 
renewa ls per car month or nineteen per car year. 

A full 16-cp lamp installation of twenty-seven lamps on 
one car would require, as earlier derived, 2.25 renewals per 
car month, or twenty-seven renewals per car year, or 100 
per cent per car year; and the nineteen renewals 0 11 the 
seven 32-cp lamps in a car are equal to 272 per cent. 

The present investigations showed that the average -
burning was close to I 500 hours per car per year and 
forme r investigations showed that with 64-watt carbon 
lamps the renewa ls were about four per car month as com
pared with 2.25 per car month for tantalum lamps. A 
comparison of the ene rgy saving by the use of 37-watt 

SUMMARY FOR 1910-11 TANTALUM LAMP INSTALLATION CHI CAGO RAIL \VA YS CO'MPANY. 
No. of Cars on Which 32-Cp. 

Center and Headlight Lamps ,-Car l\Ionths 16-Cp. Lamps, 
Were Replaced by 16-Cp. Side and 

L amps 

Period, Cars Car Total By Eng. By 
191 0-1 911 Equipped. Months. Renewals. Dept. Foreman. Total. 

(1) (2) (3) (4) (5) (6) (7) 
1910 5/ 23- 8/ 1 647 558 1,218 

8/ 1 - 8/ 31 649 644 1,109 
9/ 1 - 9/ 30 t>SO 644 1,230 

10/ 1 -10/ 31 829 689 1,781 20 20 
11 / 1 -11 / 30 895 8 78 2,330 116 116 
12/ 1 -12/ 31 1,016 950 2,940 139 139 

r~p 1/ 1 - 1/ 31 1,073 1,004 3,707 59 19 78 
2/ 1 - 2/ 28 1,179 1,080 3,382 63 19 82 
3/ 1 - 3/ 31 1,276 1,244 3,614 96 19 115 
4/ 1 - 4/30 1,356 1,300 3,098 2 2 
5/ 1 - 5/ 31 1,409 1,359 3,289 30 30 

Total. ..... 10,350 27,708 495 87 582 

by 16-cp lamps each month an,d show that the replac ements 
in 495 cars were made by th e enginee ring department and 
in eighty-seven cars by the carhouse foremen. Column 7 is 
the total for columns 5 and 6. Column 8 gives the car 
months equivalent to the fraction s of months which the cars 
carrying 32-cp lamps operated before 16-cp lamps were sub
stituted. Columns 9, 10, II and 12 show the car mo11ths 
and the renewals of 32-cp lamps. Thus a total of 6956 
renewals was made on 32-cp lamps during 4350 car months 
of operation with the original installation of seven lamps 
per car. Columns 13, 14 and 15 refer to 16-cp lamps. Col
umn 13 shows th e number of car months during which 16-cp 
lights were used only for the side and sign lighting. Column 
14 shows the number of car months during which all the 
lighting was done by 16-cp lamps and column 15 shows 
the 16-cp lamp ren ewals for each month. Thus column 
4 = column 12 + column 15, and column 3 = column 9 
(or column 13) + column 14. It is noted that columns 
9 and 13 are the same because each covers the same period 
for the mixed installation of 32-cp and 16-cp lamps. 

,--Renewals 32-Cp. Lamps.----, Sign Whole Re-
Equiv. 
Car l\Io. Car Total E(:uip. Car Equip. newals, 
32-Cp. Months Center. H. Light. 32-Cp. 16- p. Only 16-Cp. 16-Cp. 

(8) (9) (10) (11) (12) (13) (14) (15) 
558 510 267 777 558 0 441 
644 431 258 689 644 0 420 
644 523 244 767 644 0 463 

7 631 576 324 900 631 58 881 
68 576 659 292 951 576 302 1,379 
46 415 577 2'83 860 415 535 2,080 
21 312 529 241 770 312 692 2,937 
33 242 307 152 459 242 838 2,933 
66 160 192 157 349 160 1,084 3,265 

1 93 154 SI 205 93 1,207 2,893 
13 75 169 60 229 75 1,284 3,060 

255 4,350 4,627 2,329 6,956 4,350 6,000 20,752 

tantalum lamps, as compared with 64-watt carbon lamps 
with twenty-seven lamps in a car, shows the energy demand 
during the burning hours to be 729 watts less for the tanta
lum than for the carbon lamps. \Vith 1409 cars equipped 
the reduction in average demand during the burning period 
is 1027.16 kw ; and for a year of 1500 hours the total energy 
saving is 1,540,741 kw-hours. At I cent per kw-hour. 
which is a low figure because the lamps are burned durmg 
the hours of peak load when energy is the most expen
sive, the yearly saving is $15,407.41, or approximately $II 
per car per year. 

Some tests have also been made with Mazda lamps. 
These tests were made during the three summer months 
and thus do not cover the period of heavy burning. Dur
ing 394 car days with twenty-seven Mazda lamps in a car 
but twenty lamps had to be renewed. These lamps were 
20-cp, 25-watt rating and most of the time were installed 
on six cars. The results so far indicate that the renewals 
wi th Mazda lamps will be twenty per car per year with 
twenty-seven lamps installed on a car. 
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LIGHT-WEIGHT SIDE-ROD CAR AT CINCINNATI 

T he Cincinnati Car Company has just completed for the 
Cincinnati Traction Company the first of fifty cars that 
embody several features of particular interest. Six of 
these cars will have trucks with connecting rods, thus 

The bottom frame of car body is of steel construction. 
The side sills are formed of 4-in. x 3-in. x ¾-in. steel 
angles, extending for the full length around the sides and 
ends of the ca r body. The side walls are formed of 5/32-in. 
x 32-in. steel plates. The end sills are formed of 3/i6-in·. 
x 12-in. steel plate reinforced with 3-in. x 3-in. steel angle 

Side View of Cincinnati Side-Rod Car 

utiliz ing the sing le motor on each truck for driving both 
axles. Thi s feature of construction will be given a trial 
before a ny la rge number of ca rs are equipped with it. The 
cars here described were designed by Thomas Elliott, chief 
enginee r of the Cinci nn ati Traction Company. T he cars 
a re of the pay-within type, the first to be constructed for 
the Ci ncinnati lines, and a re light weight. Those cars with 
conn ecti ng-rod drive are equipped with two 75-hp motors 
instead of fo ur 40-hp motors, with which the other double
truck cars in Cincinnat i are operated. The bodies are ar
ranged for single-end operation. 

The general dimensions of these new cars are as fo llows: 

View of Truck 

General Dimensions: 
Length over corner posts ...................... . 
Length over liumre rs . , .. . ... ............. .... .. . 
Length of rear vestibule .... .................... . 
Length of front vestibule over da~h ............. . 
Width over side posts ....................... .... . 
Height from bottom of sill to t op of rod ......... . 
Height from rail t o underside of sill ............ . . 
Truck centers ..... ... .......................... . 
\Vheel base of truck ............................ . . 
Diameter of wheels ............................... . 

33 ft. 
44 ft . 
6 ft. 
4 ft. 
8 ft. 
8 ft. 

21 ft. 
5 f t. 

0 in. 
0 ft. 
O in. 
6 m. 
0 m. 
5½ in. 

36 ½ in. 
0 in. 
4 in. 

33 in. 

at the bottom, forming a bea ring fo r th e platform floor. 
The cross j oists a re made of 2¼ -in. x 3-in. steel angle, 
with wood fill er to receive th e flooring. The platforms are 
supported by two outer kn ees formed of 7-in. x 3¼ -in. x 
¼-in. steel angle. 

There a re twelve windows on each side of car, all ar
ranged to drop into pockets clea r of the sash rail. The 
roof is of the regular monitor deck pattern with removable 
typ e hoods at each end. Both ends of the car are vestibuled 
and the vestibules are inclosed on the devil-strip side of 
car. The step opening of the r ear vestibule is provided 
with two sets of swinging doors forming exit and entrance, 

Interior View 

and these doors are operated by the conductor. The front 
vestibule step opening is provided with one set of swinging 
doors controlled by the motorman. 

The interior finish of car body is of mahogany, including 
the headlining, which is of mahogany veneer. There are no 
end bulkheads at either end of the car. Seats are of the 
longitudinal type, on each side of car, upholstered with 
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rattan. The car is heated by means of the Peter Smith 
No. 3-P forced-ventilation hot-a ir heate r, located on the 
front platform on the devil-strip side. The body bolsters 
are formed of steel channels. 

The trucks, as will be seen from the engraving, are 
equipped with side ·connecting rods, dispensing with the 
ordina ry journa l boxes. Each truck is equipped with one 
Westinghouse No. 318 interpole 75-hp motor which is 
mounted on the rear axle. The type of control used is the 
K-40, single end. All the control wiring is run in iron 
conduit under car floor. T he air brakes are the National 
Brake & Electric straight air, with I 1-cu.-ft. compressor 
and 10-in. brake cylinder. 

The weight of car body, exclusive of electricol or air
brake apparatus, is 14,486 lb. The weight of the car body 
complete, with elect rical and air-brake apparatus, is 17,600 
lb. Weight of two trucks with gears, I 1,920 lb . The weight 
of the two Westinghouse No. 318 motors and gear is 6500 lb. 

The weight of car complete and ready to run is 36,020 lb. 
---·•·•·---

HEARING ON BRAKES AND HEIGHT OF CAR STEPS IN 
NEW YORK 

Further testimony on the subjects of power brakes and 
heights of car steps was given before Commissioner John 
E. Eustis, of the Public Service Commission of New York, 
First District, at hearings on Sept. 18 and 20, 191 I. 

POWER BRAKES 

Counsel for the Coney Island & Brooklyn Railroad called 
as a witness the company's instructor of motormen, who 
expressed the opinion that motormen take more chances 
with power brakes than with hand brakes and the percent
age of accidents on hand-brake cars was less than with cars 
equipped with power brakes. He thought ca rs weighing less 
than 30,000 lb. could be operated with hand brakes more 
safely than with power brakes. 

S. vV. Huff, president Coney Island & Brooklyn Railroad, 
said all of the company's cars weighed 25,100 lb. or less 
with the exception of twenty, which weighed approximately 
32,000 lb. He was willing to equip these twenty heavy cars 
w·ith air brakes. 

W. G. Gove, mechanical superintendent of the Brooklyn 
Rapid Transit Company, was next called. He testified that 
his company operated 500 double-truck closed cars weigh
ing 25,100 lb., 630 double-truck open cars weighing 26,460 
lb., 120 double-truck open cars weighing 23,070 lb. and 
563 double-truck semi-convertible cars weighing from 28,000 
lb. to 35,000 lb., all of which were equipped with hand 
brakes only. In addition the company operated 452 semi
convertible cars weighing from 48,000 lb. to 52,000 lb. which 
were equipped with air brakes. He estimated the cost of 
equipping hand-brake cars with air brakes at $400 per car. 
If all double-truck hand-brake cars were so equipped the 
total cost would be about $730,000. 

E. G. Connette, transportation engineer of the commis
sion, was put on the stand at the opening of the hearing 
on Sept. 20. He described the method of arriving at the 
weight of 25,000 lb. which was proposed for the limiting 
weight of cars equipped with hand brakes. Accident 
statistics of all lines in the city for 1909 and 1910 had been 
compiled and classified by the weights of the cars involved 
in the accidents and the types of brakes. A n undue pre
ponderance of accidents had been reported to cars equipped 
with hand brakes and weighing more than 25,000 lb . The 
average number of accidents per 100 hand-brake cars in 
service on all lines was 32.4 and per 100 air-brake cars 25.2. 
He referred to a test made on Sept. 19 with a car weighing 
38,000 lb. and equipped with air brakes and Peacock hand 
brakes. From an initial speed of 17 m.p.h. the car was 
stopped with the air brakes in 128 ft. and with the hand 
brake in 144 ft. He thought if all hand-brake cars were 
equipped with as effic ient a hand brake as this the condi-

tions would be improved materially. With regard to the 
motormen taking chances with air brakes he thought this 
was a matter of discipline. There was no use in making 
improvements in any detail if the men themselves were not 
kept up to the same standard of efficiency. With the maxi
mum traction trucks used in New York he thought that 
hand brakes probably were as efficient as air brakes. 

Commissioner Eustis when asked if the commission pro
posed to draw the line absolutely at 25,000 lb. weight said 
that reasonable latitude would be allowed. 

Several operating officials of the Second Avenue Railroad 
were put on the stand and all testified that in their opinion 
cars weighing less than 30,000 lb. could be operated through 
the congested districts traversed by that road more safely 
with hand brakes than with air brakes. The average sched
ule speed was about 7,½ m.p.h. and there were numerous 
grades. Air bral~es which were powerful enough to hold 
loaded cars in descending these grades would cause the 
wheels to skid on level track with an empty car if applied 
with full force. It was instinctive on the part of a motor
man to app ly the brakes with full force in an emergency. 

On the completion of this testimony the hearing was 
closed. 

HEIGHT OF CAR STEPS 

On Sept. 20 the subject of height of car steps was 
taken up. 

W. G. Gove, mechanicial superintendent Brooklyn Rapid 
Transit Company, produced a statement of height of steps 
of the closed cars of that company. The only cars in which 
the height of the first step exceeded 15 in. were 452 semi
convertible cars which had steps 15¾ in. high. He said 
these steps could be dropped easily by substituting longer 
hangers. 

C. S. Banghart, general superintendent New York & 
Queens County Railway, was asked about the height of 
steps of the cars of that company. Most of these cars had 
steps exceeding 15 in. in height, the maximum being 
16,½ in. The New York & Long Island Traction Company 
had four cars with double steps which were 13 in., 9¾ in. 
and 8¼ in. respectively from the ground. The witness 
thought that double steps could be applied to most of the 
cars of the New York & Queens County at a cost of from 
$60 to $75 per car. 

The hearing on this subject was adjourned until Sept. 27, 
191 I, at which time the matter of fo lding steps and plat
fo rm doors will be taken up. 

---·•·•---
CONVENTION BULLETIN OF MANUFACTURERS' ASSOCI

ATION 

The exhibit committee of the Manufactu rers' Associa
tion has sent out a final bulletin relating to the arrange
men ts for the A tlantic City convention. About 74,000 sq. ft. 
of exhibi t space has been assigned to date , and app lications 
have been made for 300 ft. of track space for cars. 

EXHIBITS 

The offices of the association wi ll be on the left of the 
main entrance to the Pier, and will consist of the following: 
Registration, executive committee, president and secretary, 
vice-president in charge of exhibits, finance and enter
tainment committees; an information bureau in charge 
of competent clerks, who will take care of all incoming and 
outgoing mail, telegrams and wireless messages; messenger 
boys, or anything else from cal ling a taxi to ordering a 
dinn er at the hotel, which can be done from the booths. 
It is the intention to have sufficient pages and maids to 
give good service. All mail, cards and telegrams will be 
delivered at the booths as they arrive at the office. Badges 
for employees should be secured for all employees. They 
may be obtained from the exhibit committee on the pay
ment of $1, which will be returned on receipt of badge after 
the convention. 
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Owing' to the large increase in exhibits, which means a 
corresponding increase in electric signs, special lighting, 
rugs, fur;niture and decorations, including plants and 
fl owers, to say nothing of the ca ll for help of all kinds 
and the rush at the last minute, caused by delays in transit 
?f shipn~ent s, or possible bad weather previous to opening, it 
1s most important to place a ll orders fo r any of these items 
a t once, and not wait until arrival at At lantic City. The 
exhibit committee has done eve rything in its power to have 
eve rything ready for the exh ibitors, but the exhibitors can 
do much fo r themselves if they wi ll look ahead and do all 
they can in the way of making prompt and ea rly shipments 
and placing orders now fo r everything needed. The 
di rector of exhibits wi ll open hi s office on the Pier Sept. 26, 
after which all correspondence should be sent there. 

---... ·♦··----

CONVENTION OF LUBRICATION EXPERTS 

T he t\\'entieth annu al convention of the mechanical ex
perts of the Galena-Signal Oil Company was held at the 
co mpany's general offices at Franklin, Pa., Sept. II to 15, 
inclu sive. The company makes a practice of bringing to 
these meetings its represent atives from all parts of the 
wo rld, and thi s year more than one hundred of its expe rts 
and salesmen were in attendance. As in previous years, the 
discu ssions were confined to specific r1uestions relating to 
lubricating methods and practices. These questions fo r the 
most part were sub mitted by the expe rt s themselves for the 
purpose of eliciting information from othe rs regarding their 
experience in handling particular lubrication problems. 
The Galena-Signal Oil Company has specialized on railway 
lubrication for the past fo rty ).'ears, and these an nual c01;
ventions have proved of great value to the representati\'es 
who attend them, not only in the exchange of information 
on th e fl oor of the convention, but also in the informal 
conversations after the meetings have adjourned . 

. \t the convention this year a total of 102 questions were 
submitted for discussion. These \\'ere di\'ided into five 
groups, as follo\\'s: Locomotive lubrication, car and coach 
lubrication, power house machinerv lubrication, electric-car 
journal and motor lubrication. and ·mi scellaneous lubrication 
problems. Some of the representati,·e questions discussed 
unJer these headings included the follov,1ing: \\ ' hy is more 
tro uble experienced from a hot box when it originates at 
either end of the journal than \\'hen it originates in the 
cent er? \Vh at imprm·ement has been made in the lubrica
tion of railway motor cars? \Vh at lubrication troubles 
have been experienced in turbine power stations with dif
ferent types of turbines? \Vhat is the best method of lubri
cating internally the air end of dry vacuum pumps? Has 
any new appliance been found to be better for use on rail
way motors than the Galena oil cup? \Vhat has been done 
to prevent water getting into oil cups? \Vhat progress 
has been made in economical and efficient lubrication of 
gears, and is there any device for using oil on gears? \\That 
is being done to prevent wear on bearing shells and hous
ings of old and new-type motors? \Vhat have been the de
velopments regarding the lubrication of roller and ball 
bearings? Has a limit been placed on the oil supply by 
any electric road similar to that in vogue on most steam 
li nes, and if so with what success? A re hot journals fre
quently caused by improperly hung brakes, and how can it 
be determined if the brakes are ca using the trouble? 

During the convention many of the representatives in 
attendance took advantage of the opportunity to visit the 
oil field on Point Hill. across the river from Franklin. Thi~ 
field is about ¼ mile wide by 2 miles long and produces a 
grade of crude petroleum known as Franklin heavy oil, 
which is found nowhere else in the world. The Galena
Signal Oil Company has a standing contract for the enti re 
ou_t put of this field. The oil taken from this field is much 
heavier than the ordinary Pennsylvania oil, and it is said 

~o be the finest• natural lubricant produced by any oil field 
~n the '"'.'o rld. It is thi s heavy crude petroleum oil which 
1s used rn. conjunction with other lubricat ing materia ls in 
compoundmg the oi ls made by the Galena-Signal Oil 
Company. 

---••· .. ·•---

COMMUNICATION 

WELDING ARMATURE SHAFT 

To the E ditors : 
NEw YoRK_, Sept. 18, 1911. 

I note. in your issue of Sept. 2 an editorial on the subject 
of weldmg a rmature shafts in which mention is made of 
the methods followed in San Franc isco and also of the 
fact that the oxy-acetylene process might possibly be 
adapted to this class of repa ir work. No mention was 
made of the Thermit process and I thought you might be 

Welded Armature Shaft 

interested in knowing that thi s process is not only adapted 
to the work but has been used very extensively and with 
marked success. 

The accompanying illustration shows a Thermit weld on 
a 3-in. armature shaft us ed in the motor of a 50-hp electric 
hoist on a .~o-ton Shaw elect ric crane. \Velds on arma
ture shafts of trolley motors have been made in the same 
manner and at slight cost with a very considerable saving 
in time. The surplus metal a round the weld, shown in the 
illu stration, is easi ly machined off where necessary. 

GoLoscHMIDT THERMIT Co., 
WM. C. CuNTZ, General Manager. 

- --.. ♦··----
In a report to the Bureau of Manufactures of the De

partment of Commerce and Labor of the United States 
Church Howe, consul at Manchester, England, says that 
the corporation of l\fanchester , which controls the tram
ways in that city, grants one week's holiday each year with 
pay to each employee, provides uniforms, gives free rides 
on cars to and from duty and half pay during sickness. for 
a period of one month, afte r which each case is considered 
on its merits. A bonus of 25 cents per week is paid to 
each motorman who fo r thirteen consecutive weeks has 
been free from blamable accidents and whose current-con
sumption records have been satisfactory during such 
period. These concessions cost the department about 
$278,363 per year. Taking into account the privileges de
scribed, the wages of motormen average about $8.70 per 
week, while conductors average $8.45. In describing the 
freight and express business of the lines Mr. Howe said 
that its operations extend 8 miles to IO miles from the 
center of the city in all directions on -and between all routes 
of the system. Approximately 1,000,000 parcels per year 
are handled. 
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ROMAP AC COMPOUND RAIL TO BE TRIED IN CHICAGO 

The Board of Supervising E ngin eers of Chicago Traction 
has approved the installation of 4 miles of Romapac rail, 
which in October and November will be laid by the Chicago 
Railways Company and the Chicago City Railway. The de
sign of the rail, which is of the two-pa rt type, is illustrated. 
The upper contour of the head and the size of the base 
and web are identical with those of the present rail s pre
scribed by ordinance in Chicago. The contours o f the up
per part of the base and the lower part of the head wher e 
the union is made will follow the designs of the Romapac 
system. This type of rail with its renewable head is being 
introduced into this country by Walter D el Mar, of L ondon, 
England, who represents the E nglish interests cont rolling 
the patents. A n A merican company, known as th e Con
tinuous R ail Company, of New York, with offices at 17 
Battery Place, New York, has been form ed to promote the 
use of the rail in this country. 

The Romapac rail is designed to effect a considerable 
saving in renewals. It consists of two parts, as shown in 
the illustration-a lower base and an upper head with 
flanges which are crimped about the enla r gement at the 
top of the base section. Rails of this type a rc in use in 
Leeds, Eng land, a n d "'· , . 
were described at the S_ r-•..,-- ,..__,__ · ..,..__i,, _ -1{---- --1;,J· 
time, with th e machine ,=. '.i: =i= - :r: 
used for applying the >',.. 

rail heads, on page 361 
of the STREET RAILWAY 
JoURNAL for March 3, 
I 9 o 6 . The rails in 
Leeds are said to show 
no signs of corrugation 
after five yea rs of serv- . 
ice. The composite 7 
rails laid in L e e d s : 
weigh 121 lb. per yard, : 
and since they were : 
put down in 1906 have : 
carried I ,350,000 axles : 
weighing I 2 , 3 o o 1 b . 1 

each, at speeds up to 

-. 
I 

1 
I 

I 

18 m.p.h. , in addition to 1 .,,., 

exceptionally he av y--1__,_'-1--L..-------+-------1 
truck traffic. It is said . 
th t th d f Romapac Compound Rail a ey are goo or 
another five years of service before it will be necessary to 
renew th e heads. Two curves have been built of this type 
of rail on th e Paris tramways system-one on th e subway 
and one on the surface lines-and the ra ils th ere a re said 
to show excellent wearing qualities. 

The chief feature of the Romapac rail is the renewable 
head. As designed for use in Chicago this head will weigh 
81 lb. per yard and the base will weigh 77 lb. per yard. 
The combined weight of 158 lb. thus exceeds th e weight of 
the present Chicago rail , 129 lb., by 29 lb. per yard , and th e
first cost fo r steel is increased accordingly. H oweve r , 
when a renewal has to be made only the head of th e 
Romapac rail need be renewed. With the present type of 
girder rail it is necessary to renew the entire ra il weighing 
129 lb. per yard. W ith the Romapac type the renewed 
portion will weigh only 81 lb. and thus there will be a 
saving on r enewals of 48 lb. per yard. 

A nother la rge saving expected is that fo r paving work 
a t the time of renewal. The Chicago work contemplates 
that if the foundation at the time of renewal is in good 
condition it will not be disturbed. Only th e head of th e 
Romapac rail will be r enewed and thi s can be done with a 
minimum disturbance of the pavement. Only the stretcher 
blocks will have to be removed during the r enewing process. 
An estimate made by the Board of Supervising E ngineers 
shows that the total cost of renewal with the Romapac ra il 

will be $8,000 less per mil e than the cost of renewing with 
th e present track rail. 

The Ca rnegie Steel Company is now maki ng rolls to sup
ply thi s rail, and the Chicago City Ra ilway and the Chicago 
Ra ilways have each ordered 250 tons of base and 263 tons 
of head, a tota l of 4 miles of single track. 

T he fl ange head of the Romapac ra il is applied to the 
base by cold rolling. This work is clone by a steam-driven 
machine carrying rollers which bend the lower flanges of 
the head securely into place about the bulb on the base. 
T he ro lling machine opera tes under its own tractive power 
and makes severa l passes over the rai l head to per form the 
cold-bending process. T he capacity of the machine is 
about 700 ft. of ra il per hour and the ro lls operate on one 
ra il at a time. T he cost of opera ting one of these machines 
is es timated at 56 cents per hour. 

vVhen renewal is made the rollers on th e machine are 
replaced by rolling cutters which make a V-shapecl groove 
on the side of the head a t the poin t of max imum bend. The 
lowe r fl ange is then broken off by claws attached to th e 
rolling machine a nd thus the head is released and the base 
made ready for the addi tion of a new head section. 

-----·•·•---
PREPAYMENT CAR FOR HUTCHINSONt KAN. 

T he Hutchinson ( Kan. ) Interurban Rail way has recently 
rece ived from the Danville Car Company the single-truck 
pay-as-you-ent er ca r shown in the accompanying illustra
ti on. T he st ri king feature s of this car a r e the use o f com
pletely inclosed platfo rm cabs for the motorman and con
ductor and wire screens instead of sheet s of metal fo r the 

Cab-on-Platform Car for Hutchinson, Kan. 

dashers. The principa l dimensions a re as fo llows : L ength 
of the ca r over all, 32 f t. ; length of the car body over the 
end panels at the sill , 21 f t.; width of car at si ll , including 
pan els, 7 ft. 9¼ in. ; width of ca r body over posts above 
the belt rai l, 8 f t. 2 in . T he bottom fra ming consists of 
4¾ -in. x 7¾ -in. long- leaf yellow pine covered with ¾ -in. x 
8-in. pla te; 3¼ -in. x 5-in . white oak encl s ills, and 4¼ -in. x 
6¾ -in. white oak center cross-joists. The body framing 
consists of 3¾-in. corner posts and 2¼-in. side posts. The 
sweep of the posts is 2¼ in. T he roof is a monitor deck, 
strengthened by ¾ -in. concealed steel rafters. T he doo rs 
at each encl of the car a r e of the doubl e sliding typ e. 

T he plat fo rms a re each 5 ft. 6 in . long and are furni shed 
with wire screens. T hey have the usual dividing r ail for 
entering and leaving passengers and can be closed by fo ld
ing gates as shown. T he r ight-hand diagonal corner o f 
each pla tform is inclosed to fo rm a cab for th e pl at fo rm 
man. The entrance to thi s cab is from the plat fo rm. T he 
cab door has a slidi ng opening, through which the con
ductor can make change in bad weather. The fa re box , 
ther efore, is a rranged to be hung from the cab window 
when necessa ry. In that portion of the bulkhead which 
separa tes the cab from th e rna{n passenger compartment 
an iron screen door pocket is used in place of glass . 
Th rough thi s opening the conductor announces streets while 
he is standing in the cab. 
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News ol Electric Railways 
Interurban Terminal in Cleveland 

Warr en Bickn ell, o f th e W arr en Bickn ell Company and 
t he Cleveland Con st ru ct io n Company, Cleve lan d, O hio, is 
in cha rge of p lan s for th e construction of a lar ge in terurban 
railway t er mina l at t h e southwest corner o f Onta r io S tree t 
an d Prospect Aven ue, Clevelan d. M os t of t he land needed 
is u nder option an d work o n the p lans for t h e bu ild in g is 
under way. In connection w ith t h e te rm inal, a n ew h igh
speed electric r ailway w ill be b ui lt from the city limits 
through Kingsbury Run and t he Cuyahoga R iver vall ey to 
t h e terminal to give an entra n ce to t h e cars o f t h e N orthern 
O hio Traction & Lig ht Company, the Clevelan d, Youn gs
town & Eastern Railway and the Cleveland, Pain esvill e & 
Eastern Railway, all of which now use t he tracks of th e 
Cleveland Railway. The roads operating into Clevelan d 
from the west wi ll probably enter the terminal th rou gh 
West Third Street. 

Mr. Bicknell s tated that the finances had been arr anged 
and that wo rk on t he improvement would probably be begun 
before spring, bu t h e would not make known the names of 
those who are intere sted in th e terminal. A train shed with 
capacity for a dozen interurban line s will be bu ilt an d t h ere 
will be ample provi sion for waiting rooms, ticket offices, 
baggage rooms, et c. Mr. Bicknell denied that the station 
w ill be a steam railroad depot as well as an interurban ter
minal. The Kingsbury Run high-speed line was mentioned 
in the ELECTRIC RAILWAY JOURNAL some months ago, when 
the Shaker Height s Land Company was preparing to 
expand. T he new terminal will be only a short distance 
from the Public Square and the business portion of the 
city. 

S-~atement by C. S. Mellen 

C. S. Mellen, pr esident of the New Yo rk, New Haven & 
Hartford Rail road, the Connecticut Comyany ar><l other 
controlled companies, on Sept. L.I, 191 r, authorized the fo l
lowing statement: 

"Some day last week there was received by Mr. Mellen 
t h rough t h e road's press department an article from a news
pape r w hich for reasons that will occur to all he does not 
wish to name, full of insinuation and innuendo r egarding h is 
co n nection w it h the New York, New Haven & Har tfo r d 
Railroad, and stating that his early retirement from the 
presidency was a foregone conclusion, or words to similar 
effect. This article was presented to him with the request 
from the paper that he affirm or otherwise the report of his 
retir ement. He wrote upon the request that he was to r e
tire, but the date was not yet fixed. He believed this was 
a statement the real m eaning of which was perfectly trans
parent, as in the very nature of things he must reti r e some 
time. Mr. Mellen fu r ther says that he was on th e road, ex
t r emely busy, and nettled at the article, which h e regarded 
as maliciou s, and the request for a statement un der t he 
circumstances h e deemed impertinent. He regrets if people 
have been misled, fo r it was far from his d isposition to be 
par ty to any deception. 

"l\Ir. 1Iellen sees no reason in anything that has hap
pened up to t h e present time why consideration sh ould be 
given the matter of New York, New Haven & Har tfor d Ra il
road dividen ds. The dividen d of Oct. I, 191 I, has been de
clared, and has been amply earned. Unless someth ing 
occurs more t han h e believes is likely to happen, tha t is , 
some cataclysm in business impending which he canno t see, 
the question of a r eduction should never be raised. Busin ess 
is slow and the approach of the p r esidential elec t ion a lways 
makes for caution, but th e proper ty should, w ith car eful 
handling, weather such condit ion s w ithou t en danger in g 
dividends, and subsidiari es w h ich ar e now u nder co nst ru c
tion w ill soon be earning som et.hing to help pay th e burden 
the New Y ork. New Haven & Hartfor d Rail ro ad has here
tofore been carrying without r etur n. The on ly r ea son he 
has for feeling cautious abou t a too positive stat ement re
garding this matter is the u ncertain ty r egar ding fut ure le g is
lation and the labo r ques ti on. With th ese two things no 

w or se th an at present he is confident of maintaining fairly 
and h on es tly (and serving the public with equal facility) the 
present ra t e of dividend. Th e matter of a reduction of the 
d ividend has n ever to his knowl edge been considered by the 
direct o rs o f the N ew York, N ew Haven & Hartford Rail
r oad, and has n ever been di scu sse d with him by any of the 
directo r s." 

T h omas P. F ow ler , pres ident of the New York, Ontario 
& W es tern Ra ilway, issued a s ta tem ent in which he said: 

" Char les S. M ell en has b een sever ely criticised of late 
fo r acquiring elec tr ic r a ilways an d oth er railway properties. 
So fa r as the p ur cha se of th e st ock of th e New York, On
ta ri o & Western Rai lw ay is con ce rned, it has not only thus 
fa r bee n a pro fi t abl e investm ent fo r th e N ew York, New 
Haven & H artfo rd R ailroad, b ut has protected a rate situa
tion w hic h saves many th ou sands of dollars annually to 
t he New Y ork, New Haven & Hart fo rd Railroad, as w ell 
as t o coal consumer s t hroug h out th e New England terri
tory. T he New Y ork, N ew Haven & Hartford Railroad 
would have fa iled utt erly to m eet modern requirem ents, or 
to se r ve properly th e g rowin g n eeds of th e section of coun
try in w hich its lin es a r e loca t ed, had Mr. M ellen not had 
t he abili ty an d cour age to do w h at he ha s done. In the 
end hi s stockh olders w ill reap a benefit instead of meeting 
disaste r , w hi ch w ould inevitably have followed old and nar
row methods, had th ey b een per sist ed in. Within the last 
few years t h ousands of mi le s of ra ilway lin es have been 
construct ed a nd hundreds of m illions expended in th e de
velop m ent of P ac ific Coas t tra ffi c an d in th e construction 
a nd ext en sion of t r anscont inenta l lines, while w e in the East 
have been obliviou s to t he fac t tha t th e p opulation of West
chester County a nd t h e Borou gh s of Manhattan a nd the 
Bronx fa r exceeds tha t of t he entire Pacific slope. What 
will t h e va lue of t he Westches t er lin es b e in another 
decade? And supp ose t hat M r. M ellen had sat s till and 
not developed hi s proper ty, its con nections and the terri
to ry which it s erves-th en surely th e p ress and the public 
would have had r eason fo r cr iti cism." 

Terms of P rop osed Los Angeles Franchise to Be Changed 

U nable to a gree on th e prop ose d general franchise ordi
nance to govern t he g ran t in g of fra nchi ses in Los Angeles, 
member s of th e Board of Public U tilities, the legislative 
com mittee of t h e City Coun cil and representatives of the 
street railways have pra ct ically de t ermined to have an en
tire ly new ordin ance d rafte d for th eir co nsideration. E. 0. 
Edgar ton, sec reta ry of th e Mu ni cipal L eagu e, recommended 
that an entir ely n ew or dinance be drawn to embody all of 
the suggest ions and ideas t ha t had bee n advanced, and the 
plan was agr eed to te ntatively. 

A t a confer en ce of th e m ember s of th e committee on 
legislatio n of t he City Cou n ci l of L os A ng eles, Cal., the 
m em ber s of t he Boar d of P ublic U tility Commissioners of 
Los A ngeles a nd the r ep r esenta tives of t he street railways 
of Los A ngeles on S ept. 7, 19 II , W. E. Dunn, of the Los 
A ngeles R a ilway Corp oration, u rg ed th e appointment of 
City Eng ineer Hamlin, Chief E n g ineer Kuhrts, of the Los 
Angeles Railway Corpora tion, and a business man a s a 
com m iss ion to visit t he principal cities of the country wh ere 
the g ir der r a il is ins talle d to s tudy its utility and cost, the 
expense of th e commi ssion to be div ided between the com
pany and th e city. Paul Shoup, vice-president or the Pacific 
Elect ric Railway, sugges ted th e estab li shment of a girder 
ra il d istrict, including th e busin ess and industrial sections. 
H e is quot ed as follow s : "As I have s tudied the reports on 
t h e g ir d er r a il w hich have. been made t o me it seems to me 
to be a matter of the d istr ic t w here th e ra il is u sed. In the 
business di s trict s, particu larly the indu strial districts , where 
th e traffic justifi es t he u se of a very heavy rail laid on a 
go od foundation, t he gi rder rail meets with approval. In 
outlying districts it ha s been a failure. If a girder rail 
d istrict could be establish ed it would give us better streets 
wher e the tra ffic is heavy without preventing extensions into 
new residen ce te rritory on account of the increased cost of 
const ruct ion." 

In a stat em en t which he issued in connection with the 
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discussion of franchise conditions H . E. Huntington, pres i
dent of the Los Angeles Railway Corporation, said in part : 

"In the first place, the policy of the Los Angele s R a ilw ay 
has, I believe, been more liberal a s to extensio ns tha n that 
of any other railroad system with which I am fa miliar in th e 
country. There ha s n ever been a time sinc e I have owned 
the road when any section of the city ha s bee n ne glec t ed 
as to tran sportation facilities. 

"The carrying out of this policy ha s r es ulted, of course, 
in lessened earnings per mile, and th e company eve n und er 
very favorable climatic conditions is op er a ting on a percent
age of its gross earnings much g r eater than in any city w ith 
which I am familiar~ In the future th ere a re but two policies 
which m ay be pursu ed: The fir st , to whi ch I am inclined, is 
the building of additional lin es under franchise r eq uireme n ts 
which will protec t both th e inves tor and the p ubli c. The 
second is to adopt the Eastern plan and fo rce the buildin g 
up of the city within its present limits. Los A ngeles is 
bound to grow, and it is m erely a qu estion as to w heth er 
or not the growth shall be along th e lin es of expansion or 
congesti on. Personally, I prefer expan sion, as I beli eve t hat 
the attractive feature of outlying homes is one of t he adva n
tages which th e East erner finds in Southern California 
which is not offered in any other sec tion of th e coun try. 

"I have been quoted as saying that I would b uil d no mo re 
line s in L os Angeles if the ordinanc e as orig ina lly drawn be
comes a law. It is hardly necessary to comment o n this, as 
your committee is already chan g ing th e imposs ibl e fea tures 
of the ordinance, with a view of gettin g it int o a· workabl e 
form. The statement I made was perhap s n ot diplom atic, 
but it was certainly a statement of fa ct , and I t hink th at t he 
members of your committee will now agr ee with m e th at it 
would be impossible to build extensions under th e draf t of 
the ordinance as published. 

"A franchise is made up of a chain of provision s co vering 
the rights of each party. This chain is only a s s tron g as its 
weakest link, and the franchise is only as fair to the inves tor 
as the most confiscatory clause which it may contain. One 
such clause may bring the whole enterprise to de stru ct io n, 
and certainly will cause an investor to he sitate before ad
vancing his money in that direction. It may not be ami ss 
for me to call attention to the fact that the president of th e 
Board of Public Utilities stated that, as an attorney, he 
would advise a client against the purchase of securitie s 
issued for con struction under a franchise that contained 
some of these clauses. Your committee has, I believe, felt 
the same way about the clauses particularly referred to, and 
I understand they are being changed. It is my belief that 
your committee will work out a carefully considered ordi
nance which will be fair both to th e companies and to the 
people, as their interests are identical in this particular. 
Unnecessary and improper restrictions in regard to opera
tions must in the end redound to the disadvantage of our 
patrons as well as ourselves. 

"If the franchise ordinance is to be a success, its framers 
should bear in mind the fact that Los An geles is in its in
fancy as compared with the cities most frequently used for 
examples, and that many of the quoted conditions in the se 
cities do not obtain in Los Angeles." 

Railway Line Desired in Euclid Avenue, Cleveland 

Councilman Samuel E. Kramer has prepared a resolution 
to be presented to the City Council of Cleveland instructing 
G. M. Dahl, street railway commis sioner, to communicate in 
writing with all the property owners on Euclid Avenue be
tween East Twenty-second Street and East Fortieth Street 
asking them to consent to the construction of a street rail
way along that portion of the street. This was formerly one 
of the most exclusive sections in the city, and as the Cleve
land_ Railway could not secure consents, it wa s compelled 
to divert cars by way of Prospect Avenue. Business house s 
are encroaching on this section to some extent, and Mr. 
Kramer believes that the property owners will now allow 
the company to build on the street, as the new line would 
permit the company to reduce the time to th e easte rn part 
of the city. 

C. E. Ruthenberg, candidate for Mayor on the Sociali st 
ticket, challenged Newton D. Baker, the Democratic can
didate, on Sept. 14 to debate the amendments to the Tayler 

franchis e which were a dopted by the Ci ty Cou ncil som e time 
ago. Mr. Baker declined th e cha llen ge, s tat ing that such a 
d eba te would only intensify differences of op in ion upon 
ques tions o f m eth ods ra th er than · ques tions of princip le. 

W orkmen said to number about IO,ooo ar e preparin g to 
p etition for a belt lin e through " the flats," a lumber a nd fac
t ory district along th e Cuyahoga R iver, w hic h t hey claim is 
inadequately serv ed. 

The s ta tem ent of opera tion of t he Cleveland Rai lway for 
A ugust shows a deficit of $59,512.25. 

The Steinway Tunnel 

W ill ia m R. W illc ox, chairman of t he Public S ervice Com
miss ion of th e F irst D ist r ict of New York, has asked T. P. 
Shont s, p res ident of th e Interborough Rapid Transit Com
pa ny, w heth er tha t company was still ready to consider the 
turning of the S teinway tunn el be tw een For ty-sec ond Street, 
M anhattan, and Q ueens to pub lic use on the terms he pro
posed fif t ee n mon ths ago. A t t hat time Mr. Shonts ex
pressed willin gn ess to open the tunnel to traffic and 
construct a c onn ection between it and the subway at the 
Grand Centra l Station wi thout cha rging passengers to and 
fro m L ong I sland City m or e th an the r egular 5-cent fare. 
T he offe r of the Inter borough Rapid T ran sit Company with 
r egard t o th e S teinway tu nn el to w hi ch Mr. Willcox refers 
was part of a proposal fo r the third- trac ki ng exte nsion s 
and a lso new lines along J er om e Avenu e and Webster Ave
nue, in th e Bronx. It was se nt on June IO, r9 rn, and nego
tiation s proceeded a long th e lin e laid down by Mr. Shonts 
t ill the whole matter was put in abeyan ce by the question 
of the new subway s. Then everythin g was subordinated, 
but after th e Brooklyn R apid Transit Company had ob
ta ined the award, th e Interbor oug h R apid Transit Com_pany 
r eques t ed that the third tracking and th e Bronx ex ten sion s 
be taken up separately. 

Important changes in the proposed new charter fo r Ne w 
York City are announ ce d by Chairmen Cullen a nd Foley, 
o f the joint cities committ ees of the Legislature, which have 
been sitting in New York since Sept. 7. The Mayor and 
other elective officers are made removable by the Governor. 
No change is ann ounc ed of the prov ision affecting the 
Mayor's veto power ove r franchise s. T en-year r evocabl e 
privileges to be granted by the Board of Estimate are to b e 
stricken out. In a letter addressed on S ept. 19, 19II , to 
Corporation Counsel Watson, M ayor Gaynor declared that 
he did not wish the much-discussed veto power over subway 
construction contracts, and he made a suggestion as to the 
t erms on which the operation contract of the new sub ways 
should be granted to the Brooklyn Rapid Transit Company. 
He also suggest ed that the Brooklyn Rapid Transit Com
pany should grant transfers to its Manhattan subways not 
only to passengers on it s elevated lines, but also to those on 
its surfa ce cars. 

Conference on Toledo Fare Ordinance 

A special committ ee of the City Council of Toledo, Ohio, 
ha s been appointed to confer with a committee of the Toledo 
Railways & Light Company in regard to the Schreiber 3-
cent fare ordinance, which ha s b een approved by the Council 
committee of the whole. Thi s committee will consist of 
Mayor Whitlock, City Solicitor Schreiber, Coun cilman 
Merrill, chairman of the committee of the whol e; Council
man Spitzer and Councilman Robson. A ttorney R athbun 
Fuller, represe ntin g th e company. has ag ree d t o th e pla n, 
and he and Albion E. Lan g, pre sident o f th e company, w ill 
probably be memb ers of the committee r eprese nting th e 
company. Mr. Full er in addressing th e Council sa id that 
the lines could not b e opera ted succ essfull y a t a fa re of 3 
cents and universal tran sfer s. The com m ittees w ill seek in
fo rmation fr om th e b ook s of th e com pan y as t o a rat e of 
fare that will allow th e company a p roper re turn on t he 
mon ey invested. Nothing furth er w ill be done wi th the 
ordinance until the committees r eport, it is said. Mr. F uller 
stated that the average fa re in Cleve land is 31/s ce nts, as 
change is not g iven w hen a passenge r p r ese nts a ni ckel in 
payment of fare. The fi gures of the T oledo R ailway & 
Light Company taken from th e r eport of Nau, T anner & 
Ru sk for 1909 show thi s ra te to be imposs ibl e. D ur ing 1909 
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32,748,055 passengers were carried. The income at a 3-cent 
fare would have been $982,44r.65, w hile the operating ex
pen ses, not including interest, were $1,880,155. At present 
the oper a ting expenses are $3.94 per car mile, which would 
make the proposed low rate impossible. 

On the e\'eni ng of Sept. 12 T. J. M ulli gan, contract or , o n 
the authority of the Vi llage Council of Perrysburg, tore up 
about 150 ft. of the track of the Maumee Val ley Railways & 
Light Company at a street crossing in the t own. The Toledo 
Rai lways & Lig ht Co mpa ny had neglected to pay what the 
v illage claimed wa s it s po rtio n of t h e paving expenses at th e 
s treet cross ing . The t racks in question were abandoned a 
year ag o aft er bein g damag ed by a flo od. The Maumee Val
ley Railways & Light Company is a subsidiary of the 
Toledo Railways & Light Company. 

Annual Convention of Railroad Commissioners.-The 
a nnual conve nti o n of th e N ational A s sociatio n o f Ra ilway 
Co mmissioners w ill be held at Washing t on, D . C., beginning 
Oc t. IO, and w ill continue for fi ve days. The meeting will 
be h eld in t h e h earing ro om of th e Int er st a t e Commerce 
Co mmission . 

Condemnation Proposed in Seattle.-A n ordina n ce ha s 
been int ro du ced in th e City Coun cil o f S ea ttl e, \ Vash ., pro
vidin g for the purchase u nde r co ndemnatio n by t he city of 
t ha t part o f t h e Seatt le, T r ent o n & Sou t h ern Rai lway w ithin 
t h e city li m its. T hi s is in acco rd a n ce w ith the pla n o f t h e 
city t o op erate t h e prope r ty as a m uni cipa l lin e. 

Pittsburgh Subway Ordinance .- 1\ I crnbcrs of City Council 
of P itt sburg h, Pa., sitti n g as the committee on pub lic serv ice 
o n Sep t. 15, 191 r, approved a subway ordinance that allows 
a ny com pany to bid for the franc h ise. The measur e was to 
be acte d on finally at the meet in g of the Cou ncil on Sept. 
10, I() I r. Reference to th e n ew ord in ance was ma de in t h e 
ELECTRIC RAILWAY J OURN.\L of Sept. r6, 191 r, page 472. 

Des Moines Arbitrators Named.-The Des Moines (Ia.) 
City Ra ilway has named N. T. Gu~rnsey, of Guernsey, 
P arke r & Miller, formerly counsel for the company, to rep
rese nt it as a member of the board of arbitrators whic h is 
to co nsider the differences between the company an d its 
employees. A. L. Urick, president of the State Federation 
o( Labor, has been named to represent the men. The third 
arbit rator has not yet been chosen. 

Additional Powers Proposed for Los Angeles Board.
I n r espon se to a communication of t he Board of Publ ic 
U tilit ies of Los A ngeles, Cal., an d in direct line with the 
m essage of t h e Mayor of t hat ci ty, sent to the City Coun cil 
recen tly, the committee on legislation of t h e Council h as 
di r ec t ed the city attorney to prepare an ordinance to vest 
the Boar d of Public Ctilities with power to ascertain the 
a m ount of money invested by t h e street railways w hi ch 
opera t e in Los Angeles a n d the earn ings of the compan ies, 
a n d. if n ecessary. to fix fa r es. 

Opening of Wentworth Ins,~itute.-Wentworth I n sti t ute, 
w hi ch r eceiYed an endowme nt o f about $3,500,000 from 
.:-\ r ioc h \ Ventworth, of Boston, w ill b e officia lly opened on 
Sept. 25 , Ir/Ir. It is located on H unt ington Avenue, Bos
to n, l\Iass., directly opposi t e t h e M useum of Fi n e A r ts, and 
its a im is to teach trades a nd to train young men to be 
fo rem en in building const ruct ion a nd in m a nufacturing busi
ness. T h ere will be electrical a n d powe r laborato ri es and 
o n e a nd two-year courses. T h e tuit ion fees are $6 per term 
for day students and half t h at r ate fo r evening students. 
The principal is A. L. Will iston, for twelve yea r s h ead of 
t h e S ch ool of Science a n d Tec hn ology a t th e Prat t In st itut e, 
Brooklyn, i'J. Y. 

PROGRAM OF ASSOCIATION MEETING 

Kansas Gas, Water, Electric Light & Street Railway Asso
ciation 

It w as a rr an ge d t o h old the annual m eeting of the K a n sas 
Gas, W at er, Elect ri c Light & Street R a ilway Associati on 
at t h e Carl Leon Hotel, Independence , K an., on Sept . 21 and 
22, r9rr. The pr ogram conta ined thre e papers of interest 
to stree t r ailway officials , a s foll ow s : " R elation of Public 
Util ities t o P ublic Utility Commis sion," by Carl C. Witt, 
T opeka ; "Law s Relating to Public Utilities ," by Attorney 
Hyatt P a r son s, an d "Better In sulation, " by L. G. ::\fartin, 
Chicago. 

Financial and Corporate 
New York Stock and Money Market 

September 20. 
Prices declined in the early trading on both Monday and 

Tuesday, rallying toward the close. Rumors of federal 
action against the Steel Corporation and possibility of 
lower wages at its mills furnished sufficient material for a 
heavy se lling moveme nt to-day. Steel common dropped 
t o 67½ · and preferred lost 3½ points from yesterday's 
close. For eign labor troubles and unsettled conditions 
up on European excha n ges assisted in the downward trend. 

New York banks have loaned large amounts during the 
week to Germa n interests. Rates in the money market to
day were: Call, 2½ @2½ per cent; ninety days, 3½@3¾ per 
cent. 

Other Markets 
Fractional losses we re r egist ered on Monday in Phila

delphi a Rapid Transit a nd Union Traction. Trading to-day 
was in s mall vo lume, but prices were well sustained. 

L oca l issues in Chicago a re showin g signs of weakness. 
Ther e ha s been little in terest shown in public utilities. 

In Bosto n tradin g ha s be en narrow and prices generally 
fi rm. 

The Ba lt imor e market is dull and, as ide from an advance 
of n ea rly a p o int in Unit ed Railways 4s on Tuesday, the 
list h as sh own a downward tendency. 

Quota tio n s o f trac ti on and manufacturing securities as 
<.:o m pa red wi th las t we ek fo ll ow: 

Sept. 13. 
American Light & Traction Company (common) ..... a300 
American Light & Traction Company ( prefe rred) .... al07 
American Railways Compan y . .. .. .. ... . ... ......... a4~ 
.\urora, Elgin & Ch icago Ra ilroad (common) ....... a43 ½ 
Aurora, Elgin & Chicago Rai lroad (preferred ) ....... a87 
Doston Elevated Railway .. ... ........... ... . ....... al27 ½ 
Boston Suhurbar, Electric Com panies (cJmmon) ...... al-. 
Boston Suburban Electric Companies (preferred).... 75 
Boston & \ Vorcester Electric Companies (common). . . al3 
Boston & \Yo1cEster E lec t r ic Compan ies (preferred) .. a52 
Brooklyn Rapid Transit Com pany. . . .... ............ 7 3 
Brooklyn Rapid Transi t Company, 1st ref, conv. 4s ... 83 ¾ 
Capital Traccion Compan y, \ Vashin gton .... .......... al30 ¾ 
Chicago City Railway ... . ... . ... . .... . . ............. al90 
Chicago & Oak Park Elevated Ra il road (comm on).... a3 
Chicago & Oak P ark Elevated Rai lroad (p r eferred)... a7 
Chicago Railways, ptcptg., ctf. 1 . .. ... .. . . . ......... a9 7 
Chicago Railways, ptcptg., ctf. 2 .... .. .............. a30 
Chicago Railways, ptcptg., ctf. 3 . ..•................ al 1;4 
Chicago Railways, ptcptg., ctf. 4.. . . . . . . . . . . . . . . . . . . . a7 
Cincinnati Street Rai lway ..... ...................... al3 2½ 
Cleveland Railway ... .. ...... ....................... a! 0l 
Columbus Railway (common) ....................... 83 
Columbus Railway (preferred) ......... . ............ 95 
Consolidated Traction ,,f New J er sey ................ a76 
Consolidated Traction of N. J. , 5 per cent bonds .... a l04 ½ 
Dayton Street Railway (common ) .... ........ : ..... . a25 
Dayton Street R ailway (prderred) .................. al0l 
Det roit United R ailway .. , .... .. .. .................. a70 
General E lectric Company ... ... . ................... 149 
Georgia Railway & Elf'ctric Comp,my (common) ..... al58 
Georgia Railway & Electric Compa n y (preferred) ..... a93 
lnterborough Metropoiitan Company (common)...... 14 ¼ 
lnterborough l\Ietropolitan Com pan y (pr eferred)...... 41¼ 
Interborough l\letropoli tan Com pan y (4½s).......... 79 
Kansas City Railway & Light Company (common) .... a19 
Kansas City Railway & Ligh t Company (preferred) ... a42 
Manhattan Rail way ..... .... ..... ................... 134 1/s 
l\lassachusetts Elec tric Companies (c ommon)........ 18 ¼ 
l\lassachuset ts E lectric Compan ies (preferred) ........ a88 
Metropolitan \Vest Side, Chicago (common). . . . . . . . . . ~27 
Metropol itan \Vest Side , Chicago (preferred) ...... *75 
l\lctropolitan Street Railway, New York............. 15 
Milwaukee E lect r ic Railway & Ligh t (preferred) ..... *l 10 
North American Company..... .. . . . . . . . . . . . . . . . . . . • 65¾ 
Northern Ohio Light & Trac t ion Company........... 58 
N 01 t bwestern Elevated Railroad (common)........... 30 
Northwestern El evated Railroa d ( preferred)......... 70 
P hiladelphia Company, Pittsburgh (common) ........ a51 
P hiladelphia Company, Pittsburgh (preferred) ....... a42½ 
P hiladelph ia Rapid Tran sit Company. .......... ...... 22¼ 
Philadelphia Tracti on Compan y .... . ................ a85¼ 
P ublic Service Cor poration, 5% col. notes (1913) .... *94 
P ublic Service Cor poration, ctfs . ................... . al06 
Seattle Electric Company (common) ............... .. al09 
Seat t le Electric Company (preferred) ................ al05 
South S ide Elevated Railroad (Chicago) ........... . *95¼ 
T hird Avenue Railroad, New York......... ......... 9 
T oled o Railways & Light Company.......... ........ a6½ 
T win Ci ty Rapid Transit, Minneapolis (common) ..... al06 
Union Traction Company, Philadelphia .. ......•..... a50 
U nited R ys. & Electric Company (Baltimore) ........ a17 ¾ 
U nited Rys. Inv. Co. (common)..................... 32 
U nited R ys. Inv. Co. (preferred)................. .. 57½ 
\l'{asbington Ry. & Electric Company (common) ...... a43 ½ 
\Vashington Ry. & Electric Company (preferred) .... a89 
\Vest E nd Street Railway, Boston (common) . .. .. .... a86½ 
\Vest End Street Railway, Boston (preferred) ....... al00½ 
Westinghouse Elec. & Mf". Co...................... 61 ½ 
\Vestingh ouse Elec. & Mfg. Co. (1st pref.) ...•......• a118 

aAsked. *Last sale. 

Sept. 20. 
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ANNUAL REPORT. 

Brooklyn Rapid Transit Company. 

Earnings of the Brookl y n Rapid Tra nsit Co mpany for 
t he yea r ended Jun e 30, 191 I , com pare w ith the preceding 
yea r as follows: 

Revenue from Operation. 1911 
Transportation .............•.....•.....•.•..•. $21,716,--186 
Miscellaneous . . • . . . . . . . . . . . . • . . . . . . . . . . • . . . . . . 270,057 

Total ...............................•..•... $21,986,5--13 
Operat ing expenses: 

l\ [aintenance of way and structure ........... . 
Maintenance of equipment. .....•..•.......... 
Operation of power plant. ...•..............• 
Operation of cars-trainmen's wages .•........ 
Operation of cars-other expenses •........... 
Damages ..•.............•.............•.... 
Legal expense in connection with damages .... 
General law expenses ......•••...•....•...... 
Ot her general expenses .................•..•. 
Freight and mail expenses ..............•.•.. 
A merican Railway Traffic Company-expenses .. 

$1,423,108 
2,125,580 
1,339,552 
3,714,683 
1,584,180 

7 50,85--1 
232,616 

60,115 
707,369 
227,004 

1,306 

1910 
$20,746,876 

232,639 

$20,97 9,515 

$1,384,581 
2,070,81--1 
1,498,712 
3,451,41-\ 
1,543,0--19 

656,50 2 
198,906 
66,130 

689, 522 
174,289 

3,192 

Total ................................. . .. $1 2,166,367 $11,7 37, 111 

Net revenue from operation .............. · ...... $9,820,176 
I ncome from other sources . . . . . . . . . . . . . . . . . . . . . 297 ,52 --1 

Total income .....•.................•........ $10,117 ,700 

Deductions: 
Taxes •.......................•............. $1,465, 535 
I n terest and rentals (net).................... 5,503,686 

Total ...................................• $6,969, 22 1 

Net income .................................. $3, 1--18,--17 9 
Special appropriations ................... - . . . 88,535 

Surplus fron~ operation for the year. ....•..... $3,059,9--14 
Profit from real estate disposed of ....•...... 

Total surplus for year ..................... $3,059,9--1 --1 
Surplus at beginning of year................ 4,781 ,03 5 

Total ...............•.................... $7,8--10,979 
Of this amount there has been appropr iated: 

Old accounts wr itten off..................... 3,610 
Addi t ional reserves for taxes prior years. . . . . . . 49,855 
Adjustment of expenses prior ••............... 
Su persession and depreciation. • . . . . . . . . . . . . . · ·1·0·5·,609 
Refunds applying prior years................. 11,821 
Dividend on Brooklyn Rapid Transit Company 

stock outstanding. . . . . . . . . . . . . . . . . . . . . . . . . . 2,242,690 

Total appropriations ........................... $2, 413,585 

$9,2 --1 2,--10--1 
278,81-\ 

$9,521,218 

$1, 454,2 13 
5,--1 55,410 

$6,909,623 

$2,611 ,595 
108,560 

$2,503.035 
69,185 

$2,5 72,220 
--1 ,387,229 

$6,959,--1--19 

636 
232,917 

13,281 

1,906,287 

$2, 178,41 4 

Balance sheet surplus .......................... $5,427,39--1 $4,78 1,035 

The stateme n t of Presiden t T. S. \ i\T ill iams include s an 
account of t he rapid t ransit developments of t h e year. This 
in part is as fo llows: 

"No basis of agr eement with t h e inte rurban company hav
in g been reach ed by th e commit t ee dur in g negotiations ex
tending over several weeks, th e Brooklyn Rapid Transit 
Com pany su bmitted to the jo in t committee a proposition 
under date of March 2, 1911, w hich was n ot intended to 
confli ct w ith any r ap id transi t plans in the boroughs of 
Manha t tan an d t h e Bro nx, but to furni sh comp rehensive 
and adequate t rans it fac ili ties for th e bor ou gh of Brooklyn 
a nd a lar ge par t of th e borou gh of Q ueens, with t h e eventual 
extension thereof to th e borou gh of R ichmo nd. 

" The plan w h ich was proposed in clu ded, as an essential 
accom panimen t of improve d local t r ansit in these boroughs, 
a suitab le d istribut ion subway system in Manhattan. Nearly 
two m illi ons of persons reside in t hese two boroughs and a 
la rge proportion of t hem visi t Manhattan daily for business 
or p leasure. Upon this dai ly human influx, increasing as 
rap idly as condit ion s w ill per m it , depend to a large extent 
t h e stability an d growth of Manhattan 's material pros
peri ty. It is t he r ising tide of sub urban population, con
t ri buti n g to th e commer cial, fi nancial a nd intellectual ac
tivities of a g r eat city, creat ing increasing demands for 
employment and consu mpt ion , w hi ch marks t h e evolution 
of a metropol is. I t is the oppor tu nity for cheap humes 
amid health ful surroundings w hich relieves unwholesome 
congestion and stimulates t he mor a l, ph ysical and political 
welfare of a cosmopolitan community. Not without ade
quate transit, reach ing from its municipal heart like great 
art er ies to its outlying sections, can New York realize its 
best an d richest deve lopme nt, an d even the appreciation of 
material values in Manhattan, the busin ess heart, must de
pend mostly upon t h e faci lity with which the resident popu
lat ion of the neigh bor ing boroughs is brought into its terri
to ry. Unt il now t hi s great outside army of residents has 
been brought only to t h e gateways of Manh attan. The 

handicap of double fares, change of cars a nd constricted 
te rm inals has been a retarding influence on municipal 
growth a nd pub li c welfare. No system o-f transportation 
can be a dequate w hich does not carry people quickly, safely 
and cheaply between the ir homes and the districts of their 
daily vocations. 

"Your company, recognizing these considerations and its 
obligat ions toward them as the only public service corpora
tion through which, by reason of its existing facilities, im
provement of t ransit conditions in Brooklyn and Queens 
can be most promptly and effectually accomplished, pro
posed through its communication of March 2, not only new 
line s and enlargement of exis ting lines in those two bo r
oughs, but a distributing subway line in Manhattan, from 
th e Battery to Fifty-ninth Stree t, located m ostly on Broad
way, with suitable connections with the East River bridges 
and a new tunnel under the river. 

"The plan of transportation thus proposed received in
stant and general public approval. It did not involve the 
use of any thoroughfare in Manhattan covered by negoti
ations between the city and any o ther railroad company. 
It did not conflict with any plans for the d evelopment of 
rapid transit in Manhattan and the Bronx nor in part of 
Queens. D uring the ne gotiations and conferences , however, 
it be came evident that the city might n ot be abl e to agre e 
with the Interborough company a s to desired rapid tran sit 
lin es in Manhattan and the Bronx if the Brooklyn company 
was to be allowed a di s tributing line for its passengers on 
Broadway. The joint committee therefore requested your 
directors to consider whether the company would include 
in its proposition all of such Manhattan and Bronx lines 
(with the exception of a line on Seventh Avenue south of 
Forty-second Street) and certain additional lines in Queens 
and Brooklyn. Assurance to this effect was furnished in 
the company's communications of April 25 and May 2. 

"The Rapid Transit Act r equires a certain procedure to be 
followed, including a public invitation for proposals, and 
these formalities are now to be undertaken by the Public 
Service Commission. Upon their completion and upon the 
award, if made in accordance with the d eclared policy and 
expressed sentiment of the two official bodies ( the Board 
of Estimate and Apportionment and 'the Public Service 
Commission), your company, through the instrumentality 
of a new corporation to be organized for that purpose, and 
with the co-operation of existing railroad companies, will 
be furnished with the nece ssary authority to under take the 
executi on of a much larger plan of transportation than it 
originally proposed-involving the expenditure of much 
additional mone) and operation over a much wider terri
tory. Your company, through its new in strumentality, 
w h ile procur ing its distribution line in Manhattan and the 
enlargements asked for in Brooklyn and Queens, will no 
longer be a local corporation, serving the people of two 
borough s, but a Greater New York corporation, serving the 
people of five boroughs. 

' 'The conditions which have brought about this situation 
have not been of our seeking, but the r esponsibility which 
it involves w ill not be evaded and the opportunity which it 
affo r ds for public service will not be ignored. In the dis
interested purpose and intelligent consideration which 
marked t he precedent official conference s, and in the subse
quent declaration of principles upon which the city's repre
sentatives acted, a new chapter was written in the history 
of municipal transit and a new standard .of official conduct 
and performance was established. Y our directors conceive 
it t o be t heir paramount duty to insure, so far a s the obli
gation rests upon them, the complete and satisfactory carry
ing out of the city's comprehensive and far-sighted policy 
fo r a unified transportation sy stem, capabl e of indefinite 
expansion, co n structed and equipped in accordance with the 
mo st improved methods and operated with the high est 
a ttainable efficiency and fo r a single fa r e. 

"Th e radical safeguards to be embodied in the proposed 
contract for th e protection of th e city's interes t s make the 
t erm s severe. The r ew ards o f successful operati on are t o be 
shared equally by the city and th e op era tor, and the priv
ilege of recapture after ten years is a financial handicap to 
the operator-but so much does th e proposed new system 
o ffer for th e development and welfare of the city that it 
would be an extremely short-s ig hted policy for an existing 
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t ranspo rta tion company, from motives of t emporary ex
pediency or profit, to refrain from co-operating for the 
accomplishment of the se grea t results-in which, with the 
city and it s people, t h e operator , so lon g as it fulfils its 
obligation fait hfully and r enders to the public the service 
ca lled for, may be participant both as to pride and profit. 

"Under the terms of the proposed con tract the operator 
will be called upon to expend approx imately $75,000,000 in 
constructio n a nd equipment. This money your directors 
have al r eady a rra nged fo r. The plan of fi nancing will be 
annou nced at the proper time. 

"Th e system of transportation compri sed in the propose d 
contract will traver se sections aggregating sub stantially 
nin e-ten ths of the area of Greater New York and will serve 
seven-tenths of the population. The only important sec tion 
not covered is that which would be served by the construc
tion of a rapid transit line on Seventh Avenue from Forty
second Street south, passing the Pennsylvania Railroad 
s tation. In the even t that such a lin e should not be con
structed and operated as a natural extension of the existing 
rapid tran sit railroad, it could be made a part of the new 
system with a northerly extension on the west side of Man
hattan, which within a few years will probably be necessary 
for the relief of that growing popul a tion. It should be 
borne in mind, however, that without any extension on 
Seventh Avenue the lines al r eady comprised in the new 
rapid tra nsit system will bring within short distance of the 
Pennsylvania station several millions of people of Greater 
New York who now cannot reach it at all by rapid transit 
except w ith change of cars and for two fares. The train 
platforms in the Pennsylvania station will be only 500 feet 
fart her from t he proposed Broadway subway than the train 
platform s in th e new Grand Central Station will be fr om 
the present subway station at Forty-second Street." 

Total charges for maintenance and new construction dur
ing the year aggregated $4,848,077. Among th e matters to 
which reference is made in this part of the report are the 
fo ll owing: 

"Two parlor cars were recon structed as 'pay-as-you-enter' 
cars and two closed passenger cars as 'pay-within' cars 
and placed in operation for experimental purpose. 

"Twenty-six snow sweepers and forty snow plows were 
completely overhauled and re-equipped; 1766 surface pas
se nger cars, or 69 per cent of the total equipment, and all 
of th e 928 elevated passenger cars were put through the 
shops, overhauled and revarnished; seventy salt and sand 
cars used on the surfa ce line s and thirty-three elevat ed cars 
of miscellaneous types were also completely overhauled and 
repainted. 

" lVIuc h progress was made in the substitution of rolled
steel wheels for cast wheels on the surface cars, and at the 
end of the fiscal year 73 per cent of the total number of 
w heels had been thus changed at considerable cost." 

Traffic stat ist ics for the last two years compare as fol
lows: 

1911. 
Per cent of increase in passenger earnings over 

preceding year... .. ....... . . . . . . . . . . . . . . . . . . . 4.28 
Passengers carried .............................. 571,881,446 
R evenue mileage ............................... 79,619,831 
Increase over preceding year, percentage. . . . . . . . . 2.10 
Earnings per revenue mile, cents................ 26.8 

UNITS PER PASSEJ'\GER-CE:\'TS. 
Passenger earnings............................ 3.73 
l\liscellaneous earnings. . . . . . . . . . . . . . . . . . . . . . . . . .16 

Total earnings ............................ . 
Operati ng charges ............................. . 
Taxes ............. • • • • • • • • • · • • • · · · · · · · · · · · · · · 
Interest and rentals ........................... . 

3.89 
2.14 

.26 

.96 

1910. 

7.44 
569,438.773 

77,984,651 
5.1 0 
26.3 

3.60 
.14 

3.74 
2.08 

.26 

.96 

Total . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . 3.36 3.30 
Surplus . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . 0.53 0.44 

CHARGES PER CEJ'\T OF O'PERATING EXPE:\'SES. 
Repairs and renewals ... ... ............... . .... . 
General operating ............................ . 
Damages .................................... . 
Legal expense ................................ . 

Total operating .............................. . 
Taxes ...................................... • • • 
Interest and rentals (net) ....................... . 
Special appropriations ......................... . 
Surplus ..................................... . 

16.21 
34.59 

3.43 
1.34 

55.57 
6.69 
23.36 

.40 
13.98 

16.53 
35.21 

2.66 
1.7 5 

56.15 
6.96 

24.40 
.52 

11.97 

100.00 100.00 

The assessments of real estate, t racks and special fran
chises have been increased during the current year by 
$11,455.000. Attention is called to the fact that the charge 

to taxes represents over 14.6 per cent of the net income after '\ 
deducting operating expense:; and amounts to a sum equal 
to nearly one-half the net profits. 

---... ·♦·----
Annual Meeting of Philadelphia Rapid Transit Company 

and Union Traction Company 

The annual meeting of the stockholders of the Philadel
phia (Pa.) Rapid Tran sit Company was held on Sept. 20, 
191 r. Charles E. Inger soll and C. S. W. Packard were re
elec ted t o serve on the board four years. Charles 0. 
Kruger was re-elect ed· president when the board reorgan
iz ed. Alexander Rennick was re-elected vice-president. E. 
T. Stotesbury was made chairman of the board of directors, 
and the fo llowin g executive committee was elected: E. T. 
Stotesbury, Charles E. Ingersoll, C. S. W. Packard, Horatio 
G. Lloyd and T. E. Mitten, who wa s made chairman of the 
committee. The following statement of earnings for 
A ugu st, 191 r, was made public: 

Two Months to 
August, 1911. Aug. 31, '11. 

Gross passenger earnings .. .................... $1,712,222 $3,488,243 
Receipts from other sources...... ............. 82,76 7 163,562 

Gross receipts .............••............... $1,794,989 
Operating expenses........... ................ 1,126,217 

$3,651,805 
2,270,984 

Net earnings from operation................. $668,772 $1,380,821 
Fixed charges. . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . 736,683 • 1,473,972 

Deficit .. . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . $67,910 $93,151 

The stockholders of the Union Traction Company also 
ment on the same day. All the directors were re-elected. 
They were to meet o n Sept. 22, r9rr to organize. The re
ceipts and di sbursements of the Union Traction Company 
for the year follow: 

RECEIPTS. . 
Balance June 30, 1910 .................... ............... . 
Amount received from P. R. T. for fixed charges .... $6,207,83 9 
Rental ................................. .... ... .. 1,800,000 
Maintenance of organization. . . . . . . . . . . . . . . . . . . . . 5,000 
Real Estate Holding Com pany (awarded in condem• 

nation proceedings Pattison Avenue property)..... 17,500 
Settlement of receivers for Guarantor s' Liability In-

demnity Company ...... ......•...•.•..... .. .••.. 
P. R. T. equipment trust certificates ...•.•.. ....... 
P. R. T. r ental ............................. .•.... 
Interest ...................... ........•.. , . , , , .•. 

DISBURSEMENTS. 

507 
1,500,000 

150,000 
715 

Fixed charges .......•............. ............... $6,207,839 
Dividends paid.. . . . . . . . . . . . . . . . . . . . • . . . . . • . . . . . . . 1,800,000 
Maintenance of organization................... ... 5,102 
Investment on account of Union Traction stock...... 18,850 
P. R. T. equipment. .............................. 1,500,000 
P. R. T. certificates of redemption................. 150,000 

$1,517 

9,681,564 

$9,683,081 

9,681,792 

Balance . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . • . • . . . . . . . . . . . . . . $1,289 

The report of Jeremiah J. Sullivan, president of the Union 
Tract ion Company, was adopted. Mr. Sullivan said that the 
company had given conse nt to the exter.s ion for fifty years 
of the S per cent mortgage of the Union Passenger Railway, 
amounting to $500,000, and the S per cent mortgage of the 
People's Passenger Railway, amounting to $285,000, both 
to be hereafter on a 4 per ce nt basis. The report added 
that payments to the company had been made promptly 
by the Philadelphia Rapid Transit Company and that the 
properties were in goo d condition. 

An abstract of the annual report of the Philadelphia Rapid 
Tran sit Company for the year ended June 30, 191 r, was pub
lished in the ELECTRIC RAILWAY JOURNAL of July 22, r9rr, 

page r 70. ---◄·♦·•---
Boston (Mass.) Elevated Railway.-The directors of the 

Boston Elevated Railway, at a special meeting held on 
Sept. 13, r9rr, voted to accept the legislative act providing 
for the construction of the Boylston Street subway, a sub
way fr om Park Street t o the South Sta tion and thence to 
Andrew Square, Dorchester, and the extension of the East 
Boston tunnel beyond Bowdoin Square to the vicinity of 
Lynde Str eet. The act also provides for the extension of 
t he leases of existing subways and tunnels to July r, 1936. 
There r emains only the acceptance of the act by the City 
Council of Boston an d the Mayor. The Boston Transit 
Commiss ion w ill , upon acceptance by the · Council and 
Mayor, proceed to the active construction of the tunnels and 
subways by asking for bids for the work. 

Chicago (Ill.) Railways.-The Merchants' Loan & Trust 
Company, Chicago, trustee, has purchased for the Chicago 
Railways sinking fund approximately $273,000 par value 
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of the corporation's consolidated mortgage and sinking 
fund twenty-yea r 4-5 per ce nt bonds, series C, und er the 
provision which calls fo r th e expenditure of $250,000 per ~n
num in the retiremen t of the se bonds. T he average pr1ce 
paid by the Me rchants' Loan & Trust Company was 911/z. 
After Feb. 1, 1912, th e series C bonds outstanding carry S 
per cent interes t as against 4 per cent prior to that dat e. 
On Jun e r, 191 r, the net obliga tion of the Chicago Railways 
on account of these bonds was $2,731,273, now to be re
duced to $2,458,273. 

Chicago & Milwaukee Electric Railroad, Chicago, Ill.
Judge Peter S. Grosscup, Samuel Insull, president of the 
Commonwealth-Edison Company, and W. 0. Johnson, re 
ceiver of th e Chicago & Milwaukee E lectric Railroad, in
spected the lin es of the company on Sept. 15, 191 I. A de
cree for th e sa le of the road is expected to be entered this 
month. It is said that the reorganization will be effect ed on 
the following terms: A new corporation will issue $4,000,000 
of first mortgage S per cent bonds, $4,000,000 of 4 per cent 
first incom e bonds, $5,000,000 of 4 per cent second in come 
mortgage bonds, a nd $6,000,000 of stock, a ll of one class. 
New fir st mortgage bonds will be used to retire $1,000,000 
of 5 per cent receivers' certificates, to retire the $1,080,000 
underlyin u first mortgage bonds of the Chicago & Milwau
kee Elect;ic Railway, and to provide new capital. The un
derlying first mortgage bonds a r e callab le on any interest 
date at 105 and interest. Other new secu riti es will be dis
tributed as follows: $4,000,000 of first income bonds ex
changed dollar for dollar for $4,000,000 of firs t mortgage 5 
per cent bonds of Illinois division of Chicago & Milwaukee 
Electric Railroad; $5,000,000 second income bonds exchanged 
for $ro,ooo,ooo Wisconsin division bonds. H old ers of bond s 
of the Wisconsin division will a lso re ce ive the entire issue 
of $6,000,000 stock. 

Cincinnati, Georgetown & Portsmouth Railroad, Cincin
nati, Ohio.-The following new office rs have recently be~n 
elected by the Cincinna ti, Georgetown & Portsmouth Rail
road: President, Robert B. Hackney; vice-president, Judge 
Jesse Thompson, Georgetown, Ohio; secretary and treas
urer, George W. Nichols, Cincinnati; genera l manager, E. 
W. White. Mr. White has been operating the road for 
some years. The Ohio River & Columbus Railway and the 
Felicity & Bethel branch, owned by a separate corpora
tion, have been merged with the Cincinnati, Georgetown & 
Portsmouth Railroad. 

Georgia Railway & Power Company, Atlanta, Ga.-The 
Georgia Railway & Power Company has applied for incor
poration in Georgia, presumably to pure h ase or lease the 
property of the Georgia Railway & E lectri c Company and 
the Georgia Power Company. The company wi ll be cap
italized at $27,000,000, of which $15,000,000 will be common 
stock, $2,000,000 first preferred stock and $ro,ooo,ooo second 
preferred 4 per cent non-cumulative stock. 

Hatdesburg (Miss.) Traction Company.-Th e property 
of the Hattie sburg Traction Company has been purchased 
by H. L. Doherty & Company, New York, N. Y. 

Haverhill & Amesbury Street Railway, Merrimac, Mass.:
The petition of th e Haverhill & Amesbury Street Rail
way for authority to issue additional stock and bonds to 
the amount of nearly $400,000 was heard by the Rail road 
Commission on Sept. 20, 191 I. Judge Samuel W. Emery, 
of Amesbury, counsel for the company, s t ated that it de
sires to make a bond issue of $r ro,ooo and a stock issue of 
$260,000 t o pay th e cost of certain improvements, a. co_m
plete schedule of which he presented. The comm1ss10n 
took the matter under advis ement . 

Interborough Rapid Transit Company, New York, N . Y. 
-The Interborough Rapid Transit Company has applied to 
the Public Service Commission of the F irst District of New 
York for author ity to make a new bond is sue of $rr,400,ooo, 
to be consider ed as part of the bond issue already author
ized. The proceeds are to pay off outstanding notes of 
$ro ooo ooo incurred during the period of the construction 
of the 'sub~ays, and $1,400,000 for co ntracts for installation 
of side doors on express tra ins , and to pay for outstanding 
contracts fo r side-door installation a lready ordered on local 
subway tra in s, and for additional machinery at the power 
station s. 

International Traction Company, Buffalo, N. Y.-T he 
P ublic Service Commission of the Second District of New 

York held a hearing at A lbany on Sept. 14, 191 r, on a plan 
of reorganization of the International Traction Company. A 
new corporation, to be known as International Traction 
Railways, proposes to purchase the securities of the Interna
tiona l Traction Company, and aims ultimately to acquire all 
the latter's stock and that of subsidiary companies and to 
merge them. Only formal evidence was taken on Sept. 14, 
191 r, by the commission and the case was adjourned to 
Buffa lo on Oct. 9, 19u. 

Metropolitan Street Railway, New York, N. Y.-The sale 
of the property of the Metropolitan Street Railway under 
fo r eclosure has been postponed until Nov. 24, 191 I. The 
p lan for the r eor gan ization of the company is still pending 
before the Public Service Commission of the Firs t District 
of New York. 

Middlesex & Boston Street Railway, Newtonville, Mass. 
-The Middlesex & Boston Street Railway has petitioned 
the Ra il road Commission for authority to issue $1,483,000 
refunding bonds. The proceeds of the issue will be used 
to r efund the bond issues of subsidiaries of the Middlesex 
& Boston Street Railway, which amount to $r,or5,ooo, as 
follows: $100,000 South Ivliddlesex Street Railway first 
mortgage bonds, due Feb. 1, 1915; $40,000 Westborough & 
Hopkinton first mortgage bonds, due Nov. 1, 1922; $500,000 
N ewton Street Railway first mortgage bonds, due July I 
1912; $100,000 Waltham Street Railway first mortgage 
bonds, due Dec. r, 1915; $75,000 Commonwealth Avenue 
Street Railway first mortgage bonds, due Feb. r, 1916; $200,-
000 Newton & Boston Street Railway first mortgage bonds, 
due July r, 1912, and for the payment of the company's 
floating indebtedness which amounts to $468,000. The com
pany wi ll issue the $468,000 refunding bonds immediately. 

Mississippi Valley Interurban Railway, Springfield, Ill.
Application for the appoin tment of a receiver for the Mis
sissippi Valley Interurban Railway ha s been made in behalf 
of the bondholders of the company. 

New Hampshire Electric Railways, Haverhill , Mass.-A 
hearing on a petition to dismantle the Portsmouth & Exeter 
Street Railway, the securit ies of which are held by the New 
Hampshir e E lectr ic Railways, was given by Judge WiJliam 
M. Chase, A. S. Batchelder and Burns P. Hodgman, sitting 
as masters, in the United States Court at Portsmouth, N. H., 
on Sept. 15, 191 r. T he road, which is now being operated 
by receivers, is 12 mile s long and was constru_cted and 
equipped a t a cost of $350,000. Witnesses t es tified that 
t h e road was operated at a loss and that a large sum would 
have to be expended for improvements. D. A. Belden, 
pr esident of the New Hampshire Electric Railways; Frank
lin Woodman, general mana ger of t hat company, and A. H. 
Hodges, of the Boston & Northern Street Railway, declared 
that the road could not be operated at a profit. 

St. Johns Light & Power Company, St. Augustine, Fla.
The property of t he St. Johns Light & Power Company, 
w hich includes ro miles of electric railway, will be sold 
under foreclosure at St. Augustine on Oct. 2, 191 I. 

Scioto Valley Traction Company, Columbus, Ohio.-The 
an nual meeting of the stockholder s of the Scioto Valley 
Traction Company will be held on Sept. 26, r9u. The annual 
report of F rank A. Davis, president of t he company, which 
accompanied the notice calling for the meeting, shows t?at 
during the year ended June 30, 191 r, the company earned 
1,352,691 passengers, an increase of ror,499 over the pre
ceding year. Earnings per passenger were 26.83 cents, a 
decrease of r.28 cents. The passenger car mileage was 1,-
025,854, an increase of 4488 miles. Earnings per passen~er 
car mile were 35.28 cents, an increase of 8.5 mills per mile. 
During the same per iod the road carried 63,85?,213 lb. of 
freight , an increase of 6,729,454 lb., and the receipts_ per roo 
lb. were 8.68 cents, a decrease of 2-4 mills. Earnmgs per 
freight car mile were 35.61 cents, an increase of 2.08 cents 
per mile.. The strike on the local lin es in Columbus re
sulted in a loss of business to thi s company last summer. 
An acc ident also entailed the payment of $6,000 in damages. 
The passenger revenue for the year was $361,932, an ~n
crease of $10,190. T he freight revenue was $55,418, an m
crease of $4,483. Power sales amounted to $14,873, an in
crease of $1,158; rent of buildin gs, $1,288, a decrease of $1.83; 
miscellaneous revenue, $4,596, a decrease of $636. The total 
r evenue was $438,109, an increase of $15,194. Expenditure s 
show $34,176 for maintenance of way and structures, an in-
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cr ease of $2,860, and maintenance of equipment, $39,062, an 
increase of $9,825. Operating expenses were $116,676, an in
crea se ~f $4,538. Miscellaneous expenses aggregated $64,-
640, an mcrease of $3,182. The net earnings were $185,551, 
a decrease of_ $5,31 I. Deducting bond interest of $80,000, 
ta xes·.a~10untmg t o $ 14,437, fed eral corp oration tax of $861 
and d1v1dend s of $75,000, there remained $15,252 for the com
mon stock, a decreas e of $5,518. The r eserve fund showed 
a balance of $25,542, while the total surplus was $58,834, and 
total surplu s and re ser ve fund, $84,377. 

Dividends Declared 

Cap ital Traction Comp any, W a shingt on , D. C., quart erly, 
1½ pe r cen t. 

Cha t tanooga Ra ilway & L ig h t Company, Cha ttan ooga, 
T enn., qua r terly , 1¼ per cent, preferred. 

Cleve land (O hio) Ra ilway, quar te rl y, 1½ p er cen t. 
Hal ifa x (N. S.) E lect r ic T ramway, Ltd. , quarterly, 2 per 

c ent . 
Lake S hor e E lec tric R ailway, quarterly, 1½ per ce nt , fi rst 

prefe r r ed. 
Manil a E lec tri c Railroad & Lig hting Corp ora ti on, M ani la , 

P. I., quarter ly, 1¼ per c ent. 
New Y ork S tate R ailways, R och ester, N. Y., quarte rl y, 

1¼ per ce nt , prefe rred ; quart erl y, 1 ½ per cen t, common. 
No r thern O hio Trac tion & Lig h t Co m pany, Akron, O h io, 

quart er ly, 1 ½ per cen t, p r eferred. 
Omaha & Co un cil Bluffs S tree t Rai lway, O m aha, Neb., 

qu art erly , 1¼ per cent , pr efe r red; quart erl y, 1 per cent , 
com m on. 

Ottawa (On t.) E lect ri c Rail way, quar terly, 2½ per ce nt. 
Seattle (W ash. ) E lec tric Co m pany, p refe r red, 3 per ce nt ; 

quar ter ly, 1¾ per cen t, comm o n. 
T er r e H aute, Indianapo lis & Eas t ern Trac ti on Company 

Ind ianapo li s. Incl. , quarterl y, 1¼ p er cent, p referred. ' 
T oronto ( Ont. ) Railway, qua r te r ly, 2 pe r cent. 
U nion R ailway, Gas & E lec tric Co m pany, Rockford, JIL 

quart erl y, 1½ per ce n t, preferred. 
U nion U tiliti es Com pa ny, l\f o rga n tow n, \ V. Va., p referred. 

3½ per cent; quart erl y, ½ of 1 pe r cent. commo n. 
\ Vash in g ton V.Ta ter P o·wer Com pany, Spoka ne, \ Vas h., 

qua r ter ly, 2 per ce nt. 
\Ves t E nd St ree t Ra il way, Boston. :\fa s-,., $I.i5- com mon. 
\Ves t In dia E lec tric Com pa ny, Ltd., Ki ngston, J ama ica. 

qua r t erl y, I¼ pe r ce n t. 

ELECTRI C RAI LWAY MONT HLY EARNINGS 

.\~I ERICAN RA ILW AYS. 
P eriod. R Gross Operating Ket F ixed :t\' et 

evenue. Expenses. R e,·enue. Charge s. I ncom e. 
1~., A~g. ' 11 $443,503 

'10 428,324 
BAX GOR RAI LW AY & ELECTRI C CO~IPAX Y. 

1~. , A~g. :g $60,048 *$24,074 $35,9 74 $13.020 
'1 1 58,065 *25,9 15 32,150 11,795 

115,725 *50,883 64,842 26,0 76 
' 10 11 2,073 *50,690 61,383 23,717 

BROCKTOX & PLYMOUTH STHEET RA I L\\'AY. 
1~., A;)g, '11 $16,202 $8,503 $7,700 $1,545 

'10 16,658 8,833 7,825 1,766 
'11 120,245 84,063 36.182 18,622 
'10 123,724 90,753 32,972 21.098 

EA ST ST. LOUIS SUBURBAK RAIL\\' AY. 
l;!l., A~g. '1 1 $193,414 $105,666 $87,747 

'1 0 215,3 16 112,539 102,7i7 
'11 1,480,821 796,123 684,698 
' 10 1,545,513 824,762 720,751 

$22,954 
20,355 
38, 766 
37,666 

$6,155 
6,059 

17,560 
11,874 

LE\\'I STON. AUGUSTA & W ATE RYI LLE STREET R.\I LW AY. 
I ;:1,, A;!g. '11 $63,643 *$3 1.463 $32,180 $14, 450 $17,730 

'10 60.578 *32, 619 27,959 13.132 14,827 
'11 123,983 *61,668 62,315 28,840 33, 475 
'10 121,022 *63,526 57,496 26,267 31. 229 

P E?\'SACOL\ ELECTRIC CO~I PAK Y. 
! ~ ., A;!g. '11 $25,320 $14, 734 $10,586 $5 ,851 $4, 736 

'10 24,236 13,65 4 10.582 5,2 79 5,303 
·11 285,249 166,429 118,820 67,208 51,612 
'10 258, 490 151,188 107,301 57,077 50,225 

P ORTLAX D RAI L\\' AY, LIGHT & P OW ER CO':\IP.-L'\Y. 
l~., A,~g. '1 1 $521.262 *$273,502 $247, 760 $118, 45 6 $129, 304 

' 10 479.944 *2 41 ,629 238,3 15 118.972 119, 343 
8~. , '11 4, 179, 778 *2.036,576 2, 143,202 99 1.940 1.151,262 

' 10 3,616,280 *1,726,3 29 1,889,951 91 4, 696 975 ,255 
ST, JOSEPH RA IL\\'AY, LIGHT, HEAT & POWE R CO~IPAl'\Y. 

1~. , Aug. '11 $92,959 *$62,58 3 $30 ,3 76 $19,381 $10.995 
" ' 10 89, 77 3 *52 ,1 28 37,645 18, 583 19,062 

8~.. '11 71 5,656 *444,786 270.870 154,094 116,776 
'10 67 4,715 * 402, 418 272,297 146,3 00 125,997 

*Inclu din g taxes. 

Traffic and Transportation 
Fare Complaint Against Buffalo, Lockport & Rochester 

Railway Dismissed 

The Public Service Commi ssion, Second Dist ri ct, has dis
missed the complaint of Milton J . W h edon, of Medina, 
which alleged that the New York Centra l & Hudson R iver 
Railroad and the Bt!ffalo, Lockport & R ochester Railway 
are discriminating against Roch ester in favor of Buffalo 
in the fares charged between Medina and th ese cities. 
Medina is 41 miles fr.om both Roches t er an d Buffalo. The 
round-trip fare between Medina and Roches ter is $1.60, 
and between Medina and Buffalo $1.20. No specific all ega
tion wa s made in the complaint that the rates in effect 
be tween Me dina a nd R ochester are unjust or unreasonable, 
and the commis sion holds that th e facts presented do not 
sh ow that the regular rat e of 2 cent s per mi le now charged 
is excessive or unrea sonable. The commission also h olds 
that th e exist ence of excursion and commutation rates and 
the sale of mil eage b ooks at a les s price than the general 
level of th e r at e p er mil e do not justify a finding that such 
ge nera l level is excessive or unreasonable. The commission 
fi nds t he r eason fo r th e difference inc harge between Roches
ter a nd Buffa lo is t he competition of the International Rail
way w ith both roads fr om Lockport to Buffalo, and a round
tr ip rate fro m Medina t o Buffalo is made to meet the com
pet ition, th e su m of the fares from Medina to Buffalo upon 
the elec tric rai lway with th e change at Lockport being $1.14 
for t he round trip. 

Refe r ri ng t o the situa tion whereby the railroads are 
required t o make a lower rat e because of competition be
betw een Buffa lo and Lockport , th e commis sion says in its 
dec ision: 

" It is a sound p rincipl e in r ate m aking and well recog
ni zed by eve ry governm ental and other authority having 
co ntrol of such mat ter s that it is permissible as well as 
good polic y fo r a rail road t o accept low rates on traffic 
which ca n be obtained only in this way. Traffic carried at 
such ra tes may be and often is unremunerative in the 
sense that it s con t ribution t o the general expenses of the 
company is inadequa te; but so long as it contributes a

0

ny
t hing at all it may b e worth the company's while to 
carry it." 

The commission poin ts out that th e a rg ument that the 
r ate fr om M edi na to R oche ster mu st be reduced because 
it is g r eat er t han from Medin a to Buffalo, if followed out, 
would d em a nd a cut a ll over the lines of the N ew York 
Centra l & Hudson R iver Railroad t o 1½ cents per mile. 
O n t he o th er hand, if th e Buffalo rate w ere increased to 2 

cen ts a mile th e present R oches ter rate would be reason
able an d just. In conclu sion th e commi ssion says that 
the rate fr om M edina to Ro ch es ter is the usual and accep t ed 
r ate of t h e N ew York Central & Hudson River Railroad, 
is rec og nized and authorized by law, and no fact known 
t o t he comm ission j usti fies a fi nding that it is excessive. 
If a r ate of 2 cents a mil e from M edina to Rochester is 
excessive, t h e same ra t e from R ochester to Syracuse is 
excessive. It can scarcely b e exp ected that the whole pas
se i: ger r at e sy stem of t he r espondent sh ould be torn up 
in orde r to give th e people of Medina a peculiar advantage, 
wh en t he only r eason suggested th erefor is that they are 
enjoying another. 

Near-Side Single-Platform Cars in Operation in Buffalo 

The Int erna tional Traction Company, Buffalo, N. Y., 
placed in service on its Grant Street line on Sept. 17, 1911, 
th ir ty-five single-platform prepayment cars known as· near
side car s. The fi r st car carried as passengers Thomas 
Penney, pr es ident of th e International Traction Company; 
Nel s on Robin son, a large stockholder in the International 
company; Thomas E. Mitten, vice-president of the Inter
nat ional Tra ction Company and president of the Chicago 
City Railway ; Thomas W. Wilson, general manager of the 
Interna tiona l Traction Company; George Dreybus, t r affic 
agen t; Cha rl es A. Coon s, superintendent; R. T. Senter, mas
ter m echanic ; J ohn B. 0 Im stead, of the Public Service Com
miss ion; J . C. Cali sh, vice-president and assistant-treasurer 
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of th e Buffa lo & Lake E ri e T rac tion Company: H. 
G. Tulley, of Chi cago ; Vv. I. O hm er , of th e Day ton 
Fare Register Company; Robert B. Liddell , of The J. G. 
Brill Company, a nd Louis A . Klin g, also of The J. G. Brill 
Company. 

Mr. Penney is quoted as fo ll ows: "The operation of 
the near-s ide car yesterday was ve ry succe ssful and clearly 
demonstrated that it will meet the requirements of th e 
t raveling public with the greate st convenience to pas
senger s. The near-side car is a tremendou s a dvan ce in 
street ca r bui lding and officia ls of all the electric railways 
in the country are watching with interest the introduction 
of thi s car. Buffalo is the first city to try it out , and a 
number of street railway officials of other cities were h ere 
to obser ve its operation. It demon strated its faciliti es for 
loading and unloading. Vve are gr eat ly plea sed with the 
success of th e fi r st day's trial." 

The Buffalo near-side car was desc ribed and illu strat ed 
in th e ELECTRIC RAILWAY JOURNA L o f June 24, 191 I, page 
II 12. 

Accident in Erie, Pa.-A car of the Cleve land & E ri e 
Railway, Girard, Pa., was overturn ed in a coll ision w ith a 
steam railroad loc omotive at a cros sing in E ri e. Pa., on 
Sept. 16, 1911 , and more than ten pas senger s were injured. 

Heavy Labor Day Traffic.-On Labo r Day th e interurb an 
car s of the Illin ois Traction Sy stem handled more than 75,-
000 passengers. A single car runnin g from Spring field t o 
Danville, 120 miles, handled 950 passenger s durin g a one
way trip. 

President Taft in Detroit.-On the o cca sion of hi s v is it 
to Detroit on Sept. 18. P res ident \ V. H . Taft travel ed by 
the interurban line of the D etroit (Mich .) United Company 
fro m D etroit to Pontiac and back t o the Michigan State 
Fair, which he formally opened. As a souvenir the Detro it 
United Railway issued a Taft edition o f it s h an dsome fold er 
map, on th e cover of which was printed " President VI/. H . 
Taft, Detroit, Sept. 18, 1911 ," and in side over the face of the 
map was a large outlin e portrait of the president. 

Hearing on Elevated Railway Service in New York.
The P ublic Service Commiss ion of the F ir st Di strict of 
l\J ew York ha s issued an order for a hearing o n the after
noon of Sept. 26, 19II . to determin e whether the Inter 
borough Rapid Transit Company sh ould not be ordered to 
operate eight-car train s on the Manhattan Elevated Ra il way 
during rush hours and also to determin e w hether any addi
t ions to o r cha nges in the Ma nhattan E levated Railway 
should be required as nec essary to the conven ien ce and safe 
operation of such eight- car train s. 

Complaint Against Buffalo & Lake Erie Traction Com
pany Closed.-The Public Service Commission o f the 
Second District has clo sed on its record s the complaint of 
\Villiam Schuler as to alleged refusal of the Buffalo & Lake 
Erie Traction Company, Buffalo, N . Y., to carry hi s goods 
between Fredonia and \ Vestfield on mornin g cars . Com 
p lainant a ll eged that hi s bu siness suffered by reason o f the 
company delaying the carryin g of his goods until the after
noon cars. Arrangements have been made for the hauling 
of his g oo ds on certain morning cars between the points in 
question. 

New Station and Office Building in New Westminster, 
B. C.-The n ew interurban station and office bui lding of 
t he British Columb ia E lectri c Railway at New \ Ves tmin ster 
has been opened . The building is two stories in h eig ht, of 
brick construction, the lower floor being used for passenger 
and freight traffic and th e upper for the company's o ffices . 
F r om the station are operated the Westrnmster city lines, 
interurban lines connecting New Westminster with Van
couver over the three r outes of the company be tween the 
cities, and the Fraser Vall ey branch running throu gh th e 
South Fraser Valley to Chilliwack. 

Commuter Requests Refund of Fare.-A co mmut er on the 
N ew York, New Haven & Hart ford Rai lroad has filed a 
compla int with th e Public Service Commiss ion of the 
Second District asking that the New York, New Haven & 
Hartford Railroad be required to refund the full amount of 
the conductor's receipt for a cash fare collected from a 
commuter who ha s forgotten hi s commutation ti ck et. The 
pre sent practice of the company is to charge 5 cents in 

excess of the cash far e and g ive th e r ider a cash ' r eceipt 
redeem ab le for 5 cents. The petitioner asks th a t th e ti cket 
ao-e nts refund the full am ount paid by com m uter upon r e
c;ipt of the condu cto r 's receipt a nd the excha nge of coupon 
fr om the commuta tion ti cket . T h e compla in t has been 
served upon the company. 

Brooklyn Transl"er Order.-The P u blic Ser vice Commis
sio n of the F irs t D istrict of New Yo rk has issued a n o rder 
to th e Brooklyn Hei g hts R a ilroa d and the Nassau E lec tric 
Ra ilroad o f the Brookl yn Rapid Tra nsit System t h e eff ect 
o f which will be to es tablish two add itiona l t r a nsfe r po ints 
between two lin es operat ed by th e Brooklyn Rap id Tran sit 
Company in th e South Brooklyn a nd Bay R idge sec ti on. 
O ne of th e lines is the Six ty-fifth Str ee t an d Bay Ridg e 
Avenue lin e o f the Brooklyn H eigh ts Ra il road, and t he 
o th er is th e line o f th e Nassau E lect r ic Rai lroad between 
th e Thirty-ninth Street ferry and th e \Vest E n d Termina l, 
Coney I sland. The effec t o f th e n ew a rrangem en t w ill be 
to extend th e scope o f th e 5-cent fa r e to Co ney I sland by 
th e line which run s from T hirty-ninth S treet fer ry, South 
Brookly n. 

Transfers Between Washington and Maryland Lines.
T he Inter st a t e Commerce Commi ss ion has been a sked to 
pass upo n th e ques tion o f th e inter change of transfe r s be
twee n th e Ba ltimo re & \ i\Tashin g ton T ran sit Com pa ny an d 
th e Capita l Tractio n Company, \ i\Tashin gto n, D. C. The 
ma tter came to the a ttenti on o f th e In ters tat e Comm erce 
Commiss ion from th e Di strict E lec tric Ra ilway Commi s
sion, with which a compl aint ha d been fi led by a reside nt_ of 
T akoma P a rk, it bein g all ege d th at th e Capi ta l Trac tion 
Compa ny had refu se d to accept transfers at Fourt ee nth 
Stree t and Kenn edy Stree t no rthwes t fro m the lin e of the 
Ba ltimore & vVa shin g ton Transit Comp any. The Di str"ict 
E lectric Railway Commi ss ion decided tha t th e matter wa s an 
int erstate question, since the Baltimore & Washin gton 
Transit Company operates in Maryland. 

New Rule Book of Michigan United Railways.-The l\Iich
igan United Railways, Jackson, Mich ., of which A. \V. Mc
Limont is v ice-pr esident and general manager a nd George ' 
F F aber superintendent o f tran spor ta ti on, has issued a new 
rule book for interurban trainmen and empl oyees, effective 
S ept. 1, 191 I. The book cons is t s o f 123 pages and in addi
tion to rules for the in struction o f m ot ormen, conductors, 
s ta tion ma st er s, fre ight and ticket agents, sectio n foremen 
and employ ees of the electrical department it includes a 
number of n ew department s. Parag raph s haye been added 
on ti-re subject of emergency s traig ht air brake equipment , 
s trai g ht air brakes and in structi ons for the de tec tion of 
cau ses o f failure. In stru ct io ns for the trea tm ent of per
son s sufferin g from electri c shock a re a lso given. The book 
is w ell indexed by subj ect and contains a t th e back pages 
for notations and reference to bulletins. The g eneral rules 
follow closely those laid down by th e A m eri ca n E lectric 
Railway Association. 

The Interborough Bulletin.-The fo ll owin g r efer en ce t o 
the Jnterb orough Bulletin is made in th e a nnual repor t of the 
company, an ab stract of which was publish ed in the 
E LECTRIC R AILWAY JouRNAL o f Sept. 16, I9II: " On J a n. 15, 
19 n , y our company began the publi cati on of a m onthly 
periodical kn own as th e lntcrborough B ulletin fo r fr ee di s
tribution among employees . Thi s w as done to place th e 
variou s departments in cl oser t ouch w ith each o th er a nd 
with the employe es genera ll y for th e p urp ose of cr ea ting a 
more perfect unders tanding o f the w orkin g conditi ons con
nected w ith the op eratio n of th e property, and to secur e by 
courteous and co ns id era t e treatm en t of passengers m or e 
friendly relati ons b etw een empl oyees an d th e public. It 
wa s al so anti cipated through this m ed ium t o obta in an inter
change of view s and opini ons betwee n a ll classes of em
ployees, so far as they relate t o th e m a nagemen t a nd m a in
tenan ce o f th e corp ora te bu sin ess, by in viti ng ~ugges tions 
from the men w h o com e in personal contact w ith t he 
traveling publi c as to the bes t m ann er of securin g th e con
v enience and comfort of pas senger s. T h e resul ts so fa r 
obtained h ave been excee dingly g r a ti fy ing and th e usefuln ess 
o f the publica tion is being extended with eac h issu e. Th e 
bu ll etin is al so being mail ed to all s tockh old e rs o f r ecord, 
and th e company will publi sh from t im e to tim e m a tters of 
inte rest exclu sively to h old er s of its securi t ies ." 
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Personal Mention 
Mr. Frank H. Plaice h as r es ign ed as gener al m anager of 

the Winona Ra ilway & Light Company, Wi n on a, M inn. 
Mr. J. D. McDow ell has been elected secretary an d t r eas

ur er of t he Frem ont (Ohio ) City S t re et Rai lway, to su c
cee d Mr. J am es G. Hunt, as secretary, and M r. J ohn N. 
Sherman, a s treasurer. 

Mr. Ensign J ohnson , for.nerly divi sion superintendent of 
t h e Cleve land, Southwes t ern & Columbus R ailway, Elyria, 
O hio, has been app ointed sup erintend ent of transportation 
of th e Inter-Urban Ra ilway, D es M oines, Ia. 

Mr. James W eimer, fo rmerly di spa tch er o n the Cleveland , 
Southwes tern & Columbus R ailway, E lyri a, O hio, has be en 
appointed t ra in m as t er of the I n te r-U r ban R ailway, D es 
Moi nes, Ia., to su ccee d Mr. Be njamin Marriott, r es ign ed. 

Mr. Owen O'Hearn, w h o has bee n connected w ith t h e 
Cinci n na ti , Newport & Covi ng ton Light & Tract ion Com
pany, Covi ngton, Ky., fo r some ti me, has been app oin ted 
superintendent of con struction of the company, a newly 
created posit ion. 

Congressman William B. McKinley, president of t h e Illi
no is T raction System a n d t he Wes tern Railways & L igh t 
Company, has sailed fo r Rome, Italy, to attend t h e Int erna
tional Parliamenta ry Peace Congress as the rep r esen tative 
of th e Un ited Stat es. 

Mr. William H . Harton , Jr., engineer of main tenance of 
way of the Ci ncinnati, Newport & Covington Light & Trac
t ion Company, Covi ngton, Ky., has had added to his duties 
t he supervis ion of the construction of the water system in 
Bellevue and Dayton. 

Mr. J. E . Ralston has been appointed superintendent of 
power of the Des M0ines (Ia.) City Railway and the Des 
Moines Inter-Urban Railway. l\lr. Ralston formerly was 
power-plan t engineer of the Cleveland, Southwestern & 
Columbus Railway at Ely, ia, Ohio. 

Mr. J. E . Welch, master mechanic of the Des Moines 
(Ia.) City Rai lway, has resigned. Mr. Welch formerly had 
charge of the power plant and rolling stock of the city and 
interurban pr ope r ties at Des Moines. He has been con
nected with t he Des Moi n es properties for the last ten years. 

Mr. C. C. Elwell has r esigned as engineer of maintenance 
of way of t h e Con necticut Company, New Haven, Conn., to 
become engineer of the Public Utility Commission of Con
necticut. Mr. Elwell was connected with the Connecticut 
Com pany four years. He was formerly with the New Lon
don & Norwich Railroad. 

Mr. J. B. Ingersoll has resigned as electrical engineer of 
the Spokane & Inlan d Empire Railroad, Spokane, Wash., to 
become electrical engineer of the British Columbia Electric 
Railway, Vancom·er, B. C. Mr. Ingersoll was formerly 
connected with the Westinghous e Electric & l\Ianufacturing 
Company, and supervised for that company the installation 
of electrical apparatus for the Coeur d'Alene line of the 
Spokane & In land Empire Railroad. He afterward resigned 
from the Westinghouse Electric & Manufacturing Company 
to become connected with the Spokane & Inland Empire 
Railroad. 

Mr. Ernest C. Webster, formerly assistant engineer of 
main tenan ce of way of t he Con necticut Company, New 
I-Iaven, Conn., has bee n appointed engineer of mai n te nance 
of way of the company to succeed Mr. C. C. Elwell, w hose 
appointment as engineer of the Public Utility Commission of 
Connecticut is noted elsewher e in this column. M r . Webster 
was born in Litch field, Conn ., and was g raduated from the 
Sheffield Scien t ific School a t Yale in 1904. A ft er graduati on 
he became associated w it h Mr. A lber t B. Hill, n ow en g in eer 
of the New Haven Water Com pany. Mr. Webster has be en 
conn ected with the Connecticut Com pa ny abou t fi ve year s. 

Mr. R. G. Hutchins, Jr., who sin ce Mar ch 1, 19rr , has been 
firs t vice-p r es ide nt of the Chicago (Ill.) Railways, has re
signed t o accep t t he position of vi ce-president of the 
Nat ional Ban k of Commerce, New York. Mr. Hutchins suc
ceeds to the position made vacan t by M r. James S. Alexan 
der. who was electe d president o f t h e National Bank of 
Comme r ce. D urin g h is sh ort connecti on w ith the Chicago 
R ailways M r . H ut chin s won t he highest es te em and heartiest 

good w ill of hi s as sociates, a nd hi s departure is viewed with 
sincere r egret. In leaving Chicago he expressed himself as 
d eeply se nsible o f the good will and co-operation that have 
been a p ronounced feature of his r elation s with the officials 
of the Chicago Railways. 

Mr. Charles J. Davidson, who re sign~d recently as chief 
enginee r of the M ilwaukee El ectric Railway & Light Com
pany, Milwaukee, W is., to b ecome a member of the firm of 
\ Voodm ansee, D avidson & Session s, con sulting engineers, 
Ch icago, was t ender ed a t es timonia l dinner at the Hotel 
Pfi st er, Milwauk ee, on Sep t. 14, 1911, by about 100 of his 
busine ss fr iends. M r. C. N. Duffy, toastmaster, reviewed 
bri efly the w ork car ried out in t h e thirteen years Mr. David
son wa s with the en gin ee ri ng department of th e Milwaukee 
E lectri c Ra ilway & Lig ht Company. When Dr. Davidson 
assumed his duties a t M ilwaukee the t ot al horse-power of 
the Milwaukee p lant was ro,ooo ; n ow it exc eeds 100,000. 

The other speakers included M r. E rn es t Gonzenbach, presi
d ent and m anager of th e Sh eboygan R ailway & Electric 
Company; Mr. F red M. Prescott, Mr. W . C. Scott, Mr. 
Charles A. Ca hill , who is Mr. D avi dson 's successor at Mil
w aukee ; Mr. Henry Schoellkopf, Mr. J . D. Mortimer, vice
p resid ent o f the N orth Amer ican Company and vice-presi
dent an d gener al manager of the M ilwaukee E lectric Rail
way & Lig ht Company, a n d Mr. F ay Woodmansee. Mr. 
Mortimer ch a ract erized M r . Davidson as having a rare com
bin a ti on of en g ineering an d business ab ility. He pointed 
out tha t th e m os t impor tant fea ture in Mr. Davidson's work 
fo r t h e Milwaukee company had been the desig n, construc
tion a nd oper a ti on of the lar g e Comm er ce Street generatin g 
sta tio n. M r. M ortimer predi cted tha t w h en the p resent addi
tions to this sta tion h ave been com plete d it will have a 
greate r generati ng capacity per u n it of fl oor spa ce and will 
have been cons tru cted a t a smaller cost per unit of gen
erating capacity than any o the r s t ation of similar size in 
this country. A t th e close o f the dinn er M r. Mortimer, in 
beha lf of Mr. Davidson' s fri ends, prese nted him with a col
lection of photographi c views. 

OBITUARY 
George M . Place, sec retary and trea surer of th e F onda, 

Jo hnstown & Glover svill e R a ilroad, Gloversvill e, N. Y ., and 
junior member of th e D emp ster-Place Company, is dead. 

George H . Bentson, secretary-treasurer of the London 
(O n t.) Str ee t Railway, died on Sept. 8, 19 11 , after a brief 
ill n ess. Mr. Be n tson was born in Toledo, Ohio, on Aug. 
26, 1879. After a t tending the p ubl ic schools in that city he 
entered t h e employ of the T oledo T ract ion Company, now 
part of th e Toledo Railway & Ligh t Company. He was em
ployed in various capacitie s in t h e office of the company, 
and fi na lly was made cashier, a posi tion he held until he 
resigned in Septemb er, 1905, to becom e secr et ary-treasurer 
of t h e Lon don Street Railway. 

Employees of th e D etroit ( Mich.) U n ited R a ilway to the 
number of about 1700 out of a total of 2 4 00 we nt on strike 
on t he mor ning of Sept . 20, 19 11, to enfo r ce their d emand s 
fo r a m aximum wage o f 30 cents an h our an d a minimum 
wage of 25 cen ts an h our. Men w h o had worked for the 
company less than si x months were receiving 23 cents an 
hou r, those w h o h ad worked less th an eightee n months 25 
cent s, and those w h o had worked more than eig hteen 
month s 28 cen t s an hour. The ques ti on of wages and 
terms of ser vice has been befor e Jud ge J am es P helan, 
rep r esentin g the men, and George F. Monagh an , repr esent
in g th e company, s inc e June last, bu t th ey have b een unable 
to agr ee on th e third member of the board. Judg e Phelan 
and M r. Monag han were in conferen ce fr om 2.30 p. m. to 
5 .30 on S ept. 20, but w ere unable t o com e to an a greement. 
A t 8 p. m. the confe r ence was re sumed with Judge Phelan, 
F. W. Brooks, general manager of t he company, and Milton 
M cRae, who had previously been suggested as the third 
arbitrator, in att en dan ce, a nd about ro p. m. Judg e Phelan 
left t o present to the men a p lan fo r a truc e pending a final 
settlement and the men dec ided t o return to work. The 
nature of this truce ha d n o t been made public up to the 
time that it was placed before the men for their considera
tion. 
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Construction News 
Co nstruction News No tes are cla ssified under each head

ing a lph abet ica ll y by States. 
A n as ter isk (*) indica tes a project not prev iously re

ported. 

RECENT INCORPORATIONS 
*California Terminal Company, San Francisco, Cal.-Ap

plication for a cha rter has bee n made in Cali fo rnia by thi s 
company to build an elec tric o r steam r a ilway between Sa n 
Franci sco and Sacram ent o, via Martin and other north of 
the bay counti es, a di s tan ce of 95 mil es, wit h an 18-mil e 
branch exte nding into Petaluma and a 5-mile branch into 
Napa. Capital s tock, $500,000. Directo rs: C. W. Conlisk, W . 
M. Rank and R. A. Morton. 

West Side Railroad, San Francisco, Cal.-Cha rtered in 
California to build a 30-mile elect ri c r a ilway from Sacra
mento to Rio V ist a . T hi s company w ill u se the No rth ern 
E lec tric Railway bridge ac ro ss th e Sacramento Riv er. In
co rp or ato r s: H. \V. Furlong, president; B. P. L ili enth a l, 
presi dent of th e North ern E lect ri c Rai lway, and Willi am 
Berlit z. [E. R. J. , Sep. 9, 'II.] 

Georgia Railway & Power Company, Atlanta, Ga.-Appli
cat ion has been made for in co rp orat ion in Georgia by this 
co mpany wi th an autho rized cap it al stock of $27,000,000, 
co nsistin g of $15,000,000 of co mmon stock, $2,000,00 of 6 
per cent cumulat ive first preferred, without voting power 
and $10,000,000 of 4 per cent non-cumulat ive second pre
ferred stock. It is reported that th e new company may 
acquire control of th e Georgia Railway & Electric Company 
and th e Georgia Power Company. In corpora tors : Charles 
Magee, John M. McWhinn ey, George A. Kingston an d 
Robert Mathison, Toronto, Can.; Jack J. Spalding, Forrest 
A dair, Alexander C. Ki n g, E. Marvin Underwood, Hugh es 
Spalding and George W. A dair, A tlanta . 

*East Rome Gasoline Railway, Rome, Ga.-A ppli cation 
for a charter will be made in Geor g ia by this company to 
build a 3-mile railway in Rome and Eas t Rome. It is th e in
tention of th e company t o use gasoline motor cars. Capital 
s to ck, $50,000. 

*Richmond & Eastern Indiana Traction Company, Rich
mond, Ind.-Applicati on fo r a charter ha s been m ade in 
I1i°diana by thi s company to build an electric railway to con
nect Portland, Union City, Bethel, Cox's Mills , Ri chm ond, 
Brookvill e and Har ri son. Capita l stock, $50,000. In co rp or
a t or s and director s: A dam H. Bartel, Sharon E. J on es. 
William F. Starr, A lbert W. Gregg, Henry C. Burcham, 
Lee B. N usbaum a nd H. V./. J ordan. 

*Caraopolis & Sewickley Railway, Coraopolis, Pa.-Appli
cat ion for a charter will be made in Pennsylvania by this 
company to build an electric railway in Coraopoli s, Moon 
and Sewickley. Inc orpora tor s: S. L. Tone, vice presiden t 
of th e Beaver Valley Tract ion Company, New Bri g hton . 
Pa.; W. B. Carson, C. S. Mitchell, A. W. Steve nson and J. 
L. Foster. 

Snyder Avenue Railway, Philadelphia, Pa.-Chartered in 
Pennsylvania, as a subsidiary company of the P hiladelphia 
Rapid Transit Company, to build a double track 7.66-mile 
electric railway on Snyder Avenue from Delaware Avenu e 
to Thirty-s ixth Street in South P hiladelphia. Cap ita l stock 
authoriz ed, $140,000. In corp orators: Charles 0. Kruger, 
pre sident ; A lexander Renni ck, Jam es J. Springe r , George 
W. Mantz and W. L. Maize. [E. R. J ., Aug. 19, 'II.] 

FRANCHISES 
*Calgary, Alta.-Vl. H. McLaws and L. P. Strong, r epr e

sentin g the Southeast Calgary Corp or ation, prese nted a plan 
to the City Commissioners whereby the corporation pro
poses to co nstruct an electri c railway fr om t he pr esent t er
minal of the municipal railway t o the Canadian Pacific Rail
way's industrial division in southeast Calga ry. · 

San Jose, Cal.-Th e Penin sular Rai lway has received a 
franchi se from th e Board of Sup ervisors of th e County of 
Santa Clara to construct a single or doubl e track line in 
Santa Clara County, together with th e necessary curves and 
side tracks, et c., upon Willow Street, D elmas Avenue a nd 
Lincoln Ave nu e in San J ose. 

Canon City, Col.-F. B. Street and F. S. Kelsey, New 
York , have received a twenty-five-year franchise from the 

City Coun cil t o con~trnct a line fr om th e railway depot in 
Ca non City to the top of R oya l Gorge. [ E. R. J. , Sept. 2, 

'n.] 
Mystic , Conn.-Th e Groton & Stonington Street Railroad. 

New London, has asked th e approva l of th e Publi c Utilities 
Commi ss ion for t he extens ion of its trac ks from Mystic to 
O lcl Mystic. 

*Rome, Ga.-The East Georgia Gasoline Railway, Rome, 
has asked th e City Coun cil for a franch ise in Rome. 

*Valdosta, Ga.-George L. Patterson will ask t !J e City 
Coun cil fo r a franchis e to build a 4-mile ele ct ri c railway in 
Valdos ta 0 \' er str eets not traversed by th e lines of the 
Valdosta Street Ra ilway. 

Jeffersonville, Ky.-Charles W. Kelly. J effersonvi ll e, and 
assoc ia t es have receiv ed a franchise from th e Board of 
County Commissioner s to build a line in Clark Cou nty. 

New Iberia, La.-F. V./. Cr osby, repr'- se nting the South 
western Traction & P ower Company, New Orlean s, has 
asked the Board of Trade for the right to buil d it s tracks 
ove r ce rta in s treet s in New Iberia. 

*New Iberia, La.-The New Ib eria, St. Mary & Eastern 
Railroad has r eceived a fra n chise from the City Coun cil to 
ope rate over certain stree t s in New Ib eria. F. l\I. V\T elsh, 
president. 

Webster, Mass.-Th e Worces ter Con so lidat ed Street Ra il
way, Worcester, has asked the Selectmen for a franchise to 
relocat e it s Cemetery Street line and ex tend it to the 
Oxford line. 

Weymouth, Mass.-Th e Bay State Street Railway has re
ce ived the apprnval of the Massachuse tts Rai lroad Commis
sion for th e r elocatio n of it s tracks in Main. \Vest a nd 
Front Streets at Liberty Square in Vv eymouth. 

Detroit, Mich.-The City Council of D etroit , Mich ., has 
refused to r econsider it s actio n in gra ntin g the D etroit 
(Mich.) United Rai lway permissio n to loop th e Brush Street 
line wit h the Hastings Street line. 

Hastings, Minn.-Th e Int erurban Construct ion Company, 
Hast ings, has r eceived a fran chi se frorri th e City Council 
in Hast ings. Thi s line will conn ec t St. Paul, Inver Grove, 
Hastings, Ca nnon Fall s an d Rocheste r. W. L. Son n tag, 
Hast ings, general manager. [E. R. J. , Sept. 9, '1 I.] 

North Tonawanda, N. Y.-The Frontier Electric Railway, 
Niagara Falls, has r eceived a 100-year franchi se from the 
Commo n Coun cil to bui ld a doubl e line an d a single track 
terminal freight line in North Tonawanda ove r priva te way. 
T h e li ne will conn ect Buffc:lo, Niagara Fall s and Nort h 
Tonawanda. James S. Simmons, Niagara Falls, ge neral 
111:rnager. [E. R. J ., Sept. 9, 'II. ] 

Fremont, Ohio.-Albert H. Close, Toledo, and A. H. Jack
son, F r em ont , have secured a franchi se for an electric r oad 
through Seneca County which will conn ect Fremont a n d 
Tiffin. They will apply at once fo r franch ises in Tiffin an d 
Fremont and a lso for the right through Sa ndu sky County. 
This road would connect the Lake Shor e Electric Railway, 
Cleveland, at F r emo nt wi th the Toledo, Bowling Gr een and 
Southern Traction Compa ny, Finlay, and t he Ohio Electric 
Ra ilway at other poi nts. [E. R. J., Sept. 16, 'II.] 

Eugene, Ore.-The Oregon Electric Railway, Portland, 
has asked t h e City Council for a franchise to build a loop 
throug h the business section of Eugene. As soon as it is 
g rant ed th e company w ill construct the Salem-Albany line 
to E uge n e. 

Johnstown, Pa.-The J ohn st ow n Passenger Railway has 
rece ived a fr an chi se from the Councils for it s South mont 
exte nsion. 

*Salt Lake City, Utah.-The Ogden, Logan & Preston 
Ra ilway ha s receive d a fr anchi se from the Cache County 
Commi ss ion ers to operate a lin e with in the county. It is 
th e intention of the company to construct an elec tri c rai l
way from Ogden through the Cach e Va lley to Preston. 
Nego tiat ion s fo r a franchise in Ogden are und er way. A. 
W. Shaw, Chi cago, a nd W. P. Funk and M. G. Gollightly, 
Salt Lake City, appeared before the Commissioners in the 
inter est of t h e company. 

Seattle, Wash.-Oliver T. Erickso n has introduced an 
ordinanc e in the City Coun cil directing the board to pro
cee d with the co nstru ction of the municipal elec tric lin e 
in Seattl e and exte nding through the Rainier Va ll ey, for 
which bo nd s were voted in March. [E. R. J., March 25, 'II.] 
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Vancouver, Wash.- The Wash in g to n-O r egon Co rporati on 
ha s r ece ived a fr a n chi se fr om th e City Coun cil t o extend its 
t ra cks in V a n co uver. 

Wenatchee, Wash.-The We na t chee T rac tion Co mpany 
has rece ived a franc hi se from t h e City Coun cil in We
natchee. The compa ny h as n o t ye t secured a fr a n chise 
fro m th e County Commi ss ion er s to buil d its lin e ove r th e 
cou nty road s. [E. R. J. , Ju ly 15, 'rr.] 

T RACK AND ROADWAY 

Birm ir;g ham, Ensley & Bessemer Street Railway , Bir
m ;ngham , Ala.-Thi s company, wh ich is bui ld ing a lin e be
tween Di r min g ham, E m sley, Bessemer .and E as t Lake, is 
r eported t o have elec t ed th e fo llowin g o ffi cer s : J. H. Morri s, 
Philadelphi a , pres id ent : J . M. D ewberry, Birming ha m, vice-

0presid ent , a nd P. S. Dri ggs, P h il adelphi a, secreta ry. 

M ontgc m ::ry (Ala.) T ractio n Com pany.- Within th e nex t 
fe w days thi s compa ny will ha ve complet ed a new 3-mil e 
lin e ex t endin g al m oq du e south fr om th e S ta t e Capi to l in 
M o ntgom ery to t he int er section o f th e Cart er Hill R oa d and 
H a ll St reet. 

Ft. Smith Light & Traction Company, Ft. Smith, Ark.
\Vork has bee n begun by thi s comp a ny r ebuildin g w ith 80-
lh. r a ils its li ne fro m Fro nt S tr eet to T hirt ee n t h S tree t in 
Ft. Sm ith. 

British Columbia Electric Railway , Vancouver, B. C.
T hi s c" mpan y has awar ded to t he :\ I oore & P et h ick Com
pa ny th e contract io r grading 18 mi le,- of it , new interurba n 
lin e o n Vanc ouver I ,- ]and running n"rth from Victoria 
t h rou g h t he Saa n ich penin~ula. The co ntract ors w ill start 
\\'ork at o nce and t h e terms of the agreement ca l l fo r t he 
c"mpletion ni t h e w"rk in t we lve mont h ". The Saanich ex
te nsion on V anc ouv er I s la nd will be 22 miles in length, con-
11ecting Vict oria "·ith Deep Bay un the west shore of the 
Saanich penin~ula near its northern point. Considerab le 
preliminary cl ea rin g work has a lr eady b Len done on the 
righ t-o i-way hy the company. F rom the northern terminu s 
of t he lin e it i, prnl>abll' a ferry \\'ill be operated connecting 
fertile i,-land, nn the Gulf with th e mainland. 

Fresno, Coalinga & Monterey Company, Fresno, Cal.
I '!a n s h a Ye been outlin ed by th is company for three bra n ch 
line,-. On-:: branch i, to extl'nd frQm Hollister t o San Jose. 
another from Ho!Ji,-ter to Santa Cruz, by way of \Vat so n
,·ille, and tht ot her from Coal in ga to :daricr pa and BakLr-
1'1cld. Effnrb are n ow bein g concen trated on the plan" for 
the mai n lin e between Fresno. Coalinga and l\Ionterey. T . 
C. \\ ' h ite, FrL,nn. prl'sicl ent. [E. l,. J., Sep. 9, 'r r.] 

Pacific Electric Railway, Los Angeles, Cal.-Plans for a 
_;-m ile track tu lie the connecting link of the Corona and 
Colton --y~terns. and gi,·ing a clear run from Coron a to 
l{iYerside and San Bernardino, were recently made by this 
company. 

*Oakland, Martinez & Alhambra Railway & Ferry Com
pany, Martinez, Cal.-This compa ny is be ing orga ni zed as 
a su b~ idi ary compa ny oi t h e Oakland . .-\.ntioc h & Eastern 
lfailway, Portl a nd. t o build an electric railway between Oak
land , Martinez Yia \\'alnut Creek and the Alhambr a Valley, 
a d istan ce of 13 miles . :\. wharf would be built at l'vf arti n ez 
hy thi,; company and a ferry sen·ice established between 
Mart in ez a n d Benicia. T h e business men of the t o w n s 
a ffected a r e req ue,-ted t o subscribe $150,000, fo r wh ich stoc k 
in th is n ew lin e w ill be i,~ued. T h e Martinez Bu si n ess Men's 
.\ ssociat io n is inte rested. 

Ontario & San Antonio H eights Railroad, O ntario, Ca l.
. -\n exte n sion wil l be buil t by t hi s company betw ee n Cu ca
mo nga and Cpla nd. p rm·iding t hat a free r ight-of-\\·ay is se
cured. T his line "·ill even tually be extended to Et iwa n da 
and San Bernard in o. The company is also con side rin g 
p la n s to ex t end t h e Gle n dor a li ne to San Bern ar d in o. 

Cresent City Railway, R iverside, Ca l.- \ Vork w ill soo n 
be begun by th is compa ny on it s ex te n sion t o B loomin gton. 

*San Jos e, Cal.- J . H . ::\I ehli ng. Sa n J ose, w ill ask th e 
Sta t e Boar d of Harbor Commi ssion ers fo r doc kage privi
lege,; along t he \Yater front a t Sa n J ose in connecti on with 
h i,- plan to operate steamns between South Sa n F ra n cisco 
Bay and the ferry bui lding in conn ect ion w ith an int er
urban raihYay from t he fo rm er pl ac e t o Sa n J ose . The 
r ig ht-of-way fo r th e elec tri c r a ilway has b een obtained 
from t h e n orth ern city li m it s of Sa n J ose t o tidewa t er . 

San Luis Obispo, Cal.-Walter G. Lin coln, San Lui s 
Obispo, has completed preliminary surveys and is now 
making arrangements for the necessary bonds for the con
structi on o f an electric railway in th e city and county ·of 
San Lui s Obispo. [E. R. J., A u g . 26, 'rr.] 

Vallejo & Northern Railway, Vallejo, Cal.-Grading has 
been begun by this company a t Vallej o on the lin e that is 
t o be th e n ew connectin g link b etween Sacramento and San 
F ra n cisco. 

Connecticut Company, New Haven, Conn.-P lans are 
bein g con sider ed by this com pany t o build an exten sion 
from T hom aston t o T orrin gton . 

Groton & Stonington Street Railway, New London, 
Conn.-T h is company pl aced in opera t:on on Sept. 15 its ex
ten s io n fro m Myst ic t o O ld My st ic. 

Washington Railway & Light Company, Washington, D. 
C.- \Vork h as been begun by th is comp a ny double tracking 
it s Cong r es s Heigh ts lin e, w ith t h e ob ject o f op erating 
thro ug h cars fro m Wash in gton t o Con gr ess Heig ht s. 

Georgia Railway & Electric Company, Atlanta, Ga.-A n 
exten sion wil l be bui lt by thi s com pany in At lanta t o A nsley 
P ark. 

City & S'uburban Railway, Brunswick, Ga.-This com
pa ny has begun wor k on its exte n sion fr om Brunswick to 
t h e plant o f th e Southea ste rn Naval Stor es Compa ny, which 
is loca t ed sever a l mi les fr o m Bru n sw ick. 

Quincy & P eoria Traction Company, Peoria, Ill.-The 
A ll en E n g in ee rin g Company o f Chi cago has compl eted a 
p reli min a ry examina tion a n d repo rt fo r t hi s com pany t o 
bu ild a n int erurban Ji·n e 121 m iles lo ng betwee n Peoria a nd 
Quin cy, fo ll owin g th e Illi n o is R iver. [E. R. J. , A ug . 5, 'rr.] 

Waukegan, R ockford & Elgin Traction Company, Wauke
gan, Ill.-Thi s company h as placed in operat ion it s line be
tween Pala tin e a nd \ Vauc onda. T he line will eventually be 
exten ded to L a ke Zuri ch. 

Indiampolis, Crawfo rdsvill e & Western Traction Com
pany, Indianapolis, Ind.- I t is repo r ted t hat t hi s company 
has a rra n ged to clos e th e gap o f 45 m il es be tween Cr a w
for d svill e a nd D a nvill e. \York is to be begun in th e sprin g. 

*New Albany, I n d.- F. E. Seag raves, Toledo, O hi o, has 
gon e over t he rout e o f th e proposed road fro m New A lban y 
to F r en ch L ick a nd \ Ves t Ba den Spr ings a nd expresse d hi s 
ab ility to build t he road a nd al so hi s wi llin gn ess to ta:ke 
hold of t h e p roj ec t if h e r ece ived encouragem en t fr om alon g 
the lin e. 

Vincennes, Wash ing ton & Eastern Traction Company, 
Vincennes, Ind.-The r p er cent su bsidy elec ti o n held in 
\\'as hin gtqn a nd J effer son T own ship s,- Pike County, S ept. 
q, in a id o f the co n s tru ct ion o f this lin e fro m V in cenn es t o 
Tell Ci ty, a d ista n ce of So mil es , was carr ied in both t own
ship s. Th e appropr iat ion will amount to $18,000 a nd $10,-
000, respective ly. 

Union T raction Company, Coffeyville, Kan .- P la n s have 
been compl eted and w or k will soon be begun by thi s com 
pay o n t h e cons tructio n o f the w estern loop in Coffeyvill e. 

Shelbyville, Ky.- Pl a n s fo r an electric r ai lway fro m Shel
byvill e t o F ran k fo rt , Ky., a r e r eported to have been aban
do n ed by th e busin ess m en wh o were in tere sted or ig inall y in 
t he cons tru ct ion of the lin e. [E. R. J., A ug. 5, 'rr. ] 

*I b eria, St. Mary & Eastern Railway, New Iberia, La.
T hi s compa ny has a war ded a contrac t to L. M. Linna n, 
Bat on Rouge, fo r g rading this interur ban ra il way fr om New 
I he r ia a lo ng th e rig ht-of-way of t h e Sou thern Pacific Ra il 
way to Oliver Station , thence to Jean er ette, Char en"to n . 
Fra nk li n a nd Berwi ck . This line will cross t he Tech e R ive r 
nea r Char ent on a nd near Frankl in on a s tee l bridge. It is 
plann ed to op era t e ga so lin e m otor cars. F. M . \ Ve lsh, pres
id ent. 

N ew Orleans Railway & Light Company, New Orleans, 
La.- Thi s c.ompany w ill double t r ac k it s Common Street 
lin e from Baronne Street to" Rampar t S tree t in New 
Orlean s. 

United Railways & Electric Company, Baltimore, Md.
It is r eported t ha t th is company pla n s to buil d a 5-mile ex
tension from Ell icott City to S t . Ch arles Coll ege. 

Springfield (Mass.) Street Railway.-The n ew Eas t Street 
exte n sion of t hi s company in Springfield was o pen ed for 
t r affic on Sept. 14. 
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Worcester (Mass.) Consolidated Street Railway.-vVork 
has been begun by thi s company double trackin g it s Tat
nuck line for about r mil e. The company has compl eted 
it s Clinton lin e ex ten sion in \Ves t Boylston. 

Mankato (Minn.) Electric Traction Company.-Thi s com
pany will soon build about a mile o f new track in Manka to . 

*Yazoo City, Miss.-A company is being fo rm ed to buil d 
an electric railway between Yazoo City a nd Canto n. A m o n g 
those int er es t ed are H. Wise, 1. S. H. ee d, T. H. Campb ell , H . 
H. Brickell a nd D. A. Swayze, a ll of Yazoo City. 

Public Service Railway, Newark, N. J.-Thi s comp any 
plans t o build tw o ex t en sio n s in th e \;Vest S ide sec tion of 
Jersey City. 

Fort Ransom, N. D.-E. S. Lovelace, Fort Ran som, a n d 
associates are makin g prelimin a ry arran gem en ts t o co n
s truct an ele ctri c railway between E nd erlin and Fort Tfa n
som, with a n exten sio n late r to Sh eld o n. [ E. R. J ., Jan. 
,, 'r r.] 

Tri-State Railway & Electric Company, East Liverpool, 
Ohio.-Plans a re being m ade by thi s company fo r a n ew 
crosstown ser vice Lwer the Riv er R oa d and Nort h Si de lin es 
in East Liverpool. • 

*Marion, Ohio.-At a m ee tin g o f business m en at Belle
center on Sept. r r, J. R. Snowball, capitali s t of Phil a
delphia, propo sed t o furni sh capital t 0 build an electric 
railway between Rell e Cent er a nd .Mari o n, if th ey wo uld S'.:

cure a free ri ght -of-way a nd secur e. m o n ey for the pre
liminary surv ey. 

Niagara. St. Catharines & Toronto Railway, St. Ca_th 
arines, Ont.-Surveys haY e been m ade a nd plans a r e being· 
made by thi s comp a ny t o build an ext en sion from Port 
Colb o rn e to Bridgeburg, via the sh or e of Lake Erie. 

Pittsburgh (Pa.) Railways.-Th e Committ ee 0 11 Pu bli c 
Service has app r oved a n o rdin ance th at is op en to all bidder s 
cmb ody in o- an ao-r eem ent with the P itt sbu r g h R a ilways r el
ative to it: track: in Murray Avenu e. Under th e agreement 
th e company will shift it s tracks from a private ri ght-of-way 
to the middl e o f Murray Ave nu e from Forward .-\venue tn 
Hazelwood Ave nu e in P itt.:;burgh. 

West Penn Railways, Pittsburgh, Pa.-Thi s compa n y is 
sa id to be comiclering pl a n s for two pos s ibl e routes for a n 
exten sion of it s lin e from Phillip s into l 1ni ont ow n. Suneys 
are being mad e. 

Pittsburgh (Pa.) Railways.-T hi s company is sa id t o b e 
con si derin g plans t o build a n elec tric railway from Beaver 
Falls to Koppel, and t o build a bridge over the Beaver River, 
south of Rock Point, a nd exte nd th e lin e into Ellwood City. 

Abbeville, S. C.-P la n s to con stru ct :rn elect ri c railway 
from Abbeville to Easley, 60 mil es in len:.rth, via Ande r son. 
have ta k en de fi nit e shape a nd work will suon be begun. Th e 
people o f Abbevill e County have agre ed t o r aise $40,000 of 
th e $r_=;o,ooo n ee ded t o comply wit h th e provisi on s of New 
York bankers who w ill fi na n ce t h e proj ec t . The town of 
A ntr evill e, in that county, w ill r a ise a n ad diti onal $ 10,oco, 
and the r em ai nd er w ill be raised in A. ncl erson and Picken~ 
Counti es . [E. R J., June IO, 'rr. ] 

Middle Tennessee Traction Company, Nashville, Tenn.-: 
This ccmpany ha~ award ed th e contract t o i\l cLau ghl ;n 
& Compan y, Franklin, fo r g radin g the proposed -10-mil e 
ele ctric r ailway between Shelbyv ill e a nd F ra nkl in v ia Col
lege Grove . Thi s w ill includ e a _=;o- ft. bridge. A bo ut 6 
miles of th e line ha s been .gr aded . John ·wilk es, 2 Berry 
Block, Nas lwill e, chi ef en g in ee r. [E. R. J., Jun e 24, 'rr.] 

Corpus Christi Street & Interurban Railway, Corpus 
Cl!ristl, Tex.-An ex t en sion of thi s company's loop in the 
South Bluff section of Corpu s Chri s ti will soo n be built. 

Tyler, Tex.-T he bonu s asked by Thoma s O'Hara and 
J{alph E. Hosk o t. Dayton, Ohio, to w hom the City Coun cil 
recently g r a nt ed a fra n chi se, has been rai se d. T h e co n s tru c
tion of the lin e wi ll oegin not later th a n Jan. r. [E. R. J., 
Jun. IO, 'II.] 

Washington & Old Dominion Railroad, Richmond, Va.
Preliminary arran gements are b ein g mad e by thi s compan y 
on it s elec tri c r a il way wh ich is to bisect the nort hwe~tern 
encl o f A lexandria County a nd se r ve, it is sa id , as a con
necting link between the Grea t Fall s & O ld Dominio n Rail 
road and the Bluem ont divi sion of the South ern Ra ilw ay. 

Gradi n g is und er way. Charle s M. Hen ckl ey, president. 
[E . R . J., A ug. 26, 'rr.] 

Kenosha (Wis.) Electric Railway.- Plan s ar e b eing mad e 
by this compa ny fo r a n exten sio n of it s lin es in Ke nos ha. 

Badger Railway & Light Company, Milwaukee, Wis.
T hi :-; con,p any ha s placed in operat io n it s lin e be twee11 
l 'ewa uk ee an d Watertown . The lin e w h en fully completed 
will co nn ect Lake Gen eva, E lkh orn, vVhitewater a nd 
Pewaukee. Gustav P ickhardt , M ilwaukee, chief eng in eer. 
I E. R. J ., Aug. 19, 'r r.] 

Milwaukee Western Electric Railway, Milwaukee, Wis.
T hi s company has award ed the fi r st g radin g contract for 
the con s tru ctio n of its lin e into Ce ntral \ ,V isco nsi n to P. J. 
F inn erty, Oconomowoc. 

*Yellowstone Park, Wyo.-E. J. Haynes a nd associates 
a re con sid erin g plan s to construct a gasolin e m otor line 
t hrough Yellowstone Park. 

SHOPS AND BUILDINGS 
Oakland, Antioch & Eastern Railway, Oakland, Cal.

\Vork w ill be begun at o nce by this company on it s new 
depot at Forti eth Street a nd S hafter Ave nu e in Oakland. 
T h e co mpany's ya rd s a nd freight hou ses a r e al so to be 
built o n S hafter Avenue n ear th e t ermin al point. 

Illinois Traction System, Peoria, Ill.-A n entire block of 
property o n N in th Str eet, betwee n M onro e Street a nd 
.-\dams Stree t , in Springfield has been purchased by th is 
co mp a ny. The buildin g now occupyi n g this block wil l be 
remodeled and con verted into a freight depot. The com
pany wi ll the n devo te the prese nt terminals in th e rear of 
its passen ge r depo t to th e excl u sive u se of passen ger traffic. 

Worcester (Mass.) Consolidated Street Railway.-An 
add it io n w ill be buil t by thi s company a t it s Gates-Lan e car
house in \\' or ces ter. A sprinkl er sys tem will be installed 
a t an aggr egat e cost of between $45,000 a nd $_=;_=;,ooo ancl 
a cis tern for water supply will be built, cost in g approxi
mate ly $3000. The carho u se will be equipp eCI w ith fire doors 
a nd fire wall s. Th ese addit io n s ha ve been de cided up on 
sin ce the o ri gi nal pl a n s we re drawn. 

Ohio Electric Railway, Cincinnati, Ohio.-This company 
will soo n le t th e contracts fo r a new fr eig h t h ouse to be 
ere cted o n Eas t T own Street in Columbu s. The buildin g 
will he 40 ft. x 150 ft. a nd will be const ru ct ed of brick, s teel 
a nd c -:: n cre t e, on e s to ry hi g h. 

Lake Shore Electric Railway, Cleveland, Ohio.-Thi s 
com pany and the Sandusky, F r em o nt & South ern Railway, 
Sandu sky, a nd the Fostoria & Fremont Railway, I<ostoria, 
will occupy th e n ew vVhe el in g depot , which has ju st been 
compl et ed in F rem ont . 

Hull (Que.) Electric Company.-This compa ny will soon 
awa rd con t r acts t o build a n ew n rh ou se, havin g a capacity 
uf twenty-,e·:en ca r s, in H nil. 

POWER HOUSES AND SUBSTATIONS 
Wilmington & Philadelphia Traction Company, Wilming

ton, Del.-This compa ny will er ect a p ower house a lon g 
t he Br andywin e River, near the o n e it n ow operates, at a 
cost of $50,000 exclu s ive of machin ery, e tc. The m ain buil d
ing o f th e st ru cture will be ro7 x r 12 ft . a n d w ill have a n 
aYe rage h eight o f 63 ft. It wi ll be co n s tru cted of brick and 
~cee l a nd will cont a in a dupli ca te p ower h ou se plan t. 

Des Moines (Ia.) City Railway.-This comp a ny has 
award ed a co nt rac t to the J. vV. Turner Improve m ent Com 
pany, Des Moin es, for tb e con st ru ct io n of an add ition t o its 
vower plant in D es i\ l o in es. 

New Hampshire Electric Railways, Haverhill, Mass.
T hi s compa ny advise s th at it has purchase d two bo il er s wit h 
a capacity of IOOO hp for it s p ower ho use in Haverhill. 

Tri-State Railway & Electric Company, East Liverpool, 
Ohio.-Thi s compa ny has purchas ed a n ew 1500-kw Par
son s st eam turbine w ith surfa ce cond en ser for its Eas t 
Liverpool power h ous e. 

Rutland Railway, Light & Power Company, Rutland, 
Vt.-Plans are bein g con sid ered by thi s company fo r a n ew 
power h ou se a nd dam a t Cla rendon Gorge. The specifica
t io n s ca ll fo r a c ir cular r ei nforced co ncrete d,,m "" ith an 
ultimate h eigh t of 96 ft. The power s tation will h e abot1t 
_,o ft. x 20 ft. a nd will co ntain one 500- kw turbine ai1d a 
wa ter w hee l of IOoo-hp. 
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Manufactures & Supplies 
ROLLING STOCK 

Orange County Traction Company, Newburgh, N. Y., 
is sa id to be in th e market fo r t en op en prepayment car s. 

Oregon Electric Railway, Portland Ore., expect s to p ur
chase six m ot o r ca r s, six t een coach es a nd o ne obser va ti on 
ca r. 

Green Bay (Wis.) Traction Company is h aving a 4000-ga l. 
Kenni cott el ectric ca t a rac t sprinklin g car built by t h e Ken
nico t t Company. 

Rutland Railway, Light & Power Company, Rutland, Vt. , 
ha s o r d er ed two 34-ft. semi-co nver t ible moto r ca r bod ies 
from T h e J. G. Brill Company. 

Connecticut Company, New Haven, Conn., has order ed 
t wo l\1c Guir e-Cummin gs st a nda rd lon g-broom s t eel-und er
fra m e sin g le-truck snow sweeper s. 

Internationa l Railw ay, Buffalo, N . Y., has o r de r ed t hree 
1VlcGuire-Cummin gs s t anda rd lo n g-broom steel-unde rfra m e 
sin g le- truck sn ow swe<;pe r s fr om t h e :\ [cCi'uire-Cummin gs 
Manu fac tur in g Company. 

Fort Madison (Ia.) Street Rai lway ha s o rd ered two si n gle 
truck one-ma n pr epaym ent ca r s w ith McGuir e-Cumm in gs 
so lid s teel Co lumb ia n trucks from the ::\lcGuire-Cummin gs 
l'vlanufact uri ng Company. 

Geary Street Municipa1 Railroad, San Francisco, Cal. , 
has com pleted pl a n s a n d spec ifications fo r fo r ty-t hree do u
ble-end pay-as-you-e n ter type closed steel m otor car bodies 
and fo ur ex tra truck s co mplete with ax le s, wheels a n d 
m otors. T h e bids are retu r nable to the Board of Publ i.c 
vVo rks on Nov. I. 

Kok om o, M ar ion & Wes tern Traction Com pany, Ko
komo, Ind., h as o r dered two double-truck in t erurban pas
se nger smok er and baggage cars mounted on M cGuire
Cumm ings 70-A hi gh-speed truck~ and one double- truck 
st ce l-uncl crframe expres~ ca r mounted on :\lcGuire-Curn
mi n gs 70-A hi g h-speed trucks from th e l\l cGuire-Cummings 
::\1 a nufacturi n g Company. 

TRADE NOTES 

George L. Fowler, New York, N. Y., co n sult in g mechan i
ca l engineer , has r em oY ed h is office to 83 Fu lt on Street. 
~e w York. N. Y . 

International Oxygen Company, New York, N . Y., has 
remoyed it s New York offices fr om 68 Nassau Street to II.S 
Broadway, where increase d fac iliti es haYe been secured. 

Q M S Company, Plainfield, N . J. , ha s received orders 
for twn Q 1\1 S specia l and two Q 1\1 S standard car-wheel 
gri nders from the Portland (Ore.) Railway, Light & Power 
Company. 

Ohmer Fare Regi ster Company, Dayton, Ohio, ha s ar
ra n ged to purc hase 4½ acr es of land at Edgemon t, a suburb 
of t h e city, on w hi ch a modern m a nu fac turing plant wi ll 
be erected. 

Cambr ia S teel Company, Johnstown, Pa., has appointed 
Leo Loeb ass ista nt s t eam engineer in the steam engineer
ing departm ent. l\fr. Loeb was formerly assistant professor 
of m ec ha ni ca l engin eer ing at the Rens selaer Polytec h n ic 
Institu te. 

E lectri c Rai lway M aintenan ce Associa t ion, New York, 
N . Y., has bee n in cor porated w ith $50,000 cap ital to .engage 
in ge n eral consul t ing a n d elec tri cal engin eering business. 
Tncorpo rat o r s: A .. B. Her r ick. C. G. Boyden, ~ew Yor k. a n d 
] . K. J\fann, Brooklyn . 

American Rolling Mill Company, M iddletown, Ohio , ten
de r ed a banquet on Sept. I t o its en t ire sa les and opera tin g 
depar tm ent s. Sever al a ddresses wer e m ade by m ember s o f 
th e execut iYe st aff a nd head s o f department s. The b an quet 
was coinciden t w ith st a rtin g up of the compa ny's Eas t Side 
works. 

National Carbon Company, Cleveland, Ohio, is b uilding a 
new c ar b on plant at N iagara Fall s w hi ch is t o be r eady fo r 
occup a n cy some time in October. The company will manu
fac ture carbon electrodes exclusively at this plan t. T his is 
t h e sec ond plant wh ich the company h as built du rin g t h e 
pas t yea r, the other being at Tor onto, Ont. 

Universal Lubricating Company, Cleveland, Ohio, has 
appointed T. U. Franklin general sales manager, effective 
O ct. I. Mr. Franklin was form erly associated with the In
dian Refining Company and was for several years con
nect ed with th e T o ledo & Western Railway. Previous to 
tha t time Mr. Franklin wa s identified with steam railroad 
wo rk in th e Middle West. 

Chicago Pneuma,tic Tool Company, Chicago, Ill., at a 
m eetin g of th e board of directors on Sept. 26, will consider 
a pla n fo r the acquisition of a controlling interest in the 
S t. Pe t er sburg (Russia) Pneumatic Tool Company, capital
ized a t $500,000. The company has recently established 
new b ran ch offi ces a t Brussels, Cop enhagen, Stockholm and 
Chri s ti ania . Ch arl es Booth ha s resigned as vice-president 
o f th e compa ny on account of ill health. 

Hall Signal Company, New York, N. Y., announces that 
\V. A . P eddle, s ig na l eng in eer of th e company, in charge of 
es t imat in g a nd con stru cti on, with office in Garwood, N. J., 
has b een tra n sferr ed t o the sa les department, with office 
in i\'ew Y ork. H. L. Ho lli st er , en g ineer for the W estern 
dis trict, w ith offic e in Chicag o, succ eeds Mr. Peddle. W. G. 
H ovey, recen t ly w it h th e H all Sig n al Company, has be
com e connec ted w ith the r a il_w ay sale s department of the 
O k onit e Com p any, New Y ork. 
.. W . Frank Carr h a s r es ig n ed as chi ef engineer of the Falk 
Company , Mi lwauk.ee, W is., effec tive Oct. I, 191 I. Mr. Carr 
was born in H olyo ke, M ass., in 186 1 a nd was graduated 
fr om the Ma ssachu setts Agri cultura l Co llege (Amherst) in 
r88 r a nd as a civil eng in eer from the M a ssa.chu setts Institute 
of T echn o logy in 188-4. He was a ssistant brid ge en g ineer of 
t h e Bos t on & L ow ell Rai lroad th e fi r s t y ear after his grad
ua t io n , a nd the n served fo r a year a s a profes sor in the 
en g in eerin g depar tmen t of th e U niv er sity of Minnesota at 
Minn eapolis. Subsequ en t ly h e op en ed a n o ffice in Minne
apo li s as a co ntract in g a n d co nsu lti n g en g ineer. In Aug ust, 
1ssg. Mr. Ca rr b eca m e con n ect ed w ith th e Minneapoli s Street 
Railway, scrY in g as ass ista n t en g ineer during the construc
tio n of t h e Selby Avenu e cable lin e in S t . Paul. In 1890, at 
the ti m e of t h e ch a n ge o f m o t ive pow er of the company's 
lin e fro m cable to elec tr icity, h e was app oi nted chief engi
neer. in w hi ch capac ity he h ad per sonal supervision over 
the elec tr ifica ti o n of 190 mile s o f road, including overhead 
and. track co n stru cti o n , des ig ning of rollin g stock, etc. He 
resign ed from t h e Minneapoli s S treet R ailway in December, 
1891, to accept th e posit ion of gen era l manager and chief 
engineer of the Roan oke (Va.) S tree t R ailway and the Ro
a n oke Elect ri c Light & Power Com pa ny, a nd supervised the 
recon structi on a nd ext en sio n of these sy st ems. He was 
superin tendent of elec trica l con stru ct ion of the West Chi
cago Street R a ilway from Mar ch I , 1895, to June I, 1896, 
covering t h e period o f ch ange o f m o tive power o f this 
co mpany from horse t o ele ct ri city. F r om June, 1896, to 
Ap ril , 1899, h e was chief en g ineer o f th e company, and 
du rin g t h is time a lso sup eri n t en ded t h e elec trification of 
t h e L ak e Str eet E levated Ra il roa d. Mr. Carr became con
nec t ed w ith th e Fa lk Compan y as chi ef engineer in April, 
1899, a n d h ad th e en ti r e man agem ent for the company of 
t h e sp ec ial work departmen t a n d th e contract work for the 
const ru ct io n of city and in te ru rban sys t em s. Mr. Carr is a 
member o f th e A merican Society of Civ il Engineers and of 
t h e U nive r s ity Club of l\Ji lwaukee. He is succeeded in 
th e Falk Comp any by W. C. Burdick, w ho is a graduate 
civ il eng in eer from the U nive r s ity o f Wi sconsin. Mr. Bur
d ick wa s employed by sever a l r ailroad and manufacturing 
companies for four yea r s, and fo r the last six years he has 
been ass ista nt en g ineer o f th e special-w'ork department of 
the Falk Company. · 

ADVERTISING LITERATURE 
George W. Richardson, Chicago, Ill., has issu ed a folder 

wh ich descri bes a n d illu strat es the Richardson direct-read
ing sli de rule. 

J. J. McCabe, New York, N. Y., is mailin g a circular which 
ca ll s a t tentio n to the n ew s ty le M cCabe tw o~in-one heavy 
patt ern double-spin d le lathe. 

H . M. Byllesby & Company, Chicago, Ill., have reprinted 
in p amphlet form the address delivered by H. M. Byllesby, 
pre sident of th e company, at the annual convention of the 
Ameri ca n In stitut e of Electrical Engineers, Chicago, Ill., on 
June 27, 191 1. A n ab stract of this address was printed in 
the ELECTRIC R AILWAY Jou RNAL of July I, 19II. 




