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management than a long wait without any knowledge of the 

pro bable duration of the delay. It is, of course. difficu lt 

alway s for a nyone to determin e exact ly the length of the 

stop. a nd some captious passenger s might object if the 

peri od was g reatly exceeded. But if proper care \\·a,- taken 

to exp lain that th e time sta ted was purdy est imated and 

approximate, it wou ld be much more satisfactory to most of 

th e waiting passengers than th e usual curt " Don't kn r, \\'" 

from th e conducto r. 

LOOP 
IMPROVEMENTS 
IN CHICAGO 

The t r affic reform s on th e ele\·ated 

lines of Chicago promi sed by the 

ord inance which h as just been 

Coun cil \\'ill lie of ma rked benefit to 

publi c. The companies \\'i ll find that operation of the 

ion loop \\'ill be made simpler by the part ial through-

Jting of train s \\'h ich \\'ill be introduced as soon as nos-
IS TRAILER 
OPERATION 
PROFITABLE? 

Trailer opera le after th e necessa ry physical changes h a\·e been com-

fo r rush-hour . --------:- ted. Thi s is on e of th e mai n advantages th at \\·ill com-
electric railways to- _ pensate th e companies in part fo r the poss ibl e effect on 

variably it ha s met with approval from th e official s \\·ho revenu e. from the increased length of haul obtainable for 

have had to do with conducting it. \\ 'e ourselv es a r e much one fare under th e provisions of th e ordi nan ce. .\nother 

inclined to the belief that it is a mon ey-mak er. Yet is th ere ach·antage is th e length ening of loop platform s. The com-

anything tangible, anything more than a lot of ind efinit e 

opinions, to show that it does not cost more th an it sa\'es ? 

The Newark two-ca r train tests showed at least that double 

units lost some ,t ime-fi r st, because of th e greater number 

of boarding passengers; second. because of the consequent 

number of stops; third, because of th e delays due to un

equal loading and the transmi ss ion of bell signal s. and. 

fourth, because of th e tim e spent in couplin g up th e train. 

As a slower sch edule increases practically every operating 

charge in direct proportion , thi s result of trailer operation 

involves the possibility of a very serious offset to its ad

vantages. There may be a necessity in some cases for trai l

ers merely to relieve street congestion regardless of cost 

of operation, but certainly it is hardly safe to adopt th e 

plan with out knowledge of the price which mu st be paid in 

slower speed for the increased service. 

The recent stat ement that th e Lehigh 

Vall ey Railroad 1s preparing to 

INFORMATION 
FOR PASSENGERS 
ABOUT DELAYS give information to passengers con

cerning th e cause and probable length of delays to train s 

upon which they a r e riding brings forward agai n th e pos

sibilities of such a proc edure upon electric railways. On 

city lin es especially the information could be sin gularly 

valuabl e to passengers, and the meth od o f transmiss ion by 

passing the word from car to car along th e line of stalled 

equipm ent would appa rently be extremely easy to carry ol'1. 

It is a matter well worthy of consideration for every operat

ing official, for nothing is more readily seized upon by di s

gruntled passengers as a cause for complaint against th e 

pa ni es have \\'anted to make this irnproYment for many 

yea r s in order to ope rat e longer tra ins and to h a\·e more 

sa ti sfactory platform capacity to meet th e traffic needs 

properly a t th e loop sta ti ons. T he stations on each side of 

the loop provide for th e tra in s of t\\'0 operating companies. 

and it is desirable to make it poss ibl e fo r t\\'o lon g trains 

on one track to stop a t adjoining platforms and ha\·e ample 

100111 to r eceive and di scharge passenger s. l.'ndoubtedly 

the compani es ha\·e calculated that th e great bulk of the 

traffic. composed of the dai ly movement bet\Yeen h omes and 

\Yo rk. will not be affected materia lly b~· the opportunity of 

a longer ride for a single far e. but wi ll continue \Yith sub

stantially th e same length of hau l. There \Yi ll be a h eaYier 

through-rout e business on Sundays and holidays and of 

course an increase in such traffic during the non -rush hours 

on \v eekday s. T h e revenu e per mil e on this traffic \\'ill 

probably be low, but some of it will be r ece i\·ed \Yh en the 

fu ll capacity o f the equipm ent is not in use for regular 

traffic. and thu s may r ender thi s in vest ment more pro

clucti\'e. 

THE RESPON-
SIBILITY OF 
DIRECTORS 

The lega l pri nciple that the direc

to r of a corpor ation may be h eld 

liabl e fo r damages resulting from 

th e neglect of hi s duti es \\'as defi ni tely established in a 

r ecent deci sion of th e New York Supreme Court . . \ ppell at e 

Divi sion, in the case of Child s vs. Whit e. T h e plainti ff h ad 

been induced to buy stock in a co rpora ti on whi ch a few 

months la ter went into bankruptcy. Action was brought 

aga in st one of the direc tors on th e g round that he. knO\\·ing 
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the company to be insolvent a t its inception, became a direc

to r to facilitate the sale of th e company's preferred stock by 
g iving th e company the benefit of hi s name and fin ancial 

r eputation, and also on the ground th at he either knew th e 

sale o f stock to be accompanied by fa lse circulars, reports 
and other deceitfu l methods or that hi s duty as director 

demanded that he keep himself in fo rmed as to the poss ibl e 

existence of such practices, in order to pr event the defraud

ing of stockholde rs. T he court declares tha t direc tors owe 

a certai n amount of duty not only to ex isting stockholders 

but a lso to those from whom the corporati on may soli cit 

subscript ions, and that unless diligence and ca re ar e used 
they are liable fo r negligence. T he dec ision is entirely fa ir. 

\ \' hen one invests in a corporat ion and thus divests himself 

of the immediate co ntrol of hi s property, he has the ri ght 

to expect that the directors chosen to t ake hi s place in th~ 

management and control of this property w ill exercise ordi
nary care and prudence. Mo reover, when one voluntarily 

takes a position as director in order that hi s name may be 

us ed to increase the prestige of the company, good fa ith and 
ex act j ust ice demand that he exercise th e powers attributable 

to him and prudently conserve the interests of a ll stock

holders, especia lly those whom his name may induc e to come 

into the company. T hi s dec ision more than intimates to 
director s that hencefo rth , strange as it may seem, they must 

actually direct, and we cannot but fee l that the system of 

accommodation directorships and of dummy director ships 
has recei,·ed a shock. It is not imp robable that numerou s 

stock and bond holde rs will look on thi s dec ision with glad 

eyes and that certa in types of direc tors may now take steps 

to fi nd out a few fac ts concerning things fo r which they 
might be held responsible under th e law by min ority stc ck
holders. 

COMPLAI N TS AN D 
SERVICE 
IMPROVEMENT 

In anoth er co lumn of this issue is 

given a resume of th e experience of 
the Rochester lines of the New York 

Sta te Rai lways in th e effort to eliminate the numerous 
causes of fr iction between the ra ilway and the public. These 

ca uses a re in general of a trivial character and are based 

on misunder standin gs. T he Rochester management has 

fo un ded it s program on the fundamental assumption that , 

in genera l, the public in tends to be fa ir. U nless this con
dit ion ex ists there is no possibility of C{)-operation. The 

ra ilway company has w isely encouraged the fo rmulation of 
a ll complaints because if the compl aints a re un founded they 
become r idiculous when g iven fo rmal utt erance, while i f 

j ust they give a basis fo r remedial measures by the company. 
Satisfactory public service demands on the part of pub

lic service employees, high and low, the right attitude of the 
sen ant toward th e master. T his at titude is difficult to 

defi ne, as it is one of deference but not of cringing serv il 
ity. It is one that can be ma intained with self-respect and 

dignity by t he independent A meri can citi zen . It is difficult 

at times to maintain in the fac e of unreasonabl e and irritat
ing conduct on the part of passengers. Proper self

discipline and C{)mpany discipline w ill , however, do much 
to assist in fostering a proper spirit. Such discipline re
quires fi r st-hand knowledge of the attitude of the public 

to\\·a rcl the ra ilway and its employees . As an important r e-

suit of discipline there should be no argument between 
passengers and car crews regarding di ffe rence of opinion 
on transpor tation matters. T he employees hav e certain 

rules whi ch they must en fo rce. Assuming that the rules 

a re understood by both sides, there is littl e danger of dis

agreement. In case there is disagreement, however, which 
cannot be remov ed by the conductor's polite explanation, 

the matter must be taken up by the department of diplomacy 

and the cause of irritation removed befor e it produces 
in fec tion. A n honest complainant , accorded just and cour
teous treatment , becomes a fri end and a "booster." T hi s is 
the experi ence in Rochester and other cities where human 

nature is studied and conciliatory means ar e used in lubri
cating the human machinery involved in the supply of 

transportation. 

MAINE PUBLIC 
UTILITY 
REFER ENDUM 

A striking t est of what is really the 
consensus of public opinion in re

gard to regulation of utility com-

pani es by public service commissions is soon to be made in 

lVIa ine. T he Legislature of th at State recently placed on 
the statute books a law providing fo r a commission of three 
members to have general supervision over all public utility 

co rpora tions. No sooner had the Legislature adj ourned, 

however, than opposition to th e act began to develop, one 

of the principal g rievances being that the opponents of the 
measure looked with disfavo r upon the Governor' s appoint
ment of three lawyers to th e board instead of a t least one 

engineer. T he wheels of the r eferendum machinery were 

according ly set in moti on, and now the question is to be 

submitted to the peop le in a gener al election within six 
months from the date of the proclamation suspending the 
law. T his move is rather surprising, as fa r as th eory goes, ' 

when one considers the bas ic prin~iples underlying both 
public utility legislation and the r efe~endum. The public 

service commission sys tem has been adopted in most of the 
sta tes, but such action has always been clue to legislative 

effo rt , put fo rth, we have supposed, as a result of general 
and widespread popular insistence. T hat a law so mani
fes tly in favo r of the people should have to be practically 
resubmitted to public approval might be considered a 

t ravesty upon the theory of public utility acts and the work
ing out of th e r eferendum. In actual practice, however, 

such a procedure may have its advantages. The almost 

whol esale passage of public utility laws in the last few 
yea rs in many states, inculcating in the hearts of remaining 
legisla tures a desire to fall in line, h as undoubtedly resulted 
in some cases in a lack of proper consideration of local 

conditions and administrative details. There are fashions 

in legislation, just as there are in dress, and during the last 
few years publi c servic e r egulation has been strictly the 
mode. W e beli eve in a wi se policy of public utility regula

tion, but no one should forget that regulation has great 
powers for evil as well as for good. It is like a powerful 
explosi ve which in proper hands can be of great benefit to 

a ll, but if improperly or carelessly handled is apt to cause 
a g reat deal of injury. The powers intrusted to commis~ 
sions are vast and far-reaching, and unless they are intel
ligently as well as conscientiously administered they are 

apt to make the resulting conditions worse than those which 
preceded the appointment of the commissions. 
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MUNICIPAL RESPONSlBILTY FOR LOSS OF BUS 
INESS DUE TO STRIKES 

E lsewhere in this issue we publi sh at length a digest of 

the arguments presented by . \ Velis Fargo & Company be
fore the United States District Court at N ewark to secure 
a judgment against J ersey City for strike damages in ac

cordance with a jury award previously granted. T he de
cision of the jury was treated editorially in our issue of 

May 17, 1913, but only now have we been able to obtain a 
complete summary of the issues involved in the case . Of 
the two fundamental points concerned, municipal respon

sibility for ac tu al physical damages and municipal respon 
sibility for an intangible loss of business, th e fir st was eas ily 
determinable and gave little opportunity for extended con

flict. This is a sta tutory obligation in Ne w Jersey, but th e 
cases quoted from other states indicate that such statutes 
are general and quite simila r in wording to that in New 

Jersey and that the courts generally are ready to enforce 
th em. l\Ioreover, as they are " remed ia l" in character and 

intended to discourage mob viol ence, the courts are dis
posed to construe th em liberally in favor of the plaintiff 
and have so exp ressed th emselves on a number of occasions. 

The second aspect of th e case, howeve r, the li ability of 

the municipality for damages due to loss of business , was 

fiercely contested. Basing it s a rgument upon the right of 

state or municipality to tax under the unit theory intangible 
property within its bounds, by an exhaustive citation of 
pertinent cases the company demonstrated that its intangible 

property or "busin ess" actu ally had its situs in J ersey City 
and merited protection. Consequently a deprivation of 
the use of the tangible property was also a deprivation of 

the use of the intangible property with which it was in
extricably mingled, and th e measure of the damage to the 
business because of th e deprivation was th e use value of the 
property or the revenu e which would have been received 

from the use of the property in the company's business. 

The points made by the exp ress company were well forti
fied by Supreme Court decisions, and unless on appeal the 

reasoning should be denied and the jury award set aside , 
electric railways and others who suffer strike losses have 
cause for much encour_agement. P rior cases have arisen 

where awards have been made against municipalities for 
lack of adequate protection in case of strikes, but th e 

Jersey City case is noteworthy because of th e direct recog
nition given to the intangible loss of business resulting 
therefrom. This, of course, is the most important question 
in a street railway case of thi s nature. Often, no doubt. 

city admini strations have failed to take decisive steps to 
suppress violence simply because of political reasons, or be
cause of a belief that even if the threat of the damaged 
company to sue were carried out, awards could be obtained 
at the most only for the small damages to the tangible 
property. Now, however, a much larger factor is brought 
into the case, and the quantity of possible damages may 

offer a better inspira tion for action. It is true some com
panies have had a fear that th ey would become unpopular 
if they filed damage claims in cases of thi s kind. But we 
believe they would win more respect by standing up for 
thei r obvious legal rights, and the recent actions of th e 
Buffalo and Jamestown companies show that they are be-

ginning to protest in th e courts aga inst the pure indifferen ce 
or deliberate partia lity on th e part of municipal author i
ties at the time of strikes. In such cases th e posi tion occu

pied by W ell s Fargo & Company will serve as a gon1l 

vantage point for th e future. 

EXECUTIVES WANTED AT CONVEN TIONS 

The lett er addressed to executi \'es by Pres ident I l a rries 
of th e American E lectri c R ailway Association urging them 

to attend the annu al convention is both a cordi a l invitation 
and a timely admonition. In th e pionee r days o f the stree t 

railway industry most of the delegates at th e nation al con
ventions were presidents, vice-pres idents and managers, who 

were capable of di scussing almost every phase of th e busi
ness from franchi ses to fares. E ventu ally th e development 
of electric traction and the mergin g of properties led to th e 

formati on of a ffiliat ed bodies of speciali sts in accounting, 
engineering, traffic, claim adjustment , etc., but it was made 
clea r at the time of th e reorgani zation that th e pa rent body 
wou ld r eserve to itself the broader problems of proper re

turn on investment and public poli cy. Each of the affiliated 
bodies is doing very important and necessary wo rk, but 
th e duty of a railway company-and even its self-int erest

does not end when it sends its department heads to a con
vention. One reason for thi s is that no matt er how valuable 

the work of such men may be in th eir individual field s, they 
have no authority to act as spokesmen for the owners of the 
properties on such topics as valuations, present tend enci es 
of public utility laws and regulations, electric railway 
securities from the investor' s standpoint and profit sharing 

with employees. Yet all of these subj ects a re to be dis
cussed a~ the next convention, and all of th em ar e of v ital 
concern to the industry and to the financial interests which 

own the different properties. 
It would be a very helpful sign if the Atlantic City con

vention of 1913 should show a l~rger aggrega te attendance 
of the prominent men who are the actu al owners of the 

properties and dictat e their financial policy than has been 
present in previous years. At no time in th e history of the 
industry has it been more important that those who have 

large financial interests at stake in this business should 
fami liarize themselves with the problems with which tho se 
actually in charge of the operation o: the company are 

struggling, and they can <lo this by attendance at the meet
ings much bett er than in any other way. By mingling per
sonally with the men in charge of operation they will be
come acquainted with the needs of the field and will be able 

to view th e state of public opinion from various angles as 
they could not <lo in any other way. Moreover, such per

sonal contact as this is very desirable to establi sh the 
solidarity of large railways or other organi zations. 

But the class of men to whom \Ye refer should have an
other an<l more important obj ect .in att ending th e con

vention th an that simply of lea rning about their own prop
erties and the sta tus of the industry. T heir adv ice and 

suggestion s should be of great benefit to those who have in 
cha rge the actual conduct of the various ent erpri ses. The 

great coming struggle of the electric r ailway industry is to 
conserve the enormous investm ents that are being seriously 
j eopardized by an unrestrained program of demagogic 
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regul ati on \\"hich t hreatens the ve ry being of every publi c 

u tili ty in this country. I t is one of th e main purposes of the 

A me rica n E lect ric R a ilway Assoc ia ti on properly to educate 

th e public against th e erroneous ideas current in regard to 

publi c service corporat ions, but it can att a in thi s obj ect 

more r eadily i f it has th e persona l and act ive support a nd 

ass ista nce of those ,vho eith er fo r themselves or as trustees 

have la rge interests at stake and beli eve th at th ey have the 

same righ t to usu fruct upon their investment as if it h ad 

been placed in a manu facturing or agricultural busin ess. 

T URBO-GEN ERATOR FIR E HAZARDS 

T he producti on of new types of elec tri cal appa ratus 1s 

always of interest fro m th e standpoin t of fi r e protection 

because such equi pment cannot in most · cases be wholly 

d ivorced from the deve lopment of heat in considerable 

quan ti ties under many condit ions except a t a d isp ropor 

t ion ate manu fac turing cost. T urbo-generator s illu strat e 

t his point , a nd th e la rge amoun t of mon ey freque ntly t ied 

up in a s ing le machin e lends more than o rdin a ry signifi 

cance to a r ecent paper by G. S . Lawler on "The F ire 

Haza rd in T u rbo-Generators,'" read before the A mer ican 

Society of Mecha nica l E ngin ee rs. 

T he a uth or poi n ts out th at the chi ef causes of in creased 

fire haza rd in such machines as compa red w ith th e olde r 

types of electr ic gener ato r s a r e that th e volum e occupied 

by turbo sets is r ela ti ve ly sma ll pe r uni t of capac ity; th at 

the combu stib le insula tion is more concent rated and much 

of it is exposed even to a sli ght arc o r fire; that th e encl 

connections between slots fo rm a large proportion, some

ti mes nearly one-h a! f, of the total length of conductors, 

\\" ith the sma ll n umber of poles r equired: that th e capac ity 

of many tu r bines is grea t , involvin g th e development of an 

enormous a mount of energy on short -circui t; th at th e 

meth ods of a ir cooling employed tend to fa n fir e occurrin g 

within th e machi ne : that th e int erio r is inaccess ible to 

r apid work in case of fir e, and that the gradu al deteri ora

tion of in sula tion is likely to lead to sh ort -circuit in t im e 

a nd resu lt ing igni t ion of the oily o r gummy insulation r e

quired in high -volt age un its. 

By way of making his crit icism s const ru ctive. M r. Law

ler emphasizes th e va lue of power-limi t ing r eactances in 

turbo-altern ator circui ts and suggests that a ll exposed coils 

be provided with a non-combustible out er covering, th e 

sta tor encl conn ect ions be ing especially vulnerable. T hi s 

would, in his judgment , g r eatly delay th e spread of fir e, 

a nd even if no other protecti ve means w ere taken would 

doubtless prevent serious damage. I t is essenti al to filt e r 

the cooling a ir so as to free it from dirt and oily vapor and 

thus preser ve the int egrity of a ny such coverin g , but at 

pr esent n o suitabl e materia l fo r such cove_rin gs appea r s to 

be availab le. A n excellent suggest ion involving only nom

ina l expense is that means could be provided fo r cuttin g off 

the a ir supply in case of fire in genera tor s by placing 

dampers in inlet ducts design ed to be normally h eld open 

by fu sible links, and a furth er poss ibility is th e piping of 

ca rbon d ioxide gas into th e machine in emer gencies , with 

a rra ngement of va lves fo r operation in conn ection with th e 

inl et da mpers. 

I t is certa in that better pro tecti on of turbo-gen era tors 

against intern a l fir es can be secured, and the problem of 

findin g a suitable fir eproo f outer coverin g fo r sta tor coils 

is prob ably no more difficult than the sea rch fo r many 

oth er special mat eri a ls which h as been cro \\"necl w ith so 

n1uch success in the r esearch laboratori es of th e gr eat 

manu fac turing compani es. T h e chief danger from short

circuit s is n ot in the rot or, since asbestos is la rgely used 

in th e insulati on of th ese r evolving fi eld coils, no r in th e 

slots of th e stator, w hich a r e n ecessarily deep and n atura l 

ba rri er s to th e spread o f hot gases. T h e ends of the coils 

in th e st ato r a r e th e probl em fo r th e des ign er to consider 

from thi s v iewpo int, and the outlook is improved by r eason 

of th e fac t that the issue is th e insul ation of sta tiona ry 

conductor s. Whateve r may be th e mat eri al ul timat ely 

adopted fo r thi s purpose, th e use of r eactances to limit 

short -circuit current and thus prevent d istortion of the coils 

and injury to th eir coverings is generally r ecogni zed as 

a n ecessity. The filtrati on of a ir is thoroughly practicable 

fo r turbin e ventil a ti on , ancl it s success ful use is only a 

matt er of int elli gent installa tion . \Vith turbines individu

a lly costin g a r espectable fracti on of a ha lf million dollars 

in se rvice, a ncl .more to come, th ere can be no question that 

a nythin g which can be clon e to r educe the fir e ri sk inherent 

in such machines w arrants lib era l expenditure by both 

ma nu facturers and purchase r s. 

THE ANALYSIS OF TEST RESULTS 

To say that tests to determin e th e r ela tive efficiency of 

t ,rn di ffe r ent types o f apparatus should be made, if th ey 

a r e made at a ll , under conditi ons whi ch are fair to both 

types is admit tedly a trui sm. T hi s may also be expressed 

by sta ting th at in any series of compa rative tests all va ri 

abl e fac tor s in th e fina l r esult must be determined before

hand a nd eith er equa li zed a rbitrarily durin g th e test s or 

else accounted for by estimat e. \Vith out thi s a llow ance the 

results a re apt to be, a nd usua lly ar e, mi slead in g. 

Aga in, th ere seems to be a prevalent beli ef that a cert ain 

length of service will determine wheth er a ne\\" piece of 

a ppa ratus w ill be sati sfactory. l'\othing could be furth er 

from th e t ruth unl ess th e test is made only to see wh ether 

the new dev ice can be made to ,vork. T he mere fact that 

app a ratu s is capabl e of operati on is n o indi ca ti on that it is 

of th e sli ght est value. Nor is it a fact that two differ ent 

types of appar atu s or two di ffe r ent types of ca r h ave had 

their r ela ti ve values determined in a ser vice test because 

one sho\\·ed better r esults in th e opinion of th e motorman 

or of th e offi c ial w ho w atch ed th e operati on. 

Thi s custom o f making service tests a t perh aps consider

able expense a nd th en permitting th e conclusion to be based 

la r gely upon opinions un support ed by figures or else sup

po rted by fi gures obtained under conditions which were not 

strictly compa rable is th e curse o f every engin eering indus

t ry of the present tim e. Every t echnical library is, indeed, 

fa irly load ed down w ith data, utterly mi sleading in cha ract er, 

which h ave been obtained by running off a se ri es of tests on 

ma teri al whose operation depended to a large extent upon 

factors utterly n eglect ed by or perhaps unkno\\"n to the 

investigators. 

It is thi s sort of procedure which brings testing in gen

er al into di sr epute. The question whether test results are 
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going to be any good after th ey a r e obtained is a perfectly 
logical one for the managers to ask because in nine cases 
out of ten th ey are actually worthless. Naturally, with a 

well-grounded distrust of test data, the only other resource, 
when something new is proposed, is to do a lot of theoriz
ing and, if the new device creates a favorable impression, 
to put it in service and forget about it. It may be grossly 

inefficient, but even this is hardly likely to make as much 
dif;t'erence in the ratio of net to gross earnings of th e prop
erty as an increase or decrease in business, so th at the real 

result stands little chance of ever coming to li ght to embar
rass the sponsor. Theorizing is an exceedingly interesting 

pastime, but when it is done by men who a r e in position to 
put such theories off-hand into practical use it contains di s
tinct elements of danger for stockholder s. T his stat ement, 

however, is by no means intended as an a rgument fo r rule
of-th umb methods, for they are anoth er and perhaps a still 
more vicious form of the same lack of desire for exact 

fact which induces theorizing. 
The only way to solve any problem in engineering whose 

solution lends itself to the test method is to approach th e 
problem with an entirely open mind, make the conditions, 

if two devices are to be tested, as nearly a like as possibl e, 
and then make proper alluwance for those which cannot 

be eliminated from the equation during the progress of the 

test. Then the results obtained may be appli ed with com
parative freedom to those particular surroundings, but the 

greatest caution should be used in any attemp~ to,vard their 
extra po la tion. 

UNSUCCESSFUL MUNICIPAL TRAMWAYS IN 
ENGLAND 

A current issue of the London Spectator publi shes data 

concerning the success-or non-success-of some of the 
British municipal tramways which, in view of the agitation 

for city-owned lines in Detroit, Toronto and other A meri 
can cities, is of considerable interest. W e hav e always 

maintained that the conditions in Great Britain w er e much 

more favorable to the success of municipal public utility 
enterprises than here, largely because politics there have not 

been allowed to enter so largely into the administration of 
municipal affairs. Hence the operating managers of the 

British municipal properties, taken as a whole, are a re

markably able set of men. But from the information con
tained in the Spectator it would seem that not even the 

British system has proved immune to the dangers to be 
encountered in undertakings of this character. 

A ccording to the Barking District Council, the Barking 

municipal tramways have been a persistent failure since 
their institution, there being a loss of £5,000 and £7,200 in 
the last two years. In Ilford the municipal lines are losing, 

on an average, £65 a week. And in regard to London, 
too, th e figures are not encouraging. Considerable con
troversy exists, it is true, as to the actual financi a l results 

of the London County Council Tramways, but according 
to a report recently presented to the London County Coun
cil by the highways committee it appears that during th e 
last financial year the surplus from operation was £202,000 
less than the estimate, and that after deductions fo r fi xed 

charges the only amcunt to be credited to renewals fo r 

the year was £497, whereas, 111 accordance with a resolu
tion of the Counci l, provision should be made 111 the 

amount of £150,000. 
In a mingling of apology and zeal the highways com

mittee has ineffectively end ea vorecl to explain this differ

ence. It is clu e, it is said, to a necessity of contributing to 
th e local tax rates and of being debited with a capital 

cha rge fo r the cost of st reet widening. According to the 
S pectator, however , the tramways only justly pay for the 
monopolization of a st ri p of the roadway, and the improve

ments committee of the Counci l is so controll ed by the 
tramway spirit that little money is spent on improvements 
unless benefici a l to the t ramway service. At any rate, the 
charges fo r th ese two items amount to only £116,000, which 

obviously fa ils to counteract the £1 49,503 deficiency. 
The S pectator considers this condition of affai r s in Lon

don to be due largely to the competition of the motor 
omnibus lines, a form of t ransportat ion un foreseen when 

the idea of municipa lizing t ramways was spreading broad
cast in E ngland. ·with it s advantages of light investment 

and adaptability of movement , the motor bus has offered an 
attracti ve fi eld to private capit al fo r furnishing addi t ional 
fac ilities fo r local transportation when the city funds were 

tied up in municipal owner ship unde rtak ings, and a steady 

development of thi s new sys tem has undoubtedly r esulted 
in a decided drain on th e coffers of the municipal lines. 

T hi s outcome gives strong emphas is to the statement 
that advocates of municipal ownership often pay too li ttle 

attention to the hazards involved in the ente rprise. In 
thi s case they saw t hat certain private companies were 

making la rge profits in tramways, and they thought they 
would obtain these spurces of wealth fo r the ul t imate 

benefit of th e taxpayers. T hey fo rgot the risks that th e 
original shareholders in tramways had to undergo, and 

they were blinded to the fact that new mechanical devices 
might impair the success of their venture. As a result, in

stead of the loss being on the shoulders of private parties 

who had voluntarily risked th eir funds as their investmen t, 
the loss is made compulsory upon eve ry taxpayer, regard
less of hi s means, position or interest in the service. 

Now the chairman of the Barking Distri ct Council 
states that he would be glad to lease the t ramways to some 

company, but none desires an enterpri se th at has proved 

to be a failure, which means presumably ei th er an abso
lut e sac rifice or maintenance at a loss, because with motor 
bus competition we presume an increase of fa res is im

practicabl e. These are vita l points, and conditions in E ng
land certainly drive home the fact that cities contemplat
ing the establi shment of munici pal ra ilways here should 

realize to the full est both the present and th e future hazards 
of the undertaking and the possibility of a defi cit as well 

as a surplus. We do not fea r greatly the hazard of motor 
buses encountered in E ngland, for reasons a lready dis
cussed in th ese columns, but the proper charge for main
tenance is la rgely unknown and that for obsolescence is 

still more uncert ain. When to th ese fac tors and the in
creasing cost of mater ials is added the load of ineffici ent 

and expensive management to which municipal enterprises 
in this country will be particul a rly subj ect, the chances are 

pr etty la rge in favo r of a defi cit fo r a municipal electric 
ra il way ra th er th an a surplus. 
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New 1200-Volt Line Between 
Gallatin, Tenn. 

Nashville and 

A L ine l'o,s •,;,ing a ~ 1m\.:' r of ~ovd F.:'at'lr.:', in Track, Repair Shops, Substation, Cab Signal System and Holling Stock 

A new 1200-volt d.c. interurban line has recently been 
completed and put in operation between Nashville and Gal
latin, Tenn. It traverses a densely populated, picturesque 
district, with antebellum characteristics, northeast of Nash
ville and bordering the Cumberland River valley for a dis
tance of 27 miles. Except in a few places the entire line is 

Nashville-Gallatin Railway-Viaduct Over L. & N. R. R. 

built on a private right-o f-way, paralleling the old Gallatin 
turnpike, which passes through what is known as the " Blue 
Grass'' district of Tennessee. Throughout the entire length 
the t erritory is of an urban character, with a population 
averaging 800 people to each square mile on each side of 
the road. The Nashville- Gallatin Interurban Railway was 
financed and built by the F idelity Securities Corporation 
of Nash ville, with the ass istance of local subscriptions for 
stock and right-of-way donations for the entire 27 miles. 

The character of the t erritory traversed is ideal for an 
interurban line, and since beginning operation the earnings 
have far surpassed those anticipated by the promoters. Up 
to the present time the traffic has been strictly passenger, 
but express cars have been purchased and delivered, and the 
management has every reason to believe that a profitable 
package express and freight business will be dev eloped in 
a comparatively short time. Nashville is served by another 
10_½ -mile interurban line which enters the city from the 
south and is known as the Nash vi lle Interurban Railway. 
!'his line, too, was built by the Fidelity Securities Corpora
tion, but this . company has recently withdrawn from its 
operation. 

TRACK AND ROADWAY 

The new 1200-volt line between Nashville and Gallatin 
immediately sprang into prominence as an interurban road 
owing to the fact that it is the longest in the State of Ten
nessee. It is built with 70-lb. rail laid on standard-size 
white oak ties spaced seventeen to 33 ft. The ruling grade 
is 3 per cent, and the maximum curvature 6 deg., except that 
portion of the city lines of the Nashville Railway & Light 
Company by way of which access to the business district 
of Nashville is obtained. Standard No. 9 turnouts with 
72,½-ft. leads are used in all side tracks, which are spaced 
at frequent intervals. Compressed terminal bonds are in
stalled under the continuous joints, and cross-bonds of 
No. 0000 copper wire are spaced at 2000-ft. intervals. All 
bridges, both timber and steel, were designed for Cooper's 

E-50 loading, and all small waterways are provided with 
corrugated iron culvert pipe. 

The private right-of-way averages approximately 50 ft. in 
width, except in places where this was not sufficient for 
heavy cuts and fills. To fix the alignment of all curves 
\v mcll are spiraled, 4-in. x 4-in. oak post monuments are 
set in concrete at all points of spiral, at points of com
pound curves and at points of tangency. These perma
nent monuments are set 7,½ ft. from the center of the track 
and painted with black letters on a white background. They 
show the degree of curve and elevation of the outer rail, 
and the monuments at points of spiral and at points of com
pound curve give the lengths of each. Practically all the 
heavy excavation is in solid rock, which made grading 
exceedingly expensive. Standard roadway sections include 
a 12-ft. roadbed with I and .½ to I slopes on embankments 
and a 14-ft. roadbed in excavation. The standard slope in 
all rock cuts is ¾ to I. 

There are but few natural gravel deposits in this portion 
of Tennessee, and these are i_solated deposits of glacial 
drift. This company's engineers were fortunate enough 
to find one of these deposits but a short distance off the main 
line northeast of H endersonville. A spur track 2 miles long 
was built to this deposit , and gravel ballast for the entire 
line is being distributed as fast as the regular passenger 
service will permit. The standard depth of ballast under the 
ties conforms to general practice-that is, 6 in.-but in 
rock cuts a combination of loose rock and gravel 18 in. deep 
was used. This permitted the cut roadbed to be excavated 
to the depth of the ditches, and the loose rock under the 
gravel ballast supplied from the rock excavation furnishes 
excellent track drainage. 

The overhead trolley and transmission lines are carried on 

--

Nashville-Gallatin Railway-Interurban Section 

a single line of 35 ft., 7,½-in.-top chestnut poles set at 100-
ft. intervals with the face 8 ft. from the center of the track. 
The 33,000-volt a.c. three-phase transmission line is car
ried on a 5-ft. two-pin cross-arm near the top of the pole, 
with the third phase on a pole-top insulator. This arrange
ment permits a 52-in. spacing between the three No. 4 con
ductors. This transmission line extends from the generat-
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ing station of the Nashville Railway & Light Company at 
Nashville to the substation at Hendersonville. 

Standard General Electric pipe mast arms a re attached 
to the pole below the transmission line so as to give 18 ft . 
clear head room between the top of rail and trolley. Just 
below the mast arm a standard cross-arm is applied which 
varies in length depending on the number of signal wires. 
This cross-arm also carries the feeder on the insula tor near 
est the trolley. The telephone circuits a re on bracket in
sulator pins below this cross-arm. Both th e trolley and 
feeder wire are of No. 0000 round copper, and the latter is 
strain-guyed every quarter of a mil e and at approaches to 
all important curves. 

When the overhead lines were built th e usual procedure 
was reversed in that as soon as the grading was completed 
the overhead line material was distributed a long the line 
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9 ft . below the caps. At the elevation of the bridge deck 
two long ties project on each side of the pole, and a cross 
timber between th ese and bolt ed to them and to th e pole 
fixes the position relative to the track. 

HENDERSONV I LLE STATION 

At H endersonville, the approximate center of thi s inter
urban lin e, th e company bui lt a combination passenger and 
freight station, shops and substation building. This struc 
ture is approximately 95 ft. by 108 ft. 6 in. in plan and is 
built of a timber frame wi th metal siding on concrete foun
dations. One corner of the building front is occup ied by 
the separate waiting rooms for white and colored persons 
and by the office of the di spatcher and ticket agent. T he 
substation room, 25 ft. x 35 ft. in plan, adjoins these rooms 
on the building front , and a large freight warehouse, 66 ft. 
x 68 ft. in size, occupies the space back of these. A brick 
partition wall between the freight wareroom and the sub
station serves two purposes, that of a fire wall and that of 
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Nashville-Gallatin Railway-Details of Line Construction -Floor Plan of Substation 

with teams and the trolley wire fastened in position from 
tower wagons. This arrangement permitt ed the track to be 
laid and the transmission and telephone lines strung with
out the use of a steam engine and at the same time gave 
the transportation department an opportunity to break in 
its new rolling stock and trainmen. 

The two most important bridge structures on the entire 
line are those over the Mansker Creek bottom and the grade 
separation over the Louisville & Nashville Railroad about 
midway between Na~hville and Hendersonville. The for~ 
mer includes a well-built 1500-ft. trestle approach to a 
roo-ft. through truss span on concrete masonry. This 
large amount of waterway was required because of the 
proximity of the opening to the Cumberland River, which 
during spring floods backs up into the creek channel. The 
viaduct over the Louisville & Nashville Railroad is a com
bination of temporary and permanent structure. The spans 
over the railroad tracks are of reinforced concrete towe r 
and girder construction, and the two approaches to this , 
each about 500 ft. in length, are frame trestles. Overhead 
lines on both timber structures were built · with the pole 
butts supported on brackets of two 6-in. x 8-in. timbers 
bolted to the outsi'cle legs of the timber beats, approximately 

a point to which the insulators for the incomi ng high -volt
age transmission lines may be a ttached. 

The carhouse occupies the rest of the structure and is 
approximately 35 ft. x 108 ft. 6 in. in plan, or sufficient t o 
house three tracks at ro-ft . 9-in. centers. Three concrete 
repair pits were provided, one extending the full length of 
one track and two 51 ft. in length, at th e rear end of th e 
carhouse under the other two tracks. T he three entrances 
to the carhouse section are provided with double swinging 
doors, through which the tracks lead from a Y-connect ion 
to the main track immediately in front of the building. 

SUBSTATION EQUIPMENT 

Essentially, the substation equipment includes three 
G.E. 200-kw rotaries , two of wh ich are connected in series 
to supply I 200 volts, and a spare foundation for the fourth 
rotary, together with transformers, oil switches and light
ning arrester set. The 33,000-volt a .c. transmission lines 
enter th e substation room by way of a wOoden tow er 011 
the roof on which the horn-gap switches are mounted and 
thence pass through copper tub e conductors and roof insu
lators to the interior of the building. The incoming trarrs
mi ssion lines first pass through a set of air-gap switches, 
choke coils and oil switches to th e transformers. This in-



174 ELECTRIC RAIL\VAY JOURNAL [VoL. XLII, No. 5. 

sta11ation includes four G.E. I 35-kva, 33,375-volt, sixty
cycle a.c. transformers, which step down the pressure from 
33,000 to 375 volts a.c. 

All low-voltage circuits, both from the transformers to 
the rotaries and from the rotaries to the feeder panels on 
the switchboard, are installed in fiber conduit under the 
substation concrete floor. The four transformer switchboard 
panels are installed beside the transformers, and the feeder 

One of the novel features of the substation layout is the 
lightning arrester ground installation. This includes twelve 
6-ft. sections of 2-in. pipe with 2 in. of the top tinned. 
Ground wire connections are made by wrapping No. o 
seven-strand copper cable around the tinned portion of 
the pipe and soldering it. Each pipe is driven 5 ft. into 
wet earth, and the attached copper cable is connected to 
the negative side of the lightning arrester. 

--------------Lcn"th ove r Bu mpe rs 50 ' 6!!__ __________ ---
4
-
9
,-
4

-,, -~-=-====·-=====- -~ 
,~ - 5'-l!!__ ·~ :--- - ------ ---o---b en gthove ~Bod y 38~---I,en gth o-verVestib11Jes ----- -~-::__-6'3-,-, ---=--:i ii 

Passenger 
Compa rtment 

Glass Fitted with 
Roller Curtain 

Smoking 
Oompartment 

Locket 

I I 

- i1 
I I 

I 
I 

! 

Elecu·ic Ry- Jo1n·nal 

Nashville-Gallatin Railway-Plan of Passenger Car 

p anels are grouped in a s ingle board at one end of the sub
s tation. Two 1200-volt No. 0000 feeders lead from this 
substation, one to Gallatin and another to Nash ville. All 
1200-volt switchboard panels are specially insulated, every 
bolthead being installed in hard rubber as a precaution 
against short-circuits. Each feeder circuit is provided with 
a Thomson recording voltmeter, and the swinging bracket 
voltmeter at one end of the switchboard is provided with 
a plug so that the voltage on either of the two feeder sec
t ions may be obtained. 

A Io-ton overhead bridge crane with a hand-operated 
trolley was provided in the substation and uses two rows of 

E lect r ic Ry• J,,,urnal 

Nashville-Gallatin Railway-Cross-Section of Substation, 
Showing Entrance of High-Ttension Wires 

columns for a runway, one in the front wall of the substa
tion and the other back of the transformer set. The lat
ter not only carries the crane runway but also serves as a 
support for the lightning arrester gallery. This bridge 
crane is equipped with a differential hoist of 5 tons capac
ity, which is sufficient to lift any part of the substation 
equipment. 

SIGNAL SYSTEM 

Tkis new 1200-volt line is equipped complete with the 
Simmen system of signals. The third-rail installations pro
vide protection for east-bound and west-bound train move
ments with a home and distant rail for each siding. Switch
boxes are installed at each turnout and automatically give 
a danger indication in the motorman's cab in case a switch 
is left open. A ten-lever dispatcher's board and auxiliary 
equipment are installed in the Hendersonville terminal sta
tion. The dispatcher's office equipment includes the stor
age battery on the main signal control circuits and a small 
motor-generator set for recharging the storage battery. 
The motor-generator set is a type K Holtzer-Cabot, with 
¼ -hp motor, rated at 4-amp, 190-volt, 60-cycle and 1750 
r.p.m. 

A n unusual feature in this installation of the Simmen 
system of signaling is that a telephone plug is provided in 
the relay box in the motorman's cab. This makes it pos
sible for the dispatcher to talk to the motorman by way of 
the signal circuits, the third-rail and third-rail shoe. The 
third-rail shoe also is a departure from the original de-

Nashville-Gallatin Railway-Transmission Tower on Sub-
station Roof. 

sign in that it is not fixed but is what is termed a revolving 
shoe. The original design of the third-rail shoe being 
fixed, it was found after a period of service that the pres
sure on the third rails would wear a groove in the sliding 
contact surface. , The new shoe is set lightly off the center 
of the third-rail. This tends to revolve when it comes 
in contact, and this action spreads the wear over the entire 
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surface. After fo ur months ' service on the lines of the 
Indianapolis & Ci ncinna ti Traction Company, it has been 
found that thi s type of shoe shows no apprec iable wear, 
and it is beli eved tha t this di ffic ulty has been entirely over
come. 

ROLLI NG STOCK 

The initial purchase of ro lling stock for this 27-mile road 
included four interurban passenger ca rs and one baggage 

Nashville-Gallatin Railway-Interior of Passenger Car 

car. Each embodies the most modern practice in car con
struction and equipment. The passenger cars a re 50 ft. 6 
in. over-all length by 8 ft . 5¾ in. wide. T he bodies a re of 
arched-roof design for single-end operat ion with under
frames of composite construction which a re under and over 
trussed. 

The car body is divided into a passenger and smoking 
compartment, and the latter also serves as seating space 
for colored passengers. The motorman 's cab is quite la rge, 
being 6 ft. 3 in. over all , to provide space fo r light bag
gage. A two-leaf folding doo r on the right side of the cab 
permits the colored passengers to enter the compartment 
reserved for them without pass ing th rough the car. A 
42-in. sliding door on the opposite side of thi s vestibule 
serves for loading and unloading the baggage. T he r ear 
platform is equipped with a single 36-in. two-leaf fo lding 
door and a triple tread coach step on the r ight side. T he 
total seating capacity is fift y- four with seats fo r sixteen 
passengers in the smoking and colored passenger compart
ment and thirty-six in the main compartment. The interior 
finish , including linings, moldings, doors and sash, is of 
cherry, mahogany fini shed, and the seats a re upholstered 
in rattan with brass fi ttings. 

vi lle. Other ca r equ ipment includes automatic air brakes, 
Hedley anti -climbers, Tomlinson M. C. B. radia l drawbars 
and Ohmer fare registers. T he li ghting circuits a re in
sta lled in exposed conduit with cushion sockets. H eating 
and venti lation a rc provided by th e installa tion of a Peter 
Smith H eater Company 's fo rced-draft heater and eighteen 
globe venti lators in the a rched roo f, nine on each side over 
the center of each row of seats. 

Nashville-Gallatin Railway-Interior of Express Car 

The exp ress and baggage car is a rranged for double-end 
operat ion and like the passenger car is bui lt with a com
posite under frame and an arched roof. T he side sills, 
however, were increased in sect ion, so as to provide addi
t ional carrying capacity. T he principal dimensions of the 
baggage car are 45 ft. over-all length by 8 ft. 2 in. wide, 
with a clear h ead room in the body between the fl oo r and 
the ceiling of 8 ft. ¾ in. T he same type of trucks and 
motors as those used under the passenger cars and already 
described we re included in the equipment o f express and 
baggage car. 

Probably the most novel feature in the aux iliary equip
ment of this express ca r is an installation o f tw o small 
power cranes to faci litate the handling o f heavy freight. 
T he underframing· of the car body was reinforced to 
car ry the additional stra ins imposed by th e operation of 
these cranes. T he hoist standard is compo sed of two 
sections of channel iron fitt ed into castings on the ca r floor 
and just above the 7-ft. sliding doors. These castings form 
a pivot for the vertical member , which in turn suppo rts a 
hori zontal boom. Inside of the channels of each crane a 
3-in . air cylinder with a 24-in. piston stroke has been 111 -

Nashville-Gallatin Railway-Standard Passenger Car and Standard Express Car 

Four G.E.-205-B 600-volt motors mounted on Brill 27 
M. C. B. I trucks were included in the car equipment. Two 
of the motors a re connected in seri es for 1200-volt opera
tion and are capable of 50 m.p.h. A change-over switch in 
the motorman's cab permits th e motors t o be operated in 
multiple when the car passes from the 1200-volt inte ru rban 
line to the 600-volt street ra ilway lines in the city of Nash-

stalled with the cylinder at the bottom, which permits the 
piston to travel upward. 

A sheave wheel is mounted just above th is air cylinder
and on a level wi th the hori zontal member o f the crane. 
This wheel and a second sheave wheel set in th e encl of the 
pi ston rod are employed in raising and lowering a load to 
and from the car. The horizontal boom is bui lt o f two 
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plates placed so that a pulley may be set between them, five 
pairs of bearing notches being provided for this purpose. 
The location of the pulley on the boom depends on the 
weight of the load and its distance from the car door. 
\Vith a normal air pressure on the car the hoist is capable 
of lifting 800 lb. Each hoist is pivoted beside the sliding 
doors so that it may be swung out through the door open
ing. A hose and pipe connection to the air-brake reser
voi rs supplies air to the hoist cylinder, which is operated by 
a straight-air valve attached to the side of the upright 
member of the hoist. Views of both the baggage and pas
senger cars are shown in the illustration. They were de
signed and built by the American Car Company of St. 
Louis, Mo. 

ENGINEER I NG 

T he work of financing and constructing the Nashville
Gallatin Interurban Railway has been under the direct 
supervision of H. H. Mayberry, president, and R. A. Bailey, 
Jr., general manager of the operating company. The civil 
engineering problems were under the supervision of M. A. 
Stainer, chief engineer, and the construction of the over
head transmission and trolley lines as well as the substation 
installation at Hendersonville was supervised by D. J. 
McLane, superintendent of construction, who has since 
been appointed superintendent of operation. 

SERVICE IMPROVEMENT IN ROCHESTER 

The management of the Rochester Lines of the New 
York State Railways has for the past few years devoted 
much attention to se rvice improvement and has developed 
~ special department for the purpose of handling matters 
which relate to this subject. 

In the issue of the ELECTRIC RAILWAY JouRNAL for Dec. 
23, 191 r, a detailed account of the workings of the com
plaint department showed that in past years complaints 
had been handled by the departments or persons to whom 
they were addressed. The final analysis indicated that 
in many cases the lack of system in handling the griev
ances prevented the desired co-operation with the public 
in the matter of better service. 

At the time the complaint department was inaugurated 
it seemed a difficult task to correct the prevailing impres
sion of the general public that a registered complaint 
would place the complainant on a blacklist of habitual 
fault-finders. In August, 1912, an effort to correct this 
impression r esulted in changing the name of the complaint 
department to the "service improvement department," and 
by means of publicity through newspapers and constant 
reminders placed in all cars the patrons of the Rochester 
Lines came to realize that the company was earnestly en
deavoring to handle intelligent complaints scientifically, 
wi th a view to satisfying the public and remedying any de
fects in its service. Investigation of the complaints re
ceived during 191 r indicated a lack of familiarity by the 
traveling public with the necessary rules and regulations 
of the company, this being particularly true of the in
structions governing the use of transfers. Fifty-seven 
per cent of these complaints were, without question, at
tributable to the fault of the public in not knowing the 
extent of its own or the company's rights. 

The records for 1912 show an increase in the number 
of complaints received of approximately 60 per cent over 
191 I. The increase can be attributed to the work of the 
service improvement department. Almost without excep
t ion the complaints for 1912 were rendered in an intelli
gent manner, containing sufficient data for an immediate 
investigation. The results could thus be placed before the 
complainant within a reasonably short time. In other 
words, the campaign of education conducted by the service 
improvement department during 19u is now bearing fruit. 
By means of a personal visit to each complaining patron 

. ') 

there has been instilled into the minds of those using the 
cars an appreciation of the rules g~werning operation and 
a knowledge of proper use of transfers and the correct 
method of rendering complaints. The department, by its 
prompt and systematic handling of complaints, has been 
the means of establishing better relations with the public, 
and the public, by appreciating the purpose of this depart
ment, has made it possible for the company to attain greater 
effici ency in the operation of its cars. A typical daily re
port of the department is shown below, the address of com
painant and the number of conductor being changed: 

NEW Y ORK STATE R AILW AYS 

SERVICE IMPROVEMENT DEPARTMENT DAILY REPORT 

Number of complaints received, 7. Feb. 4, 1913. ! 
Nature of 

Addres5 Complaint Against Complaint 
-- -- 39 Masseth St. Motorman 210 Refusing to allow 

Complainant 

passenger to board 
car front way 

-- -- 336 North St. Unknown conductor Short-changed pas-

84 Vassar St. 

1010 Bay St. 

Genl. Del. 
942 Ave. D 
185 W est Ave. 

Complaints com pleted, 8. 

Conductor 693 

Crew on car 319 

Unknown employee 
Company 
Conductor car 700 

Investigat10n shows public at fault, 3. 
Investigation shows company at fault, 4. 
Turned out to be a claim, 1. 
Complaints on hand under investigation, 58. 
- - -- made five calls .. 
-- - - made seven calls. two not in. 

senger 
Insolence to pas

senger 
T u r n e d before 

reaching end of 
line 

Insolence 
Blocking crosswalk 
Dropped w r o n g 

coin in fare box 

'Signed) ...........................• 

The accident-prevention organization centers in the 
claim department, the claim agent being chairman of a 
safety committee. This comprises also the electrical en
gineer, the engineer of maintenance of way, two superin
tendents of transportation and the master mechanic. The 
safety committee meets at intervals of two to four weeks 
to receive suggestions for improvement in equipment and 
service. 

The working part of the organization is a group of five 
sub-committees, three for the city and two for the inter
urban lines. The city sub-committees consist each of 
eight trainmen and representatives from each of the four 
operating departments. The interurban committees are 
similar except that there are but four trainmen in each. 
The sub-committees meet occasionally, but their main duty 
is to keep suggestions flowing in to the central office. Boxes 
in which suggestions can be filed are provided at sub
committee headquarters, and these are turned in to the 
safety committee. 

Although this plan has been in operation only since last 
August, some 250 suggestions have already been received 
and many have been acted upon. In some cases the sug
gestions take the form of carefully written reports, show
ing close observation and logical deduction. At present 
suggestions are coming in at the rate of two or three a day. 

As a rule the safety committee turns the suggestions 
over to the head of the proper department at once, and if 
the matter is one not involving great expenditure it is 
attended to promptly and the claim department is so noti
fied. Occasionally the suggestions relate to questionf of 
policy which must be considered by the vice-president:'' 

In Italy a scheme for a network of electric tramways 
covering 41 r miles has just been approved by the Council 
of the province of Alessandria, and the first part of the 
undertaking, consisting of 298 miles, will be begun on 
the signing of the royal decree. The remainder will be 
commenced later, but a motor car service will be insti
tuted in the meanwhile. The concession is for sixty 
years, and the province of Alessandria has agreed to give 
a yearly subsidy of $423 per mile for thirty years, while 
reserving to itself 4 per cent of the gross earnings, ex
clusive of the subsidy . 
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Hamburg Elevated & Subway System 
This, the Fourth and Concluding Article on the Hamburg Elevated & Subway System Describes the Principal Features of 

the Cars, Schedules, Rates of Fare and the Growth of Traffic 

The rolling stock of the Hamburg Elevated & Subway 
System consists at present of eighty cars, but fifty others 
were ordered very recently on account of the rapid in
crease in business. This rolling stock consists of motor 
cars exclusively. While the equipments were furni shed 
jointly by the Allgemeine and Siemens-Schuckert com-

~econd-class compartment being dark-green imitation 
lea ther whereas the seating of the third-class compart
ment is of pla in wooden slats. The two doors on each 
side of the car a re of the sliding type 45 in. wide and, 
as is customary abroad, a r e· operated by the passengers. The 
plan of th e car also shows tha t the single cab for the 

' l 

-. -- ... -, -...... .-
t•• 

Hamburg Cars and Traffic-Standard Elevated-Subway Motor Car, with Hamburg-Blankenese Single-Phase Cars in ! 
the Background , 

f 

panies, they are nevertheless so standardized that the 
motors of one manufacturer may be used with the control 
of the other. A plan and elevations of the standard car 
are shown in an accompanying illustration. In general 
these cars are similar to those of the Berlin Elevated 
& Underground Railway, but one important difference is 
that they are 12 in. wider, and another is the absence of 
a gap between the car and station platforms despite the 
fact that some of the stations are on curves of 590 ft. 
radius. This end was attained by placing the center line 
of the side doors in line with the center point of the 
trucks and by so building the · car that the step at each 
doorway overlaps the edge of the station platform. \Vhen 
the car is new and empty the difference in height between 
the top of the car floor and the station platform is Io in .. 
but it decreases to the permissible minimum of 5¼ in. 
when the· wheel tires have worn down and the car spri11gs 
have become set. 

The increased width of this car made it practicable to 
install eight pairs of transverse seats in the center of 
the car. The seating near the doors is longitudinal so 
as to facilitate ingress and egress. This combination of 
seating with large open areas was provided to give the 
long-distance riders the comfort of cross-seat riding, while 
the short-distance passengers could sit near the doors or 
stand. The seating capacity of the car is therefore low 
in comparison with a surface car, but its combined seat
ing and standing capacity varies from eighty-five to roo 
passengers. Some of the cars are arranged for third
class seating exclusively, and others are equally divided 
for second and third-class. The exterior of the second
class portion is painted red and that of the third-class 
section yellow to avoid confusion when passengers are 
entering the car. All exposed woodwork of the car interior 
1s of mahogany, but the upholstery varies, that of the 

motorman occupies about two-thirds the width of the 
car, the open space alongside being used by the brake
man from which to observe the signa'ls as a check on 
the motorman. 

The over-all body length of the car ·is • 39 ft. 8 in., the 
height above th e rails is IO ft. and the height of the body 
alone from the top of the floor line to th e highest point 

Hamburg Cars and Traffic-Seating Arrangement of Ham-
burg Car 

of the roof is 7 ft. 7 in. A fl.at-arch roof was chosen in 
order to secure maximum head room. A mple ventilation is 
affo rded by means of roof ventilators placed as shown in 
th e drawings. 

Every car is equipped with two roo-hp, 800-volt com
mutating-pole motors, multiple-unit control and automatic 
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a ir brakes. Contactors and a ll heavy current cables a re 
placed ~nder the car body. On th e Siemens-Schuckert 
cars, as illustrated in an accompanying drawing, the cables 
a re placed in a reversed trough, th e top and sides of which 
are of wood and the bottom of sheet iron all lined with 
asbes tos slat e. On the A llgemeine cars the ' cables are car
ri ed from the car fl ooring in conduits with similar run

I 
Station 
Pl a t fo rm 

3l½"Above 
~- .{'- Top of Ha il s 

.Ekctric Ry.Journal 

ways, th e outer side being pro
tected by a sheathing covered in
side with a layer of asbestos slate. 
The cables on both cars are car
ri ed from the car floor in insulated 
sheet-metal grooves or runways. 

The ca rs weigh empty 24 tons 
and loaded 30 tons. As they are 
heavily motored, they can be ac
celera ted at th e r ate of 1.5 
m.p.m.p.s. and can run at the high 
speed of 37.2 m.p.h., although 

Overhang at Platforms in practice the speed on the ele-
vated section does not exceed 31 

m.p.h. The high schedeule speed attained is shown by 
the record made on th e fir st division placed in operation. 
This section is 4.06 miles long and has ten stops. The 
average distance between th e stations is 2385 ft. The run
ning time was fourt een minutes, thus giving the remark
ably high schedule speed of 17.36 m.p.h. The length of 
the average stop at th e station platform, even for the com
plete belt line, is only fifteen to eighteen seconds. The 
schedule speed in th e belt section is 17.68 m.p.h. where sta
tions are 2493 ft. apart. The length of a complete trip 

Hamburg Cars and Traffic-Under Side of Car, Showing 
Part of Air-Brake and Electrical Equipment 

varies from about thirty-six minutes to thirty-eight minutes. 
During the rush hours in the morning a two-and-a-half

minute service is given on the inner or short line and a 
five-minute service on the outer or complete line and vice 
versa in the evening. It is possible, however, to run forty 
and even more trains an hour each way if the conditions 
demand. At present the usual train consists of two cars, 
four cars being employed for the rush-hour service. 

F ARES AN D TRAFFI C 

It is an interesting fact that the company which operates 
the Hamburg system offered to follow the A merican plan 
of operating with one class of cars. This proposition was 
rejected in favor of the customary two-class cars. The 
experiences in Hamburg to date would indicate that the 
American plan with one class of cars would have given 

Hamburg Cars and Traffic-Side View, Showing Suspension 
of Apparatus 

a better seat-use factor. On the ordinary two-car train, 
for instance, one-fourth of the space is reserved for sec
ond-class passengers, but not more than 10.25 per cent of 
the week-day travel is second-class. Even on Sundays, 
when there is a good deal of pleasure riding, the propor
tion of second-class riding does not rise to more than 15 
per cent. The variations in these proportions are recorded 

Asbestos 
·Slate 

Electric Rv.J0t<mal 

Sheet 
Iron 

Hamburg Cars and Traffic-Method of Carrying Cables 

daily on a special traffic curve (not reproduced). · The 
necessity for careful supervision to. prevent third-class 
riders from using the second-class compartments is shown 
by the fact that before special supervision was begun the 
sales of second-class tickets appeared to indicate that only 
5 per cent of the week-day riders were using the second-

I 

:--------- ----39'51!...-
I 

I 
I 
I 

~ 

Hamburg Cars and Traffic-Plan, Half Side Elevation 
and Section of Car. 

class compartments. A city ordinance assesses a fine of 75 
cents for this misuse of tickets. The upholstery of the 
second-class compartments may be readily removed to per
mit their use as third-class compartments. 

For straight ticket sales the fares on the Hamburg system 
are as follows: Five station. stops, 2,½ cents, third-class, 
and 3¾ cents, second-class; ten station stops, 3¾ cents, 
third-class, and 5 cents, second; eleven stops or more, 5 
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cents, third-class, and 7¼ cents, second-class. \Vorkmen 's 
tickets for use before 7 a.m. are sold at 2¼ cents, good 
for third-class riding for any number of stations, and, 
fu rthermo re, the passenger may buy for 5 cents a non
transferable return ticket good for returning any time of 
t he day. The weekly workman 's card carrying th e same 
privileges as the daily tickets is sold at the rate of 13¾ 

punched as the passenger walks by the ticket inspector 
and is taken up by another inspector as he leaves the a light
ing platform. This practice is like that used on th e rapid 
transit lines of Berlin, London and Paris. 

The accompanying traffic curve shows the increase in 
travel during the last three months of 1912, but it does not 
include the small proportion of commutation riders. Thi s 

~••• •a"00 •s===: ==~:: i ; :=§Ai: ~:g~" n••••~••s =~::==~ ==g ~~ ~1=G:=:g " nm•• • ~m• s===~ == ~: : i ; g:1=1 : =:g~ 
.!:: ~ ~-~ c Dom.OeleLration 

0 etober ~ November ~q~ ~ Weathe r December Ek<;tr,c l/y.Joumal 

H amburg Cars and Traffic-Portion of Day-to-Day Traffic Curve, Showing Proportions of Second-Class and Third
Class Travel and the Influence of Weather and Holidays 

cents fo r one-way riding and 27¼ cents for two-way 
r iding. On March 26, 1913, the workmen's tickets m1111-

bered 21,000 out of 109,000 tickets. 
Season t ickets good for use any number of times dur

ing the calendar year are sold as follows: E ight stops, $20, 
t hird-class, and $27.50, second-class. A charge of $1.25 
is made fo r every additional stop on a third-class ticket 
and of $1.75 on a second-class ticket. A n annual ticket 
good for any length of rid e costs $37.50 third-class and 
$50 second-class. A peculiar feature of the season ticket 
is that the price for each succeeding quarter decreases. 
Thus, in the case of a th ird-class ticket good for eight 
stops, the fi r st quarter costs $7, the second $5.75, the 
t hird $4.75, and the fourth $3.75. She reduced prices are 
given only to purchasers who turn in the card for the pre
ceding three months. The figures for January, 1913, show 
that 177 annual th ird-class, 21 I annual second-class, 1498 
quarterly third-class and 294 quarte rly second-class tickets 
were sold. The season t ickets are not punched or other

10 Pf. 10 Pf. 
wise recorded . so 
that th e manage
ment has no day-

Hamburg Elevated to-day sta tistics to HamburoerHochbahn. __ ...;;;;...___ show how often 
GDltlg 211r fahrt ohne 
Onterbrechung von der 
Zugangshaliestelle bis 

zur darauffolgende11 

5. Haltestelle 
Bel Fahrtantrltt lochen 
lassen. Bel fahrtbeen

dlgu!IO;I .ogeben. 

3. Kl· 661 

36·50 

Good for an unin
terrupted trip from 
entrance station to 
the 

5th Station 
Ticket m u st be 
punched at entrance 
platform and given 
up at exit platform. 

3d Class 661 

3650 
Hamburg Cars and Traffic-Repro

duction and Translation of Ticket 

they are used, but 
it is estimated that 
the ave rage is four 
tim es a d ay. 
Doubtless, these 
c a r d s affo rd a 
great saving to 
those who are near 
enough to their 
b u s i n e s s t o go 
h o m e to I u n c h 
and also to solici-
tors, collectors and 

others whose business requires much traveling with in the 
city. 

About 10 per cent of the tickets are sold by electrica lly 
operated machines which print, cut and issue the tickets 
and a lso reject counterfeit coi ns. An accompanying illus
tration shows the actual size of a sample cardboard ticket 
on which the class and the number of stations permissible 
from the boarding station are indicated. The ticket is 

curve indicates that th e total number of daily tick et pa c.
sengers carried in December was about 3,600,000, with a 
dai ly maximum of 150,000 during the Chri stmas shopping 
se,ason. T he heaviest travel to date was on Easter Mon
day, March 24, 1913, when 197,000 daily ti cket riders ( or 
an actual est imated t6tal of 205,000) were carri ed. Thi s 
is a most extraordinary record, as only se venty-six cars 
were ava ilable fo r service. In order to handle thi s busi
ness, a ll cars were operated over the complete route in 
four-car trains, and a headway of two and one-half min
utes was maint ai ned so far as the supply of rol ling stock 
permitted. As previously noted, add itional generat ing 

Hamburg Cars and Traffic-Title Page and Advertisement 
of T raffic Guide 

equipment and fifty cars are now under way. In the first 
full year of service-July I , r9r2 , to June 30, 1913-
39,400,000 passengers were carried. T he total car mileage 
was 4,588,000 miles and the annual per fo rm ance per car 
62,620 miles. 

T he traffic curve prev iously menti oned shows the num
bers of second-class and third-class passengers separately. 
It also shows all rainy clays, holidays, religious festivals, 



180 ELECTRIC RAILWAY JOURNAL [VoL. X LII. No. 5. 

unusually fin e weat he,, etc., thereby recording the reasons 
fo r great va riations in traffic. 

BOOKLET OF INFORMATION, CAR COMPARISONS 

For the conveni ence of their pa t rons th e managements 
of the Hamburg d.c. and Blankenese-Ohlsdorf single-phase 
rapid transit systems publi sh jointly an 18-in. x 21-in. 
fo lder map in colors on which the lines of both systems 
a re shown in their relat ion to the principal parks, bu ild
ings and st r eets of Hamburg and vicinity. T he back of 
the map carries the schedules of both ra il ways and the 
ra tes of fare, a lso a list of publi c buildings, amusement 
resorts , banks, cafes and principal business buildings, with 
the name of the station nearest each place. T he cost of 
publication is covered by ca rrying some advertisements and 
by selling the fo lder at 2 ¼ cents per copy. T he a rti sti c 
pr inting of this publication is apparent from the vi ews 
on page 179, one of which is a re:;iroduction of the front 
cover and the other of an adverti sement of a moving
picture theat er, including the name of the railway stati on 
near by. The origina ls a re print ed in color. 

In connection wi th the description of th e Hamburg ca rs, 
the fo llowing comparison of the Hamburg-Blankenese 
sing le-phase and t he H amburg and Berlin subway cars, as 
g iven by Gustav Schmipff in hi s new book on "E~onomi<' 
Aspects of City and Suburban Railways" ( \ i\Tirtschafliche 
Betrachtungen iiber Stadt-und-Vorortbahn en) w ill be 
found of interest: 

COMPARISONS OF H AMBU RG AND BERLI N R AP ID TRAN SI T CARS 

H amburg• Berlin Subway Hamburg 
Dl an1<en cse Vlo!or Trailer Average Subway 

Nu mber of sea ts . . . . . 128 31 38 34.5 34 
\\'eight of ca r , metric 

tons . . . . . . . . . . . . . . . 63 
\ \'eight per seat , lb... 1082 
Ca pacity of m otors, hp 2x 180 
Cost per ca r ... .. ... $22, 750 
Cost per sea t . . . . . . . $177.75 
Acc ele rat ion, m.p.h.p. s. 0.9 84 
Pressure per ax le of 

loaded car, metric 
tons . ........ .. .. . 14.0 

* Average price of all cars. 
** Present estimate. 

24 
1702 
4x70 

1.31 

7.0 

1-1 
8 12 

19.0 
1258.4 

$7-.Soo• 
$217.50 

WIND OVERTURNS DOUBLE-DECK CAR 

2-1 
1553 

2x l00 
$11 ,000** 

$323.50 
1.53 

7.5 

The accompanying illustration, furnish ed through the 
courtesy of the Tramway and Railway TVorld , shows a 
double-deck car of the L eeds & Bradford Tramways after 

Double-Deck Car at Bradford Blown Over by Gale 

it was blown over in open country by a gale at Allerton, 
Feb. 7, at about IO :30 p. m. Fortunately no passengers 
were tn th e car at the time. The crew, who were inside 
examining the sand-boxes, sustained a few slight cuts but 
were able to leave the car without ass istance. Nearly 
every window of the car was broken and the woodwork 

was jammed. At t he Board of Trade inquiry it was de
cided that th e fact that the car had an upper deck was not 
responsible for the accident. T he general impression was 
that th e car would have been overturned by the unusually 
severe wind even if it had been of the single-deck type. 
T he board made no new rules but suggested that wind
measuring instrum ents should be fitt ed in a suitable place 
to give th e tramway officers warning of high winds so that 
they could t ake the pr ecaution of not running th e cars in 
exposed positions. T hi s car was opera ted on a 4-ft. gage, 
but a gage as narrow as 3 ft. 6 in. has been used elsewher e 
fo r double-deck cars. 

CLEVELAND TESTS ON THE ILLUMINATION OF CARS 

During 1911 and 1912 the Cleveland Railway conducted 
tests on three ca r s in all to determine the cost of illumina
ti on by means of mazda lamps and carbon lamps. These 
t ests demonstra ted the economy of the metall ic-filament 

lamp, but in J anuary, 1913, a rrangements were made for 
the luminometer t ests her einafter described in abstract. 

CON DITION OF TESTS. 

The tests wer e made on two 500-type monitor-deck cars, 
the plan view of which is shown in Fig. I. T he car 
bodies are fini sh ed in natural-cherry woodwork and have 
ceilings painted medium green. The seats are upholstered 
in r attan. 

Car No. 537 was lighted with fi ve 100-watt frosted-bowl 
mazda lamps in Holophane E-100 satin-finished reflectors 
mounted in a specia l shade holde r. T he lamps were 
mounted in what is known as the "H" position. An 
additional 100-watt lamp is so wired in connection 
with a selector switch that it can be insta ntly connected 
into the circuit in case of failure of any one of the five 
lamps regularly lighted. One circuit of 23-watt lamps 
provided light for th e front vestibule, dest ination sign 
and headlight. Four of the 100-watt lamps were mounted 
on the upper-deck ceiling o n the center line of the car 
as shown by the lett ers K , L , M, N in Fig I. T he height 
of these lamps was 7 ft. 8½ in. from floor level to tip of 
lamp. L amp J was mounted on the ceiling of the rear 
vestibule at a height of 7 ft. 10 in. 

Car No. 150 was a lternately lighted with fiv e circuits of 
16-cp lamps, of which seventeen were in the car body, four 
in the rear vestibule, two in the front vestibule, one in the 
destination sign and one in the headlight. The lamps 
were not equipped with r efl ectors. The lamps in the car 
body were in four clusters as shown by the letters K, L , M, 
N in Fig. 1. The sockets were mounted on a bowl and 
held th e lamps in a position approximately 45 deg. from 
the vertical. Cluster L contained five lamps and clusters 
K , M and N four lamps each. The height from the floor 
to the lamp bulb was 7 ft. 10½ in. The 23-watt mazda 
lamps were also tested on this car. 

METHOD OF TESTS 

The length of the car body was divided into eleven sta
tions as shown in Fig I. A set of luminometer readings 
was taken at three positions (A, B, C at each station). 
Position A was 9¼ in. from the side post, position B 27¾-
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from the side post, and pos1t1on C was on the center line 
of the car. A and B represent the position of seated 
passengers. A ll luminometer readings in th e car body 
were taken at th e height of the seat back (37 in. above 
the floor). Readings tak en in the rea r vestibule were at 
a height of 42 in. ( slightly lower than th e top of th e fa re 
box). Three check readings at each point were taken on a 
Weber luminometer, which was equipped with a Lummer
Broclhun screen to permit close r eadings. During thi s t est 
the potential of the circuit was held constant at 550 volts, 
and th e amperes input was read in order to obtain the 
watts required by the lamps. 

T he luminometer was calibrated with a photometer and 
standard lamps and the constant determin ed. This con-
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Figs. 2, 3 and 4-Cleveland Lighting-Comparative Illumin-
ation Curves from Position lndicated on Plan of Car 

stant, divided by the square Df the meter reading, gives 
the illumination in foot candles on the horizontal plane at 
the height at which the readings were taken. The lumin
ometer constant was found to be 411.74. 

TESTS 

T he lamps used on th is test were rated as fo llows: 

Voltage 
Lamp Rating 

100 watt mazda .... 114 
23 watt mazda . .. . 115 
64 watt carbon ... 115 

A mperes Rating 
at 110 Volts 

Ave. Max. Min . 
0.8264 0.828 0.826 
0. 2032 0.206 0.201 
0.567 0.576 0.552 

Amperes Rating 
at 115 V olts 

Ave. Max. Min. 

0.2085 0. 212 0.206 
0.593 0.604 0.579 

T he watts per candle at rated voltage were as follows : 

100 watts mazda ..................... . ........... 1.114 watts per candle 
23 watts mazda .•.....•.•.......•.... .. ......... 1.34 watts per candle 
64 watts mazda ................................. 3.94 watts per candle 

T he lamps were not operated at th eir highest efficiency 
in watts per candle-power. By running the lamps at a 
slight ly lower efficiency the life is greatly prolonged. This 
fact is expressed approximately by the formula: 

Life at operating voltage (rated voltage ) a 
Life at rated voltage = operating volt-age 

T he va lue of d for mazda lamps has been found to Le 
13.8 and for ca rbon lamps 20.5. 

Th is means that the li fe of the lamps operating fiv e in 
series on a 550-volt circuit would be increased by per
centages over the life obtainable when operating at the 
highest rated efficiency as fo llows : l L.J. volt , 100-watt 
mazda lamp, 63 per cent ; 115 volt , 23-watt mazda lamp, 
85 per cent, and 115 volt , 6.+-watt carbon lamp, 149 per 
cent. 

T he fo ll owing figure s show the illumination of the car 
body obtained at 550 volts wi th the three types of lighting. 
Readings are in foot candles. 

P osition A : 

Car 
No. 53 7, 100-
W att Mazda 

Lam ps 

Ma ximum . . . . . . . . . . . . . . . . 3.16 
M inimum . . . . . . . . . . . . . . . . 2.55 
Average . . . . . . . . . . . . . . . . . 2.8 7 

P osit io,1 B: 
Max im um . . . . . . . . . . . . . . . . 4.1 2 
l\Iinim um . . . . . . . . . . . . . . . . . 3.00 
. \ verage . . . . . . . . . . . . . . . . . 3.60 

P osition C ; 
;\,J aximum . . . . . . . . . . . . . . . . 4.28 
Minimum . . . . . . . . . . . . . . . . 2.95 
Average . . . . . . . . . . . . . . . . . . 3.63 

Average for car body........ 3.31 
Conductor ' s position rear vesti-

bu le . . . . . . . . . . . . . . . . . . . . . 4.28 

Ca r 
l\o. 510, 23-
\Vatt M azda 

La m ps 

2.58 
1.83 
2.17 

3.34 
1.96 
2.64 

3.52 
2.32 
2.96 
2.5 2 

3.1 1 

Car 
No. 510, 6-l 
\Vatt Carbo n 

Lam µs 

2.47 
1.64 
1.98 

3. 11 
2.01 
2.44 

3.28 
2.13 
2.66 
2.30 

3.00 

T he curve sheets (Figs. 2, 3 and 4) show the illumina
tion of the ca r with the three classes of lamps from three 
positions. Tests were also made at station 7-C at various 
potenti als from 350 volts to 575 voltts, and th ese showed 
that th e ca rbon lamps ,vere most susceptible to changes in 

, voltage. 
T he following table shows th e watts expended in light

ing the car body ( at 550 volts), the watts per square foot 
of floor surface and the foot-candles illumination obtained 
per watt per square foot: 

Total Watts 
Car No. 537 : 

100-watt lamps.. . . . . . . 364.5 
Car No. 510: 

23-watt mazda ......... 377.5 
64-watt carbon ........ 1063.0 

Watts per 
Sq. Ft. 

1.365 

1.41 5 
3.980 

Aver age Foot Candles 
Foot- per \Vatt 

Candles per Sq. Ft. 

3.31 2.42 

2.52 1.78 
2.30 0.58 

T he effici ency of illumination of the va n ous systems 
based on 64-watt carbon lamps as mo per cent is as fol
lows: 23-watt mazda lamps, 307 per cent, and 100-watt 
mazda lamps, 417 per cent. 

The following voltages on the three systems will give 
an average illumination in the car body of 2 ft-candles, 
which is a good reading light: mo-watt mazda lamps, 487 
volts; 23-watt mazda lamps, 506 volts, and 64-watt car
bon lamps, 536 volts. 

The foregoing tests were made by the mechanical de
partment of the Cleveland Railway under the direction of 
T. Scullin, master mechanic, w ith the assist anc e of the en
gineering department of the National Quality Lamp Di
vision, General Electric Company. 

The Little Rock Railway & Electric Company, Little 
Rock, A rk. , has been forced in several imtances to pay 
claims for damaged clothing r esulting from passengers 
leaning against the motorman's air-brake valve in the vesti
bule. In order to eliminate this source of claims a small 
leath er cap, somewhat similar to a dice box, has been 
permanently attached to each motorman 's valve. \Vhen the 
valve handle is r emoved the motorman places the cap 
over the valve, thus protecting the passengers' clothing from 
oil that may have accumulated on it. A nother apparently 

• small thing, which has materially added to the efficiency in 
air-braking on th e cars operated by this company, is th e ap
plication of a small set screw in the valve handle. As the 
socket in the handle shows wear it may be taken up by 
tightening this set screw. This adjustment permits better 
braking and lengthens th e life of th e valve handles. 
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Single-Deck and Double-Deck Prepayment Cars 
for Vienna 

T he Article Describes Some Single-Deek Motor and Trailer Cars with Separate Exits and Entrances and a Double
Deck Drop-Platform Car with One Inside Stairway to the Upper Deck 

In accordance with the design of Ludwig Spangler, man
ager , the Vienna Municipal Rai lways has recently placed 
in operation 262 new single-truck two-axle cars and one 
trial double-deck car of the types shown in the accompany
ing drawings and halftones. Both types of car are notable 

Vienna Cars-Inside Views of Double-Deck Car, Showing 
Bottom and Top of Inside Stairway 

in Continental practice fo r the use of single-arc!i roofs 
and separate paths for entering and departing riders. 

SINGLE-DECK CAR 

T he principal data with reference to the single-deck cars 
are as fo llows: length over all, 35 ft.; length over the 
platforms, 32 ft.; length of car body, 19 ft. 6 in.: maxi-

I ~ -~ ,, ' - '·s· . ~'~---rr---7u 
., -..----- ., 

forty-two to fifty-six passengers; weight of car, inc 1.uci iug 
electrical equipment, 27,7 20 lb. , and without electrical 
equipment, 18,700 lb. 

When operated on city sect ions the exi t and entrance 
doors on one side of the rear platform are kept opened 
back to back behind the dividing post, whereas the sliding 
door on the opposite side is usually closed. The doors on 
the front platform are the same, but in this case the double 
doors are closed and the sliding door is open, this exit, how
ever, being obstructed by a chain when it is not in use. 

In Vienna cars a re operated to permit entrance and exit 
on the left side when facing the direction in which the 
car rul!s. Passengers who depart by way of the rear plat
forms use the ais le nearer the bulkhead marked "Aus,'' 
while boarding passengers use the outer ais le marked 
"Ein." 

T he ex it and entrance steps on the conductor's platform 
are 25 in.' each, the width of the common doorpost being 
3¼ in. The exit step outside the sl iding door is 28 in. 
wide. The body openings are provided with double doors 
which slide into individual pockets. The dear opening 
between these doors is 35.½ in. The seating arrangement 
calls for a double cross seat 37 in. wide on one side and a 
single cross seat 19.½ in. wide on the other, leaving a clear 
aisle width of 25,½ in. In order to avoid congestion near 
the platforms, short seats but of transverse type a re placed 
against the bulkhead in each corner. 

T he single-arch roof not only saves weight but also gives 
the ample package room desirable on a car for interu:-ban' 
service. Ventilation is provided by movable sash in the 
upper part of the side w indows. The bulkheads and vesti
imles have drop sashes. An interes ting feature of the ves
tibule glazing is that the central window has an upper 

-

Vienna Cars-New Motor Car of Flat-Arch Roof and Vestibuled Platform Type Hauling Two Trailers 

mum width, 7 ft. 6 in.; length of platform, 6 ft.; distance 
between the individual axles, 1 I ft. 10 in.; diameter of 
wheels, 32 in.; height of platform above the top of the rails, 
31 in.; height of car floor above the rails, 37,½ in.; seat
ing capacity in cross seats, twenty-two, and standing room 
for ten persons each on front and rear platforms with per
mission to add two more on the back platform and twelve 
in the car body, thus giving a total capacity varying from 

sash adjustable for any angle, which can be used as an 
awning to prevent rain and snow from interfering with 
the view of the motorman. This scheme has proved so 
efficient that no squeegees are required for cleaning win
dows. 

The cars are electrically heated, the control switch being 
so arranged that the temperature is maintained from 7 deg. 
to IO deg. C. above that of the atmosphere. The motors 
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~1e of the interpole type rated a t 55 hp each at 750 volts on 
au hourly basis. The braking equipment consists of Ack
ley hand brakes, geared 14 :34, and Chaumont slack ad
justers. In regular operation a solenoid brake is used. 
Means are provided whereby the motorman can sand the 
track behind the car in case of running backward on a 
grade. Each motor car is capable of hauling two trailers 
weighing 5.8 tons each empty and ca rrying twenty-two 
seated and twenty-four standing passengers. 

DOUBLE-DECK CAR 

The Vienna Tramways has also built one double-deck 
car, which has the same width and length, door arrange
ment, motor equipment and wh eel and axle layout as the 
single-deck cars. The seating arrangement, however, is 
quite different, owing to the fact that the stai rway to the 
upper deck is pla'.ced in the center of the car instea~ of on 
the platform. Plans of both decks are presented. The 
roof is of foe single-arch type with the same venti lat ing 
system as that of the single-deck car. The height of the 
car is 16 ft". 

The accompanying views of the lower and upp er decks 
show the position of the stairway and the character of th e 
seating. The drawing of the end section indicates that the 
stairway is divided into three parts. This stairway is 
placed perpendicular to the longitudinal axis of the car in 
order to minimize the discomfort and possibility of accident 
due to sudden stopping and starting. It is constructed 
with an intermediate platform from which two a isles lead 
to the upper deck to enable incoming and outgoing passen
gers to choose separate routes. The lower deck seats six
teen passengers longitudinally and four transversely, while 
the upper deck contains thirty-two cross seats, to which 
room for twenty standing passengers on the two platforms 
should be added, thus giving a total of seventy-two passen
gets with a few extra standing places in emergencies. 
Smoking is permitted on the upper deck. 

COMPARISON OF THE TWO TYPES 

The weight of the double-deck car for seventy-two pas-

double-deck car is 594 lb., compared with 920 lb. fo r a 
two-car train or 814 lb. for a three-car tra in. If the total 
seating and standing capacity is compared, th e double-deck 
ca r weighs 427 lb. per passenger , the single-deck ca r w ith 
a trailer 462 lb, per passenger , and the three-car train 400 
lb. per passenger. Howeve r , while the three-car train 
weighs less per passenger than the double-deck car, it occu
pies a length of IOI ft. compared with the 34-ft. 9-in. length 
of the double-deck car. 

Mr. Spangler beli eves that thi s compari son demonstrates 

Vienna Cars-Plans of Upper and Lower Deck of Double-
Deck Car with Inside Stairway 

that a double-deck motor car has many advantages from 
the standpoint of economy, especially as it can also haul a 
double-deck trailer. The saving is particularly important illl 
Fhe case where such cars can be handled by a single con
ductor, as in cities with single fares and without transfer 
privileges, on railways where the stops a re not too frequent 
and, in genera l, on lines where the interchange of passen
gers is not excessive. The fact that the double-deck car 
requires less ground area for a given capacity relieves 
the streets and affo rds a saving in carhouse construction. 
Fo r the clouhle-deck car there a re seven passengers per 

Vienna Cars-General View and Cross-Section of Double-Deck Car with Inside Stairway and Separate Entranc~ and 
Exit on Rear Platform 

sengers, including electrical equipment, is about 14 tons , 
whereas a train consisting of the motor car and two of 
the company's lightest trailers weigh 18.4 tons for eighty
eight passengers. The lightness of the double-deck car is 
due to economy in the weight and size of non-essential 
parts, to the use of stationary windows ( which are re
moved from the upper deck in summer) and to the em
ployment of aluminum panels. The weight per seat of the 

meter (39.37 in. ) length, and for ordinary motor cars or 
trains only 4.22 to 4.32 passengers per meter. 

In two communications to this journal, Mr. Spangler 
writes that the single-deck cars with separate entrance am1 
exit which the Municipal Railways have had in use for 
several years have lowered the time of passenger inter
change from 1.7 seconds to 1.3 seconds per passenger, a 
gain of 25 per cent over cars with no separate exit and 
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entrance. T hese ca rs are not operated on the prepayment 
plan, howeve r, because of the very complicated fare sys
tem which is used in Vienna. 

T he double-deck car has been in daily use since .March 
15 on a radial line which is crossed by several belt lines. 
T his condition r esults in a heavy transfer traffic, which 
has been accentuated by a g r eat deal of curiosity riding. 
The car has given the public gr eat sa tisfaction, especially 
as the upper deck is so pleasant for sightseeing. Motormen 
find it easier to handle this car than thev do a train as it 
rides better and can be accelerated and b;aked with greater 
ease. T wo conductors have been employed so far because 
four different fa res a re in use and the transfer traffic 
amounts to 50 per cent. During non-rush hours, however, 
only one conductor is necessary. The conductors find the 
double-deck car super ior to train operation in that no time 
is lost in waiting for signals from the trailer car. The 
time for loading and fo r unloading at terminals is nearly 
1.2 seconds per passenger ; elsewhere it is 1.3 seconds per 
passenger. In both cases this fi gure is about IO per cent to 
12 per cent more than fo r a two-car train. This difference 
is not large and, it is thought, is more than offset by the 
quieker acceleration and braking and by the elimination of 
the trailer signal. F urthermore, th e time saved at t erminals 
without loops is another important advantage of a double
deck ca r as compar ed with a train of motor car and 
trailer. No diffe rence has been observed between th e 
ave rage speed of a double-deck ca r and that of a train 
made up of a motor car and trail er. It is planned to try 
the double-deck car, later on one of the busiest streets. 

Acknowledgment is due to E lelit rischc K raftb etricbe und 
B ahn cll fo r the halftone views and pa rt of the data in this_ 
article. 

WHEEL AND AXLE PRACTICE IN NASHVILLE 

T he Nashvi lle Rail way & · Light Company is finding it 
profitable to purchase its heat-t r eated axles in the billet 
and turn them in its own shop. After four years ' experi
ence with this method of purchasing axles it has been 
found that a saving of $2.50 can be made on each 4¾ -in. 
axle renewed. The billets are purchased fo r approx imately 
$5.50, and the eost of turning is $5 per axle. In addition 
to the saving, the plan also enables the mechanital depart
ment to employ continuously an expert machinist who is 
available for other shop work. Another advantage is that 
all axles may be purchased of one size and turned to fit any 
wheel bore. 1'< 

For boring wheels the company has purchased D avis ex
pansion boring bars in three sizes, namely, 3 in. to 4 in. , 
4 in. to 5 in. and 5 in. to 7 in. T hese bars ar e changed 
fo r each 1-in . variation in the cutting so that all chatter is 
eliminated and the bars are not subj ected to over-strain. 
The boring-mill table is being r evolved at 24 r.p.m. with 
good r esults, so long as the size of the bar is changed for 
each 1-in. variation in the cutting. 

Other wheel practice included the use of single-life 
ro lled-steel wheels 33 in. in diameter. These were selected 
to g ive considerable clearance between the motor frames 
and the paving, this being necessary in Nashville. Rolled
steel wh eels are not being used to r eplace chilled wheels 
on single-truck cars, however , as it was found that with 
the larger wheelbase of the single-truck cars there was 
consider ably more squealing with the rolled-steel wheels 
than with the cast wheels. The steel wheels are applied 
t@ the 4¾ -in. axle with a 6-in. wheel seat at 50 tons 
pr essure, and no loos_e wheels have been detected during 
fou r years' experience. When the wheels are removed the 
pressure used is 120 tons. All wheels are purchased in car
load lots, the empty car being loaded with old wheels 
which have been held in storage until new ones have 
arrived. 

"WITH THE BLINDERS OFF .. 

BY A FORMER RA ILWA Y M A NAGER 

As a novel idea let me suggest that it would be an excel
lent thing for his employers, hi s subordinates, the general 
public, his customers and himself if the operating head of 
a public utility company, or the head of any department 
of it that comes into direct contact with the general public, 
could be banished to private life for six months or a year 
and made one of that public so far as his ideas are con
cerned. 

I have had this rubbed into me very strongly this past 
year, and I venture it as a matter of personal experience 
and as one well worth consideration in these times of un
rest in the dealings between the public and its privately 
owned and operated utiliti es. I am an old operator of 
public utilities-electric railways, central station lighting 
and power plants and gas works. I have been considered 
very successful in my work, especially in regard to my deal
ings and relations with the municipal a uthorities, the gen
eral public, and the employees. But since my retirement to 
pri vate life and my becoming a member of that general pub
lic I have learned a whole lot of the other side. My ideas 
have become broadened and my vision more clear and 
comprehensive, and I believe that were I again to take up 
the management of public utilities I should be of much 
greater value to my employers than heretofore, and I am 
only an average man o f middl e age. 

About the time that I left the business, a year or so ago, 
I felt that I could see matters pretty clearly from all angles, 
and I think that I had a clearer conception than most in 
my position, for the matter has always been a fad with me; 
but the trouble was that I did not realize the situation 
strongly enough to make me act on it in the proper way. 

This was not because I did not realize certain necessities 
and conditions and viewpoints on the parts of the general 
public and the employees, nor was it because care and 
thought and attention were not constantly given to the sub
j ect. These points oceupied my attention much more than 
the routine work of operating, which is only a matter of 
close and intelligent supervision of results obtained from a 
well-organized and properly departmented force of em
ployees. And this viewpoint of the public, despite the 
general public belief to the contrary, is the major proposi
t ion of every intelligent executive. It is the skeleton at his 
every feast, the old man of the sea that rides his back 
sleeping or waking. 

The trouble with me was-and it is the trouble with many 
otherwise good executives-that the full viewpoint of the 
"other man" was an impossible one to me so long as I held 
my position and acted in it. I was, metaphorically, like a 
horse in blinders. My view was limited to a narrow streak 
straight ah ead of me, and, instead of my eyes being able 
to roam over the whole landscape and see all things in their 
natural color and form, they were limited to a little, 
stra ight section. All outside that streak , was invisible or 
blurred and distorted. 

And thf.se blinders were a fi xture so long as I held my 
position and fulfilled its duties. They are the results of 
the business environm ent in which every local executive 
finds himself, and their origin is the one constant view
point forced on him by that business environment. 

From above there is the constant prodding to obtain more 
and more favorable financial results from the property that 
he manages. If th9se results have been poor from the 
standpoint of the owners, he is urged to make them good; 
if they are good, he is urged to make them better, and that 
"better" is used as a lever to make them a record. This 
is merely one of the phases of our present forcing system 
of development. It may produce good results in private 
businesses, but it is not an unmixed good in public utilities, 
either publicly or .privately owned or operated. 
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From around him there is the constant complaint and 
suggestion of the patrons from their extreme viewpoint, 
often erroneous, often unreasonabl e, often unjust. 

From below come the continuously intermittent demands 
or objections of the employees, often sel fi sh and inequitabl e, 
very often untimely and ill-advised. 

Between the three, th e manager is a lmost always com
pelled to choose that of the owners, for his bread and but
ter seems to depend on his pleasing them and giving the 
results they demand. Then, unconsciously, he is led to re
gard the other viewpoints as wrong-generally intentionally 
so. And the pity of it is that under that constant urging 
and pressure the main assets of the utility are apt to be lost 
sight of or to be but dimly seen or appreciated by the ex
ecutive. Those main assets are a satisfi ed and favo rable 
public and a loyal and contented force of employees, and 
the beauty of these assets is that while they are intangible 
as to dollars and cents value they are the assets that not 
only finally give the best pecuniary returns but that add 
more to the actual value of the plant than does its whole 
physical property. It seems strange that this is not more 
fully realized or that, being realized, it is not more fully 
acted upon. It must be remembered, however, that the local 
operator or manager is not the only one that wears blinders. 
The owners and bondholders not only seem to wear very 
large ones at times but to add smoked glasses to the outfit. 

Now, it is of no use for anyone to try to tell me that 
these assets are impossible or even excessively difficult to 
obtain or retain, even in some ve ry unlikely localiti es. I 
know better by actual experience in many divergent section s 
of this country. Notwithstanding my blinder myopia I have 
achieved them with fair success in every community where 
I have remained long enough to put my ideas into full 
practice. 

You will hear that it is ''impossible to please th e public; 
the more you cater to them the more they will require of 
you." You will also hear that it is "unwise as well as im
possible to satisfy the employees; as fast as you give them 
the inch that they demand they will insist on the ell." 

That is simply bosh! I have tried it and found the con
trary in every case. This classification into "public" and 
"employees" is a survival of feudal ideas and has done more 
harm than even the masses and classes slogan of the dema
gogue. You and I and all of us are the public to anything 
in which we are not directly interested as owners or em
ployees. As an electric-light man I was one of the public 
as regarded telephones, telegraphs and steam railroads, and 
with reference to them I never felt .that I or those of my 
friends or acquaintances similarly situated were either 
fools, knaves or ingrates. The public is you and I and 
millions of other plain Americans just like us, and there is 
a mighty small percentage of us that will not respond in 
kind to just, equitable and courteous treatment or that will 
not feel and act in the reverse way where our treatment 
is also of the reverse description. This applies to indi
viduals, firms and private and public corporations and 
whether we are treated as individuals or as a class. 

And most of us are employees also-employees of some 
one or something-and there are few of us that will not re
spond in kind to justice, equity, courtesy or a little liberality 
from our employers. \Ve may kick a little and talk a 
whole lot if the shoe sometimes pinches us, but if we have 
been the ones to make the misfit there is seldom ill feeling 
back of the talk, and if there is, we can always trust the 
public to sense the difference between a "grouch" and a 
genuine grievance. A genuine grievance always has facts 
back of it. These facts may be dimly perceived or under
stood, but they are felt and that is all that is necessary to 
most of us, for we seldom take the time or effort to visual
ize very exactly or thoroughly. As a rule we leave that 
important part of our work to incompetent hands, such as 
our favorit e (political) newspaper or our public represen
tative. 

And it is these dim matters, lurking in the back of our 
minds, that it is impossible for the local executive of a 
public utility to realize fully so long as he remains in con
tinously act:ve discharge of the duti es of hi s position, H e 
may really feel the same as one of the public toward 
other public utilities than his own, but unl ess he is a 
superman hi s business environment prevents him from 
recognizing that the matters which lead him to have ce r
tain feelings toward other public utiliti es are a lso adjuncts 
or attributes of hi s own business. 

I know this to be true, fo r, despite fla shes of int elli 
gence and clear conception as to the r eal viewpoint and at
titude of the public and the employees, some urgency of th e 
business, some attitude of the owners or security holder s, 
or some act ion of the public, the municipality or the em
ployees, would cloud the situation to me and fo rce the 
blinders back into position. 

T he moral to the public and to the employees is this: 
T he apparent fault of your local utility or utiliti es may 
often be a misfortune of which they are unaware. It lies 
largely with you to di ssipate that mi sfortun e or that vi ew 
of it, or, at least, to gi ve the opportunity for that dissipa
tion. T ry the idea of looking at the other side of the 
shi eld. Come down to cases, and bring facts, not fancies , 
to back up your grievances. Do not break loose in news
paper, council-chamber, legi slature or court s until you 
have tried direct, practical, sensible and courteous busi
ness appeal to the principal s of your public utilities. That 
much is due to yourselves as well as to the utilities. for, 
individually, you are san e, just and courteous in your 
dealings with one another, and you must be the same 
to those who operate or manage your utilities; or you at 
once place yourselves in the wrong posit ion. A nd you di
rectly owe it to them to do thi s until, or unless, they have 
absolutely proved themselves impervious to truth, to di s
passionate facts and to ordinary business courtesy-until 
this happens you have not fully done your share; 

As a coroll ary to th e above it might be insist ed that it 
would be the proper and correct thing to give the public an 
opportunity fully to appreciate the other side by admitting · 
it to the councils of th e utility. But I am a fraid that the 
time is not ripe for that, and such a course might be pro
vocative of a littl e confusion in the management. The 
average American is born with an intuitive and complete 
knowledge of three things-how to manage a baseball 
team, how to edit a newspaper or magazine and how to 
operate a public utility, so that the probabilities a re that 
in any city of roo,ooo adults there would be 99,999 diverg
ent , inexpert opinions on any one of these subjects (the 
other one being the actual manager), and this would be 
liabl e to produce confusion. 

And the owners, operators and managers of public uti li 
ties have also something to learn. It is this: Shake off 
those blinders, open both eyes to the real fact s, take every 
opportunity to go round to the other fellow's side of the 
shield and take-or give- time enough to study it thor
oughly and minutely, time enough to obtain a clear and 
true view of it in its smallest detail. Only by thus doing 
can you obtain that clarity and completeness of vision of 
the whole situation that will enable you to deal with it 
equitably and justly and with advantage to yourself, your 
property and th e public in general. 

Take the blinders off yourselves, your agents and your 
subordinates, and keep them off no matter what you may 
find by doing so. You may have some things revealed to 
you that you do not like to see. But it is better so than un
expectedly to bruise yourself over them when you blindly 
stumble against them. 

I have personally proved to myself and others that " in 
· the country of the blind the one-eyed is king," and I am 

only sorry-for my employers, my professfon and myself
that I did not shake off the blinders long ago. In that case 
I might have become a Tzar! 
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Municipal Responsibility for Strike Damages 
Digest of Briefs Submitted to United States District Court in Case of Wells Fargo & Company v. Jersey City in 

Which Award for Damages Was Made to tlie Express Company 

The recent Buffalo and Jamestown strikes and the result
ing claims put in against the cities have brought out more 
forcibly than ever the importance of the question of munici
pal responsibility for strike damages. In this connection 
the case of Wells Fargo & Company against Jersey City, 
decided last May, is of inestimable value by virtue of the 
legal light it throws on the issues involved and the ex
haustive citation of cases it gives on the various points. 

On May 10, 1913, Jersey City was found guilty by the 
jury in the United States District Court at Newark because 
of the failure of · the city to give adequate protection to 
\V ells Fargo & Company during the express drivers' strike 
in 1910. The facts brought out in the trial case were that 
the company was a corporation organized under the laws 
of Colorado and a citizen of that State, but authorized to 
do business in New Jersey by permit of that State. It was 
engaged in a general express business between points in 
New York and New Jersey and various points throughout 
the country, in the carrying on of which it maintained its 
principal depot office at Jersey City in the terminal of the 
Erie Railroad Company, and its stables for the accommo
dation of its horses and wagons on Pavonia Avenue, Jersey 
City. All of its business for the district of New York City 
was handled by means of these wagons and horses. Evi
dence was submitted showing that upon Oct. 26 and 27, 
1910, its drivers and helpers, not on strike themselves, were 
prevented from doing their work by fear of violence from 
mobs and disorderly crowds on Pavonia A venue, Jersey 
City, and that from that time until Nov. 14, 1910, business 
was interrupted and partially destroyed and other property 
injured and destroyed by mobs and riots in Jersey City. The 
Mayor of Jersey City was notified of this disorder and the 
police force was doubled and night and day shifts put on, 
but notwithstanding these facts, the provisions were inade
quate to restore order and the disorderly conduct and riot
ing continued. From additional evidence the jury found 
that the company was prohibited from doing its normal 
business during this period, and that because of such mobs 
and riots the physical property was destroyed to the value 
of $300 and the intangible property, the business of the 
plaintiff, was damaged to the extent of $43,000, which 
amounts were reductions from the respective claims of the 
company of $512 and $87,500. 

The principal questions before the court were of course 
whether any damages could be collected and, if so, their 
amount. The brief presented by the plaintiff is a well-con
structed digest of the law on these points. It centers largely 
around the questions of municipal responsibility for actual 
physical damages and municipal responsibility for losses 
sustained by "business" in general, most of the dispute be
ing waged around the second point. The company's attor
neys in the case were Collins & Corbin, Charles W. Stock
ton and John H. Mooers, of Jersey City, N. J. 

The statute under which the express company brought 
suit is very similar in wording to statutes which are in 
force in other states, and references to these statutes in a 
number of instances were made in the brief. The purpose 
of all of these statutes, as expressed in their preamble or 
as defined by the courts, is to compensate for injury to 
property in consequence of mobs or riots and to discourage 
mob violence. According to the brief they are "remedial" 
in character. Hence, as determined in several decisions, 
such as· Marshall v. City of Buffalo, 50 App. Div. 149; 64 
N. Y. S. 4u; Spring Valley Coal Co. v. City, 65 Ill. 571, 
590; Pittsburgh, C., C. & St. L. Ry. v. Chicago, 242 Ill. 178; 
89 N. E. 1022; City of Chicago v. Penn. Company, 119 Fed. 

497, the law demands a liberal construction sufficient to 
effectuate the purpose of the statutes. In this case the 
claim was made by the plaintiff that the property protected 
by the act was all kinds of property that might be injured 
or destroyed by mobs or rioters. The act fails to specify 
particular classes of property, but says generally that recov
ery may be had for damage to "any buildings or other real 
or personal property." This, the brief says, is broad lan
guage, and there seems to be no justification for any limi
tations or exceptions. If, in the construction of the statute, 
recovery is limited to compensation for injury to real estate 
or tangible property, and other property rights are excluded, 
it is tantamount to a declaration that the Legislature in
tended that mobs might wreak their spite upon property 
rights so long as they abstained from injuring physical and 
tangible property. In Palmer v. City of Concord, 48 N. H. 
2 I I, it was held that business is property and entitled to 
equal protection with other classes of property. The city, 
however, maintained that the business of \1/ ells Fargo & 
Company and the right to carry it on in Jersey City was not 
property or a property right having a situs there and there
fore it was not property within the purview of the act in 
question. 

On this point the brief says, in part: 
"The peculiar nature of the business and the property 

rights of express companies has received in several cases 
the consideration of the Supreme Court of the United 
States and its various aspects have been defined. The lead
ing case on the subject is Adams Express Company v. 
Ohio State Auditor, 165 U. S. 194, 41 Law Ed. 683 ( 1896). 
This case is the first in which the Supreme Court upholds 
the application of the unit theory of taxation in respect to 
express companies, in ascertaining the value of the capital 
stock of an express company and apportioning such a part 
thereof to a particular state for taxation as is represented 
by the ratio between the mileage operated by the express 
company in that state and the total mileage operated every
where. The use of express companies' tangible property in 
a particular state in connection with the entire property of 
the company scattered throughout the country resulted in 
the creation of an additional value and was an asset to the 
company as a whole. This additional intangible value was 
considered by the states to be property having a situs where 
the tangible property was used. 

"In the Adams Express Company case the court said: 
'No more reason is perceived for limiting the valuation of 
the property of express companies to horses, wagons and 
furniture than that of railroad, road, telegraph and sleep
ing-car companies to roadbed, rails and ties, poles and 
wires of cars. The unit is a unity of use and management, 
and the horses, wagons, safes, pouches and furniture, the 
contracts for transportation facilities, the capital necessary 
to carry on the business-whether represented in tangible 
or intangible property-in Ohio, possessed a value in com
bination and from use in connection with the property and 
capital elsewhere which could as· rightfully be recognized 
in the assessment for taxation in the instance of these com
panies as the others. 

"'We repeat that while the unity which exists may not 
be a physical unity, it is something more than a mere unity 
of ownership. It is a unity of use, not simply for the con
venience or pecuniary profit of the owner, but existing in 
the very necessities of the case-resulting from the very 
nature of the business.' 

"Continuing this thought the Supreme Court said: 
" 'The property taxed has its actual situs in the state, 
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and is therefore subject to its j urisdiction. P ullman Palace 
Car Co. v. P enn., 141 U . S. 18, 22 (35 :613, 3 Inters. Com. 
Rep. 595); Taylor v. Secor ( "State R. T ax Cases") 92 U. 
S. 575 (23 :663) ; Minot v. Phila. W . & B. R. Co. ( Delawa re 
R. Tax) 85 U. S., 18 W all U . S., 21 Wa ll 492 (22 :595) ; 
Columbus S. R. Co. v. Wright, 151 U. S. 470 (38:238) .' 

"Other cases. in which th e Supreme Court has affirm ed 
the right of states to t ax intangible property of this nature 
a re Pittsburgh, C., C. & S. L. Ry. Co. v. Backus, 154 U. S. 
429; W esterrt Union Telegraph Company v. T agga rt, 163 
U. S. 1; Adams Express Company v. Kentucky, 166 U. S. 
171." 

On the bas is of these deci sions it was cla imed that W ells 
F argo & Company, conducting a general express business in 
several states and using for tha t purpose horses, wagons, 
equipment and other personal property which was kept in 
those states, had, in addition to that tangible property, cer
tain intangible property and rights which had a situs 
where the tangible property was situa ted and th e work was 
done, which were an asset and a thing of value in addition 
to the actual tangible property employed, which were sub
ject to taxation, and, as a necessary coroll ary, entitled to 
protection. It being thus determined that \Velis Fargo & 
Company had intangible property in J ersey City over and 
above their tanglible property, the next point involved proof 
of damage done. The damages to the t angible property 
were easily shown, but the municipality st rongly opposed 
any recognition of its responsibility for any loss to the 
company's intangible property or so-called "business." 

On this point the brief quotes from in re J acobs, 98 N. Y. 
105, where the Court of Appeals of New York held : 

"The constitutional guaranty that no person shall be de
prived of property without due process of law may be vio
lated without the physical taking of property for public 
or private use. Property may be destroyed or its value may 
be annihilated. It is owned and kept for some useful pur
pose, and it has no value unless it can be used. Its capabil
ity for enjoyment and adaptability to some use are essential 
characteristics and attributes without which property can
not be conceived, and hence any law which destroys it or its 
value or takes away any of its essential attributes deprives 
the owner of his property." 

Other cases quoted in which "property" was held to mean 
the owner's rights to the use of things were ex partc 
Koser, 60 Cal. 210; ex parte Law, 35 Ga. 294; Braceville 
Coal Co. v. People, 147 Ill. 71 ; Law v. Rees Printing Co. , 
41 Nebr. 146; Smith v. Furgish, 68 N . H. 123; W ynd
hamer v. People, 13 N. Y. 378; Griffith v. Charlotte, etc., 
R. R. Co., 23 S. C. 25. The conclusion reached from these 
cases was that the legal effect of depriving one of the use 
of his property is to take or destroy th~ property itself, and 
this applies both to real and personal property. 

The municipality objected to the introduction of t esti 
mony as to the amount of business done by the plaintiff fo r 
the period from Sept. 1 to Oct. 25 for the year 1910 and the 
same period for the year prior and the year subsequent to 
1910, also to the introduction of testimony showing th e 
plaintiff's business from Nov. 14 to Dec. 31, 1910, and th e 
same period for the year prior and the year subsequent to 
1910, and to the further showing of the business done by 
the plaintiff from Oct. 26 to Nov. 14, 1909, 1910 and 1911 , 
being the year prior and the year subsequent to th e period 
in which the plaintiff claimed an interruption of and dam
age to its business, as well as the period itself in which the 
interruption occurred, also to the other tabulations showing 
the business of the company for the years 1906 to 1911, 
inclusive. This testimony was admitted, however , as th row
ing light on the value of the property. 

In conclusion, the brief, says : 
"The intangible property of the company had its situs 

in Jersey City in that it was an inseparable part of the 
physical property which had its situs in J ersey City. T he 
destruction of and injury to the use value of the pla inti ff's 

property by reason of riotous mobs is as clearly with in the 
contemplat ion of th e Legisla ture as the phys ica l des truction 
of the wagons which we re burned in th e street s by the 
mob, since the use value was an integral part o f the va lue 
of the physical property which arose from its employment 
in t he business. Th e entire destruction o f th e phys ica l 
proper ty, or merely the prevention of its me, would equa lly 
destroy the use value which inhered in its employment in 
the business. T he right to use peaceably its property in the 
transaction of its busin ess was inju red and the actual use 
o f the property des troyed, and in th e dest ruction of the use, 
the va lue dependent upon the use \\"as a lso destroyed. T he 
measure of damages for the destruction of the use value of 
the property was the revenue which the pla inti ff would have 
derived from the use of its property fo r the period of tim e 
for which the use was des~royed as shown by th e t est imony 
ment ioned abov e. Th ese we re th e injuries in consequ ence 
of the mob or riot and the damages susta ined by reason 
thereof. 

"To summarize, the law as laid down by the Supreme 
Court of the U nited States in th e cases cited by the com
pany is as fo llows : 

.. ( 1) T he property of an express company engaged in 
transportation among the several states may be taxed by 
each of those states at a valuat ion greatly in excess of the 
combined mark et value of th e sepa rate pieces of physical 
property. 

.. (2) T his increased valuation a r ises from th e unity of 
use of all the property of th e company and has its situs 
where the phys ical proper ty is used. 

"(3 ) T he use value of such property is to be measured by 
th

1

e t ra ffi c in which it is employed and th e gross earn ings 
de rived from such traffic . 

"Furth ermore, a destruction o f the use of such prop
er ty is a destruction of part of the property it self and the 
measure of damages is the loss of r eyenue which would 
have been r eceived from th e use of th e property in the 
business in which it was employed. 

''No fin e-spun theori es about situs should interfere to pre
vent la rge corporations whose property is taxable in many 
states from requiring of each state such measure of pro
tection as the use value as well as th e actual value of thei r 
property in these states r equires." 

DIESEL ELECTRIC CARS IN SWEDEN 
In the fo reign revi ew of Th e J ouma.l of the A. S. M. E. 

an account is g iven of th e D iesel engine-d riven motor cars 
which were recently installed on the Swedish ra ilroads. 
T he ca rs a re designed to run at a maximum speed of 37 
m.p.h. and take car e of two tra ilers, weighing together 33 
short tons. T he power equipment consists of a six-cylin
der, 75-hp D iesel engine, runnin g a t 700 r.p.m. , and a di
rect-connected 50-kw, 440-volt, d. c. generator , supplying 
current to t wo 30-hp motors. T he D iesel engine is of the 
fou r-st roke cycle typ e. with six working cylinders and one 
pump cylinder supplying compressed air for sta rtin g the 
engine and fo r fu el inj ection. The air fo r the brakes is 
suppli ed from a separate pump. T he fu el tank is des igned 
to hold fu el fo r a n m of 745 miles with two trailers attached 
to the motor car . 

A car was tested in May, 1912, in runs between the sta
tions Enkopi ng and Heby, a distance o f 23 mil es. Be
tween these two stat ions there wer e fi ve interm ediate sta
tions at which stops were always made. T he fo ll owing data 
as to consumpt ion of crude oil are g iven : \Vith motor 
car alone, weight of t ra in 29 short tons, speed 24.8 to 27.9 
m.p.h., the fuel consumption was 0.842 lb. per tra in mi le. 
\i\Tith motor car and trailer , weight of t rain 44 short tons, 
speed about 25 m.p.h. , the fu el consumpt ion was 1.07 lb. pet 
train mile. With motor car , one passenger car and two 
freight cars, train weight about 60 tons, speed 21.7 111.p.h., 
the fue l consumption was r.21 lb per t rain mile. 



188 E LECTRIC RAILWAY JOURNAL [VoL. XLI I, No. ::, -

ROSE CARNIVAL IN PORTLAND, ORE. 

During the week of June 9 the seventh annual Rose Car
nival was held in Portland, Ore. One of the largest fea
tures of the fest ival was the electri c parade, held on June 
IO and June q. Each year the decorated electric cars of 
the Portland Railway, Light & Power Company have been 
made more and more elaborate, and the last parade is 
claimed to have been the most elaborate and gorgeous ever 
pr esented. The parade was headed by the officials of the 

water fa ll , which, revolving, would make the tinsel look 
like water coming over the falls. 

The first float was the ''King's F loat," representing the 
King of the Carnival. The second was the "Title F loat,'' 
which bore the words: ''Flowers and Gems of Oregon," 
and each float following represented a flower and a gem. 
Bes ides th e ones r eproduced . there were floats r ep resenting 
such combinati ons as "Chrysanth emum and Amethyst,'' 
'·Cat's-eye and Ge ranium," "Agate and Poppy," "Lotus and 
Pea rl, " "The T iger Lily,'" ''Emer ald and , v istaria," 

Portland Rose Carnival-Trolley Floats Representing "Flowers and Gems of Oregon" and "Rose and Onyx" 

Rose Ca rni val in seve ra l decorated automobiles, fo llowed 
by a large band, and between each of th e floats were bands, 
marching. 

T he floats were built on single trucks, on which a per 
fect ly fl at body had been built. Part of the floor was low
ered in the front end almost even with the track, and this 
lower ed portion cont ained the controller and a place for 
the motorman. T he cars we re single-ended and equipped 
with two old motors each-W.P-3os and GE-Soos. On 
these platfo rm s the fl oats we re built , composed of papier
mache, tinsel, plaster of paris and paper shapes. These 
designs were built onto the floats and a rti stically painted, 
and colored lights and bulbs of diffe rent shapes were used 
to carry out the designs. T he lights varied from 700 to 

''Pansy and Diamond,'' and many other equally beautiful 
groups. 

T he motorman on a ll floats was concealed in the figure 
in the front of the car, which had small openings covered 
with white scrim, through ,vhich he could see but not be 
seen. T he sides of the ca rs were draped close to the track 
with painted designs, and the only part of the car itself 
that could be seen was the end of the trolley pole, which 
extended out of th e rear end of the float. Each car had 
two pages, dressed in red costumes, one to watch the trol
ley and the other to give orders to the motorman, as he 
could see only straight ahead. 

In many cases mirror lamps we re used to throw light to 
bring out the design, but as the brilliant coloring cannot 

. . 
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Portland Rose Carnival-Trolley Floats Representing "Thistle and Turquoise" and "Rose and Sapphire" 

1200 lamps on each float, and the floats cost from $1,000 to 
$2,000 each. 

Quite a number of the float s had movable parts, wl1 ich 
were belted up from the axle. On float No. 12, "Thistle 
and Turquoise," a rose-entwined swing was in the circle 
with a little girl seated in it. This swing was connected to 
the bird's mouth by a cord of roses, and as the swing moved 
back and forth the bird's head would move as if pulling 
the swing, and its beak would open and shut. On float No. 
4, "Rose and Onyx," there were revolving lights of differ
ent colors on a corkscrew shape behind the tinsel in the 

be reproduced in the photographs they hardly do justice to 
this very beautiful and artistic pageant. 

A scheme of electric underground railways for Milan 
is now in progress, while similar plans for Genoa and 
Naples are also about to be adopted. At Genoa it is 
proposed to run a 64-mile d.c. line from Sampierdarena 
to emerge at Quarto in the east. Of this route s¼ miles 
will be underground. There will be sixteen stations in 
the principal quarters of the city. T-rails, weighing 93 lb. 
per yard, will be used. The cost will be $6,250,000. 
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COMMUNICATION 

TRAFFIC CONDITIONS IN NEWARK 

93 N ASSAU STREET, NEw YoRK. 
July 28, 1913. 

To the E ditors: 
In your issue o f July 26 you comment adve rsely upon my 

report with reference to the proposed tro lley terminal in 
Newark. In a measure your comment misrepresents the 
situation ther e. T he proposed terminal has no t been put 
forward primarily for interurban t raffi c. T he amount of 
essentially interurban traffic handled on the streets of 
Newark is almost negligible as compa red with the traffic 
within the 5-cent zone. T rue, a great deal of the 5-cent 
traffic comes from outside the cor porat e boundaries of the 
city of Newark, but that does not make it interurban traffic. 
The traffic coming from Kearney, Montcla ir, Bloomfield, 
the Oranges, etc. , is strictly urban street ra ilway t raffic and 
is handled and should be handled in the same manner as 
traffic originating within the city limits of Newark. My 
report does not present a rguments against a terminal for 
interurban traffic , but I state that in my opinion there is 
altogether too little of such traffic in Newark to war rant the 
construction of this big terminal with its subway and ele
vated approaches. It is true that the down-town st reets of 
N ewark other than Market and Broad Streets ar e not well 
adapted to through operation of ca rs. Neither are th ey well 
adapted to operation into a down-town terminal. T he em
phasis of my report was upon the duty of the city t o modify 
its street plan so as to render possible the adequate handling 
of the traffic problem, present and futur e. Compa ratively 
few street changes are required to afford th e traffi c reli ef 
for which th e proposed terminal was designed, and in . my 
j udgment it is "up to" the city to make these changes and 
to work along the line of the through routing of local traffic 
and the postponement of the construction of an expensive 
terminal with subway and elevated connections un til there 
is sufficient interurban traffic of the kind th ey have in 
I ndianapoli s, D enver and the other cities you mention to 
j ustify the expense. DELOS F. \ VILcox. 

SINGLE-PHASE TRACTION FOR NORFOLK & WESTERN 
RAILWAY 

A decision has now been reached in regard to the system 
o f electric traction to be adopted for the electrification of 
the Elkhorn Grade-Bluefi eld section of th e N or fo lk & 
Western Railway's main line. A reco·mmendation to adopt 
the single-phase system was made by Gibbs & H ill , the con
sulting engineers of the company, a ft er an exhaustive 
analysis of the various systems now in use both in th is 
country and abroad. A careful study was also made of th e 
local conditions involved, and comparisons wer e made of th e 
capital and operating costs. 

The intention is to use 25 cycle, single-phase cur rent at 
a potential of II,ooo volts at the trolley. E nergy wi ll be 
supplied from a power house to be er ected by the railway 
company at B luestone, W. Va., w ith an inst alled capacity 
of 27,000 kw. For transmission purposes the potential will 
be raised to 33,000 volts , and the t ransmission line will be 
carried mainly on the catenary bridges. F eeding points 
will be establi shed at suitable locations along the line. 

In view of the fact that fr eight trains only a r e t o be 
handled, the locomotives, of which ther e will be twenty
four, are to be equipped with motors of th e induct ion type, 
and the control and connections a re to be arranged to give 
three runnin g speeds of approx imately 7, 14 and 28 m.p.h. 
respectively. Special attention is being given to th e ques
tion of regeneration and electric braking on grades, which 
would decrease the wear and t ear on train equipment and 
also under favorable conditions tend to reduce the demand 
on the power house. 

PROPOSED CHANGES IN CHICAGO ORDINANCE 

A letter sent by Bion J . A rnold to a sub-committee of 
the committee on local transportation of the City Council 
of Chicago in refer ence to the proposed merger ordinance 
was mentioned briefly in a recent issue of th e ELECTI<I C 
RAILWAY JOURNA L. In r eferring to the proposed person
nel of the new board, Mr. A rnold sa id that it would be 
necessa ry to pay comparatively hi gh compensat ion to se
cure the kind of talent required by the technical nature 
of the work and that there should be adequate engineer ing 
and accounting r epresentation in th e commission. H e dis
claimed the idea that th e members of th e present boa rd, 
and especially he, were attempting to retain their present 
posi tions and declared in rega rd to his sa la ry as chairman 
of the present board tha t fo r several years pr ior to his 
connection with the board, and when he was able to give 
hi s entire time to professional wo rk, hi s income was mor e 
than four times h is total compensati on now received from 
the board. He added tha t hi s only reason fo r reta ining 
the chairmanship for some time past has been that he felt 
he owed a moral obligation to the public and ra ilway com
panies represented to remain long enough to establish 
firmly the principles of the ordinances. 

T he wr iter took up seriatim the clauses of th e pro
posed ordinance and made certa in const ructive sugges
tions in r ega rd to them. P erhaps the most interesting was 
in connection wi th the a llowance fo r maintenanc e, re
pairs, renewals and depreci ation. vVith the present ra te 
of fare, he said, the minimum amount stipulated in the 
present ordinances for maintenance of the properti es 
should be increased from 6 per cent to 8 per cent and the 
right should be retained by the board to increase the 
percentages for both maintenance and renewals. The let
ter then said, in part, that the maintenance and renewal 
funds should be separately provided for and maintained, 
as in the present ordinances, for the reason that it would 
be but natural for the company to endeavor to utilize, on 
th e maintenance of the property, the funds that ordinari ly 
should be kept intact for renewals, as the renewal fund is 
cumulative, while the maintenance fund is not . If, however, 
the amount of th ese funds , as measured in per cent of gross 
receipts, could be accurately determined in advance, or if 
not accurately determined made amply high. there would 
be no objection to these funds being combined in to one 
fund, even though the company was interested in the net 
divisible receipts. T he statement continued as follows: 

" If the proposed ordinance finally takes the fo rm of 
guaranteeing to the company a fi x ed r eturn upon its agreed 
capitalization, and the company is not interested in th e net 
profits, these maintenance and renewal funds could be 
combined into one fund, and in this case, if no authority 
is given to the board of control to increase it, the total 
percentage for·the two fund s should be fi x ed at approxi
mately 18 per cent of the gross receipts (based upon the 
present rate of fa r e), but it would be better to fix a mini
mum amount of 16 per cent and give the board of control 
authority to increase it if necessa ry. 

" So much of this renewal fund, in either case, as re
mains on hand at the end of any fiscal year of the company, 
as w ell as the amortization and contingency fund s, should 
be invested in the first mortgage securiti es of the com
pany, at pa r or less, or in other safe securities drawing an 
equally high r ate o f interest with the company's securities, 
for by this method th e otherwi se idl e surplus remaining 
in th ese funds will be kept working, in quick salable assets. " 

Mr. A rnold also refers to the des irabi lity of the estab
lishment of a contingency r ese rve fui1d, which he 3ays 
has the indorsement of many able financi ers. If thi s 
theory be accepted, the letter says, the income of the com
pany should be distributed as follows : 

" r. Operat ing expenses, includi ng i'nsurance, taxes and 
maintenance. 
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"2. Reserve fo r renewals to cover permanent shrink
age due to normal wear, depreciation, obsolescence, in
adequacy, etc. 

"3. R easonable interest r eturn on investment (or a 
basic r eturn on 'agreed capital value'). 

''4. A mortization fund for the decapitali zation of in
tangibl e values and tangible values, if the latter should 
be deemed advisabl~. 

"5. Contingent reserve fund to provide for 'lean ' years 
and other emergencies, due to catastrophes, etc., as above 
stated. 

''6. Balance or residual net income to be shared by 
the company and the city with some provision for em
ployees' bonus, pension and disability fund, unl ess it shall 
be decided to give the company a fixed guaranteed return 
and no more upon its capitalization, in which case the 
residual net income should be divided in such a manner 
between the city and labor as to insure the best possible 
service under a 5-cent fa re, leaving it within .th e power 
of the city to devote its share of the profits to the im
provement of the service. If the citv saw fit so to use its 
entire profit, the highest stand~rd · of service would be 
obtained, consistent with the rate of fa re paid, a protected 
investment and suitably compensated labor. 

"Another method of fixing a standard of service is to 
ascertain, after ca refully considering any specific case, the 
probable percentage of the gross receipts that should be 
devoted to service, leaving the balance to take care of fixed 
cllarges on the company's investment, profit:,, contingencies 
and amortization. In surface line street railways operat
ing under average conditions, this amount would be from 
65 per cent to 70 per cent of the gross receipts for service, 
including taxes, insurance and the necessary amounts for 
maintenance, renewal and accident funds, leaving 30 per 
cent to 35 per cent for company's use, amortization and 
contingency reserve purposes. For subways and elevated 
roads these percentages would vary from 40 to 65 per cent 
to. service and 60 to 35 per cent for the other purposes 
above mentioned." 

Referring to the section in regard to .the right of the 
city to purchase the property, Mr. Arnold says that pro
vision should be made for the reduction of the purchase 
price by the utilization of a percentage of gross receipts of 
the company or a portion or all of the company's share of 
its net profits and a portion or all of the city's share oi 
its net profits by placing these sums in an amortization 
fund by which there could gradually be retired from the 

HOME-MADE CAR HOIST OF THE CHOCTAW RAILWAY 
& LIGHT COMPANY 

At a total cost of approximately $40, M. Plunkett, mas
ter mechanic of the Choctaw Railway & Light Company, 
McAlester, Okla., has equipped his shop with an air hoist 
of sufficient capacity to lift one end of a 30-ton car. Essen
~ially this hoist comprises two units, each located about 36 
m. outside the rail on opposite sides of the track. Each unit 
is made up of a section of 12-in. pipe with a 6-in. pipe in
side, the base of which is provided with a special cast 
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6 Pipe 70 lb.Hail 

Electr ic Ry, Journal 

Home-Made Car Hoist Used by the Choctaw Railway & 
Light Company at McAlester, Okla. 

piston head, and a piece of 70-lb. rail is extended between 
them to support the car body regardless of its width. This 
combination mounted on a substantial foundation takes the 
place of an ordinary hydraulic j ack. The raising and low
ering of the piston of 6-in. pipe is accomplished through an 
ordinary straight-air valve with the inlet just below the 
lowest position of the piston head. Air for these home
made hoists may be supplied either by connecting them to 
the air reservoirs on another car in the shop for which pipe 
and hose lines are supplied, or they may be attached to the 
air reservoir on the car body to be raised, thus causing the 
car to raise itself. 

PORTLAND GASOLINE TRUCK ADAPTED FOR POLE 
HAULAGE 

The adaptability of the gasoline motor truck to the most 
varied uses is illustrated in the accompanying view of a 
pole wagon in service with the Portland (Ore.) Railway, 
L ight & Power Company. The truck is of I-ton capacity 
and attached to it , with a long reach pole, is a two-wheeled 
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Gasoline Automobile Equipped for Pole Transportation 

capitalization the intangible values contained in whatever 
capitalization might be agreed upon and fixed in the ordi
nance. This amortization, however, should extend over 
a sufficient length of time so that the annuity required, 
when measured in terms of the percentage of the gross 
receipts, should be low enough not seriously to interfere 
with the service rendered or jeopardize the investment of 
the company by reducing the agreed rate of return. 

trailer. Both the truck and trailer are equipped with United 
States solid tires. In a letter to the builder, the Federal 
Motor Truck Company, Detroit, Mich., C. P. Osborne, 
superintendent of power of the Portland company, states 
that the truck travels, on an average, from 40 to 50 miles 
a day, going everywhere and hauling from one to five poles. · 
The tires, without exception, have also rendered good 
service. 
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LONDON LETTER 

(From Our Regular Correspondent) 

F urther particulars of the propose d underground ra ilway 
fo r the conveyance of mails from Paddington to White
chapel, for which a bill is being promoted by the govern
ment, were made public recently before a se lect committee 
of the Hous e of Commons. The m aximum speed will be 
35 m.p.h., reduced to 12 m.p.h. when running through s ta
tions. The trains will w ork automatically. It is propose d 
to have them mount a slight dead inclin e at sta tions and 
stop, a switchman se tting the points a t each s tation. There 
would be no drivers o n the trains , a nd ther e would always 
be a "dead" se ction between a train in a station a nd an 
approaching train. Current will be furni sh ed by th e gov
ernment from its ex isting B la ckfria r s station, and a 
smaller generating station at Mount P leasant w ill be utilized 
as a substation. 

The Metropolitan Railway bill has been passed for t hi rd 
reading in the Hous e o f Common s by a se lect committee. 
The bill provides for the transfer of th e Great Northern & 
City Railway from Finsbury Park to Moorgate Street and 
the construction of an exten sion from the exis ting terminu s 
in Lothbury, where there will be a n ew station. The same 
committee has also passed the City & South London Rail 
way bill to authorize th e enlargement of the present tub e 
so as to bring it up to date with r egar d to equipment and 
speed. It is stated that another bill wi ll be presented t o 
provide a loop line at Euston which will carry the City & 
South London Railway on to th e North London tube rail
ways so that trains can be operated through from Clapham 
Common to Watford. 

The Hammersmith Borough Council, which has t o arrange 
for the storage and delivery of large quantities •of coal, r e
ports in favor of a scheme to pipe the coal by a ir and water 
from the wharf to the generating station. 

At a recent meeting of the Croydon Corporation a reso
lution was unanimously passed on the r ecommendation of 
the tramways committee with reference t o the motor omni
bus traffic in the borough. The committee r ecommended 
that the government be urged to pass such legislation as 
will place the motor omnibus companies on terms of equality 
with regard to public obligations with the municipal tram
ways in the metropolitan area, and that a communica ti on 
on the subject be addressed t o the Prime Minister, the 
president of the board of trade and the m ember for the 
borough. 

The tramway committee of the Birmingham City Council 
has recommended the outlay of many th ousands of pounds 
upon engineering work and rolling stock for the tramway 
system. The principal object of the committee, apart from 
the construction of new lines and the _extension of exis ting 
routes, is to link the tramway terminals in the center of th e 
city so as to enable passengers to travel from one side of 
the city to the other without change of car. 

It is understood that the proposal or the National Electric 
Construction Company to deal with the Oxford tramway 
question by in stalling petrol-electric tramcars in the center 
o f the city and the overhead trolley system on the rest of 
the routes has been recommended for acceptance by the 
tramways committee. Sir Alexander Kennedy has report ed 
to the Council in favor of the petrol-electric system. 

James Scott Duncan Moffet, ge neral manager and en gi
neer of the Rochdale Corporation Tramways, has been ap
pointed tramways manager to the West Ham Corporation , 
to succeed H. E. Blain. 

Balfour, Beatty & Company, Ltd., London, have com
pleted the tramway from near the Nottingham city bmm
dary to Ripley, passing through many towns hith erto sup
plied with inadequate transp ortation facilities. The route 
from Ripley may be continued through A lfret on and Man s
field, thus giving Mansfield direct communica tion with Not
tingham. The new tramway is single throughout, with loops 
at frequent intervals. The tramway company had t o re 
build or improve about half a dozen bridges, and this work, 
with the road wid ening and the removal of several project
ing buildings, has entailed a heavy expenditure. It is in
tended to run early morning cars for the convenience of 
miners and other workmen. A large permanent carhouse 
has been built at Langley Mill, where a number of double-

deck cars are ready for service . The main generating sta
tio n is at llkeston, from which the current is distributed at 
11,000 vo lts t o the substations. 

The Bristol Tramways & Carriage Company, which oper
ates the tramway system in Bris t o l, has completed its motor 
works at Bris lington, and in these works every detail of 
m a nufacture or repair is carried on. The capacity of the 
plant is 300 chassi s a year. At the open in g ceremony of 
th ese works it was stated that the policy of feedin g the 
tramways traffic by means of the omnibus services linking 
up the routes at we ll-chosen points had proved very suc
cessful. The motor vehicles owned and worked at the pres
ent time number 550 cars. 

To relieve the congestion of traffic in the center of the 
city, the Glasgow Corporation is at present considering the 
neces sity of constructing a new bridge a cross the Clyde, over 
which a new line of tramways will be constructed. The 
Co rp oration is prepared to bear the cost of a new bridge 
immediate ly west of the Caledonia railway bridge. A sec
ond bridge ju st to the east of the Glascow Bridge has also 
been discussed. These bridges should mean a sp eedier 
se rvice from north to south. A t present considerations of 
further extensions in'.o the outer suburbs are a lso being 
made. The new program sanctioned by the Corporation 
includ es 15 mi les of new lines. 

The sub-committee on extension s which has had these 
matters in hand, has a lso r ecommended that the Corp oration 
authorize Mr. Dalrymple, the gen eral manager of th e tram
ways system, to visit several of the most important cities 
in America, with a view to making himself acquainted with 
the most modern and up-to-date methods of operation, and 
this v isit has now been authorized by the Corporation. He 
wi ll be accompanied by the Ma ster of Works, who will in
spect different types of drawbridges. 

In 1908 the London County Council decided that provision 
should be made for r enewals at t h e rate of two-thirds o f a 
penny a car mile, and that the question of the adequacy of 
this provision should be again considered in five years. The 
recent fa lling-off in the tramway r eceipts on account of the 
increase in the motor omnibus competit ion h as brought t o 
a n egligib le figure (£497) the surplu s of 1912-13 to be added 
to the amount a lready in the renewals fund, and the surplu s 
(es timated at £43,399) fo r the current year will be very 
small unless conditions are a ltered materially. The weekly 
mileage at present being run is about 1,rno,000, and reckon
ing the annual mileage at 56,000,000, the amount per car 
mile works out at o.635d., as compared with the estimate 
of o.66d. of five years ago. The reduction is du e chiefly to 
the item of permanent way, which has been decreased from 
0.54d. to o-498d. Experience has sh own that the slot rails 
last very much lo nge r than the oth er surface trackwork, 
the life of t hese rails being estimated t o be about thirty 
years. It is considered that an average expenditure of 
about £139,000 a year, equal to 0.595d. a car mile run, will 
be sufficient to meet the normal requirements during the 
next five years . To meet this total expen diture of £695,000 
the re was £633,orn in the r en ewa ls fund a t the beginning of 
·the financial year and £273,786 in the general reserve fund. 
ln view of t h e fact that under existing conditions it is prac-

- tically impossible to es timat e the amount that wi ll be avail
able for renewals, there appears to the highways committee 
to be no advantage in r evising the basis at present, and the 
members of the committee are of the opinion that the ac
tual surp lus of each year should be carried to the fund for 
renewals, leaving th e question of a possible revisi on of the 
basis for a further period of two years. 

In the London letter w hich appeared in the ELECTRIC 
RAILWAY JouRNAL of July 5, page 37, referring to the London 
& Suburban T raction Company a n d the acquisition of a con
trolling interest in the South Metropolitan Tramways, the 
statement was made that "with the exception of the London 
County Coun cil Tramways, a ll the tramways and motor bus 
services in the Metropolitan area are under o n e control." 
That statement was incorrect inasmuch as the West Ham, 
East Ham, Leyton. Walthamstow, Croydo n, Erith, Bexley, 
Barking and Ilford Tramways syste m s a re all in the Metro
politan area and none of them has been acquired by th~ 
first- nam ed company. Practically a ll t h e tube railways, 
tramways a nd bus es in the county of London, except the 
London County Coun cil Tramways, ar e, h oweve r, n ow un-
de r th e on e control. A. C. S. 
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Ne-ws of Electric Railways· 
Railroad Rates for October A. E. R. A. Convention 

T he fo llowi ng pre lim inary ann ouncemen ts r egarding re
duce d rates for the 1913 conventi on of the Ame rican E lec
t ric Rai lway Associatio n which is to be h eld in A tlanti c 
City, Oct. 13 t o 17, a re made o n the au th ority of the pas
se nger assoc iations intereste d. 

Trunli Line Association.-The associa ti on includ es New 
York, New Jersey, Pennsylvania , D elawa r e, Maryland , Dis
tr ict of Co lumb ia and th e northern part of Virginia and 
\Vest Virginia. Rates-0n e and one-half fi r st-c lass limit ed 
fare, wit h minimum of $2 for the round trip, going and r e
turning via the same rout e only. Tickets to be so ld and 
g oo d going Oct. IO t o 14 and retur nin g to reach o rig ina l 
s tart ing point n o t la t er than Oct. 20. 

Central Passenger Association.-The assoc iation includes 
sout hern Mic higan, Indiana and O hio, a sma ll por ti on of 
wes te rn Pen sylvavia a nd t hat port ion of I llin ois extend 
ing from Chi cago th roug h Peoria and Quincy. Ra tes-Tw o 
cents per mile t rave led in eac h d irec tio n to Easte rn termini 
of Ce ntra l Passenge r Assoc iat ion, add ed t o on e a nd one-half 
fi r st-class limited fa r e fo r the round trip from such t ermini 
to At lanti c City. Tickets to be good go in g and r eturning 
via th e sa m e route only and ove r whi ch one-way tickets ar e 
regula rly so ld. Ti cket s of sta ndard fo rm ' 'S" to be so ld on 
Oct. 9 t o 13, inc lusive, except th at from poin ts in th e States 
of New York , Pen nsylvania, \i\T est Virgin ia and from Bel
la ire, B ridge por t , Martin s Fe rry, Steuben ville, Well sv ille 
a nd East Liverpoo l, O hi o, t ic kets w ill be so ld on Oct. IO 

to 14, inclusive. Return limit to r each o ri g ina l s ta rting 
po int n ot late r t han midnig h t of Oct. 21 , 1913. except that 
o n tickets so ld from po in ts in t he States of New York, 
Pennsylvania an d West V irg ini a and fro m Be Ila ir e, Bridge
por t , Martins Fe rry, Steub en ville, \ Ve ll sv ill e and Eas t Liv er
poo l, O hi o, r eturn limit t o r ea ch original starting point n ot 
late r tha n midnig ht o f Oct. 20, 1913. 

H'estern Passenger Associa tion.-This associat io n includes 
\ :Visconsin, Min nesota , I owa, Kansas, Nebrask a, South Da
k ota; the eastern pa rt of Co lo rado, includin g D enve r, Co lo
rado Springs a nd Pueblo; the easte rn half of No rth Dakot a, 
including Bismarck; th e north ern ha lf of Missouri, including 
St. L ouis a n d Kan sas City, and th e n orth ern part of Illino is, 
including so m e j oint t errit ory w ith th e Centra l Passenger 
Assoc ia ti on in tha t State. Ra tes-Open ra te of 2 cents per 
mi le in each direc ti on to Chi cago, Peoria o r St. Loui s, added 
to th e fa res t end er ed therefrom, from a lim ited numb er of 
points in Western Passenger Association t erritory to be 
se lected by the rate cl erks. Fares made on on e ga t eway 
to be equalized throug·h other gateways, fr o m t e rritory from 
w hi ch it is custo m ar y to make such equalizations. From 
point s in Illin ois, a lso fr om Bell evu e, Burling ton , Clinto n, 
Davenport, Dubuque a nd Keokuk, Ia., and fr om Hannibal 
and St. L ouis. Mo., tick ets t o be so ld Oct. 9 t o 13, inclusive, 
wit'h fi n al r eturn limit t o reac h o rig inal st arting point n ot 
late r than midnig h t of Oct. 21. From oth er po int s in Western 
Passenge r Associati on territ o ry ti ck ets t o be sold on Oct. 
8 to 12, inclusive, wi th fi n a l r eturn limit midnig ht Oct. 22. 

New Engla nd Passenger Associa tio11.-The assoc iation in
cludes a ll territory in th e United States east of the New 
York Central and Hudson River Rai lroad and a lin e drawn 
from A lbany no rth throug h th e H udson River and Lake 
Champlain, but not including R ouses Point, N. Y. Rates
\Vith the exception of th e Bangor & Aroostook Railroad 
and Easte rn Steamship Corporation, the rates will be double 
local t o boundary points of the territory, plus the rate 
offered by the Trunk Line Association. Tickets to be sold 
and good Oct. IO t o 14, and r eturning to r each o riginal 
s tarting point not later than Oct. 20. 

Tra11sc o11tinen tal Passenger Association.-This association 
covers in general the through bookings from the territory 
west of that included in th e Western Passenger Association 
a nd n orth of th at included in the Southwestern Passenger 
Associati on. It also controls the through bookings to or 
from Pacific Coas t points and what are t e rmed the Eastern 
gateways, namely, Chicago, Peoria and St. Louis. No 
special reduced rates have been authorized, but delegates 
should avail th emselves of the lowest tourist excursion rates. 

Advance Notices of the A. E. R. A. Convention Programs 

It is announc ed tha t the prog rams of the A m er ican Elec
t ri c Railway Assoc ia ti on and it s a llied bodies are well in 
hand. Aside from th e co mmittee rep orts of th e E n g ineering 
Associa ti on a nd th e Tran sporta ti on & Traffic .-\.ssociati on 
t he co nvention w ill embrace subj ec t s by t he othe r o rganiza
t ion s as fo llows: American Association: " Valuation," "Re
lations o f Carri er s to the Development of th e T errito ry They 
Serve," " The Relief_ of City Co nges tion by the Construct ion 
of Subways and Viaducts," "Elect ri c Rai lway Securiti es 
from the Investor s' Viewpoint," "Pr esent T endency of Pub
lic U tility Laws and Regula ti ons," and "Profit Sharing with 
E mployees." 

For the accou ntants F. B. Lasher wi ll speak on "Account
ing D epartment Co nfere nces," A . R. Patterson on " I s the 
Accounting Department a Non-Productive D epartment?" B. 
\V. Ka lweit on " Transfer s," and \A/. H . Forse, Jr., on a 
subj ect which he himse lf is t o choose. · 

For th e Claims Association John J. Reyno lds and M. P. 
Spellane a r e preparing a j o int pap er on " M ec hanical Devices 
fo r P reve nting Accident s"; H. V. Drown and J. H . Handlon 
;i j o int paper on "The Preventio n of Accidents"; George 
Car so n a paper on " The Value of Safety Committees," and 
M .D. Bracke n a paper on ' 'M otor Ve hicles." 

President Harries' Call to Executives to Attend A. E. R. A. 
Convention 

Pres ident Geo rge H. Harries has addr essed the fo llowing 
lett er to th e president s of m ember companies of the Amer
ican E lectric Ra ilway Associa tion urg ing th em and o thers 
fi nancially inte rested in elec tric r a ilways to attend the next 
conve nti on o f th e assoc ia tio n: 

"That th e 19 13 co nve ntion of this association, wh ich is to 
b e h eld at A tlantic City Oct. 13 t o 17 next. will be a suc
cess is as n early cer ta in as any hum an thing can be, but 
it may be much less of a success than it co uld be. The defi
c iency, if there be any, will la rgely r esult from the absence 
of a g reat many president s, vice-presidents , directors and 
heavy sto ckh older s, w'h o may be under th e impression that 
such an assemblage as our s is com pose d fo r th e most part 
of those wh o are engaged in pure operation. As a matter 
of fact, th e bulk of the assoc iation's work has been and is 
bei ng done by th ose h olding responsible executive positions. 

"The pa rent assoc iati on has dele g ated detailed matters to 
the affiliated org anizations and itse lf deals wit'h the large 
questio ns that m os t deeply interes t the executive chiefs and. 
th e more imp o rtant investors, and it is in the sessions of the 
parent assoc iati on that your presence and your views will 
have g r eat value. 

"At our October m eet ing th er e w ill be discussions on: 
·Valuation ,' 'Rela tio ns of Ca rri ers t o th e D eve lopment of 
the Territory They Serve,' 'The Relief of City Congestion 
IJy the Co nstruction o f Subways and V iaducts, the Cost 
a nd Inadequate Return,' 'Elec tric Railway Securities from 
the Investor's V iewpo int ,' 'Pre sent Tendency of Public 
Utility Laws and Regulati ons.' 'Profit Sharing with Em
ployees,' and a numb er of other most interesting topics, 
many of which are daily p roblems. 

"Seventy-six per cent of th e electric railway mileage of 
the country is affi liated with this association and w e are 
s t eadily acquirin g th e out standing remainder. 

"May we not reasonably expect the presence of you and 
of the others suggeste d in this letter at our October assem
blage? 

" 'United we s tand, divided we fall,' may be both trite and 
ancient; but it is true." 

Change in Organization of the New Haven Railroad 

Howard Elliott has been elected president of the New 
York, New Haven & Hartford Railroad to succeed Charles 
S. Mellen, resigned. With the coming of Mr. Elliott it is 
proposed to change slightly the scheme of organization of 
the company. The president of the company is and has 
been not only the executive head in the general adminis-
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tration of the associated p ropertie s, but a lso the operating 
hea d of eac h. The specia l commit tee of directors delega ted 
to select a successor to Mr. Mellen suggested that the titular 
head of the New H aven sys tem should g ive his attention 
to the gene ral a dmini st ration a nd sup ervi s io n of th e asso
ciated properti es, with an operati ng head fo r each separat e 
property who would be -r espon sible for efficient se rvice. 
The committ ee thou g ht that thi s cou ld be probably don e 
best by creating th e position of chairman of the board for 
the New H aven and for each separate property, to be fi ll ed 
by o ne wh o would be chief execut ive of the entire sy s t em, 
while the president of eac h company should be t he operat
ing h ead, subordinat e t o the chairma n of th e b oard of di
rectors. 

To put into effec t the sugges t ed organizatio n w ill entai l 
a change in th e by-laws, w hich. however, ca nn o t be com
pleted before th e stat ed meetin g· o f th e board in October. 
The exigencies of the situ ation r equired m o re imm ediate 
action and t'he committe e suggested that, pendin g th e neces
sa ry changes in the by-laws, a p resident be elected who 
would as soon as possib le be m ade c ha irman of the board, 
a nd that the position of president should be fi lled by on e 
whose duties would b e defin ed as outlin ed by the com
mittee. 

Developments in Detroit-Statement of Company 

The meeting of th e committee of th e Co mmon Counci l 
of Detroit. Mich., whic'l1 was ca lled for July 29, t o con
s ider the r ecent r eply of th e D etroit United Railway made 
throug h F. W. Brooks, ge ne ra l m a nage r of th e company, 
was postponed until the evening of A ug. r, w hen it was 
expected that the company would presen t a statement sup
plementing its previous communication. The reply of Mr. 
Brooks was referred to briefly in the ELECTRIC R AILWAY 
Jou RNAL of July 19, 1913, page r ro. That communicat ion 
considered quite thoroughly th e questions of low fa r es, 
exten sions, etc., and was concluded with two sepa rate a nd 
distinct proposals from t'he company. After r eferring t o 
the legal and moral r esponsibiliti es which r es t up on the 
directors and officers of the company the communication 
of the company presented on July 14 said: 

"It is not necessa ry at this time t o point out the many 
somewhat minor objections to the o rdinance, because if 
there is a disposition on both sides t o get togeth er on some 
fair and workable ordinance, doubtless the se obj ections 
can be removed, but there are insuperable obstacles in th e 
way of acceptance. 

"First.-! t provides for a rate of fare which cannot pay 
the cost of maintenance and operation, let alone paying 
a ny return on capital invested. 

''Second.-It provides for the immediate construction of 
several extensions, which we concede · are necessary, under 
terms and conditions which render it impossible to obtain 
the n ecessary capital." 

On the subject of low fares the communication sa id in 
part: 

"We have had the accounts for th e year 1912, and for 
the first five months of the year 1913, whic'h are kept in 
accordance with the m etho ds presc ribed by the Inter sta t e 
Commerce Commission, carefully examin ed by competent 
auditors for the purpose of ascertaining what would have 
been the excess or deficit o f earnings over cost of main
tenance of operation had the company rec eived 3 cent s 
for each passenger fare instead of the rat es which h ave 
prevailed. The result ascertained shows that for th e year 
1912 there would have been a n et defic it from operation 
of cars within the city of Detroit, at 3 cents per passenger, 
a fter giving credit for all miscellaneous r evenues whatever , 
a nd before charging any interes t on investment or depre
ciation, of $49,816; and for th e first five months of th e 
present year, under like accounting, $20,429. 

"That is not all. The proposed ordinance requires the 
company to do a large amount of paving which the city 
is now required t o do, and which would increase th e a n
nual deficit above shown to an amount several times larger. 
Moreover, if the railway is to be kept up as it should be 
to prevent ultimate loss, th er e must be se t aside each year 
out of its 'earnings for a depreciati on reserve not less than 
$500.000 to cover lo sses from depreciatio n and obsolescence; 

but no amoun t whatever was a ll owed fo r thi s purpose in 
the computations showin g th e a bove deficit. 

"The ordina n ce a lso ca ll s for uni ve rsal tran s fer s. This 
would con siderab ly reduce t he number of fare s so ld , for 
m a ny peop le could then ride fo r o ne fare instead of two. 

"It is, th erefor e, t oo p lain for di scussion t hat under a 
3-ce nt far e th ere would be no n et earnings whatever to 
pay int erest upon t h e co mpany's indebtedness, or upon 
a ny part of it, and in con sideri ng this proposition it should 
no t be forgotte n that the company has, over the greater 
part of it s syste m in the ci ty, unquestioned right for sev
eral yea r s t o re ce ive a hi g her rat e of fare than is prescribed 
in t h e proposed ordinan ce. Thi s right, a nd subs tantia ll y 
all o th er rig ht s, it mu st g ive up without anythin g in r e turn." 

Referring to th e ex ten sions, th e commu nicatio n sa id : 
"The cos t o f th e imm ediat e exte n sio n s, w hi ch include 

necessary cars, pow er and other equip ment ca lled for by 
th e propose d o rdin a nce, so fa r as it can be est im ated by 
our department h ead s, wi ll amount to more th a n $1,700,000. 
When in stall ed th ey wi ll have to be operated under th e 
same t erms and condition s a s the rest of th e lines, and 
therefo r e must be operated at a loss. M or eover, we will 
be ob liga t ed to cea se o p eratio n and to remove them ,at 
any tim e th e Counci l may direct. 

"I t shou ld be perfectly plain to any one that if this com
pa ny sh ould attempt o r agr ee to att empt to operate its 
lin es at a loss, and at th e same time agree to build ex
ten sion s r em ovable at the will o f the city, w hi ch during the 
con tinuance of their operation mu st likewise be operated at 
a loss, it cou ld not obtain on e dollar of additional capita l 
to bui ld such extensions. 

"Th e ordinance, therefore, calls for t hat w hich is im
possibl e, and whatever the con sequences may be, both t o 
th~ people of th e city of Detroit and to the company, we 
must say t hat unde r n o ci r cu mstances can it b e accepted. 

The company n ext call ed atte nti on to the fact that the 
proposed Ma rch 4 o rdinance apparently ign ores Section 19 
o f th e o rdin a nce s o f the Comm on Council of the city of 
Detroit, approved Dec. 4, 189..J. , conc ernin g t he D etroit 
Rai lway, to w hich the Detroit U nited Rai lway is the suc
cessor in inte r est. That ordina n ce is comm only known 
as "the 3-cen t fa r e ordinan ce ." Under it the rai lway 
company was bound not only t o operate the lines therein 
specified, but to construct and operate, under the sa me 
terms, a ll further extensi on s and additi onal lines w hich the 
Common Council should deem to be for the public con
veni en ce, or to g ive special p ri v ileges by which such lines, 
if constructed and operated by o th ers, would be come a 
part of the same general system of tra n sportation. The 
company says that this ordinance was accepted by th e rai l
way company and constitutes a binding contract between 
the city of Detroit and the company and that the city 
of Detroit is n ot n ow at lib er ty to vio late that contract. 
In thi s connection the company said in part: 

" Section 19 is not confined to st reet s upon which no 
s treet cars are operated. It extends t o a ll streets (ex
cept ing th e str eets occupied by the Fort S treet lines, as 
stated in said section), upon which st r eet cars are operated 
und er a franc hise which expires before Dec. 4, 192..J. . 

''After the determination that t h e franchi se to operate 
~treet cars on a ny of said streets ha s expired, no th ird per
son or corporati on can operate street cars thereon until 
this company has been given the opportunity to operate 
and r efus ed t o operate the sam e, under t h e terms and con
d ition s of said ordinanc e of D ec. 4, 1894. Thi s company 
wi ll not refuse, but, o n the contrary, h ereby s tates that if 
g iven sai d opportunity it wi ll accept the same, and main
tain and oper ate street car lin es upon said streets in ac
corda n ce with the te rm s o f th e o rdina nce of D ec. -+, 1894." 

Th e company then made the fo llowing separate and di s
tinct propositions: 

"(r) In case the city of D etroit shall deem that the pub
lic conveni ence requires t h at all the street railways in the 
city (wheth er con struc ted under the ordi nance of Dec. 4, 
1894, o r unde r oth er ordina nces, a nd whether th e franchise 
thereof ha s o r has n ot expired) be operat ed under sa id 
o rdina nce of D ec. 4, 1894, a nd in connection with existing 
routes under sa id o rdinance, t hi s company will undertake 
to operate all such railways, under the terms, p r ovis ions 
and ob li gat ion s of th e ordinance of Dec. 4, 1894, to the end 
that the gen era l low-fare sys tem, with universa l transfers. 
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regu lated by the Common Council as contemplated by the 
o rdinance of Dec. 4, 1894, shall be made complete. 

"(2) In case the city of Detroit desires to be r eleased 
from the obligation to continue the policy establish ed by 
the contract of Dec. 4, 1894, so that it may acquire and 
operate and determine, in accordance with law, to acquire 
a nd operate such a system for itself, the railway company 
is ready to se ll and transfer to the city of D etroit all it s 
rai lway property in the city of Detroit fo r a fair price, 
to be agreed upon, or fai ling agreem ent, to be determined 
in any fair and reasonab le way. This offer will remain 
open until further notice, it being the wish of the railway 
<:ompany to continue it for a sufficient period to enable the 
t:ity authorities, with due diligence, to t ake the necessary 
steps for valid and effective action thereon, provided, of 
course, that pending such act ion the status quo will be 
preserved, except that to meet immediat ely the urgent 
necessity for the re lief of traffic congestion in certain por
tions of the city, th e company is wi ll ing to proceed at on ce, 
under such terms and conditio ns as are named in the reso
lutio n adopted by the Common Council on Ap ril 4, 1911, 
providing for the ex tension of the street railway system 
o n Hamilton Boulevard, Grandy Avenue and on other 
st reets, to construct , maintain and opera t e, as a part of its 
Grand River lin e, the so-called Junctio n Avenue line be
tween Grand River Ave nu e and West Jefferson Avenue, 
a nd to construct, maintain and operate in connection w ith 
its Mack and Myrtl e rines the tracks necessary to co n
nect such lin es so as to fo rm a through crosstown route, 
a nd al so to construct, maintain and operat e, under the 
terms and conditions of the o rdinance of Dec. 4, 1894, an 
ex tension of its Kercheval Avenue lin e to St. Jean Avenue, 
then southerly to Jefferson AYenue. 

"Or, if the Comm on Council so des ires, t h e company will 
con struct, maintain and operate the so-called Junction Ave
nue lin e as an extension of the lin e on Warren Avenue, 
under the terms and conditions of the ordinance of Dec. 
4, 1894, in stead of as a part of its Grand R iver system." 

After the announcement by Mayor Marx of the postpone
ment of th@ meet ing of th e Coun cil to Aug. 1 Mr. Brooks 
wa s reported to have sa id t hat h e kn ew of no conferences 
between the atto rneys fo r the company and the Mayor and 
that no amended proposal had been made by the company. 

Jam es Couzens, secretar y and treasurer of the Ford 
Motor Car Company and president of the Detroit Chamber 
of Commerce, has been selected by the Mayor as the third 
member of the str eet railway commission. The other two 
m embers a re J ohn F. Dodge a nd W . D. Mahon. 

Philadelphia Transit Report 

A. Merrit t Taylo r , tra nsit commiss io ner o f P hiladelphia, 
Pa., issued on July 31 an exhaustive report se ttin g 
forth the problem of better transit faci lities fo r P hiladelphia 
and of d efi nite recommendations and plan s fo r the solution 
of that pr oblem. New subways and e levated railways are 
proposed to be built as foll ows: A two-track subway de
livery loop is to start at Broad and Arch, go eastwardly 
a long Arch to Eighth, thence to Walnut, t o F ifteenth, t o 
F ilbert Street, and back to the point of o rig in. A fou r
track subway will be g in a t Broad and A r ch and run north
ward to Pike, there forking into two elevated lines, on e of 
which will go via Mc Ferran Street to Luzerne, and fi nally 
.a long the Northeast Bou levard to Rising Sun Avenue. The 
other line will go n orth on Six teenth Street to Belfield 
Avenue and ultimately to Olney Avenue via Ogontz Avenue. 
Then there will also be a two-track subway extending 
southward from Broad and Walnut to Big ler Street, where 
an extension will ,be la id in a depressed open right-of-way 
to League I sland. 

The part of the plan havin g to do with the elevated rail
ways contemplates an elevated railway from the city's 
center to Frankford, and another to Darby, to be built by 
the Philadelphia Rapid Transit Company. 

In addition to the enabling legis lation for the financing 
of the new lines, a joint re solution proposing an amend
ment ·to the constitution has been adopted by the Legis
lature, will be offered a second time at the next session, 
and-if passed on affirmatively-will then go before the 
qualified electors of the State at the following general elec
tion. This amendment enables the city to borrow to the 

extent of 3 per cent in excess of 7 per cent on the assessed 
valuation of taxable property, for the purpose of im
proving transit facilities. 

The total cost of construction and equipment for the 
Broad Street lin es is estimated at $42,075,000, of which 
$34,682,000 is to be expended by the city and $7,393,000 by 
the lessee. Fo r the Frankford lin l! the lessee would bear 
the entire expense, reckoned at $8,912,000, and for the 
Darby line the lessee would spend $6,591,000. The esti
mated gross expenditure, therefore, is $57,578,000. 

It is proposed to review th e report a t length in a later 
issue of the ELECTRIC RAILWAY JouRNAL. 

Pennsylvania Public Service Company Law 

On July 26, 1913, the last day o n which h e could act, 
Governor Tener of Pen nsylva nia affixed his signature to the 
pub li c se rvice company law as it came from the jo int con
fere nce committee of the Gen eral Assemb ly thirty days be
fo r e. The new law is a combinat ion of th e state administra
tion m easure as draft ed by At torney-Gen eral Bell, who will 
be general counsel fo r the new commiss ion, and the R epub
lican legislative committee's bi ll as drafted by Dean 'Nil
liam Draper Lewis, of th e Law School of the University of 
Pennsylvania. The law becomes operative on Jan. 1, 1914, 
but the commission has authority to o rga nize and select 
its employees on o r before Oct. 1, 1913. Inasmuch as the 
o ld State Railroad Commission is herewith legislat ed out 
of existence as of July 1, 1913, it is expected that Governor 
Tener will make the n ew publi c se rvice commission al?point
ments promptly, in order that the commission may have 
time to organize fully , hear any pending cases transferred 
to it by the State Railroad Commission and dispose of any 
of it s unfinished business before the new work begins. The 
Governor 'has intimated that the new commissioners will be 
cho sen on the bas is of their business and fi nancial qua li
fications rather than their political affiliations. It is ex
pected t hat he will appoint Messrs. Ewing, Brecht and 
Pennypacker of the State Railroad Commission as mem
bers of the new body. 

The new Public Service Commission is to consist of seven 
members who a re to be appointed by the Governor by and 
w ith the consent of the S enate. Each commissioner at the 
tim e of his appointment shall be a resident of Pennsylvania 
and a qualified voter there for a period of at least one year 
next preceding hi s appointment, and he must also be not 
less than thirty years of age. No per son may be appointed 
to the commission o r hold any position under it who oc
cup ies any official relation to any public service company 
do ing business in the State o r who holds any other ap
pointive o r elective office in the State or any municipality. 
Each of the commissioners is to r eceive an annual salary of 
$10,000, except the chairman, to whom $500 additional is 
give n. The commission has a secretary arid a general 
counsel, w h o receive $5,000 and $7,500 respectively. The 
commission is also auth orized to appoint an "investigator 
of accid ent s" at $5,000 a year, whose duty it shall be to take 
ch a rge of the investigation of any accidents in connection 
with the operation of the property, facilities or service of 
any public service company and make a complete report 

· thereon to the commission. Any commissioner or any of 
the counsel to the commission may be removed by the 
Governor with th e consent of the Senate for inefficiency, 
n eglec t of duty or misconduct in office, after giving the de
fendant a copy of the charges against him and an oppor
tunity of r eply on not less than ten days' notice. 

The commission, or four, a quorum thereof, must hold 
stated meetings at leas t twice a month during the year at 
the principal office in Harrisburg, other meetings being held 
at any time and any place within the State. 

Article II of the law takes up in detail the question of 
the duties and liabilities of public service companies, and 
among the duties mentioned are these: to furnish and 
maintain service and facilities that are just, reasonably 
adequate and practically sufficient for the accommodation 
and safety of its patrons, employees and the public; to fur
nish such service at just and reasonable rates; to make all 
repairs, alterations and improvements reasonably necessary; 
to file with the commission and post and publish tariffs 
and schedules showing rates and distribution of facilities; 
to establishf file and publish reasonable and just joint rates; 
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to make no change in any tariff or schedule fi led or pub
lished except a ft er thirty days' s imil ar notice t o the commis
sion and th e public stati ng the proposed changes, w hether 
increases or decreases, and the dat e of change; to change 
no rate or classification theretofore determin ed by the 
commission wit'hin three years without the approval of th e 
commission after thirty days' prior notice to the public ; to 
file with the commission verified copies of a ll legal papers 
and information dealing with their public service; to keep 
a system of accounts p rescrib ed by th e commi ssion, with 
proper attention to operating and capital entries and a de
p reciati on account (municipally owned utilities being in
cluded h erewi th und er this requirem ent ); to account to the 
commission when required to do so for the di sposition of 
all sales or pledges of stock, bonds a nd o ther evidences of 
indebtedness; to fo llow out the o r ders of th e commission 
as to exchange of transfers and throug h routing and to give 
immediate notice of any accidents in connection with oper
ation. 

The commission, through the enforced requirement of its 
"certificate of public convenience," is to have power over the 
original incorporati on a nd a ny change th erein of a do
mestic corporation, over the exercise of the powers of a 
foreign corporation within the State and over se lling, assign
ing, consolidating, m erg ing a nd a ll o th er forms of inter
corporate relations. 

Furthermore, for any municipal corporation to acquire 
construct or beg in to operate any plant, equipment or ot her 
facilities for .the rendering or furni shing to the public of any 
service of the kind o r characte r already being rendered or 
furnished by any public; service company within the munici
pality, the certificate of public convenience -is required. No 
contract or agreement between any public service company 
and any municipal corporation shap be va lid unless ap
proved by the commission, provided that upon notice to the 
local authorities concerned any public service <;ompany 
m·ay apply to the commission before the consent of the 
local authorities has been obtained for a decl~ration by 
the commission of th e t erms and conditions upon which it 
will grant its approval of s uch contract o r agreement, if at 
all. 

When application shall be made t o the commiss ion by a 
public service company for the determination of the amount 
to be paid for any franchi se privileges or other right s, or 
the aggregate value o f merged or consolidated properties, 
or the value of any reorganized property, or for a certificate 
that stocks and bonds have been properly issued, o r for the 
determination of any property or lab or for which any bonds 
or other evidences of indebtedness are issued, the commis
sion is authorized to hold hearings and make a finding in 
writing stating the value ascertained and to issue und er 
its seal its "certificate of valuation." 

The .issuing by the commission of any "certi ficate of valu
ation" shall be deemed only to certify· t o the fact that se
curities were issued for money, labor or property actually 
received and shall not be taken as r equiring the commission 
in any subsequent valuation t o ascertain t he value of the 
property of a public utilit y to fix a va luation which shall 
be sufficient to yield a return to the h olders of the said se
curities; neither shall the certificate of va luation be deemed 
to require the commission in subsequently dete rmining the 
rates to be charged for the service of the company to pro
vide a rate suffi cient to yield a r eturn on the said securities. 

Every public service company shall fi le with th e commis
sion on o r prior to the date of issuance of any stocks, bonds, 
etc., payable at periods of m or e than twelve months after 
the date th er eof (unless upon application as aforesaid a 
"ce rtificate of valuation" ha s been obtai ned), a certificate 
to be known as a "certificat e of notification," which shall 
show the total amount of securities thereof, the numb er and 
amount thereof outstanding prior to the date o f the certif
icate, the amount r etired, the amount undi sposed of and 
whether held in treasury as -a fr ee asset o r pledged, th e 
number and amount to be issued and th e purpose and con
templated disposal, th e numb er and amount remaining un
issued, the par value, the preference or privil ege of the 
securities, th e dates of maturity, rates of interest an d any 
conversion rig ht s and the redempti on price. These certif
icates ar e to be sig ned and issued by the treasurer , auditor 
or controller of the compa ny and are to be deemed public 
records. 

The provisions of the act relative to certificates of valu• 
atio n and notification sha ll not apply to the issuance of evi
dences of indebtedness payable in twelve months or les s 
o r the p ledges of securities to secure such evidences of in
de bt ed ness, but if such evidences of indebtedness are re
fund ed by securities running for more than twelve months 
the above certifica t e provisions apply. 

It is declared unl awful for any public utility to capitalize 
its franchises a nd privileges in excess of the amount paid to 
the Commonwea lth or to issue any securities for any con
solida ted or m erged company exceeding the aggregate 
va lues of the properties so consolidated or merged and 
a ny additional sum actua lly paid in in cash and additional 
property ac tua lly contributed. 

A public utility is prohibited from purchasing, acquiring 
or holdin g in absolute ownership as a pledge or as a col
lateral security, directly or indirectly, any controlling right, 
legal or equitab le int er est in the capital stock or securities 
of any other publi c service company in Pennsylvania with
out the consent and app roval of the commission. 

Upon complaint or upon its own motion the commission 
may exa mine the ra t es and se rvic e of public utilities and 
o rder more just, rea sonable, safe and adequate service and 
rates. It shall also have power to fix maximum rates, set 
as id e discriminatory and preferential rates and practices 
and order reparation for injuri es. In a ny proposed increase 
in any ra t e the burden of proof to show that the increased 
rate is just and reasonabl e is on the public service company. 

The commission is t o have the power to p rescribe whether 
ra ilroad or railway tracks may cross ot her track,s or high-· 
ways at grade or above .or below grade and to regulate the 
manner in which such crossings ;shall be operated, main
tained and protec ted b_y watch men, block signals or other 
safety appliances. The cost of construction and condemna
tion shall be borne by th e pub li c service company or com-: 
panies o r municipal_ corporation concerned or by the Com-:
inonwealth, either severally or in such proper proportions as 
the commission after due n otice and h earing may determine, 
un less these sa id proportions are mutually agreed upon and 
paid. 

The commission shall have power upon application or its 
own motion to dete rmine the fair value of a public utility 
prope r ty and shall exercise the power when deemed nec
essary o r proper, taking into consideration origi nal cost, 
improvements. earnin g capacity under existing rates, market 
value of securities, obsolescence, reproduction cost based on 
a fair average price o f materials, property and labor, and 
the developmenta l and going value of th e property. 

The act clo th es the Dauphin County Court with ex
clusive jurisdiction throughout the State to h ear and deter
mine a ll actions brought by any party to the proceedings 
within thirty days after the fi ling of an order . In gene ral 
no appea l from an order of the commission shall ope rate 
as a supersedeas unless the D auphin County Court shall 
upon notice to all parties of record and a h earing by an 
interlocutory order so decide. An appeal by a public utility 
again st a change in rates, however, acts as a supersedeas in 
case a bond is fi led with the Commonwealth to provide for 
the repayment to a ll aggrieved parties of an y excess over 
the rates o r de r ed by the commiss ion. 

Each day's cont inuan ce in the violat ion of any order of 
the commission is a distinct offense. A ny officer of a public 
utility who affixes his name to any sec uriti es or any director 
who con sents t o their issuance in violati on of an order by 
the commission is g uilt y of a mi sdemeanor punishable by 
costs and a fi ne not exceeding $5,000 ·or five years' imprison
ment. or both. The same penalties hold for any officer, direc
tor, age nt or employee w h o assents to an application or di s
position of securities o r the proceeds thereof in violation of 
the purpose set forth in the "certificate of notificati on" or 
makes any fa lse statements to procure such certificate or in 
any report to the commi ss ion. A refusal or neglect to obey 
any fina l order of the commission or court or any assistance 
in such refusal or neglect is punishab le by a fine of no t more 
than $500 or by imprisonment for from on e to twelve 
months, or both, a nd a second offense shall be punished by 
a fine of no t m ore than $1,000 or by a three to eighteen 
months' imprisonment o r both. Acti on for the recovery of 
any penalti es o r forfeitures and all prosecutions must be 
brought within three years from th e date when th e lia
bi lity therefor arose. 
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Rapid 'transit C;onstruct1on and Operating Contracts m 
New York 

The Public Service Commission for the F irst District of 
New York has approved an agreement with the Inter
borough Rapid Transit Company fo r the reconstruction 
a nd temporary operation of the Steinway tunnel. This 
tunn el, which extends under the East River from Forty
.second Street, Manhattan, to Long Island City, Queens, 
has been built for some years but has never been operated 
o wing to the fact that it was not completed in the time 
specified by the franchise, and the owners n ever obtained 
the rig ht to operate it. It was bui lt by the New York & 
Lon g Island Railroad, the stock of which was owned by 
the Interborough Rapid Transit Company, and in the dual 
system contracts the latter company agreed to transfer the 
t unn el to t he city of New York for a consideration of 
$ 3,000,000, although the cost of it was about $10,000,000, 
in consideration of it s lease for operation in connect ion 
with the rest of the new subway system. These contracts 
provide for the extension of the tunnel in Manhattan to 
T imes Square, w her e it will connect with t he existing sub
way, and its ex tension on the Queens side to the Queens
boro Bridge P laza, where it will connect w ith the Astoria 
and Corona rapid transit lines. The contracts also providt' 
for its temporary operation pendin g the completion o f 
these exte nsions , and the agreement just approved author
izes the company to do such work as will fit it for tem
porary operation an d to begin t emporary operation as soon 
as possible. It is expected that the work will cost about 
$500,000. The commission has a lso approved an agreement 
transferring the titl e to the tunn el from A ug ust Belmont 
a nd others, as surviving trustees of the New York & Long 
Island Railroad, to the Interborough Rapid Transit Com
pany, which later wi ll transfer the same to the city of New 
York. It is expected that the work needed to fit the tunnel 
for t emporary operation w ill be completed in abou t four 
months after the transfer of title. 

On July 22 the commission ope ned bids for the construc
tion of a not her section of the Broadway subway in Man
hattan, which is to be operated by the New Yo rk Municipal 
Railway Corporation. This section extends under Broad
way fro m Union Square to Twenty-sixth Street, and will 
include the northern half of t he express stat ion a t Un io n 
Square and a local station at Twenty-third Street , Madison 
Square. On July 24 the commission awarded the contract 
to the E. E. Smith Con tract in g Company, the lowest bid
de r, for $2,056,702. The Broadway subway is now under 
contract from T rinity P lace and M orris Street north to 
Twenty-sixth Street. Actual construction, however , ex
tends only t o a point between Houston and Bleecker 
Streets, the contracts for the two sections north of that 
po int not having yet been approved by the Board of Esti
mate a nd Apportionment. 

The Public Service Commission is advertising for bids, 
to be opened on A ug. 19 next, for the construction of Sec
tion No. I of the Astoria, Woodside and Corona rapid 
transit rai lroad in Queens. Thi s road ha s two branch es, 
one leading from the end of the Queensboro Bridge to 
Astoria and the other from the same poin t to Corona. 
Section No. I embraces the construction at the junction of 
the two lin es a t the bridge approach and a lso a connection 
with the proposed extension of the Steinway tunn el through 
Ely Avenue. Both lin es w ill be elevated railroads and the 
greate r part of each is already under con stru ction. 

Haste Urged with Toronto Valuations 

The appraiser s of the property of the Toronto (O nt. ) 
Railway and the Toronto Electric Light Company will 
-commence their work at once, and upon its completion the 
entire project of the purchase by the city, in all its details, 
will be laid before the Hydro-Electric Power Commission 
o f Ontario for approval and sanction. Bion J. A rnold and 
J. W. Moyes, two of the appraisers, conferred with Mayor 
Boeken on July 22. Messrs. Arnold and Moyes will be 
joined shortly by R. A. Ross, Montreal, and John Mackay, 
who are to appraise the assets of the Toronto Electric 
Light Company. If the Hydro-Electric Power Commis
sion agrees to the details of the deal between the city and 
the compan ies the agreement will be drawn by counsel for 

both sides and the matter wi ll be submitted to the people. 
It is hoped to be ab le to take the vot.e by the end of Sep
tern ber. 

The consideration of subsidiary contracts is an imp.ortant 
feature o f the d ea l. It is p ractica lly agreed that the city 
w ill have to take the present load o f power from the Elec
trical Development Company as a minimum. This and the 
fact that the Toronto Electri c Light Company's contract 
with the E lec trical Development Company and the Toronto 
Rai lway's agreement run fo r thirty year s and eight years 
r espectively are details to be considered by the Hydro
E lectric Power Commissio n. The difficulties in connection 
w ith these details, however, would be r emoved by the 
acqui sition of the property of the E lea trical Development 
Company by the Hydro-E lectric Power Commission of 
Ontario. Twenty million do llars is the price fixed for this 
property. Mayor Boeken has pointed out that if the 
Hydro-Electric Power Commission took over the Electrical 
Development Company all priva te corpo rations would 
be remoyed from the electric fie ld in Ontario. In a 
letter to Mr. Arnold Mayor Boeken urges upon him the 
necessity of makin g th e va luatio n as quickly as possible. 

Adam Beck, chairman of the Hydro-Electric Power 
Commissio n of O ntario, sa id on his return to Toronto after 
a holiday trip of several week s in Europe: 

"I do not think the purchase of the property of the 
E lectrical Development Compa ny is a matter for discussion 
by me until it com es properly befo re the commission. 
When the time comes to say somethin g it will be said. 
That time is not ye t." 

Fenders on the Toronto Suburban Railway.-The city 
so licitor of Toronto, Ont., has been in st ructed to communi
ca te with the Ontario Railway Board in r egard to the 
fende rs used by the Toronto Suburban Railway. 

Streator Strike Settled.-The strike of the employees of 
the Public Service Company of Northern Illinois, which 
has been in progress since May IS, has been settled, but the 
terms under which the men r eturn to work have 'not been 
made public. The company operate s 10.5 mil es of electric 
railway in Streator. 

Pennsylvania Reported to Be Negotiating Power Con
tract.-Negotiations are said to be pending betwee n the 
Penn sylvania Railroad and the Philadelphia E lectric Com
pany fo r the latte r to supply power to operate the line of 
the Pennsylvania Railroad to Paoli, which branch, as pre
viously a nn oun ced, is to be electrifi ed. 

Ordinance Passed Calling for Special San Francisco 
Election.-The Board of Supervisors of San Francisco, Cal., 
has passed the ordinance calling an electio n on Aug. 26, at 
which the quest ion of issuing bonds to the amount of 
$3,500,000 fo r the purpose of constructing a sys t em of mu
nicipal st r eet railways w ill be voted on. 

International Railway Buys Land for New .Terminal.
T he International Railway, Buffalo, N. Y., has purchased 
property adjacent to its carh ouse in Lockport , N. Y., as a 
site for the proposed immense t ermina l for the Buffalo and 
R oches ter cars when the pendin g reorganization and mer
ger plan o f th e Buffalo & Lake Erie Traction Company 
is approved by th e Pub lic Service Commi ss ion. 

Pacific Great Eastern Railway Proposes to Electrify 
Short Line.-The Pacific Great Eastern Railway, which 
is constructing a lin e fr o m Fort George to N orth Van
couver, B. C., has ag reed to electrify that portion of its 
r oute extending from Hor seshoe Bay on Howe Sound 
through West Vancouver t o North Vancouver, a distance 
of about 10 miles, provided the municipalities through 
w hich the company propo ses to operate will grant the com
pany a 60-ft. right-of-way fre e. 

Toronto Deviation Case Before Privy Council.-The ap
peal against the decision of the Appellate Division of the 
High Court by the Toronto & York Radial Railway, To
ronto, Ont., will be heard in Privy Council in London, Eng., 
in October. The decision of the court reversed the find
ing of the Railway Board, which permitted the company 
to divert its tracks at Farnham Avenue on Yonge Street 
and cross Woodlawn, Alcorn and Walker Avenues to the 
North Toronto terminal. The city argues that the cross
in£"S which are maintained at these points are dangerous. 
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Mayor Jost Completes Tentative Franchise.-Mayor Jos t 
of K a n sas City, M o., has com p let ed th e t e nta ti ve draft o f a 
fr a nchi se fo r the Me tropolita n S treet Ra il way a nd w ill sub
mit copies to Judge A ndrew F. Evan s, city co un se lor, to be 
r eview ed by him. T he M ayor is ave r se t o d isclos ing t he de
tails o f the g rant until it is form a lly p resen ted to th e re
ceiver s fo r the company. H e has indicated tha t w hen he 
a nd the receivers agree o n a fra n chis e, copies o f it w ill be 
printed a nd pub li c m eetings w ill be held to d iscuss th e 
m easure before it goes to t'h e Counci l. 

Dr. Tolman Delegate to International Housing Congress. 
-Dr. W . H . T o lma n sa iled o n th e Ry11 dam on July 29 a s a 
delega te from th e U nit ed S ta t es S tate D epart m en t to t he 
I nte rna tio nal Hou sing Cong ress w hich wi ll m ee t at The 
Hag ue on Sept. 8. H e is a lso th e sec retary of th e A m erican 
S ectio n o f th e Con gr ess, of w hich A r t hur Wi llia m s is vice
pres ident . D r. Tolma n w ill go direct to L on do n in t h e in
terests o f th e Interna tional Expositio n of Safety a n d Sani
t ation to b e h eld in New York next D ecemb er under t he 
a uspices of th e A m eri can Museum of Safety. 

Extensions in Cleveland.-T her e w ill be som e d iffic ul ty in 
extending th e new East Side cross-town lin e of t h e Cleve
land Railway into Gordo n Park fo r som e time, becau se t he 
s treet in on e p lace has been fi ll ed w ith m ateri a l by the 
Lake Shore Rail road, w hi ch is building a n arc h under its 
tracks fo r th e passage of th e stree t ra ilway, It is p oss ible 
that when th e ca r s a r e p ut in to opera tion th ey w ill turn on 
a Y for some time until the track can be comp let ed. It is 
s tated that a bout 3 miles o f th e De ni son-Harvard cros s
t own line and th e poles a n d w ire fo r most o f t h e d istan ce 
a re compl et ed. This will furni sh t h e only throu gh li ne 
between th e Eas t and W es t sid es of th e city . 

Boston Elevated Arbitration Hearings Postponed.-On 
a ccount of the illne ss of James J . Storrow, chairma n a n d 
third memb er o f the board of a rbitration w'hic h w ill in
vestig ate w ages a nd w orking conditi on s on th e Bost on 
Elevated Railway , the h earings upo n th ese mat t er s h ave 
been pos tpon ed until A ug. 18. It is probable th a t about a 
we ek w ill be occupied in th e p resenta ti on of th e em ployees' 
s ide of th e case a nd tha t a similar p eri od w ill be u ti lized 
b y the compa ny in r ebuttal ev idence an d a rg u ments. At 
a meeting in Bost on on July 24 rep resen tat ives of t h e 
company a nd of t h e em ploy ees' uni on agr eed t o mak e t h e 
fi nding s o f th e a r bitra ti on board r etroactive to May 1, 1913. 
The h earings will be public. 

Increase in Wages in Phoenix.-The Phoenix (Ariz.) 
Railway has made known its n ew sca le of w ages an d h as 
offered th e o ld p laces a nd se ni ority t o such of it s o ld men 
a s return t o their positions. W h en the re cent st r ike was 
declared th er e w er e s ix employ ees of t h e com pany wh o re
mained with th e compa ny. Since tha t time three more 
forme r empl oyees h ave r eturned t o th e company a nd two 
more have sig ni fied th eir inte nti on o f so do ing. T h e wage 
scale adopted on A u g . 1 fo llow s: F irst yea r , 22 cen ts an 
hour; seco nd y ea r, 25 cent s a n h our ; t hird yea r, 25 cen t s an 
hour; fo urt h year , 26 ce n ts an h our ; fift'h yea r, 27 cen t s a n 
hour. T he wages demanded by t h e m en who went on strike 
w ere a s fo llows : 22½ ce nts an hour fo r th e fi r st y ea r , 24½ 
ce nts an h our fo r t h e second year and 26½ cent s an hour 
fo r th e third yea r an d th erea ft er. 

A. E. R. A . Data Sheet on Insurance.-The com mittee on 
in sura nce of th e A m eri can E lectric R a ilway Association, 
of which H . J. D av ies, Clevela nd, is chai r m a n , sen t out 
D ata Sheet No. 106 on J uly 22. The b lank is in dup li cate, 
o n e copy to be returned fill ed in t o th e assoc ia ti on. The 
data a sked fo r fo ll ow : I. A m ount o f in suran ce carri ed in 
1912. 2. A m ount of p remiums p aid in 1912. 3. If you had a 
ti r e in th e yea r 19 12. p lease s ta t e : (a) it s cau se ; (b) in 
w ha t prop er ty; (c) a m ount of lo ss ; (d) amoun t o f insur
a nce r ecove red. 4. If an y o f your carh ou se s or other b uil d
ings are equi pped w ith autom a ti c sprinklers, p lease s ta te : 
(a ) the number of buildings so equipped ; (b) the tota l cost 
(approx imate ly) of your sprinkl er equipment. 5. P lease 
se nd the associa ti o n two cop ies o f your insu rance for m s. 

Proposed Electric Railways in Spain.-Proposals a r e r e
qu ested until Aug. 27, 1913, fo r building a n elect ri c tra m 
way, estimated cost $45 ,775, in the suburbs of Vigo, Spain. 
If succ essful in bidding against L a Co mpafii a A n o m in a 
Tranvia s E lectricas d e V igo the con ce ssiona ire m ust pay 

$682 fo r th e p ro ject w ith in teres t o f 5 p er ce nt fro m th e 
date the proj ec t was fi led . T he concession and con stru c
tio n of a n ele ctric tra m way fr om R eu s t o Tarragona, Prov
ince o f Tarrago na, Sp ain, has bee n awarded t o Marian o de 
Car ee r, own er o f th e app roved project. T he roll ing stock 
is to co mprise a t lea s t fo ur elec tri c ca r s, t en t ra iler s, fi ve 
elec t ri c fr eig ht car s, twe nty tra iling fr eig ht ca r s a n d t en 
flat cars. T he estima ted cos t o f th e line is $ 187,688. T he 
contracto r m ay be a dd ressed in car e o f La J efatura de 
Ob ras Publica s d e la l'rovin cia de Tarrag o na, Tar rago na, 
Spain . 

Trade Press Convention.-H. M. Swetla nd, pres iden t o f 
th e Fede ra tion o f Trad e P res s A ssociation s in th e Un ited 
S ta t es, a n nounces th a t the p rogram has been completed for 
th e eigh t h annual co nve ntion at t h e Hotel A stor, N ew Y ork, 
N. Y., Sept. 18 t o 20. Ac cept a nce s are in ha nd from over 
sixty speaker s of na ti o na l r eputa ti on in the manufac turing, 
se ll ing , adverti s in g and publishing fie lds. There wi ll b e fifty 
t en-minut e addresses a t th e edito ria l, ci r cula tio n , adve rti s
ing an d pub lis hing sympos ium s o n vit al quest io ns a ffec ti ng 
~il l th ose w ho have dea lings w ith th e bu siness pres s of 
A m erica. Oth er featur es o f th e con ve ntion w ill be an ex
hib it o f successfu l class, t echnical and trade j ourna l a dver
ti s ing campaig ns , a big bu sin ess mee ting , at w hi ch wi ll he 
t o ld th e insid e sto ries o f the b ig tra de paper p ubli shing 
successe s, and an inspira tiona l m ass m eet ing wi th addr es ses 
by represe ntative bu sin ess and p rofession al men on subjects 
of live intere st to ed itors, publish er s a nd adve rt iser s. A ll 
th e r egular sessio n s of th e convention w ill be open but 
ti ck ets must be secured for the inspira t io n a l ma ss m eeting . 
These may be obtained fr om any m em ber o f the fe deration 
o r fro m W . H . Ukers, chairman of th e committee on ar
ra ngem ents, 79 Wall Street, N ew Y o rk. 

Stamford-New Haven Electrification Nearing Comple
t ion.- In a statement issue d recently in r egard t o it s work 
of electrifi cation t he N ew Yor k, New Haven & H a rt fo rd 
R a il roa d said: " W hile it canno t be de fi nite ly sta t ed w h en 
trains wi ll be op erated by electr icity all the way fr om New 
Yo rk City t o New Haven , th e time is not far di stant. The 
link that wi ll co mplete the electri fication t o N ew H aven is 
t h e one b etween tha t city and Stamford. Par t of th is is 
comp let ed, and o nly a small portion r emains to r ece ive 
the fi n ishing t ouche s. T h e se cti on from Stamfo r d to New 
Have n is ab out 40 mile s in length. This entire sectio n will 
obtain its p owe r from t h e present power h ous e at Co s Cob. 
This means tha t the Cos Cob power hou se w ill generat e 
electr icity t o supp ly ano t her section w hich is nea rly twice 
as lo ng as t he on e fr om W oo dlawn to Sta m fo rd. lt is es
timated by t h e eng in eer s of t h e company that th e Cos Cob 
power h ou se wi ll be capabl e of takin g care of all nor mal 
traffic o n the line as far a s New Haven, but on days wh en 
sp ecia l tra ffi c is handled, s t eam wi ll have t o be r eso rted t o 
o n som e tra in s o n the Stamford t o N ew Have n link. Whe n 
th e electri ficatio n is continued to N ew L ondon or H a rtfo rd 
a noth er p ow er hou se wi ll b e erected." 

Council Committee Recommends Purchase of Seat t le . 
Renton & Southern Railway.-Five of the n ine m emb ers o f 
the City Counci l commi t t ee of Seattle, vVash. , voted o n 
J u ly 22 t o r ecomme nd that an offer of $ 1,250,000 be m ade 
fo r the entire property of th e Seatt le, R ento n & South ern 
Ra ilway on th e t erms prop osed by Scott Calhoun, on e o f 
the r eceive r s of t h e company . T his includes a double-track 
lin e ext ending fr om T hi rd Avenue an d Stewar t Street o n 
t h e n orth t o th e city o f R enton on the south , a di sta n ce o f 
9 m iles, about one-half ly ing within th e city limi ts and th e 
o th er h a lf in King Coun ty. Mr. Calh oun's o ffer o f t he p rop
e rty t o th e c ity w as made seve ra l week s ago, w h en a p ri ce 
of $ 1,200,000 was fixed fo r th e li n e within t he city lim its, or 
$ 1,400,000 fo r th e entire sy st em . It provid es fo r t he g m
s truction of ex t en sio ns w ith fund s r ea lized from th e sale o f 
the r emaining $ 150,000 o f th e $800,000 municipal st r ee t rai l
w ay b onds auth o ri zed two y ear s ago. O f thi s issue $300,000 
of th e bon d s ha ve b een sold t o th e St a t e a nd $350,000 w o uld 
he r equi red t o m ake th e cash paym ent for the Sea ttl e, 
Rent on & Southe r n prop er ty , leaving $ 150,000 fo r ex t en
sion s. T he o ffe r au th o rized by the committee prov id es th a t 
t he en t ire prop erty b e turn ed over t o th e ci ty imm edia t ely 
upo n th e making of t he fi r st paymen t of $350,000 and th e 
is suance of utilit y bo nds for t he r emainder. 
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Financial and Corporate 
Stock and Money Markets 

July 30, 1913. 
E arly trading was active in New York to-day. The market 

opened high but prices began gradually to decline. Fol
lowing the announcement o f the reduction of the Illinois 
Central dividend r ecessions of about 1½ points were re
corded in th e leader s. There was a fair increa se in the ag
g regate volume of trading . Interborough-Metropolitan 
and Third Ave nu e each had d eclined ¼ point at the 
clos e. Rates in the money market to-day were: Call, 2¼ 
@ 2½ p er c ent; sixty days, 3½@4 p er cent; ninety days, 
4@4½ p er cent; four month s, 4½@5¼ per cent; five months, 
s ½@6 per cent; six months, 5¼@6 per cent. 

Outside of trading in arbitrage issues and two or three 
local issues, little activity was n o ticeable in the Philadel
phia market. No bonds were so ld after the fir st h our. 
Philadelphia Rapid Transit declined ¼ point. 

The Boston Exchange opened strong but later weakened 
in sympathy with New Y o rk, New Haven being weak. 

Trading in Chicago was mo stly in industrials, although 
small sales were made of Chicago Railways, series 1 and 2. 

Few sales were recorded in the Baltimore market. 
United Railways figuring in small stock and bond sales. 

Quotations of traction and manufacturing securities as 
compared with last week follow: 

July 23 
American Brake Shoe & F oundry (common)........ 87 ¼ 
American Brake Shoe & Foundry (preferred) ...... 129 
American Cities Company (common). . . . . .. . . . . . . . . . . 37 
American Cities Company (preferred)... . . . . . . . . . . • 66¼ 
American Light & Traction Company · (common) ..... ·. 340 
Amer!can Lig_ht & Traction Company (preferred) ..... 104 
American Railways Company . . . . . . . . . • . . . . . . . . ... . . 38 1/, 
Aurora, Elgin & Chicago Railroad (common)....... .. 39 1/, 
Aurora, Elgin & Chicago Railroad (preferred)........ 82 1/, 
Boston Elevated Railway . . . .. . . . . . . . . . . . . . .. . . . . . . . 89 1/, 
Boston Suburban Electric Companies (common)...... 71/, 
Boston Suburban Electric Companies (preferred)..... 55 
Boston & Worcester El'ectric Companies (c emmon).... *8 
Boston & Worcester Electric Companies (preferred)... 42 
Brooklyn Rapid Transit Company... . . . . . . . . . . . . . . . 87 ½ 
Capital Traction Company, Washington ............. 1171/, 
Chicago City Railway ............................. *165 
Chicago Elevated Railways (common)...... . . . . . . . . . 25 ½ 
Chicago Elevated Railways ( preferred) ............. *75 
Chicago Railways, ptcptg. , ctf. 1 . .... . .............. *95 
Chicago Railways , ptcptg. , ctf. 2..... . . . . . . . . . . . . . . . 25 ½ 
Chicago Railways, ptcptg., ctf. 3.................... * 7½ 
C~ic~go ~ailways, pt~ptg., ctf. 4.................... * 2 ½ 
Cmcmnati Street Railway ... ...................... allO 
Cleveland Railw;, y . ... . .... . ...................... 102¼ 
Cleveland, Southwestern & Columbus Ry. (common). 6 
Cleveland, Southwestern & Columbus R y. (preferred) 29 
Columbus Railway & Light Company. . . . . . . . . . . . . . . . 18 
Columbus Railway (common) . . . . . . . . . . . . . . . . . . . . . . 69 1/, 
Columbus Railway (preferred) . . . . . . . . . . . . . . . . . . . . . 88 
Denver & North western Railway .......•........... 107 
Detroit U nited Railway . . . . . . . . . . . . . . . . . . . . . . . . . . 70 
General E lectric Company .. . ..................... 139¾ 
Georgia Railway & Electric Company (common) ...... 114¼ 
Georgia Railway & Electric Company (preferr ed).... 82 ½ 
Interborough M etropolitan Company (common) .. .... 15 ½ 
Interborough M etropolitan Company (preferred)... . . 58 1/s 
International Traction Company (common) .. . .•.... *30 
International Traction Company (preferred). : . ....• *95 
Kansas City Railway & Light Company (common).... 18 
Kansas City Railway & Light Company (preferred).. 36 
Lake Shore Electric Railway (common). .. ...... . ... 9 
Lake Shore Electric Railway (1st preferred)... . . . 90 
Lake Shore Electric R ailway (2d preferred) . . . . . . . . 25 
Manhattan Railway ... . .. ... . . . .... . .............. 126 
Massachusetts Electric Companies (common)........ 141/, 
Massachusetts Electric Companies (preferred)...... 71 
Milwaukee Electric R ailway & Light Co. (preferred) .. *90 
Norfolk Railway & Light Company . . . ....... . .. .. .. *25 
North American Company . . . . . . . . . . . . . . . . . . . . . . . . . 69 1/, 
Northern Ohio Light & Traction Company (common) .. a75 
Northern Ohio Light & Traction Company (pre fe rred) .alOO 
Philadelphia Company, Pittsburgh (common)..... . .. 39 
Philadelphia Company, Pittsburgh (preferred)...... 39 
Philadelphia R a pid Transit Company. . . . . . . . . . . . . . . . 22 ½ 
Portland Railway, Light & Power Company.. . ...... 58 
Public Service Corporation ............. . ; . . . . . . . . . . 108 
Third Avenue Railway, New York ..... ... .. , ...... 35 1/s 
Toledo Railways & Light Company .......... . ...... al2 
Twin City Rapid Transit Co. , Minneapolis (common) .. 104 
Union Traction Company of Indiana (common). . .... 41/, 
Union Traction Company of Indiana (1 st preferred).. 80 
Union Traction Company of Indiana (2d prefe rred). . 30 
United Rys. & Electric Company (Baltimore)... . . . . 26¾ 
United Rys. Inv. Company (common).............. 181/, 
U nited Rys. Inv. Company (preferred)............. 35 
Virginia Railway & Power Company (common)..... 51 
Virginia Railway & Power Company (preferred).... 89 
Washington Ry. & Electric Company (common) . ..... 89¼ 
Washington Ry. & Electric Company (preferred).... 871/s 
W est End Street Railway, Boston (common)........ 71 
West E nd Street Railway, Boston (preferred)...... 86 
Westinghouse Elec. & Mfg. Company............... 611/, 
W estinghouse Elec. & Mfg. Company (1st preferred). 108 

*Last sale. a Asked. 
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ANNUAL REPORTS 

American Power & Light. Company 

According to the annual report of the American Power 
& Light Company, New York, N. Y., which controls various 
electric light and power, gas, railway and water works 
properties in the West, the combined gross earnings of the 
controlled companies for the twelve months ended April 
30, 1913, were $5,418,194, of which $211,179, or 4 per cent, 
was derived from the company's electric railway holdings. 
The combined net income of the controlled companies for 
the perio d was $560,052, and the balance accruing to the 
American Power & Light Company, after transfering $158,-
397 to a reserve for depreciati on and setting aside $147,780 
for common stock not held by the American Power & Light 
Company, was $253,875. The grand balance of combined 
surplus accruing to the American Power & Light Company 
a s of April 30, 1913, was $1,080,523. 

. The Pacific Power & Light Company, one of the con
trolled companies, which operates 30.5 miles of street and 
interurban railways in Washington and Oregon, reports 
gross earnings for the period of $1,239,382, which, after a 
deduction of $641,777 for operating expenses, $299,951 for 
fixed charges and $238,750 for preferred dividend, gives a 
balance of $58,904, a decrease of $46,521 from the previous 
year, when only $165,000 was declared in dividends. 

The gross earnings of the Southwestern Power & Light 
Company, operating 5 miles of electric railways in Texas, 
were $1,999,065, from which, after a deduction of $1,128,334 
for operating expenses, $870,731 was left as net earnings, 
an increase of $1 r-2,600 over the preceding year. 

The report says of two other controlled companies: 
. "The Kansas Gas & Electric Company supplies, under an 
advantageous contract with the Wichita Railway & Light 
~ompany, continuing until 1930, all the power used for the 
operation of the e-ntire street railway business in Wichita, 
comprising 33.6 miles of track. It also has a contract with 
the Arkansas Valley Interurban Railway, expiring in 1930, 
to supply all the power necessary to operate all the inter
urban company's railway lines, already constructed for 38 
miles and planned for 90 miles. 

"The Texas Power & Light Company has a contract for 
fifty years with the Southern Traction Company to supply 
all the power for its interurban lines, which are now being 
built between Waco and Dallas and between Dallas and 
Corsicana, and for its traction system in Waco. The in
terurban system now planned will cover about 135 miles of 
interurban lines, in addition to the present Waco city sys
tem of approximately 16 miles of track and the Corsicana 
system of approximately 4 miles of track. Power is also 
supplied by the Texas Power & Light Company to the 
street railway in Cleburne, with 7 miles of track, the street 
railway in Paris, with 5½ miles of track, and the street 
railway in Bonham, with 2½ miles of track." 

Middle West Utilities Company 

The statement of income and expenditures of the Middle 
West Utilities Company, Chicago, Ill., for the fiscal year 
ended April 30, 1913, is as follows: 
Inter est r eceived and accrued on bonds and debentures $113,305 
Dividends received and accrued on stocks of subsidiary 

companies ................ . .... . ................. $224,375 
Dividends received and accrued on stocks of outside 

companies . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . 40,590 264,965 

Sundry interest on notes receivable, brokerage, etc ........... . 

Total interest and dividends ..................•............. 
Profit~ from cash sale of properties or securities ...•... , ••.... 
Profits from sale of properties to subsidiary companies 

where proceeds in securities or notes have not all been sold, 
arrived at on basis of values fixed by the board of directors .. 

Adm1i~~~at\~~on~:·p·e·r;s·e·. ·. ·. ·. ·. ·. ·. ·. ·. ·. ·. ·. ·. ·.::::::::::::::::::::: : : : 
Interest ..................................•......... , • •. • • • • 
Depreciation and losses on investments .............•......... 
Miscellaneous charges, including faxes, depreciation ..... , ..... . 

Total expenditure ........... . ................•..... , ..... . 

86,968 

'$465,239 
287,598 

159,131 

$911,969 
93,957 
60,655 
19,743 
38,591 

$212,948 

Balance profit for period ......................•....... , . . . . . $699,021 

Out of this profit for the year dividends have been paid 
and accrued on the preferred stock in the amount of 
$353,417, leaving a surplus of $345,603. 

Samuel Insull, president of the company, says in part: 
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"At the time of its organization the co mpa ny acquired 
certain public service properties in Indiana, Illinois, Ken
tucky, Missouri and the New E ng land States. Since then 
it has from time to time materia lly increase d its holdings 
in these States with the exception of Mi ssouri,, and in a ddi
tion has acquired properties in Mi chigan and Oklahoma. 

"The various properties, with th e exception of those in 
Michiga n, have been consolidated into one or more sub
sidiary opera ting companies in each State. The junio r 
securities of these companies a re either in th ei r entirety 
or in a large majority owned by this company. Its policy 
is, so far a s possible, to keep th e junior securities of it s 
subsidiary companies in it s own treasury. 

"The subsidiary companies are in the aggregate se rving 
274 separat e communities, having a combined population 
of between 800,000 and 900,000, with one o r more classes 
of public utility service, namely, electric light and power, 
g as, heat, ice, transportation and water. 

' 'The combined earnings of these subsidiary companies 
from th e date at which th ey were respectively acquired to 
April 30, 1913, the end of this company's fiscal year, were 
as follows : 
Gross earnings ................. . .. . .............. $3,680,676 
Operating expenses .....•.•... . .. . . , ....... . . .. .... 2,442,584 

Net earnings from operation ...... . ,..... . ........ $1,238,092 
Fixed charges to outside holders. . . • . . . . . . . . . . . . . . $639,862 
Interest on debentures and dividends paid on stock 

held by outside holders, including their propor-
tion of the surplus...... ............. ......... 161,794 

Earnings accrued. on securities of subsidiary com
panies held hy this company ...................• 

801,657 

$436,435 

"Of th ese earnings, $ru,r8o has come into the treasury 
of thi s company as int er est on bonds and deb entures, and 
$224,375 as dividends on stock, leaving a balance of $ 100,879, 
bein g the Middle West Uti lities Company's proportion of 
the surplus carried in the aggregate surplus account s of 
the subsidiary companies on their own books. 

"Since the close of the fiscal y ear, the direc tors have 
authorized the issue of $3,500,000 of three-year 6 per cent 
collateral gold notes, secured by the deposit with a trustee 
of $4,667,000 par value of mortgage bonds of subsidiary 
companies; $2,000,000 of these notes will be sold imme
diately. The proceeds of this issue will be used t o com
plete payments on properties heretofore contracted fo r , to 
provide funds for the development of subsidiary companies 
and to fund the floating debt of the company." 

Minority Bondholders Object to Buffalo & Lake Erie 
Traction Company Reorganization and Consolidation 

Minority bondholders of the Buffalo & Lake Erie Trac
t; on Company are protesting against the proposed p lan of 
r eorganization of that lin e and th e consolidation with the 
Buffa lo, Lockport & Rochester Electric ·Railway, w'hich was 
described in detail in the ELECTRIC RAILWAY JOURNAL of July 
26, 1913. 

\Vhen the application of th e majority bondholders came 
up for a hearing before Public Service Commissioner 
D ecker in Buffalo, N . Y., on July 31, the r eprese ntative of 
the minority bondholders applied for an adjournment for at 
least a month. H e claimed that no notice of the de
tails of reorganization had been received by the mi
nority bondholders and it was not until this hearing that 
they became familiar with th e terms of the proposed m er
ger. The application for more time was rej ec ted by the 
P ublic Service Commission, 'however, and continuance of 
the hearing set for Aug. I. 

The p lan provides for paying the bondholders dolla r for 
dollar, but it is pointed out by the bondholders that the 
preferred stock held by them will be wiped out and that 
they stand to lose close to a half a million dolla rs. When 
th e bonds were originally placed on the market, they could 
not be purchased unles s some preferred stock was secured, 
being sold in blocks of $rn,ooo worth of bonds and $2,000 

worth of preferred stock. Under the proposed plan a ll pre
ferred stock will be taken over by Bertron, Griscom & 
Jenks, New York bankers. 

A mong those who appeared at the hearing were C. K. 
Beekman, counsel for the petitioning bondho ld ers ; Gera ld 
B. Fluhrer, for certain creditors of th e Buffalo & Lake Erie 
Tracti on Company; A. B. Ottaway, Joseph J. Lun ghino. 

J ohn F . ll urke, M. A. F ederspiel, D . D. Eam es and o thers 
for certain bondholders and stockholder s. 

E dward G. Connette, p r esident of the Internatio nal Rail
way, Buffa lo, N . Y., was sworn and he testified as t o the 
physical va luat ion of the Buffalo & Lake Erie Traction 
Company and the Buffalo, Lockport & Roch est er E lectric 
Railway. D. C. Jackson of Boston, a consulting engin eer 
and a professor in the Massachusetts Institut e of Tech
nology, testified as to the va lue of the contract with th e 
Canadian power company which wi ll furnish 46,000 hp at 
th e international boundary. 

The g reater part of the testimony during the morning 
a nd afternoon sessions was taken up with explaining ho w 
ce rta in es timat es a s regards tracks, rigrt -of-way, main
tenance cost a nd other similar details w er e arriv ed at. 
Nothing of unu sual importance was brou g ht out, but it is 
plain that th e m embers of the commission wi ll make an ex
haustive in vest igation into the details before the applica
tion is granted. 

All of the experts testified that the Buffa lo & Lake Erie 
Traction line is in exce llen t condition a nd that certain 
parts of th e lin e a re paying well on th e inves tment. Many 
bondholders were of the opinion that this line should not 
absorb a line w hich they claimed was in a less prosperous 
condition . 

Sanderson & Porter Secure Common Stock Control of 
New Haven's Springfield and Worcester 

Electric Railways 

It was r eported in Boston on July 31 that the electric 
railways in Sp ringfie ld a nd vVorcester, in western N ew 
England, own ed by th e New England Investment & Se
curity Company, on which the New York, New Haven & 
Hartford Railroad has guara nteed inte rest on the bonds 
a nd dividends of the preferred stock, had been so ld to 
Sanderson & Porter, New York City, N. Y. In this con
nection the fo llowing statement was made at the office of 
the New York, New Hav en & Hartford Railroad in New 
York: 

"C. S. Mellen, president of the New York, New Haven 
& Hartford Railroad, understands it is true that a la rge 
amount of the stock of the New E ng land In vestment & 
Security Company, which controls the electric railways in 
Springfie ld a nd Wo rcester, has been acquired by Sander
son & Porter, w ho are constructors, opera tors a nd pro
moters of electric railways in various sections of th e 
country . Just how much stock th ey have acquir ed Mr. 
Mellen is not a dvised, but he is told that it is enoug h to 
put control into their hands. Mr. Mellen is not advised r e
gardin g the policy of Sanderson & Po rter and has n o in
formation of their intentions." 

Sanderson & Porter subsequently confirmed the news 
to the effect tha t they have purchased a controlling in
terest in the common stock of the New England Invest
ment & Security Compa ny, 

The New E ng land Investment & Security Company, the 
co ntrolling interest in the common stock of which has been 
purchased by Sanderson & Porter, was organized in June, 
1906, to acquire the electric railways in Massachusetts con
trolled at that time by the New York, New Haven & Hart
ford Railroad. It controls th e following companies th roug h 
ownership of a ll or a majority of th eir stocks: Worceste r 
Railways & Investment Company, Worcest er Consolidated 
Street Railway, Milford, Attleboro & Woonsocket Street 
Railway, Sp ringfie ld Street Railway and Sprin gfi eld Rail
way Company. In April, 1909, th e company acquired by 
assig nment a ll rights of the Rhode Island Company's in
terest in the capital stock of the Attleboro Branch Rail
road and the Interstate Consolida t ed Street Rai lway and 
of the Consolidated Railway's interest in th e capital stock 
of the Worcest er & Webster Street Rai lway and the Web
ster & Dudley Street Rai lway. The capital stock of the 
company consists of $10,000,000 of commo n stock, of w hich 
$100,000 is outs tan ding, and $10,000,000 of 4 per cent cumu
lative preferred stock, of which $4,000,000 is outs tanding. 
The syst em in Springfie ld which the company controls 
consists of 166 miles of track, w'hile the sys tem in Wor
cester consists of mo re than 266 miles of track. The of
fic ers of th e New England Investment & Security Com
pany are J . T H armer, president; Be ntl ey W. Warren, 
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vice-p res id ent ; F. P. McIntyre, secretary, and L. Ca nde e-, 
t reasurer. 

It wi ll be re called that the Interstate Commerce Com
mi ssion, in its recen t repo rt on th e ope ra tio ns of the New 
York, New Haven & Hartford R ailro ad, r ecommended that 
t he New Haven comp any divest its elf o f its electric ra il
way interests, and it was subs equently r epo rted in Boston 
that a syndica te to include m emb ers of the fi rm s of K idde r, 
Peabody & Company, Stone & \ Vebs ter and others was 
being organized to take over th e electric railway properti es 
c, f the company in Rh ode I sland. Charles A. Stone of 
Stone & Webster , however, was quoted t o the effect that 
t here was nothing to the r epo rt co ncerning the purchase of 
the Rhode I sland propert ies. Others w ho were sa id to be 
interested in the purchasing syndicate were also quoted to 
t he effect that they had n o kn9wledge of th e r eported dea l. 

Report of Geary Street Municipal Railway for Six Months 

The municipa l author ities of San F ra ncisco, Cai., have 
pub li s hed the fo llowing statement of r eceip ts and disburse
ments fo r operating expenses of the Geary Str ee t Municipa l 
Railway from D ec. 27, 1912, t o Jun e 30, 19r 3, inclu sive. The 
in t er est due June I was $29.6.47, leaving a surplu s over the 
cx pe n di tu res and int er es t of $3 r ,909. 

Receipts 
December ( 4 days)... ... . . . . . . . . . . . . . . . . . . . . . . . . . . . $3 ,300 
January . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . 17,465 
February . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . 18,619 
March . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . 22,023 
Apr il ......... .'. . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . 22,0 34 
M ay . . . . . . . . . . . . . . . . . . . . . . . . .. . . . . . . . . . . . . . . . . . . . . . 23,525 

Disburse-
ments 
$1,07 6 

J une 1 to 2-1 inclusive (K earny to Thirty-third A venue) 18,840} 
June 25 to 30 jnclusive (Ferry to Ocean)........ . . . . . 9, 114 

9,835 
10,461 
12,806 
11,648 
13,338 
14,199 

Total ....................................... ... . $134,92 3 $73,365 

American Water Works & Guarantee Company, Pitts
burgh, Pa.-J. B. Van Wage ner, treasu rer of the American 
\Yater W orks & Guarantee Company, made a statement, in 
part as fo ll ows, on Ju ly 29: "Arrangeme nts hav e been made 
fo r the payment of all interest maturi ng on Aug. I on se
curities of subsidiary companies of th e A m erican Water 
vVorks & Guarantee Company. T he full and complete audit 
of the books of the A merican Water W orks & Guarantee 
Company and it s subsidiary companies ordered by the re
ceive r s has n ot y et been completed." 

Arkansas Valley Interurban Railway, Wichita, Kan.
George J. Theis, Jr. , Wichita, was elect ed president of the 
Arkansas Valley Interurban Railway at the annual m eeting 
o f s tockholders on July 22 to succeed W. 0. Van Ars dale. 
Stockholder s of the company elected the fo llowing directors: 
George J. Thei s, Jr. , J. L. Johnson, 0. A. Boyle, W. 0. 
Van A rsdale, J. H. Elem, R. L. H olmes, C. G. Cohn, C. H. 
Smyth and L. M. D akin. J. H. Elem was elected a direc
tor to fi ll the vacancy caused by th e resignation of F. D. 
Treckle, who ha s sold his interests to Mr. Theis. The 
directors th en organized as fo llows: George J . Theis Jr., 
president; 0. A. Boyle, vice-pres ident and g eneral manager; 
A. Ston e, secr eta ry. The stockholders of the Interurban 
Con struction Company, which is affiliated w ith the railway, 
elected the fo llowing directors: 0. A. Boyle, George J. 
Theis, Jr.. R. B. Campbe ll , J . H. E lem, R. L. Holmes, E. T. 
P.attin and C. H. Smyth. E. T. Batti n was elected in place 
of F. D. Treckle. The direc tors of t'he con structi on com
pany elected officers as fo llows: 0. A. Boyle, president; 
J. H. E lem, vice-president ; R. B . Campbell, tr easurer; E. T. 
Battin, secretary. 

Billings (Mont.) Traction Company.-A special meeting 
of the stockholders of th e Billings Traction Company will 
be held on Aug. 9, 1913, for th e purpose of passing upon an 
increase of the capita l stock t o an amou nt n ot exceeding 
$500,000 and for the furth er purpose of am ending the arti
cles of incorporation so that preferred stock may be cre
a ted and issuing preferred stock fo r at leas t a portion of 
the increase of stock, and for the purpose of creating a 
bonded indebtedness in an amount not to exceed $500,000, 
to pay the p resent indebtedness of the company and to 
secure money with which to make necessary extensions. 

Central Park, North & East River Railroad, New York, 
N. Y.-Judge Lacombe, in the United States District Court, 
has directed Alexander Gilchrist, clerk of the United States 
District Court, to pay over to George W. Linch, receiver 
of the Central Park, N ort'h & East River Railroad, $75,492, 

being the balance of the proceeds of a sa le of t hat prope r ty 
held on Nov. I.+, 1912. The orde r is ·made so that the re
ceiver may deposit the money with th e Guaranty Trust 
Company, to be distributed under supervision of the Su
prem e Court of the State of New York, as provided in a 
judgment granted Dec. 12, 1912, in suit br oug ht against the 
compa ny by George P. Titus, Jr. Clerk Gilchrist is directed 
t c hold $20,000 subj ect to the ord er s o f the court . The Belt 
Lin e Railway Corp oratio n is t he successor to the Central 
Pa rk, No rth & East River Railroad. 

Denver & Northwestern Railway, Denver, Col.-The ex
ac t ba sis of the exchange of th e $6,000,000 of first and col
lat era l thirty-year S per cent bond s o f the Denver & North
western Railway for bonds of the D enver City Tramway, 
referred to in the E LECTRIC RAILWAY J ouRNAL of Jun e 14, 
1913, page 1088, is as fo ll ows: Each holder of a $1,000 D en
ver & No rthwes tern bon d wi ll receive a $1,000 first and re
fund sinking fund mortgage twenty-five-year 5 per cent 
gold bond of th e D en ve r City Tramway, dated Nov. I, 1908, 
due Nov. I, 1933, and in addition the reto $so in non-interest
bearing sc rip exchangeab le in amounts o f $500 for the 
above-mentioned bonds of 1908. 

Dry Dock, East Broadway & Battery Railway, New York, 
N. Y.-Judge Lacombe in the U nit ed States District Court 
on July 19, 1913, auth orized F. W. Whitridge, receiver, to 
issue $179,000 of re ceive r 's ce r tificates t o be kn own as series 
"B" and to bear 4 per cent interes t. This sum was e~
pend ed on the improve m ent of tra ck and equipment apd 
was chiefly furnished by th e Third Avenue Railway. 

East St. Louis & Suburban Railway, East St. Louis, Ill.
On May 22, 19 13, the East St. Louis ·& Suburban Railway 
fi led in Bell evi lle a certi ficate of increase of capital sto ck 
fro m $3,850,000 to $4,100,000. 

Gary & Interurpan Railway, Gary, lnd.-Suit has been 
fi led in the P orter (Ind.) Circuit Court by F. B. Raff, South 
Be nd, Ind., owner of 5040 shares of stock of the Gary & 
I nterurban Railway, to set aside the merger of the com
pany wit h th e Gary & Conn ecting Railways, th e Valpa
raiso & Northern Railway, the Goshen, South Bend & Chi
cago Railroad and the Chicago-New York E lectric A ir Line 
Railroad. In case the petition for the · dissolution of the 
m erge r is g ranted, the court is a sked t o appoint a receiver 
fo r th e orig inal Gary & Interurban Railway. 

Highland Park & Lake Burien Railroad, Seattle, Wash.
The city of Seattle has decided to accept the offer of the 
Lake Burien & Highland Park Railroad and will take over 
the portion of th e r oa d w ithin the city limits. 

Interborough Rapid Transit Company, New York, N. Y.
Applicatio n has been m ade to the New York Stock Ex
change fo r li st ing $37,027,000 of Interborough Rapid Transit 
Company first a rid r efu nding mortgage 5 per cent gold 
bonds. In all, some $160,000,000 of the se bonds will be i8 
sued and li st ed from time to time. Of the total $37.027,000 
to be li sted a t present about $5,000,000 have been exchanged 
fo r the old fi r s t mortgage bonds of the company on the 
basis of 105 for the old bonds and 98 for the new. Of the 
balance, ha lf will be u sed for retiring note obligations and 
half for new co nstruction. The total authorized issue of 
first and refunding S per cent bonds is $300,000,000, dated 
Jan. 1, 1913. 

Lake Shore Electric Railway, Cleveland, Ohio.-The Lake 
Shore Electric Railway has been authorized by the Public 
Se rvice Commi ssion of Ohio to pledge as collateral for a 
loan, which shall be in the large st amount negotiable but 
not less than 60 per cent of the par value thereof, its S per 
cent general mortgage bonds of the total principal sum of 
$1 79,000, the issue of which bonds has heretofore been con
sent ed to and authorized by the commission. 

Manila Electric Railroad & Lighting Corporation, Manila, 
P. 1.-The eighth annual report of the Manila Electric Rail
road & Lighting Corporation states that the gross earn
ings for the year ended Dec. 31, 1912, were $1,597,674, 
being an increase over the previous year of $144,986, or 
9.98 per cent; operating expenses and taxes increased $821,-
648, or 12.87 per cent, while the net earnings from opera
tion were $873,187, an increase of $62,337, or 7.68 per cent. 
Interest charges during the year were $277,500, and sinking 
fund requirements $28,250, leaving surplus earnings for the 
year of $567,437. The annual appropriation for the re
placement and renewal fund of $80,000 was maintained, and, 
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deductin g this from th e year's surp lu s earn ings , there re
mained a n a vail abl e surplu s fo r th e year of $41:17,437, bein g 
a n in crea se o f $61,612 over th e p rev io u s year. From t his 
a m ount there w ere pa id four di vidend s of 1 ½ pe r ce nt each, 
a nd an additio na l dividend of I per cen t, makin g 7 pe r cent 
fo r th e yea r, aggr egatin g $350,000, leavin g $137,437 to be 
t r a n sferr ed t o the surp lu s account, m aking t he tota l acc L1mu 
lated surplu s with reser ves a t D ec. 31, 1912, $1,362,140, an 
in crease over 191 I of $282,061. 

Metropolitan Street Railway, New York, N . Y.-Upon 
application o f Doug las R o bin son , as o n e of t he re ceivers of 
the M etrop oli ta n S treet Ra ilway, J udge Lacombe, of the 
U nited Sta t es Di stri ct Cour t, ha s s ig ned an order di r ec tin g 
a ll p er son s hav in g cl a im s aga in st th e New York Ci ty Rai l
way or th e M etrop olita n Street Ra il way prior to Sept. 24, 
1907, w h en th e r oa ds wen t in to rece ive r sh ip, to fi le their 
claims and a ssert titl e to su ch cla im s before Special M ast er 
Willia m L. Turner. The order of t he· court d irec ts t hat on ly 
those may p rove cla ims w h o have been fou n d to be entitl ed 
t o paym ent out of th e p roceeds as apportioned o n mandate 
of the court fi led J a n. 13, 1913. 

Oakland & Antioch Railway, Oakland, Cal.-A sub scrip
ti on li s t t o the r ecently auth o ri zed $1,000,000 bon d issue is 
bein g circula t ed a m o ng th e stockho lders of the Oakland, 
A ntioch & Eas te rn R ailway. T h e bonds a re offered t o 
s t ockh olde rs at $85 a nd in tere s t. I n case the management 
succeeds in r a ising su ffic ien t fu n ds in t h is mann er t o com
plete the lin e t o Sacra m ento, t he proposed assessm ent will 
n ot be levi ed. Otherwi se two asse ssments wi ll be levied, 
o ne of $ rop er shar e agai n st t h e 35,000 shares of s tock out
standin g of the Oakl a n d & A n t ioch Ra ilroad, and t h e o ther 
o f $5 again s t the 100,000 sha r es of stock of t h e Oakland, 
Antioch & Eas tern R ailway. 

Quebec Railway, Light & Power Company, Quebec, Que. 
- Holde rs o f two bond issues of Quebec R a il way , L ig h t & 
Power Com pany, con sistin g of $2,500,000 of Q uebec-Sague-
11 ay divi sion fi r st m or tgage t hi rty-year 5 per cent bonds and 
$2,100,000 new m or tgage s per cen t bon ds, h ave bee n call ed 
t o m eet on Sept. 2 to con sider th e acti o n t o be taken in 
,,, iew of the regist rat io n on th e p ropert y o f the Quebec & 
Saguenay Ra ilway of a n a ll eged li en or p ri vilege for the 
payment of contracto r s in connectio n w ith con structi o n 
w ork don e o n the lin e of th e Q u eb ec & Sagu en ay Ra il way 
and t o in struct the trustee of the bonds a cco rding ly. The 
Financial Post of Toronto on J uly 19 quo ted Rudolph e For
g et, pr esident of the Quebec R ailway, Li g ht , H eat & P ower 
Company, a s fo llow s: "The r ailway has b een doing fi n ely 
a nd for the fiscal yea r ended Jun e 30 the g r oss earnings 
w ere r8 to 20 per cent la rger than last year ." In r egard 
to the m any rum or s o f th e sa le of subsidiary lin es, Mr. 
Forget is sa id to have r emarked : " Ther e is absolutely n o th
ing in a ll these r eor ganization rumors. The co mpany is in 
a good position , a s will be seen fr om th e statement w h en 
issued. The b ond inter est , a bout whi ch · there ha s been so 
much said, has b een paid a nd the comp any is g oing r ig h t 
a head. The m atter of the F rench government tax sh ould 
not give anyone any very g r eat concern. L ess t han 20 per 
cent of the shares are held abroad and the control is over 
here." 

Railways Company General, New York, N. Y.-The capi
t al stock of the R a ilways Company General ha s been re
duced fr om $500,000 t o $400,000 (as authorize d by the 
s tockholders July rs, 1913) by r etirin g shares owned by the 
corpora tion · and the purchase a t not a bov e par of sh ar es 
fo r r e tirem ent. V arious reductions h ave, since September, 
1905, broug ht the capital stock down from $1,500,000 to the 
p resent amount. 

San Francisco-Oakland Terminal Railways, Oakland, Cal. 
- The committee appointed to manage th e a ffa irs o f the 
San F ranci sco-Oakland Termina l R a ilway s is try in g to 
negotia t e a $4,000,000 loan with which t o pay off the fl oa tin g 
debt, t ake up the n o t e of $2,500,000 h eld by Halsey & Com 
nany a s security fo r a loan w hich is past due, a nd provid e 
fund s t o complet e improvem ents in th e Key R oute basin 
a nd elsewhere. July 15 w as set a s the date o n w hi ch the 
committee should have b een r ea dy t o comply w ith the de
mands of the bond h ouses in New York from which the 
mon ey is to come for r eh abilita ting the concern. Not all 
o f the requirem ents w ere m et at that time, although the 
memb er s of th e co mmittee exp ressed confidence that they 

soo n would be m et. T h e bond h ouses extended the time 
to A ug. I. Th e committee had h oped that no legal act ion 
might be take n by th e mi no rity stockh o ld ers until the 
un derwriti ng nego tiati ons had been co nclud ed, as it was 
feared t hat such ac tion, if brought at this time, might 
so complicate matt er s as to interfer e with the work of t he 
fi na n cia l committee. A petition was fi led, h owever, in the 
U n ited States District Court o n Jul y 24 by four of th e 
cred itors of F. M. ("Borax") Smith , askin g that he be 
declared an inv o lu nta ry ba nkrupt . As Mr. Smit h is the 
head of th e United Propert ies Compa ny, the holding cor
p oration for t he San F ra n cisco-Oakland Terminal Rail
ways, t h is ac tion may e m ba rrass the financ ial commit tee in 
it s negotiations. 

Springfield (Ohio) Railway.-The Springfie ld Railway 
has been autho rized by the Public Service Commission of 
Oh io to issue its fi r st m ortgage 5 per cent bonds of the 
tota l principal sum of $1,244,000 a nd its 6 per cent preferred 
capital stock of the par value of $356,000, the bonds to be 
sold for not less th a n 80 a nd the stock for not less than 
par. Th e proceeds of fh e5e issu es are to be u se d to pay 
a nd r et ire th e petitioner's pre se nt outstanding issue of 6 
per cent firs t m ortgage bonds of the principal sum of $500,-
000, t o pay and discharge floatin g in debtedness r epresented 
by deman d n ote s w hich o n May 31, 1913, amounted to $837,-
390 a nd to pay in fu ll fo r the t en cars w hich the company 
has con tracted for a t the estim a ted price of $51,687. 

Dividends Declared 
Conn ecticut Railway & Li g hting Company, Bridgeport, 

Conn. , quarterly, r per cent, preferred; quarterly, I per cent, 
comm on. 

Detroit (l\Iic h. ) United Railway. quarterly, r ½ per cent. 
Hqrrisburg (Pa.) Traction Company, 3 per cent. 
Toledo, Bowling Gr een & Southern Traction Company, 

Fi nd lay, O hio, quarterly, r ½ per ce nt , preferred. 
Un io n Street Ra ilway, New Bedford, Mass., quarterly, 

2 per ce nt. 

ELECTRIC RAILWAY MONTHLY EARN I NGS 

BATON ROUG E (LA.) ELECTRI C COMPANY 

Gross Operating Net Fixed Net 
Period Earnings Expenses Earnings Charges Surpius 

1 mo. :\~~y '1 3 ~12, 231 '$7 ,550 $4,681 $2,076 $2,606 
I '12 13,90 2 *7, 769 6,133 1,730 4,203 

12 " '13 150,336 '92,257 58.079 22,162 35,916 
12 " '12 132,260 *79,969 52,292 20,753 31,539 

BROCKTON & PLYMOUTH STREET RAILWAY, PLYl\fOUTH, MASS. 

1 mo. l\~~y '13 $10,279 *$8,537 $1,742 $1,106 $636 
1" '12 9.759 *7,688 2,071 1,055 1,0 17 

12 " '13 121.767 *94, 184 27,584 12,806 14,778 
12 " '12 119,264 *89,83 7 29,427 12,641 16,786 

CAPE BRETON ELECTRIC COMPANY, SYDNEY, N. s. 
1 mo. ~~y '13 $29,989 *$19,1 15 $10,874 $6,082 $4,792' 
1" '12 28,5 78 *1 6,192 12,386 5,703 6,683 

12 " '13 372,592 *199,621 172,970 69,932 103,038 
12 " '12 344,416 *190,191 154,225 67,872 86,353 

DALLAS (TEX.) ELECTRIC COMPANY 

1 mo. ~/~~y '13 $184, 737 *$108,829 $7j,908 $24,615 $51,293 
1" '12 150,065 *90,141 59,924 24,666 35,258 

12 " ' 13 1,982,032 * 1,161,467 820,565 295,736 524,829 
12 " ' 12 1,688,788 • 1,110,004 578,784 256,242 322,542 

EL PASO (TEX.) ELECTRIC COMPANY 

1 mo. l\~~y ' 13 $71,0 23 *$39,330 $3 1,693 $4,184 $27,509 
1" ' 12 59,838 *34,377 25,461 6,597 18,864 

12 " ' 13 855,963 *460,169 395,794 53,831 341,963 
12 " ' 12 722,464 *408,81 4 3 l3,650 82,337 231 ,313 

GA ! VESI'OH HO USTON .UEUlUC COMPAN Y, HOUSTON, TEX. 

1 mo. ~~y ' 13 $202,470 *$111 ,516 $90,954 $34,755 $56,199 
1" '12 168,519 *97 ,821 70,698 33,815 36,883 

12 " '13 2,180,999 * 1,256,545 924,453 409,692 514.76 2 
12 " '1 2 1.697,801 *1,048.707 649,093 303,273 345,820 

HOUGHTON (MICH.) COUNTY TR ACTION COMPANY 
! mo. l\~~y ' 13 $24,644 *$15, 108 $9,536 $5 ,630 $3,907 
1" ' 12 24,088 '14,381 9,708 6,612 3,096 

12 " '13 312,742 *178,Q67 134,676 67,058 66,618 
12 " ' 12 300,669 *179,269 121,399 63,990 57.4-09 

JACKSONVILLE (FL\.) TRACTION C0:\1PANY 

1 mo. l\~F ' 13 $59,833 '$37,665 $22,169 $11.185 $10,984 
I" '12 52,515 *32,25 6 20 ,559 9,830 10.429· 

12 " '13 536 ,487 *396,545 189,942 126,203 63 ,639· 
12 " ' 12 572,965 *356 ,348 216,617 112,086 104,531 

* Includ es taxes. 
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Traffic and Transportation 
When Is Car Diversion Justified? 

ln the pending case of McCormick vs . U nited R a ilways 
& Electric Company, Baltimore, th e P ublic Service Com
mission of Maryland is asked to decide th e qu es tion whether 
a street railway is justi fied in diverting cars from their reg
ular r outes on account of pleasure travel even when sucn 
diversion is dearly advantageous to mo st of its patrons. 
To accommodate excursion traffic to River View Park, the 
car s of the Madison Avenue lin e are diverted during May 
to September from their regular route so that South Broad
way between Bank a nd Thomas Streets is deprived of its 
regular car service. This diversion is made, weath er con
ditions permitting, on week days, except Saturdays, from 
about 8 p.m. to rr p.m., and on Sundays from 2 p.m. to 
r r.30 p.m. To provide servic e on South Broadway during 
these hours and also to accommodate passengers for the 
excursion steamer Dreamland, the cars of the Pennsylvania 
A ve nu e line are r er outed ove r eleven blocks, crossing steam 
railroad tracks four times on the diverted run. It is com
plained that th ese changes delay the regular patrons of the 
Penn sylvania Avenue line, that person s are often in doubt 
w hat car to take owing to uncertainties growing out of the 
s tatement "weath er conditions permitting," that far more 
regular riders are in convenienced on the Pennsylvania Ave
nue line than on the Madison Avenue line, and that, in any 
event this diver sion of cars is caused by an unjustifiable 
effort' to accommodate excursion traffic during a part of 
t h e day during the excu rsion season. 

The evidence presented at the hearing di sclosed the fact 
t hat when the company first diverted its cars in June, 1910, 
it did so at the urgent r equest of a committee representing 
m erchants, taxpayer s and citizens of South Broadway and 
a lso at the r eques t of the Dreamland's owners, who desired 
to have the cars routed direc tly to their pier at the foot of 
Broadway. Prior to Jun e, 1910, the traffic on South Broad
way during the excursion h ours of the Madison Avenue 
line was cared for by a shuttle service. This service the 
South Broadway citizens considered "humiliating," and upon 
t heir petition it was abandoned in favor of the diversion of 
the Pennsylvania Avenue line. Although represented at tl: e 
hearing, the company refrain ed from taking active part 111 

the proceedings, leaving the contest to the representatives 
of the regular Pennsylvania Avenue riders and the South 
Broadway interes ts. 

In reviewing the testimony, the commission admits that 
the excursion traffic is a legitimate one, and that it also 
affords the only mean s by which large numbers of perso ns 
of small means can r each the pleasure resorts to escape the 
heat and discomfort of crowded streets and dwellings. It 
contends, however, that this is a special service which sh ould 
be given without interruption to regular service except such 
as is incidental to the operation of more cars to take care 
of the excursion traffic. In this instance it holds that it is 
not fair to inconvenience the patrons of the Pennsylvania 
Avenue line for the benefit of the South Broadway r esi
dents who were dissatisfied with tripper service. The com
mission therefore decided o n July rs that the diversion of 
the Pennsylvania Avenu e lin e sh ould be discontinued, but 
t hi s change will not be made until the commission has also 
decided after another hearing what service should be pro
vided for the S outh Broadway section. It has suggested 
tentatively that part of the Madison Avenue cars should 
serve this section, while th e r emaining regular cars and 
properly placarded tripp er s would go to River View Park. 

Terms of Agreement Between Rhode Island Company and 
Its Employees 

The agreement entered into betwe
0

en the officers of the 
·Rhode Island Company, Providence, R. I., and the repre
sentatives of the employees, to which brief mention was 
made in the ELECTRIC RAILWAY JOURNAL of July 26, 1913, 
page 160, was signed on July 21, 1913, and will continue 
in effect until June r , 1915, and from year to year there
after unless changed after thirty days' notice by either 
party to the other. The agreement provides for recognition 
of the local union by the company, that the company treat 

with the duly selected committees of the union on all ques
tions which may arise and that no. discrimination shall be 
shown against employees who are members of the union. 
On their part the representatives of the union agree not 
to di scriminate against employees of the company who are 
n o t m embers of their association and to a maximum of ten 
hours and a minimum of eight hours for a day's work, to 
be completed within a period of twelve hours, all trippers 
be included in regular runs as far as possible. The fol
lowing scale of wages for motormen and conductors, ef
fective from July r, 1913, is provided: First six months, 
23 cents an hour; second six months, 24½ cents an hour; 
second year, 26 cents an hour; third year, 27 cents an hour; 
thereafter, 28½ cents an hour. The wages paid previous to 
July r, 1913, follow: First year, 22 cents an hour; second 
year, 23 cents an hour; third year, 23½ cents an hour; 
fourth year, 24¼ cents an hour; fifth year, 26¼ cents an 
hour; sixth year, 27½ cents an hour; thereafter, 27½ cents 
an hour. 

The agreement also provides that all work on snow 
plows shall be paid for at the rate of ro cents an hour 
extra. The wages of all m en employed in the shops and 
m echanical departments of the various carhouses are in
creased r ½ cents an hour in addition to a similar raise 
which was g ranted on March 29, 1913. The wages of first
cla ss linemen have been increased from $3.15 to $3.25 a 
day; second-class lin emen from $2.70 to $2.85 a day; ground 
men from $2 to $2.ro a day. Permanent trackmen will 
receive $2 a day the first y ear and $2.25 a day after the 
fi rst year for a working day of ten hours. Time and one
half will be paid these men for overtime, Sundays, holi
days and night work, except wh en men are assigned to 
night work for a period of more than two days. Trolley 
boys a r e to receive $r to $r.25 a day. Brakemen in the 
freight department will receive 20 cents an hour, an ad
vance fr om r8 cents an hour. Freight handlers will re
ce ive 17 cents an hour the first year, r8 cents an hour the 
second year and 19 cents an hour the third year and there
after, an increase from r6½ cents an hour. Firemen will 
receive $14 a week for eight hours per day, seven days a 
week. Firemen were previously paid $12.60 a week for a 
day of t en hours, seven days a week, but each fireman was 
a llowed one day off in every seven. Firemen helpers will 
receive $12.60 a w eek for the first year and $13 a week after 
the fi rst year for eight hours a day, seven days a week. 
Power house laborers will receive $12.60 a week the first 
yea r a nd $13 a week after the first year. It is estimated 
t hat the increase granted to the employees will amount to 
approximately $200,000 a y ear. 

Provisional Agreement in Regard to Traffic Changes in 
Montreal 

As the result of a conference between a special commit
tee of the Montreal Council, the Comptrollers and E. A. 
Roberts, president of the Montreal (Que.) Tramways, a pro
visional agreement has been reached in regard to measures 
to be t ak en to improve the service and reduce congestion 
during the rush hours. The basis of the agreement is the 
report submitted by G. Janin, the city's chief engineer. 
This r eport has been ratified by the Council. The most 
important recommendation is for fifteen new routings and 
m odifications of routings. Among the minor recommenda
tions are the elimination of stops, increasing the switch
m en, the improvement of signs on the cars, the cessation 
of sm oking on the rear end of the cars, and the control of 
traffic at central points. Mr. Roberts has suggested that 
later a more general plan should be worked out to meet 
conditions due to the increase in the population. 

The company has obtained judgment by the Court of 
Review, dismissing a conciliation board appointed by the 
Minister of Labor to consider a dispute between the com
pany and certain ex-employees. Several conductors and 
motormen whose services were dispensed with secured the 
co-operation of a union with the result that a conciliation 
hoard was appointed. Legal proceedings followed, and 
Ju stice Greenshields, in the Court of Review, holds that 
none of the employees who were dismissed was a mem
ber of the union which secured the appointment of the 
board of conciliation. 
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Increase in Wages in Minneapolis 

The Twin City Rapid Transit Co mpany, Minn eapolis, 
Minn., put in effec t on July r an increase in th e w ages of 
trainmen amounting t o about 10 per cent over th e scale 
of wages adopted on July r. 1912. The wage scale pro
vides for an increase in th e wage r a t e fo r eac h period of 
se rvice as befor e, but sets th e wage m aximum a t s ix year s 
instead of e ig ht. The following is the new scale of wages 
as issued by Horace Lowry, vice-presid ent.: F irst s ix 
months in se rvi ce, 23 cents a n hour ; second six m onth s, 24 
ce nts an hour; seco nd year, 26 cent s a n hour; third year, 
27 cent s an hour ; fourth yea r, 28 cent s an h our ; fifth y ear , 
29 cents an h our; s ixth yea r a nd th erea fter, 30 cents a n 
hour. A ll extra m en will be g ua rant ee d a n ext ra wage of 
$2 per day. The o ld wage scale m ade July 1, 1912, was 
as follows: First s ix m onth s in se rvi ce, 22 cents a n hour ; 
second six month s, 23 ce nt s ; se cond yea r , 24 cents; third 
year, 25 cents; fourth and fif th years, 26 cent s; six th a nd 
seventh years, 27 cents; eighth year and thereaft er , 28 cen t s. 

The company made the following additio n al s ta t em ent at 
the time th e rai se in wages was announc ed: 

"Under the new wage sch edul e new co nduc to r s a nd m o
tormen will b e guaranteed a minimum wage of $2 per day, 
and this will mean that with regular run s th ey will h ave a 
chance to make $70 per m onth fr om the outset, with r egular 
increase each year. With the prospect o f securing work 
in the Twin Cities that will be always permanent, no mat
ter what the season may be, th e new wage scale is bound 
to attract a large numb er of young m e n from the country 
and the smaller towns of the State. · There "is n o work that 
offers better opportunitie s for advancement than th e elec
tric railway business, and it is notabl e that th e best men 
street railways are securing for employm ent in th eir train 
service are country boys and young m en who have been 
brought up in the rural districts. These young m en de
velop rapidly and are the on es u sually marked for advanc e-
1nent." 

The Menace of the Automobile 

A collision recently betwee n a car on the interurban lin e 
of the Peninsula Railway, San J ose, Cal., and an autom obil e 
resulted in the almost immediate death of the occupants 
of the machine. The evidence went t o s how that th e acci
dent was entirely unavo idable on the part ·of the company, 
and the coroner's jury exonerated th e motorman fr om all 
blame. Following the accident W. G. Boynton contributed 
an article in part as follows to th e San J ose Mercury in 
which he brought out forcibly the se ri ous m enac e which 
th~ automobile is to safe ope ra tion o f electric int erurba n 
railways: 

"In the va ri ou s me etings h eld by the safe ty committee of 
the 1Peninsula Railway during the la st twelve months, th e 
carelessness of the drivers of automobiles has been brought 
forward so r ep ea tedly by the ope ratin g crew s of the cars 
that a unanimous r esolutio n was passed t o the follow in g 
e ffect: That in case s where the automobile is lead in g o n 
the road, and thus is a head of th e car, th e auto driver must 
be considered as an irrespon sib ie per son as t o his ac ti o n s, 
for by experi enc e it has been fo und impossibl e t o tell what 
he would do, or what course he would fo llow. Bull et in s 
to this effect have therefore been issu ed t o all m en operat
ing the cars. 

"A more serious, althou gh indirec t , cond emnati on o f auto 
dr-ivers cannot be imagined. This m akes plain th e astound
ing fact that all motormen of elect ric r a ilway cars deliber
ately t a ke on themselves the entire r espon sib ility o f 
avoiding a collision in such cases. It seems that owin g t o 
unguarded co nfidenc e, o r hardy ignoranc e, the bulk of auto 
drivers when leading have no id ea of fo ll owing th e rules 
of the road. Hence the law that th ey mu st be h eld t o be 
irresponsible ! 

"Men buy machines without kn owing th e prin cipl es of 
driving or guiding, and a re g uil eless of a ll effic ien cy beyond 
putting o n the pace a nd tru stin g to that to carry th em 
over. Nothing furth er r emains t o he sa id wh en you com
pare the efficiency of the carefully se lec t ed railway m en 
with th e charc e capacity o f the ave ra ge am ateur auto 
driver." 

The Booster.-\Vith the Aug u ~t number , whi ch is ju st 
coming fr o m th e press, The Booster , the bright litt le publi
cat ion issued by th e Loui svi lle & North ern Rai lway & 
Lightin g Company and the Loui sville & Sout hern Indiana 
T rac ti o n Co mp any, New A lbany, Ind. , ha s completed two 
yea rs a nd a ha lf of se rvi ce, a nd thirty numb er s are now in 
the fi le. T he pap er ha s been a compa ni o n t o the Boost er s' 
Club of the traction a nd a ssoc iated line s in N ew A lban y, 
chro ni clin g the work of the club a nd encourag in g th ose who 
take part in th e club work. It has al so been the m ean s of 
g ivin g publi city to the comm ercial intere s t s o f N ew A lba ny 
and south e rn Indi an a, in lin e wit h t he po licy of t he com 
pa ni es to assis t in deve lopm ent work wher ever su ch a 
course is possi bl e. 

Transfer Proposal Submitted in Trenton.-Th e Trento n 
& l\I er ce r County Traction Corpo ration and th e Ne w Jersey 
& Penn sylvania Trac ti o n Company have tiled with th e Ci ty 
Com mi ss io n of Trenton, ?\ . J., an agreem ent between th em 
fix in g tw o p o int s a t wh ich they arc wi ll ing t o g rant tran sfers 
on th e ba sis o f a 5-cent fa r e. In the communi cat io n accom
pany in g the agree m ent a nd sig n ed by both Rankin John son 
a nd Sydn ey L. \Vr ight , pr es idents of the respective com
pan ies, it is suggested that if the city desires a "more g en
eral sys t em of transfers,'" t h e compani es are will in g to enter 
into n egotiation s for such, "w ith the und er standin g that the 
fa re sha ll be fixed at such a n a m ount between 5 and 8 cents 
as wi ll a ffo rd a proper a nd r easonable payment to each com 
pany fo r the transportati on furn ish ed by each, a nd not at 
the sum of ·S cent s, w hich is be low cost, and, therefore, t o 
the detriment of th e int er es t s of th e much grea t er prop orti on 
o f passe nge r s who w ill begin a n d compl ete th eir j ou rneys 
on one lin e." 

Fare Decision by Massachusetts Commission.-The decre e 
of the Public Service Co mmi ssion of Massa chu se tt s concern
ing th e fa r es over the \.Vorcester Consolidat ed Street Railway 
between B lack ston and Uxbridge h as bee n publi sh ed. The 
co mpany has bee n charg ing IO ce nts fo r it s service in B lack
ston e, a 5-cent far e between th e sta t e lin e at Woonsocket 
and th e vi ll age of Millville, a di stanc e of 3-1..J.5 miles, and 
a nother 5-cent fa r e b etween sa id vi llage a nd the boundary 
lin es between th e town s of B lackston e a nd Uxbridge, a dis
tan ce sl ig htl y in excess of half a mil e. The petitioners de
sired the elimination of the fare betwee n the las"t-named 
p oint s. T h e commi ssio n issued it s decree under date of 
July 22, 1913. T h e company is ordered t o eli minate the 
fare in qu es ti on . The commi ssio n a lso dire cts t he company 
t o provide a spec ia l fo rm of ti cket, which m ay be purch ased 
by th e workingmen a nd w hi ch wi ll b e accepted by the em
ployees of th e compa ny between the h our s of 5.30 a n d ,. 30 
a.m. and between 5 p.m . and 7 p.m. The order became 
effective on July JI. 

Hours of Labor Discussed at Springfield, Mass.-There 
have been differen ces of op ini on in th e interpretat ion of the 
Massachu set t s " nin e-h ours- in-eleven'" ac t of 1913, wh ich re
cent ly became operative. J. T. Harmer, p res ident of the 
Sp rin gfie ld Stree t Railway, has issued a statement pointing 
out th a t by a three-year agreement between the uni on and 
the company dat ing from 1912 a m aximum of nine dnd a 
half h ours' work performed in twelve con secutive hours 
co nstitutes a day's work for a ll r egul ar motormen a nd con
duct or s, and emphasizin g the fact that the new law ex
pressly proYides t ha t existi ng agree m ent s as to hours of 
labor shall n ot be affected by it . Mr. Harmer stat es that 
the company is w illin g to submit t o arb itrati on o n the 
qu es ti on and call s the attention of the p ubli c t o th e hard
ship s imp osed by t he "nin e-h ours-i n-e leven" act in rel a tion 
to ha ndl ing the fluctuating service of a modern stree t rai l
way. As a result of a co nfe r en ce on July 28 at Springfield, 
Mass., between offic ia ls of t h e \Vorce st er Con so li da t ed 
Stree t Railway, th e Sprin gfie ld Street R a ilway a nd r epre
sentatives of the empl oyees ' o rgani zati o n, it was ag reed t o 
submit to arbitrat ion the question a t issue betwee n th e co m
panies a nd th e m en in a ccordan ce w ith the I()I2 agreem ent. 
T he prin cipal point t o be discussed will b e the application of 
the " nin e-h ours-in-e leven'' a c t, wh ich wa s passed by the la st 
Legislature, to t h e exist in g workin g sc h edule s. A number 
or min o r question s bearin g up on wage s will a lso be con sid
ered. The arb itrat ion board w ill be s elected by th e ch oice' 
of on e m ember each by the co mpani es a nd their employee s, 
the t hird m emb er b ein g ch osen by t h ese two. 
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Personal Mention 
Mr. N . E. Davis has succeeded Mr. D. J. R inYill e as resi

de nt engin eer of the H ud so n \"a lley Ra ilw ay, Glens Fall s, 
N. Y. 

Mr. Louis Larson has been appointed roadmaste r of the 
C hicago, Aurora & DeKalb Railroad to succeed Mr. F loyd 
Cla rk. 

Mr. R. Swartz ha s been appo inted supe rintendent of the 
Hot Springs (Ark.) Street Rai lway to succeed Mr. J. H. 
Butterfield. 

Mr. Daniel Bentz ha s succ eeded Mr. Geo rge E. Seiple as 
park mana ger of the No r thampton Traction Company, 
Easton, Pa. 

Mr. J. R. Mueller has succeeded Mr. C. B. Duffy as pur
cha sing agent of the \Vell ston & Jackson Be lt Rai lway, 
Well s ton, O hio. 

Mr. A. L. Brownell ha s been appo inted superint endent 
of the Ma rquette Coun ty Gas & E lec tric Compa ny, 
Ishpem ing, Mich. 

Mr. M. H . Epps has been appo inted auditor of the Gales
burg & Kewa nee Electric Railway, Kewan ee, Ill., to suc
ceed Mr. Ho lland. 

Mr. Frank Cramer has succeeded Mr. J. McCloskey a ~ 
roadmaster of the Youngstown & Southern Railway, 
You ngstown, O hi o. 

Mr. E. T. McMurray has been elected secreta ry of the 
Peta luma & Santa Rosa Ra ilway, Petaluma, Cal. , to succeed 
Mr. Thomas A r cher. 

Mr. J. E. Webb has been appointed superintendent of the 
Parsons Railway & Light Company, Parsons, Kan , to suc
ceed Mr. Theodore D ienst. 

Mr. W. H. Dempster has been appoi nted manager of trol
ley trips of t he Pacific E lect ric Ra ilway, Los Angeles, Cal. , 
to succeed Mr. C. M. P ierce. 

Mr. E. D. Blynn, Jr., ha s been elected vice-pres ident of 
the Lincoln Railway & Li g ht Company, Lincoln, Ill., to 
succeed Mr. E. D. Blynn, Sr. 

Mr. C. R. Laub has been a ppointed sup erintendent o f the 
P ublic Service Company of No rthern Illinois, Streator, Ill. , 
to succeed Mr. R. B. Bas ham. 

Mr. Murat Blizard has been appo int ed general manager 
of t he St. Joseph Va lley T raction Compa ny, Elkhart, Ind., 
to succeed Mr. Charl es H. Cox. 

Mr. A. J. Bemis has been appoi nted general manager of 
t he V icksbu rg Lig ht & Tract io n Co mpany, Vicksburg. 
Mi ss., to succee d Mr. \V. B. Moorman. Mr. Bemis wa s 
formerly ch ief eng ineer of the company. 

Mr. F. W. Frueauff, New York, has been elected vice
president o f th e Meridian Light & Railway Company, 
Meridian, Miss., of which Mr. H. L. Doherty -i s presi
dent. Mr. Frueauff succee ds Mr. Russell Palmer. 

Mr. J. T. Nichol has been appointed commercial agent 
of the Waterloo, Cedar Fa ll s & Northern Railway, Water
loo, Ia., in w hich capacity he succ eeds Mr. Marshall Craig, 
w ho had the title of trave ling freight and passenger agent. 

Mr. Edward Slant, superintendent of the Forest Avenue 
ca rh ouse of the International Railway, Buffalo, N. Y., has 
had hi s juri sdict ion extended to the Hertle Avenue car
house of th e company, v ice Mr. George Baker, transferred. 

Mr. George J. Theis, Jr., Wichita, has been elected presi
dent of the A rkan sas Valley Interurban Railway, Wichita, 
Kan. , to succeed Mr. W. 0. Van Arsdale, who has been 
president since the railway was built in r9ro. Mr. Van 
Arsdale continues as a director of the company. 

Mr. Edward M. Graham has been appointed assistant to 
t he president of the Bangor Railway & E lec tric Company, 
Bangor, Main e. Mr. Graham was formerly assistant to the 
ge neral manager of the Cumberland County Power & Light 
Company and the Lewiston , Au gusta & Waterville Street 
Railway. 

Mr. H. S. Rykert has been appointed superintendent of 
emp loyment and instruction of the International Railway, 
Buffa lo, N. Y. Mr. Rykert was previously engaged in simi
lar work for the Houston (Tex.) Electric Company. He 
has also been connected with the transportation depart-

ment s of the Brooklyn Rapid Transit Co mpany, the A urora, 
E lgin & Chicago Railroad, Wheaton , Ill., a nd th e Rock
fo rd & Interurban Railway, Rockford, Ill. 

Mr. J. E. Adams has been app oint ed t raffic manager of 
t he S tockton Terminal & Eastern Railroad, Stockton, Cal. 
Mr. Adams served as a clerk in the accountin g depart
ment of the South ern Pacific Compa ny fo r two years and 
in th e operating department and sta tion service of the San 
F rancisco & Sa n Jose Valley Railway fo r two yea rs. H e 
a lso served in t he stat io n service and as a dispatcher fo r 
six years with the Sierra Railway of Cal ifo rnia . 

Mr. James Dalrymple, ge neral manager of the Glasgow 
Corp orati o n Tramways, has been auth orized to visit the 
mo st imp ortant cities in America to study recent Ameri
can electric railway practic e. Mr. Dalrymple last visited 
America in 1905, primarily to explain to Mayor Dunne of 
Chicago the work tha t had been ca rried out in Glasgow. 
On that occasio n he vi sited Chicago, Minneapolis, St. Paul, 
Cleveland, Buffa lo, Washington, Philadelphia, Montreal, 
Boston and New York. His impressions on that trip were 
referred to at length in the ELECTRIC RAILWAY JOURNAL 
of Aug. 5, 1905, page 222. 

Mr. G. A . Webb, superintendent of the railway depart
ment o f the Tampa (Fla. ) Electric Company, has com~ 
pleted twenty-one years of se rvice with that company and 
its predecessor s. A delegatio n of the employees waited 
upon Mr. \ Vebb r ecently and p r esented him with a diamond 
ring. Mr. \Vebb entered th e service of the Consumers' 
Traction Company as a m otorman a nd later became master 
mechanic of th e co mpany. \Vhen the property was taken 
over by Stone & Webster, Mr. \Vebb was made master of 
t ra nsportatio n and subsequently r eceived th e title of super
in ten dent of the railway department. 

Mr. R. B. Hull ha s been appo inted act ing manager of the 
Co nestoga Traction Company, Lancaster, Pa., to succeed 
the late C. Edgar Titze!. Mr. Hull entered the service of 
the Edison E lect ric Co mpany, Lancaster, as an electrician 
o n Jan. 7, 1900. On March r , 1903, h e was appointed fore
ma n of the m eter department of the company and on Oct. 
r, rgro, he was appo inted sup erintendent of the overhead 
department o f the Edison Electric Con1pany and the 
Co nestoga T ract io n Company. On July r , r9r2, he was 
appoin ted ge neral sup erintenden t of the Co nestoga Trac
ti on Co mpany, E dison El ectric Company, Lancaster Gas 
Light & F uel Company and Columbia Gas Company, Lan
cas ter. 

Mr. Frank E. Cole, superintendent of the lines of the 
Loui sville & Northern Railway & Lighting Company and 
the Louisville & Southern Indiana Traction Company, with 
headquarters at New A lbany, Ind., has resig ned. His resig
nation is to become effec tive in nin ety days. Mr. Cole has 
been in hi s present positi on for nin e years, going to New 
Albany from Chicago, where he was for ten years with 
Mr. Samuel Insull in th e managem ent of the latter's elec
trical interests. For the tim e being at least direct reports 
fr om the trainmasters, mas ter m echanics and other o fficials 
in New A lbany are to be made to Indianapolis, the offices 
of the Middle West U tiliti es Company, which controls the 
properti es in New Albany and vicinity, being in that city. 

Mr. George J. Baker has r ecently been appointed general 
superintendent of transpo rtation of the Buffalo & Lake 
E rie Trac tion Company with offices at Fredonia, N. Y. 
Mr. Baker entered the service of the Buffalo & Lake Erie 
T ractio n Company in 1902 as a conductor on its city lines 
in Buffalo. In r9o6 he was promoted to be inspector of 
the city and interurban lines in and out of Buffalo. In r9ro 
he was appointed superintendent of the interurban division 
with offices at Fredonia. The office of general superin
tendent of transportation to which Mr. Baker has recently 
been appoint ed is a new one with the company and was 
crea ted when Mr. J. S. Pevear, vice-president and general 
manager of the company, was appointed to the Interna
tio na l Railway. Buffalo, and Mr. A. R. Myers was appointed 
general manager of the Buffalo & Lake Erie Traction 
Company. 

Mr. Howard Elliott, who has been president of the Nor
th crn Pacific Railway, was elected president of the New 
York, New Haven & Hartford Railroad on July 25 to suc.
Cl.'ed Mr. Charles S. Mellen, resigned. As soon as the 
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necessary c ha nges in the by-laws of t h e co mpany can be 
m a de Mr. E lli o tt w ill be elected cha irman of th e board of 
directo r s of th e co mpa ny a nd sepa rat e pr es idents wi ll be 
e lect ed for the New Yo rk, New Haven & Hartford Rail 
road a nd each of its subsidiaries. Mr. E llio tt was born in 
New York City. H e w as educated in New E n gland and 
left th e Cambridge H ig h Sc hoo l to enter the Lawrence 
Scien tifi c Sc hool in 1878, wh en he was eig htee n years old. 
ln 1881 he was g raduated with th e degree of civil en g ineer. 
During the summ er of 1880 he wa s a level rodman in th e 
<' mploy of th e Chicago, Burling ton & Quincy Railroa d, a n d 
in 1881 he r egula rl y ente red its employ as a clerk. He r e
mained in th e se r vice of the road or it s subsidiar ies until 
1903, as clerk, cashi er , ass istant auditor, a udito r, ge neral 
fre ig ht and p asse nge r age nt , gen era l m a nager a nd fina lly 
v ice-p r es ident. He was sub sequ ently elec t ed president of 
the North ern Pacific Rai lway. 

Mr. G. J. Collins has been appo inted cla im agent of the 
Birming ham Railway, Lig ht & Po w er Co mpa ny, Binning
ham, Ala., to succeed Mr. C. A. Avant, who has been trans
ferred t o the law department. Mr. Co llin s' connectio n with 
,, treet r ailway work dates back to 1892, w hen h e e n tered 
the employ of the Pat er son (N. J.) Street Railway a s a 
,,ta ble boy. W hen the road was equipped with elect ricity 
Mr. Collins se rved fo r a numb er of yea r s as a conducto r . 
A bout thirteen years ago h e was p laced in t h e cla im de
partm ent of the co m pa ny as inves tigator by th e late John 
P. Feeney, who at that time wa s superintendent of claims 
of th e company. A year later Mr. Collin s was appointed 
claim agent of th e Passaic County d ivision an d r emain ed in 
this position for m o re than fou r years. When Mr. H . V . 
Drown, now gen eral claim agent of the Public Service Rail
way, Newark, N. J., took charge Mr. Collin s was trans
fe rred to the Essex division a nd carried the ti t le of adjust er 
up t o the time of hi s appointm ent as claim agent of the 
Birmingham Railway, Light & Power Company. He has 
thus been almost con stantly employed by th e Publi c Serv
ice Railway and its predecesso r s in New Jersey. 

Mr. Samuel Barnes has been appo inted general superin
tendent of the J ersey Centra l Traction Company, Keyport, 
to succeed Mr. A . H. Mann, re sign ed. Mr. Barnes was 
educa t ed at one of the hig h scho o ls in London, England, 
a nd a t the high school a t Berlin Heights, Ohio. H e fi n
ished his t echnical training in Liverpool, E n gland, in 1886. 
He entered the public utility field with th e electric lig ht 
and city water plant at Grayling, Mich. , and continued with 
t hat plant until 1889, when h e was appo inted electri cal en
g ineer and superintendent of the West Bay City (Mich.) 
Electric Railway. Fro m 1891 to 1894 Mr. Barnes was with 
the Consolidated Street Railway, Grand Rapids, Mich., as 
electrical engineer. He resigned from t h e Co n solidated 
Street Railway to accept the p osition of co n sultin g en g in eer 
with J. B. Stone & Company, London, England, and in 1897 
became connected with the Lindell Railway, St. L ouis, Mo., 
as electrical engineer. Aft er the World' s Fair at St. Louis 
Mr. Barnes accepted the position o f general manager of 
the Cape Girardeau-Jackson Interurban Railway, Cape 
Girardeau, Mo. He r esigned from the Cape Girardeau
Jackson Interurban Railway t o becom e gener al superinten 
dent of the J ersey Central Traction Company and the Mid
dlesex & Monmouth Electric Light , H ea t & Power Com
pany, Keyport, which system includes the r a ilway proper
ties in Perth Amb oy, between Perth Amboy a nd Keyport, 
in Lockport, Matawan, South A mboy, A tlantic Highlands, 
Red Bank and the Highlands and the elec tric light and 
power system in K eyport and vicinity. 

OBITUARY 

Allan W. Paige, Bridgeport, Conn., for some time gen
eral counsel o f the Connecticut Railway & Lighting Com
pany prior t o the purchase o f the property o f the company 
by the Connecticut Company, died r ecently a t Chicago in 
his fifty-ninth year. 

Duncan Miller, superintendent of the Hamilton (Ont.) 
Street Railway, which is controlled by the Dominion Power 
& Transmission Company, Ltd., was killed in a n auto
mobile accident on July 23 on th e Guelph Road, 2 miles 
beyond Hamilton . Mr. Miller was appointed superinte nd
ent o f the Hamilton Street Railway about ten years ago. 
He is survived by a widow and two children. 

Construction News 
Con struction News Notes are cl ass ifie d und er each head

ing a lphabetically by Sta t es. 
An asterisk (*) indi cates a projec t no t prev iou sly re

ported. 
RECENT INCORPORATIONS 

*Fairfax (Cal.) Incline Railway.- lncorp o rat ed to con
st ru ct an inc lin ed railway fr om a p oint in F airfax Ma no r 
up the hill side fo r 1500 ft. The lin e will be o n a n a p
proximate grade o f 30 per cent. The directors a r e Geor ge 
D. Gray and E. J. H olt , A lameda ; P. N. Gray, M a r in 
County ; George C. Lake and L. M . W elch, San F ra n cisco . 

*Van Horn Valley Railway , Van Horn, Tex.- Inco r 
porated in Texas w ith a capita l s t oc k o f $100,000 t o build a 
95-mile s team or e lectric rai lway from L o bo to a p o int in 
New Mexico. In co rpo ra to r s : R. H. O wen , F. J . Cummin g , 
A. J. Owen and J. E . Hayes. 

FRANCH ISES 
San AnselmJ, Cal.-S. J. N orton, representing t he San 

Rafae l & San An selmo Va lley Railway, ha s rece ived a fran 
chi se to co nstruct a line in San A n selmo. The proposed 
line will con nect F a irfax, Rafa el and San A n selmo. [E. R. 
J., Dec. 21 , '12.] 

Waukegan, Ill.-The Chicago & Milwaukee E lec tric R ail
way, M ilwaukee, has r eceiv ed a thirty-year fran chi se in 
\Vaukegan. A special election will be h eld- on Au g. 12, 
when the vote rs w ill accept or reject the o rdinan ce. 

Topeka, ·Kan.-The Topeka Railway ha s received a fra n
chi se fo r t h e ext en sion o f the West Ei ghth Street lin e from 
the we stern bounda ry of T opeka to Gag e Park. 

Lquisville, Ky.-The city of Louisville is consid ering a 
plan to create a n o rd inance pro viding for the op eration 
of a line on Brook Street. The Louisvill e Rai lway, which 
is expected to purchase t h e franchise, has stated its wi lling
ness to bui ld to Hi ll Street, but does not desire to ext end 
as far as Shipp Street. 

*Melita, Man.-R. E. D enny, Brandon, has received a 
franc hise to build a \street railway and install water w orks 
at Meli ta. 

Newark, N. ].-The Public Service Railway has received 
the first of the twenty-seven franchises which it applied 
fo r in conn ect ion w ith it s proposed terminal plan. 

Syracuse, N. Y.-The Board of Estimate has approved of 
the sale of t h e franchise to the New York State Railways 
for the extension of its South Crouse Avenue line to the 
entran ce of the unive rsity stadiu m. 

*Black Mountain, N. C.-I t is stated that the B lack Moun
tain Telephone Company will app ly to the A ldermen for a 
s treet railway franchise in Black M ountain . This proposed 
line wi ll extend from Black Mountain station to Montreat 
and Ridgecr est. 

Toronto, Ont.-A t a special meeting of the Co uncil on 
Ju ly 23 the Fo r est Hill Electric Railway franchise was 
accorded its first and second readings, and at the regular 
session, which will be held later , the by-law will be given 
its third and fin al reading. [E. R. J., July 5, '13.] 

Portland, Ore.-The Po rtland Rai lway, Light & Power 
Company has asked the Coun cil for a franchise for a cross
town lin e o n the East Side in Portland. If the franchise is 
granted a doub le-track line will be built during the year. 

Dallas, Tex.-The Southern Traction Company has ap
plied for a franchise over Zang and Hutchins Boulevards 
for its Corsicana-Wac o line. 

El Paso, Tex.-The El Paso E lectri c Rai lway is seekin g 
a franchi se to build an exten sion out N o rth Oregon Stree t 
to the Mesa. 

Seattle, Wash.-The Pu get Sound Light & Tracti on Co m 
pa ny ha s w ithdrawn its app lication fo r a franchise in Ava
lon Way. 

Madison, Wis.-The Chicago & Wisconsin Vall ey Stree t 
Ra ilway has received a franchise to bui ld a lin e throug h the 
city. 

Milwaukee, Wis.-The Milwaukee-Western E lectric Rail
way ha s rec eive d a franchise to enter th e city over t h e Lis
bon Ave nue, Walnut and Third Street lines of The Mil-
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wauk ee E lect ric Rai lway & Light Company t o the Publi c 
Se n-ice Buildin g. 

TRACK AND ROADWAY 

Montgomery (Ala.) Traction Company.-It is s tated 
t hat thi s company plan s a t an early date t o ex t end it s lin e 
from the Clove rd a le line t o the Capital City Country Club. 

Glendale & Eagle Rock Railway, Glendale, Cal.-This 
comp any will rebuild it s line from V erdu ga Park t o Gle n
dale a n d will place or ders fo r 8000 6-ft. x 8- in . x 8- in. r ed
wood ti es and fo rty ke gs of 9/16-in. x s ½ -in. spikes. T he 
company has jus t compl et ed 5 mil es of n ew track fr om 
Ve rdu ga Park t h roug h M o ntrose to La Cresce nta a nd w ill 
pl ace it in op eratio n at onc e. 

Pacific Electric Railway, Los Angeles, Cal.-The H. E. 
Dill on Con s tru ct ion Co mpa ny h as r ece iY ed fr om t hi s com 
pa ny th e co ntract for th e con struct io n o f a brid ge ove r 
Cu camonga \Va sh. 

Oakland, Antioch & Eastern Railway, Oakland, Cal.
T hi s company is building a branch t o P itt sburg fr om it s 
right-of-way, which will be 3 miles lon g and which will 
be completed thi s month. 

Vincennes, West Baden & Louisville Traction Company, 
Vincennes, Ind.-A. M. Yelton announce s that this line and 
the Vincennes & Southeastern Traction Compa ny and th e 
V inc enn es, \ i\Tashin gton & Eas t ern Traction Company will 
be ope rated as o ne sys t em and w ill be kn own as the \ i\T es t 
Baden Syst em . About 7 miles have been graded. It is 
expected t o r esume work on Sept. I. The t o tal leng th of 
the system will be 175 miles and it will conn ect Vincennes, 
Washin g ton, L oogoo te e, P etersburg. O twell, Ireland, Ja s
p er , Huntingburg, Fe rdina nd, Troy, Tell City o r Cannelton . 
Later it will be extended to West Baden a nd French Lick. 
Capital s toc k, $3,500,000; bonds, $3,500,000. Officers: T. H. 
A dam s, pre s ide nt ; A. M. Ye lto n, Box 33, Vincennes, sec
retary; John 0. Davis, trea surer. 

Interurban Railway, Des Moines, Ia.-A new ri ght-of-way 
fo r th e propose d exten sio n of this company 's line from Col
fax to Newton is b eing surveyed. If a sati sfact o ry route 
can be fo und betwee n the two town s it is probable that the 
ex t en sio n will b e con structed. C. F. Hewitt: ge neral man
ager o f th e company, has an n ounc ed t hat the p la n o f using 
th e o ld N ewt on & No rthw este rn lin e b etween Colfax a nd 
Newt on has bee n a bando n ed. 

Sioux City (Ia.) Service Company.-T hi s compa ny is re
laying about 3½ miles o f track in pand stree ts in Sioux 
City. 

Independence, Neodesha & Topeka Tra~ tion Company, 
Independence, Kan.-Thi s compa ny has api:,,i itd t o the Pub
lic Ut ilities Commi ss io n for p er missi o n t o issu e st ock t o 
the amoun t of $298,600 for the purp ose o f purchasing the 
ri g ht-of-way for the proposed line. The preliminary su r 
ny ha s no t ye t been mad e. [E . R. J. , July 19, '13.] 

Manhattan City & Interurban Railway, Manhattap, Kan. 
-During th e n ext few weeks thi s company will award 
cont rac t s to build 10 miles of n ew track in Manhattan. 

*Taylorsville, Ky.-Citi ze ns of Taylo r sv ille a r e secur
in g th e rig h t-of-way for a lin e betwee n that city a nd J ei
fcr sontown, Ky. A bra nch of th e L o uisvill e & Inte rurban 
Ra il road runs t o J effe rsontown, a n d con n ectio n with L oui s
v ille w ould b e affo r ded Taylorsville in the event o f the con
s tructi o n of th e proposed lin e. Those who a re securing th e 
right-of-w ay beli eve that they wi ll be ab le to induce som e 
company nmv in th e field t o build the lin e. 

Trans-St. Mary's Tra,ction Company, Saulte Ste. Marie, 
Mich.-This compa ny w ill bu ild 500 ft. of n ew track and 
2100 ft. o f brick pavin g . 

*Luce Electric Company, Minneapolis, Minn.-This com
pany is making a survey fo r the n orth and south elect ric 
railway t o extend from Jackson to Slee py Eye, connecting 
with the line under constructio n from Minneapolis t o \ i\Ta t
ertown, S. D. 

Jefferson City (Mo.) Bridge & Transit Company.-It is 
stated that thi s company plans to exte nd its track I mile t o 
th e west end of the city. The extension to the east end 
will a l~o be begun soon. Eventually the company intends 
t o b.uild an exten sion t o the Moreau R iver. 

Geneva & Waterloo Railway, Waterloo, N. Y.-It is re
ported tha t this co mpany has taken s t ep s t o ex tend its line 
to A uburn. · 

*Chickasha, Okla.-A. \V. Thornley, Chickasha, is said 
to be intereste d in th e promotion of a propose d so-mile 
lin e a nd would like t o obtain as much information as pos
sibl e r egardin g construction 1Pate ri a l, equipment, etc. It 
is presumed that the company will want to use som e gaso
line m otor cars. A charte r w ill be obtain ed as soon as a 
preliminary survey is made, which will be within the n ext 
th irty days. Corresponden ce sh ould be addressed t o the 
1 nterurba n Company, 41 9 First Nati onal Bank Building, 
Chi ckas ha, O kla. 

Norman Interurban Railway, Oklahoma City, Okla.-Dur
ing the n ext five w eeks this company will award contract s 
to build 9½ miles of track betwee n Moore and Norman. 
Orders have be en plac ed for th e rai ls a nd copper wire 
except fo r th e bo nd wir es. T hi s lin e w ill connect O k la
h om a City, Moore, Norman, E l -Reno, Ed m ond and Britton. 
George W. K nox, president. [E. R. J ., M ay 3, '13.] 

Imperial Traction Company, Ottawa, Ont.-The Parlia
ment ha s extended the time within which the already au
thorized lines may be built a nd ha s given the company 
power t o build additional lin es from Smithville t o Bridge
burg and from Hamilton to Toronto. [E . R. J., July 
26, '13.] 

Schuylkill Railway, Girardville, Pa.-This company plans 
to begin work soon on it s lin e from Shenandoah to Frack
ville. 

Montreal (Que.) Tramways.-This company has begun 
work on th e new r outes approved by the Council for some 
of it s lin es in M ontreal. 

Rhode Island Company, Providence, R. 1.-The contract 
be tween the towns of Glocester and Smithfield and the 
R h ode I sland Company for an ex tension of its line from 
the present t erminati on at Ce nterdale through these towns 
to Ch epac h et ha s been s igned by all th e interested parties 
and it is expect ed that work upon the new line will be be
g un at o nce. 

Maryville-Knoxville Interurban Railway, Knoxville, Tenn. 
- This company, which proposes to build a 14-mile line from 
Maryvill e to Knoxville, Tenn., via Rockford, Little River 
a nd Vestal, will begin preliminary surveys at once. There 
w ill be a bridge 150 ft. lo ng and o thers from 40 ft. to 50 ft . 
long. Office r s: Morton B utl er, Chicago, Ill., president; 
John F. Shea, Knoxville, vice-president; Knox Burger, 
treasurer; John M. Clark, Barryville, secretary. [E. R. J., 
J uly 26, ' 13.] 

Nashville (Tenn.) Traction Company.-This co mpany is 
see king t o amend its charte r so as t o add some Iin ~s and 
extensions t o the already proposed route. The application 
fo r the amendme nt t o th e charter is s igned by Walter 0. 
Pa rmer, G. M. Hendrie, R. A. A lge r, W. H. Muir and 
Henry Ledyard, directors. [E. R. J., A pril 19, '13.] 

Cumberland Valley Interurban Railway, Nashville, Tenn. 
-This company will begin con struction of its 80-mile track 
within the n ext s ix month s. It will co nn ect Nashville, 
Statesville, "Th e Hermitage ," Smithville, L ibe rty and 
Sparta. Capital stock autho rized , $10,000. Office r s : J. H . 
Ca rtwrig h t, 410 U nio n Bank Building, Nashvilie. pres ident ; 
A. F. Richa rd s, Sparta, v ice-president ; W. H. Mires, secre
tary and treasurer, and 0. L. Omohundro, Nashville, chief 
engineer. [E. R. J. , July 19, '13. ] 

Southern Traction Company, Dallas, Tex.-This com
pany has completed its new steel bridge across the Brazos 
R iver, built fo r it s Dallas-\Vaco interurban lin es in Waco. 

Guadalupe Traction Company, Seguin, Tex.-Surnys 
have been completed and grading has been begun by this 
company o n its lin e between San Antonio and A ustin, via 
Seguin and Lockhart. A. B. Axtell, chief engineer. [E. R. 
J., June 28, '13.] 

Corpus Christi Street & Interurban Railway, Corpus 
Christi, Tex.-This company has purchased enough track 
material for pav ing, consi sting o f Lorain 6-in. 72-lb. steel 
rails, 7-ft. 90 per cent h eart pine ties and General Electric 
10-in. compression bonds. 

Newell (Va.) Bridge & Street Railway Company.-It is 
sa id that this company will extend its lines to Wellsville. 
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*Norton, Va.-A trackless tro lley syste m is to be built 
to cover an important section in the coa l fie ld s of west
ern V irg inia, acco rding to a r eport from that sec tion. J. 
G. Rossman a nd ot her s, of New York, a re in charge of th e 
project. One proposed lin e will ex te nd from Norton, Va., 
to Big Sto ne Gap, Va., a nd a nother from Norton to Coe
born, Va., di s tance s o f 12 a nd 14 mil es re spe ctively. 

*Richmond, Va.-Steps a re being taken to perfect the 
organizatio n of a company for the purpose of constructing 
a n elect ric railway in Cheste r fie ld County. The proposed 
line will begin at the int ersectio n of Broad Rock Road and 
Hull Street, ex tended, a nd will para llel the road for a dis
tance of 3 mil es. The terminus will be at Falling Creek, 
where, it is said, an amusement resort will be es tab lish ed. 
It is proposed to capitalize the compa ny at $250,000. and 
the incorporation papers a re now being drawn. John C. 
Robertson, Forest Hill, is at the head of th e new com
pany. Those who are actively behind the n ew co mpany 
a re Clarence Vaden, T. N. Cheatham, W. A. Horner, D. E. 
Goode, Jame s Cox a nd W. J. Carter. 

Oregon-Washington Railroad & Navigation Company, 
Seattle, Wash.-This company plans to build a railway 
from Argo to a connection with the electric line of the 
Puget Sound Traction, Light & Power Company at a 
point near Twelft'h Avenue South and Bailey Street in 
Seattle. If the proposed line is not elect rified, gasoline 
motor cars will be used. 

Milwaukee Electric Railway & Light Company, Milwau
kee, Wis.-The Milwaukee Electric Railway & Lig ht Com
pany has practically completed a three months' improve
ment policy, which has cost nearly $1,000,000. Including 
r egrading, paving, etc., the compa ny ha s completed 123 city 
blocks of double-track rehabilitation. There a re about 9 
miles of track work still under construction. When com
p let ed, the company will have 30 mile s of track. 

SHOPS AND BUILDINGS 
Glendale & Eagle Rock Railway, Glendale, Cal.-This 

company expects to build a n ew carhouse in Montrose 
wi thin the n ext four months. 

Connecticut Company, Norwich, Conn.-This company 
is preparing plan s fo r a new freight station, 25 ft. x 40 ft., 
to be built in Danielson. 

Paducah (Ky.) Traction Company.-This compa ny is 
considering the erection of a brick repair shop in Paducah. 

Houghton (Mich.) County Traction Company.-lt is re
ported that this company will ask for bids for improvements 
to be made to it s carhouse in West Hancock. The work 
wi ll includ e n ew concret e flo or s and in spec tion pits to re
place the wooden flooring a nd pits. The company will also 
lay 80-lb. rails from the main lin e into the carhouse. 

Chambersburg, Greencastle & Waynesboro Street Rail
way, Waynesboro, Pa.-This company. will erect a n ew 
carhouse in Rouzerville. 

Seattle, Wash.-Daniel Huntington, city architect, is 
preparin g plans for the construction of a two- story rein
fo rced concrete carhouse and office building for the Munici
pal Street Ra ilway. The building will cost approximate ly 
$50,000, a nd will be located at Third Ave nu e West and 
Un ion Street. 

POWER HOUSES AND SUBSTATIONS 
Sioux City (Ia.) Service Company.-This company 1s 

building an addition to its power house in Sioux City. It 
has purcha~e d two n ew boilers and stok er s, a 3000-ft. air 
co mpressor a nd an eig ht een-p an el swi tchboard. 

Manhattan City & Interurban Railway, Manhattan, Kan. 
-This company plans t o build soon a n ew power h ou se in 
Manhattan. 

Houghton (Mich.) County Traction Company.-T hi s 
company expects t o r em odel its substation at Laurium. 
An addition will a lso be built t o the stat ion. 

Corpus Christi Street & Interurban Railway, Corpus 
Christi, Tex.-This company has purchased from the Gen
eral Electric Company a 200-kw ge nerator direct-con
nected t o a ta ndem-compou nd Harrisburg en g in e, complete 
with switchboard. T h e company expects to enter th e 
lighting field by A u g 15. 1913. 

Manufactures and Supplies 
ROLLING STOCK 

Billings (Mont.) Traction Company is sa id t o be in th e 
ma rket for seve ral cars. 

Glendale & Eagle Rock Railway, Glendale, Cal., i s in th e 
market fo r three double-truck passenger cars. 

Chicago, Ottawa & Peoria Railway, Peoria, Ill. , is co n
templat in g the purcha :,e of three interurban cars. 

Third Avenue Railroad, New York, N . Y., has ord ered 
fou r sto ,-age battery snow sweepe rs from T he J. G. Briil 
Co mpa ny. 

Utah Light & Railway Company, Salt Lake City, Utah, 
wi ll change fifty-four m o re of it s ca r s to the pay-as-you 
ente r typ e. 

Corpus Christi Street & Interurban Railway, Corpt:s 
Christi, Tex., is in the market fo r o ne 28-ft. s ing le-t ru ck 
passe nge r car. 

Sandwich, Win dsor & Amherstburg Railway, Windsor, 
Ont., is in the market for two sing le-t ruck city car s and 
two double-tru ck interurban cars. 

Connecticut Company, New Haven, Conn., has ordered 
from the vVa son Manufacturing Comp a ny four 30-ft. 8-iri. 
passenger cars mount ed on Brill 27-MCB-1 trucks. 

Illinois Traction System, Peoria, Ill., is contemplating the 
pu r chase of fo ur city car s for th e Decatur Railway & Light 
Company, Decatur, 111., a nd four city cars for the Peoria 
(] II. ) Railway. 

Cincinnati (Ohio) Traction Company, noted in the ELEL'
TRlC RAILWAY J OURNAL of June 28, 1913, as expecting t o 
purcl~ase 100 cars, has ord er ed fifty of th ese cars from th e 
Cin cinnati Car Company. 

Cleveland (Ohio) Railway, noted in the ELECTRI C RAIL
WAY J OURNAL of July 12, 1913, as having ordered fifty pre
payment cars from the G. C. Kuhlman Car Company. has 
spe cifi ed the following details for these cars: 
Weight (car body only), Curtain material. . . Pantasote 

20,980 lb. Fare boxes ........ Cleve land 
Bols ter ce nt er s, 

length ......... 23 ft. S ½ in. 
Length of body .. 35 ft. s½ in. 
Length over vesti-

bule ............ 4q ft. -1-½ in. 
W idth over sills ... 8 ft. 2 in. 
Width over a ll. .. 8 ft. 4 in. 
Height, rail to s ill s,1.33 3/I6 in. 
Sill to troll ey base, 

9 ft. 7¼ in. 
Body ...... . ..... composite 
Interior trim ......... cherry 
Headlinin g ........ ... Galea 
Roof .............. plain arch 
U nderframe ........... steel 
Coupl ers .......... ..... 0-B 
Car trimmings ..... Ku hlman 
Curtain fixtures, 

Cur. Sup . Co. 

Hand brakes ......... Dayton 
Heaters .............. Smith 
Headlights .......... Dayton 
Journal boxes .... Symington 
M ntors .............. 4 W e:: t. 
Paint ....... S. W. & Chicago 
Sanders .... Nicho ls-Li nt ern 
Sash fixtures ........ Dayton 
Seats .................. Brill 
Seating material ...... rattan 
Springs ............... Brill 
Step treads ........... Mason 
Trucks .... Brill No. 27-FE-1 
Varnish .. ....... Chicago and 

Glidden outside; Wright's 
inside 

Ventilators ......... Scullin 
·wheels . ........... National 

TRADE NOTES 

Blake Signal & Manufacturing Company, Boston, Mass., 
has moved it s office from 246 Summer Street to 251 Cause
way Street. 

General Electric Company, Schenectady, N. Y., has ap
point ed S. H. Boyer its di stric t manager at St. Louis , Mo. 
Mr. Boyer was formerly district manager of th e Chicago 
office of th e company. 

H. H. Althouse, New York, N. Y., wh o recently r es ign ed 
as chief en g in ee r of the E rie Railroad, ha s opened a n offic e 
for consultin g practi ce at 172 Fu lton Street . Mr. ,-\lth ouse 
wi ll spec ia li ze in railway work. 

St. Louis Magda Lamp Works, St. Louis, Mo. , h ave a p
pointed R. H. Henderson manager of the company, succee d
ing H. S. Black. Mr. He nd erso n wa s for a numb er o f y ears 
works manage r of t h e Westin ghou se Lamp Company. 
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Graves Engineering Company, New York, N. Y., has been 
incorporate d by C. A. Graves, of Brookly n ; C. N. J o nes a nd 
F. B. E rwin , of N" ew York. The company is capitalized at 
$roo,ooo and proposes to do a m echa ni cal a nd civil en
gineering and contractin g business. 

Rockwell Electric Company, Chicago, Ill., h as been 
forme d by Edwin R. Rockwell , fo rme rl y pres id en t of the 
Gua ra ntee E lecrr ic Co mp a ny, wit h offic es in t h e F irst Na
tional Bank Bui lding. Th e compa ny will handl e elec tri ca l 
machinery a n<l offe r s its se rvi ces fo r electrical eng in eering 
in a ll it s b ra nches. 

Curtain Supply Company, Chicago, Ill., has reccin' d th e 
curtain order fo r t he roo n ew ca rs o f the Boston E leva ted 
J{ a ilway n ow being buil t by the Jewett Car Company, a n d 
a lso the curtain ordtr fo r t h e ten new cars of the P itt s
burgh Railway being built by the l\1cGui re-Cummin gs Manu 
factu ring Company. 

Standard Varnish Works, Chicago, Ill., h ave opened a 
bran ch office a t 113 Front Stree t, San F ra n cisco, Cal. , wh er e 
they w ill carry a lar ge and comp lete stock of all their 
architectural spec ialti es, including E las ti ca No. 2, E last ica 
fl oor varni sh, Sat inette w hit e e namel a nd K learton e stain s. 
F. T. Mc Henry, who ha s r ep r esented th e co m pany on the 
Pacific Coas t for ma ny yea rs, wi ll be in full charge of thi s 
office. 

Titan Copper Products Company, Inc., Buffalo, N. Y., 
mak er of b ra ss, b ro n ze a nd a luminum cas tings, h as been 

. or gani zed by Charl es V. Slocum, w h o for the past six years 
ha s been engage d in int roduci ng titanium to the steel a nd 
iron trade. The office r s of th e co mpany are as fo ll ows: 
Charles V. S locum, president; A. N. S locum , vice-president ; 
W, W . Slocum, treasurer, and Frank P. Lu nd, general supc,·
mtendent. 

Manhattan Electrical Supply Company, New York, N. Y., 
has purchased the business a nd pl a nt of the Rock I s la nd 
Batte ry Co mpany, of Cincinnati, Ohi o, a nd will take posses
sion or. A u g. 1, 1913. Thi s m ove w ill no t m ea n the di sco n
ti nu a n ce of the Rock I sland dry battery, fo r thi s batt er y 
will be manufactured in additio n to t h e Red Seal, H i-Up, 
Blu e Seal a nd Mesco batter ies. wh ich th e co mpany no w 
manufactures. 

American Engineering Company, Philadelphia, Pa., ha s 
recently received large order s fo r ''Taylor" st ok ers, from 
m a ny sourc es, inc ludin g th e New York , New Haven & Hart
fo rd Ra ilroad, U nited Illuminating Co mpany, Nati o na l 
Quality Lamp Division of the General E lec tric Company. 
Interboroug h Rap id Transit Company, E lmira Water, 
L ig ht & Railroad Co mpany, Edison E lectric Illuminating 
Company and the Detroit Edison Company. 

National Tube Company, Pittsburgh, Pa., has ann oun ced 
tha t commen cin g A u g. 1, 1913, it will enter th e e lectrical 
co nduit fie ld. T h e company h as contracted w ith th e 
Nat io na l Metal Moldin g Company a nd the Safety-Armoritc 
Conduit Compan y, both of Pittsburgh, Pa., to manufacture 
a nd se ll t hi s product as its agen ts under t he ir va ri ou s 
br ands. The compan y h as also decid ed t o se ll this product 
o n t h e P ittsbu rgh basi ng discount p la n in the same manner 
as a ll wrought p ip e for other p urp oses has been sold fo r 
the past thirteen years. 

Western Electric Company, New York, N. Y. , has open ed 
a n ew sales office at New O rl ean s, La., under the man age
ment of E. H. McFall. A warehouse, carrying a complete 
line of electrical suppli es a nd tel ephone apparat u s, is also 
being ope rat ed at New Orlean s under the direction of 
T. S. S haw, formerly associa t ed with th e company's Atlanta 
iiranch. P. E . Davidson a nd V\1• J. Whal ey, a lso forme rl y 
at Atlanta, are ass ig ned to th e n ew offices. This t erritory 
cover s all of Louisiana and Mississippi, T exa s and A labama 
and th e Gulf Coast from Key West t o Beaumo nt. A 
br a n ch bot1 se has a lso been opened at N cw Haven under 
the mana ? em ent of T. L. Holmes a nd a noth er at Provi
dence, R. I.. tinder the management of H. D. Wilcox, 

Manning, Maxwell & Moore, Inc., New York, N. Y., 
together with their sub sidia ry compani es , will move t h eir 
g en eral offices on o r abou t Oct. 1 from 85-89 Liberty Street 
to the new Lewisohn Bu ildin g, 113-119 West Fortieth 
Street. Thi s change is being made t o m eet the demand for 

:1 m or e- co n\ c: n ie 11 r and central loca ti o n, as weil as iargcr 
space to handle m ateria l 111cr eases in their var io u s lines, 
w hi ch cove r elect r ic traveling cran es, machine tools, en 
g ineerin g specia lties, railway, machinist s', eng in eer s', factory 
a nd co ntractor s' suppli es. A la rge portio n o f thi s product 
1,; manufactured by their constituent companies, the Shaw 
E lec tric Cran e Company, the Ash croft Manufacturi ng Com
pa ny. th e Co n solidated Safety V2 lve Compan y, the Hayden 
& D erby Manu fact urin g Company a nd the Hancock ln
sp irator Co mpan y. They will occupy th e twentieth and 
twe nty-first flo o rs of th e above-nam ed building, g iving 
t he m 28,oco sq . ft. of space. Thi s space w ill be exclusively 
fo r offices and is a lm ost double that at present occupied fo r 
offices o n L iberty Street. 

ADVERTISING LITERATURE 
H. M .' Byllesby & Company, Chicago, Ill., hav e issued De

partm ent Bulletin No. 6 o n "Th e Effi ciency l\l ovement." 
National Tube Company, Pittsburgh, Pa., has issued a 

small pamphlet entitled "Interes ting Experiences with 
Kewanee Unions." 

Sprague Electric Works, New York, N. Y., have issued 
Bulletin No. 246, superseding :-Jos. 235 and 310, which illus
trates a nd describes motor-driven exhaust fan outfits for 
both direct and a lternating curre nt. 

National Conduit & Cable Company, New York, N. Y., 
manufactur er of bare copper w ir e-. weather-proof wires and 
cabl es fo r t e lep ho ne, t e legraph, elec tric li ght and power 
wo rk, ha,, issu ed a pamphlet takin g up the copper situation 
in a gen eral way. 

American Steel & Wire Company, Chicago, Ill., ha s is su ed 
a small past er, to be in se rted o n pag e 24 of it s ·new catalog 
entitled "Triangle Mesh \Vire-, Reinforced Co ncrete Pave
ments a nd Roadways." in o rd er to co rrect a typographical 
error that appear ed o n thi s page. 

Chicago Pneumatic Tool Company, Chicago, Ill., has 
issued Bulletins Nos. 3-1R a nd 43, which illu strate a nd de
scrib e r espectively it s "Chicago pneumatic" class L-SS and 
L-SB compressor s ( inclosc d se lf-o iling types ) a nd the 
"Rockford" railway m o to r cars. 

Northey-Simmen Signal Company, LU., Indianapolis, 
Ind., ha s is su ed a catalog on the Simmen system of railway 
s ig naling and dispatchin g. The catalog conta in s a numbe r 
of illus trati ons in r ega rd t o the installat io n of thi s system, 
with a full descripti on of the sam e, 3nd point s out its many 
adva ntage s. 

Pyrene Manufacturing Company, New York, N. Y., has 
issued the Pyrc11c B 11lleti 11 for July, 19 13, which contains 
several articles showi ng w ha t g r ea t service th ese extinguish
ers have been in avertin g w hat mig ht have been very serious 
fi res . The bull e tin a lso contain s a list o f so me of the 
recent purchaser s of Pyrene extinguishers. 

U. S. Metal & Manufacturing Company, New York, N. Y., 
has issued a small fo lder on the "Lincoln" arc welder, for 
which it is gen eral se lling agent. The folder describes 
what the welder w ill do and also contains informa tion on 
types and capaciti es for electric and steam railway work 
a nd work in steel fou n d ri es, boiler shops, mills, etc. 

Hemingray Glass Company, Covington, Ky., has is sued 
Catalog No. 28, which illustrates and describes its different 
types of g lass insulat or s. O n each page, under the view of 
the- different types. is a line d rawing g iv in g the exact dimen
sion s of the in sulato r above it and also containing o ther 
information in r ega rd to the average weight o f each in
sulator and the approximate weight per 1000 packed fo r 
shipment. 

General Railway Signal Company, Rochester, N. Y., has 
recently issued Bulletin No. n4-B, completely illustrating 
and describing it s train dispatchers' telephone selector sys
tem, which takes up in detail every phase of the subject, 
including the sw itch board with motor generator and 
st o rage battery, di spatche rs' key cabinet, selector and bell. 
The company ha s a lso issued Bulletin No. 129 describiQg 
its mechanical dwarf sig n al R. S. A. design, and also con
taining several views of the signal with numerous line 
drawings showing th e sig na l with respect to R. S. A. 
clearance diagram, arrangement for wire connection, cross 
pipe connecti on , lon g itudinal pipe connection, etc. 




