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,, 
GEAR RATIOS T he influen 1~?toi: gear 
AND POWER ratios upon p tion and 
CO~SUMPTION schedule speed 1s tmquestionably 

recognized, but it is doubtful whether th e possible extent 
of th e influence is thoroughly appreciated. On a run where 
hut six or seven stops per mile a re made and where sched
ule speed is moderat e gear ratios may, of course, be rela

tive ly unim portant, but when the stops per mil e rise to 
twelve or fourteen literally enormous savings or losses may 

he caused by comparatively small clifferences in the ratios 
usccl. T hi s point was well brought out recently when it 

\Yas found .t int on a certain run a car geared in the ratio 

of about r :-1-.5 used some 20 per cent less power on th e 
same run than one geared in the ratio of r :3.5, the motor s 
being of the same capacity in both cases. At first glance 

this seems to be unreasonable. Yet if it is known that th e 
run required some twelve stops per mile with an interval 

between stop-; of 4-1-0 ft. the apparent discrepancy is ex
plained at least in part. Allowing the small distance of 

qo ft. for the reta rdation of braking before the stop, 
there is but 300 ft. left fo r acceleration , running and coast
ing, and as acceleration, with its controll er losses, required 

120 ft. with the high gear ratio against 70 ft. with the low 
one, the former nearly doubl ed the opportunity for wasting 

current in resistance and in reduced motor efficiency. In 
addition, the distance available for coasting, the most im

portant means for saving power, was decreased 22 per cent . 

THIS YEAR'S 
TECHNICAL 
GRADUATE 

During the coming month a large 

number of new electrical engineers 
will receive their diplomas from the 

technical schoo·ls of the country and will be seeking occu
pation, many undoubteclly in the electric railway field. This 

industry is not growing so rapidly as it once was o r , com
paratively speaking, at as great a rate as some other fi elds 
of electrical enterprise. At the same time, the traffic car-

rice! by th e electric lines of the count ry is increa sing, even 
if th ere ha s not been recently a very large expansion in 
mil eage, and the industry need s the services of every man 
who can help to solve its problems. If th e new graduate 

should ent er th e electric railway field , he will soon find 
that th e quest ions to Le solved in it arc not all of a tech
nical cha racter ; indeed, some of the most important of them 

at present are, in our opinion , not directly all ied to engi
neering, although an engin eering education would be of 

considerable help to one who attempt s their solution. Those 
who engage in such work as va luati ons, for instance, or 
some of the complicated problems of operation, must have 

a very much wider fi eld of knowledge than that usually 
found in the eng ineering school s, and for valuat ions it is 
questionable whether a thorough training in financ e and 
.iccounts is not a much more important preliminary qualifi

ca tion. It is unfortunate that an increase in the known 
facts in any branch of engineering necessarily means : 
g reater speciali zation in the technical school s vv·here that 

branch of engin eering is taught. To keep pace with the 

growth of the science itself subj ects not closely a lli ed with 
it are gradually lopped off from th e curriculum, ancl the 
result is that the student emerges from his four years· 

cours e with more knowledge undoubtedly about one thing 

than that possessed at the same time by the graduate of t en 
years or more earlier but much inferior to the latter in hi s 

kn owledge of related subjects. This, by itself , is not a 
handicap if the student recogni zes th e condition which 

exists, but he should realize that he must acquire either by 

study or practice the elements in which his training has been 

lacking. Otherwise he cannot be prepared to give as good 
service as if his education in the technical school had been 

of a broader charac ter. 

THE COMING 
PROBLEM OF 
VALUATION 

T he fa r -reaching possjbilities of the 

forthcoming valuation of the rail

roads under the jurisdiction of the 
Interstate Commerce Commi ssion were ab ly set forth at 
the May 22 meeting of th e A merican Institut e of Consult

ing E ngineers . as noted in last week's issue. Ostensibly , 

the valuation is to be used as a basis for rate making. but 
more than one of the engineer economists at this meeting 
saw in this project the overture to the drama of public 

ownership. The possibility of this outcome again confirms 
Herbert Spencer's observation in ''The Sins of Legislat
ors" that laws which affect the social structure often result 

in changes undreamed of by their sponsors. The immen
sity of the task before the commission is evidently appreci
ated by men who have themselves led in the solution of 

problems calling for the high est degree of ability. To them 
the valuation of a railroad is not th e cataloging of "a mass 

of inert objects," as apt ly expressed by Mr. ·Wilgus, but 
an attempt to price a pulsating organism whose ganglia 
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extend into every part of the body social. The great dis
crepancies between the valuation figures of traction and 
municipal representatives in the case of St. Louis and 
oth er cities is fair warning that in evaluating steam rail

roads much will depend upon the cultivation of a broad 
and fair-spirited point of view. The great desideratum is 
that the authorities should treat the railroad investor with 
the same degree of justice that they do the capitalist in 
other fields whose increment is not questioned. There is 
r.o doubt in ou r minds that many of the states will follow 
the example set by Congress and during the next few 
vears wi ll require valuations of all of the public utilities 
within their jurisdiction. \Vhether a per son believes that 
such valuations will be worth their cost or not, there is 
certainly a popular demand for them, and with the prece
dent set for the interstate carriers local valuations will 
undoubtedly fo llow. For this reason it is advisable _for all 
electric railway companies to be prepared for such a con
tingency and keep their accounts so that such valuations 

can be most easily made 

RAILWAY PAPERS AT THE INSTITUTE 

At the last meeting of the American Institute of E lec
trical Engineers two important papers on the electrifica

tion of main-line railways wer e presented by authors rich 
in experi ence of the heavier elect ric traction, Both at
tacked th e problem in a broad way, taking account of the 
various elements of cost which enter the work of heavy 

electrification and particularly the effects of heavy grades 
in the freight traffic as handled by steam and by electri c 
locomotives respectively. Finally, after a complete compu

tation of the cost, both writers arrived at almost identically 
the same ratio between the compl ete operating cost ,vith 

equal traffic by steam and by electricity. They agreed in 
setting the estimated cost of the electric operation at prac
tically five-eighths of the cost of doing the same work by 
steam locomotives. This identity of results is the more 
interesting because Mr. Hobart was · considering a special 
concrete case now on the way to completion, while Mr. 
Kahl er considered another case, evidently also concrete, a 
road nearly five times the length of that consider ed by Mr. 
Hobart, with lighter average grades and more typical of 

main-line conditions as a whole. 
Mr. Hobart reckoned on high-voltage d.c. locomotives 

and Mr. Kah ler on the single-phase system, which makes 
their respective estimates all the more striking. One very 

noticeable feature of both is that they assumed the purchase 
of power from transmission systems at what is relatively a 
very low figure, 0.7 cent in one case and 0.75 cent in the 
other. In a large number of cases trunk-line roads will un
doubtedly be able to secure transmitted power for their 
work. and in some instances at prices certainly as low as 
those quoted. It is perfectly plain, however , that the aver
age road compelled to furnish it s own power under th e 
conditions of a scattered and none too heavy service would 
not stand a fighting chance of securing it, all charges paid, 
at the figures mentioned. Transmission from hydroelectric 
piants or from very large and favorably situated steam 
plants able to take the railway service as an incidental load 
are essential to the validity of t.he comparisons made in 

these papers. About the ~ame general characteristics of 
performance are assumed for the locomotives in each case. 
Mr. Hobart on his assumptions of equipment and service 
found the transportation charges of the electric system 
about 85 per cent of those of the steam system. Mr. Kahler 
made the same relation about 67 per cent. a difference which 
is easily explicable on account of the differing nature of 
the two roads considered. In both cases the practical ad
vantages of the electrical equipment are, first, the fact that 
the whole weight of the electric locomotive is on the driv
ers and available for tractive effort; second, that the electric 
locomotives can unquestionably make a greater mileage per 
year than the steam locomotives, and, third, that they also 

have a great advantage over the steam locomotives in the 
matter of r epairs and continuity of service. 

Now. as regards the first count, there is absolutely no · 
doubt about the facts . The tractive effort of the locomo
tive, assuming full power supply, depends simply on the 

weight available for adhesion, and the electric locomot.ive 
here is most strikingly superior. For a given total locomo
tive weight it has about half as much again possible trac
tive effort as a steam locomotive of the same weight, and 
since the electric locomotive does not have to carry ib 
power station on its back a very large power supply is 
available and considerable tractive effort at relatively high 
speed can be attained. As regards the second matter, as 
has just been shown, the practicable hauling power of the 

electric locomotive is available at a considerably higher 
speed, so that as· regards daily mileage the electric machine 
can reasonably be counted on to make nearly double the 
distance per day practicable with the steam locomotive. 
Mor eO\·er , there seems to be no doubt, although this phase 
of the matter belongs in part to the next topic, that the elec
tric locomotive will also be available for this duty a good 
many more days per year than a steam locomotive owing 
to the lesser amount of repairs, not necessarily of large re
pai rs, but such as prevent its use on the road. 

\Vith respect to the serviceability of the electric locomo
tives data are scarce. We think there is absolutely no 
question that they can be depended on to be in service a 
considerably larger portion of the time than the steam loco
motives, but, on the other hand, the only available data are 
those taken from roads which present anything but typical 
cases of trunk-line electrification, the only figures on any 
considerable scale being for work in and about the ter
minal systems of New York City. These are instructive in 
that the amount of service is considerable, but they throw 

very little light on the performance of even the same ex
cellent locomotives in the rough-and-tumble work of every
day hard service doing the entire work of a through line. 
Admirable as these machines are, one must discount some
thing for the contingencies· of continuous and heavy service 
on an electrified trunk line or mountain division. We look, 
therefore , with a somewhat critical eye at the great differ
ence in maintenance estimated in both the papers under 
consideration. This matter is one of the uncertain factors 

of the problem, and while there is little doubt that the elec
tric locomotive has a material advantage, its magnitude 
cannot be predicted on any data yet available. The fact is, 
however, that the thing which checks .the development of 
trunk-line electrification is not uncertainty regarding the 
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performance of the equipment nor doubt as to th e proba
bility of a very material saving, perhaps not so g reat as 
here indicated but yet enough to be fully worth while. 

The fundamental difficulty is th e cost of the electrical equip
ment added to the burden of fi xed charges under which 
most roads are already staggering. The condition of th e 
average reputedly prosperous American road, to judge from 
the disclosures made of late with reference to wages and 
rates, is not such as to admit the immediate possibility of 
adding to the fixed cha rges even so modest a sum as the $17 
per mile figured by Mr. Kahler. On the engineering side 
of the matter there now remains no serious doubt. It is 
the financial difficulty which stand s in the way of progress. 

THE ISSUES IN CLEVELAND 

The Cleveland Ra ilway and the city o f Cleveland are 
seeking a settl ement of various quest ions a ri sing in connec

tion with the ordinance under wh ich the company operates. 
The proceedings have not the benefit of the attendance of 
Judge Tayler, who acted as arbit rator fo r both the city and 
the company when th e ordinance was drawn and who would 
have been a logical interpreter of the contract had he lived. 
The members of the board of arbitration upon whom the 
important duty of expounding the spirit as well as the 

letter of the contract rests a re Mr. D uffy for th e company, 
Mr. du Pont for th e city, and J udge K illi ts, of the United 

States Circuit Court, who is the third member. 
The board, of course, is not to go back of the arrange

ment which was embodied in the ordinance of 19IO. It is · 
not asked to question the reduction in capital value of the 
company upon which the low-fare arrangement now pre
vailing in Cleveland is primarily predicated. It will not 
analyze the method of valuation followed when this reduc
tion in capital value was forced by the city. It will take 
no cognizance of the fac t that the owners of the capita l 

stock were obliged to have their securities r educed to 55 
per cent of what they were previously. It simply accepts 

the conditions of capital value and of settlement named in 
the ordinance and proceeds to interpret them without rela

tion to the heavy loss of the company which preceded th e 

present working arrangement. 
Taking the capital value of the Cleveland property at 

the point to which it was cut, the ordinance provides fo r 
arbitrary charges per car mile for maintenance, deprecia
tion and renewal and for other operating expenses. T he 
justice of the claim of th e company regarding the question 
of increase in the so-call ed operating expense all owance 

has already been conceded in part by the ci ty. Mayor 
Baker has signified consent to an increase from 11 ,½ cents 
to 12 cents per car mile fo r this purpose. Under the ordi

nance this amount is designed to cover operating expenses 
exclusive of charges fo r maintenanc e, depreciation and re
newal. The company asks fo r 12,½ cents in order that it 
may have a margin above its est imated probable cost and 
may use that margin in reduction of the present defi cit in 

this fund. The city states that the company has not shown 
why its operating expenses have amounted to as much as the 

books indica te, but the facts a re that it granted a car-mil e 
allowance of Ir ,½ cents when the ordin ance was drafted, 
that the wages of trainmen have been increased since that 

time and th at the ci ty does not obj ect to the wages pairl. 
T hese wages amount to one-half of the car-mile a llowance 
ava ilable. T he language of the ordinance with reference 

to the trea tment of de fi cits is as definite as it can be. The 
amounts may be increased or decreased from time to t ime 

so as to enable the company to meet legitimate expenses of 
operation and " to prevent or make good any deficit on 
account of such expenses." 

A question of equal import ance is that of the a llowance 
per car mile to be deducted from revenues fo r maintenance, 

depreciat ion and renewal. The company has not only ex

pended all of the car-mile allowance, it has over-expended 
this fund and it has no reserve for deprecia tion. T he con
tract specifically provides for a maintenance, depreciation 

and renewal account. It does not fi x any arbit ra ry division 
in the application of this fund for these different purposes 

lt does, however, by its inclusion of these terms recognizt 

that depreciation is an element of expense tha t is a llied with 
maintenance and renewal and that protection against · it~ 

effect should be furni shed. If the ordinance provided for 
maintenance alone, the question that the city raises as tu 
whether the company has maintained the property in 70 per 

cent condition would be more appropriate. If the ordinance

provided a car-mile allowance for maintenance and renewal 
a lone, the application of this account still would be much 

less far-reaching than its framers apparently designed it 
to be. When the company shows that it has mer ely an 

empty deficit in place of a tangible balance it proves that 
it has no reserve whatever fo r fu ture revelations of depre
cia tion accruing dai ly. 

In connection with the treatment of the operat ing ex· 
pense fund, the city has raised issues in reference to the 
right of the company to set up reserves for insurance and 

damages. It asserts that these reserves have no righ t 
to existence beyond the close of each fiscal year. The 

amounts involved in each case are r elat ively small. T he 

insurance r eserve rea lly seems to be a matter of adminis
trat ive detail, and while its creation is necessarily more or 
less of an arbitrary procedure, since the company is car ry

ing part of its own insurance, to the extent that it is doing 

so it is unprotected unless it has a r eserve upon which tc, 

draw in the event of loss. T he retention of an accident re- 

serve represents an attempt on the part of the company to 
charge its current revenues with amounts approximat ing 

its unliquidated liability. T his is much more than a matter 
of accounting procedure. No one who borrows withom 

security a t a bank is regarded as honest unless he list s hi~ 

known liabilit ies. In th e case of a street ra ilway the liabili
ties are not determinable except as the experience of the 

past serves as a guide. T he company is protecting itself 
properly against claims which may be presented late. 

T he word ing of the ordinance is that the amounts at 

issue may be changed by agreement between the city and 
the company or, in the event of disagreem ent, by arbitra
tion. This appears to imply that responsibility r ests upon 
each party in the proceeding to prove its case and shou)d 
relieve the extent of the burden upon the company in an 
arb it ration. The proceeding, therefore, is not one in which 
th e relations of the parties should be those of prosecutor 
and prosecuted, but one involving the defini tion of term s. 
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New Double-Deck Cars for Pittsburgh 
The Double-D eek Prineiple, Which " ras Heviwd by the Construction During the Past Year of Trial Cars of This Type for 

Sewral Different Cities, Has Now Passed the Experimental Stage, the Pittsburgh Railways Having 
Purehased Fin, of Them for Regular Service 

The revival of interest in the double-deck ca r which 
occurred last summer on account of the simultaneous devel
opment of two widely different design s has been accom
pan ied by much comment adve rse to the pract icability of 
the principle. These cars have been in experiment al use 
fo r a yea r in va rious classes of serv ice, ancl it is a sig
nificant fac t that for certain traffi c condi tions in P ittsburgh 
t he double-deck car has proved so advantageous that the 
P ittsburgh Rai lways has recently purchased five new cars 
o f thi s type. 

T hese cars a re intended not a lone fo r special se rvice to 
parks, ball games, etc. , but a lso for regula r runs on one 
of the city lines. On this lin e, howeve r , 75 per cent of 
the passenge rs a r e loaded at fiv e points in the centra l part 
uf the city. Contra ry to the somewhat prevalent belief that 
the double-deck design involves an enormously high first 
cost, th e quotations whi ch were made for the fi ve ca rs 

Eide of the front doo rw ay, which is used only as an exit. 
T he stairway for ascending passengers is, in consequence, 
on the opposite side of the car from the door, which is used 
as an entranc e, and the fare box , behind which the con
ductor is sta tioned, is located near the foot of this stair
way, as shown in the 'accompanying illustration. This ar
rangement provides a loading space having a length of 
approx imate ly three-quarter s of the width of the car and 
gives room for about eight entering passengers between the 
door and the fa re box. 

T he seats on th e upper deck are longitudinal and are 
arranged back to back in th e center of the car the same as 
in the original ca r , the space und erneath the seat s providing 
a clear headroom fo r the first fl oor of 6 ft. ¼ in. In the 
new design, howeve r, these seats are curved outward at the 
ends of the car so that headroom fo r the motorman on 
the lowe r deck is provided across the full width of each 

Pittsburgh Double-Deck Cars-View of Original Car Showing Separate Exit and Entrance Doors 

were fo und to be exceed ingly low conside rin g the increase 
in seating capacity. In fact, the actual price paid fo r each 
amounted only to approximately $1 .500 more than the cost 
of a standard single-deck car. 

T he general arr angement of the new cars follows quite 
closely the original design described in the ELECTRIC RAIL
WAY JOURNAL for Aug. IO, 1912, page 20-1-. but as the orig
inal ca r was intended fo r experimenta l purposes only, a 
number of changes in the equipment and in the detai ls of 
the design have been introduced by the inventor, P. N. 
Jones, general manager Pittsburgh Railways. who has ap
plied for patents to cover the design. 

GENERAL ARRANGEMENT 
As in the original design, the new ca rs a re carried on 

small wheels to permi t the use of a low main floor which 
is only 28¾ in. above the rail. The center portion of the 
main floor is depressed to form a well from which the 
stai r s extend to the upper deck and which also provides 
space for separate entrance and exit doors. The two 
stairways are located on either side of the car but fac e in 
opposite directions, the exit stairway having its foot along-

end. In consequence the motorman can stand erect on the 
lower deck when operating the car without having his 
movements restricted, as on the original car, to a space 
equal in width to the aisle between the first-floor seats. 

T he over-all length of the new car is 47 ft. 2 in. and the 
width is 7 ft. ro in., both dimensions being app roximately 
standard with the newer single-deck cars of the P ittsburgh 
Railways. This makes the new cars shorter but wider than 
the original, which was built in the railway company's shop 
by fastening two small cars end to end and putting a second 
deck over them. The trucks are set on 22-ft. 2- in. centers 
ancl each end of the car is in consequence almost exactly 
balanced oYer one of the trucks. The over-all height is 
13 ft. 8 in. , 9 in. less than that of the original, and the clear 
heights for the upper and lower decks a re respectively 6 
ft. and 6 ft. ¼ in. T he headroom at the centrai wall is 
approximately 6 ft. 3 in. 

The center part of the roof is made 4 in. higher than at 
the ends, since at the middle section of the car which is 
occupied by the well it is necessary to have a clear head
room of at least 6 ft. over the full width of the car for 
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both decks. E xcept a t the centra l _.wcll , howeve r . th is is 
not necessa ry as the ckar headr oom ha s to be 1nai n1 ai 11 l'd 
o nly in th e ai sles, and at the sid es of th e upper deck th e 
floor is depressed 4½ in . to fo rm a wa lkin g space in fron t 
o f th e longitudin al upp er -dt'ck scats. The depressed ends 
of th e roof have been prov id ed in order to permi t the t ro l-

Pittsburgh Double-Deck Cars-View Showin g Controller 
Under Stationary End-Seat with Extended Shaft 

for Operating Handle 

ley pole to s,Ying out on•r th e ed ~e o f th e roo f 01 1 a cury e 
under a low bri dge a nd a lso to pe rmit the insta1la tion o f 
roo f ventilators without addin g to th e o,·er-a ll height of 
th e car. These vent ilator s a re less th an .+ in. hi gh a nd they 
cl.o not extend above th e le vel of th e center part of th e roof. 
They are in staU ecl in stead of a fo rced-draft ventil at in g 
system because th e ex peri ence obtained with th e o ri g in a l 
car ha s indicated that th ey will be sufficient even in win ter 
wea th er wh en th e car is compl etely inclosed. 

P r acti cally th e wh ole side of th e car is des ign ed to act 
c:s a bea m and th e ent ir e w eight of the ca r is t r ansmi tted 

tnp and a ¾-in. x -1, - in. ha r at th e l,ot to111 to ser ve as rci 11 -
fo rce111 en l. T h i» -.cc tion o f the s idin g- is ti ed mt o th e s id
ing on th e lower deck b) the sid e [Hi.-.L' . \\ h ich a r e made o f 
two steel pl a te-. on ei th er side 1i f a 3-m. chann el iron and 
a wooden spacer. The low <: r st;clion of the sidi ng is 
fo rmed by 3/.-p-in. pl a te, r ein fo rced by a ¾ -in. x 3- in. bar 

Pittsburgh Double-Deck Cars-View at Rear End Showing 
Controller and Brake Handles Removed to Pro-

vide Room for Seated Passengers 

a t the top or ju~t beneath tli e \Yin dow sill s on the fir st fl oor 
and r ein io rcecl a t the bottom by a 3- in . x ¾- in . ang le ,Yhich 
takes the place o f the s ide sil l. 

Th e body bolste r s whi ch tra nsm it th e load from th e sid es 
to th e t ruck cen ter pla tes a r e made up of pressed sh apes to 
fo rm a box g irder, th e diaphragms a t the top and bottom 
being 111 ade o f ?~ - in. plate and ½ -in . pla te respectively arnl 
haYi ng a ,Yidth o f 15 in . T he center ·sill s. wh ich serve only 
as a means to a li .,or b pushin g and pulli ng st r ain s. a re mad e 
up of t \\' o -4-i n. chann els set " ith th e fl anges ver ti cal. At a 
poi nt on eith er side o f each bol ster these two cha nneb 

Pittsburgh Double-Deck Cars-Door Operating Mechanism and View Showing Guides for Bottom of Door 

to thi s , no underframin g being usecl out sid e o f th e t wo 
center siU s for tra nsmitting pushing and pulling strain s. 
T he porti on of th e ca r siding which ca rri es out thi s beam 
action ex tends up to the windo\\ sill s on the second fl oor , 
the sidin g between th e upper ancl lower windows being 
made up o f 3/ 32-in . plat e with a 3-in. x ;Ys- in . bar a t th e 

d iverge, ex tendin g a t a -1, 5-deg. angle to the ends of th e 
bolsters to take up any t endency of the fr ame to rack. ln 
th e center por t ion of the ca r wh ere th ey a re again brought 
para ll el an cl close together they a re bent down wa rd under 
th e centra l well and assist in supporting its floor. F loor 
beams, of cour se, complete the framin g. 
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SEA TlN G A k kANGE M ENT 

The seats on the lower deck are in general transverse, 
and as previously mentioned those on the upper deck are 
set longitudinally to provide headroom in the aisles for 
the first story, thus following the same principle used with 
the original design. Additional seats a re, however, pro
vi<led wherever space for them exists, so that on the lower 

== -- --

EN TRA N CE AND EXIT FACILITIES 

The feature of two widely separated doors, of which one 
is used for an entrance and the other is used for an exit, 
as developed in the original P ittsburgh double-deck ca r, is 
retained in the new design. The separation of the two 
doors by a distance of approximately 7 ft. has been found 
to be very effective in separating incoming and outgoing 

'I'- SeatOver 
Stairway 

Second Floor Plan 

_j( S!oOoor·-.:4 
1 11 

:

i<- - - - ----- fc - 8 - - - - ----->! 
Fir s -t Floor P la n 

Pittsbur gh Double- D eck Cars-Plans of Upper and Lower Decks 

deck two semi-circular seats for fi ve passengers each are 
provided at either end of the car and four single seats ar e 
placed next to the well. F our longitudinal fo lding seats 
are provided in the center well, of which two , seat ing two 
!)ersons each, are located opposite the doors on the blind 
,ide of the car. The other two, one alongside each stair
way, seat three passengers each, but only one of t hese seats 
ts used at one time. T he semi-circula r end seats at the 
<:'Xtreme ends of the car are stationary and the one which is 
lt the r ear of the car is used to seat passengers, the one at 
che fro nt being used fo r a space for the controller and 
f) rake handles as described late r . 

On the upper deck, in addition to the longitudinal seats, 
chere are two t ransverse seats, each seating two persons, 
at the ends of the stair wells. T hese, together with the 
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crowds of people and accounts to a considerable extent for 
the rapidity with which passengers have been handled in the 
t rials, some of which were reported in the issue of Sept. 14, 
1912, page 414. 

One of the schemes for avoiding delay in unloading 
passengers from the upper deck is the elimination of the 
usual push buttons from that floor. There is, however, a 
push button at the head of the exit stairs, and signs are 
prominently displayed to call attention to its location. Up
per-deck passengers are, therefore, required to be ready 
to descend the exit stairs before they can signal the car to 
stop and, as both the motorman and conductor control the 
exit door and see the feet of any descending passenger, the 
chance of carrying anyone past his destination is limited. 

T he depressed portion of the lower deck which forms the 
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!4f[' a f Cen fer--' Sectional El evation 

Pit t sburgh Double-Deck Cars-Cross-Sectional Elevation 

longitudinal seats, provide a seating capacity of fi fty-six 
persons for the upper deck, and as the lower deck will 
accommodate fifty-four passengers, the total seating capac
ity of the car is IIO. The weight of the car completely 
equipped is 38,700 lb., giving the unprecedented figure of 
352 lb. per seat. 

center well reduces the height of the step from the ground 
into the car to 13¼ in. From the doorways there is a 
slight slope upward to the center line of the car amounting 
to about 1.½ in. and formed by gradually increasing the 
thickness of the fl oor strips, a safety tread being provided 
at the edge of the step. From the wall to the main floor 
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of the lower deck there is a step of 12 in. and a short 
ramp 2 ft. long gives an additional rise of 2 in., bringing 
the main floor to a height of 28¾ in. above the rail. Access 
to th e upper deck is effected by a series of eight 9-in. steps 
which start from a small landing s¾ in. above th e floor of 
the well. These stairs are restricted in width to 18 in. in 
order to prevent any possibi lity of double lines of passen
gers either ascending or descending, as the fact that the 
stairs are used only in one directi on obviates any necessity 
for crowding or the passing of passengers whi le on them. 
Passengers thus have an opportunity to use hand-holds 011 

both sides of the ·stairs if the necessity arises, and this 
minimizes any tendency toward an increase in the number 
o f interior accidents due to the presence of the stairs. 

The doors are pneumatically operated by the system 
which has been mad e standard in Pittsburgh except that 
owing to the restricted headroom the apparatus has been 
reduced in size so that the mechanism takes up no more 
space than the channels which support the floor. With this 
device each doorway is provided with two doors, each one 

Pittsburgh Double-Deck Cars-Entrance Doorway and 
Fare Box 

of which is equipped with roller supports and guides to 
define its movement. At the side of the door near the 
doorpost there is a pin sliding in a guide extendi ng straight 
inward from the doorpost so that the outer edge of the 
door is compelled to travel straight in and out. At a point 
about one-third of the width of the door from the other 
-edge is another pin which sl id es in a straight groove, mak
ing an angle of about 30 deg. with the plane of the door
way, and this compels this edge of the door to travel across 
the doorway as would a sliding doo r. The result of the 
combined movement of both ends is to make the door as a 
whole slide into open position around a sharp curve, taking 

-i ts open position at right angles to the doorway and in line 
with the doorpost. T he two doors in each doorway are 
mutually operated by means of a simple bell-crank a rrange
ment as shown in the illustration on page 959. 

EQUIPMENT 

T he car is equipped with '' low-floor " type of truck with 
24-in. wheels and small motors, as described in the ELECTRIC 

RAILWAY JOURNAL for Aug. 3, 1912, page 154. Four ui 
these motors are used, and for their operation a no vel form 
of control has been developed. The master controller used 
wi th this equipm ent is so small that it is placed und er th e 

Pitts burgh Double-Deck Cars-View Showing Trolley 
Harp Mounted in Depression in Roof 

semi-circular end seat which is located at each end of the 
car. An illustration on page 959 shows the arrangement 
of controller and brake handles on the original type of 
double-deck car, and from this it will be seen that passen
gers are able to sit immediately over the controller so that 
no seats need be lost on account of its existence at th e 

Pittsburgh Double-Deck Cars-Interior View of Upper 
Deck Showing Depression in Roof for Trolley Harp 

rear encl of the car. \Vhen the controll er handle and 
brake handl e are removed from their shafts, as shown in 
the other illu stration, no space is occupied outside of the 
vertical partitions, which a re installed on the end seats and 



ELECTRIC RAIL\VA Y JOURNAL [VoL. XLI, No. 22. 

which really serve as spacers to prevent any passenger from 
occupying more th an a fair sha re of the seat. 
. It is r eported that a number of tests of the new control 
have been made during the past three months, and these 
have shown that it saves an average of IO per cent in the 
consumption of current compared with the standard re
sistance types. No res istance is used except at the first 
control point , and it has even been found that the car could 
be operated without resistance at all except for the fact 
that after the gears are somewhat worn the absence of 
res istance at the time wh en a ll motors a r e thrown on to the 
lin e in series causes the car to j erk. The res istance has 
been added to provide fo r back-lash in worn gears. A 
deta iled description of this new device will be given in a 
later issue of the ELECTRIC RAILWAY JoURNAL. 

A noth er novel feat ure of th e ca r is the provi sion for 
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Pittsburgh Double-Deck Cars-Cross-Sections at End and 
at Center 

keeping a ll parts of the trolley pole and harp below the 
high point of the roof, which enables the trolley to pass any 
overhead structures under which the car itself will go. 
This is effected by mounting the trolley harp and pole in a 
depress ion a long the center line of the roof which extends 
from a point sl ightly _a head of each truck .center to the ends 
of the car. As this depression fo llows the center line and 
is only 2 ft. 6 in. wide, it does not decrease the headroom 
except within a space extending over the longitudinal seats 
of the upper deck. At this point , of course, no necessity 
exists for full headroom because the passengers have no 
chance to stand upright when they are und er it and thu s 
cannot strike their heads against it. 

WORK OF THE SIGNAL DEPARTMENT 

At a meeting of the Central Railway Club on May 9, a 
paper was presented by B. H. Mann, signal engineer Mis
somi Pacific Railroad, giving an outline of the work cov
ered by railroad signal departments. An abstract of the 
paper is given herewith. 

The signal force of a railroad generally takes care of 
apparatus as fo llows: interlocking plant s, which are de
fined as assembl ages of switches, locks and signals, so inter
locked as to gua rd against th e setting up of conflicting 
routes ; manually controlled signals, and automatic electric 
block signa ls, each signal r esponding automatically by 
means of electric or other power, controlled through elec
tric traek circuits actuated by a train or other conditions 
affecting the use of a block. 

T he signal department a lso has charge of highway cross
ing gates operated either mechanically, electrically or by 
pneumatic powe r and highway crossing indicators which 
g ive visibl e or audibl e warning to users of the· highway 
of th e apr1roach of a train. The sup ervision of hand lan
terns, fu sees and other signaling apparatus by the signal 
department is of quite recent origin, and ca reful, expert 
attention has not always been given to thi s equipm ent. The 
serv ice of the fusee must be carefully followed up and 
both the ignition and burning effieiency t ested. In a recent 
development test for ignition, types of fuses were im
mersed in water for a minut e and then a llowed to stand 
several minutes in pouring rain, after which an a ttempt 
was made to ignite th em. One type showed but little effect 
from its mistrea tment , but a la rge per cent o:t another type 
fa iled in ignition. Such an emergency signal must be fit 
fo r use in a ll kinds of weather. 

In the beginning of signalin g there were electrical in
spectors, mechanical inspectors, mechanical repairmen, 
elect rical repairm en, fitt ers, wiremen, blacksmiths, battery 
men, carpenters, painters and lampmen. Possibly there 
might be t en men in one small territory. With the growth 
of the art, one by one the various specialists were com
binecl, until now, except for a general overhauling of any 
sort, customarily a ll the work of repairs is performed on 
any section by one man. 

The usefulness of the self-confident, all-around repair
man consists largely in the repair of the faults before they 
ca use annoyance, the antici::iation of causes of failures , or 
the quick r eturn to service of a unit accidentally put out of 
wo rking orde r. Except where the traffic is very dense and 
fas t a repairman can reach any part of a I5-mile district in 
about an '.10ur by velocipede or motor car. To be on the 
spot quickly after an accident is of great advantage both 
in the prevention of unnecessa ry damage to apparatus and 
in checking the working conditions. 

The r elatively low mileage assigned to each man in signal 
maintenance work and brought about by the combination 
duties developed makes for quick repair of apparatus out· 
of order and for a minimum number of trains passing the 
apparatus whil e out of order, thus providing a relatively 
high effici ency. T his does not include installations where, 
owing to highly important traffic, a continuous service of 
repa irmen is maintained for the entire twenty-four hours. 

On a lightly signaled division th e repair force may spend 
as much as six hours in travel for every hour of work. 
\Vhere thi s is the case ther e is an incentive to provide 
other duties for the signal fo rce, so as to reduce to as 
great an extent as practicable the waste time on the road. 
T his has been don e by ass igning- to the signal men all mis
cellaneous blacksmith work on the division and all light re
pairs such as wiPdow glass setting and odd painting. A 
crew of three men under this assignment would regularly 
start at one end of the division and by moving forward a 
few mil es daily would keep up all light repairs on track 
tools, switches, switch stands, frogs, crossings, buildings 
and signals, with but very little time spent in travel. 
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At the A11n11al l\leeti11g Held at G al\"eston , Tex., May ~1-~-t- , l':qH'rs \\'en · l'resen t<-d 011 a N 11rnlwr of S11bjeeb; of l 11 ter(•,-t to 

Electri c H:iilways, Amon g Whieh Were L ightnin g Protectio11 , S1nall Oil Engines, Boiler- Feed Water , 

Car D esig11 a nd Sta11dar<l Aeeo1111 ti 11 g System-. 

T he a nnual con ven tion of t he ~ ou th weste rn l~lcctri ca l 
& Gas Assoc iat ion was held at Galveston , T ex ., cm ~\la) 
2 1-24 , 19 13. A number o f paper s wer e presen ted \vhich 
wer e of spec ia l i11t erest to elec t ri c ra il ways a nd these are 
g iven in part in the followi ng parag raphs. 

PRO T ECTION OF ll l G II - TENS IO N crncu IT S AN IJ .\ l' P ,\ IL\T U S 

T hi s s ubj ec t was t r eated by I~. E . Nelson , elect r ica l engi
nee r N orthern T exas T ract ion Com pa ny, in a very complete 
paper , dealing \\' ith the present met hods o f in sulatin g and 
a rrang ing hig h-t ension conductors a nd a pparatus both 
wi thin th e power house and on t ransmiss ion lines. \Vith 
refe r ence to li g htning prot ect ion Mr. :-Jelson sa id tha t th e 
t rouble w ith insul ators breaki ng from li gh tnin g surges in
c r eased w ith the voltage, bu t t he t ro ubl e w ith th e a ppa ratns 
was mor e sever e on m o<le r at e- Yoltag·e lines o f from 5000 to 
I s,ooo volt s. For th e prot ecti on of lin es under 2500 volts 
li ghtning a rreste r s sh ould prefe ra bly be di st r ibuted ont 
a long th e lin e , !mt fo r hi ghe r \·olt age they \\' e r e needed a t 
the a ppa r a tu s only. T he best type o f hi g·h -tension li gh tnin g· 
a rrester on t he m arket \\' as, he sa id , the a lumimtm-plate 
Plect rolytic a rreste r , consisting of a number o f a lum inum 
t r ays placed one w ithin the oth er . sepa r a ted by small spaces. 
the trays being fi ll ed with a n elec trolyte and the whole plac ed 
in a t ank fill ed wi th in sula t ing oil. T his had the peculi a r 
a nd ve ry important cha racteri stic that a film whi ch fo r mer! 
on the a luminum pla tes h ad a hi gh r esist ance until , by hi gh 
voltage, it was broken do wn hy num ero us small pun ct ures 
making a'.most a short -c ircuit fo r t he hi gh voltage, hut a s 
soon as th e vo ltage stress was r emoved th e minute punctures 
sealed up a nd th e a rreste r r ecove r ed its o rig in al hi gh r e
sist ance. F or voltages less th an 13,000 non-a rcin g cylinder s 
were used on th e lin e side of thi s dev ice. For hi gher vo lt
ages th e ho rn gap wa s used. T her e \\·as a lso r equirer! a 
fu se ,vhich would blow i f t he film on th e a luminum plates 
did not r ecover its hi gh norma l r es istance. 

Thi s arrester could be placed outdoors or indoor s, hut 
it had been found in Texas, during th e extreme h eat. th a t 
w hen placed in the sun it gave considerabl e troubl e. I 1., 
some cases it h ad been necessa ry to pl ace shades oYer them 
an cl to pa int th e conta inin g tanks white to keep th em from 
absorbing too much heat. It was n ecessa ry to cause th e a r 
r ester to work by bringin g t he gaps close enough toge th er 
to enable t he norma l voltage o f t he lin e tq jump across a nd 
operate t he a rrest er abont on ce in twenty-four hours. 

T o su pply th e d emand for a n inexpens iYe a rrester fo r th e 
protection of sm all tran sfo rm er s on th e hi gh-t en sion Jin es, 
wh er e the r ev enu e ·would not just i fy th e ex pendi ture fo r 
th e best possible a rrester, th er e h ad been r ecent ly deveiop ed 
a com pr ess ion ch amber type consis_t ing o f a number o f m e
tallic gaps in side o f a porcela in t ube conn ected t o t he lin e 
t lt ro ug h a r esista nce rocl in side of t he same porce la in t ube. 

\ Vith un grounded neut r a l, li ghtn in g- a rrester s should be 
r a ted a t th e voltage between t he w ires. \ Vith groun d ed 
neutral, it wa s sufficient to use an arreste r r a ted about 20 

per cent hi gh er th an th e m aximum voltage between th e line 
a nd th e g round. 

Fo r protection aga inst th e br eakage of lin e insul ato r s. 
oyerhead g round w ires and a metalli c li ghtning rod at each 
pole, 5 ft. or 7 ft . above th e hi ghest insu lator , ha d been 
fo und to g ive mater ia l p rotection. T he best protection 
v, ou lcl he furni sh ed by grounding th ese rods at each pole 
by a conductor rttnning down th e pole, but it was u sua l pr a c-

tice to g rou ncl the rods 0 11 \\"0 0<ie 11 pole li nes about L0 \·c ry 
fiv e or ;; ix JFJ!es. 

O I L E N <;J N E S FOR S :\1.\LL l'OW E R l' L A N T S 

"\ . L. Cha se , sec retary- t r easurer Clarendo n Light & I '1m·er 
Compa ny , descri bed in hi s paper a st ea m-clr iven electri c
light pl ant of 1 5 0 h p ca pacity in \\" hi ch the fu el bi] ; had 
li een r educed from $225 per month to $ 16-1- per 111011th by 
th e subst itut ion of two-cy lind er, ver tica l, low-com pr ess ion, 
ma ke-ancl -b reak ignitirn1 ()i i eng in es . T exas Compa ny :( o. 
2 Solar oil \\·as used , costi ng ..j. cents pe r gallon de liveH·: l. 

Uu ri ng the yea r 19 r2 the -.; en ·ice \\·as ()Ut for aliout fuur 
bc u rs on account of troul,le a t th e stat ion . \ ' ery lit tle 
trou l, le was h ad in sta r t ing th e engin es and th e regu·at ion 
was eq ua l to tha t o f an_v h igh-speed automat ic cut -off steam 
eng·in e. F ew r epairs were macl e a nd the on ly a cc id ent 
\\"h ich occurred \\·a s due to neglect on the part of thl' l' ll 
g ineer a nd \Y a s not the fau lt 9f th e engi ne. 

W.\TER FOR ST E.\ J\1 LOILERS 

T h e subject o f 1,niler- fe ecl water w as t rea t ed by .\. C. 
Scott. Dall as, Tex., in a paper \\' hi ch described the va riou s 
\\ ate r s o f t he South \\"es t \\·it h rega rd to the mate r ia l \\'hi ch 
thev held in solution and in suspension . He al so cit ed tlw 
common m ethods of r educi ng trouble fro m scale, saying that 
the hot-process system \\"as pa r ticu larly des irabl e for boil er 
pla nt,, \\·h ere ex haust steam was ava il a l/e fo r h eat in g the 
\· ·ater , the w hole sc heme bein g v irtua lly embraced in t he 
ord ina ry oper a tion o f a feed-wate r hea ter w ith th e in tro
duct ion of soda ash into t h e hot water. Live-steam puri
fi er s \\'e r e usefu l as pa r tial puri fi er s, bu t th ey w er e a lways 
subj ect to boiler pressure, wa sted some hea t , ha d to be 
placecl hi gh er t han t he boiler level and fr equently gave 
t rouble fr om water h ammer. 

Boi ler compounds wer e mor e or less pall ia ti ve in th eir 
ac t ion, and if composed fo r th e most pa r t of non-humbug 
con st ituents. would produce r esul t s by combin ing with th e 
scale- fo rm ing im puriti es , br eakin g them u p, p recipita ting 
scale-fo rming matt er and en t r appin g it as it wa s precipitat
ed from soluti on befor e it had form ed a ha r d, adher ent 
sca le. S uch com poun ds w er e r ecomm end ed fo r use on ly in 
small plant s w hose capacity wou~d scarcely j ustify a rrange
ments to puri fy the wat er be for e it ente r ed th e boi ler. If 
poss ib le, the steam boiler sh ould not be used as a ' 'precipit a
t ;on tan k," hut i f it w as , the feed \\·ate r should be anal?zed 
a nd t he cha r acte r and amount of th e n ecessa ry ch emi cal r e
agent s deter min ed. T h ese shculd be pum ped into th e boi ler 
wi th t he fee cl w ate r in th e form of a soluti on made up of 
de fi ni t e st r ength , the amoun t pu mped in hein g proporti oned 
to th e oper a ti ng condit ions of t he boile r. 

T h e blowing-off process was import ant, but it shoul d be 
dcn e under lmv p ressure. lTn cl ou btecl ly some of th e t ro ubl es 
that wer e recorded as due to scale-forming wat er wer e 
r eally a ttributabl e to the d isr ega rd o f p roper m ethods of 
blow in g off and to th e pumpin g in of cold water , t her eby 
O\" erstra ining th e boil er m a teri a l. T h e use of kerosene o il 
as a r e111edy fo r scale troubl e had man y advocat es. To be 
r easonably effecti Ye in any case th e kerosene shoul d be put 
i,1 after th e ha il er is empt ied a nd \\"ash ed, and the r efill ing of 
the boi ler shou '.d he don e slovdy fro m th e bottom. 

Doil er t ro ubles clue to foa min g or pr imi ng a ppa r enth· 
clepenclecl t o a la rge extent upon th e concentra t ion of alka l ; 
salt s in th e wa ter within th e boile r. a lthough th e facto r s o f 
si lt , or gani c ma tt er , loosen ed sca le a nd lubricati ng oil a ll 
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had an aµp recia b'.e bearing upon this phenomenon . Surface 
blowing was, of course, a remedy where it could be appli ed, 
and in the majority of cases the proper use of the main 
blow-off would be a help. 

CAR DESIGN 

C. 0. Birney, superintendent car construct ion Stone & 
Webster E ngineering Cor porat ion, said that specifications 
for city or suburban cars should be complete in every detail , 
leaving no chances fo r a rguments between the contractor 
a nd the purchaser and should not be changed after contract 
was let. T he purchase r should have a competent inspector 
empowered to act and should back him up in eve ry way. 
The inspector should be in the drafting room when draw
ings were made, as he could thus save the car builder money, 
get a better car and el iminate many de lays. 

In the past, when many of the horse car lines were 
changed in to electric lines, the old horse car bodi es were 
changed over to accommodate the new conditions, and these 
in most cases proved to be too light and fragile to with
stand the addi tional equipment and increase in speed. T he 
operators a fter this experience wanted to be sure that the 
next cars they ordered would be strong and heavy enough 
to hold up, not taking into consideration the cost of power, 
wear upon track, special work and roadbed, caused by the 
inc rease in weight, as is done to-day, The contractors were 
,vill ing to make the car heavy, as materi als were cheaper 
than skilled labor, and as a consequence cars were being 
operated in the country that Ii.ad enough mater ial in them 
for two cars of the same dimensions, if properly designed 
and const ructed. 

In planning a car of to-day Mr. Birney said that design
ers studied cl imat ic conditions and effects and made all cars 
for each section of the country as much alike as conditions 
would permit. They drew up complete deta il specifications 
and thoroughly inspected all material and workmanship, in
sisting upon the car being built as specifi ed. On account of 
present-day construction it was necessary to have the best 
mate ri al that the market affords, and the workmanship had 
to be fi rst-class in every respect, requi r ing high-cl ass and 
high-priced mechanics. Purchase rs paid more fo r car s to
day on account of this and on account of the cost of safety 
devices and arrangements for the comfort of passengers. 
Cars were designerl so that they would have the least pos
sible weight in order to hold up and have a low mainte
nance cost, as the designers figured that they saved 5 cents 
per pound per year in power cost by so doi ng. and also 
that the lighter car was easie r on the roadbed. 

On the trucks, M r. Birney said, all ordinary wearing parts 
should be applied so that they could be taken out and 
replaced with a minimum ex penditure of labor and without 
having to take the body off the trucks or disconnect the 
electr ical equipment. All holes that had any chance to 
elongate should have case-hardened bushings. F riction 
between truck and body center plates should be reduced as 
much as possible in order to save power, track and special 
work. T ruck and bodv side-bearings should be not less than 
3/ 16 in. apart. The h~dy-bearing plates should be turned up 
at end to prevent them from passing under the truck-bearing 
plate when a car split s a switch. The distance from center 
to center of journals on a city truck of 4 ft. 8,½-in. gage 
should be not more than 71 in., for it was reasonable to 
believe that the closer the bearing point was to the hub of 
the wheel, the stronger would be both journal and axle, 
and the shorter the distance ove r truck 'i ide frames the 
lighter the truck would be. 

The hand brakes should be first class and kept in a 
working condition at all times. All holes in levers, both 
in air and hand brakes, should have case-hardened bushings 
and case-hardened key bolts. 

Mr . Birney concluded with a br ief specificat ion to cover 
a car suitable for the Southwest, which included for a 
single-t ruck car seating thirty-two passengers a total weight 
with equipment not to exceed 24,000 lb. A double-truck 

ca r seating forty passengers, with two-motor equipment 
and straight-air brakes, should have a total weight not to 
exceed 31,000 lb. 
STANDARD ACCOUNTIN G SYSTEM FOR SMALL AND MEDIUM

S IZED PUBLI C UTILITIES 

A paper on this subj ect was read by H. E. Gordon, presi
dent P ublic Accountants ' Society of Texas. He said that 
the system of accounts of any company should show first 
what a company owed and what was owing to it. After that 
it should show whether the company was making or losing 
money and, if the latter, when and where the money was 
lost. A good accounting system should be installed by every 
public utility company, whether such a system is required by 
the authorit ies or not. Many public utility properties have 
been sold by thei r owners at too low a price because the 
owners did not know the value of their property. The 
arguments fo r a standard system are, first, economy; second, 
convenience and, third, fairn ess of comparison. In the 
writer 's opinion proportionally too little attention is given 
to the operating accounts compared with the property and 
security accounts. Mr. Gordon also emphasized the impor
tance of elastici ty in a standard classification to permit 
amplifi cation when the system is applied to a large plant and 
yet keep it adaptable for the smaller plants. H e believed· 
that through the appointment of public utility commissions 
all public util ities would soon be required to establish stand
ard systems of accounts. T he speaker then defined some 
of the main accounts. 

PUBLIC SERVI CE RATE S 

A paper on this subject by W illiam J. Norton briefly re
viewed the bases used in the establishment of rates by 
different commissions. H e said that while intangible values 
had fo rmerly not been recognized by all authorities there 
had been a st rong tendency to give more careful considera
tion to them within the last two years. Rate determinations 
are not necessa rily dependent upon valuations, and none of 
those issued in the past by the Interstate Commerce Com
mission had been based upon valuations. Even if a valua
tion was made and used, the work of establishing the rate 
naturally divided it self into : (I ) determination of the value 
for rate-making purposes, ( 2) determination of the rate of 
return profitable to the public ut ility concerned, (3) rate 
classifications and schedule of rates. E lectric light and 
power cannot be considered as much of a "necessity" as 
either water or gas, hence an electric light and power com
pany often had many development expenses in securing cus
tomers not r equired by a water or gas utility. Moreover, 
electrical energy cannot be stored like water and gas, and 
thi s increased the investmen t required. T he writer beli eved 
that the electric light regulations of the various commissions 
showed a strong tendency on their part to encourage a high 
p,hysical standard in th e prop erti es under their jurisdiction. 

STANDARD ACCOUN T S F OR THE S MALL PLANT 

A paper contributed by a "small-plant man" and written 
in an entertain ing style described a classification which he 
used. It was simple and gave him all the information which 
he needed except that of a comparison of his accounts with 
those of other companies. He admitted this to be a serious 
defect and believed that a standard classification was de
sirable if it was not too expensive to conduct. 

PROPOSED TYPE OF CONCRETE TRACK CON STRUCTION 

W. M. A rchibald, superintendent of maintenance of way 
H ouston Electric Company, described a system of concrete 
track construction now being considered in Houston. None 
has yet been laid. The conditions as to drainage and pave
ments and the character of the soil along the Texas coast 
makes concrete sub-construction desirable, and an effort 
was made to secure a design in which the rail could be 
renewed without great disturbance to the concrete founda
tion. Steel ties are used on 4-ft. centers. These. ties are 
not punched with round holes for the bolts holding the rail 
clips. Instead, these bolts are passed through slots in the 
upper flanges of the steel tie and are held in place during 
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construction hy a ¼-in. slotted steel strap over which the 
rail clip fits. Hence, when the rail is removed or replaced, 
it is necessary only to excavate for a few cubic inches of 
concrete around each bolt head. The bolts can then be 
slipped out. The rail clip is of the usual form. The co11-
crete, which is 12 in. deep, is carried flu sh with the top of 
the steel tie, and th e rail is braced midway between every 
tie by a r.ail brace. For initial construction of concrete 
Lrack under this cross-sect ion, Mr. Archibald says, the 
trench should be first excavated to grade and after the 
rail is laid and spiked to the ties, the anchor bolts and 
brace plates should be attached and tightened and the entire 
steel structure blocked to line and surface. The concrete 
should then be cast in a monolith around the ties , anchors, 
etc. Mr. Archibald uses a layer of ,½-in. sand above the 
concrete but omits the usual layer underneath the paving 
brick. Instead, the paving brick is laid on a bed of I :4 
mortar. 

TRAFFIC CHARTS 

P. L. King, auditor San Antonio Traction Company, de
scribed a system of charts compiled by his company to show 
the actual loading of cars on different days. At first full
day charts were made for as many lines as was possible for 
one man to prepare. This plan was found too slow, and 
the company now prepares charts for the rush hours only 
for every day on all lines but a full-day chart for Saturday 
and Sunday for at least one line and occasional full-day 
charts during the week. One man only is required to do this 
charting. A saving has been made in operating expenses by 
these charts. They are plotted on cross-section paper with 
time as abscissas and passengers as ordinates. 'vVhere a 
line passes through the center of the city the conductor, 
after reaching a certain point, makes a note on his trip 
sheet of the number of fares registered. This gives the 
number of passengers "in," and when this figure is deducted 
from the total fares registered the number of fares on the 
second half of the trip is determined. 

DISCUSSION 
An account of the proceedings of the Galveston conven

tion will be published next week. 

GAS-ELECTRIC AND STORAGE BATTERY CARS 

The fifth annual convention of the International Railway 
Fuel Association was held in Chi cago on May 21, 22, 23 and 
24. Among the six papers presented at the convention was 
that on "Self-Propelled Railway Passenger Cars,'' by S. T. 
Dodd and B. H. Arnold, which was abstracted on page 
934 of the ELECTRIC RAILWAY JOURNAL for May 24. 

The reliability of gas-electric cars was brought up in the 
discussion. Messrs. Buell, of the Union Pacific Railroad, and 
Hilton, of the Frisco system, practically removed all doubt 
on this score by their accounts of the service rendered on 
their roads. The only trouble which had been experienced 
with motor cars had been caused by the ignorance of the 
operators. Educational bureaus have overcome this diffi
culty to a marked degree. 

F. E. Drake gave some interesting figures on gasoline
electric motor-car performance in Hungary, Europe, and 
in Oklahoma. On the A rad-Csanad Railroad in Hungary 
seventy-two trains are operated in both directions daily. 
The average car mileage per year is 1,000,000 miles and 
total annual mileage is 5,300,000 car miles, which, accord
ing to Mr. Drake, is considerably more than any steam loco
motives in the United States are capable of. In Oklahoma 
the motor cars on the JVIuskogee Electric Traction Com
pany's road operate 3.3 miles per gallon of fuel oil. Oper
ating expenses and fixed charges amount to 16-4 cents per 
car mile. 

In a written communication from J. H. Tracy, some data 
were given on the performance of storage battery cars as 
compiled from actual practice. The author asserted that 

gasoline or gaso line-electric cars offer the best solution to 
the problem of handling light, infrequent traffic when con
ditions call for long-distance hauls at relatively high speeds 
and with few stops, and that the storage battery car "has 
a use ful and economical fi eld for service which is within 
the scope of the battery." One hundred miles per charge 
at a free running speed of 30 miles per hour, with an equip
ment seating seventy passengers and providing a suitable 
baggage compartment, seemed to be entirely within the 
range of conservative operation. 

The Lewisburg, Milton & Watsontown Passenger Rail
way Company in Pennsylvania had been operating since 
ea rly last October a storage-battery car built by The J. G. 
Brill Company and equi pped with an "Exide" lead battery 
from the operation of which data had been compiled. The 
car in operation on this line is 34 ft. 4 in. over the corner 
posts, has a seating capacity for thirty-two passengers in 
the passenger compartment and has a baggage room 11.5 
ft. long. It is of standard construction, and whil e care
fully designed for light weight, embodies no special features 
except that ball bearings are used to reduce the running 
friction. The car weighs 32,200 lb. complete with battery. 
the battery weighing somewhat less than 8000 lb. Between 
Oct. 9, 1912, and Apri l 1, 1913, it ran more than 20,000 
miles, regularly performing approximately 122 miles a day. 
During this time the car lost only 19 miles from the full 
~chedul c. This loss was due to a damaged charging ping 
which in turn damaged the car wiring. The entire care of 
this car, including charging the battery, cleaning, inspect
ing, etc., is assumed by two crews. each consisting of one 
motorman and one conductor. 

During the six months of operation mentioned above, 
which it will be noted covers the winter months, the con
sumption of this car averaged approximately 4.25 amp-hr. 
per car mile. The battery equipment consists of eighty-eight 
cells having a rating of 420 amp-hr., the individual cells 
being identical with those which have been used success
fully since September, 19rn, on the Third Avenue Railway, 
New York. The battery averages 170 volts during dis
charge in this service, which gives an energy consumption 
of 722 watt-hr. per car mile. Assuming an average live 
load of 1.5 tons, the actual energy consumed from the bat
tery amounts to 41 watt-hr. per gross ton mile. The ruling 
grade on this line is 0.7 per cent, there being a difference 
of 88 ft. in level between the two termini. The number of 
~tops averages between one and one and one-half per mile, 
as the car is stepped at intersecting roads as well as at the 
regular passenger stations of the Pennsylvania Railroad 
Company. As the rating of the battery is 420 amp-hr. and 
the energy consumed in driving the car averages 4.25 amp
hr. per car mile, the mileage capacity on one charge of the 
battery is nearly 100 miles. 

BERLIN ELECTRIFICATION MEASURE IN PRUSSIAN 
DIET 

During April the lower house of the Prussian Diet passed 
by 192 votes to 143 a bill which will empower the govern
ment to make at a cost of $6,125.000 preparations for the 
electrification of the Berlin Stadtbahn, with certain tempo
rary restrictions. The Prussian l\Iinister of Public Works, 
Herr von Breitenbach, said that electrification would be 
$1,500,000 cheaper a year than steam. \Vith electricity it 
would be possible to run forty trains an hour instead of 
twenty-four, and to increase accommodation for passengers 
by possibly as much as rno per cent. The steam service 
would not be altogether abolished, but he regretted that 
opposition to the scheme had originated with manufac
turers of steam locomotives. A representative of the \Var 
Office said the Ministry of \Var had no objections to the 
electrification of the railway. Very little use could in 
any case be made of the old steam engines in mobilization, 
because they were not adapted for heavy military loads. 
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RECENT PASSENGER STATIONS IN LOS ANGELES 

The Pacific E lectric Railway; of Los Angeles, has re
cently adopted th e lVIi ss ion styl e of a rchitecture for its 
passen ger sta tion s, a sty le which is of course very appro
pri a te fo r th e reg ion through which its lines operate. In 
all the company has about twelve standard types of sta
tion s, but th e accompanying engravings o f a modifi ed Mi s
s ion type "A" a rchitecture w ill g ive a ve r_v good idea 0£ 
th e present practice of th e company in thi s style of station. 
A ve ry inter es ting fea ture of th e plan fo llowed is that 
th ese sta ti ons a r e a rran ged so that if th e tra ffic increases 
and more room is required a sta ti on can be easily changed 
f rom on e size to a la rger on e, and yet a symm etrica l floor 
plan and a rchitectu ral t reatm ent a r e r eta in ed. 

In th e accompanying illu strations F igs. I and 3 
show th e front a nd encl elevati ons o f th e Van 
N nys sta ti on and F ig. 2 sh ows its pla n. Th e 
accompanyin g ha lftones show encl a nd front 
v iews of the sta t ion r espective ly. 

T he chimney is of bri ck. T h er e is a til e roof 
supported on wooden rafters. T he in terior fini sh 
is in O regon pi ne, and redwood is used fo r th e 
exter ior fi ni sh. 

3 x 12 Bumper 

:• 
,•,. 

.·._:_.·,· 

The foundati ons , walls, columns, etc. , are of concrete in 
the proportion of one part of Portland cement , two parts 
of sand and four parts of crushed rock or screened gravel 
of s ize varying from ¼ in. to 2Yz in. 

The flooring of the waiting room and offices is of 
Oregon pine, that of the freight room of pine with the 
rough side up, and that of the toilet rooms of cement. The 
ceilings in th e passenger portion are plast ered. 

Should th e traffic grow, the stati on shown in Figs. I, 2 and 
3 may. be ext end ed to mak e th e Mi ss ion type "A" station 
shown in F igs . ..J. and 5. In this case the waiting room 
and offic es r emain th e sam e, but th e frei ght room is length
ened a nd a large open platform with a roof is built adjoin
ing th e cl osed fr eight room. 

,'• 

Solid Con crete 

Fig. 1-Los Angeles Stations-Front Elevation of Van Nuys Station 

Plat form 
,, ,, 

2 x 12 S. I. S. O.P. F loor Rough Side up 
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Fig. 2-Los Angeles Stations-Plan of Van Nuys Station 
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Fig. 3-Los Angeles Stations-End Elevations of Van Nuys Station 
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Los Angeles Stations-Front and Side Views of Van Nuys Station 
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Fig. 4- Los Angeles Stations-Plan of Type "A" Station 
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Fig. 5-Los Angeles Stations-Elevations of Type " A" Stations 
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Report on Toronto Conditions 
Cnified Management ls Strongly Recommended-Estimates Are Published of Future Traffic and the Equipment Required 

for It-A Subway and Motor Buses Are Considered , , 

The report of Bion J. Arnold on traction improvement 
and deve:opment of the Toronto metropolitan district, made 
recently to G. R. Geary, K. C., corporation counsel of the 
city of Toronto, contains a number of recommendations re
lating to service and proposed construction. 

In his letter transmitting the report Mr. Arnold says in 
part: 

"The increasing demands and the opportunities for 
further traction deve lopment have been shown, and the 
necessity of a comprehensive plan for rehabilitation, better
ments, extensions, r e- routing and publicity has been, in my 
opinion, fully demonstrated. Two plans are submitted, one 
contemplating the operation of all lines in the Toronto dis
trict under one management, and the other providing an 
mdependent system with an entrance to the heart of the 
business district for many of the present and proposed 
civic lines, with the system so planned that it can eventually 
be co-ordinated with the lines of the present traction sys
tem when the franchises under which they are now being 
0perated expire." 

Section I of the report takes up Toronto conditions and 
is in part as follows : 

" In some respects the service in Toronto is better than 
in many other cities, and the present deficiencies may be 
largely overcome by proper co-operative measures on the 
part of the city and the company, if the policy is such as to 
make this possible. Car congestion may be remedied by the 
re-routing of a few lines in the congested district, and 
overcrowding at certain rush-hour periods could be largely 
eliminated by the addition of a few cars on the trunk lines. 
Revised time-schedules based upon faster ope ration would 
greatly improve the service without the addition of a car to 
the present equipment. This may be great!y aided by a 
more careful training tending to produce alertness on the 
part of the conductors and motormen, and thereby induc
ing more activity on the part of the public when boarding 
cars and alighting from them. · 

"Cross-town lines in certain sections are needed for the 
proper transportation of passengers to and from their 
homes , and extensions to existing lines should be built into 
outlying territory. Subways have been advocated as a 
means of relief for present congestion. With the trans
portation affairs of the city under unified management sub
ways wou'.d not be warranted at present. Subways should 
be looked upon in the nature of a last resort, a necessity 
forced by conditions for which there is no other remedy. 
Toronto does not a t present need subways nearly so much 
as it needs more surface tracks and more and better and 
faster surface cars, preferably under unified management. 

" Since 1907 the population of the city has increased 
over 45 per cent, according to official police r ecords, or an 
average of 9 per cent per year. During that period car 
track mileage was increased from IOI miles to I 13 miles, 
about 12 per cent, or 2.4 per cent per year. Car miles 
operated were 42,036 per day in July, 1909, and 43,878 per 
day in July, 1911 , an increase of but 4.5 per cent in two 
years, or 2.25 per cent per year, plainly demonstrating that 
the track mil eage and service have not kept pace with the 
increase of the population. During the period 1907-1911, 
inclusive, the gross income increased 38.2 per cent, or an 
average of 9.6 per cent per year. 

"The Toronto system earned $1,661,017 in 1901 and $4,-
851,541 in 1911. Assuming this rate to be continuous, an 
increase of business of 192 per cent must be provided for in 
1921, with estimated total gross earnings of approximately 
$14,000.000 per annum at that time. These figures may 

,;).: ;.\ 

seem to be excessive, but at the present time over $12 per 
capita per annum is being used for street car transporta
tion' by the people of Toronto, and the city is growing quite 
rapidly. A general rule used 'frequently in estimating prob
able increases in city transportation earnings is that 'within 
reasonable limits the annual transportation income of any 
large center of population increases approximately as the 
square of the increase of population.' Applying this rule 
to th e city of Toronto on the basis of 390,000 estimated 
population in 1911, with an annual increase to 1921 of 6 per 
cent and the expenditure in 1911 of $12-40 per capita for 
transportation, the estimate for earnings in 1921 does not 
appear to be too large. During the past decade the actual 
rate of increase of earnings has fallen below this law of 
the square of increase in population in spite of the growth 
of the city. 

"Ordinarily for a system covering an entire city, under 
conditions similar to those herein outlined for Toronto, 
about 70 per cent of the income is required to operate and 
provide for taxes and depreciation. From the Toronto 
Railway Company's annual reports of 1911 these items, 

T ABL E I -STATI STI CS OF P OP U LATION AND REC EIPTS OF TEN CITIES 

Miles Track 
per 1,000 R eceipts 
Persons per Capita 

Washin gton . . . . . . . . . . . . . . . . 0.656 $19.18 
New Orleans .. ...... : . . . . . . 0.590 12.41 
Baltimore . . . . . . . . . . . . . . . . . . 0.716 13.75 
Cincinnati . . . . . . . . . . . . . . . . . 0.610 13.72 
Cleveland . . . . . . . . . . . . . . . . . . 0.437 10.93 
Toledo . . . . . . . . . . . . . . . . . . . . 0.690 11.90 
Seatt le . . . . . . . . . . . . . . . . . . . . 0.790 15.44 
Milwaukee . . . . . . . . . . . . . . . . . 0.388 10.13 
Toront o . . . . . . . . . . . . . . . . . . . 0.289 12.44 

l{eceipts 
per Mile 

of Track 
$29,258 

21,030 
19.220 
22,540 
24,990 
17,241 
19,470 
26,114 
42,929 

Population 
per Mile 
of Track 

1,525 
1,695 
1,397 
1,640 
2,286 
1,448 
1,261 
2.579 
3,451 

exclusive of renewals, consumed but 57.46 per cent of the 
gross income, demonstrating an ability on the part of the 
company to increase its service materially without sacrific
ing a fair return from the business, even if a liberal allow
ance is set aside for renewals. 

"From the annual report for 1911 made by the com
pany to the Ontario Rai:road Board the total expenditure 
of the company for maintenance only is found to be 8.58 
per cent of the gross receipts, a figure which compares 
favorably with that of the average of all the Chicago com
panies for 1910, i.e. , 8.6 per cent, but the comparison is 
not so favorab le when the amounts spent on maintenance of 
track and roadway alone are compared, i.e. , 0.926 per cent 
for Toronto and 2.27 per cent for Chicago. An examination 
of the property shows that about 35 per cent of the tracks 
should be r ebuilt and other improvements made. After 
the entire property is put in good physical condition there 
should be expended annually upon maintenance and re
newals, in order to keep- it in first-class operating con<li
tion, from 15 to 18 per cent of the gross r eceipts, depend-

. ing upon the growth in· earning capacity of the property. 
"The power for the supervision of the maintenance of the 

physical property, as well as its operation, should be vested 
in a provincial or municipal board, clear of political bias 
and of unquestioned integrity and professional skill, and 
this board should be empowered by such legislation as is 
necessary to enfore its mandates fully. " 

Section II, dealing with present traffic conditions, is in 
part as follows : 

"In order to handle the same amou·nt of business other 
cities are provided with more cars and more tracks, the 
average for nine American cities being about one car for 
each 500 of population and one mile of track for each 1800 
of population, or one mile of track for about $23,055 of re-
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ccipts. Selecting several c1t1es suitable for traction co111-
parisons with Toronto, track mileage, population and re
ceipts and their ratios are found to be as shown in Table I." 

Sections III and IV outline recommended additions to 
existing lines and a plan whereby the construction of th e 
necessary track work, part of which is already fini shed, 
could be completed in five years. Section V states that 
the construction of the trackage recommended wou:cl in
crease th e mileage from the present 113 mil es to 240 miles 
at the end of five years. 

CAR AND SERVI CE REQ U IREMENTS 

Section VI describes car and serv ice requirements and 
estimates ''that the transportation system outlined in the 
report, when completed, will require 1100 cars for t_he 
transportation of a population of 718,000 in 1921. vVith 
500 of the present cars r etain ed in service on light lines 
of travel or rebuilt, there will be r equired 150 new cars 
tc replace trailers and the poorer class of s ing1e-truck 
motors. As fast as new lines are added to the system and 
population increases, new cars wi ll be needed, the esti
mate being 250 for this purpose at the encl of five years. 
The rest of the final requirements should be pl aced in 
service at the rate of fifty per annum." 

The report suggests the reconstruction of the ci ty cars 
of Toronto by additions to lengthen the platforms and by 
changes in the seating arrangement. In reviewing types 
of cars developed recently, the report says regarding the 
near-side car: 

·'While it has certain advantages, especially where used 
i11 conjunction with the nea r-side stop, it is a sing: e-ended 
car requiring terminal loops and has not as great storage 
capacity on the platforms as the type of pay-as-you-enter 
car illustrated in the report. It therefore may, like the 
center-entrance car, be considered in the experimental 
stage." 

CARHOUSES 

Regarding carhouses Section V II says that "the present 
locations of carhouses in Toronto are quite convenient for 
the distribution of cars over the lines as they are. Gen
erally speaking, no carhouse should be so constructed as 
to allow of more than twenty-five or thirty cars being sub
ject to loss by fire at any one time, and all structures of 
this c:ass should be as nearly fireproof as possible." 

A plan is presented for a modern carhouse with a repair 
and storeroom bay and six storage bays containing three 
tracks each, with a total capacity of 191 cars inside the 
building and room for twenty-five cars on the special work 
at the ends of the buildings, which could be used for tem
porary storage. The report adds: . "A carhouse according 
t<.• these plans was constructed recently, in which inspec
tion pits were provided under 59.5 per cent of the total 
tracks in the storage bays and under 76.6 per cent of the 
total trackage in the repair bay. Modern carhouse practice 
provides for fireproof construction and double-end oper
ation, with the structure divided into bays or sections, and 
with reinforced concrete slab roofs. Carhouses of this 
character should be built, fo r the accommodation of 250 
cars, for about $410,000, or $1,600 per car." 

The total cost of the proposed additions to the present 
Toronto transportation system for 127 miles of new track 
( the city furnishing the roadbed and paving), 600 modern 
prepayment cars, additional carhouses, substations and 
other equipment necessary, would be in the neighborhood 
of $8,762,000, divided approx imately as follows in Section 
\ ' lTI of the report: 

"Track construction, 127 mil es of single track (3.5 mil es 
grooved rail ; 123.5 miles T-rail) , $2,127,000; overhead 
wires, poles and cables, $489,000 ; car houses, $820,000; 
cars, $4,500,000; power stations and equipment , $726,000; 
miscellaneous equipment (work cars , snow and ice ma
chinery, line wagons, sprinklers, etc.), $100,000; total, 
$8,762,000. An additional expense would be incurred 
should it he desired to place electrical feeder and retun1 

cables underground. Under Toronto condition s the C()st 

of these ought not to exceed the fo llowing : manhol es, $98; 
iron pipe late ra ls, 60 cents per foot; conduits, 41.6 cent s 
for two ducts up to Io. I 7 cents for forty- eight duct s, per 
duct foot.'' 

T he report says on the subj ect of probable earnings: 
" P resumin g the compl etion of the proposed additi ons by 

the close of 1917, the financial showing for the year 1918 
tor the entire system of 240 miles of track in the T oronto 
district is estimated to be as fol:ows: Gross earnings, 
$ 10,800,000; operating expen ses, taxes, r enewals, pave-
11 1ent charges, etc., at 70 per cent, $7,560,000 ; net earnings, 
$3,420,000. 

"The abov e estimate is considered ve ry conserva tive fo r 
th e fo ll owing reasons: (I) Th e ea rnings are based upon 
the present riding habit, which averages $ 12.40 for the 
city, as it is now covered by the present limited traction 
lin es. W ere the complete system considered by thi s re
port to be now in operation, there would unqu estionably 
result a higher earning per capita . ( 2) Owing to the 
possibility of very cheap power being availabl e for th r 
operation of the entire system, an operating ratio as high 
as 70 per cent is probably the maximum ( including pave
ment charges). \Vith such power supply the actual oper
ating ratio wi:J probably be in the neighborhood of 65 
per cent ( exclusive of pavement charges) . The minimum 
net earnings that would be expected, $3,420,000, capital
ized at 5 per cent, would support an investment of $64,800,-
000, or, capitalized at 8 per cent, approximately $40,000,000. 
These figur es may be assumed correct on . the theory of a 
continuing investment on the part of the municipality or a 
company, but they should be r educed by whatever amount 
is found necessary to amortize the investment within the 
franchise life if the property is developed and operated 
hy a company under a franchise for a fixed period." 

Detailed suggestions for the r e-routing of lines are made 
in Section IX. 

ALTERNATIVE PLAN 

Section X outlines an a lternative plan in a subway term 
inal in the business center and is in part as fol'.ows: 

" Should it be considered desirable or necessary for th e 
transportation system of Toronto to be operated under 
more than one management for the next nine years, the 
g reatest need for the new lines will be a terminal in the 
business center of the city; this provided, construction of 
the necessary service and development lines could follow 
as rapidly as desired and circumstances would warrant. 
The success of the civic undertakings in Gerrard Street . 
Danforth Avenue and St. Clair Avenue will depend largely 
on the answer to this question . \Vithout proper outlets 
such isolated lines generally lead a precarious existence 
and in many ways prove a disappointment. 

"Subways have their uses in congested areas where sur
face term inals are insufficient for traffic needs and where 
elevated st ructures would be objectionable. For the sup
port of subways there should be densely populated dis
tricts some distance from the business center seeking rapid 
transit which other means of transportation a re unable to 
provide. The subways of New York and Boston w ere not 
constructed until after all other classes of transportation 
had reached their limit of carrying capacity. Under these 
condi tions only will a subway, as a subway, pay its way. 
As an inlet for an extended system of surface lines serv
ing a large territory the governing reasons for the adop
t ion of a subway change to such an extent that its con
struction is occasionally warranted." 

Costs of a city terminal subway, surface lines, etc ., a r e 
estimated in the report as in Table IL 

"The financial success of this undertaking would de
pend enti r ely on the rapidity with which the territory to 
be served increased in population. At present the tra ffi c 
to be had wou'.d not warrant the expe11diture, but the 
gua rantee of rapid transit within a short time should at-
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trac t se ttlem ent at such a rapid rate as to double th e pop
ulation north of St. Clair and Danforth A venues by the 
Li me the sub,vay was compl eted. For quite a number of 
yea rs afte r that time the increase should be from 12 to 
1 5 per cent per ann urn, as many persons would move from 
less favo red districts to the zone which is supplied with 
rapid transit. 

··The population at pr esent in the territory tributa ry to 
the proposed surface lines is estimated at 60,000, about 
37,000 of which could be counted on for patronage fo r a 

- ------ -- ------

TABLE II- COSTS OF SU BW AY, ETC. 

DouLle-track suL way in Yonge Street. . ..... ... .... .. ... . 
!:,ingl e-t rack suLway loop ........... ........ ........... .... . 
Danforth Avenue braneh (Yonge to Broa dview) ............. . 
Carrying cha rges on t erminal system ( 7 ½ per cent during 

con struct ion , 2 ½ per cen t pe r year) .................... . . 
.Double-track surface lines ( 17 mil es) ............... .. .... . . 
Singie-traek surface lines (10 m il es ) .. . ....... ............. . 
Pay-as-you -enter s tee l cars ( ISO at $8,500) .......... ...... . 
Carhouses .............. ....... . ......... ................ . 
Substations and equipment. ..................... .......... . 
.Miseella n eous-work ca rs, l ine wagons, sn ow, ice and sprinkler 

equipment ..... ... .. . . .... .. . ....... . ... ........ .. ... . . . 

$4,328,000 
496,00C 

1,338,000 

462,000 
1,490,000 

472,000 
1,275,000 

320,000 
242,000 

50,000 

Tota l ........ ... ......... . ......... . .......... • .. . ... $ 10,473 ,000 

subway system. \Vith thi s doubled, by the time th e down
town terminals were completed, there would be a popula
tion o f 74,000 of probab:e patrons, which, at $ 12.--1-0 per 
capita per annum, the rate Toronto is now paying ( which 
\\ ould be a low rate for this outlying territc ry), would g ive 
an estimated income fr om passenger receipts fo r 1917 (if 
the completed system, costing $ 10,473,000, were operated) 
of $91 7,000. It is probable that th e receipts per capita 
per annum would run from $ 15 to $ 18 for this outlying 
territory , as it is not with in walking distance fro111 th e 
business di st rict . Assuming this rate to average $ 16, the 
gross receipts from passenger service would be $1,184,000. 
Adding $20,000 for advertising and news-stand privileges, 
the gross r eceipts for the first yea r of operation would 
he $ 1,204,000. A llowin g 62 per cent for oper at ing ex
venses, including maintenance, during th e first yea r of 
operation, th er e should remain $--1-57,520 to meet fix ed 
charges, renewals, taxes and amortizat ion , if the latter is 
deemed advisable." 

.-\n estimate of cost for part of the system is also given 
in the report. 

MOTOR BUSES 

The subject of mutor buses and radial lines is taken up 
111 detai l in Section XI, which says in part: 

"The use of motor buses from the near est term inal s of 
the civic lines to th e business center h as been suggested 
to cover the period between the com pletion of a sur fac e 
line and the completion of the subway. This is not thought 
advi sable. T he moto r bus can be profitably operated only 
in the districts where traffic is cont inuously heavy. on short 
hauls from one congested center to another, or by charg
i1,g much more th an th e regul ar str eet car fare. Toro nto 
conditions do not seem to wa rrant an experiment of thi s 
character . 

··Reports from different cities where motor buses are 
being used do not offer much encouragement for engaging 
in the business urnler Toronto conditions. \ i\Th en compet
irig with existing e:ectric lines results have not been sat
isfactory, even wh en a higher fa re has been charged. 
The principal difficulty seems to be on account of the la rge 
depreciation necessary on buses (generally 33 1-3 per cent ) 
and the heavy tire renewal charges. In a certa in \Vestern 
ci ty it ,vas found necessary to double the fare to 10 cents 
per passenger on a route less than a mile long between two 
congested passenger centers, where transportation condi
tions were quite favorab le. A gross business of $20 per 
c1ay per bus was conside red necessary to pay all charges, 
includin g interest on investment. The buses cost $4,500 
each, ave raged 50 miles per nay. seated sixteen passenger s 
and cost 36 cent.s per car mile to operate. T he aver age 
daily receipts per bus were $14.22. The driver acted a'.so 
as fare collector. A bus seating twenty-fiv e passengers 

could be procured for $6,000, but the expense of a fare 
collector would be added .'' 

A r ecent published analysis of the financial results of 
the New York bus lines gives the rate of speed at 7.2 miles 
per hour; average passenger capacity of buses, thirty-five; 
tire expense, $2.2 1 per day per bus; cars in r egular service, 
fift y-four; total necessa ry to maintain the service, eighty; 
tire cost for the year for eighty cars, $8--1-4.55 per car; 
annual depreciation on buses, 33 1-3 per cent, a11,.d pas
senger fares a t 10 cents. For the year 1911, on a gross 
business of about $500,000, a deficit of $38,000 was re
ported. 

CARHOUSE PLANNING BY THE UNITED RAILWAYS 
& ELECTRIC COMPANY OF BALTIMORE 

The United {Railways & Electric ·Company of Baltimore 
is notable as the first large electric railway in the United 
States to adopt a distinctive style of architecture in which 
graceful outlines have been combined with ample natural 
lighting, cleanliness, freedom from fire, durability and 
operating convenience. As the attainment of these ends 
demands the combined services of the operating man, car 
and way eng inee r and artist, the fol!owing statement from 
an official of the company, describing the way in which the 
company and its a rchitects co-operate in the work of de
signing and erecting carhouses, will undoubtedly be of 
interest to other electric railways: 

" In the fir st instance a track layout is prepared by the 
railway company indicating in a general manner the office 
accommodations. This plan is carefully gone over by the 
va rious departmental heads interested until all are unani
mous in th e opinion that it economically and advantageously 
meets the company's r equirements. The architect is then 
requested to submit a sketch showing a design of the pro
posed carhouse, which is gone over in conference by the 
intercs te<i rai lway officials wi th th e a rchitect until a thor
ough understanding of the requirements of each is reached. 
T he archi tect then prepares the final design on which he 
indi cates th e partition wall s, the dimensions in each instance 
being noted, as it is very necessa ry t o show the various 
column locatio ns in their precise position . S imu:taneously, 
while th ese matters are being handled by the architect, a 
large track work plan is prepared by the eng ineering de
partment of the company on the same scale as that of the 
a rchitect, in order to assure, when the two schemes are 
under consideration, proper clearances and other require
ments. 

" Specifications are then prepared by the architect, and, 
after they have been submitted to and approved by the 
offici als of the company, requests for bids are sent to a 
number of responsible contractors. 

' 'T he bids a r e opened in the executive offices under the 
direction of P r esident William A. House, after which they 
a re tabulated. A thorough study is then made of the plans 
by the archi tects, operatin g official s and engineers with a 
view to effecting further economi es if possible. Upon re
ceipt in th e executive offic es of the joint report of those 
official s, th e contract is a warded to the lowest responsible 
bidder, and the erection of the structure is proceeded with 
under the general supervision of this company. 

" It has not been the company's practice to have the archi
tect incorporate in the specifications the installation of 
either the sprinkler system or the furnishing and erection 
of the tank which provides the supply for the gravity opera
tion of the sprinkler system. On the other hand, it has 
been its a im to have the company's forces handle direct as 
much work as possible, with a view to reducing to a mini
mum th e amount on which th e fees of the architect are 
based. The ordering and installation of all track and over
head work is h andled direct by the executive and engineer
ing departments of the company. and the architect receives 
no compensation ther efor. " 
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The Cleveland Hearing 
L. P. Crecelius Discusses the Depreciation of Power Stations and T . Scullin the Depreciation of Holling Stock~ Otl,er 

Testimony Presented hy _ the Company at the Hearing Last Weck 

Th e hea ring being conducted in Clev eland by an arbitra 
tion board to se ttle differences between the Cleveland Rail
way Co mpany and the city in rega rd to a llowances fo r 
maintenance, renewals and depreciation and for other oper
a ting expenses was adjourn ed on \N ednesday of this week 
until June 3. An account of the ea rly part of the hearing 
was published last week. On May 21, after the conclusion 
of the testimony of Henry C. Davies, r eported last week, 
A. C. Ernst, of Ernst & E rnst, ce rtified public accountants, 
was call ed and was examined by Andrew Squire, of Squire, 
Sanders & D empsey, counsel for the company. 

TESTIMONY OF MR. ERNST 

Mr. Ernst said that hi s firm was first employed in the 
fa ll of 1908 by the creditors' committee, which sought in
formation regarding the financial affa irs of the company. 
It was next employed, about Nov. 12, 1908, by R eceive rs 
Scott and Bicknell and served und er the r eceiv ers, obtain
ing instructions from Judge Tayler r ega rding various ac
counting matters, up to March 1, 19ro, when it was re
tained to repr esent the city under the then city street rail
road commissioner, Mr. Dahl , serv ing in that capacity up 
to Jan. I, 1912. The firm worked out the system of ac
counting which went into effect with th e Tayler ordinance, 
adv ising with Mr. Dahl and th e officers of the railway and 
following largely the system prescribed by the American 
E lectric Railway Accountants' Association. The system 
adopted was practically identi cal with th e one fo llowed for 
the receivers. 

Under the receivers a reserve was left for accidents and 
damages but none for fir e insurance. The reserve for 
accidents was 0.7 cent per car mil e up to April, 1909, and 
o.8 cent per car mile up to April, 19IO. It was found that 
0.7 cent did not provide a sufficient reserve to take care of 
the claims that were being presented and paid, and on the 
basis of o.8 cent per car mile there was a final ove r-ex
penditure of $-1-2,000. This deficit included an estimate 
from the claim depa rtment that $22,000 would be r equired 
to clea r up the suits pending, and there was an actual 
deficit of $20,000. These made the total of $-1-2.000. On 
March 1, 1910, there was an apparent surplus of $52,000 
in the accident fund, and that was accumulated la rgely 
under th e 0.7-cent charge per car mile, but the receivers' 
claims were not coming in during the first year of the re
ceivership because time was necessa ry to litigate these 
claims, so that the larger part of the payments came in the 
latter part of th e receivership. \!Vhen the books were 
opened for the commic:sioner the amount was continued 
at o.8 cent. 

Mr. Ernst a lso t estified in regard to the practice of oth er 
companies whose reports showed the existence of reserve 
fund s. H e mentioned the injuri es and damages reserve held 
by the United Railways of St. Louis on Dec . 31 , 1911 , when 
the amount stood at $200,000. T he New York Public Serv
ice Commission, Second District, permitted reserves for 
casualties and insurance under the heac).ing "optional re
serves.'' 

Testifying in reference to the car-mile allowance for 
maintenance, r enewal and depreciation in Cleveland. Mr. 
E rnst said that during the time when he acted for the re
ceivers and for Mr. Dahl, commissioner for the city, there 
was not a sufficient balance left after maintenance and 
renewal charges were met to provide any reserve for de
prec1at10n. Mr. Ernst defined "depreciation" as that ex
pense which was occurring every day on property which 
could not be renewed or made good by maintenance or 

repairs. It was a gradual and slow deteriora tion o f the 
property, ;rnd corporat ions provided for it Ly setting aside 
a spec ific amount out of ea rnin gs each year for that kind 
of a shrinka e;e in the assets. It was above repairs and 
ma in tenance. IIi s critici sm was tha t either th e company 
was spending too mnch or th e 5 cents per ca r mil e was not 
ample, beca use, as the company went on, th ere was certa in 
to be a time when a la rge amount of th e property would 
be depreciated and would have to be charged off, and no 
fund was prov ided against that time. 

Under the cross-examination of Mayor Baker Mr. Ernst 
sa id that th e only way to find out whether 5 cents per car 
mile was enough, too much or too li ttle was to find out 
wh eth er by the expenditure of that amount the property 
wa s in the standard of condition prescribed by th e ordi
nance, better than that or not so good. 

Mr. Ernst was asked by Mr. Baker whether in hi" experi 
ence as an accountant he had ever known a case in which 
so la rge an item as $800,000 was written off in a single 
year for a single thing. Mr. Ernst replied th at he knew of 
no instance where any company confronted with a la rge 
item of loss, say $800,000, had continued to ca rry that as 
an asset and write off a proportion of th e amount each 
year. H e had had one case where a company had an inade
quate power supply and built a new power hou se and equi p
ment. The old one was good only fo r aux ili a ry purposes 
and the company immediately wrote off practically all of 
the investment , carrying th e equipment at it s sc rap value. 
T hi s was done in one year, and it amounted to 7 per cent 
or 8 per cent of the entire capital of the enterprise. 

~I r. Duffy said that the capital va lu e establi shed in the 
franchi se was $24,000,000. On March 1, 19m, the $800,000 
value of the power plants was 3½ per cent o f $2-1-.000,000. 
~1r. Duffy th en asked Mr. Ernst if , in case he were a stock
holder of th e company, he would feel disturbed over the 
operating allowance, whether it was 11 ;/2 cents or not, and 
whether or not there was a r eserv e for accidents and insur
ance, so long as he felt that th e integrity of th e investm ent 
\Vas preserved and that he would get the 6 per cent dividend. 

The witness sa id he would feel very com fo rtable about 
his 6 per cent dividends, but he would want some assur
anc e that the city was going to take th e property at the 
end of th e franchise. 

Mr. Ernst defined surplus as that amount remaining of 
excess assets over all li abi lities. either du e, not due, accrued 
or contingent; that is to say, th e balance remaining above 
the capital stock and a ll li abiliti es. whether funded or 
otherwise. In determining the surplus in the operating 
expenses he would provide for all labor costs, including th e 
last half of the monthly payroll payable on the tenth day of 
the following month , a ll material and supply charges, all 
items of taxes and insurance, expenses of every kind, in
cluding an amount for accidents and damage claims, and 
the balanc e would be either a surplus or a deficit from 
operating. 

The witn ess thought that if the railway was to be oper
ated on th e basis of good service and with joint control on 
the part of the city over expenditures and the method of 
accounting, if it appeared from honest bookkeeping meth 
ods that a deficit was bei ng accumul ated in the operating 
and maintenance funds, as a car rider he should say that 
the quicker the deficit was made good the better it would 
be. If the deficit was permitted to accumulate indefinitely 
it seemed to him that the point would be passed where it 
could be made up by a smc>.ll increase in th e fare. The 
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matter of the deficit was far more vita l as a future propo
sition than it was as a temporary issue. He had had a 
wide experience in companies that did not provide for 
ample depreciation and had seen many companies where the 
stockholders were called upon to contribute in cash to a 
deficit. T his deficit had not been a temporary matter. It 
was an accumulation from a series of years while the man
agement was trying to make a showing, and all at once, 

condition as when the property was taken over, March 1, 

1910. The overhead lines were not much improved, if any. 
The return circuit was sti ll very inadequate fo r its requir e
ments, although it had been improved to some extent. 

At the session on May 22 Mr. Crecelius gave Mr. Baker 
a copy of a letter which he sent to John J. Stanley, presi
dent of the company, on Jan. 30, 1913. The letter gave a 
list and values of power plant equipment wh ich was ren-

TAB L E I -STAT E ME N T O F M AI NTENANCE AND OPE R ATING RESE RVE S AS REPORTED BY TREASURER C LEV ELAND RAILWAY 

Ten Months , 1910 
Maintenance R eserve: 

Allowance ...... .. ... ..... .... . $ 1,142, 9 19.39 
Expenses ...................... . 1, 369 , 897.65 

Surplus or deficit ... ..... ........ . * $226,978 . 26 

Operating R eserve: 
Allowance . ... ...... . .... . . . . .. ............... . . 
Expenses .................... . ................. . 

$2,56 1 , 207 . 11 
2 ,598, 477 . 58 

Surplus or deficit .. ........... ..... ... . . . . . .... . *$37 ,270 .47 

Maintenance and Operating Reserves· 
Allowances..... . . . . . . . . . . . . . . .. .. ... . . $3, 704,126. so 
Expenses .... ..... ......... ...... ... . ......... . 3 , 968 , 3 7 5 . 23 

Deficit ............... . $264 . 248 . 73 

• Deficit. 

after a number of yea rs, everybody woke up, creditors and 
stockholders , and found that the property had depreciated 
to a very seriou s extent. 

L. P. CRECELIU S ON THE PO WER SIT UATION 

Lawrence P. Creceliu s, superintendent of motiv e power 
of the Cleveland Railway, testified that hi s connection with 
the property began in June, 1907, when he entered the em
ploy of the Municipal Traction Company. Mr. Squire 
asked Mr. Crecelius the effect upon the power plants and 
machinery arising from th e contract with the Clev~land 
Electric Illuminating Company for power. 

Mr. Baker objected to this question. Judge Killits ruled 
that the witness might state the result on the property of 
the company after the contract was entered into, saying that 
if this was a step towa rd establishing the claim of the com
pany that these plants had nothing but scrap value, the 
witness might proceed. 

Mr. Crecelius said that the plants were rendered abso
lutely useless. The Canal Road plant was shut down last 
~ovember. Most of the machinery in question at the hear
ing was shut down at the Cedar A venue plant about a 
month ago. The machines at th e Viaduct plant were to be 
shut down on May 26. The Division A venue plant would 
also go out of service on May 26. The Canal Road power 
plant was sold for $4,500; it was absolutely scrap. Much 
of the machinery in the Cedar Avenue plant would have 
to be handled in the same way, hav ing only scrap value. A 
little of the machinery would bring a credit to this account, 

1911 1912 Three Months, 1913 Thirty-seven Months 

$ 1,390,079.90 $ 1,438,662 . 29 $280,230.92 $4,251,892 .so 
1,506 ,651.71 1,387,427.47 337,378.09 4,601,354.92 

* $ 11 6,57 1 . 81 $5 1,234 .82 *$5 7 ,14 7 . 1 jZ *$349, 462 . 42 

$3 , 423 , 63 4 . 40 $3,347,558.13 $805 , 663. QJ $10,138,063.5 5 
3,389 , 3 17. 8 1 3,548,146.67 888, 955·. 80 10,424 , 897.86 

$34,3 16.59 *$200, 588 .54 *$83, 29 1 . 89 *$286,834.31 

$4,8 13,7 14 .3 0 $4,786, J20 .42 $ 1,085,694.83 $14,389,956.05 
4,895,969. 52 4,935,574.14 1,226,33 7.89 15,026,252.7 8 

$82 , 255 . 22 $149,353.72 $ 140 , 439 . 06 $63 6, 296 . 7 3 

dered obsolete on account of the power contract. There 
were fi ve items, and the total at which they were va lued 
in the Goff-Johnson valuation-that is to say, the value at 
which the property was included in the capital value of the 
company-was $463,129. The total reproduction value, the 
value at which the company contended it had the r ight to 
charge it off out of depreciation in one year, was $802,604. 

During the cross-examination conducted by Mayor Baker 
Mr. Crecelius said that neither of the main important boiler 
rooms was in as good shape now as when they were taken 
over from the Cleveland Electric Railway. T hi s was due 
to wear and tear and other causes. Some of the depreci
ation in a plant could be taken care of by renewals or re
placements, but the life of the equipment could not be 
extended indefinitely in this way. In reply to another ques
tion he said that the value of all the property of the com
pany, used and usable, in the divisions under h is control 
was greater than on March 1, 1910, on account of additions
and betterments which had been made, but that excluding 
these betterments the property was not in so good condi
tion as it was on the earlier date. 

The cost of producing power at the Canal Road plant 
just before it was abandoned was around 1½ cents a kw
hr., whereas, power could be produced for 0.5 cent per 
kw-hr. with up-to-date equipment. T he price paid the 
llluminating company was about 0.75 cent per kw-hr. de liv
ered to the substation. The additional cost of delivery to 
the trolley wire was about 0.3 cent. The cost to the trolley 

TABLE Il-CAR · MILE RESU LTS OF OPERATION OF THE CLEVELA ND R AILWAY, AS REPORTED BY THE TREASURER 

March 1, 1910, to Aug. 3 1, 1910 ............ . 
Sept. 1, 19 10, to F eb. 28 , 19 11 ............ . 
March 1, 1911, to Au g. 3 1, 19 11. ........... . 
Sept. 1, 1911, to Feb . 2 9, \9 12 ............ . 
Vlarch 1, 19 12, to F eb. 28, 19 13 ............ . 
Vl a rch , 19 13 . . .......... . ........ . , .. . 

Total 

*Deficit. 

Car Miles 

13 ,29p,674 
I 3, 2 18,851 
14, 392,783 
13 , 983 ,695 
29 ,170,344 

2, 410,847 

86,473, 194 

Expenses 

$1,5 14 ,5 43. 24 
1 ,615,281.19 
I , 711 , 666. 7 3 
I, 733,5 92.53 
3 ,545 ,32-L98 

304 ,489.19 

$ 10,42 4 ,897 . 86 

Wages of 
Expenses Allowances Motormen and 
per Car Allowances per Car Surplus Conductors per 

Mile, Cents Mile, Cents Car Mile. 
Cents 

11. 39 $ 1, 529, 117.52 11. so $14,574.28 6 .07 
12 . 22 1, 520,167.88 ! I.SO *95,113.31 6 .65 
11 .89 1,754,317.10 12 .19 42,650.37 6 .66 
12.40 I , 702 , 62 4. 06 12 .18 *30,968. 47 6. 75 
12. 15 , 3 ,354,589.58 11 .so *190, 735 .40 6 .67 
12. 63 277,247.41 11. so *27,241.78 6 .41 

12 . 06 $ 10,1 38, 063 .55 11 . 72 *$286,8_.34 .3 1 6.53 

wire from the Division Avenue stat ion that the company 
proposed to abandon was about 0.9 cent) This figure did 
not include interest charges. 

~ 

fo r it st ill had a little more than scrap value . T he appa
ratus at the Viaduct plant was probably a littl e better than 
scrap. T he. Ceda r _Ave11~1c, battery plant was entirely scrap. 
The capital value these plants r epresented in the Tayler 
valuat ion was upward of $400,000. It was necessary to 
change because the equipment and its general l rrangemcnt 
and character were inadequate for the growing system. 

Mr. du ' Pont .asked wheth er, as the company had,its value 
in the plant, the car riders did not have ,io Bay the major ,1 
part of that 0.1 cent per kw-hr. more. 

The equipm ent of the power plants was not in as good 
Mr. Crecelius said that on the contrary the car riders 

gained largely. The Division A venqe power plant w_as-
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located very close to th e Viaduct plant, and its effectiv eness 
was diminished by transmission of th e power to th e out
lying districts. The price paid per kw-hr. for the current 
that was bought included all charges, and this current was 
delivered to the outskirts of the city wh ere th e company 
was ready to use it, which was not the case with the Divi
sion A venue plant. 

Mr. du Pont said he was not criticising the contract, but 
what he wanted to bring out was the fact that at the Divi
sion Avenue power plant or the Cedar Avenue power plant, 
or at any power house but the one at Canal Road, current 
could be produced at 500 volts or 600 volts at a lower rate 
than the contract provided. The witness said that was 
correct. · 

Judge Kill its asked what the overhead charges, taxes, 
depreciation and other charges of that sort would aggregate 
per kilowatt-hour. The witness thought they would add 
0.3 cent. 

Mr. du Pont thought these charges would probably be 
more than that and would carry the total up t0 1 ¼ cents. 
with interest on the investment. He also thought the new 
system more reliable. 

The question of obsolescence was brought up, and it was 
conceded on the records that the plants were obsolete. 

TERANCE SCULLIN ON THE ROLLING STOCK 

Terance Scullin, master mechanic of the Cleveland Rail
way, testified that he had been in the service of the com
pany or its predecessors for over twenty-six years. He had 
been away for a year and one-half, but with that exception 
had been with the company continuously. Mr. Scullin tes
tified that on March I, 1910, the company had 973 cars, of 
which 820 were available for service. Excluding the bet
terments and additions which had been made, the cars were 
not in as good condition now as then. The company had 
now 1040 cars available for service. It was very difficult 
to determine the average life of a car. The progress of 
the art has been so fast that the cars would be changed 
and scrapped before the pos~ible life could be determined. 
In fact, it seemed to be very hard to determine the life of 
aµy equipment in connection with traction properties. It 
was also impossible to prolong its life indefinitely by 
repairs. 

Testifying in regard to the conversion of a car of a 
specified type for prepayment operation, Mr. Scullin said 
that the cost of conversion of a 30-ft. car was about $600, 
of which 25 per cent was charged against the maintenance 
fund and 75 per cent against capital. The witness said that 
including the money that was spent and charged to capital 
the condition of the cars was better to-day than it was in 
r91O. About 215 new cars had been added since March 1, 
1910, and of this number twenty-five were motor cars and 
190 trail cars. Arrangements had been marle for more 
trail cars. 

STATISTICS OF OPERATING RESULTS 

Table I, published herewith, shows the maintenance and 
operating reserves, as compiled by Henry J. Davies, treas
urer Cleveland Railway, from March I, 1910, to March 31 , 
1913. Table II shows the results of operation, as reported 
by Mr. Davies, on a car-mile basis. These tables were 
presented by Mr. Davies during the early part of the ses
sions, reported in the last issue of this paper. 

The next hearing is scheduled for June 3. 

THURY MULTIPLE-UNIT SYSTEM 

A new type of multiple-unit system, constructed under 
the Thury patents, has recently been 'placed on the market 
by H. Cuenod, of Geneva. It has been in trial operation 
for the past year on the Martigny & Chatelard Railway , 
near Chamonix. The ordinary controllers are used on 
each car, but by means of a synchronizing device these 
controllers are automatically operated and kept in synchro-

nism by a master controller carried in the front cab ot 
the first car. T he synchronizing cu r rent used in the con
trol system is obtained from a sixteen-cell storage batter). 
T he maste r controller has a revolving cylinder and con
tact fingers, like an ordina ry controller. and moves th, 
several car controllers by means of small motors, of which 
there is one on the top of each car controller. This motor 
revolves the car cont roll er to approxi mately the propei 
position required by the position of the mast<,r controller. 
and exact position is obtained by means of an interlockinf 
tooth and gear. By a special attachment the controllen 
can be turned quickly from the seri es to the parallel posi
tion. Four wires a re ca rri ed in the train cable, three for 
the work described and a fourth by which the circui1 
breakers can he opened from the cab in case nf need 

NEW ENGLAND STREET RAILWAY CLUB MEETING 

Two hundred and twenty members and guests of tht 
New E ngland Street Railway Club assembled at the Ameri 
can House, Boston, on the evening of May 22 for the final 
meeting and banquet of the season, President E lton S 
Wilde being in the chair. The topic of the evening was tht 
"'Training of Motormen," and the principal speaker wa~ 
Howard W . Irwin, assistant superintendent of equipmem 
Bay State Street Railway, Boston, Mass. Mr. Irwin pointed 
out that the position of a motorman on an elevated or sur
face road is anything but a sinecure in view of the re
sponsibiliti es r esting upon the man behind the controller. 
that the company has intrusted to his careful handling a 
piece of apparatus whose money value far exceeds tht 
product of many years of his labor and whose safety and 
continued usefulness depend for the time almost wholl) 
upon his skill and foresight, and that the conditions undei 
which the work is done are varied and often difficult. 

The speaker said that the methods pursued by some rail
way companies in selecting motormen would be ludicrom 
were not the situation one of so serious a nature. "Moto,· 
men made while you wait" seems to be the motto in such 
cases. The fact is that good general health and the abilit) 
to understand signals are sufficient qualifications for a 
motorman·s position with a good many companies, and a 
training of from three to nine days is often considered 
sufficient. At the close of the probationary period the greer, 
man is supposed to be able to run his car in a safe and 
efficient manner, and it is assumed that he will rise to tht 
occasion whenever the emergency turns up. The chance~ 
are that such a man knows how to start, stop or reverst 
under favorable circumstances, but just how much he will 
remember in case of a sudden emergency, or just how much 
trouble he will get into when any little thing goes wrong . 
can only be guessed at. His blunders go into the repair 01 
claim department and come out as "necessary expenditures.' 

Inexperienced and inefficient service of this kind is ol 
advantage to the company in no respect. The number ol 
suits annually brought against city railways for damagt 
to persons or property resulting from the ignorance oJ 
employees is so appallingly great as to make it necessar) 
for each organization to have always in its employ a num
ber of lawyers whose sole duty is to fight or settle such 
litigation. The American jury is seldom fair to the railroao 
when the case is one of injury to a passenger or employee. 
and it is only necessary for the injured one to present hi~ 
case in a sufficiently pitiable manner to get a substantial 
verdict. The consequence is that the claim departmen1 
often presents a very large budget at the year's end. 

Th~ equipment of a modern electric railwily is by no 
means a matter of small expense, especially with materials 
at their present high prices. Where delicate and highly 
sensitive machinery falls into the hands of unskilled and 
ignorant men it always follows that its deterioration is 
abnormal. Mr. Irwin contended that it is possible to go too 
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far ,in endeavoring to make machinery "foolproof," and 
that adequate training of mot orm en is a better method of 
solving the problem of safe and economica l operation. So
call ed ''foolproof" equ ipment is enormously expensive, and 
\Vhil e simpler in its handling from th e outside, is neces
sa rily of a highly complex na ture interna lly. The present 
machinery is simpl e enough for a man of any intelligence 
to handle. provided he is properly trained. No matter how 
far the human element is reduc ed in the running of cars 
in the end it is a lways necessary to have some kind of a ma 1~ 
o n hand, if only to press a button, and the bungler will often 
press the wrong button in emergenci es. A n effic ient man 
ca n do hi s work better, more cheaply and with greater 
safety than his less intelligent brother, regardless of th e 
simplicity of th e machin ery. No university course is needed 
fo r the making o f a good motorman. A ll that is required 
of him is that he know perfectly his signa ls, realize to some 
extent the importance of cta rting and stopp in g ca rs prop
erly in guard ing the public safety and have some knowledge 
o f the inner working s o f hi s car. T he training should be 
s tich ~s to cause the motorman to do the right thin g sub 
consc10usly in emergt11cies, vYithout stoppin g to reason out a 
long train of mental and manual processes. 

The speake r then exhib it ed a large numb er of lant ern 
slides of instruction ca rs and stree t ra ilway schoolrooms 
taken in different part s of the coun try, fo ll~wing which a 
series of motion pictures were shown illustrating the meth 
ods of stopping run away cars on down grades when the 
brakes a re out of commission and the trolley off, through 
control by gen eration; the training of motormen inside the 
special instruction car of the Bay State company; the cor
rec t and incorrect methods of coupling cars and of starting 
a car with its wh eels on a sanded r a il; the method o f 
resuscitat ing a person under th e influence of an electr ic 
shock, and th e opera tion o f lifting jacks. On the Bay State 
system li ft ing j acks having a capacity of 15 tons with th e 
applicat ion of 150 lb. 6 in. from th e end of th e handl e a re 
in use, th e handl es being ca rried on th e car roof. T he j acks 
weigh 9:; lb. each , and ca r crews a ll ove r th e svst em have 
been ins-tructed in their use. Moving pictures· were also 
shown of the handlin g of a ca r controller by proper and 
improper meth ods, an ammeter in circuit reading 400 amp 
wh en th e handle was thrown too rapidly from notch to notch 
and only 150 amp max imum when proper pauses were mad e 
at the various points. 

In a brief discussion which fo ll owed, C. S. Ching. chi ef 
in spector Boston E levated Railway Company, emph asized 
the importance of proper training fo r conductors and 
touched upon the influence of employees upon th e publi c. He 
advocated closer fo llowing-up of new men in th e servic e 
and outlin ed th e work o f th e employment department of the 
Boston company, with it s fac iliti es for tryin g out new men 
upon a spare track woo ft . long, th e super vision of new 
men by chief division inspectors and experienced motor
m en, use of an instruction car, and testing methods adapted 
t o bring out the ability of new men to handle cars on 
g reased rai ls o r with brakes purposely di sconnected, with 
d ummi es unexpectedly t hrown in front of th e car, etc. In 
closing, he pointed out the vital importance of a neat per
sonal appearance on the part of car service employees, who 
s tand as the immediate personal representati ves of the com
pany to the public. 

A. \V. Senter, superint endent of one of the Boston di
v isions, gave a few remini scences of his experienc e in 
charge of the company's employment office and urged the 
importance of exercising gr eat patience and courtesy in 
dealing with new men. T he offices where applications are 
r.eceiv ed for employment should be as attract ive as any on 
a road and should impress the applicant with the com
pany's standards when he fi r st appears at th e door. In 
conclusion, he advocated fo llowing up the older men and 
their work on the cars in a tactful and progressive manner 
t o better the quality of their work. 

EXHIBIT OF NEW YORK STATE RAILWAYS AT 
SYRACUSE 

A highly commended feature of the first Syracuse In~ 
dustrial Exposition, which was conduct ed by the Syracuse 
Chamber of Commerce from Apri l 21 to l\fay 3, was the 
exhibit made by th e New York State Railways, Syracuse 
Lines. This display not only embraccu cnnstructional 
featmes of railroad operation but also included publications 
relative to traffic and safety promotion. 

As shown in th e accompanying view, th e company pre
sented a 4-ft. x 7-ft. section of standard track, with con
crete foundation 6 in. below th e steel ties, 95-lb. T-rai l and 
sancbtone block pavement . the picc~ weighing between I 1/; 
tons and 2 tons. A standard joint with the same rail and tie 
illustrated the bonding. T he latest line construction was 
represented by standard concrete po les each containing 317 
lb. of twist~d stee l ba r rein fo rcement and weighing 3200 
lb. each. T he booth itself ·was arranged as a section of 
overh ead constrnction with standard overhead double trol
ley of No. 0000 copper wire, span wire, guys and pull-offs, 
,)ne 500,000-circ. mil feeder and one 1,000,000-circ. mil 

Exhibit of New York State Railways at Syracuse Indus-
dustrial Exposition 

feeder, al l snppo rt ed by mini ature concrete poles IO ft. 
high. Specimens of the a luminum, steel and copper wires 
over which the 60,000-volt transmission current is received 
from N iagara Fall s were also displayed. 

T he traffic di visio11 included a ch a rt which showed the 
population of Syrac use from 1880 onward and the num
ber of cars owned in the corresponding year. In 1880 one 
ca r was operated fo r every 1850 persons; 1890, one for 
every 2940 persons; 1900, 1620 persons; 1905, 830 persons; 
19IO, 690 perso ns; 1913, 650 persons. A traffic chart of 
the Dudley di vision showed the public the method which 
is used to determine where extra cars are needed. Other 
exhibits were a chart of the revenu e and transfer passen
gers carried from 1897 to 1912, a large map of Syracuse, 
with small red squares to indicate the location of each car 
on the system at 6 p. m. and photographs of each type 
of car purchased for Syracuse since 1870. The attendants 
at the booth distributed vest-pocket celluloid time cards, 
one side of which carried the schedule of the limited trains 
over the Oneida Railway between Syracuse and Utica and 
the other side a map of the entire system from Syracuse 
to Little Falls and Rome. 
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The safety campaign of th e company was strikingly em
phasized by the use of a roll er sign whi ch contained a 
motor-driven endl ess belt for di splaying cards containing 
sentences and pictures like th e following: " \ i\Thcn cross
ing car tra cks look both ways." "Never pass behind stand
ing car without looking for a ca r in opposite direc tion. '' 
"Safety first. " "Caution will prevent accident. " "Never 
get on or off a moving car. " "Never allow children to play 
in the streets." "Look out for autos and oth er vehicles 
when alighting from car." " \Va it until car stops before 
alighting.'' "Alight from car facing front ." "Never boa rd 
a moving car. " ''Keep a rms and head in sid e of car. " Illu s
tration of an automobile accident , the r esult of reckless 
driving. lllu strat ion sho,vin g ali ghtin g accident, the result 
of alighting from a moving car. Illustration of a woman 
with a child passing around th e rea r of th e car from whi ch 
she had alight ed directly in front of anoth er ca r coming 
in the opposite direction, th e woman heedless of the ap
proaching danger. 

In connection with th e safety campaign the company 
a lso distributed 15,000 buttons bearing such phrases as: 
"Caution will prevent acc idents," "Avoid accident; look 
out for th e cars," and "Don't play in the street. " A booklet 
containing a rticl es on public service and public safety was 
circulated. Thi s publication r eviewed the growth of street 
railways in Syracuse. showing ho\\" it had more th an kept 
pace with population. and mention ed some of the expendi
tures which th e company had made in recent years for the 
improvement and enl a rgement of it s ser vice. 

HIGH SCHOOL BOYS AS CONDUCTORS IN DENVER 

The grade condition s in Denver permit th e operation of 
trailers , and in consequence the company has used trail ers 
extensively during th e ru sh hours for a number of yea rs. 
Each trailer carries a sepa rate conductor, and this condi
tion has produced a demand by the company fo r trainmen 
willing to work for only part of the day. The morning 
rush-hour service lasts about two hours and the afternoon 
rush-hour se rvice about two and one-half hours , so that 
trailer conductors put in only from four and one-half hours 
to five hours a day, 

Two or three y~ars ago seYeral student s who were work
ing their way through coll ege applied for th e positions of 
conductors on these trail cars and proved so efficient that 
the company has been employing them in increasing num
bers. At the beginning of 1912 it had thirty-five of these 
young men at work, and at the pr esent time it has eigh ty. 
A minimum age limit of sixteen years is in force , and th e 
applicant for a position must submit to the company a let
ter that this plan ha s the approval of his parents as well 
as the approval of the authoriti es of the hig-h school or 
the university at which he is in attendance. These youn g 
men receive the same pay per hour as the regul ar train
men ; that is, 24 cent s per hour during the first year , 27 
cents per hour during the second year , etc., and this in
come has enabled a number of young men to pay their way 
through college. The school authorities have shown a 
willingness to co-operate with them and the company :,o 
far as th ey can in ar rangi ng the school duties to accord 
with this work. 

In addition to the rush-hour business. the young men re
ceive an opportunity to put in a regular day 's work as an 
extra or as a regular on Sundays and holdays and also to 
do snow plow duty, and many of them t ake th ese run s. 
Regular men are not averse to this plan because it affords 
them an opportunity of getting off occasionally on Sundavs 
and holidavs. As a ll the conductors of the D en ver City 
Tramway Company are also broken in as motormen, th ere 
is always a supply of motormen for Sunday and holiday 
operation with the boy conductors. 

The "trailer boys," as they are called in Denver, a re 

not confin ed tu young men whu arc wo rking their way 
through sc hool or coll ege. Many of them belong to promi
nent and weal thy fa milies, as th eir parents consider the 
service an exce llent business traini ng. The boys make 
good employees and report as regularly fo r duty as the 
ulder men. They al so learn their duti es quickly . The num
ber of appli cants is always more than the number required. 
The success ful applicants are selcctecl liy the superintendent 
and a re al\\"ays asked why th ey desi re to enter the employ 
of the compa ny. Their antecedent s are a lso looked up. 
T hey arc then told that the work is hard and not play. 
If accepted, they are then put through the regular course 
of instruction. The plan ha s reduced the extra list to a 
considerab le extent , and after the trailer boys are engaged 
in other business they are good friends of the company as 
they und erstand the difficu lt ies of railway operation. 

REPORT OF COMMITTEE ON SCHEDULES AND TIME
TABLES 

A meeting of the committee on construction of schedules 
and timetables of the Transportation & Traffic Associat ion 
was held at the headquarters of the association in :\' cw 
York on l\Iay 27. The following members of the commit
tee were present. J. E. Duffy, cha irman. Utica, N. Y.; T. 
F. Grover, Terre Haute, Ind. ; Alexander Jackson, Newark. 
N. J., and J. J. Dempsey, Brooklyn, K. Y. W. 0. Wood, 
Long I sland City, N. Y .. also met with th e committee fnr 
a portion of the time. 

The committee considered in sume detail th e compilation 
of data collected by means of inquiry form No. IOI, and in 
view of the grea t amou nt of material on hand it was de
cided that the work could be handl ed more exped iti ously 
by assigning specific subjects to the committee members 
present. In accordance with this plan, the following pro
gram was approved: Mr. Duffy will take up that section of 
the report to be de-voted to methods of keeping time of 
trainmen. Mr. Dempsey will consider the development of 
forms of detention reports and also the matter of near-side 
stops, M r . Grover will develop the matter of determining 
_iust what information should be shown on timetables. and 
Mr. J::ickson wil l take up the subject of destination signs 
and forms of timetables for city operat ion. These gentle
men will subm it their findings to the whole committee, and 
it is expected that the report in final form will be r eady by 
July r. In this report the committee will endeavor to sub
mit definite r ecommendations on the subjects mentioned 
rather than merely a c;ummary of the practice in vogue by 
the member companies. 

PASSENGER TRAIN DELAYS IN NEW YORK 

The Publi c Service Commi ssion. Second District, New 
York. has recently issued a statement of passenge·r train 
delavs which occurred in the State of New York during 
Dec~mher, 191 2 . The totals from the ·figures given in the 
sta tement a re as fo llows: 

Total number of trains reported....... . . . . . . . . . . . . . . . . . . . . . . . . 64,78S-
Per cent of trains on time at division terminal. . . . . . . . . . . . . . . 78 
Per cent of trains late at division terminal. . . . . . . . . . . . . . . . . . . . . . . 22· 
Average delay for each late train, minutes....................... 28.Z 
Average delay for each train run, minutes................. ...... 6.1 

A summary of the principal causes of delay is shown in 
the fo ll owing table. the r esults heing expressed in percent
ages of the total m~mber of delays: 

Per Cent 

~f~!~e eJ;f~'::;!~t "r"a"iit;;~s· · ." .":: ." .":: _-: ." ." .":: _-:::::::: ."::::::::::::::: i:~ 
Wrecks .............. ........... · ................................ 4.3 
Unfavorable conditions of track .................................. 1.4 
Waiting for trains on other divisions .............................. 37.0 
W a.iting for train connections with other railroads ................. 20.2 

itt;~rsga:~:: . ~~~Si~~: :t~~~~~ : : : : : : : : : : : : : : : : : : : : : : : : : : : : : : : : : : : : : : : H 
~~\~n!.o~r ar~f:t1o~~. : : _.: : : : : : : : : : : : : : : _.:: : : : : _. : : : : : : : : : : : : : : : : : 1 n 
Storms .......................................................... 0.9 
AJI other causes . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . 4.0 
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NOVEL DESIGNS OF CABLE CLAMPS AND CABLE 
BRACKETS 

Among the various cable-line accessories which recently 
have been placed upon the market by the Barnes & Kobert 
Manufacturing Company, New Haven, Conn. , two radically 
new devices are included. One of these, a guy clamp, is 
based upon the obviously effective principle of introducing 
a slight bend in the cable which is to be gripp ed, the clamp 
being thus enabled to 
exe rt a vastly greater 
holding power than 
could be established 
by means of the fr ic
tion grip alone. T his 
device, as shown in 
the accompanying il
lustration, is made 
from pressed steel 
and consists of but 
one piece in addition 
to the bolt and nut. 
[n operation it is laid New Cable Accessories-Single-Bolt 
upon the two strands Guy Clamp 
which are to be 
clamped together, each strand fitting into the two recesse:, 
provided on either side and the T-headed bolt being turned 
into the position shown in the cut. When the steel strands 
are in place the bolt head is turned at right angles and is 
pulled down onto the cables by setting up the nut. This 
puts a slight bend in each strand and gives a holding power 
~enerally in excess of the strength of the rope. 

This method of application avoids the necessity for re
moving the bolt when the clamp is applied and reduces 
materially the time and labor required for application. 
Since the device is made of pressed steel, the weight is ex
tremely low and this serves as another means for keeping 
down the cost of shipping, handling and erecting the clamps 
when they are used in large lots. The design shown in this 
illustration is of th e sin
gle-bolt type, good for 
a pull of 1200 lb. and 
in tended for ¼-in. and 
5/16-in. rope used for 
trolley span wire, but a 
two-bolt type good for 
,Vs-in. and 7/16-in. 
'Strands is also made, 
the difference being 
that the latter type in 
addition to the extra 
bolt has a bridge in the 
center between the 
bolts to put a double 
bend in the strand 
when the bolts are set 
up. This gives it a 
holding strength which 
under test has be<>n 
found to be in excess 
of 15,000 lb. 

The cable bracket 
which has been brought New Cable Accessories-Adjust-
out as a part of the able Bracket 
.;ame line of acces-
sories as the cable clamp is also made of pressed steel 
th roughout and is composed of a slotted rack into which are 
inserted any desired number of bracket arms. The rack, as 
shown in the accompanying cut, is in the form of a chan
nel iron and is furnished with an offset end at the bottom 
which permits a number of racks to be placed one above the 
other to form a continuous piece extending up the side of 

a tunnel or wall upon which it is desired to support cables. 
The T-shaped slots are located in the racks at intervals of 
r¾ in. and the bracket arms can in consequence be set at any 
desired elevation with a close degree of adjustment. The 
arrangement permits the insertion or removal of a bracket 
arm with a vertical movement of only 5/16 in., and as all 
pieces are stamped out of steel in the process of manufac
ture complete interchangeability is assured and any arm 
can be inserted in any siot. 

The bracket · a rm is made with a T-shaped head, the 
wings of w hich catch in the narrow part of the T-shaped 
slot in the rack when the arm is down in place, and a 
groove is pressed into the arm to give it transverse strength 
as a beam in ca rrying its load. At the inner end of the arm 
a heel-piece of steel is electrically welded on, and this rests 
against the face of the rack, serving to take the thrust set 
up by the presence of a weight at the end of the arm. 
The arms are made in IO-in., 7-in. and 4-in. lengths to suit 
different conditions, and they are made wide enough to 
prevent any cold-flow of lead cable sheaths resting upon 
them. The bracket is strong enough to hold a 200-lb. 
weight on the end of the IO-in. arm so that there is no 
danger of damage if it should happen to be used as a 
ladder by employees working on the cables which it carries. 

Other accessories in pressed steel made by the manu
facturers of the above-described devices are wood-strain 
insulators with steel caps crimped on to the wood and sec
tional mushroom guy anchors designed to eliminate the 
bulk and weight of the wooden blocks often used for this 
purpose. All of these cable accessories receive a heavy 
galvani zing coat to prevent deterioration by rusting. 

NEW REPAIR SHOPS FOR NEW HAVEN ELECTRIC 
LOCOMOTIVES 

Repair ships designed to handle all of the now extensive 
electrical equipment of the New York, New Haven & 
Hartford Railroad are approaching completion at Van 
Nest, Bronx Borough, New York City. It is expected that 
they will be in operation by Aug. 1, or a short time before 
the electrification of the road from Stamford to New 
Haven is finished. 

The new shops at Van Nest represent an outlay of about 
$650,000, and they will be complete in every detail. Until 
now repairs to the electric locomotives have been made at 
the Stamford shops, but the increase in electric equipment 
due to the electrification of the road as far as New Haven 
has necessitated a more elaborate plant where the repair 
work could be done to better advantage. The new location 
at Van Nest, on the Harlem River Branch, was decided 
upon mainly because of its nearness to the great Harlem 
freight terminal of the road, which is already electrified 
and where a large part of the electrical equipment must 
necessarily be employed. 

The new shops cover two acres of ground. They are 
made up of an inspection shed, a repair shop proper, a lye 
vat house, a blacksmith shop, a storehouse and a heating 
plant. The inspect ion shed has four pit tracks, 375 ft. 
long. The repair shop proper covers nearly an acre and 
a half of ground and is two stories high. The heating plant 
covers 3000 sq. ft. of ground and the storehouse 7500 sq. ft. 
All are built of red brick. 

The new shops will handle the repairs on sixteen switch
ing locomotives, forty-seven passenger locomotives and 
thirty-six freight locomotives, a total of ninety-nine, and 
in addition part of the work on twenty-three multiple-unit 
cars. Not all of these locomotives are in service as yet, 
most of the new freight engines being held in storage at 
Van Nest. However, after the completion of the electri
fication to New Haven it is planned to have all trains, both 
passenger and freight, operated by electric power between 
the Harlem terminal and New Haven. 
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Ne-ws of Electric Rail-ways 
Verdier Act Constitutional 

O n May 21 the Circuit Court a t De troit , Mi ch., hande d 
<lown a decis io n dec laring the Verdier hom e rule act, und er 
w hi ch the muni c ipal owners hip cha rter amendm ent was 
a dopted, to be const itutional. O n the other hand, a n o rd er 
was issued compellin g th e Comm o n Council to resc in d its 
ac tion in appropria tin g $2 50,000 to be u sed in buildin g a 
cross town bus lin e in o pp os ition to the rig hts of t he 
Detroit U nit ed Railway, which claimed that, under it s 
franchi se, it had th e rig ht to make th e first proposition 
o n a ny exte nsio n s o r additio na l lin es to be built. 

The decisio n a s to the con s titutio nality of the Verdier 
a ct was re nd ered in t he ca se brou g ht by George H . Bar
bour, Fred T. Moran a nd Charles A . D ucharm e, w ho a sked 
t hat Mayor Marx of Detroit be restrained from appoin ti ng 
a commi ssion and that the is sue of bo nd s und er the charter 
a m endment b e preve nted. T he court spe nt mu ch time in 
the co nsiderat ion of the consti tutio na lity of the Verdier act. 
T he judges were una nim ous in their op inio n as to the con
s titutionality of th e act, but Jud ge Hally dissented as to 
the right of the city to issue $10,000,000 of bonds. The 
majority opinion was s ig n ed by Judges Hosmer, Van Zi le 
a nd Mande ll. It follows : 

"I agree with Jud ge Hally that the Ve rdi er bill was 
printed as required by the constitution; that th e question as 
to whether it was imm edia t ely n ecessary for the preserva
tion of the public peac e, hea lth a nd safety wa s for the 
Legislature and not for the courts ; that it is th e duty of the 
Legislature to fix the gen eral bo nding limits of cities; that 
this power cannot be de lega ted to th e people, and that a 
city can issue bonds o n its fa ith and credit only to th e 
extent of the differenc e b etwee n' its debt and its borrowing 
limit. 

"Still it would seem that a perfectly natura l and co nsti
tutional construction can be g ive n t o the section under 
consideration. Section 4, before amendment, prohibited 
citie s from pledg ing th eir credit for street railways except 
to the amount of the margin between existing indebted
ness and 4 per cent of the assessed value of the r ea l and 
personal property in the city. 

"By successive amendments to the charter a city mi ght 
ra ise its borrowing power to the le g islative limit of 8 per 
cent and yet be prohibited from purchase of a street rail
way by any issue of bonds oth er than those which imposed 
no liability upon the city. It was to change this that the 
Verdier bill wa s enacted. 

"I fully agree with Judge Hally that the constitutional 
co nvention expected the cities to procure funds for street 
railways by bonds which did not impose a liability on the 
city, but I am unable to find anything in the constitution 
which prevents the Legi slature from g iving cities the au
thority to use the borrowing power between the debt and 
ge neral limit of bonded indebtedness for this purpose. 

"In leaving to the Legislature the bonding limit , the 
constitution has empowered that body to open the door to 
the purchase of public utilities on the credit of the city if 
it sees fit, and the fi nding of the act un con stitutio n al in 
nowise t ends to prevent thi s. The Legislature may r aise 
the limit so that th e marg in is suffic ient. 

"Subject to the re striction that a city's debt must not 
, exceed 8 p er cent of the assessed value of property exclu

sive of spec ia l assessment district bonds, and Io per cent 
inclusive of all bonds, subject to the provision that the 
cha rter of a city sha ll not be changed by increasing t he 
limit o f it s indebtedne ss often er th a n o nce in two years, 
a nd subject to the further provision tha t n o sing le in crease 
sh a ll exceed 2 per ce nt , a city may u se any borrowing 
power which remains, not exceeding 2 per ce nt , for street 

' railway purchase o r installation . 
"The bill should be di smi sse d without prejudice to the 

right to a ttack the charter amendments sh ould they prove 
to be beyond th e scope o f the act." 

The case will be carried to the Supreme Court, and until 
a decision is secured the $ro,ooo,ooo of bonds provided for 
in the charter amendment cannot be sold. Mayor Marx 
sa id that as soon as th e Supreme Court has passed upon 

th e matter bond s will he ~o ld to provide funds fnr the 
work uf investigati ng co nditi on !'>. 

Th e court held that th ere is no reason for pla ci n g $250,-
000 o n the bud ge t of th e pa rk commi ss ione r fur ge nera l 
tran sp o r ta tio n purposes and that h e had no ri g ht to make 
the reques t. Even if it had been legal for him to have 
th e a m ount placed to the credit of hi s fu nd he could not 
spend it under the present laws. The judges were unani 
m o u s in t heir decision w ith respect to this matter. 

M ayo r Marx of Detroit has decided upon John F. Dodge 
a nd J oseph F. S trin g ham, Rep ubli ca ns, as two of the mem
bers of the city str ee t ra ilway commission, under th e plan 
provided by th e charter a m endm ent adopted on A pril 1, 
1913. The othe r candida t es, w hose names have been sug
gested by labor orga ni za tion s and th e Muni cipa l Owner ship 
L eague, are Wi ll ia m D. Mahon, president of the A mal
ga mated Assoc iati o n of Street and E le ctr ic Railway E m
ployees; J o hn Clarken, Frederick F. In g ra m, George 
\Villi a m Moore, Tho mas L. Dalton and J ohn M c Vicar. 
The Federation of Labor wants eit her Mr. Mah o n or Mr. 
Clarken , while th e advocates of municipal ownership will 
be satisfied with any o n e of th e oth er four. 

On May 20 it was discovered t hat Mayor M arx had 
ne g lected to submit a request to the boa rd of es timate s 
for $100,000 to be used to defray the expenses of th e street 
rai lway commission in its end eavo r to unrave l the tangle 
int o which the rai lway question has been thrown. It is 
pos sible that. this wi ll temporari ly delay effectual w ork in 
that d irect ion. 

Carriers' Committee Confers with I. C. C. on Valuation 

Twelve p residents and severa l vice-presidents of railways, 
h eaded by Samue l Rea, president of the Pennsylvania Rail
road, met in Washin gton on May 26, 1913, t o confer over 
the propose d physica l va luation of the properti es of the 
A m erican railways which Co n gress has directed th e Inter
state Comme rc e Commission t o make. The se officials con
stitute the physica l va lu ation committee of the inter state 
ca rriers of the country, a nd they met the members of the 
Intersta te Commerce Commission t o exchan g e view s on 
the cha racter and extent of the work and to express their 
willing ness to co-operate in the prepara tio n o f a ll data 
required. The board of enginee rs appoin ted by th e com
mission, the personn el of which was given in the ELECTRIC 
RAILWAY J OURNAL of M ay 3, 1913, page 823, has be en meet
ing since May I and conferring with the commissio n as to 
plans for the work of va luation. As soon as workin g plans 
are approved by the commission forces will be or ganized 
fo r active ope rations in t he fie ld. 

Th e tentative valuations reached by the commission must 
be submi tted to t he r a ilway carriers, the Depa rtment of 
Justice and the governors of the states in which the rai lroad 
properties a r e located, and t o such o ther persons as the 
commission may nam e. After suc h a tenta tive va luation 
has been made, thirty days will be allowed for filing a pro
test. If no protest is filed, the va luation will become final. 
But if a protest is fi led the commisi on will proceed with 
heari n g s at which testimony, briefs and arguments will be 
received. 

Rapid Transit Matters in New York 

The Public Service Commission for the Fi r st District has 
called fo r b ids, to be opened on June 24, 1913, for the con
st ruction o f Section No. 4 o f the Broadway-Fourth Avenu e 
Rapid Transit Railroad. This rai lroad will be operated by 
t he New York Municipal Railway Corporat ion und er th e 
dual system contracts. The Broadway subway is now 
under construction from Trinity P lace a nd Morris Street 
to a point in Broadway m idway between Hou sto n and 
Bleeck er St reets. Section No. 4 extends from thi s po int 
north und er Broadway t o a point 390 ft. north of t he 
south erly lin e of Fourteenth Street. It wi ll be a four
t rack subway, a nd the section includes a local station at 
E ig hth Street a nd half of the express station at Unio n 
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Square. T li e contractors wi ll bid fo r construction only, 
which will not include the laying of tracks or the finishing 
wor k in stat ions. 

The first p lans for e levated ra ilroad improvem ent under 
the dua l sys tem contrac ts were submitted by the New York 
Municipal Railway Corporat ion for the proposed connec
tion of the existing Myrt le A venue and Broadway elevated 
lines in Brooklyn. T he Publi c Service Commissio n ap
proved the plans, on the condition that the company will 
invite comp etitive bids for the const ru ction work. The 
plans call for the a lteration of the existing structures and 
their con nect ion so that trains may operate freely from on e 
line to the oth er. 

Department of Public Utilities Suggested for Cleveland 

In a print ed exp lanation of the provisions incorporated 
in the propose d new ch arter for the city of Cleveland the 
Cha rt er Commission states that a department of public 
ut ilities should be establish ed to control all municipal en
te rpris es which derive no revenu e from taxation. The 
reports of this department are expected to show clearly 
the results of the operation of th e enterpris es under munic
ipa l ownership. The power of th e city to own and operate 
public utiliti es, as granted in th e h nme ru le ame ndment, 
wo uld be left unres tri cted by the co mmis sio n, but the 
chart er wi ll require fhat th e busines s and the account s of 
a ll such uti lity enterpri ses sh a ll be kept separate and dis
tinct . As to franchises, th e charter w ill provide that no 
exclu sive g ran ts sh all he permitted. The Coun ci l may, 
by o rdinan ce, gra nt franchises, bu t a ll o rdina nces making 
g ra nts o r r enewals sha ll reserve to the city the powe r t o 
regulate, the right to terminate the grant s and to pur chase 
the property. The commiss ioner of the division of fran 
chises wi ll be charged w ith the enforcement of the pro
visions of th e utility g r a nt s. Th e voters of the city mu st 
adopt the charter that has been framed by t he commi ss io n 
or continu e to be g overned un de r th e code which was 
fo rmulated for th ose cities which fai l to make new pro
v,is ions or prefer t o operate under t h e state plan. 

Wages and Hours to Be Arbitrated in Buffalo 

Acco rdin g tn E. G. Co nnette, president of the Interna
tiona l Rai lway, Buffa lo. N. Y ., th e representatives of the 
employees of the company and t he officer s have succ eeded 
in adjusting a ll t h e que stion s at issue betwee n the men 
and the compan y except t he rate of wages and t h e sect ion 
cove rin g the number of hours in which runs shall be co m
plete d. Mr. Conn ette is quoted as fo llows: 

"The comp any and th e committee representing the em
p loyees w h o are m embers of t'h e associa tion have had 
many confer ences a nd have succeeded in adjust in g a major
ity of th e compl aint s which were presen ted, each party 
showin g a des ire t o settle all questions, without arbitration, 
and practically a ll have be en sett led with th e exceptio n of 
the · rat e of wages and the section covering the numbe r of 
hours in w hi ch the runs should be completed. Being un
ab le to agree upon th e wages and the number of h ours in 
w hi ch the run s sh all be complet ed. we have decid ed that the 
matt er sh ould be left to arbitration, as prescrib ed in the 
agr eem ent w hich was made in the presence of the Mayor on 
April l 1, 1913." 

Th e men have selected Assembly man Edward D. Jack
son as their represe ntat ive on the board of arbitration . 

Franchise Negotiations at Des Moines 

E. G. Schmidt, pr es ident of the Des Moines (Ia.) City 
Railway, was quoted in part as fo llows recen tly in r egard 
to th e development plans of the company: 

"We plan to operate a system that w ill cover the terri
tory conti guous to D es Moines like a n et. We have sur
veyed as far as Indianola for the Osceola line. This will 
serve a territory which is not reach ed by railroad and 
which li es between the Osceola and th e Albia b ranch es of 
the Burlin gton. Farmers along the line already have come 
to the offices of the company here to ask us to st a rt work 
on th is line. U nder the new state law they can vote taxes 

to h elp in the construction of the lin e and they are anxious 
to get busy on the proposition. 

"Action a lo ng this line must await the determination of 
the fra nchise issue h ere. We cann ot build the spokes of 
the w h eel until we have the hub. When we have the Des 
Mo in es City Railway on a firmer basis w e will be ready to 
begin work on the proposed mterurban system. I can say 
nothing· about the franchise question excep t tha t we are 
seekin g a franchise and that we wish a 5-cent far e." 

Work Begun on Cleveland & Youngstown Line 

Con structio n work ha s begun on th e Cleveland & Youngs
town E lectr ic Railroad. A t the head of th e syndicate 
w hi ch promoted the road are W. S . Hayde n, president of 
the Chamber of Commerce; Otto Miller, of Hayden, Miller 
& Company, Cleve lan d, Ohio, and J. R. Nutt, secretary of 
the Cleve land Savings & Trust Compa ny. The company is 
reported to have purchased a ri ght-of-way wide enough fo r 
four tra cks through to t he new terminal sta tion, which will 
occupy a s ite bounded by O ntar io Street , Prospec t A venue, 
West Third Street and Canal Road, Cleveland. The road 
will run a lmost entirely on a private rig ht-of-way, its gen
eral course follow ing the brink of Kingsbury Run. 

The plan to bu ild th e Cleve land & Youngstown Railroad 
originated with 0. P. and M. J. Van Swearingen, of the 
Van Swearin gen Compa ny, Marshall Building, Cleveland. 
W . H . Gratwick, Buffalo, w h o owns large lak e shipping 
interests and is conected with the O ntar io Power Company, 
is assoc iated with them. 

New Road Opened in Georgia.-The Albany (Ga.) 
Tra nsit Company has completed and placed 4½ mile s of 
lin e in operation in A lbany. 

To Report on Municipal Line.-The city commis sioners 
of Edmonton , A lberta, Can. , have been instructed to report 
in r egard to the means which should be adopted to make 
th e Edmonton Radial Railway, a m uni cipal line, pay. 

Tramway for Guayaquil.-! t is r eported from Panama 
that R. W. W. Hebard, head of t he Panama Tramway, will 
make prelimina ry studies in conn ection w ith t h e construc
tion of a tramway syst em for the city of Guayaquil, Ecua
dor. 

Differences Between Company and Employees at New 
Haven Adjusted.-It is announced that the differences be
tween the officer s o f th e Connect icut Company and the 
rep resentat ives of t he trainmen on the company's New 
Haven lin es in r egard to the r ecent discharge of shop em
p loyees have been adj usted. The trainmen were report ed 
to have voted to strike if neces sary to en force their de
mands in regard to the shop employees. 

Increase in Wages in Louisville.-The Louisville (Ky.) 
Rai lway ha s annou n ced an increase in wages for all of its 
employees w h o are paid by t h e ho ur and w hose compen
sa tion does not excee d 23 ce nts an hour. The increase is 
r cent an hour fo r a ll those fa llin g in this classification. 
All of the motormen a nd conducto rs are paid by the hour, 
a slidin g scale, dependin g on the length of service, being 
used to dete rmine the rate of pay. The increase is effective 
on June 1, 19 13. 

Investigation of New Haven Railroad by Department of 
Justice.-A n investiga tion of the New England railroads 
to determin e if t hey are vio lat in g the Sherman law has 
been begun unde r orders from Attorn ey-Gen eral McRey
nolds. This investigation fo llows the inquiry o f the In
terstate Comme r ce Commission into the regulations and 
practices of the New England roads. The D epartment of 
Justice wi ll look into a lleged traffic agreements and the 
holdings of the railroads in subsidiary companies, including 
elec tric railways and steamsh ip lines. 

Riot at Jamestown.-The Ja~estown Street Railway and 
t'he Chautauqua Traction Company, James town, N. Y. , are 
reported t o have been comp elled to suspend service on 
May 27, 1913, on ac count of rioting by trainmen of the 
companie s w ho are on s trike and by strike sympathizers. 
The rioters conducted a demonstration in front of the 
residences of A. N. Broadhead and S. B. Broadhead, who 
are the principal own ers of the companies . Considerable 
damage is r eported to have been done at the Broadhead 
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\,V oo len Mill s. Som e of the sa loo n s were c lo sl'll o n May 
27. 1913 , a t th e r equest of Mayor Ca rl son . 

Chicago Surface Railway Merger Status.-The local 
transportati o n com mitt ee of th e C ity Coun cil of C hi ca g o, 
111., voted o n M ay 2 4 that it wou ld n ot approve a clause in 
the proposed m erge r ordin a nce g uara nte ein g t he surface 
ra ilway co mpani e ::. t he rate o f return which they n o w r e
ce ive. \,Vhen t hi s deci s ion was r eached by the co mmitte e, 
L. A. Busby, president of t he Chi cago City Rai lway, an
n oun ced th at t he co mp a ni es wou ld n ot con solidate unle ss 
they w er e protected by a rate of return stipulated in th e 
ordinance. The committee thereupon voted t hat the Board 
of Supervising E ng in ee r s, Chicago Traction, r eport t o th e 
committ ee w hat im proveme nt s in service can be effected b y 
action of the City Council. 

Differences Between Employees and Company Adjusted 
in Springfield.-The differen ces be tw een the Sp rin gfi e ld 
(Mass.) Street Rai lway and it s emp loyees have been se t 
t led, but the detai ls of t he adju stm ent hav e n o t b een mad e 
public. According to th e Sp ring fi eld R ep ublican , "the se t 
tlement of th e m atter w ithout r esorti n g t o a s trike closed 
o n e of the m o s t interesting cases that eve r came up in 
lab o r ci r c les in t hi s city." T h e differenc es be tw een the o f
ficers of t he co mpa ny a n d the r epresentative men are said 
to have been cau sed by t h e que s ti o n of t h e int erpretation 
of the p hra se "any member of th e associati o n " a s con tain ed 
in the agr eem ent between t he co mpany and th e men, th e 
orga nization amon g the men having extended it s influence 
recently from the trainmen to members of the clerical 
force. 

Arbitrators Chosen in Cincinnati.-vValt er A. Dra pe 1·, 
s ec r eta ry of the Cincinnati (Ohi o ) Tra cti o n Company ; 
John P. Frey, e ditor of an iron m o ld er s ' pap er , and H er
m a n Sch neider, dean o f th e eng in ee rin g d epa rtment o f th e 
University of Ci n cinnati, are th e a rbitra to r s who will de 
cide the wages to be paid th e emp loyees of th e co mpany. 
Mr. Draper was select ed b y th e co mp a ny and Mr. Frey 
by the men a nd Dean Schneide r w a s the choice o f th ese 
two m en as the third m ember of th e boa rd. The Cincin, 
nati & South Covingt o n Stree t R a ilway has r ecogni zed 
the unio n fo rm ed by its m en. A n a tt empt wi ll b e m a de by 
the o ffi ce r s of this co mpany a n d r epre sentatives of the em
p loyees to reach an a g r eem ent in r egard t o wag·es, b u t if 
this is found impossible the matter will be submitted t o 
a rbitration. 

Agreement Between Buffalo & Lake Erie Traction Com
pany and Employees.-The conferences between the offi
ce r s a n d r epresentat ives of th e employees o f the Buffalo & 
Lake E ri e T ra ction Company, Buffalo, N. Y., have resulted 
in an agr ee m ent between the company and the men in 
r ega r d to wages and term s of service which is to be in 
effect for three years. The employ ees of the co mpany 
went o n strike at the same time as the employees of the 
Internatio nal Railway and like the employees of that com
pa ny they returned to work under an agreement for the 
se ttlement of t he differences at conferen ces between the 
men a n d the officers of th e company w ith arbitration as a 
last r eso rt. A minimum wage of 23 cents an h our a nd a 
maximum of 30 cents an hour are provided for trainmen 
except those employed on the Dunkirk belt line, w h o are 
to receive 2 cents an hour addit io nal while working under 
the o n e-man sys t em. New men a r e to r eceive 23 cents an 
hour. Afte r six months the pay is to be 24 cent s a n hour 
a nd at the end of the year 25 cents an h our. From then 
o n the rate is to increase until a maximum of 30 cents an 
h our is reached. M en empl oyed o n s now p lows and men 
who work overtime a r e to receive pay on a bas is of time 
and a half. 

"Rate Research."- Within the year a n ew publi cation . 
Rate R esearch, publish ed by th e rate re sea rch committee of 
t he National E lectric Light Associa tion, h as ent er ed the 
technical fie ld a nd is doing a good work in compi ling and 
di ges tin g the decisions of the courts a nd comm iss io n s 
u p on matters re la tin g t o the publi c ser vice regulation of 
elec tric properties. T hi s committ ee st a rt ed o ut more than 
a yea r ago to supply cert a in m embers of the Nat io na l E lec
tric Lig ht A ssociation with current information up on this 
subj ect , and th e n eed of a r eg ular printed publication ma n
ifested its el f. T h e committee h as just complet ed its first 

1, rint ed vo lume , which is N o . 2, c1Jnta111111 g 420 p ages, the 
las t numb er bein g a complet e c lass ifica tio n a nd index, w h ich 
rc-nde rs a ll o f th e information readi ly a va ilab le. This in dex 
is probably the bes t bib li ograp hy o f r a t e r egulati o n in fo r ma 
tio n that is publi shed a nd sho uld be ve ry useful in pr ep a rin g 
briefs a nd other m em o randa u po n r egulati o n m a tte r s. O n e 
inter es tin g feature o f thi s publi cation is th e fa ct t hat i t is 
no t pub lis h ed for pro fi t a nd ca rri es n o a d ve rti sin g a n d 
th e r efo r e is in n o se n se a riva l o f the t ec hnica l p ap er s. 
1 t supp leme nt s th e wo rk th a t such pap e r s a r e doing b y ca ll 
ing at te nti o n to all o f th e im portant articles whi ch s uch 
pa p e r s pub lish o n th e subj ec t of rat e r eg ul a ti o n . Th e cu m 
m is-, io n ann oun ces th at th e pub li ca ti o n is a lread y o n a ,l' lf
supp o rt in g basis. 

LEGI SLATION AFFECTING ELECTRIC RAILWAYS 

ILLJ N OI S 

Senato r Cla rk intro du ce d by requ es t on M ay 2 1 S enat e 
b ill No. 644, whi ch a uth o ri zes the purcha s e, lease, sa le or 
co n solida tio n o f stree t r a ilway s, presc ribe s t h e m o de, te rm s. 
co nditio n s a nd eff ec t th e r eo f and prov id es fo r th e acqui si
ti o n of th e s t oc k of any di ssenting stockho lde r s. A ny 
s tree t ra ilway w ithin o r partl y within and pa rtl y w itho u t 
a ny in corp o rate d muni cip a lity has the power t o a cquire a n y 
o r ai l o f th e p ro p ert y ri g ht s , privil eges, immuni t ies a n d 
fra nchi ses of any o the r such corpora ti o n s, o r t o d ispose 
of it s own prope rty, et c., t o a no th e r co rporat io n , o r to 
a rrange for th e o pe ra ti on o f both syst em s under o n e m a n
agem ent a nd co ntro l. Be for e a merg er takes p lace th e 
muni cip a l auth o riti es w it hin whi ch the g reat er part of the 
stree t r a ilway is op e ra t ed s ha ll by o rdinanc e dec la r e th at 
t h e publi c int e r es t r equires a uni fie d syst em . The agr ee
m ent t o m er ge m u st be su bmitted to th e s t oc kho ld er s of 
th e a ffecte d co rpo ra ti o n s a t a r egula r o r spec ia l m eet in g. 
Tw o- third s of a ll the out st a nding capital stoc k o f eac h of 
th e cor porat io n s is r equired fo r a m er ge r. The co rp o ra
tio n ac quiring a ll o r su bsta ntia lly all of th e property of 
a ny othe r co rp o r a tio n is liab le fo r a ll the the n out sta ndin g 
deb t s of th e o th e r co rp ora ti on. F or th e purpose of u p
h o lding ri g h ts ea ch of th e co rporat io n s m er ge d o r con soli 
da t ed w ill be deem ed seve ra ll y t o continue in ex ist ence. 
It is n ecessary fo r a ll me r ged o r consoli da t ed ra ilways 
fi r s t t o se cure a fran chi se fro m th e municipa li ty . Stock 
ho ld er s must fi le n o ti ce of di sse nt wi thin thirty days fro m 
d a t e of th e m ee ting at w hi ch the tra nsfer w a s autho ri zed 
a nd up o n surrend er o f th e ce rtificate are entitl ed t o the fa ir 
cash va lue o f th e s t ock at that date . If they r efu se to pa rt 
with the s tock o r the value cannot be a g reed up o n , th e cor
porati o n w ithin ninety days from the stockho lder s' m eet in g 
is t o acquire t h e sto ck by the exerci se o f the p owe r a n d 
ri g ht of emin ent domain . N o tice s of sale s o r m er ge r a r e 
required to be publishe d for three weeks. 

The S en a t e has pas se d th e bill t o auth oriz e c1t1 es o n a 
re fe rendum vote t o acquire and operate pub lic utiliti es. 
Thi s i s one of the Dunne utilities measures. 

The street car employee s labor bill has bee n reporte d 
out with a favorable recommendation by the committ ee o n 
lab or and industrial affair s o f t he H ou se. As am ended by 
this committee , interurban employ ees are eliminat ed from 
the operation of the bill arn;I street railway employee s are 
n o t t o be employed more than ten hours out of fourt een 
hours in any one day. The original bill called for n o t 
more than ten out of twelve cons ecutive hours and it was 
passed by the Senate with this provision. The am end
ments were adopted by a vote of ten to seven and the 
favorab le recommendation by a vote of fift een to two. 

Senator Hurburgh's anti-pass bill to prevent the issuance 
of free transportation by steam or electric railroads ha s 
been reported out with a favorable recommendation by th e 
comm ittee on miscellaneous subjects of the House with a 
r ecomme ndation that it be pas sed. Amendments have been 
made t o permit members of th e Le g islature, their fami lies 
and o n e clerk or secretary to receive passes. Anoth er 
amendment struck the words " in uniform" from th e sectio n 
referring to th e free transp o rtati on o f p olicem en while o n 
duty. This amendment will give policemen, deputy sh eriffs 
and coro ners the right to ride free on street r a ilways. 
Oth er amendme nt s a llow free transportation to th e famili es 
o f a tto rneys and physicians for railways . An amendmen t 
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to exempt members of Congress and their families a nd 
judges of co urts of records a nd t h eir fam ilies was voted 
down. 

Conductors and motormen o n the lviattoo n ( Ill. ) City 
Railway have pet itio n ed their repr esentatives in the Legis
lature to vot e agains t the bill provid ing t hat t en h ours' em 
p loyment for stree t ra ilway emp loyees must be w ithin fo ur
teen con secutive hours. They a ssert that t h e passage of 
t he bill would m ea n a r eductio n in wa ges of abo u t $ roo a 
yea r fo r each man. 

MASSACHUSETTS 
The so-call ed "nin e hours in eleve n" bi ll continues to be 

a storm center of di scu ssion in the Legislature. T h e co m 
mittee o n s tr eet railways recent ly r ep orted a bill providing 
t hat a day's work fo r m o to rmen a nd co nducto rs s hall n ot 
exceed ni ne hou r s in twelve consecutive h ours, w ith a pos
sib le emer gen cy ex t en sion to nine and a ha lf. Representa
tive Stevens of Ma r bleh ea d h as endeavor ed t o sub stitut e a 
s traight nin e hours in e leve n b ill fo r that fav ored by th e 
committee and passed to a seco nd reading in the Ho u se. 
Represe ntative Dunca n of Clinto n opposed the demand for 
substitution. He said that a few y ears ago w h en a bill was 
pa ssed restricting t h e hours but permitting the men t o 
work longe r if th ey desired it wa s fou nd that many m en 
p referred t o work longer hours t ha n thos e indicated in the 
bill. President Bancroft of the B os to n E leva t ed Railway 
has sent a s tatement t o the members of the Legislature pro
te s ting again st th e passage of th e nin e hour s in eleven bill 
a nd sta ting that if it goes through it w ill be n ecessary t o 
employ 1700 m o re m en tha n at pre se nt . H e a lso asserted 
t hat the attempt to se ttl e the h ours o f e mployment is a plain 
vio lat ion o f th e ag reem ent between the company and the 
employee s' unio n. 

NEW YORK 
Gove rnor Su lzer ha s ve toed t h e Yard bill t o permit the 

con struction of an elec tric rai lway o n t h e A lba ny Post 
Road in West ch es t er County. The Governor has s igned 
Sen a te bill No. 340, a m ending the ge n eral corporation law 
by a dding a n ew Section 91-a, providi ng that "th e Supreme 
Court shall h ave jurisdict ion in equity at the suit of a 
co rporation or of a r eceiver o r trustee in bankruptcy th ereof 
to co mpel one or m o re tru stees, directo rs, m anage rs o r 
other o fficers of the corporation t o account for injury t o o r 
losses o f the funds , asse ts o r property of the corporation 
ca used by o r throu g h a ny neg lec t or fa ilu re of the d efe ndants 
to perform, or by a vio la tion o f, their dut ies, and must up on 
app lication of eith er party m ake a n o rd er directing the tria l 
by jury of th e is su e of n egligence, and fo r tha t purpose the 
ques tions to be tried mu st b e prepared and se ttl ed as pre
scribed in Section 970, Code of Civi l Procedure." The 
Governor has vetoed th e b ill to amend the railroad law in 
re lation t o ext ending the time within whic h in cert ain 
cit ies a r a ilroad may be constructed where there ha s been a 
re ceive r. The Governor has disapproved the bi ll t o repeal 
th e act for th e preservation of the m acada mized public 
highways of Queen s County. The Governor said: "A re
peal of thi s act would be solely , simply and purely a g rant 
of unrestricted and unlimited power t o the s tree t surface 
ra ilroads in Queens and Nassau Countie s t o monopolize the 
use of each and every macadamiz ed public hi ghway in bot h 
of th ose cou nties, with out a ny r egard to th e pub lic senti
ment of the citizens th ereof." 

T h e Govern o r on May 28, 1913, vetoed the Murtaugh 
hydroe lectric bill de sig ned t o permit th e utilizat io n of the 
surplu s wate r s of th e cana l fo r the deve lop m ent of electric 
power by the State, a nd the Walters bi ll , which would have 
permitted quasi-pub lic corpora tion s t o impound waters 
through the co nstruction of dikes, watersheds, etc., and to 
market the water. The Governor ha s announced that h e 
will appoint a committee o f expe rts to investigate the 
quest ion o f water power development in the State and re
port to the next Legis lature. The Governor ha s signed the 
Pollock bill providing that no stage rou t es o r alte ratio ns 
o r exten sions of such r out es in New York City sh all be 
operated until a franchise has been obtain ed from the 
Board of Estimate and Apportionment. 

PENNSYLVANIA 

By a vote of 185 to 9 the House passed the public utilities 
commission measure on M ay 19. The bill was at once 

se nt to the Senate, wh ere it pass ed first reading and was 
made a special order for second reading on the evening of 
May 26. It is believed that it will now speedily pass the 
Senate a nd be s ig ned by the Governo r. Opposition to the 
b ill in the House was led by Repre sentatives Allen, 
P itt sburg h, and John R. K. Scott, P hiladelphia, who 
charged that the influence of the State administration had 
been unduly exer cised to defeat certain amendments which 
t hey had o ffer ed, including the g ranting to the commission 
o f co ntro l over t h e issuan ce o f stocks and bonds by cor
porations a nd r equiring th e comm iss ion to pass upon these 
securities before they co uld be offe r ed t o the public. 
F ramers of the b ill w ere again st thi s amen dment because 
they claimed it would nullify the purposes of the measure 
and s hould be covered in a separate bill. T h e amendments 
o ffer ed at th e in s tance of Mayor Magee of Pittsburgh were 
designed to g ive municipalities the right to pass upon the 
ex t ensi o n of public utilities through the highways of these 
municipa li ties. A n a ttempt by Mr. Allen to insert his 
am endm ents to the bill before final passage through unani
mous co nsent, that the House go into committee of the 
whole fo r the purpose of considering the amendments, was 
defeated by a vote of ro8 to 78. The bill as passed is a 
compromise measure between the Republican State Con
vention' s legislative committee's bill and the state adminis
tration's bill. The Democratic bill was not seriously con
s ider ed in th e framing of the composite measure. 

The Clark commission government bill for third-class 
cities, which has passed the Senate, was reported favorably 
to the House with an amendment designed to prevent the 
" ripping" of mayors and other regularly elected city offi
c ial s out of office before their terms have expired. 

As a result of the visit of A . M. Taylor, transit adviser 
to Mayor Blankenburg of Philadelphia, to Harrisburg the 
section of the all-Philadelphia revenue-producing bill limit
ing the use of the money received to the building of sub
ways and o ther permanent improvements will be elimi
nated a nd provided for in a new measure to be introduced 
at o nc e into the Senate. Both bills are scheduled for pas
sage, it is stated. The main bill provide s that all of the per
sona l property tax, n ow divided between the county and 
State, sha ll go to the county, which would add $40,000,000 
to the borrowing capacity of the county of Philadelphia. 

PROGRAM OF ASSOCIATION MEETING 

Central Electric Railway Association 

The h o t el and arrangement committe e of the Central 
E lec tric Rai lway Association has made the following ar
rangem e nt s for the June meeting, which will be held on 
board th e D. & C. steamship St. Ignace, which has been 
chartered fo r the exclusive u se of the association member~ 
and famili es, for a two days' continuous trip from Lake 
E. ri e throug h the connecting rivers and Lake St. Clair into 
Lake Huron: 

The s teamer wi ll leave the dock at the foot of Madison 
Street, Toledo, O hio , at 3 p. m. sharp, on June 25, 1913. 
and will r e turn to the sam e place at the corresponding 
hour on June 27, 1913. 

The fare fr om To ledo for the round trip, including state
room berth a nd m eals, will be $12 per person. 

Reservations can be m ade by applying t o L. J. Drake, Jr., 
4ro Traction Terminal Bu ilding, Indianapolis, Ind., chair
man of the hotel and arrangement committee. All reser
vations mu st be accompanied by remitta nce and the name 
and address of p erso n or p ersons des iring accommodations, 
so as t o comply w ith marine r egulations 

Each stateroom is equipp ed with an upper and lower 
berth. On accou nt of the large attendan ce expec ted at this 
meeting, it will be necessary to p lace two perso ns in each 
s tateroom; therefore it would be well for persons who de
sire to share the same stateroom to make reservations to
gether. In making reservations, preference should he 
nam ed for in side salon room o r outside corridor room. 
Full fare will have to be charged for all children. 

No applications received by mail after June 21 can be 
acted upon. Applicants at the boat on June 25 will be as
=igned space if any is left. A cordial invitation is extended 
to railway men who are not members of the association. 
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Financial and Corporate 
Stock and Money Markets 

May 27, 19 13. 
The m arket op ened s tro ng in New Yo rk to- clay , but 

wea kn ess develo p ed suddenly in th e for enoon a nd s tock s 
were offe red a t sub s t a ntial concess ion s. Th e ra ilroa d i ,-
sues w ere affec t ed by th e developm ents in conn ec ti on w it h 
the St. L oui s & San Francisco r ece ive r ship. N ew low rec
o rds w er e es tablished for a ll th e se curities of that sy st em . 
Ra il roa d a nd o th e r bond s w er e irregular. R a t es in t h e 
mo ney m arke t to-day w ere : Ca ll, 2)/2@3 p er cen t; s ix ty 
days, 3¾(@4 pe r cent ; nin ety days, 3¼@4¼ per ce nt ; four 
month s, 4@4½ p er cent; five m onth s, 4)/2@4¾ p er cent. 

The m arket in Philadelphia t o-day w a s b road , but th e 
vo lum e of tra n sacti ons wa s small. Th e demand for bo nd s 
was goo d. 

Th e Bo st o n m ark et to -day wa s irregula r during th e early 
part of th e session. Bost on E levat ed recover ed on a sm a ll 
volume of transaction s, up 11/s . 

The Chicago market continued narrow and extremely 
dull t o-day. The demand for bonds has improved. 

The market for s tocks in Baltimore continued very nar
row and dull to-day. The demand for bonds was g ood. 

Quotations of traction and manufacturing securities as 
compared wit'h last week follow: 

May 21 
American Brake Sh oe & Foundry (comm en)... . ... 92 
American Brake Shoe & Foundry (preferred) .. . ... 130 
American Cities Company (common)................ 37 ½ 
American Cities Company (preferred).............. 70 ¾ 
American Light & Traction Company ( common) ..... 370 
American Light & Traction Company (pre ferred) .... 106 
American Railways Company ....•..•.... . .. , . . . . . . . 38 
Aurora, Elgin & Chicago Railroad (common)...... . . 42 
Aurora, Elgin & Chicago Railroad (preferred)...... 84 
Boston Elevated Railway...... . . . . . . . . . . . . . . . . . . . . . 85¾ 
Boston Suburban Electric Companies (common)...... 7½ 
Hoston Suburban Electric Compani es (preferred).... 66 
Boston & \Vorcester Electric Companies (common).... a8 
Boston & Worcester Electric Companies (preferred).. 43 
Brooklyn Rapid Transit Company.............. .. .. 91 ¼ 
Capital Traction Company, Washington ............. 120 
Chicago City Railway ............................... * ISO 
Chicago Elevated Railways (common).............. *2 5 
Chicago E'evated Railways (preferred) ............ *87 
Chicago Railways, ptcptg., ctf. 1..................... 89½ 
Chicago Railways, p1 cptg., ctf. 2..................... 20¾ 
Chicago Railways, ptcptg., ctf. 3..................... 6 
Chicago Railway5, ptcptg., ctf. 4..................... *3½ 
Cincinnati Street Railway ...•...................... 115 
Cleveland Railway .........................•....... 103¼ 
Cleveland, Southwestern & Columbus Ry. (common).. *5½ 
Cleveland, Southwestern & Columbus Ry. (preferred) *28 ¼ 
Columbus Railway & Light Company............... 18 
Columbus Railway (common) . . ..................... a69½ 
Columbus Rai'way (preferred)..................... 83 
Denver & Northwt>stern Railway .................... 109 
Detroit Unite<" I<ailway...................... . . . . . . 72 
General Electric Company ..... . .................... 138 ¼ 
Georgia Railway & Electric Company (common) ...... 117 
Georgia Rail way & Electric Company (pre ferred).... 84 
Interborou~h Metropolitan Company (common)...... 14 ½ 
Interborongh \letropolitan Company (preferred)..... SO¼ 
International Trnction Company (common) .......... *40 
International Traction Company (preferred) ......... *95 
Kansas City Railway & Light Company (common) .. . 
Kansas City Railway & Light Company (preferred) .. 
Lake Shore Electric Railway (common) ..•.......... 
Lake Shore Electric Railway (1st preferred) ....... . 
Lake Shore E'ectric Railway (2nd prefrrred) ...... . 
Manhattan Railway ...•.....•.....•..•.••....... , .. 
Massachusetts Electric Companies (common) ....... . 
Massachusetts Electric Companies (preferred) ...... . 
Milwaukee Electric Railway & Light Co. (preferred) .. 
Norfolk Railway & Light Company ................. . 
North American Company ......................... . 
Northern Ohio Lii,ht & Traction Company (common). 
Northern Ohio Light & Traction Company (preferred). 
Philadelphia Company, Pittsburgh (common) .. . .. .. . 
Philadelphia Company, Pittsburgh (preferred) .... . . 
Philadelphi~ Rapid Transit Company ........ . ..... . 
Portland Railway, T.ight & Power Company ......... . 
Public Service Corporation . . ...... . ............... . 
Third Avenue Ra ilway, New York .................. . 
Toledo Railways & Light Compa ny ................. . 
Twin City Ra pid Transit C o., Minneapolis (commc,n) 
Union Tracti on Company of Indiana (common) ..... . 
Union Traction Company of Indiana (1st preferred) .. 
Union Traction Company of Indiana (2d preferred) .. 
United Rys. & Electric Company (Baltimore) .... . .. . 
United Rys. Inv. Company (common) ............ . . . 
United Rys. Inv , Company (preferred) ............. . 
V.irginia Railway & Power Company (common) ..... . 
Virginia Railway & Power Company (preferred) .... . 
Washington Ry. & Electric Company (common) .... . 
Washington Ry. & Electric Compa ny (preferred) ... . 
West End Street Railway, Boston (common) .... . ... . 
West End Street Railway, Boston (p·referred) .... . 
Westinghouse Elec. & Mfg. Company ............. . 
Westinghouse Elec. & Mfg. Company ( !st preferred) .. 

*Last _sale. aAsked. 
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May 28. 
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ANNUAL REPORTS 

Mexico Tramways 

T h e s tat e m ent o f in com e, profit and loss o f the M exico 
T ra m ways, M ex ico Ci ty , M ex. , for th e y ea r en ded D ec. 31 , 
1912, fo ll ows : 
Earnings fr om t raffic, ............. . ..... ... , . . . . . . . . . . . . . . $6,639,484 
Mi scellan eo ns earnings...... . .............................. 183, 191 

<;ross ea rnin izs ... ....................................... $6,822, 675 
Less o perat ing ~nd genera l expen ses, main te n ance a nd taxes.. 3,206,899 

Gross profi t from operation.............. . . . . . . . . . . . . . . . . $3,615,774 
Less rentals an d fixed charges...................... . . . . . . . . 596,824 

Net p rofit..... . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . $3 ,01 8, 950 

The report submitted by W . E. Davidso n, secretary, says 
in par t : 

"T h e n et revenue in gold for 1912, after paying all ex
pen ses a n d fixed cha rg es , amoun te d t o $1,830,480, which 
with t h e balan ce brou gh t fo r war d from 1911 mak es a to tal 
cr edi t ba la n ce t o t he profit a n d lo ss account fo r t h e year o f 
$2,617,046, out of w hich the direct o r s have during th e year 
pa id t o the shareho lder s fo ur quarterly dividen ds at the 
r a t e o f 7 per cent per annum, leaving a balance in the profit 
and loss account o f $1 ,462,928, w hich has b ee n carried for
ward. The ratio o f op erating exp enses to gross income 
for the year 1912 was 47 p er cent a s compared w ith 48.57 
per cent in 191 I. 

" In o rder to in sure prope r protection of the company's 
p ro p erties and the continu ou s operation of its s er vice during 
t he r ecent di sturbance in M exico, the manage m ent was 
o blige d t o incur a considerabl e amount o f ex traordinary 
expenditure, and as a re sult the directors are glad t o report 
that the company was able to maintain it s services in a 
very sati sfacto ry manner and did not sustain any serious 
damage to its property. 

"On D ec. 31 , 19 12, the tramway system consisted of 208.30 
miles of single track, of which 193.30 miles w ere operated 
by electricity and 15 miles by mules-the electric track 
mileage having b een increased by 17.80 miies and the mule 
track mil eage having been reduced by 4.55 !lliles. 

"The first section s of the suburban lines to Toluca and 
Puebla respectively have been placed in op eration, the 
Toluca section as far as Cuajimalpa, a distance of 5,405 
miles from Santa Fe, and the Puebla section a s far as 
Tulyehualco, a . distance of 6.878 miles from Xochimilco. 
The mule lines 'w ere electrified during the year fr om Ixta
calco to Ixtapalapa, and from Tacubaya to Santa Fe. The 
property has been maintained in excellent condition and 
repair , and for this purpose $735,074.72, Mexican currency, 
has b een exp ended during the year. The company has con
structed during the year eleven first-class electric passeng er 
cars, as well a s eight other cars." 

The accompanying table of comparative stati s tics was 
included in the report : 

Average earnings per passenger pe r car 
pe r day . ........ . .. ... ... . .. ... .. . . 

Average passen ger receipts pe r ca r mile 
Oper a ting ex penses. n ot including taxes, 

per car mile, passenger an d fr eight 
se rvice .......... ... . .... ... ..... . . . 

Daily average ea rn ings from oper at ion . 
Da ily average opera ting expen ses .. . .. . 
P e rcentage of gross expen d itures, in-

clud ing ta xes, to gross earnings a nd 
incom e . .. . . .. . ............... .. .. . . 

1910 

$57.15 
44. 98 

23.73 
15,985 .59 

7.626.5 5 

49.06 

1911 

$65.79 
42.47 

22.1 6 
16,88 7.05 

7,90 1.08 

48.57 

West Penn Traction Company 

19 12 

$72.36 
48.6 1 

24.40 
18.614.88 

8,468.37 

47. 00 

The r eport of the W est P enn Tracti o n & Wate r Pow er 
Company, Pitt sburg h, P a., an d sub sidia ry companies fo r the 
y ea r ended March 31 , 1913, just issued, sh ow s a n increase 
over th e previou s year of 56.5 pe r cent in g r oss earnin gs 
a nd 41.6 per cent in net earnings. Comparative s ta tements 
o f earnings fo r the two y ears ended March 31 , 1912 a n d 
1913, fo llow : 

1912 
Gross earn ings .................. . .... .... ... . . $2,427,481 
Operatin g expenses an d taxes.......... . ... ... . . 1,2 16, 797 

Net earnings ... .. .... . ...................... . $1,210,6S4 
Fixed cha r ges .......... . ...... . ........... , . . . 570,433 

Balance. ............ . . . . . . . . . . . . . . . . . . . . . . . . $640 ,25 1 
Guaranteed dividends ... . ........ . . . . . . . . . . . . . . 235,000 

Surplus earnings....... . . . . . . . . . . . . . . . . . . . . . $40 5,251 

1913 
$3,801 ,324 

2,086,224 

$1,715,100 
923,995 

$791,105 
235,000 

$556,105 
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Report on Depreciation and Maintenance Charges in Louis
ville 

The Louisvill e ( Ky. ) Rai lway has made public a report 
of a spec ial com mittee of direc tors, of which Charl es T. 
Balla rd is chairm a n, appointed severa l months a go to ex
amin e into the accounting system used by th e company. 
T he committee found that in the t en years from 1902 to 
191 l th e charge to depr ec iation was $309,885 and for main
tenance $3,460,483, a to ta l of $3,770,396, again s t gross r ev
enue of $24,326,410, or 15.5 per ce nt. During th e past two 
yea rs thi s amount ha s been in crease d to 16.66 p er ce nt , but , 
t he committee stated, t hi s rate is under rath er than ove r 
w hat is set as id e by other co n serva tively managed electr ic 
ra ilways. T he committee ad ded: 

"We are no t prepared to say just what percentage of 
g ross revenue sh ould be expended for maintenan ce o r for 
deprec iat ion, or for both toge ther, but will g ive this matter 
our ca reful consideration, and we suggest t hat each mem
ber of the board a lso do so." 

T he committee a lso dealt in its report w ith minor mat 
ters of bookkeeping, w ith special reference to showing the 
co nditio n o f affi lia ted interurban propertie s. It also pointed 
out from figures in th e report of the Seco nd Dist ric t 
Commi ssio n in New Yo rk th a t Louisvi ll e has more miles 
of track per 1000 of popula tion than a number of o ther 
cities of abou t t h e same s iz e. The committee ca ll ed at t en
tion to the great drai n o n t he resource s of t h e companv 
aris ing out of damage cases, characterizing a gre;t many 
of them as li ttle short of blackmail. It was stated, how
eve r, that whereas this item amou nt ed to 9.3 per ce nt of 
the gross receipts in 1910, it had fa ll en to 8.3 pe r ce nt in 
1912, a nd it is hoped th at the result s of th e use of pay-as
you-cnte r cars, the use of safety gate s and stopping at the 
first intersections will be sti ll more favorab le. 

T h e present repor t is a summary of one made to the di
r ecto r s last November w hich wa s not made public at that 
time. 

Opposition to Terms of Columbus Consolidation 

Nea r the close of the hearing before the P ublic Service 
Commission of Ohio on May 20, 1913, on the petit ion for 
authority to exchange the stock of the Columbus Rai lway & 
Light Company for stock of the Columbus Railway, Light & 
Power Company, attorneys for the Columbus Light, Heat & 
Power Compan y objected to the basis of exchange for the 
stockholders of that company and demanded that t h e 
terms of the consolidati on be readjusted. Attorney Joseph 
Clark, r epresentin g the Clark interests, replied that the 
se lect ion of th e d irectors was made by vote of proxies from 
the stockh olders and t hat the large holders of stock o f the 
company had been p laced upon the board. The o ri g inal 
petition for consolidat ion was fi led on Feb. 12, 1913. 

T he stockhold ers of the Columbus Heat, Light & Power 
Company ask that they be placed upon the sam e basis as 
those of the Columbus Edison Company, whi le stockh ol d
er s of t h e 'latter company intimate that they may withdraw 
from t he plan if th is is done. The commission ha s taken 
the matter under con sideration. 

Statistics of Electric Railways from Report of Public Utili

t ies Commission of Connecticut 

Accordin g to the report of the Public Utilities Commis
sion of Connect icu t for the year ended June 30, 1912, there 
are thirteen electric st reet railways operating in that State. 
The outstanding capital stock, repr esenting th e 1,020.326 
m il es of street railways owned, is $62,670,100. Of this 
amount $40,000,000 repr ese nt s 471.667 miles owned by the 
Connecticut Company and $17,120,100 the 234.381 miles of 
the Connecticut Ra ilway & Lighting Company, whose 
property is operated by the Conn ect icut Compan y. The 
remainder of $5,550,000 is the capital of the 314.278 miles of 
the o th er companies. 

The amount of bonds issued and outstanding as r eported 
by the various companies is $19,217,000, being $20,571 per 
mile of single track owned. The amount of floati ng in
debtedness on 691.088 miles of single track owned is $2,011,-
579, or $2,910 per m ile of road cover ed by such indebted-

ness. No indebt edness is r epo rted as existing on the 
Bristol & Plainville Tramway, the Co nn ec ticut Railway & 
Lighting Company an d the Providence & Danielso n Rail
way. 

The g r oss earnings of the nine opera ting companies for 
th e yea r ended Jun e 30, 1912, were $9,288,092, an increase of 
$490,563 over the ea rnings of the previous year. The gross 
ea rnings per mil e o f main track operated were $9,427 : per 
car mile th ey were $0.2785, and per car hour, $2.594. 

The operating expe nses were $5,998,421 , being $117,213 
less than th e expe nses of the previous year, and w er e $6,088 
p er mil e of main track operated, $0.1799 per car mile and 
$1.703 per car hour. The op erating expen ses were 64.58 per· 
ce nt of th e g ross earnings. The net earnings for the year 
wer e $3,289,671, an increase of $607,776 over the previous 
year. 

F r om th e above net earnings the following deductions 
were made: The amount pa:= in dividends upon the stock 
of nine of th e compani es was $2,267,354. The interest 
amounted to $990,316. The taxes paid the State were $455,-
165. The car mil es run were 33,348,849, an in cr ease v f 762,-
595 miles over the preceding year. 

T h e numb er of fa re pas se nge rs carried was 175,434,119, 
an increase of 9,231,935 over the number carried the previous 
year. T hi s tota l compares with 85,960,797 passengers car
ri ed by the steam railroads fo r the same period. The av
erage fare received from revenue passengers was $0.04983 
a n d t h e average fare of a ll pa ssengers , including those with 
transfers, $0.04199. 

The ave rage number of empl oyees during the year was 
5002, a dec rease of 265 in the number r eported last year. 

Demand for Public Utility Bonds 

An intere sting art icle by Lawrenc e Chamb~rlain is pub
li shed in t he May issue of Moody's Magazine o n the subject 
of w hy the publi c is lean ing toward th e purchase of public 
utility bonds ra ther t han those of seasoned r a ilroads or 
municipalities. As Mr. Chamberlain sees the situation , it is 
a result of a th eoret ically correct distribution of risk from 
t h e investor's viewpoint. To inves t properly a nd to dis
tribute the risk properly, a m ere scattering of one's int er est 
is not sufficient, fo r, as ide from the risk of loss throug h the 
default of any particular securities, a further risk of los s 
exist s through the cha n ce of being compelled to liquidate 
at a time whe n the secu rities a re sufferin g a general decline. 
The best way to eliminate t hi s seco nd risk is to invest in 
different types of bond s with the idea that should a subse
qu ent decline come some types would be affected o nly m od
erately if at all. 

To illu strate this method, Mr. Chamber lain shows that 
since 1905, irrespective of inves tm en t va lues, forces which 
have been at work have depresse d ra il road bond s 7 per 
cent , municipal bonds 16 point s and public se r vice bonds 
only 1 ½ poi nt s. Acco rding to bond men, the reason for the 
moderate decrease in publi c utility values is th e fact that 
the d emand for pub lic uti lity securiti es has increa se d mor e 
rapid ly than the demand for railroad and municipal bo nds 
and is not because th e railroads and municipalities have 
increased th eir obliga tions in greater ratio than the public 
se rvice corporatio ns. The demand for public utility bonds 
is based on the knowledge of the public that the purchasing 
power of a do ll ar ha s decreased in rec ent years and that 
public se rvice bond s yield more on the cost than other 
types , the n et return in 1905 being 1 per cent higher and in 
1912 fo ur-fifths of 1 per cent high er. The advantage of this 
superio r yie ld is sou ght to offset in part the inefficiency of 
money. Then, too, public se rvice bonds are g rowing in 
demand because the security fluctuates less than is the case 
wi th r a il road bonds. This is not true of municipal issues, 
but a t th e average price level municipal bonds yield less 
than railroad bond s of equal security. 

On the basis of these fac ts the market for public service 
securitie s is well fo und ed and should continue to be so. 
To avoid the dan ger of being forced to liquidate at a loss 
due not nec essarily to a weakened security but to the 
g rowing money inefficiency, it is wise for an investor not 
to confine his field to several •issues of the same type but 
to scatter his holdings among several types of bonds, and 
on the basis of the last seven years, as Mr. Chamberlaih 
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says, pres uma bly less ehan ee for loss in liquidation will 
o ccur if a n in ves to r favors publi c utilit y bond s in di vidin g 
hi s fund s a m o ng th e thr ee typ es. 

Earnings of Illinois Traction System for Quarter 

Fo r th e las t quarter of 1913 the Illin o is Tractio n System, 
C ha mpa ig n, 111. . r e port s th e largest gr oss and net earnin gs 
in live yea rs. Th e comparativ e sta t em ent of g ross a nd net 
ea rnin gs for th e pa st five years fo ll ows: 

1909 
1910 
1911 
1912 
1913 

Gro~s 
$ 1,262,739 

1,427,326 
1,650,698 
J ,790,361 
1,880,460 

Net 
$533,286 

582,127 
635 ,602 
717,27 5 
766,33S 

Beaumont (Tex.) Traction Company.-S to ne & Webster , 
Boston, Mas s., have a rran ged to p urehase property of the 
Beaumo nt Tract io n Company eon d iti oned on the company 
see urin g an amended franehi se fr om t he City Coun cil of 
Beaumo nt . The plan is to m erge th e Bea umont Traction 
Company with the J effer son County T ract io n Co mpany, 
w hi eh is buildin g t he in terurban rai lway between Beaumont 
a nd Pprt A rthur . The Beaumont Traetion Company de
s ires a n exten sion of it s frane hi se fo r fifty years from J an. 
I, r9 rr, m a king th e t enure of its rights th e sa m e as th ose 
of the interurba n eompany. 

Boston & Worcester Street Rai_ way, Boston, Mass.- T h e 
Massaehus etts Railroad Commissiv n has approved an issue 
o f $ 150,000 twenty-year 4½ per ce nt bond s of th e Boston 
& Worcester St reet R ailway, the proeeeds to be u sed to 
fund the fl oating debt a nd to secure new equipment . 

Boston Suburban Electric Companies , Newtonville, Mass. 
- The s hareho ld er s of th e Boston Suburban E lect ri c Co m
panies have authorized t he ca nee lla tio n of th e 32,387 shares 
o f cumulated preferred stoc k outstandin g a nd th e issue of 
notes in pla ce o f t he sam e, ho ld er s of th e pr efe r red s tock 
to have the option of tak ing ea ,, h o r notes, o r hoth, for t h ei r 
s tock. Dividends t o the amount of $ro a share have accu
mulated on the p refe rred stock, which bea rs $4 a share 
cumulat ive dividends. .-\t prc~ent th er e a r e $1,100,000 of 
coup on n otes outstanding. 

British Columbia Electric Railway, Ltd .. New Westmin 
ster, B. C.-Th e Lond o n (En g.) Stock Exchange h as listed 
a' further issue of £750,000 of 4¼ per eent p erp etual con 
solidated debe nture stock of the British Columb ia Electric 
Railway, m akin g- th e tota l amount li sted £2,787,155. 

Brooklyn (N. Y.) Rapid Transit Company.-The dir ec
to r s of the Brooklyn Rapid Transit Company h ave p laced 
t he stock o n a 6 per eent basis by declari n g a quart erly 
divid end of 1 ½ per ce nt , an in crease of o ne-quarter of r 
per cent . T he di v ide n d is payab le o n July r, 1913, to ho ld
e rs of r ecord of Jun e 9. 

Calumet & South Chieago Railway, Chicago, Ill.-Th e 
Calumet & Sou th Chieago Railway ha s so ld anoth er $500.000 
of its gen eral m or tgage 5 per ce nt bonds t o the First Tru st 
& . Savings Ba nk, Chi cago, Ill. This makes th e total of 
that issue now outsta nding $4,725,000. 

Chicago (Ill.) Railways.-The Chi cago Railways has sold 
to the First Trust & Savings Bank, Chieago, Ill., $1 ,500,000 
of its first m ort gage 5 per ce nt bonds. This brings the 
tota l of that issue n ow outs tandin g t o $28,700,000. 

Cleveland, Southwestern & Columbus Railway, Cleve
land, Ohio.-On May 23 t h e Cleveland, Southwestern & 
Co lumbu s Railway was a uth orized by the Publie Servie'= 
Commi ss ion of Ohio to issue fi r s t mortgage thirty-year 
5 per eent gold bon ds o f the aggregate principal sum of 
$5,103 ,000, first preferred capital s tock of the par va lu e of 
$1,500,000 and seeond preferred eap ital stock of th e par 
va lu e of $2,412,000, a no t e of w hieh propos ed issu es was 
made in the Eu:crnrc R AILWAY J OURNAL of A pril 26, 1913. 
These bond s to th e pri ncipa l amount of $5,000,000 and th e 
fi r st preferred s tock a re to be sold for the best price obtain
ab le a nd fo r not less than 90 p er ee nt o f t h e par va lu e 
thereof, it being the op ini on and fi ndin g o f the commiss ion 
that th e issue of a ll of the s toeks a nd securi t ies and th e m on ey 
to be seeured by th e sale of such portion thereo f as is pro 
posed t o be so ld a re rea sonably required for the pr oper 

purposes uf the corporation. Th e pr oceeds from the sa le 
o f $5,000,000 of the bo nd s and the lir~t preferred s to ck must 
be devo ted t o the payment, di sc harge a nd retirement of its 
out standin g funded indebtedn ess a nd floating ind ebtedness, 
seeured by t he pled ge of its fir st consoli dated mr,rtgage 
bond s. T he new first mortgage bunds, uf the principal sum 
of $103,000, are t o be is~ue d to reimburse the company's 
income, o n the basis o f $500 par va lu e of bonds for each 
$ 1,000 so expended, f"r 111,H1cys by it expended therefrom 
for the improvement and betterment of its plant an<l prop
erty since Sept. 1. t cJ J 2, and to be so expend ed, which 
improvements and b<:tterments are estimated by the com
pany to eost, comp leted in g ood and wo rkmanlike manner, 
the sum of $129,758. The second prefe rred ca pita l stock 
is to be exc hanged, sha re for share, fnr the prese nt out
~tanding preferred cap it a l st oc k, of total principal amr,unt 
of $2,.p 2,ooo, provided the hold er s of the present outsta nd
ing first preferred capital stock waive, cancel, release and 
di sc har ge any and all cla im s against the company for or 
on account of dividend s accumu late d or to accumul ate upon 
th e present preferred s tock. The meeting of shar eho ld ers 
postp oned from May 17 is to be held in the near future for 
the purpose of rat ifyin g t he above pla ns. 

Columbus, Marion & Bucyrus Interurban Railway, 
Marion, Ohio.-l'urther deta il s are ava il ab le in rega rd to 
t he in corporation of th e Co lumbu s, .:\Iarion & Ducyru~ In
terurban Rai lway t o suc ceed the Co lumbu s, i'vlario n & 
Bucyrus l{ ai lwa y, wh ich was noted in the ELECTRIC RAIL
WAY Jc iu RN\ L of ;\lay 2-1, 19r3. Of the capital stoek of 
$350,000. $ 100,coo is to be given to th e pu rchasers of $100,000 
of first mortgage 6 per cent gold bonds a nd $250,000 to 
ho lder -; of the pre se nt firs t m ortgage 5 per ce nt bonds of 
the Columbus, ;,Iarion & Bucyrus Rai lroad. F ir st mort
gage 6 per cent twenty-year gold bonds, rede emable a ll or 
partly on a ny int eres t date at 102½ per cent and intere st, 
are is -;ue d to be u "ed as far a-; necessary to pay receivers' 
eertific;1tes, o ut s tandin g claims, receivers' a n d fo r eclosure 
expense s and to build a powe r h ou se and add iti ona l trackage 
if such c"n:;t ru ctio n "houl d be desire d. :\ II hold ers of the 
pre se nt bonds are a llowed to subsc r ibe for the new bonds 
in amou nt s equa l to 20 per cent of t heir present holdings, 
with a bonus of roo per ce nt in stock_ There are a lso to be 
issued ge neral mortgage go ld bonds in the amount of 
$250,000. inter est for the firs t and secon d years at 3 per 
cent. for the third and fo urth years at 4 per cent and 
thereafter at 5 per cent. T o the ho lders of the prese nt 
fi r st mortgage bonds who subscribe fo r their 20 per eent in 
t he n ew first 6's there is to be al lo tt ed an amount equal to 
_;o per cent of their present holdin gs in these general 
mortgage bonds and 50 per eent in n ew st ock. The sub
scr ibing holder of a thousand-do ll a r bond of the old com
pany would thus receive $200 in ne,Y fi rst 6's, $500 in stock 
and $500 in 3-4-5 per eent bonds of the general issue. This 
reorganization wi ll require n et earnings for the first two 
years of $13,500, for the third and fourth years $16,000, a nd 
thereafter $18,500, but the compa ny expects that with im
provements the net earn ings will more than meet the in
terest. The co mmitt ee in charge of the re o rga nizat ion 1s 
composed of Jam es H. Ca ldw ell. Peter :-IcCarthy, J. J 
Tyler. Well s Campbe ll , Fran c ie; !Iender-.,011 a nd James F 
Livin gston . 

Commonwealth Power, Railway & Light Company, Sag
inaw, Mich.-The stockholders of t h e Commonwealth 
P ower , Ra ilway & Light Company and Union Railway, 
Gas & E lec tri c Company have sub sc ribed t o $6,033,500 of 
the $7,500,000 of five-year 6 per eent convertib le bonds of 
the former company, noted in the ELECTRIC RAILWAY 
JouRNAL of May 24, 1913, wh ic h leaves un so ld $1,466,500. or 
less than 20 per cent of the entire amou nt. 

Evansville (Ind.) Railway.-The Evansvi ll e Rai lway has 
purchased t h e Eva n sv ill e & Mount Vernon E lectric Rail
way and the Eva n svi ll e Terminal Railway and has leased 
the Eva nsv ill e, Henderson & Owe nsboro R a ilway. T he 
t ra n sfe r is s hown by deeds w hi eh have been recorded in 
Evan sviile. The Eva nsv ill e, Henderson & Owensboro 
Ra il way re ce ntly bega n the ope ra ti on o f a line between 
Eva nsvill e, Ind. , a n d Henderson, Ky., it s cars being ferried 
ove r the O hi o River. The company also operates in Hen
derson. The deed fi led by thi s eompan y leas es its lines, 
bridges, b uildin gs and boat to the Evan svill e R a ilway. 
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Lake Erie, Bowling Green & Napoleon Railroad, Bowl
ing Green, Ohio.-On May 17 th e U nion Trust Co mpany of 
D etroit in stituted foreclosure proceedings in the United 
States Di s t r ict Court a t D etroit aga in s t th e L ake Erie, 
Bowlin g Gree n & Napo leon R a ilway. The amount due on 
the first mortgage 5 pe r ce nt bonds o f 1903 is stated as 
$429,500. 

Lehigh Valley Transit Company, Allentown, Pa.-The 
stockho lder s of th e L ehig h Valley Transit Company are 
to vo te on June 12, 19 13, o n a proposition to increase the 
pre sent inde btednes s in co nnection with the purchase of 
th e s tock o f the E a ston Co nsolidated Electric Company, 
noted in the ELECTRIC RAILWAY J OURNAL of April I, 1913, and 
for o th er purpose s. The agreement for th e purchase of 
the 30,000 shares of th e Easton Consolidated Electric Com
pany s tock called for the issuan ce in payment therefor of 
$30.33 pe r share in 6 per cent co llatera l trust bonds, aggre
gatin g, if the entire stock is acquired, $909,900 of a pos
sible $1,000,000 issue. 

Massachusetts Northern Railways, Greenfield, Mass.-A 
statement has be en filed by the Massachusetts N orthern 
Railways with the Massa chu setts Railroad Commi ssio n 
relative to the numb er of sh a res in stre et railway com
panies own ed o r co ntrolled as fo llows: A tho l & Orang e 
Street R a ilway , 4000 shares ; Conn ec ti cut V a lley Street Rail
way, 4891 sha res ; Co ncord, Mayna r d & H ud son Street 
Railway, 22 19 sha res. I n March, 19 13, the Athol & Orange 
Street Railway w as auth orized by t h e com m issio n to issue 
$185,000 o f co mmon sto ck in exchange share fo r share fo r 
the capital s tock of th e Gardner, W es tminst er & F itchburg 
Stree t Railway an d 905 sha res of commo n st ock at par and 
1500 shares of 6 per ce nt cumula tive preferred stock t o 
provide in pa rt fo r indebt edness in curred in purchase of th e 
Massachu se tts Stree t Railway. O n May 3 the name of the 
Athol & O ra nge line was cha nge d t o th e Northern Massa
chuse tts Stree t Railway Compa ny. Appli ca tion is al so pend
ing to enable tha t company to make a n issue of $500,000 of 
first and r efundin g bonds, of w hich $255 ,000 is t o t ake up the 
floatin g d ebt and $245,000 to r efun d $60,000 bonds due J an. 
I, 19 15, and $185,000 Gardn er , W estminster & Fitchburg 
bond s due Feb. I , 1920. 

Mexico, Santa Fe & Perry Traction Company, Mexico, 
Mo.-The property o f the M ex ico, Santa Fe & Perry Trac
tion Com pany has bee n sold a t r ece iver' s sale for $37,500 to 
D . Bates , W. W. Botts, Shan Brown, Baxter Guthrie, A shby 
Bo tts a nd William M unday . The t ran saction covers 13 
miles of ra il roa d and equi pm en t, besides 6o miles of rig ht
of-way for ex tensions and $20,000 of sub sc riptio ns which are 
said to be co llectible for th e construction of the proposed 
road. W . W. Bott s w as treasurer of t he company, of which 
M. Crum was pres ident. The lin e w as d es ig ned to connect 
Mexic o, P arry and Hannibal, M o. 

New Orleans Railway & Light Company, New Orleans, 
La.-Bertron, Griscom & Company, N ew Y ork, N . Y ., and 
E. H . Rollin s & Sons, Boston, Mass. , a re o ff erin g at 99½ 
and intere st , to yie ld more tha n 6. 15 per cent, the un sold 
portion o f the present issu e o f $2,500,000 o f three-year 6 per 
cent gold debentures of the N ew O rlean s R ailway & Lig ht 
Company, one-half o f the issue having bee n sold abroad. 
The debentures are dated Jun e I, 19 13, and a r e due June I , 
1916, but are r ede emable at IOI and intere s t on any interest 
da te, pa r value $1 ,000 and $500. T hey are guarantee d as 
to p r in cipal a nd interest by indor sem ent by t he A m erican 
Citi es Company, which own s 96 per cent of th e common 
s tock a nd 87 per cent of th e p refe rred stock of t he N ew 
O rleans Ra ilway & L ig ht Company. The auth orized 
am ount of th e debe ntures is $4,000,000, of w hich $2,500,000 
is t o be issued a t once to pay ex isting constructi on indebt
edn ess an d to provide about $ 1,000,000 fo r n ew co nstructio n 
work during 1913. T h e remainin g $1,500,000 is rese rved to 
meet th e anticipated co nstruction r equirem ents of 1914 a n d 
19 15. T he in denture under w hi ch th ese debe ntures are 
issued forbids du r ing t he li fe of these deben tur es ( 1) any 
new mor tga ge, ex cept pur chase-money m ortgage s, unless 
t hese deb entures be secured the r eby as fully as any obli
gat ions issued ther eunder; (2) any other indebtedness e·x
cept fo r curren t operatin g accounts without the writt en 
consent of th e h olders of two-thirds of th e outstandin g 
de bentures, exce pt that t he com pany m ay issue not over 

$1,975,000 additio nal re fund ing and general lien 5 per cent 
bond s as colla t era l for a loan , but may not sell them to 
the public. 

New York, Auburn & Lansing Railroad, Auburn, N. Y.
The re ce ivers of th e New York, Auburn & Lansing Railroad 
have r eceived p ermission to issue $120,000 of receivers' cer
ti fica t es t o purchase and improve the power plant at the 
Remin gton Salt W orks. Of the proceeds $85,000 will be 
used to purcha se the plant and the remainder fo r improve
ments. 

Oskaloosa Traction & Light Company, Oskaloosa, Ia.
W . B. M cK inley, president of the Illinois Traction System, 
Champa ig n , Ill. , has exercised the option which he took 
recently on the property of the Oskaloo sa Traction & Light 
Company. H e will take over the property on June 1, 1913. 

Philadelphia (Pa.) Rapid Transit _ Company.-E. T. 
Sto tesbury, chairman of the board o f the Philadelphia 
Rapid T ransit Company, is quoted as saying that the plan 
o f fi nan cin g a s contemplated by that company provides for 
the sale of $4,500,000 of 5 per cent sinking fund bonds due 
1962, with th e option to the company, extending over a 
peri od of two and a half years, to repurchase the bonds 
should th e company de sire to make other use of them dur-
ing t h e said period. · 

Plymouth & Sandwich Street Railway, Plymouth, Mass.
Th e Massachusetts Railroad Commissioners on May; . 27, 
19 13, authorized the Plymouth & Sandwich Street Railway 
to issue 1400 shares of common and 570 shares of 6. per 
ce nt p re ferred s tock at $100 per share. The proceeds of 270 
sha res of the preferred are to be used to pay the floating 
deb t a nd t he remainder of the stock to defray the cost of 
build ing and equipping extensions of th e line. 

Springfield, Clear Lake & Rochester Interurban Railway, 
Springfield, 111.-Judg e James A. Creighton, of the Sanga
m on County Circuit Court at Springfield, Ill., has confirmed 
the dec ree o f Master in Chancery Pfeiffer that the Spring
fie ld , Clear Lake & Rochester Interurban Railway should 
be sold a t a uctio n, as stated in the E LECTRIC RAILWAY JOURNAL 
of May 17, 1913, page 909. According to the decree, work
m en em ploye d on the road six m o nths before and si.x 
mo nth s afte r the fi ling of the foreclosure proceedings have 
prio r li en s on the sale. 

Stockton Terminal & Eastern Railroad Company, Stock
ton, Cal.-T he California Railroad Commission recently 
sanction ed the issue of $345,000 of first mor tgage 6 per cent 
bonds by t h e S tockton Terminal & Eastern Railroad, partly 
to be sold an d partly for collateral. The total authorized 
issue is $500,000, dated April 1, 1911, and due April I, 1941, 
but r edeemable a t any time in any amount of II0, par value 
$ 1,000 an d $500, interest April and October. The proceeds. 
1t is sta t ed , will be u sed to extend the ra ilway from its pres
ent terminu s in S tockton to Stockton Channel, to improve 
t he lin e from Stockton to Bello ta and t o extend the railway 
from Bellota to J enny Lind, and for equipment. 

United Properties Company, Oakland, Cal.-The com
mitt ee appointed to take charge of the United Properties 
Co m pany, n o ted in the E LECTRIC RAILWAY JOURNAL of May 
24, 19 13, requeste d by a lett er mailed on May 14, 1913, that 
a ll the credito r s of F. M. Smith deposit their notes, claims 
a nd securi t ies, inclu din g the collateral therefor, with the 
Mercan t ile T ru st Company, San Francisco, before May 25, 
r9 13. T he substance of the committee's report is as fol
lows: "The commit t ee fi nds, after such investigation as it , 
has been able to mak e, that the properties of many of the •~J 

com panies in w hich F. M. Smith was a la rg e stockholder 
are of g reat value, but that they require careful administra
tion an d in som e in st anc es further financing to prevent 
th em from be in g sac ri fice d. A ny attempt at this time on 
th e par t of individua l pledge holders t o realize upon the 
se curities held by t hem could not but r esult in making the 
se curiti es com parative ly w orthless and brin ging disaster 
upo n all con cerne d. There is practically n o market for 
these securities at t he p r ese nt time, and unless they can 
he h an dled as a body it is not likely that th er e will be any 
[adequa te] m arket fo r t hem in the future. As soon a s the 
success of the p lan is a ssured, interest will be paid to you 
on your n o tes a t th e r a t e of 6 per cent per a nnum; other
w ise your no tes a nd colla teral will be returned to you. 
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ln any event there will be applied upon your notes, while held 
by the trust company, all dividends or interest which may 
be collected on account of the collateral deposited by you, 
and when this collateral is dispo se d of, which will be done 
as rapidly as the committee can safe ly do so, you will 
receive all of the proceeds realized from the collateral so 
deposited up to the amount of your claim." National Bank 
Examiner H. N. Norri s and Superintendent of Banks W. R. 
Williams advise creditors to co-operate with the committee, 
Mr. Norris adding: "The assets are of great intrins ic 
value, and ample, under reasonably favorable conditions, 
to pay all creditors and leave a large surplus." 

United Railways & Electric Company, Baltimore, Md.
There has been listed on the Philadelphia Stock Exchange 
$19,568,800 of common stock, par value $50, full-paid a nd 
non-assessable, and $uo,ooo additional first consolidated 
4 per cent gold bonds, due March I, 1941 , of the United 
Railways & Electric Company. 

Wheeling Traction Company, Wheeling, W. Va.-The 
shareholders of the Wheeling Traction Company on May 
17, 1913, authorized a new $rn,ooo,ooo mortgage to provide 
for refunding the present $2,500,000 of bonds and for addi
tions and extensions. 

Dividends Declared 

Chicago (111.) Elevated Railways, quarterly, $1.50, pre
ferred participating shares. 

Norfolk Railway & Light Company, Norfolk, Va., 3 per 
cent. 

Northern Ohio Traction & Light Company, Akron, Ohio, 
quarterly, 1¼ per cent, common. 

United Light & Railways Company, Grand Rapids, Mich., 
quarterly, I per cent, common. 

Virginia Railway & Power Company, Richmond, Va., 
quarterly, 2½ per cent, preferred. 

ELECTRIC RAILWAY MONTHLY EARNINGS 

JOPLIN & PITTSBURG RAILWAY, PITTSBURG, KAN. 
Gross Operating Net Fixed Net 

Period Earnings Expenses Earnings Charges Surplus 
1 mo. April '13 $45,594 *$28,357 $17,237 $12,542 $4,695 
1 " " '12 43,315 *2 7,000 16,315 12,911 3,404 

12 " '13 552,157 *324,912 227,245 151,263 75,982 
12 " '12 486,964 *285,276 201,688 154,327 47,361 

LAKE SHORE ELECTRIC RAILWAY, CLEVELAND, OHIO 
1 mo. March '13 $93,289 *$62,921 $30,367 $34,954 t$4,587 
1 " " '12 92,120 *58,945 33,174 34,,758 tl,594 
3 " '13 282,342 *187,697 94,645 104,829 tl0,184 
3 " '12 261,391 *170,795 90,595 104,193 t13,598 

LEWISTON, AUGUSfA & WATERVILLE STREET RAILWAY, 
LEWISTON, MAINE 

1

1 

mo, Ma_rch '13 $48,595 *$32,882 $15,713 $14,596 $1,117 
'12 42,510 *31,427 11,183 14,447 t3,264 

12 " '13 637,244 *390,124 247,120 173,296 73,824 
12 " '12 596,384 *372,496 223,888 170,063 53,825 

NASHVILLE RAILWAY & LIGHT COMPANY, NASHVILLE, TENN. 
1 mo. March '13 $174,934 *$106,831 $68,103 $37,632 $30,471 
1 " '' '12 168,647 *101,156 67,491 34,957 32,534 

12 " '13 2,112,525 *1,211,068 901,457 442,034 459,423 
12 " ' 12 1,988,258 *1,146,602 841,756 408,904 432,852 

NORTHERN OHIO TRACTION & LIGHT COMPANY, AKRON, OHIO 
1 mo. March '13 $227,146 *$147,406 $79,739 $4,5,214 $34,525 
1 " " '12 215,888 *125,278 90,610 43,820 46,790 
3 " '13 687,181 *427,785 259,396 135,082 124,313 
3 " '12 628,487 *367,370 256,117 131,466 124,651 

PORTLAND RAILWAY, LIGHT & POWER COMPANY, 
PORTLAND, ORE. 

1 mo. March 
1" 

12 " 
12 " 

'13 $544,895 $276,148 $268,748 $160,998 ',\3 543,138 285,050 258.088 131,153 
6,677,595 3,295,576 3,382,019 1,820,884 

'12 6,424,341 3,144,975 3,279,366 1,546,641 

PORTLAND (MAINE) RAILROAD 

$107,750 
126,935 

1,561,135 
1,732,725 

I ~o. March :g $~§;6j6 $~8:m $lt:m $rn:m ff}!; 
12 " ' 13 997,252 698,774 298,478 123,381 175,097 
12 " '12 965,3 .3 4 721,092 244,242 113,294 130,948 

ST. JOSEPH RAILWAY, LIGHT & POWER COMPANY 
ST. JOSEPH, MO. ' 

1 mo. March 
1" 

'13 $103,807 $5 5,650 $48,157 $20,198 $27,95 9 
' 12 94,320 52,202 42,118 19,710 22,408 

12 " 
12 " 

' 13 1,198,143 678,133 520,010 237,448 282,562 
'12 1,126,004 686,968 439,036 232,703 206,33 3 

SAN FRANCISCO-OAKLAND TERMINAL RAILWAYS, 
, OAKLAND, CAL. 

1 mo. March '13 $402,140 $255,972 $146,168 $99,772 
9 " " '13 3,484,184 2,147,207 1,336,977 905,716 

$46,396 
431,260 

• Includes taxes. tDeficit. 

Traffic and Transportation 
Safety First-First Safety 

T. P. Shonts, president of the lnterborough Rapid Transit 
Company, New York, N. Y., contributed to the current iss1,1e 
of the lnterborough Bulletin, published in the interest o f the 
emp loyees, an article "Safety First-First Safety" in part 
a$ follows : 

"The habit of exercising care and diligence is a primary 
imperative duty which each employee owes to himself, his 
family, his fellow-employee and his family, his employer, 
the traveling public and to society. 

"To be care less, thoughtle ss or reckless inevitably means 
injury and sorrow, not only to one's self but to those most 
dear to him, a nd not infrequently to o th ers as well. 

"One o f th e grea tes t ri sks the 'careful' man runs is the 
possibility o f injury resulting from the ac t s of a 'careless' 
fellow-worker. Therefore, when the 'car eless' man will not 
endeavor to do better and mend his ways, he shou ld, for the 
protection of all, be weeded out of the service, and those 
most directly and vitally concerned in this process of elimi
nation are hi s fellow-workers . 

"Every accident is a 'notice' that something is wrong 
with methods, material or man a nd should be investigated 
a t once to asce rtain the cause and necessary remedy. T o 
accomplish this requires th e full and hearty co-operation of 
employees among themselves and with officials of the com
pany as well. Nothing should be overlooked-everything 
should be reported, with suggestions looking toward pos
sible improv em ent . 

"If at all times we will strive to do a nd encourage othe rs 
to do the safe and sane thing, we shall add to the sum of 
human happine ss by subtracting from th e sum of human 
woe, and a ll-sufficient will be our reward, if ~hrou g h thi s 
united effort, gladness, not sorrow, may live in the h earts 
of our fellow-workers . 

"Remember always that: 
"In the transportation business 'human failures' are the 

chief cause of accidents and injuries. The remedy is greate-r 
caution in the individual. 

"No one has the right to take a chance. The other fellow 
may have to suffer the consequences. 

''Because an accident has never happened is no reason 
preventing it ever happening. 

"It is an easy matter to adjust a knuckle the second time. 
but a mangled or mutilated hand or foot can never be 
replaced. 

"A minute of good judgment may frequently be worth 
many times a day of energy. 

"Through the careful use of good judgment we develop 
efficiency, and upon efficiency depends the success and 
happiness of all. 

"Great is the power of repetition. It is hoped, therefor«, 
employees will read, re-read and thoroughly digest the 
good advice recently issued in circular form to emplpyee!' 
on the 'safety first' habit . 

"To further instill 'safety first' ideas in each other, let u~ 
talk 'safety' at every opportunity and freely discuss among 
ourselves recent accidents and causes of injury and con
sider methods for their prevention." 

Increase in Wages in Montreal.-The Montreal ( Que. ) 
Tramways has increased the pay of it s m otormen and co n
ductors r cent an hour. 

Increase in Wages in Kewanee.-E mpl oyees of the Gales
burg & Kewanee Electric Railway, Kewanee, 111., have ob
ta ined an increase in wages from 22 cent s to 26 cent s an 
hour. 

Prizes for Neat Stations.-Prizes aggregati ng $60 ha\'e 
bee n offe r ed by W. B. McKinley, president of th e com 
pany, for the neatest a ppearing st a tions and sub statio ns 
along the Illino is Trac tio n System, Peoria; 111. 

Through Freight Between Canton and Peoria.-T he. 
Tllino is Ce n t ral Electric Railway, Canton. 111., a n d th e Min
neapolis & St. Louis Railway, a steam railroad, conte m
plate estab li shing through freight se rvic e betwee n Canton 
a nd Peoria by way of Farmington. 
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Complaint to Ohio Public Service Commission.-T . C. 
Davis, city solicito r of Mass ill o n, has fi led complaint with 
t he P ublic S ervice Commis sion of O hio to the eff ec t that 
t h e ca rs op erated by t he N orthern O hi o Tract io n & Light 
Co mpany on the local lin e in t'hat city a r e un safe and Lha1 
t h e t erms o f t he franch ise agre em ent betwee n the cit y a nd 
t he company have been v io la t ed by the compa ny. 

Freight Service Out of Syracuse.-Sixtee n freight cars 
n ow leav e Syracuse, N. Y., da ily, except Sunday, over s ix 
interurban elec tric rail ways. The re a r e a bout the same 
number of inc oming fr eig ht ca r s over t h e same lin es. 
Freight which originate s in Syracuse is car ried direct by 
t he electric rai lways as far as R oc h es ter, Litt le Fall s. 
Oswego and Auburn, a nd th er e is a tra n sfe r se r vice ex tend
ing t o Cooperstown a nd O n eo nta. 

Fare Case Before United States Supreme Court.-T he 
a rg ument s have been h eard before t h e Supreme Court at 
Washington , D. C., in the suit broug ht by the P o rtland 
Rai lway, Lig ht & Power Co mpany, P ort la nd, Ore ., to set 
aside th e rates of fa re fix ed by t he l{ a ilroad Co mmiss ion to 
h e c harged by th e comp any on its so-ca ll ed Milwaukee a nd 
Oak Grove lines. The District a nd t h e Supreme Cour t s of 
O regon sustain ed t h e rate s as fixed by th e co mmissio n. 

Elgin Safety Campaign Broadened.-The ''safety fi r st" 
ca mpaig n in E lg in , Ill. , conduct ed by H. B. A dam s, claim 
agent of the Auro ra, E lg in & Chic ago Railroad, ha s been 
broadened. Th e Illino is \ Va tch Case Company a nd th e 
You n g Woman's Chri stian Associati on ha ve requested that 
a ddresses be made a t th ose p laces. The principal of o n e of 
t he schoo ls in E lg in had her pupils w rit e essays o n th e talk 
de li ver ed by Mr. A dam s, and th ese paper s have b een for
wa rd ed t o the cla im age nt. 

Increase in Wages by Tri-City Railway.-Mechanics of 
t he Tri-City Ra ilway emp loyed at the sh o p s in D avenp ort, 
Ia., th e carhou se in D ave np ort, the sh o ps in R ock I s la nd 
a nd a t the D avenport a nd Muscatine sh ops in Muscatin e 
have r eceived a n in crease of 10 per cent in pay, effec tive 0 11 

J un e I , 1913. M o t ormen and conductor s of th e co mpa ny 
a ffi liated with th e uni on are askin g a n in crease of 4 ce nt s 
per h our over th e present scale of 26 ce nt s. The pr esent 
co ntract affecting 350 m en exp ires on June I, 1913. 

Proposals for Relief of Congestion in Montreal.-As the 
res ult o f a con fere n ce wit h the Board of Cont rol , th e direc tor s 
of t he M o ntreal (Q u e.) Tramways have m a de pr oposals 
intended t o affo rd immediate traffic relief and h ave sug
ges ted tha t permanent and elasti c plans be drawn later to 
provide fo r t h e future growth of the city. The company 
asks p ermi ss ion t o re-rout e several lin es in the dow n-town 
<listrict a n d has suggested a nu mber of new rou tes in the 
north eas t ern section. T h e p lans a lso provide for three 
new routes t o accommodate St. Catherin e Stree t t raffi c. 

Activities of Public Service Corporation in Employees' 
Interest.-An illu strat ed feature art icle w as pub li shed in the 
Newark News o f l\'.fay 18, 1913, und er th e caption "How 
Publi c Service I s Looking Afte r It s Men as \Veil as It s 
Cars. " The a rticl e dealt with th e m eth ods adopt ed by th e 
Publi c Service Corporation of New J er sey, Newark, N . J ., t o 
further the int erest s of its employees, a n d was illu st rated 
w ith half-t ones showing a lunch counter in one of th e 
c arh ou ses, the theat er used by the emp loyees, the new a th
letic fie ld for th e men, a t ypical pool, card and readin g 
room fo r the ra ilway employees a nd a view in on e o f th e 
machine sh op s and on e in a carh ouse. 

Strawberry Specials.-The Louisvi ll e & Northern Rai l
way & Ligh ting Co mpa ny, operatin g n orth fr om New A l
bany, Ind. , has put it s "strawberry" specials into service 
a nd ha s captured practica lly all of the bu s in ess going into 
India napolis by reason of th e conveni ences which it has to 
offe r , although the rates are the same as those charged by 
t he o ld-l ine express companies. T he express ca rs tak ing 
care o f th e s trawb erry business stop at numerous points in 
t h e growing district and enable t h e shippers of strawbe rri es 
t o load th eir fr uit w ith a minimum of hauling from th e 
fie ld, while at the same time the cars stop in front of the 
comm ission h ouses in Indianap oli s. The express cars leave 
New A lbany at 9 p. m. and arrive a t Indianapolis a t I a. m. 
Four cars, holdin g 1000 cr ates each, are bein g run. 

Kansas City-St. Joseph Fares.-Chairman A tkinson of 
the Missour i P ubli c Ut ility Commiss ion is quoted as fol-

lows in regard tu t h e rates now in fo r ce over the Kansas 
City, Clay County & St. J oseph Railway: "The rates are 
apparently fair. If th ey sh ould prove to b e unjust either to 
the publi c o r to the company, th e matter can easily be 
reme died by a n a ppeal t o th e commission. The n eces sary 
act io n ca n be t a ken at any time. It n ow seems, however. 
that fares cha rged are such as to do ju sti ce to the public 
a nd to pe rmit th e co mpa ny t o make a fa ir r eturn upo n its 
investm ent . T hose ar e the two vital points t o be considered. 
The commiss io n is n o t a de s tru ctive but a con structive body 
and its aim is to safeguard the int er es t s of t'he public, at 
t h e sa m e tim e encouragin g capit al t o find inves tment in 
M issouri. " 

"The World's Greatest Traffic Problem."-I saac F. Mar
cosson has contributed t o i1l1t11sey for June, 1913, an article, 
''The World 's Grea test Traffic Problem," dealing with the 
handling o f traffic in New York City. The text is accom
panied by reproductio n s of p hotographs showing traffic 
con ges tio n , subway work in progress, crowded cars and 
one of t he last ho rse cars. Portrait s are also published of 
Edward E. McCall, cha irman of the P ublic Service Com
mis sion o f the F irst District; William R. Willcox, formerly 
cha irma n of th e P u blic Service Commission of the First 
Dist rict; Mayor Gayn or, Comptroller Prendergast, Bor
oug h President McAneny, President Shonts o f the Inter
b orough Rapid Transit Company, President Williams of 
t h e Brooklyn Rapid Transit Company and Vice-president 
a nd General Manager Hedley o f the Interbornugh Rapid 
Transit Company. 

Transfer Inquiry in Washington, D. C.-The Public U til
ities Commission of the District of Columbia has decided 
fo rm a lly t o investigate th e a ll eged failure of the Capital 
Traction Co mpany and \ Vashing t o n Railway & Electric 
Compa n y to ente r int o a n arrangement , as prescribed by 
Con gr ess, with the M etropolitan Coach Company respecting 
th e issua nce of r ec iprocal tran sfers between th e lines of 
th e three co n cern s a t F ift eenth Street and Pennsylvania 
a nd New Yn rk Ave nu es Northwest. Legal proceedings to 
te st t he con stituti on ality of th e law have already been 
in s tituted by t he Commission er s o f th e District of Colum
bia, but the co mmiss ion w ill co n duct a n ind ependent inve sti 
gat ion . A heari ng on the com.plaint o f th e Metropolitan 
Coac h Co mpany, whic'h was fi led wi th th e commission some 
time ago, w ill be h eld on Jun e 2, 1913. 

President Bancroft on Hours of Labor.-William A. Ban
croft, preside nt o f the Boston (Mass .) Elevated Railway, 
has ad dresse d each m emb er of the Massachusetts Legisla
ture in a pamp hl et discuss ing the proposed "nine-hours-in
eleven bill" offered by labor interests a t the present session, 
a nd pointing out the superio rity of House bill No. 2476, 
rep o r ted by the committ ee on str eet railways · in its stead. 
The latte r bi ll provides that a day's work for all car serv
ice employees shall be a rranged o n the basis of nine hours' 
p latfo rm t im e, w ith a leeway of half an h our at additional 
pay: that as many days' work of approximately nine h ours 
shall be ar ran ged t o be performed w ithin twelve conse_cu
tive hours as a r e poss ibl e .in v iew of the nuinber of hours 
a nd trips necessary t o ca r e properly for th e traffic; that 
work w hi ch cannot be so arran ge d shall be performed 
within fo urt een consecutive hours, and that the :Railroad 
Commi ss ion sh all , if n ecessary, fix any schedule which in 
the judg me nt of the m en m ight be arran ged to show more 
runs to be co mpleted within twelve hours. General Ban
croft poin ts o u t tha t last year's act permitted the nine 
hours' plat fo rm wo r k of a man to be distributed with his 
con se n t ove r a period of sixteen h ours. The . new bill 
( Hou se 2-176) pr ov ides a n unbroken re st period of ten hours 
in stead of eight h ours and is more favorable to the men 
th an those prescribed by law in any other State or estab
li shed in a ny important city. The communication further 
outlines th e hour s o f labo r in force in New York, Cleve
land, Chicago and Pi ttsburgh; ex plains the inability of the 
"nine-hours-in-e leven" bill to m ee t the traffic conditions in 
connection w ith the handling of morning and evening 
peaks; states that 1700 additional men would have to be 
a dded by the Boston Elevated Railway if the labor bill 
should pass, and contends that the taking of the whole 
matter to the Legislature is inconsistent with the agree
ment between the employees and the company made last 
summer. 
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Personal Mention 
Mr. J . Antonisen, city engineer of Moose Jaw, Saskatche

wan, Can., has been appoi nted superintendent of the Bran
don (Man.) Municipal Street Railway. 

Mr. George F. Yeatman, for man y years cashi er of the 
Nashville Railway & Lig ht Company, Na shville , Tenn., has 
resign ed to becom e a spec ia l age nt of th e Germania Life 
Insuranc e Compa ny in Nash ville. 

Mr. Henry G. Pearce, of th e Standard S tee l Works Com
pany, P hilade lphia , Pa., ha s been appointed chairman of 
the ent ertainm ent com mi ttee for t he 1913 convention of the 
American E lectri c lfai lway A ssociation, to be held at At
lantic City. 

Mr. Warren C. Earle, who has been wit h sim ilar board s 
in severa l states a nd in practical work wit h severa l rail 
roads in the United States, has been appoi nt ed chief engi
neer of the Cali fornia State Railroad Commission, vic e 
Mr. R. A. Thompson, resign ed. 

Mr. William W. S. Butler, vice-president a nd general man
ager of the Western States Gas & Electric Company o f 
California, Stockton, Cal. , since its formation, ha s resigned. 
Mr. Butler was formerly general manager and engineer of 
the Newport News & O ld Point Rai lway & E lectric 
Company. 

Mr. C. W . Kellogg ha s been appoint ed general manage r 
of the Beaumont and Port Arthu r properties of Ston e & 
Webste r, Boston, Mass. , which includ e the li g htin g p lant s 
at Beaumont and Port Arthur, the electric railway system 
at Port Arthur and the interurban railway being constructed 
between Beaumont a nd Port Arthur by the Jefferson County 
Traction Company. 

Mr. John W . Howley, wh o has been clerk at the East 
Weymouth carh o use of the Bay State Street Railway, 
Boston, Mas s., for several years, has been appointed to th e 
positi on of superintendent of the Bay State Street Rai lway 
at East Weymouth t o succeed Mr. Timothy J. Donahue, 
whose appointment as superi ntendent of th e Newport divi
sion of the company is referred to elsewh ere in thi s column. 

Mr. Edwin W. Winter, fo rm erly president of the Brook
lyn (N. Y.) Rapid Transit Company, has been appo inted 
one of th e receivers of the Chi cago & Eastern I lli nois 
Ra il road, which is controlled by th e St. Louis & San Fran
cisco Rai lroad, placed in the hands of r eceiver s on May 
27. Mr. Winter ent ered steam rai lroad se rvic e in 1867 and 
conti nued in that work until 1902, when he wa s elected 
president of the Brooklyn Rapid Transit Company. 

Mr. J. M. McElroy, general manager of the Manchester 
(Eng. ) Corporation Tramways, and Mr. Henry Mattison, 
engineer of way of the sam e syst em, are in thi s country 
to inspect America n elect ric rai lway practice and also to 
study the methods of caring for traffic conges ti o n, which is 
a subject of growing interest in Man chester. They expect 
to spend about a month h ere a nd wi ll visit a numb er of the 
important cities in the Eas t ern a nd Central States and in 
Canada. 

Mr. A. Merritt Taylor h as been appointed by Mayor 
B lankenburg of Philadelphia. Pa., director of the new 
department of transit recently created for Philadelphia by 
the Leg islature. H is sa lary will be $10,000 a year and he 
will assume office on July 1. Mr. Taylor has been serving 
for the las t year without pay as the head of a commission 
en gaged in s tudyin g the city's transit needs. In a recent 
report to th e Mayor h e outlin ed a comprehensive pl a n for 
the con struction of additional subway and elevated lines. 

Mr. Timothy J. Donahue, who has been conn ected with 
the East Weymouth division of the Bay State Street Rail
way, Boston, Mass., has been tran sferred t o th e Newport 
division of the company as superint endent to su cceed Mr. 
C. L. Bisbee, who in turn succeeded the lat e A. E. Holmes 
as superintendent of the Fall River division. Mr. Donahu e 
became connected with the Bay State Street Railway at 
East Weymouth in 1905. Previous t o his appointment a t 
East Weymouth he was employed by the company on its 
North Abington division. 

Mr. S. J. Kehoe has resign ed as superintendent of th e 
Norwich & Westerly Traction Company, N orwic h , Conn. , 

to become superint endent of th e N orwich Gas & E lec t ric 
Company, Norwich , Conn . Mr. Ke'l10e ha s been superin
tend e nt of th e Norwich & W es te rl y Trac ti on Company 
s ince March, 191 2. I'reviou " t o that he was maste r m e
chanic of the co mpany for six y ea r s. Mr. Kehoe was a lso 
co nne cted with th e Michiga n U nit ed Ra ilway s, L a n sing, 
Mi ch., and the Fort Wayn e & No rth ern Indi a na T ract ion 
Company, Fort Wayn e, Ind . 

Mr. George H. Green has been app ointed general agent 
o f the Nort'hern Tex a s Traction Company, with head
qua rters in the interurban s t a tion of the N orth ern Texas 
Traction Company a t Dall as, T ex. H e will devote his tim e 
to passenge r traffic and other matters connected with the 
op erati on of th e inte rurban a nd O a k Cliff lin es of the 
company and fill a p ositi on w hi ch t h e compa ny h as lo n g 
cont emplated crea ting. Mr. Gr een has fo r t h e last fo ur
k'- n y ea rs bee n United Sta t es m a rsh a l for th e Nor th er n 
D is tri ct of T exas, w ith r es iden ce in D a llas. 

Mr. J. M. Read, w h o h as been appoint ed superinten de nt 
o f th e O g den (U ta h ) R ap id T ransit Company, h as bee n 
assistant sup erint end en t of th e compa ny since September , 
19 1 I. Previous t o beco min g conn ecte d w ith t h e Ogden 
Rapid T r a n sit Company Mr. Read was w ith t he Utah L igh t 
& R a ilw ay Company, Salt Lake City, Utah, w hi ch h e 
se r ved for fo ur yea r s in th e capacity of di spatch er. He 
succeeds Mr. P. D. K lin e as superintenden t of the Ogden 
l{apid Tra n sit Compa ny, Mr . Klin e, as previous ly n o t ed 
in t h e ELECTRIC RAILWAY J OURNAL, havi n g been appoint ed 
gen eral m a na ger o f th e comp a ny. 

Mr. Harry E. Vordermark, fo rm erl y a udit or of t h e Fort 
\Vayn e & Northern Indian a T rac t ion Co mpany, Fort 
W ayn e, Ind. , has bee n elec t ed secre t a ry o f the compan y to 
succeed Mr. H enry Ra in ey, Phil ad elphi a, P a ., w h o ha s been 
elec t ed assistant secretary of th e compa ny . Messrs. J ohn 
J . Co lli er, P hilip L. Saltons tall, R obe rt W . W atson, E. B . 
Robin ette a nd H enry R a iney, who r esign ed as direc t o rs 
o f the Fort Wayne & North ern Indiana Tracti on Company, 
have been succeeded by M essrs. S. L. Morris , Sam W . 
Gree nl a nd, Harry E. Vordermark, Frederick H . Schmidt 
a n d J. J. B rennan, all o f Fo rt Wayne, Ind. 

Mr. Albert S. Reed, w h o has been connected with the 
Bin g hamto n (N. Y.) R a ilway with headquarters in Endi
cott, a suburb of Binghamton, has resi g ned. Mr. Reed was 
formerly m anager of the sales department for the Rutland 
Railway, Li g ht & P ow er Company, Rutland, Vt., a nd he 
has re sum ed w ork with that corporation as manag er of new 
business o f the eastern territory of the company. H e will 
also act as assistant to Mr. W. H. Lawson, superin tendent 
of the gas departmen t . Mr. Harry L. Edwards, wh o has 
recently been in charge of new business for the company, 
will henceforth be in charge of that work for the Western 
Vermont Power & Light Company, which is affiliated with 
the Rutland Rai lway, L igh t & Power Company. 

Mr. James M. Barrett, who was elected president of the 
F o rt \Vayne & North ern Indiana Traction Company, Fort 
\Nayne, Ind., at th e meetin g o f the b oard of directors on 
A pri l 30, 1913, t o succe ed Mr. J . L evering Jones, Philadel
phia, Pa., resigned, was born on a fa rm in Lasalle County, 
Ill., on Feb. 7, 1852. He entered th e University o f Michi
ga n in 1871 and was graduated in the academic department 
in 1875. He studi ed law at Chicago and Princeton, Ill., and 
afterward at Fort Wayne, Ind., and was admitted to the 
bar in 1876. In 1881 Mr. Barrett was elected a director 
and appointed counsel for the local street railway system 
in Fort Wayne, and thereafter he continued as director and 
counsel until the organization of the Fort Wayne & Wabash 
Valley Traction Company, which acqui red the local street 
railway systems in Fort Wayne a nd the interurban lines 
running from Fort Wayne to Peru and Lafayette and from 
Fort Wayne to Bluffton, Ind. He was then appointed gen
eral counsel for the Wabash Vall ey company and con
tinued as such until its property and franchises were ac
quired by the Fort Wayn e & Northern Indiana Traction 
Company, after which he became vice-president, director 
and general counsel of that company until his recent elec
tion as president. Mr. Barrett is one of the most promi
n ent lawyers of the State. He served as a member of the 
Indiana Senate in the sessions of 1887 and 1889 and was a 
trustee of Purdue University, Lafayette, Ind., for fourteen 
years. 
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Mr. F . E . Bowman, who was elected president of the Gas, 
E lectric & Street Railway Association o f Oklahoma at the 
meeting he ld in Oklahoma Ci ty o n May 6-8, 1913, is vice-
pres1den t, treasurer a nd 
ma nager o f the Ada E lec- ..., 
t ric & Gas Company, A da, 
O kla. Mr. Bowman was 
bo rn . in Wo os t er, Ohio, a nd 
entered the e lectrical fie ld 
in 1892 as bookkeep er and 
cashi er with the Huntin g t o n 
Light & Fuel Company, 
H unting to n, Ind., which 
ge nerated e lectricity a nd 
produced artificial gas, 
natural gas a nd p e troleum. 
He advanced 1 hroug h vari
o us positions with the 
H untington Light & Fuel 
Co mpany t o t h e o ffice o t 
t reasurer of th e co mp any. 
Five years ago h e r es ig n ed F. E. Bowman 
from th e Huntington Light 
& Fuel Co mpany to accept hi s present p os. ti o n a s v ice
president , treasure r a n d m a nager of t he A da E lec tric & 
Gas Company. The co mpany with w hich Mr. Bowman is 
now connected serves A da, which has a popu lat io n of 6000, 
a nd the surrounding territory. 

Mr. Alfred H. Lovett ha s bee n appointed ge n er a l agen t 
of t h e traffic d epartmen t of the Iowa & Illino is R a ilway 
and the Davenport & Muscatin e Ra ilway, Davenport , Ia., 
repo r t ing to Mr. P. P. C rafts, gen e ral traffic manager, and 
Mr. George M. Cummin s, freight t r affic manager. Mr. 
Lovett was born at Barnes Co rn er s, N. Y ., o n Dec. 2, 1875. 
He learn ed t e legrap hy o n th e Rome, Watertown & Ogden s
burg Ra ilroad in 1889. In 1892 Mr. Lovett went to Daven
port with hi s parents a nd was employed by the W es t e rn 
U nio n Te legrap h Co mpa ny as a n ope rato r and s tudi ed at 
the public schools in Davenport. Later he a ttended Pi ll s
bury Academy, Owatonna, Minn., and Co lgate U nive r s ity, 
Hamilto n, N. Y., where he studi ed in the preparatory de
par tment during 1898 a nd 1899. He was n ext employed by 
t he Long Island Railroad near New York fo r three years 
a nd by the Atchison, Topeka & Santa Fe Railway in 
Kansas in 1901 and 1902 as o pe rator, towerma n a nd ticke t 
age n t. I n M a r ch, 1903, he entered th e employ o f th e 
Chicago, Rock Is la nd & Pacific Ra ilway in C hi cago as 
stenograp h er t o Mr. L. M. A ll e n , the n ge ne ra l passenger 
agent o f t he lin es east of th e Missouri Rive r. H e worked 
fo r th e las t-mentio n ed co mpa ny in va ri o us sub -departments 
unti l March 1, 1906, when h e was appointed ci t y passen ger 
agent at Dave npo rt. H e was sub seq uently appoin1ed trav
eling passenger agent o f th e C hicago, Rock I sland & Pac ific 
Ra ilway, w it h headquarte r s a t Davenport, a nd bte r was 
a ppo in ted con tracting frei g h t age nt at Davenport , in which 
capac ity h e continued until appoin t ed to the Iowa & Illin o is 
Rai lway a nd th e Davenpo r t & Muscatin e Rai lway o n May 
19. 1913. 

Mr. R. W . Perkins, who se e lec tio n as pr es id en t o f the 
Sbo re Line E lec tric Railway, N o rwich, Co nn ., was noted 
recently in the ELECTRIC RAILWA Y JOURNAL, was for m erly 
treas urer and general m a nage r of t h e No rwi ch & Westerly 
Tract ion Company. Mr. Perkins has h a d a _Q;e n er a l train 
ing in commercial, m a nufacturing a nd bankin g lin es. but 
his railroad ca reer h as b een co mp aratively bri ef. Upo n 
the elec ti o n of Mr. Perkin s as exec utive head of the Sh ore 
Lin e E lect ric Railway the a nn ouncem ent was made that 
Norwich is t o be the center from which a ll the so-called 
Plant lin es a re t o be o perat ed. Th e pro p erti es th a t have 
come und er one m anagem ent thro ug h th e consolidatio n 
are the S hore Line E lectric Railway with its west ern 
terminus in New Haven, extendin g eas t a lo n g the shore t o 
Saybrook Junction a nd north to D eep River; th e New London 
& East Lyme Street Railway, operating fro m New Londo n 
to East Lyme a nd N ianti c and building so as t o connect 
with the Shore Line Electric Railway a nd m ak e p ossible 
through service from New Haven to New L ondon, a nd the 
propert ies o f the Connecticut Company kn own as the New 
Londo n divis ion, which include the New L ondon city lines, 
the Montville Stree t Railway b e tw een New London and 

Norwich, the Norwich ci ty lines, the lin e from Norwich 
through South Windham and Willimantic to South Cov
entry, also the electric service on the Norwich & Worcester 
division o f the New York, New Haven & Hartford Rail
road between Tafts, J ewe tt C ity, Plainfield and Central Vil
lage, and the elec tric railways to W auregan, Danielson, 
Dayville, Putnam a nd W es t Thompson with connections 
through t o Worcester. Combining these with the N o rwich 
& \Vesterly Traction Company, which operates it s own 
line fr o m Norwich through Pres to n, Ledyard, North Ston• 
ingto n and vVes terly, R. I., t o Watch Hill and W ee kapaug 
on the Atlantic Ocean, and fr o m Westerly eas t t o Ashaway, 
R. I., west a lo n g F ish er' s [ sla nd and south through Paw
catuck, Sto ningto n, Myst ic, O ld Mys tic, Noank, Midway 
and Groto n t o N ew London, rounds out a system of about 
240 miles, e mbracing all of the eastern end of Connecticut 
and a p o rtio n o f wc s1ern l~hode Island. Mr. Perkins was 
selected as th e executive h ead of the operating company 
b ecause of th e excellent results accomplished by him in 
the r eo rgan izatio n a nd upbuilding of the Norwich & West
erly Traction Company. When this property was pur
cha sed by the bondholders' committee, in July, 1911, Mr. 
Perkins wa s elected treasurer and general manager by 
the new ow ner s. The Norwich & Westerly Traction Com
pany h as s inc e take n over by purchase the Pawcatuck Val
ley St r ee t Railway a nd purchased a ll of the common stock 
o f th e Groto n & Stonington Street Railway. 

OBITUARY 
Edward Glavin, of the Boston (Mass.) Elevated Rail

way, died o n May 22, 1913, a t the age of sixty-three. Mr. 
Glavin had been in th e se rv ice of the company for forty
s ix years a nd was the o nly man in the employ of the com
pany wearin g nin e gold ch evron s, each of which represented 
five years' service. For the last twenty-five years he was a 
s tarter. He was w ell know n t o the traveling public, his 
post be ing o ut s ide the No rth Stati o n , o n e of the busiest 
points in the city. 

George Glover Crocker is dead. Mr. Crocker was born 
in Bosto n in 1843 a nd was g raduated fro m Harvard in 1864, 
where he later took the degr ee of LL. B. in 1866 and of 
M. A. in 1867. From 1887 to 1892 h e was chairman of the 
Massach usetts Board o f Railroad Commissioners, and from 
1894 t o 1899 was chairman of the Boston Tran.s it Com
mission, which supervised all of Boston's elevated and sub
way construct ion. Fro m 1909 to 191 0 he was chairman of 
th e Join t Board o n JVIetro p olitan Improvement s. He was a 
directo r of the Samso n Co rdage Works. 

According to fig ures m ade public by the Nat io na l High
ways Protective S o ciety, traffic accident s in N ew Jersey for 
th e first fo ur m o nth s o f 1913 s howed a g ratifying decrease 
fr om the figur es fo r the sam e pe ri od of last year. From 
Jan. 1 t o April 30, 1913. aut om ob il es killed tw enty-three 
a nd injured I08. Fo r th e sam e months of 1912 the figures 
were twenty- three a nd 189. The electr ic railways killed 
nin e a nd injur ed forty-nine this year against thirteen killed 
a nd seve nty- three injured last year, and th e figures for 
wago ns were four killed a nd twenty-two injured against 
li ve k ill ed a nd twenty-four injured fo r th e same months of 
1912. Ch ildr en sixtee n yea rs o f age or less were seven of 
th ose killed and thirty-two o f tho se injured by automobiles, 
no n e of th e killed and six o f th e injured by electric rail
ways , a nd th r ee o f the killed a nd five of tl1e injured by 
wagons. Automob il e accid ent s include tho se due t o m otor 
cycles, a n d wagon acc idents those caused by runaways. 
These fi g ur es show, when co mpared with those for New 
Yo rk State. inclu sive of New Y o rk City: 

,--Automob1!es, ,---Trnlley,-, r---Wagons----, 
KiJl ed Injured Killed Injured Killed Injured 

Kew ~ersey......... .. . .. 23 108 9 49 4 22 
New York .. ............. . CJ() 461 64 256 38 138 

The populations o f th e two States in 1910 were approxi
mately: New Jers ey, 2,500,000; New York, 9,100,000. Using 
this a s a basis for comparison , the number of fatal acci
dents per millio n of p o pulation, for the two States for 
the first four month s o f thi s year is, for all classes of 
traffic: 

New York 
Automobiles . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . 11.0 
Electric railways •......... ....... ...... . ...... , 7.0 
Wagons· · :·····:························:····· 4.1 

New Jersey 
9.0 
3.6 
1.6 
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Construction News 
Co nstructi on News Notes are class ified under each head

ing a lphab etica lly by States. 
An as teri sk (*) indicates a project not previou sly r e

ported. 
RECENT INCORPORATIONS 

*Peoria, Galesburg & Western Railroad, Peoria, Ill.-In
corporated in Illino is to build a n elec tric ra iiway from 
Peoria to Galesburg. Cap ital stock, $5,000. Headquarters, · 
Peoria. I ncorporators: William T. Irwin, Cl ifford Ireland, 
John W. McDowell, George J. Jobst and William M. All en, 
a ll of Peoria. 

Geneva, Seneca Falls & Auburn Railroad, Seneca Falls, 
N. Y.-Incorpora ted in New York o n May 28, 1913, to suc
ceed the Geneva & Auburn Ra ilway, plans for the reor
ganization o f which are now before the Pub li c Service 
Co mm\ss ion of the Second Di s tri ct. Capital stock. $450,-
000. 

*Devil's Lake & Chautauou =1 Electric Railway, Devil's 
Lake, N. D.-Incorpo ratecl in N o rth Dakota to build an 
e le ctric r a ilway between D evi l' s Lake and Chautauqua. 
Cap ital s tock. $50.000. I ncorp ora to r s: C. A. Stotiar, \V. H. 
Horton a nd W . E. Hockin g, a ll of Devi l's Lake. 

*Memphis & Lake View Railway, Memphis, Tenn.-In
corporat ed in Tennessee presum ab ly to succeed the Lake 
View Traction Company. Capital st ock. $50,000. Incor
porators: T. H. T utwi ll er, Memphi s; L. E . \)I/ri ght and 
L. P. Niles . 

FRANCHISES 

Norwood, Ala.-I. C. Beatty ha s received a franchi se for 
a line in Norwood. [E. R . J., March 29, '13.] 

Little Rock, Ark.-The Little Rock, Pine Blu ff & East ern 
Traction Company ha s r eceived a fifty-year franchi se in 
L ittle Rock and permission to use the fr ee bridge. 

Burnaby, B. C.-The Briti sh Co lumbia E lectr ic Railway 
has received a thirt y-six-year franc hi se in Burnahy. Tb e 
Council has petition ed th e company to extend it s lin es 6 
miles into Port Moody. Work wi ll soon be begun on an 
extension from Vancouver to Burnaby, 2 miles. 

Glendale, Cal.-Sealed bids wi ll be received up to June 9 
by the Board of Trust ees o f Glendale for a fifty-year fran
chise for an electric railway in Glendale. 

Los Angeles, Cal.-The Pacific E lectric Railway has 
asked for a twenty-one-year franchi se for an ex tension of 
the Hollywood line in Los Angeles. 

*Santa Barbara, Cal.-Sealed bids wi ll be received by the 
City Council up to Jun e 12 for the purchase of a fifty-year 
franchise for an elect ri c r a ilway in Santa Barbara. 

San Jose, Cal.-Th e Peninsula Railway ha s asked for a 
franchise to ex t end its lin e in San Jose to the Toyon sta
tion. 

Vallejo, Cal.-Th e Northern E lectric Railway has a sked 
t he Railroad Commission of Cali forn ia for permission to 
con st ruct its lines at g rade over highways in Solano County 
and on ce rt ain streets in Vallejo. 

Galesburg, Ill.-The Peor ia , Canton & Galesburg Rail
way will apply fo r a franchise to construct an electric rail
'vay in Galesburg. Ho race Clark, president. [E. R. J. , 
May 17, '13.] 

Taylorville, Ill.-The Decat ur, Sulliva n & Mattoon Tran
s it Company has asked the Council for a new fifty-year 
franchise to build an int erurban railway on F ranklin Street. 
John G. Thode, Mattoon, secr etary. [E. R. J., March 
22, '13.] 

Bettendol"lf, Ia.-The Tri-City Railway, Davenport , has 
asked the Council for a franchise on State Street in Betten
dorf. 

Helena, Mont.-The Helena Light & Railway Company 
will extend its line across the bridge to East Helena if the 
Council will permit a straight fare of IO cents on all ca rs to 
East Helena. 

Lincoln, Neb.-The Lincoln Traction Company has re
ceived a franchisi to . extend its 17enth • Street lin e 111 

Lincoln. 

El Paso, Tex.-The El Paso E lectri c Ra ilway wi ll ask 
th e Co un c il fo r a thirty-yea r fran chi se to ex tend it s lines 
ov e r certain street s in E l Paso. 

Tacoma, Wash.-The Seattle-T aco m a- Olympia R ai lway , 
Seattl e, has received a fra n chi se from the Council t o build 
a tempo rary sys t em on loca l tid eflat s in T acoma. [ E. R . ]. , 
Se pt. 28, ' 12.] 

Charleston, W . Va.-The Charles ton, P a rker sburg & 
:-Jorth ern Railroad, Parkersburg, has receive d a franchise 
fro m the County Court from the w es tern limi t s of Charle s
ton to th e J ackson County line, via Si ssonville. [E. R. J ., 
May 24, '13.] 

TRACK AND ROADWAY 

Birmingham & Chattanooga Railroad, Birmingham, Ala. 
-Surveys have been completed and construction will be 
beg un by this company during the summer on its 147-mile 
electric railway to connect Birmingham and Cha ttanooga 
via Oneonta and Boaz, Ala., and Wanhatchie, Tenn. The 
railway will be built for passenger and freight service. 
The g rades will nowhere be more than I per cent and 
85-lb. ra il s will be used. A bridge will be built acro ss the 
Te nnessee River near Chattanooga . W . W. Shortridg e, 
Birming ham , secretary. [E. R. J ., May 3, '13.] 

Birmingham-Tuscaloosa Railroad & Utilities Corpora
tion, Birmingham, Ala.-Thi s company is making surveys 
fo r it s 55-mile ra ilway be tween Birmingham, Tusca loosa 
and Bessem er. The line is b ein g built by the Tidewater 
Con structi o n Comp any, Birmin g ham. C. R. Cart er, Bir
min gha m, pr es id ent, and G. Q. Brown, Birmingham, chief 
eng in ee r. [E. R. J ., Mar ch 29, '13.] 

British Columbia Electric Railway, Vancouver, B. C.
This company has off er ed t o construct a 4-mile line ac ross 
West V ancouver municipality, this bein g an ext ension of 
the company's N o rth Van couver lines. This company has 
awar ded a con t ra ct t o H oge & Peterson, New Westmin ster, 
to build a n eleva ted tres tl e a t Granville Street in Van
couver. 

Northern Electric Railway, Chico, Cal.-Thi s company 
l1 as placed in ope ration its lin e into Colusa. 

Fresno (Cal.) Traction Company.-W ork will be beguu 
a t o nce by thi s company on a 9-mi le ex ten sio n from the 
Wishon Avenue line in F r es no to the San Joa quin Ri ve r . 

Pacific Electric Railway, Los Angeles, Cal.-A decis ion 
has been rend er ed g ranting the application of this com
pany to construct it s track at g rade across ten public hi gh
ways in Bay City, across certain streets in Los Angeles 
and across the tracks of the San Pedro, Los Angel es & 
Salt Lake Railroad on Pasadena Avenue, Los Angeles. 

San Francisco, Cal.-The Board of Supervi sors has au
th o riz ed a bond issue of $3,500,000 to build the municipal 
electric railway lines on Van Ness Avenue, Sto ckton, 
Church and California Streets; also for the reconstruction 
of the Union Stree t line s in San Francisco. 

Shore Line Electric Railway, Norwich, Conn.-Work 
wi ll be begun at once by this company on a I-mile exten
sion from F erry Road Crossing to the Connecticut River 
B1-idge in Old Saybrook. 

Covington & Orford Street Railway, Covington, Ga.
It is reported that this company plans to increase its capi
tal s to ck from $10,000 to $50,000 and convert the line into 
an elec tric rai lway. It is a lso intended to extend the line 
3 m iles t o P orterdale. 

*Jackson, Ga.-C. S. Maddox, Parham Smith and J. D. 
Jones are considerin g p lans to build an electric rai lway in 
Jackson. 

Fort Wayne & Northwestern Railroad, Fort Wayne, Ind. 
-This company, formerly th e Toledo & Chicago Interurban 
Railway, plans to extend the lin e to Toledo, either by build- : 
ing its own track from Waterloo or through the extension 
of the Toledo & Indiana Traction Company from Br.yan to 
Waterloo. The company w ill a lso build an extension to 
Goshen. 

Eastern Railway, Cedar Rapids, Ia.-Preliminary surveys 
have been completed by this company for its electric rail
way to conn ect Iowa City, West Liberty and Muscatine. 
The company will furnish power fqr lightin g purposes. 
I ts JJower hou se and repair shops will be located at Cedar 
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Rapid s. Officer s: F . A. Groeltz , president; C. S. Wood
ward. secretary; I saac B. Smith, treasurer; John A. ·Reed. 
and J. D. \ Vardle, chi ef eng in eer, a ll b f Ceda r Rapids. 

*Atchison, Kan.-Plans are being cons id ered by Atchison 
c apitalist s t o build a n electric railway to connect Atchi
son, Hiawatha, Effingham, Horton, Everest, Kennekuk, 
Willi s and Banker. The names of those interested in the 
proposition have not yet been made public. 

Union Traction Company, Independence, Kan.-The 
cit izens of Coffeyvil le have voted bonds to the amount of 
$30,000 to assure the construction of the line between 
Coffeyville, Bartlesville and Nowata. 

United Water, Light & Traction Company, Somerset, Ky. 
-It is r eported that th is compa ny pla n s to build a 6-mil e 
exten sion from Somerset to Burnside. 

Cheboygan Electric Light & Power Company, _Cheboy
gan, Mich.-This company states that the proposition to 
build th e 38-mile line between Cheboygan and Petoskey is 
s till in the preliminary stage and ther e are no definite plans 
as to when its con struction w ill be begun. F. B. Spencer, 
ge neral manager . [ E. R. J. , May ro , ' 13.] 

Trans-St. Mary's Traction Company, Sault Ste. Marie, 
Mich.-During th e next few w eek s thi s company will build 
a 500- ft. ext en sion o f it s line in Sault Ste. Marie. 

Interstate Power & Light Company, Duluth, Minn.
Plans are being mad e by this co mpany for improvements to 
its lin es in Duluth . 

Electric Short Line Railway, Minneapolis, Minn.-Plans 
are being considered by thi s company for an ex tension to 
Glenwood and Alexandria. 

Kingston & Excelsior Springs Electric Railroad, Kings
ton, Mo.-Surveys are being m ade by this company for its 
25-mile line from K ingst on to Lawson and Excelsior 
Springs. The plan s includ e two 30-ft. b ridges, on e over 
L og Cr eek near Kings ton and th e ot her ove r Crooked 
River n ear E lm ira, besides four o r five smaller bridge s. 
John Vv. J ohnson, se cr eta ry . [E. R. J ., May 3, '13.] 

International Railway, Buffalo, N. Y.-Work has b een be
gun by this company o n th e survey s •fo r double-tracking its 
12.6-mile lin e between Nor th T onawanda and L ockport. 

Hornell (N. Y.) Traction Company.-Plans ar e being 
made by this compa ny to bui ld a r-mile extension from 
Seneca Street to the n ew site of the Hornell Country Club 
via N orth Hornell. 

Buffalo , Lockport & Rochester Railway, Rochester, N. Y. 
- P lan s are bein g con sider ed by this company to double
track its line between L ockp o rt and Midd leport . The 
double track will also be ext ended westward from the 
Roches ter terminal. 

Geneva & Auburn Railway, Seneca Falls, N. Y.-This 
company expects t o extend its line to Auburn, where it 
would connect w ith other electric lines g oing ea st and 
west. 

Brazil, Devil's Lake & Minneapolis Electric Railway, 
Brazil, N. D.-This company has laid 5 miles of track 
from Devil's Lake to North Chautauqua and is now mak
ing pre liminary surveys from North Chautauqua to Fort 
T otten, 9 miles. This railway will connect Brazil, Devil's 
Lake and Bismarck, N. D. , and Minneapolis, Minn. A . . B. 
Fox, Braz il, president. [E. R. J., Feb. 22, '13.] 

'Fostoria & Fremont Electric Railway, Fostoria, Ohio.
Preliminary surveys are b eing mad e by this company for 
an extension from Fremont to Port Clinton. 

Middletown, Reading & Cincinnati Interurban Railway, 
Micldletown, Ohio.-At a recent m eeting of the directors of 
this company it was decided to build its line between West 
Chester and Dayton. Michae l K laiber, Jr., Reading, is inter
es ted. [E. R . J .. March 22, '13. ] 

Berlin & Waterloo Street Railway, Berlin, Ont.-The 
citizens of Berlin have vo ted to r a ise $30,000 for a double 
track from Wellington Street to the Waterloo boundary 
line. 

Dominion Power & Transmission Company, Ltd., Hamil
t on, Ont.-This company has receive d permission to build 
its line from Hamilton to Galt. 

Kingston, Ont.-The Hydro-Electric Power Commission 
of Ontario has been asked by the Kingston (Ont.) civic 

utilities committee to furnish information regarding the 
cost of building an electric railway from Kingston to 
Cornwall. 

Ottawa (Ont.) Electric Railway.-Work will be begun 
at once by this company double-tracking several of its lines 
in O ttawa. 

Mount Hood Railroad, Portland, Ore.-This company is 
just completing a trestle 600 ft. long and 32 ft. high on the 
extension of its line into the Lost Lake country. 

Oregon-Washington Railroad & Navigation Company, 
Portland, Ore.-P lans are being considered by this com
pany to build an electric railway between Kennewick 
th roug h Rich land. J. P . O'Brien, vice-president. 

Portlan_d Railway, Light & Power Company, Portland, 
Ore.-Thts company has been asked to consider plans to 
build a line in Portland to be known as the East Side 
cross city line. The matter is now in the hands of the 
City Council. Work has been begun on the extension of 
the Hawthorne Avenue line. About r mile of track will 
be laid through the South Mount Tabor district. 

Schuylkill County Railway, Harrisburg, Pa.-Surveys 
have bee n m ade by this company to connect Frackville witb 
th e company's line at Mahanoy Place. [ E. R. J., April 
5, ' 13.] 

People's Street Railway, Nanticoke, Pa.-During the 
next few weeks this company plans to build 3700 ft. of 
tra ck w ith 7-in. high T-rails. It has purchased the rails 
from th e Pennsylvania Steel Company. 

Philadelphia (Pa.) Rapid Transit Company.-This com
pany is ask ed to consider plans to extend the Bridesburg, 
F ront and Tioga Stree t b ranches of the Second and Third 
Stree t lines fr om Dock Street to South Street in Phila
delphia. 

Pittsburgh, . Harmony, Butler & New Castle Railway, 
P ittsburgh, Pa.-Work will be begun at once by this com
pany on the line from Ellwood City to Beaver Falls. The 
company has received a ninety-nine-yea r franchise for this 
proposed extension. 

*Punxsutawney, Pa.-P lans are being considered to build 
an ele ctric railway to connect Punxsutawney, Rossiter, 
N orth R oss iter, Frances Mines and Cloe. No name s are 
yet g ive n o f the people interested. 

Titusville (Pa.) Electric Traction Company.-About 2 

miles of track out from Titusville have been laid by thi s 
company on its line from Cambridge Springs to Meadville. 
It w ill t ake 19 more miles to make a connection with the 
Titusvill e end of the old line at a point near Tyronville. 
The track is standard-gage and 80-lb. rail s a r e being used. 
Gasoline cars will be operated. 

Wilkes-Barre & Wyoming Valley Traction Company, 
Wilkes-Barre, Pa.-Work has been begun by this company 
on the ex tension of its North Main Street line in Wilkes
Barre to Brockside, where it will connect with the present 
line. 

Sioux Falls & Southern Minnesota Traction Company, 
Sioux Falls, S. D.-This company has secured nearly all the 
right-of-way for its r ro-mile line between Sioux Falls. 
S. D., and Albert Lea, Minn. W. H. Knight is interested. 
[E. R. J., March 8, '13.] 

Memphis & Rugby Railway, Memphis, Tenn.-Work has 
been begun by this company on its 4-mile electric railway 
to connect Memphis with Rugby. Officers: Luke Seawell, 
1416 T ennessee Trust Building, Memphis, president and 
treasurer; W. J. Francis, vice-president, general manager 
and purchasing agent; Henry Wetter, secretary, and W. J. 
Ferree, r r South Second Street, Memphis, chief engineer. 
[E. R. J. , Ap ril 23, 'rr.] 

Barre & Montpelier Traction & Power Company, Mont
pelier, Vt.-During the next few weeks this company plans 
to lay roo-lb. g irder rails for 1722 ft. of paving on Main 
Street in Barre. 

Virginia Railway & Power Company, Richmond, Va.
This company has awarded a contract to Louis Lawson for 
grading its line on Bute Street and York Street in Nor
folk It plans to begin construction at once on the exten
sion of its Hull Street line in Richmond from the present 
terminal to Broad Rock Road via New Road. 
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Wheeling (W. Va.) Traction Company.-This company 
will spend a con sid erable sum in improvem ent s to its prop
erties in the Wheeling district. A mortgage to secure an 
issue of $ ro,ooo,ooo of bonds was authorized recently to 
provide fund s to retire out standing bonds and fo r improve
m ents. T he improvements include extensions from Barton 
to St. Cla irsville, from Bellaire to N effs and from Wheeling 
to Weirton and Brilliant. 

Beloit, Delavan & Clinton Railway, Beloit, Wis.-Pre
liminary a rran ge m ents are being made by thi s company 
to begin the construction of its 22½-mile line between 
Beloit, Clinton, Delavan a nd Darien in the fall. The com
pany will furni sh power for lighting purposes and will 
operate two cars. The power house and repair shops will 
be located at Beloit. W . Bradley Tyrel, Beloit, is inter
ested. [E. R. J ., May 24, '13.] 

Chicago & Wisconsin Valley Railway, Madison, Wis.
Work will soon be be gun by this company on the line be
tween Portage and Prairie du Sac via Madison. 

SHOPS AND BUILDINGS 
British Columbia Electric Railway, Vancouver, B. C.

This company ha s asked Westinghouse Church & Kerr 
Company, New York, N. Y., to prepare plans and esti
mates for the construction of new repair shops in Burnaby. 

Southern Pacific Company, San Francisco, Cal.-It is re
ported that thi s company has purchased property between 
Fourth, Fifth, Oak and Pine Streets in Portland on which 
it plans to build a new terminal bui lding . 

Central Illinois Public Service Company, Mattoon, Ill.
During the next few weeks this company will build a new 
carhouse at Taylorville. The structure w ill be 35 ft. by 
l00 ft. 

Illinois Traction Company System, Peoria, Ill.-This 
company has awarded a contract to English Brothers, 
Champaig n, to build its n ew three-s tory passenger station 
in Champaign. The structure will be 50 ft. x 125 ft. of 
Blackstone brick and t erra-cotta construction. The cost 
is estimated to be about $60,000. 

Duquesne & Dravosburg Street Railway, Duquesne, Pa. 
-During the next few weeks this company plans to build a 
new carhouse. 

Southern Traction Company, Dallas, Tex.-Plans are 
being prepared by this company to build extensive ma
chine shops to be located at some point in th e vicinity of 
the southern limits of Dall as. The plant and its facilities 
will be ample to do all of the work required on the Dallas
Corsicana and Dallas-Waco interurban lines and part of 
that required by the Dallas-Denison line. 

POWER HOUSES AND SUBSTATIONS 
Birmingham-Tuscaloosa Railway & Utilities Company, 

Birmingham, Ala.-This company has recently purchased 
equipment for its power house and substation for electrify
ing the Tuscaloosa Belt Railway. 

St. John's Electric Railway, St. Augustine, Fla.-This 
company has purchased superheaters for three boiler sets 
for its power hou se in St. Augustine. 

Fort Wayne & Northwestern Railroad, Fort Wayne, Ind. 
-Plans are being made by this company to secure a loca
tion for a new substation in Auburn. 

Iowa & Illinois Railway, Clinton, la.-Work has been 
begun by this company on its new substation at B ettendorf. 
Power will be obtained from the Moline plant of the 
People's Power Company. 

Charlotte (N. C.) Electric Railway.-This company has 
placed a contract with the Allis-Chalmers Company for six 
290-kw. 2300-volt generators direct-connected to six vertical 
hydraulic turbines, a lso for two hydraulic governors. Thi s 
installation is to be made at the company's Yadkin River 
plant. 

Columbus, Marion & Bucyrus Interurban Railway, 
Columbus, Ohio.-During the next few weeks this com
pany plans to build a new power stat ion with a capacity of 
rooo kw. 

Wheeling (W. Va.) Traction Company.-Plans are be
ing made by thi s company to build a new power house on 
the site of the present building at McMechen, and sub
s ta tion s will be maintained at thi s point and at Warwood. 
New equipment will be purchased. 

Manufactures and Supplies 
ROLLING STOCK 

Duquesne & Dravosburg Street Railway, Duquesne, Pa., 
is in the market for two cars. 

Ogden (Utah) Rapid Transit Company is reported as 
ex pecting to purchase two car s. 

Trans-St. Mary's Traction Company, Sault Ste. Marie, 
Mich., expects to purchase two new cars. 

Birmingham Railway, Light & Power Company, Bir
mingham, Ala., is in the market for twenty cars. 

Charlotte (N. C.) Electric Railway has placed an ord er 
with the Southern Car Company for four city cars. 

Cape Breton Electric Company, Sydney, N. S., is repor ted 
as ex pecting to purchase n ew cars for its different lines . 

Athens Railway & Electric Company, Athens, Ga., ha s 
ord ered two closed city cars from the Southern Car Com
pany. 

Dallas (Tex.) Electric Corporation has o rder ed four
tee n city cars, throug h the Wendell & Ma cDuffi e Com 
pany, from the St. Louis Car Company. 

Port Arthur & Fort William Electric Railway, Port 
Arthur, Ont., has placed an order with the Ottawa Car 
Company for twelve cars. It is reported that the company 
will o rder additional cars in the near future. 

Pittsburgh ( Pa.) Railways, noted in the ELECTRIC RAIL
W AY JouRNAL of April 19, 1913, as having ordered fifty all
st ee l s ide-entrance semi-con vertible prepayment cars from 
th e St. L ouis Car Compa ny, has specified the following 
deta il s for this equipment : 

Seating capacity . ..... .. . . 56 
Bolster centers, length, 

21 ft. 8 in. 
Length of body .... 30 ft. 8 in. 
L eng th over vestibule, 

45 ft . o in. 
Width over sills .. . 7 ft . II in. 
Width over all .. .. .. 8 ft. 2 in. 
Heig ht , rail to sills ..... 22 in. 
Sill to trolley base, 

8 ft. 9¼ in. 
Body . ... .. ....... semi-steel 
Int erior trim .. . ... . .. bronze 
Headlinin g .. bird's-eye maple 
Roof .... . .. . ....... monitor 
Underframe .. .... semi-steel 
Bumpers . ..... . 5-in. cha nn els 

Car trimmings ........ St. L. 
Conduits and junction boxes, 

St. L. 
Couplers .......... Van Dorn 
Curtain fixtures ... Cur. S. Co. 
Destination signs ...... St. L. 
Gongs .......... 12 in. St. L. 
Hand brakes .......... St. L. 
Headlights ........... Union 
Paint. . . ... Flood & Conklin 
Sanders .............. St. L. 
Sash fixtures ....... Edwards 
Seats .................. St. L. 
Seating material, 

canvas-lined rattan 
Step treads .... Carborundum 
Trucks ................ St. L. 

TRADE NOTES 

Peter Smith Heater Company, Detroit, Mich., has re
ce ived an or der from the Beaver Valley Traction Company, 
N ew Brig hton, Pa., for twelve heaters. 

Ackley Brake & Supply Company, New York, N. Y., has 
r eceived an order from the Danville (Ill.) Street Railway 
& L ig ht Company fo r 279 ft. of automatic trolley guard. 

Baldwin Locomotive Works, Philadelphia, Pa., have be
gun con st r uc tion on their new plant at Calumet, East Chi
cago, Ind. The main building will be 1150 ft. long and 
600 ft. wide. 

C. W. Hunt Company, Inc., New York, N. Y., has been 
ch art ered in Albany, N. Y., with a capital of $500,000 to 
dea l in hoisting machinery and appliances for handling coal 
and broken ston e. 

Engineering Construction Company, Chicago, Ill., has 
bee n organized to do a gener al engineering and contracting 
business. The officers of the company are: I. J. Crowley, 
general manager; E. A. Clark, chief engineer, and James 
X. Gunning, secretary and treasurer. 

The J. G. Brill Company, Philadelphia, Pa., ha s recently 
received order s for 21-E trucks from the Tidewater P ower 
Company, Wilmington, N. C.; Lewiston, Milton & W atson
town Passe nger Railway, Milton, Pa., and the New Orleans 
Railway & Light Company, New Orleans, La. 

Drake Railway Automotrice Company, Chicago, Ill., an
nounces that the "Dracar" has been selected by the French 
g·overnm ent as the most advantageous self-propelled unit 
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service in co nn ect ion with the gove rnment arsenals and the 
port of Brest. The Paris office of the company will supply 
five cars. 

F. A. Thayer & Company, New York, N. Y., have been 
appointed exclusive Am erican se lling agent s for the Chil
lin gworth Works, Nu rn ber g , Germany, manufacturers of 
sheet-s t ee l gea r cases. Each half of thi s seamless gear 
case, which is mad e by a patented process of construction, 
is drawn from on e piece of sheet steel. The case is now in 
use by over 200 Europea n tramways. 

Pyrene Manufacturing Company, New York, N. Y., has 
re ceived orders for fi re extinguishers from the Berkshire 
Str ee t Railway, Pittsfield, Mass.; Fort Dodge, Des Moines 
& Southern Railway, Boone, Ia.; Interborough Rapid 
Transit Company, New York, N. Y.; Michigan U nited 
Traction Company, Jackson, Mich.; Pennsylvania Railroad, 
P hilade lphia, Pa. , and West Penn Railway, Pittsburgh, Pa. 

Westinghouse, Church, Kerr & Company, New York, 
N. Y., have bee n engaged as consultin g eng ineers by th e 
Britis h Columbia Electric Railway, Vancouver, B. C., in 
co nn ect ion with the buildin g of its repa ir shop, just outs ide 
the city of Vancouver. The company is now engaged in 
pr eparing plans, with the idea that this plant shall do all 
the heavier repair work for all the lines ope rat in g on th e 
sou thern m a in land of British Columbia. · 

Ohio Brass Company, Mansfield, Ohio, ha s received 
order s from the fo llowin g ra ilways fo r coupler s complete 
~ -ith spring carriers a nd anc horages: New York State 
Rai lways, Rochester. N. Y., 55; Detroit (Mich. ) Un ited 
Railways, 100; Cleve lan d (Ohio) Railways, 60; United Rail
ways of St. Louis. St. Louis , Mo., 210. A n o rder has also 
been received from Cata lu fi.a. Spain, for fifty-two automati c 
a ir conn ec t ing couplers a nd draft-gear eq uipments. 

Wendell & MacDuffie Company, New York, N. Y., has 
bee n appoi nted exclu sive sales agent fo r th e Waugh Draft 
Gear Company, w hi ch has purchased from Forsyth Bros. 
th e fo llowin g rai lway specialties: buffing dev ice . draft gear , 
radia l devic e, yoke device, ce nte ring d evice an d the truck 
actuating device. The company has received an ord er fo r 
604 Waug h draft gea r equipments, t o be used o n all sub
way and elevated car s of the Bosto n (Mass.) Elevated 
Railway. 

Edison Storage Battery Company, Orange, N. J., ha s 
appointed W . C. A ndrews and W. W. Colem an its sales 
engin eers. Mr. Andrews was fo rmerly associate editor of 
the ELECTRIC R AILWAY J ouRNAL, and lat er accep ted a position 
with th e engin eerin g a nd sa les depa rtment of the General 
E lectric Company. Mr. Colem an ha s be en connected with 
the designing . engineerin g a nd const ructi OIJ department of 
t he Union Switch & Signal Company for th e past twelve 
years. 

Curtain Supply Company, Chicago, 111., has received an 
order to equip the thirty-six cente r-entran ce stepless cars 
now bein g built by The J. G. Brill Company for the Pacific 
E lectric Railway, Los A ngele s, Cal. , with curtain s, using 
rin g No. 88 fixtures and Rex all-metal r oll ers. A nother 
o rder has a lso been received to equip the twentv car s of 
the Toronto (Ont.) Civic L ine now being built by the 
N iles Car & Manufacturin g Company w ith the same type 
of curtain. The Atlantic City & Shore Railway. A t lantic 
City, N. J., has also specifi ed thi s type of curtain fo r it s 
six new car s, now being- huilt by the South ern Car Com
pany. 

Western Electric Company, New York, N. Y., has re
ceived a n ord er from th e Iowa Railway & Light Company, 
Cedar Rap id s, Ia., for telephone train-dispatching appa
ratus for equippin g its entire line, which runs from Cedar 
Rapids to Iowa City, Ia., a distance of approximately 30 
mile s. T en way stations will be equipped with telephon es 
and selective signaling apparatus. The No. I02 selector 
se ts containing the Western Electric No. 50 type selector 
wi ll be used for signaling way-station operators. The com
pany a lso states that at the beginning of 1913 there were 
over 70,000 miles of road in the United States and Canada 
11 sing this method of controlling the movements of trains. 

Eureka Company, North East, Pa., has recently estab
lished an Eastern branch office at 253 Broadway, New York, 

in charge of George E. A ustin , president of the American 
General Engineering Company, for the purpose of taking 
care of its increased business in the various electric traction 
materials manufactured by it for the Eastern States. The 
company will carry a complete stock of standard railway 
materials in New York in· order to give prompt and ef
ficient service. The Eureka Company has recently en
larged its manufacturing facilities and has added three new 
buildings to its present plant. The establishment of this 
branch should assure the Eastern customers of the Eureka 
Company of prompt shipments and careful attention. As 
th e A m eric an General Engineering Company has for the 
past twelve years manufactured special repair shop appli
ances for electric railways, it has a large clientage in the 
Eastern Sta tes, and it is believed that the mutual co-oper
a tion between th e two companies under the management 
of George E. Austin will serve the best interest of both. 

ADVERTISING LITERATURE 

Beaudry & Company, Inc., Boston, Mass., have issued a 
boo kl et illustrating and describing the different types of 
Beaudry power hammers. 

-' ;'H. M. Byllesby & Company, Chicago, Ill., have recently 
J~'iied Department Bulletin No. 4, on "Expert Assistance 
fi lll. Cases Before Commissions." 

Tate, Jones & Company, Inc., Pittsburgh, Pa., have issued 
t heir second bulletin on blacksmithing and drop forging, 
w h ich takes up particularly the subject of heavy forgings. 

Westinghouse, Church, Kerr & Company, New York, 
N. Y., have issued " \ iVo rk D one" No. S, which describes 
and illu strates th e railway shops recently constructed by 
th em. 

Pyrene Manufacturing Company, New York, N. Y., has 
published the Pyrene B 11 lle ti11 for May, 1913. It contains 
several inte res tin g a rticle s and illu strations of fires put out 
with it s ext in g ui sher. 

The R. Haas Electric & Manufacturing Company, Spring
field, 111., has is sued Bulletin No. 1101, illustrating and de
scribing th e Ideal alternating-current gong. The gong is 
made in both 8-in. and 10-in. sizes. 

Union Switch & Signal Company, Swissvale, Pa., has 
issued Bulletin No. 66, describing in detail its apprenticeship 
course. The bulletin a lso contains a large number of views 
of the va rious departments at the works. 

Edwara B. Smith & Company, Philadelphia, Pa., has 
prin ted a n interesting booklet describing over fifty short 
term bo1,d and note issues maturing from 1913 to 1917 and 
ar range d accordin g to the date of maturity. 

N. W. Halsey & Company, New York, N. Y., have pre
pared a nd are o ffering for distribution a pamphlet dealing 
with the laws of the State of New York governing savings 
ba nk inve stment s. The pamphlet contains a list of 
municipal and railroad bonds in which savings banks may 
legally inves t th eir funds. 

The J. G. Brill Company, Philadelphia, Pa., prints in its 
May, 1913, issue of the Brill Magazine an illustrated biog
raphy of W. R. A lbe rger, vice-pre sident a~d general man
age r of the San F ran cisco, Oakland Terminal Railways, 
Oakland, Cal. Among the feature articles are the follow
in g : "Conditions Which Govern the Type of Car for City 
Service, Oakland, Cal.," "Interesting Rolling Stock for 
New Peruvian Electric Road," "Interesting Cars for Syra
cuse & Suburban Railroad," "Prepayment Cars for St. 
Thomas, Ontario," "The New Pittsburgh Autobus Line" 
and "Unusual A ir-Controlled Sand Cars for Philadelphia." 

General Electric Company, Schenectady, N. Y., has 
issued Bulletin No. A-4116, describing isolated and small
plant alternating-current switchboard panels, both genera
tor and fee der, for three-phase, 25-cycle to 60-cycle circuit. 
The bulletin is mad e up principally of dimension and con
nection diag ram s and mi scellaneous data referring to the 
various panels and equipments. The company has also
issued Bulletins Nos. A-4035, A-4rn9, A-4114 and A-4122, 
illustrating and describing "Series Luminous Arc Lamps," 
"Belt-Driven Revolving Armature Alternators," "Central
Station Oil Switches" and "Carrier Bus Arc Panels for 
Brush Arc Generatorp," respectively. 




