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continuous and free from obstructions the results may be 

serious. In a representative case the runway in a boi ler 

room consisted of a double line of planks laid across the 
tops_ of the succ essive boilers. The runway changed direc
tion twice, and, as it was in a dark location, the danger of 

falling upon the tops of the boilers in case of a mi sstep was 
great. Fu rther, sa fety valves on two boilers were so 
placed that should they blow while a man was on the run

way he might be swept off or badly scalded. Finally, the 

runway had been moved about 3 ft. out of line of a perma
nent iron ladder, so that in case the lights failed or in the 
event of a safety valve blowing with a man on the boiler a 
bad accident was easily possible. A straight runway with a 
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tricts it is usually the custom to open and close factories at 
the same hour. This creates a condition that is so trying 

to street railway operators that the co-operation of owners 
of factories has been asked in order to establish, if possible, 
slight differences in opening and closing hours. The effect 

of these, of course, would be to allow the street railway 

company, say, five or t en minutes ' leeway after it cared for 
the traffic of one factory before the next facto ry rush oc

curred. Such a change is in the interest of the factory 
employees just as much as of the company, and it is· also 

in the interest of the general riding public in the com
munity. Inasmuch as factory owners genera lly have been 
unwilling, when approached by the company, to make 
changes in their hours to effect the improvement desired in 

this direction and it is a matter of general public concern, 
we suggest that it be taken up through th e public authorities 

in places where the conditions are particularly trying. This 
could be done appropriately in citi es or states where the 
public authorities have assumed a large measure of control 

over the operation of cars, even if it is not undertaken in 
other cities where virtual control of the operation is still 
retained by the company. 

SAFEGUARDING 
POWER STATION 
PASSAGEWAYS 

Among the minor 
power-station work 

often overlooked m 

features of 
which are 

betterment 

studies, the sa feguarding of passageways deserves em
phasis. Under normal conditions platforms and runways 

may be used without the least approach to au acc ident for 
months at a time, but und er the stress of a machinery break
down haste in movements from one part of th e plant to 
another succeeds the ordinary pace, and unless passages are 

One of the Eastern trunk lines has 

found it necessary to take steps to 

CONSERVING 
LA f OR 
SUPPLY 

conserve its source of labor supply 
by a::,pointing an expert to investigate the foreign labor on 

its lines, more particularly the Italians. The latter, not 
so long ago considered among the less desirable of day 
laborers, are now so highly regarded that the railroad 

wants to keep those whom it has and draw others into its 
service. The first duty of the labor expert will be to make 

the Italian laborer feel that the road takes an interest in 
his welfare, considers him "one of the family" and wants 

to know when he has anything to complain about. This is 
a radical change in the usual attitude toward the day 

laborer and one that is worth thinking about. Up to the 
present the foreign laborers on maintenance and construe-
tion work have existed in the minds of managements and 

contractors mainly as so many numbered brass tags, but 
perhaps this is one reason why this class of labor has been 

so unsatisfactory. Modern humanitarianism and the effort 
to establish a good understanding between employer and 

employed has gone only so far down the line. It has 
stopped before it got to the day laborer. Now, either be-
cause humanitarianism is expanding or because labor of 

any kind is getting scarcer, the desire to go clear to the 
bottom is manifested in the striking way already noted. 
T here may be a suggestion in the incident for other em
ployers who upon consideration may find, as did the steam 
road in question, that they know lit tle or nothing about the 
lives, the troubles or even the names of their foreign 

laborers, and that th is information once obtained and used 
as the basis for a better understanding would be productive 



ELECTRIC RAILWAY JOURNAL [VoL. XLII, No. i• 

of more loyal and better service. To expect loyalty and 
good service from an employee in whom the employer 
takes so little interest that even his name is unknown is 
to ask too much of human nature, whether it is domestic or 

imported. 

SPECIAL SPECIFICATIONS 

In the purchase of equipment the problem of preparing 
suitable specifications is intimately connected with the 
initial cost of the selected apparatus and for this reason 
deserves thorough and critical study. Operating men 
without factory experience seldom realize how much it 
costs to depart even in small details from so-called standard 
apparatus in the manufacturing plant, and unless such de
partures can be supported by the best of reasons they are 
little less than luxuries. Nothing could be simpler to the 
purchaser in the average case, for instance, than the pro
duction by the manufacturer of standard transformers sup
plied with voltage taps multiplied according to the whims 
of the prospective user. Electrically it would seem to be 
feasible to bring out from three to a dozen taps without the 
slightest difficulty; yet, when the designer faces the prob
lem, the question of suitable insulation and above all the 
provision of sufficient space, the use of existing case sizes, 
selection of bushings and the availability of tools and jigs 
must all be thought over in seeking to produce the equip
ment at a reasonable price. The same condition has 
notoriously existed in the past in connection with rail sec
tions. The variety of opinions of city engineers and rail
way engineers as well as to the proper form of head has 
resulted in an unnecessary multitude of forms of rail heads. 

Again, in purchasing car bodies from reliable builders 
too much care cannot be taken to avoid specifications which 
insist upon trifling modifications in dimensions which are 

not vitally necessary and which tend to increase the first 
cost of the rolling stock. The average manager and master 
mechanic must fall back upon the experience of the 
specialist in these matters and accept the recornmendatiom, 
of the latter sometimes when local and personal notions 
would perhaps dictate modifications not really essential 
from well-tried designs and types of construction. Initial 
specifications often can be modified to advantage by infor
mal consultation with prospective bidders, and the time 
required to go over these matters is well spent. Naturally, 
each bidder desires to have the special features of his 
product which are the chief basis of its worth incorporated 
in invitations for tenders, but the commercial instincts that 
prompt this desire need not be given sway by the pros

pective purchaser. There is no getting away from the fact 
that before purchasing can be done along the most efficient 
lines existing manufacturing standards and resources must 
be thoroughly canvassed. Otherwise, insistence upon un
important modifications in details may run the price up 
25 or 33 per cent and extend the date of delivery to incon
venient lengths. ·Special equipment has its proper place, 
of course, and without it no progress would be made; but 
a good many engineers of the less experienced sort have yet 
to learn that where stock material and apparatus will fill 
the bill satisfactorily, nothing short of unusually compelling 
reasons should be allowed to cause such equipment to be 
forsaken. 

PUBLICITY IN THE ELECTRIC RAILWAY FIELD 

Although we have at various times emphasized the value 
of publicity in regard to electric railway companies, the 
su.bject is of such importance that even one more reitera
tion will scarcely suffice. As noted in another column of 
this issue, the associate editor of the Cleveland Plain Dealer 
recently congratulated the Cleveland Engineering Society 
on its friendly attitude toward newspapers and assured it 
that "this alliance is highly gratifying on the newspaper 
side of the once impassable dead line." Such a union of in
terests between engineering and newspaper work is praise
worthy indeed, and we hope that it is indicative of an ever
increasing desire on the part of engineering organizations 
and public utilities to respond cordially to overtures from 
the newspapers. 

The word "overture" is used advisedly, for only recently 
direct attempts have been made by two important metro
politan newspapers to secure business and technical news. • 

The Philadelphia Public Ledger has established in various 
sections of the country men whose sole business it 1s to 
cover the financial, commercial and industrial news in their 

respective localities. The New York Times has adopted 
a slightly different method in making a general appeal di
rect to the public for "business news that interests business 
men everywhere." "Business news in New York," says 
the announcement of the business news department, "vitally 

concerns the business man in Seattle, Denver, New Orleans 
and Bangor, and vice versa; there is no sort of news so 
directly affecting so many Americans and no class of news 
the public can furnish so well." These are certainly steps 

more than half-way to form a connection with the great 
throbbing lives and centers of business activity in this 
country, and such a response as has been manifested in 
Cleveland should follow these other appeals. The plan of 
the American Electric Railway Association, as outlined in 
these columns, to compile monthly reports of financial 
operations and other statistics for public dissemination, and 
thus to counteract popular misconceptions concerning elec
tric railways, is another case in point and shows the willing
ness of the electric transportation companies to meet the 

demands of the daily press for this class of information. 
It remains now only for individual companies to learn what 
information the newspapers desire and to supply it. 

Of course, any steps marking a change of conditions, 
even toward improvement, will meet with some opposition. 
Thus, at a recent hearing before the Texas Railway Com
mission, a member of that body attempted to criticise the 

railroads of Texas for having made large outlays for 
newspaper advertisements giving their side on disputed 
points on the ground that the public in paying the railroads' 
expenses would be called upon to pay for its own education. 
Such an objection is absurd. If utilities appeal to the pub
lic it is good evidence that their cases are strong, and the 
public is glad to have all the facts. The fundamental idea 
underlying advertising and publicity, too-that of estab
lishing a permanent prestige-demands absolute truthful
ness, and the very fact that it obliges a manager to con
sider his case from the standpoint of the public and out
line his ' attitude in a way which will..carry instant convic
tion to those who read what he has to say may lead him to 
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see certain phases of hi s policy in a different light and to 
make some changes in it. Altogether , the plan is good for 

a ll concerned. 

THE SYSTEM OF THE CONNECTICUT COMPANY 

The extended article upon the transportation features of 

th e Connecticut Company published elsewhere in this issue 

possesses especial interest at this time on acco unt of the 
recent criticism by the Int erstate Commerce Commission 
upon the ownership of th ese lines by the New York, New 

H aven & Hartford Railroad Company. Wh ether one agrees 
with the wisdom from a fin ancial standpoint of the purchase 

of these lines or not , he can not but be impressed wi th the 
broadness of the conception from a transportation stand

point which initiated the acquisition of th ese properties. At 
the time when their purchase wa s begun upon a large sca le, 

the New Haven Railroad, owing to a se ries of conso lida

tions, ha<l come into possession of practically all of th e 
steam railroad mileage of the Sta te, and its prospe rity be
came peculiarly dependent upon that of the community 

which it served. The idea, once held by some, that the trol

ley lines in Connecticut formed or might fo rm a nucl eus fo r 
a through competitive line between New York and Boston 

had passed away. Their light construction, their use of the 
streets in the city and of the highways in the country and 

their consequent slow speed and inability to transport heavy 
loads forbade their use for any such purpose. As rivals and 

as competitors of the New Haven Railroad fo r any business 
which that road could profitably carry th ey were insignifi 

cant. But as alli es and fe eders to the steam ra ilroad lines 
they could be made to be ve ry helpful to it if developed 
systematically and as a comprehen sive unit with the large 

financial resources possessed by the New Haven Railroad. 
A glance over the reports of Mr. Mellen to the board of 

directors at the time of the inauguration of this policy of 
acquisition shows that one underlying reason for it was the 

industrial condition in the State. Although the ave rage 

density of population in Connecticut is large, the indust rial 
activity and the greater part of the population are in the 

large cities which are located on the shore and in the val

leys of the three rivers which cross the State. That is to 
say, the development of this character in the State as a 
whole has been along a few definite a rt eries of trave l. On 

the other hand, in many other parts of the State , and espe
cially in the rural districts, there arc. some evidences of a 

decrease in population during the p,lst few decades, as in 
many other sections of New England. The cause has been 

a lack of transportation facilities and a ster il e so il. \\'hich 

together have caused a large part of the original fa rming 
population to settle in the citi es or else take up agriculture in 
the more fertile regions in the \ i\Tes t or Northwest. 

The reclamation of these abandoned farm s, either for 

their original purpose or as hom es o f tho se who desire to 
live part or all of the yea r in the country. and the re
population of other sparsely settled part s of th e State 
seemed therefore the logical functi on of th e trolley lines 

from the broad standpoint of the development of the S tate 
as a whol e. It was also one which , up to \\'ithin th e la st 
few months at least, would have been regarded as sound 

political economy, became it tend ed to th e conservation of 

capital in th e development of the transportat ion fa ciliti es of 

the State. The railroad as a whol e would be benefited be
cause any loss through this pioneer and deve lopm ent work 

inc urred by the troll ey lines would be more than recouped 

through the increased demands for transportation which the 
larger population and industrial activity would bring to the 
steam lines. F ina lly, the territory seemed particularly well 

adapted for such a development, because of it s compactness, 

and to possess the characteristics which have always been 

associ ated with those suitable for the establi shment of a 
'' natural" monopoly. 

T he correctness of thi s th eory has been proved by the re
sult s, certainly so far as the communities served are con

cerned. T he troll ey lines have been combined into a har

monious whole, as the map showing the extensions built 

under th e New Haven management and published in this 
issue shows. The physical condition has been greatly im

proved under a policy which considered the future more 
than the immediate present , and standa rd s for ca rs and 

other parts of the equipment have been adopted. F inally, 

short sections of steam railroad track have been used for 
trolley service where such a plan seemed desirable in the 

interests of general efficiency. Some business may have 
been defl ected from the steam railroad part of the system as a 

result of these changes, but most of the trolley traffic is com

posed of passengers who would not, in any event, have used 

the steam roads. We are glad to learn also that from an in
vestment' standpoint as well the policy has proved satis

facto ry. T he task was a la rge one and from many points of 

view was conducted under ve ry disadvantageous cond itions. 
Nevertheless, the proper ties a re already practically ea rning 

the interest on their purchase price in spite of very liberal 

charges fo r maintenance, and as further use is made of the 
improvements a lready installed this profit should grow. 

That the system is meeting the needs of the community is 

shown .by the increase in gross earnings, which were 32.6 

per cent greater in 1912 than in 1907, or an increase of 6½ 
per cent per year. This is in spite of the facts that most of 
the la rge city properti es were acquired before 1907 and 

that the additions in trackage since that date have been 
la rgely of a suburban character . 

One of the most notable feature s of the stati sti cs of the 

Connecticut Company, publi shed in this issue , is th e possi
bility of comparing the extent to which the frequ ent service 

provided by electric cars will develop traffic between two 
citi es whose int erurban service was previously prnvided by 

steam trains at infrequent int ervals only. Such a situation 
exists in the case of Meriden and Middletown, towns of 

33,000 and 21,000 inhabitants respectively, locate<l some 12 

miles apart. The line between these two cities was formerly 

operated by steam, and in the last year of steam operat ion 

4-t33 passengers were carried. In 1908 the line was 
equipped electrically, and during the past fiscal yea r the 

to tal number of through passengers on the elec tric cars be

tween :Meriden and Middletown was 330,250. These figure s 
a re very signifi cant of th e possib1lities of elect ri c. tract ion 
and the kind of wo rk which is being done by the Conn ecti

cut Company in furni shing transpo rtation to parts of the 
State a,nd over routes which pract ically were without fac ili 
ties of thi s . kind before. 
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Traffic lmprove1nents of the Connecticut 
Company 

An Account of the Consolidation of the Various Trolley Lines in Connecticut Which Resulted m the Organization of 

the Connecticut Company- An Analysis of the Financial and Operating R esults Secured 

The Connecticut Company is one of the main operating 
constituent organizations of the New York, New Haven 
& Hartford Railroad Company's system. It is a combina
tion of local, suburban and interurban electric railway 
properties developed so as to supplement to the best advan
tage the through service afforded by the strong r ailroad 
-corporation by which it is controlled. It is one of th e most 
,conspicuous examples in the country of that fo rm of control 
•Of electric properties. 

T his article is not concerned with the policy of expansion 
a dopted by the controlling corporation in other directions, 
-except that its action in respect to the elect ric ra ilway lines 
;in Connecticut may be taken as indicative of its general 

other line was bought until September, 1902, when the con'
trol of the Worcester & Connecticut Eastern Railway Com
pany was acquired. 

POLICY OF ELECTRIC RAILWAY CONTROL 

As a matter of fact, it was not until the election of 
Charles S. Mellen as president of th e New York, New 
Haven & Hartford road that a sharply defined policy on the 
subject of electric railway control was developed by this 
company. Up to that time there had been investments in 
the few localized properties mentioned, but no such wide
spr ead acquisition of properties as took place afterward. 
Mr. Mellen was elected president in the fa ll of 1903, and in 
the spring of the following year the company acquired th e 

Connecticut Company-General View of Steel Bridge Over Naugatuck Railroad and Naugatuck River Near Thomaston 

broad purpose. Viewed from the standpoint of th e present 
<lay, the policy of control of other avenues of transporta
t ion appears to have been, in part at least, a matter of de
v elopment. When the company first began to develop this 
;policy, a few properties were bought in individual instances 
wh ere acquisition seemed to be j ust ified. T he individual 
properties needed connections with other parts of the sys
t em, and this led to further purch ases, with the final result 
that the present large property was formed. When the 
:greater policy of expansion was adopted, however, the 
acquisition of properties proceeded steadily until the out-
1ines of the present comprehensive system had been com
pleted. 

The first electric railway acquired by the New York, New 
Haven & Hartford Railroad was the Stamford Street Rail
road, which was bought in June, 1895. About the same time 
the Nantaskct Beach Railroad, with 7 miles of track, was 
electrified. In October of that year the company bought 
control of the Meriden Electric Railroad Company. These 
were small properties and of v~ry little importance com
pared with the operations of the system as a whole. No 

capital stock of the Fair Haven & Westville Railroad Com
pany, which controlled the city street railway system in and 
about New Haven, Conn. Steps looking to th e corporate 
unification of the few street railway properties controlled 
by the corporation were taken shortly afterward, and in 
his annual report for the fiscal year ended June 30, 1904, 
Mr. Mellen stated that all of the interests acquired by the 
company in street railways had been transferred to the 
Consolidated Railway Company, whose capital stock was 
owned by the N ew York, New Haven & Hartford Railroad 
Company. He added: 

"So far as the operation of the properties since their 
acquisition discloses anything, the investment appears to 
be a wise one from a financial standpoint and it protects and 
supplements the system of roads operated by your company 
in a way that must be of great value in the future." 

The incorporation of the Consolidated Railway Company 
was evidently arranged in anticipation of continued ex
pansion. 

The Fair Haven & Westville Railroad stock, as stated, 
was acquired in April, 1904. From July to September, 
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1904, the cu mpany bought th e grou p of properties in and 
~bout New London and Norwich, consistin g of the Norwich 
Street Railway, th e Montville Street Rai lway and th e New 
London Street Railway. Toward th e end ()f the same year 
the control of th e Middletown Stree t Railway was bought. 
These properti es were acquired directly by the new ly 
fo rm ed Co nsolidated Ra ilway Company. In January, 1905, 
th e control of th e Greenwich Tramway lumpany was ac
quired , and about the same tim e the contro l () f the New 
York & Stamford road was purchased. Bet\\'een Apri l anJ 
July, 1905, th e company purchased th e cont ro l of the IIart
for<l Stree t Railway, the Suffield Street Railway and the 
Bran fo rd Light & \Yater Co mpany. 

T he increas ing scope of the operations of the Consolidated 
Rai lway Company is shown by the fact that in the year 
ended June 30, 1905, its gross earnings were $4,567,979. 
Mr .. Mell en said in h is annual report for that year: 

"Considering that the year was the one wherein the sys
tem of roads was acquir ed and merged, and that the advan
tages of concentrated control and the economies resultin g 
we re not avai lable, th ere is every reason fo r satisfaction at 
the showing and confi dence of improvement in th e future." 

In October, 1905, th e control of the vVillimantic Traction 
Company was bought. In January, 1906, the Hartford, 
Manchester & Rockvi ll e Street Railway and the Stafford 
Springs Street Rai lway were acquired. In June of the same 
year the Torrington & \Vinch ester Street Railway Company 
was secured. T he purchase of the stock of th e i\Teridcn. 
Southern & Compounce Tramway Company took place in 
December, 1906, wh ile th e cont ro l of the \Vaterbury & 
Pomperague Valley Street Railway, whi ch was th en under 
construction, was acquired in April, 1907. 

During the same period th e company was acquiring con
trol of electri c railways in other pa rts of New England 
reached by its lines. The principal system acqui red about 
this time was that of the Connecticut Rai lway & Lighting 
Company, the property of which was leased by the Consoli
dated Railway Comp any on Dec. 19, 1906, for a period of 
999 years from Aug. l, 1906. At the time of acqu isiti9n 
this property consisted of 193 miles of urban and suburban 
electric railway lines, together with various electric light
ing and gas plants located at different points in the State of 
Connecticut. In speaking of the acquisition of the proper
ties of this company and several other properties of the 
same class, Mr. Mellen said in the annual report for the 
yea r ended June 30, 1907 : 

"It is believed th ese properties in themselves \\·ill eventu
a lly become a source of profit. though a deficit in the re-

Connecticut Company-Type of Old Car Retired from 
Service 

turns from their operation was estimat ed to resu lt for a 
short time immediate ly following their acquisition. Their 
control was important to the protection and growth of other 
propert ies in which you r company was largely interested, 
and the increased value of these properties should more 
than offse t any direct loss occurring." 

It may be assumed th at th e genera l purpose in the be-

ginning was the acquisition of lines that were either com
petitors of the steam road or had potential possibilities of 
competition in the future. In this case, however, as in the 
other notabl e instances of the acquisition of electric rail
way mil eage by stronger steam railroad corporations which 
fe lt that the newer lines were encroaching upon their ter
ritory, the point of view changed when the purchase was 
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Connecticut Company-Rock Cut Near Beacon Falls 

perfected. Where it had been believed before the purchase 
took place that the logical place of the electric lines in the 
transportation activities of the localities would be to sup
plement the activities of the steam rai lroad lines, it was 
found that the best ends of the unified property and of the 
public as a whole were frequent ly served by complete sub
ordination of the steam railway lines in certain localities 
to the electric railway lines. It was found in other locali
ties that transportation facilities were better if the electric 
railway lines were subordinated to steam railway facilities. 
In still other places it was found that steam railroad mile
age could be made to serve the best ends if it was electri
fied and used by the electric lines for the same character 
of service that they were giving in other places. In other 
words, experience showed that an actual merger permitted 
a form of development whose possibi liti es had not been 
fully appreciated in the beginning, and this was carried out 
without the duplication of faci lities that would have existed 
if the properties had been developed along like lines under 
separate instead of combined ownership. 

POLICY ACTUATING PURCHASE OF PROPERTIES 

\Vriting in regard to the policy of the company as it 
existed on Jan. 4, 1908, Mr. Mellen said: 

"\iVith regard to the trolley lines that have been acquired 
since I came to this property, that is, since Nov. 1, 1903, let 
me say: T hey were acquired under a general plan which 
was adopted by our board of directors , that the trolleys 
were desirable as feeders to the steam lines, that they col
lected traffic th rough their frequent service and brought 
the same to points from which the steam service could be 
used, and thus developed adjoining territory ancl made the 
steam railroad of itself more prosperous. Likewise they 
distribute the traffic brought to var ious points nf connection 
by the steam rai lroad lines. 

"They were be in g developed in a desultory so rt of way 
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and not upon lines calculated to promote the best results, 
and, after long consideration, it was thought desirable they 
should be developed more vigorously and with a view to 
supplementing existing steam transportation lines. 

"It is furth er my own opinion, and in that I may say I 
am supported by my associates in the board of directors, 
that the ultimate sys tem of suburban development is by the 
trolley, and the interchange between cities in close proxim
ity will be best promoted by the service upon the street rail
way lines in the various cities, thence by high-speed trans
portation through use of the steam railroad tracks between 
cities, and we have been hoping , and still believe, there will 
ultimately be such a use of the steam railroad tracks, where
on electric lines may be run on frequent headway- that is, 
at fiv e, ten, fift een or twenty-minute intervals, as the amount 
of traffic will justify-and thus there be established that 
ideal intercommunication between congesterl localities 
which is most desirable for their rlevelopment. 

"Particularly, I would call attention to the situation in 
the Berkshires; that is, in western l\lassachusetts. There 
is a locality great ly endowed by nature that has lain fa llow 
and dormant for a century. A few spots are highly <level-

• oped, but the outlying districts, through lack of transporta- · 
tion, are probably as littl e developed to-day as was th e case 
fu lly a hunrlrerl years ago; indeed, I am inclined to think 
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''It is absolutely necessa ry if the Berkshire country is to 
be developed, as would seem to be most desirable in the 
interest of every one, that it be by some company having 
the money and disposition to lose the direct return for the 
benefit of the indirect one, and I believe no other com
pany is so situated that it can afford to do what our com
pany would like to. 

''I think an examination will result in the conclusion be
ing formed that no part of the trolley lines of New England 
has been more highly developed or better kept as 1n efficient 
agency of transportation than have those that have been 
acquired by the New York, New Haven & Hartford Rail
road Company. 1\'ot only has the physical condition been 
greatly improved, but the equipment and the service gen
erally have been improved as well , and this has been done 
in most instances to the detriment of the immediate net 
return; in other words, the properties have been handled 
with a view to the ultimate return, rather than a present 
one, and they have been built up, generally speaking, in a ll 
respects as a result of their acquisition by our company, and 
for that reason have not been showing in net results the 
return they will in a short time. 

.. Indeed, had it not been for the necessity the company 
was under, after having acquired many of the properties, 
of practically rebuilding them, anrl including largely the 

1 . 

Connecticut Company-Port Chester Carhouse and Typical Trolley Line Construction 

that in many local ities, judging by the remains of industr ies 
that were formerly prosperous but are now abandoned, the 
situation may have been more highly developed industrially 
a hundred years ago than at the present time. 

"It was the intention of our company in acquiring the 
Berkshire Street Railway, had we not been interfered with 
by the opposition of the Commonwealth of Massachusetts, 
to extend branch lines into the various outlying country dis
tricts, where th e natural advantages would attract people 
in the selection of summer homes, and thus have greatly 
assisted in the development of that territory, which prob
ably is as accessible as any other district for this purpose 
and has greater natural advantages than any other terri
tory accessible to the great metropolitan district of New 
York. 

" In the policy to which I have alluded we were not work
ing without thought of gain, although we were well aware 
that the electric lines of themselves could never probably 
be profitable investments, but, owning and operating as we 
do a line by steam from the same district to New York City, 
we believed the development of the territory in question 
would greatly increase the value of the business done upon 
the steam line, and thus indirectly would recover more 
than the direct loss through the non-paying electric lines. 

expense of such rebuilding in the cost of operation, the 
properties of themselves would have returned to the t reas
ury of our company in excess of the interest upon their cost. 
This is particularly true of one large property acquired in 
Connecticut, and it wi ll be several years before the expendi
tures necessary for the rehabilitation of the same wi ll be 
at an end and the cost of that rehabilitation will be included 
in the operation and maintenance expense of the propert ies 
so long as the net income of the New York, New Haven & 
Hartford Rail road will permit. 

"Much of the expense that has heretofore gone into the 
maintenance of the trolley properties could h ave justly been 
capitalized, and, as a result, a much more favorab le showing 
been made in the net earnings of th e New York, New 
Haven & Hartford Railroad Company." 

DEVELOPMENT OF SERVICE 
As indicated in the foregoing, many of the properties 

acquired were in poor physical condition and requi red radi
cal reconst ruction and development. This was under way 
for a period of several years and its complet ion placed the 
properties in position to take proper care of existing traffic 
and to aid in greater developments in the future. In sev
eral articles th e ELECTRIC RAILWAY JOURNAL has described 
the physical improvements made in var ious parts of the 
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property since the acquisition and consolidation into an 
operating whole took place, and some of these improvements 
a re shown in accompanying photographs. 

In most instances such development of the individual 
properties as had taken place was local in character and 
was not so directed as to fit the lines in the best way to 
transport passengers through from one community to an
other, and to promote unified long-distance operation so far 
as that was practicable in view of the traffic and the terri
tory. T he work of the new owners of the properties, there
fore, comprised not only the physical reconstruction which 
it was evident was necessary but also the ·study of route 
and traffic needs in order that development might progress 
along the lines best calculated to serve the public in the 
future. The accompanying map illustrates the scope of the 
lines of the Connecticut Company and indicates in some 
measure what has been accomplished in the way of develop
ment of improved traffic facilities. Prior to the acquisition 

steam rai lroad mileage for operation by trolley. A number 
of lines have been improved in this way. 

One of the old lines of the New York, New Haven & 
Hartford Rai lroad, which was formerly operated by steam 
but has since been electrified and is now operated by trol
ley, is the one between Meriden and Middletown, which was 
electrified during 1908. This affords a remarkable illustra
tion of successful adaptation of old steam mileage to mod
ern electric railway operation. In the last year of opera
tion of this line by steam two trains were run daily in each 
direction on week days without any service on Sunday, and 
the total number of passengers carried during the twelve 
months was 4433. In the last fiscal year the Connect icut 
Company operated twenty-three trips in each direction on 
week days and twenty-one trips in each direction on Sun
days, carrying a total of 330,250 passengers. 

Connecticut is a state of small area and the distances 
between its cities and other communities are relatively short. 
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Connecticut Company-Map Showing Character and Extent of the Lines Operated by the Company 

of properties generally by the parent company, very few of 
the independent lines located in the central part of Connec
ticut had any physical connections. Where such a connec
tion existed, as for instance in the case of the New Haven 
and the Waterbury lines, double-track facilities were lack
ing, and as a result inferior service was given. Double 
track has been added at numerous points on the system in 
order to facilitate the movement of traffic. Am ong the 
notable instances of this character are those on one of the 
lines between New Haven and Waterbury, at Greenwich, 
Bridgeport, New London and Norwich, the lines in the 
vicinity of Hartford and New Britain, and the lines in the 
vicinity of Waterbury. A number of extensions built to 
connect existing lines have permitted great improvements 
in the electric railway service between communities that 
were· not connected before. 

One of the most interesting developments of the situ
ation from an economic standpoint is the electrification of 

There are no high-speed interurban lines operated on the 
methods £.allowed by those properties in the Central West, 
and up to this time the traffic prospects have not appeared 
to warrant developments of this nature, although some of 
the lines are termed interurban and are more nearly of that 
type of property than suburban. These might properly be 
termed "inter-city" lines. Much of the track outside of the 
cities and incorporated communities is located on public 
highways. 

Much the heaviest part of the passenger business of the 
company is furnished by the city lines. In a typical month, 
October, 1912, the city and town lines carried 11,001,251 
passengers, as compared with 4,583,138 passengers on the 
interurban lines. T he city lines of heaviest traffic, in their 
order, are New Haven, Hartford and Bridgeport. The 
heavi est interurban traffic in the typical month selected was 
on the line from New Haven to Waterbury via Derby, which 
passes through a region of beautiful scenery. During the 



ELECTRIC IUILWAY JOU R ;--.J AL 

month named the traffic in the three cities of New Haven, 
Hartford and Bridgeport amounted to 70 per cent of the 
passengers carried in all the cities and towns served by 
the company and to 49 per cent of the total traffic of the 
company on all lines. The widespread territorial distribu
tion of traffic is shown by th e stat ement in Table I. 

Some of the traffic which is given separately for town s in 
the list of cities and towns is really tributary traffic to or 
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Connecticut Company-Typical Track and Overhead Line 
Construction 

from one of the la rger cities. For instance, Branford is 
a small community located 9 miles from New H aven, and 
it is probable that nea rly the entire number of passen1ers 
report ed for this village were those who were bound either 
to or from New H aven. The same statement applies to 
Wallingford. It is rath er difficult to separate th e traffic at 
all points. Some of the passengers reported at New London 
and Norwich may be th rough passengers from one of those 
cities to the oth er , a lthough a separate report is shown for 
the line between New London and Willimantic, whici1 
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Connecticut Company-Bridge Over Naugatuck Railway 
and Naugatuck River 

passes through Norwich. Passengers in Portland and Mid
dletown are r eported separately, although the transportation 
reported for P ortland arises entirely from the service be
tween Portland and Middletown, as the two communities are 
practically one, Portland being th e portion of Middletow'.1 
which is situated east of the Connecticut River. Separate 
figures a re given for \Vindsor and Rainbow and Manc-hesrer, 
al though in all these cases the traffic is compo,;cd very 
la rgely of through riding to Hartford, as these villages arl' 

entirely tributary to that city. The riding reporteJ iu 
Watertown is practically altogether through riding to 
\i\Taterbury. Nearly all of the passengers reported for Tor
rington and Winsted were through passengers. 

There was marked diversity in the density of traffic on 
the interurban lines. It will be noted from the list of inter
urban lines that two lines are operated between New Haven 
and Waterbury, with a material difference in the density of 
traffic. The first line, that which is operated by way 
of Derby, runs through the densely populated territory of 
the Naugatuck Valley and carries very few through pas
sengers. The running time between New Haven and 
\ i\Taterbury on thi s line is two hours and fifteen minutes, 
whereas the second line shown in th e list, that which runs 

TABLE I -DISTRIB UT ION OF TRAFFIC P ASSE:<IGERS CA RR IED D U RING A T YPICA L 

l\foN TH ( OCTOBER, 1912) 
N umber of N umber of 

On Interurban or In ter-Cit:,, Lines : Fare Zones P assen gers 
New H avent to W ate rbury v ia Derby............... . 8 690 ,6i5 
New H aven to \Va te rbury via Cheshi re.. .. ..... .. .. . 7 422,199 
New H av >2 n to Bridgeport v ia Mil ford .. . ... ... ....... 5 3-1 3,58 1 
Meriden to New Britain via L azy Lan e .... .. ........ 5 31 9,149 
Milldale t o Cheshir e .... . ... .... . . . . . . . . . . . . . . . . . . . . 1 32 ,843 
New London to \Villiman tie ... ... .. .. . . .... . ........ 8 474,55 2 
Central Vil lage and W est Thom pson.. ................ 6 136,082 
Tafts a nd Central V illage. .... .. . . . . . . . . . . . . . . . . . . . 6 113 ,764 
W illiman tic and S outh Coventry.. ....... . . . . . . . . . . . 2 34,013 
Dan ie lson an d East Killingly . .. ... ..... . .... - . . . . . . . 1 18 ,92 1 
Cen tral Vill age and Moosup. :. . . . . . . . . . . . . . . . . . . . . . 1 20,743 
Middletown and Midd lefie ld ...... . ................. 2 34,035 
Mid dletown and Meriden . . . . . . . . . . . . . . . . . . . . . . . . . . . . 3 84 ,242 
Middletown an d H a rtford........................... 5 331,409 
H artford and Glastc,n bur y ........................... 3 172,615 
H artford and Rockvill e . .. ...... . . . . . . . . . . . . . . . . . . . . 4 143,706 
H ar tfo r d and S tafford .. . ............................ 10 71 ,260 
H artford and New Britain........................... 2 2-13,433 
H art fo rd an d Unionville ............ . ............... -l 155,172 
H artfo r d and Rockville (in teru rban) .............. .. 5 125,912 
Stamford to Norwalk (Newtown Avenue) ............ 3 115,924 
Bri dgeport to No r walk.... .. ... .. ...... .. ........... 5 191 ,403 
Bri dgeport t o Der bv via S helton... . .... . . . . . . . . . . . . -l 125 ,037 
W aterbury t o \ Voodbury ...................... .'... . . 5 98,329 
W aterbury to Th omaston . . . ......................... 3 84, 139 

T otal. .......... . ... .. . . . ......................... ........ 4,5 83, 138 

Number of 
I n Cities and T owns: Passengers 

New H aven . ............ ........ . .............. ......... 3, 523,8 52 
Bran fo r d . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . 227,982 
Derby . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . 117,124 
Ansoni a . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . 117,124 
Meriden . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . • . 263,675 
\Vallin gford . . • . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . • 103,960 
N ew L ondon . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . 173,031 
Norwich . . . . . . . . . . . . . . . . . . ... . . . . . . . . . . . . . . . . . . . . . . . . . . . 117,555 
Mid dl etown . ... .. ............................... , . . . . . . . 77,322 
Portland . . . . . . . . . . . . . . . . . . . . . . . . . . . . .. . . . . . . . . . . . . . • . . . . 38 ,173 
Hart fo r d . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . 2.437.226 
Wind,or a nd R ainbow . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . 163,683 
Mancheste r . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . 322,888 
Stamford . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . 290.861 
Nor walk a nd South Norwalk. . . .. .. .. .. . .. .. .. .. .. .. . . .. . 204.403 
Bri dge por t . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . 1,738,980 
W estport . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . 36,314 
\\Taterbu ry . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . 681,991 
\\Tatertown . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . 144,106 
New B rita in . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . 139,226 
Torri ngt on . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . 54,517 
\Ninstcd . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . 27,258 

T otal 11,001,251 

between the same points by way of Cheshire, makes the 
through trip in one hour and thirty minutes. As the small 
village of Cheshire is the only community between the two 
terminals on the latter line and the running time between 
N ew Haven and Waterbury is so much shorter than on the 
Derby route, nearly all the riding is through riding. The 
traffic on the line between New Haven and Bridgeport, by 
way of Milford, is not through business, as this line serves 
the local communities located along the shore between the 
two terminal cities. The line between Meriden and New 
Britain includes very little through business. This line 
passes through a territory of close population and many 
small villages, and its business is made up almost entirely 
of traffic between the villages rather than through r~ding 
from terminal to terminal. A number of small communi
ties are served by the lines between Central Village and 
West Thompson, so that in this case also a very small por
tion of the passengers were through passengers. Two lines 
are shown between Hartford and Rockville, one of which 
is termed an interurban line. This line is made up of a 
combination of electrified steam road and street railway 
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service in the terminal cities. T he interurban line carr ies 
almost entirely through passengers, as it makes better time 
than th e other line, which carries la rgely local passengers 
from one small community to another. 

T he line between H a rtford and Rockville, which is called 
an interurban line, is a fair specimen of the type of in ter 
urban property which exists in Connect icut. Better speed 
is made on this line than on the great majority of the other 
lines, which a re operated more nearly as suburban lines 
than as interurban lines, as those properties are known in 
the Centra l W est. T he line between New Haven and 
Waterbury, by way of Cheshire, is anoth er example of the 
type of line on which the company makes better speed than 

TABI.E II-CARS TAKEN OUT OF SERVICE AN D CHARGED TO OPERATING 
EXPENSES S1NcE AcQu1s1Ti oN oF PROPERTIES 

Closed cars ...•.......... .... *J:l 
Closed cars .•................ t l 9 
Open cars ................... *102 
Combination cars............ t2 
Express cars................ 2 
Baggage cars. . . . . . . . . . . . . . . . 1 
S now plows................. 21 
Sand cars................... 8 
Salt cars.............. . . . . . . 2 

*Single t ruck. t D ouble t ruck. 

•·,,,,T · an<l l in e cars......... 4 
\V ,·c<'ki nir cars......... . ..... 5 
\\ ' ork cars. . . . . . . . . . . . . . . . . . 6 
Flat cars.................... 12 
D ump cars.................. 2 
Sprinkler cars...... . . . . . . . . . 1 

Total .................... 338 

on the more highly loca lized suburban lines. Other lines 
o f a similar type a r e those between Hartford and _New 
Brita in, between Hartford and Middletown, between Mid
dletown and Meriden , and between Hartfo rd and Stafford 
Springs. 

In addition to the improvements effected in routes of 
t raffic, the company has made other changes looking to the 
betterment of service and the improvement of th e financial 
position of the property. Since the New Haven road 
acquired control of the street r a ilway lines, 338 cars have 
been retired from service. The value of these cars has been 
deducted from the valu e of the property through charges 
to operating expense accounts. T he total net char ge on 
this account, after deduction of the amount r ealized in scrap 
value, has been $475,000. The company foll owed the policy 
of charging against current operating r evenues a sum suffi-

possible schedules have been arranged in these cases in or
der to allow an interval of three minutes between the ar
r ival of the through road trains and the departure of the 
trolley cars. A number of typical examples in which 
changes of this nature have been made effective on the lines 
of the Connecticut Company are shown in the following: 

AT NEW LO NDON 

Since Dec. 21, 1912, an extra car has been operated from 
P utnam to Danielson in order to accommodate passengers 
ar ri ving on the New Haven road train due at Putnam at 
12 :42 p.m. S ince the same date a similar service has been 
operated to accommodate passengers arriving on the New 
Haven road train due at Putnam at 6 :42 p.m., as cars on 
the regular schedule did not connect without a delay for 
either of these trains. 

Beginning Dec. 2, 1912, the car due to leave Norwich at 
5 :17 a.m. was put ahead so as to leave Norwich at S a.m. 
in order to make connections with the New Haven road 
train at New London at 6 :IO a.m. This train had previ
ously left New London at 6 :25 a.m. and takes mail and 
passengers from the Norwich-New London cars. 

Since Feb. 23, 1913, the car due to leave \Villimantic at 
10 :25 p.m. for Norwich has been held five minutes, if neces
sary, on Sunday nights for the steam train due at Willi
mantic at ro:15 p.m. if the latter was late. 

AT STAMFORD 

On all lines except that to Shippan Point the schedule is 
of sufficient frequency to make reasonable connections with 
trains. T he Shippan Point line is operated on a twenty
minute headway during a portion of the day and a forty
minute headway during the remainder, and the schedule has 
been n~ar ranged to make connections with the trains. 

AT BRIDGEPORT 

One car that operates between the village of Westport 
and the Saugatuck railroad station, which is the railroad 
station serving Westport and vicinity, is operated entirely 
for the purpose of serving patrons going to and from the 
rai lroad station, and makes connections with all trains. At 
Bridgeport there are two trains, one due at 12 :30 a.m. and 
one at 12 :45 a.m., east-bound and west-bound respectively. 
Up to about three years ago only two cars were connected 

TABLE III-RESULTS OF OPERATION OF THE CONNECTICUT COMPANY 

Year Enr1ed June 30: 
Gross receipts ... . ...•. , ........ ... .... . 
Operating expenses .... . . ... , ..•........ 
Net revenue from operation ....•........ 
Capital expen ditu r es ...... . ............ . 
Mai n tenance way and stn•ctu res ....... , , 
Maintenan ce way and structures per car 

1907 
$6.054.282.46 

4,094,321.65 
1.959.960.81 
3,574,044.19 

73 1,713. 31 

1908 
$6,548,492.01 

4.213,9 28. 77 
2 B4,563.24 
3,287,409.86 

709,124.39 

1909 
$6,8-1 1,425.16 

3.9158.258.64 
2.873. 166.52 
1,516.757.86 

572,107.44 

1910 
$7,235,728.78 

4 461.589.69 
2,774.139 .09 
1,180.143.72 

834,047.90 

1911 
$7.615.065.44 

5.287,225.97 
2,327 839.47 
3,479,137.43 

998,871.63 

1912 
$8,030.620.94 

5.112.299.90 
2.918 321.04 
2,034.239.28 

972,974.21 

mile-cents ......................... . 
Maintenan ce way a n d structures, per cent 

gross receipts ............•.. . ....... , , 

2.95 

12.08 

2.72 

10.83 

2.18 

8.36 

3.06 

11.53 

3.52 

13.20 
$877,589.75 

3.39 

12.13 
Maintenan ce equipment ..........••..... 
Main tenance equi pment per car mile-

$489,440.37 $524,316.58 $450,555.63 $518,725.12 $630,432.99 

cents ......... . .... .. ....... .. , . , . , . . 
Maintenance equipment , per cent g ross 

r eceipts ........ . .................. . 
Tota l main tenan ce per car m ile---<:en ts .. . 

1.97 

8. 08 
4.92 

2.01 

8 .. 01 
4 73 

1.72 

6.60 
3.90 

1.90 

7.17 
4.96 

2.20 

7.85 
5.59 

Total maintenance, per cen t gross receipts 20.16 18.84 14.96 18.70 

3.09 

11.1'0 
6.61 

24.80 19.98 

cient to retire t wo cars per month, and this was continued 
until all cars of the older types acquired in the purchase of 
the properti es were retired. A li st of the ca rs which were 
t reated in this way is shown in Table II. 

One of the important respects in which service has been 
improved is through the adoption of new schedules on the 
trolley lines, in order that the conveni ence of patrons of 
the through line st eam road trains might be met . Such 
changes have been made throughout the system of the Con
necticut Company wherever it seemed to be advantageous 
to int roduce new schedules and a lso on the New York lines 
reaching the stations used by commuters. In the latter case, 
where schedules on the through line to Grand Central Ter
minal, New York City, a r e changed periodically, the street 
ra ilway schedules a re changed with the same frequ ency in 
ord er to afford as close connections as possible. So fa r as 

with these trains, but since that time cars have been run 
later to make connections with these trains, so that now 
practica lly all city lines are served. 

AT NEW BRITAIN 

Beginning Jan. 16, 1911, crews were instructed to wait 
five minutes past the half hour at Plainville to accommodate 
passengers coming from the east on "dinkey" trains and 
destined for points south. 

Effective Feb. 25, 1911, the service out of West Main 
St reet as far as Garden Street, New Britain, was extended 
fifteen minutes for the accommodation of people who might 
ar r ive from New York on the train due at II : IS p.m. 

Effective Oct. 30, 1912, the car scheduled to leave Berlin 
Street at II :35 p.m., due at the Berlin station at II :45 p.m., 
is held eight minutes on Sundays if the New York train 
is late. 
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Effective Dec. 16, 1912, the car north-bound due to leave 
the Berlin station at 6 :10 a.m. is held three minutes to make 
connections with the New Haven road electric train from 
Middletown. 

Since Feb. 15, 1913, th e car scheduled to leave Berlin 
S tree t a t 7 a.m. and arrive at the Berlin station at 7: IO 

TABLE IV-UNIT RESU LTS 

l 907 1908 1909 19 10 19 11 1912 
Gross earnings per mile 

of track ... ..... .. . ... $9 ,716 $9,028 $9,011 $9, 703 $10,015 $1 0,467 
Operating expenses oer 

mile of track . . ..... -.. 6,570 5,809 5,240 5,983 6,934 6,663 
Passenger s per car m ile 4.78 4.92 5.07 5.19 5.19 5.3 6 

arrives at the Berlin station at 7 :08 to make connections 
with th e train bound to New York leaving Berlin at 7:11. 

RESULTS OF OPERATION 

Table III shows various results of the operations of th e 
company from 1907 to th e last fi scal year ended June 30, 
1912. It will be noted that gross earnings increased from 
$6,054,282.in 1907 to $8,030,621 in 1912. This is equal to 
32.6 per cent. The operating expenses rose from $4,094,322 
in 1907 to $5,112,300 in 1912, or an increase of 24.9 per 
cent. Net operating revenue was $1,959,961 in 1907 and 
$2,918,321 in 1912, or a gain of 48.9 per cent. The operat
ing ratio excluding taxes was 67.6 per cent in 1907 and 
63.7 per cent in 1912. During the first year reported, that 
ended June 30, 1907, the company made capital expendi
tures to the amount of $3,574,044. In the following year 
the total was almost as large. In the 1909 and 1910 fiscal 
years much less was spent, but in the year ended June 30, 
191 I , the total spent was almost $3,500,000. For the entire 
period of six years for which the figures are given the 
aggregate capital expenditures have reached a total of over 
$15,000,000. 

Expenditures for maintenance charged to operating ex
penses have also been liberal during this period, and in 
fact larger than is the practice with most electric railways, 
so that the physical condition of the entire system has been 
improved materially. During the period of six years the 
aggregate expenditures for maintenance of equipment and 
of way and structures have increased from 14.96 per cent 
to 24.8 per cent of the gross receipts. The average per year 
was 19.68 per cent. The average yearly expenditure on 
maintenance of way and st ructures during this period was 
I 1.35 per cent of the gross receipts. The average yearly 
expenditure on maintenance of equipment during this period 
was 8.22 per cent. Table III also shows the maintenance 
expenditures per car-mile. These extended from 3.9 cents 
in the 1909 fiscal year to 6.61 cents in th e 191 I fi scal year. 
The average per year for the entire period of six years was 
5.12 cents. The av~rage annual expenditure per car-mile 
for maintenance of way and structures during this period 
was 2.97 cents. The average annual expenditure per car-

TABLE V-CHANGES BY YEARS 

1907 
Gross receipts ........ $6,054,282.46 
Opera ting expenses .. $4,094,3 21.65 
Maintenance of way .. $73 1,71 3.31 
Mainten ,:ince equip't. . $489, 440.37 
Oper ation of cars .... $1,604,800.61 
Power . . . . . . . . . . . . . . $685 ,801.83 
Car miles . . . . .. . . . . 24,780,15 9 
Kil owatt -hours . . . . . 68,559,635 

1908 
Net income ..... .. $2,702,101.93 

•Decrease. 

~ Percentage Increase Over 1907--., 
1908 1909 1910 1911 191:2 

8.2 13.1 19.6 25 .2 32.6 
2.8 *2.2 9.0 28. 0 24.9 

*3.1 *22 .1 14.1 36.2 33.0 
7.8 * 7. 9 6.1 80.2 28.8 
2.5 1.2 8.2 14.9 17.0 

14.3 9.8 14.2 48. l 36.0 
5.8 2.9 9.9 12.4 17.7 

11.1 20.0 24.4 38.0 48.3 
Percentage Increase 

,---Over 190~-----, 
33.8 *7.2 *58.6 *43.8 

mile for the maint enance of equipment during this period 
was 2.15 cents. 

The opening of new lines affected the showing of aver
age gross earnings per mile of track. Table IV shows these 
results from 1907 to 1912, together with the operating ex
penses per mile of track and the passengers carried per 
ca r-mile. It will be observed that the opening of new lines 
caused a decrease in gross earnings per mile of track in 

1908 and 1909, but that in 1911 and 1912 there was a fair 
betterment as compared with the earlier years. The earn
ings per mile of track in 1912 showed an.increase of 7.7 per 
cent over 1907. There was a steady improvement in the 
number of passengers carried per car-mile, although the 
total is still low. 

Table V, published herewith, sho.vs the yea r by year 
changes in percentages of a number of the principal oper
at ing r esults during the period of six years ending with 
1912. 

Table VI shows the detail results for the fiscal yea r ended 
June 30, 1912. While, of course, the largest portion of the 
revenue was received from passenger business, the returns 
from other sources equaled 5.6 per cent of the entire gross 
returns. The revenue from freight amounted to 2.8 per 
cent of th e gross revenue from all sources. During the year 

T ABLE VI- OPERATIONS I N YEAR ENllED J UNE 30, 19 12 

Operating revenue: 
Freight r evenue .......................... . 
Passe nger revenue ........ . ............... . 
, \II othe r r ev enue from transportat ion ..... . 
Revenue from operations other than t rans-

pora tion .. .......... . ................. . 

$224,018.74 
7,582 ,024.54 

122 ,907.2 6 

101,670.40 

Total operating r evenue .................... .. .. .. . 
Operating expenses: · 

.\l a intenance of way and st ructures ........ . 
Maintenance of equipment ................ . 
Operation of power plants ................ . 
O pera.ti on of c:irs ....................... . 
Genera l expen ses ......................... . 
:.\lisce llaneou s expen ses ................... . 

$9i2 ,!i i4 . .:i1 
630,432.99 
932,975.41 

1,877,614.42 
562,485.00 
135,817.87 

*Total op·erating expenses ................. ......... . 

'Tax~t. ~:~~~~i·n-~ . ,_. ~~~~~1~::: ::::::::::::::: ::::::::: ::: 
J ncom e from other ~ources ............ .......... ...... . . 

Total income ... .. ... ... ...................... ..... . 
Deductions from income: 

Interest. rentc.ls , etc .......................... · ... ." ... . 

Net income .. ... .. ........ ............... ........... . 

$8,030,620.94 

5,112,299.90 

$2,918,321.04 
449,247.41 

$2 ,469,073.63 
62,541.28 

$2 ,531,614.91 

1,01 2, 539.2 9 

$1,519,075.62 

*The operating expenses and taxes were 69.25 per cent of the tota l 
operating r evenue. 

the operating ratio was 63.7 per cent. Of this proportion 
19.9 per cent was devoted to maintenance of way and struc
tures and equipment. Operation of power plants took 11.6 
per cent of the gross; operation of cars cost 23.4 per cent. 
General expenses reached 7 per cent, while miscellaneous 
expenses amounted to 1.8 per cent. Taxes aggregated 5.6 
per cent of the total operating revenue. The net income 
aft er the payment of interest and rental was equal to 3.8 
per cent on the outstanding capital stock, all o f which is 
owned by the New York, New Haven & Hartford Railroad 
Company. It will be noted that this is a little under the 
4 per cent which it is calculated is required in order that 
the property shall properly pay for the carrying cost of the 
investment. If the property develops to a point where it 
earns more than this return it will yield a profit on the cost 
as compensation for the risk above the cost of carrying the 
investment. 

RESULTS ACCOMPLISHED 

Some of the results accomplished are indicated in ex
cerpts from a letter written by L. S. Storrs, vice-president 
of the New York, New Haven & Hartford Railroad, in 
charge of subsidiary lines. Mr. Storrs says: 

"The trolley holdings of the New Haven road can be 
divided into two classes, developing lines and those on which 
the development has been practically completed, with the 
exception of such minor extensions of trackage as may be 
required to take care of growing communities. 

"The developing lines are those of the New York & Stam
ford Railway, which are rapidly being double-tracked all 
the way from Stamford to New Rochelle in order better to 
serve this growing suburban territory and thus afford better 
facilities to the suburban residents and render New Haven 
territory more popular to this rapidly increasing class of 
New Yorkers. It is hardly to be expected that this prop
erty will earn any dividends on its stock for the next three 



AUGUST 16, 19 13. ] ELECTRIC Rr\ILWA Y JO UH. NAL 

years owing to the extremely heavy charges agaimt opera
tion s necess itated by the reconstruction of existing track
age incident to the double-tracking. Upon the completion 
of this work, with th e rapid ly increasing se ttl ement through 
out the territory served, th e returns to the stockholder ( the 
New York, New Haven & Hartford Rai lroad Company) 
will be vastly greater than any trolley line of like mil eage 
outside of the cities of New York, Boston and Chi cago. 

' 'The situa tion in connection with the \Vestch ester Street 
Railroad is very similar, th e lin es being through another 
part of the New York suburban zone, and one in which 
the developm ent will doubtl ess be very rap id owing to the 
increase in transpo rtation faci liti es provided by th e compl e
tion of the New York, W estchester & Boston Rai lway, 
which the \ \I estchester Street l<ailroad serves as a di st ri lrnt
ing agency at its \Vhite Plains terminal. 

"The other developing property is the Berkshire Street 
Railway, on which the earnin gs will ha rdly serve to do more 
than maintain th e property and provide for th e fix ed 
charges. Th is property serves a ter ritory immediately ad
jacent to the various steam roads in th e v, estern part of 
Massachusetts, and extensions a re now being co nstructed 
to provide transportation to a very large area that has been 
entirely shut off since the earliest days of railroad develop-

greater, for s ince the acqui sition o f th ese prupertie:, by the 
.'Jew Haven there has been spent for maintenance of th e 
properties and charged against current opera ti ons an annua l 
ave rage of 19.58 per cent of th e gross receipt s, and during 
the same period the amount so charged by th e tro lley com
panies in Massachusetts has been but 14.83 per cent , a 
figure which, if followed in Conn ecticut , would have re
sulted in a further div isible income in th e fiv e years 1907 
to 19 1 I of $1,630,000, or an annua l average uf about I per 
cent on the capital stock. 

"In addition to the above policy th e property has been 
11berally enlarged in many ways, such as: 

"Doubl e- tracking of lines in order to provide faciliti es fo r 
improved service, 8 per cent additional mileage having been 
added in sqch construction. During th is period I 8 per cent 
additional mil eage was constructed to reach territory there
tofore without trolley fac il ities, thi s at a time when one
four th of the en tire mil eage was r ebuilt . 

''At the time the lines in the large citi e:, were acquired 
the ca rs owned had a seating capac ity of 29.600. T here 
have been purchased cars with seating capacity of 36,300. 

T he se rvice performed shows an increase of 20 per cent in 
car mileage. T he increase during th e same period in :\Ias
sachusetts was .=; per cent. as shown by the records in the 

Connecticut Company-Viaduct Over Central New England Railroad T racks at Bloomfield, Conn. 

ment in the Commonwealth, but which pnor to that time 
was one of the most prosperous portions of the country-an 
area through which it would be impossible to comtruct 
steam lines, but one th at can be well served by th e trolleys . 
The settlement and advance of such a large area is reli ed 
upon to bring to the New Haven's lines proper a traffic that 
will compensate it for the loss on the investment neces
sary to develop same. This was thoroughly understood at 
the time of the enactment of legislation permitting the New 
Haven to acquire the property, and no criticism was made 
of the New Haven at that time. 

"The other properties, those in Connecticut and Rhode 
Island, are developed lines and are in a position to return 
to the New Haven a reasonable interest upon the invest
ment. 

"The properties now composing the Connecticut Com
pany were purchased by th e New Haven just at th e time 
they were coming into the period of complete renewal, and, 
rather than spread this renewal over a great number of 
years, it was decided to make the most liberal approp ri at ions 
for the work in order that the property might be in a 
superior physical, condition and thus able to provide ade
quate se rvice to the rapidly growing territory. 

'' Had th e policy of gradual rehabilitation been adopted as 
it was on oth er la rge properties in New E nglancl , the re
turns to th e New Haven would have been very much 

Railroad Commissioners ' office. A la rge amount has, of 
necessity, been spent fo r additional power and carhouses 
and shops. 

"The period of reconstruction has passed and the charges 
for such account can now be reduced to a norm al amount, 
in additi on to which full effect can be obtained from the 
normal increase in gross business, thus bringing the prop
erty to a point where a reasonable. retm:n may be main
tained on the investment, the return last year having been 
increased from 2¾ per cent to 3¾ per cent with furt her 
increase probable for this year, notwithstanding a very 
much increased charge for labor, the advances of this year 
having been settled upon for two years. As these proper
ties were purchased with funds provided by issuance of 
debentures bearing a low rate, a return of 4 per cent on 
the capital wi ll render the properties self-sustaining as far 
as the New Haven is concerned; 4 per cent on the Connec
ticut property requiring but $1,600,000 and on the Rhode 
Island property less than ·$r ,000,000, one of the properties 
having a lready reached thi s rate of return, and the others 
being in a position to reach that return without question in 
one more year. 

''Specific r efer ence has not been made to the Rhode I ~land 
situation furth er than the broad statement that within a 
year the property should be approximately 0 11 th e basis of 
returning 4 per cent to th e New Haven on its inY estm ent." 
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T h e gross earnings of the Connecticut Company of 
$8,030,621 in the fiscal year 1912 are based on 767.25 miles 
of track. These results compare with estimated Connecti
cut intrastate earn ings of the New York, New Ha "'.en & 
Hartford Railroad of $ 12,135,000, based on 865 miles of 
track. The results per mile of track averaged $10,467 for 
the electric line as compared with $14,029 for the steam 
road. During 1913 the lines of the New London divi sion , 
covering a mi leage of 105 miles, were leased for a long 
period to the Shore Li ne E lect ric Railway interests. . 

In summing up, it may be stat ed that the properties now 
compri sed in the Connecticut Company system have under
gone thorough phys ica l rehabilitation. T hey have been 
develol?ed a long substantial lines and operation has been 
unified and put on a basis where the lines not only supple
men t each other but supplement and are supplemented by 
th e through steam lines of the controlling company. T hey 
have been put on a basis where thei r credit is good, and 
their ab ility to finance needed improvements to meet the 
demands of traffic is unquestioned. They a re operated as 
a coh esive whole, rather than as a collection of widely 
separated properties wi th out sufficien t common inter est to 
j ust ify the proper development of through routes or the 
creation of other physical conditions which promote traffic 
growth. 

NEW ELECTRIC FREIGHT STATION AT BOSTON 

T he Bay State Street Rai lway Company has recently 
opened a st at ion on the Boston wate rfront for the exclusive 

1
handling of electric freight service in connection with the 
faci lities fo r merchandise transportation operated by th e 
company on the lines south and west of the city. In the 
Dec. 21, 1912, issue of this paper an article was printed de
scribing the beginnings of elect ric express serv ice at Bos
ton, and the opening of the freight stat ion in co-operation 

!with th e' Harrison Avenue expr ess terminal described in the 
above -issue represents another forwa rd st ep toward the 
development of a large and important service throughout 
,eastern New England. Both installations are somewhat 
'temporary in character in view of the necessity of econo-

;:.:: ,.C'( , r. },:'.j;jgj\:i,j~ '\ 
1All'llt C!:,AST ST£1\MSHIP LINE 
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Copps Hill Freight Terminal-Exterior 

miz ing on the initial outlay prior to the growth of a large 
service. 

The waterfront station is located on Copps Hill Wharf, 
about midway between the South Boston freight yards of 
the New York, New Haven & Hartford Railroad and the 
Charlestown freight yards of the Boston & Maine Rail
road, which insures the shortest average haul for teamsters 
and trucks delivering or receiving goods to or from the 

steam railroads. The tracks of the Union Freight Rail
road Company, a steam transfer organization handling 
freight cars in th e Boston wholesale and railroad terminal 
district, enter the new terminal and enable reshipments be
tween the steam and electric lines to be made with compara
tive ease. The station consi st s of a t ransfer shed one story 
in height, So ft. wide and 200 ft. long, with teaming plat
form, ca r platform and two electric railway tracks parallel-

her~ 

~"Z 

o\ ~-
;'cl) \' ~

t1011\ . c,, ,. 

,:<Hr e Ccud 
St.:amship 

'-----"C""'-c--' U.F.R.R. 

Paved Yard 
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CITY OF BOSTON 

Copps Hill Freight Terminal-Plan of G_ ounds 

ing the latter, about 45,000 sq. ft. of real es tate including 
a partially paved yard, and an office building. The latter 
conta ins quarters for the general agent, clerks, cashier, 
so licitors and auditor, five solicitors being employed at the 
station . T h e freight transfer house is of wooden construc
tion throughout and is provided w ith six shipping doors 
9.5 ft. high and from IO ft. 9 in. to 15 ft. wide. It is 
planned to extend the service in the future to points on the 
coast of :\Jaine wi th regula r interchange at theJtBoston 
station. ' ~ t 

T he station has faci liti es for loading and unloading· eleven 
teams at a time, and the tracks inside the building have a 
total caJ?acity of four car_s, the ya rd tracks holding five <;ars. 
The platform a long th e g·~eater portion of the teaming yard 

,, 

Copps Hill Freight Terminal-Interior 

is 3 ft . 6 in. high, while on the track side it is 4 ft. above 
the pier, there being a slight ramp downward away from 
the cars toward the teaming space. The freight station 
proper is illuminated by a monitor 8 ft. wide and 7 ft. high 
and by about thirty-two 16-cp lamps supplied from the Edi
son service and carried on the under sides of the roof 
trusses. A set of Fairbanks scales with a capacity of II 

tons is located in the freight station. Hose connections and 
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fire pail s are provided, and th e lamps are insta ll ed at an 
average height •of IJ ft. above the flo or. A drop light is 
installed over the scales, and the available depth of water 
at the wharf is 18 ft. at low tide. F rom ten to fiiteen truck 
ers, loaders and helpers are required in the daily service 
of th e station, th e numb er of these depending upon th e vol
ume of traffic handled. Peri shabl e freight is kept either in 
th e foreman's office or in a car during cold weath er. T he 
cars used a re simila r to those described in connection with 
the H arrison Avenue station in the previous art icle. 
Throu gh service is given several times dai ly between the 
Copps Hi ll \Vharf station, Brockton and points south and 
over the Boston & Worcester Street Railway to vVorcester. 
The Boston E levated Rai hvay Company furni shes a pi lot 
motorman for a ll elec tric express and freight cars run upon 
its lines, the waterfront station being upon its system, as is 
the Harrison Avenue terminal. A n extra car is kept con
stantly at the Copps Hill station fo r emergency se rvice. 

T he gene ral express and freight agent of the company has 
issued to the shippers located on the syste m a ci rcul ar let
ter upon which is printed the map of the Bay State lines 
and connections. T he letter reads as fo llows : 

"Our new freight terminal located in th e shippin g cen
ter of Boston at Copps Hill \Vharf, 529 Comm ercial Street, 
is now open. Cars leave thi s terminal da ily at 8 a. m. , I I 

a. m. and 5 p. 111 ., and give a fast, fr equ ent and safe service 
between Boston and the above points on our lines. Our 
solicitors will gladly call and explain the service, if you 
will so notify by telephone Richmond 2477." 

Plans are now being prepared by the management of the 
Bay State company for establishin g a trolley freight and 
express service on the lines north of Boston, and franchises 
have been granted by fifty-three municipaliti es in the terri 
tory of the old Boston & Northern Street Rai lway for 
this class of service. On the south side of the city, in the 
former Old Colony company's territory, twenty-nine mu
nicipalities are r eceiving electric express service. The 
company has twenty cars either ordered or engaged in the 
express business. The Boston & vVorcester Street Railway 
is handling a co-operative service on a fast schedule and 
there will probably be a striking increase in this branch of 
electric transportation in eastern Massachusetts during- the 
present year. 

NEW PLANS IN THE CLAIMS DEPARTMENT. BUFFALO 

The claims department of the International Railway 
Company, of Buffalo, N. Y., has had good success recently 
in collecting information regarding accidents. In the fir st 
place the cla ims agent has institut ed a compet ition in th e 
various carhouses, giving the percentage of th e largest 
number of nam es of witnesses to accidents secured by 
the· men assigned to-each carhouse. By this means at least 
twice as many names are now received as fo rmerly. List s 
of the percentages of witnesses secured by crews in th e 
different carhouses are posted in a bullet in once each 
month. A second feature is the sending of a letter to every 
witness on a great many of the reports as soon as they are 
turned in to the claims department. To most of these let
ters answers are received from witnesses, and much ex
pense is saved by the reduction in the number of calls which 
otherwise would have to be made by the investigators. 
These returns are made by the witnesses on a printed form, 
and very interesting information is furni shed. T he letters 
keep the claim agent informed as to the actual fact s and 
serve as a basis of furth er examination of claimants. T he 
let ters signed by actual witnesses have much weight with 
claimants, who very often are prompted by unscrupulous 
lawyers to make claims which they really consider tmsea
sonable. When they know that the information possessed 
by the claims department comes from unbi ased witnesses 
they a r e apt to take a reasonabl e view of th e situ ation. 
The letters read as follows : 

"We are informed that you were a witness to an accident 

supposed to have happened about . . . . . . \\ 'e are makin g 
eve ry effort to prevent the occurrence of accidents upon 
our lines, and in order to fi x the responsibility, it is neces
sary that we be in possess ion of all th e facts in each case. 
To thi s end we ask your co-operation by answering as fully 
as po.ssible the <1u es tio11 s on the other side of this sheet, as
suring you that your courtesy in the matter wi ll be g reatl y 
appreciated. A return stamped envelope is incloscd.'' 

The printed fo rm on the back includes que stions as to 
other witnesses of th e acc ident, exact time and place of the 
accident, position of the witness an d speed of car. A re
quest for a descr iption of the accident as seen by th e wit
ness and hi s opinion as to the cause is made in addition. 

T her e has been a large decrease of a certain class of 
accidents, which is to be credited to the near-side car. 
These cars, in fact, have elimin ated entirely boarding and 
alighting accident s. On the Grant lin e, for a period of thir
teen months prior to Feb. I, 191 J , there were seventy-three 
such accidents. During the thirteen months following that 
date there was one accident. The acc idents have also been 
reduced by the exercise of increased care throughout the 
syst em. 

PORTABLE SUBSTATION FOR THE NORTHERN OHIO 
TRACTION & LIGHT COMPANY 

l!Y V. W. SHEAR, ELECTRICAL ENG I NEER. 

An a ll-steel portable sub ,tation recently placed in se rvice
by the Northern Ohi o T raction & Light Company, operat
ing out of Akron, Ohio, is chi efl y interesting because of the 
la rge capacity per square foot of car floor space and be
cause it is an excellent example of the adaptability of mod
ern standard electrical appar atus to conditions for which it 
was not primari ly designed. 

T he a ll-steel car itself , built by the McGuire-Cummings 
Company, is 36 ft. in length over a ll, 34 ft. over corner 
posts, 8 ft. 6 in. over side posts and I 3 ft. I¼ in. from top 
of running boa rd to rail, giving a maximum inside height 
of ro ft. 6¾ in. Limitations from track clearances and low 
bridges, on the one hand, and the t ransformer height of 9 
ft. 8¼ in. , on the other hand, compelled th e use of a narrow 

Portable Substation-Northern Ohio Traction & Light 
Company 

car and small wheels. For hauling the car from the manu
facturer 's plant to its destination over steam roads 33-in 
wheels were used and also M. C. n. couplers, as required 
by railroad r egulations. These pa rts were later replaced 
by 24-in. whee ls and the Northern Ohio Company's stand
ard draft gear. The trucks are of the diamond lVf. C. B. 
a rch type, having 60,000-lb. capacity. Inasmuch as a 500-
kw rotary converter is installed in this car, it wi ll be see1L 
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that a capacitrof 1.73 kw per square foot of loading space 
is obtained. The average figure for portable substations of 
which descriptions have been published appears to be about 
I .3 kw per square foot , and for some the figure is as low 
as 0.85 kw per square foot. 

The entire equipment, with the exception of the lightning 
a rresters and slate for switchboard panels, was one of two 
converters which had peen purchased by the company and 
deli,·ered for a stationary substation but had not been in
s talled on account of proposed changes in line locations. 
Very little work was required to select and arrange the 
necessary apparatus for satisfactory operation under quite 
different circumstances as to spacing and layout from those 
contemplated when the apparatus was purchased. It would 
indeed have been difficult to select apparatus, especially for 
a portable substation, at a material reduction from the 
actual total cost aside from a possible saviqg by use of an 
outdoor type of transformer. 

It will be noted from the layout of apparatus within the 
car that the transformer and rotary are on opposite sides 
of the car. This was necessary to make sufficient passage
way to enable the operator to get around them. The trans
former weighs approximately 14,700 lb., while the rotary 
weighs 18,000 lb. Therefore, by offsetting them toward 
opposite sides of the car, the required space was readily 
obtained and the unbalanced weight became negligible. The 
positive and equalizer switches on the rotary frame are on 
the same side as the passageway, so that no danger from 
contact is incurred. 

Door 
k - . - 6'6"-· - :>/ 
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Portable Substation-Plan 

The commutator end of the rotary is placed toward the 
switchboard as the commutator needs moi_-e attention than 
any other part of the machine. At the same time ample 
space is provided between rotary and switchboard so that 
there will be no Janger from flash-overs. 

The high-tension line characteristics are 22,000 volts be
tween phases, three phases, sixty cycles, and a grounded 
neutral. Lightning protection is obtained by means of a 
Burke type combined lightning arrester and choke coil 
mounted on the roof at the end of the car. The mounting 
is so made that the arrester can be quickly dismantled and 
placed inside the car if low bridges are to be passed. The 
high-tension lines are further protected by a 5/16-in. 
double-galvanized steel cable strung over the transmission 
lines and grounded about ev~ry 500 ft. 

The recent development of a powerful type of high-volt
age circuit-breaker. safe to install without inclosing com
partments of brick or concrete, rendered easy the installa
tion of this very important part of the control equipment. 
It is a Westinghouse Type "E" breaker with remote me
chanical control, series tripped from the current transform
ers and rated at 35,000 volts and 300 amp. This circuit
breaker will be equipped with a no-voltage-release coil as an 
additional safeguard in case the high tension should go off 
and go on again before the d.c. circuit-breaker was tripped 
and the reverse-current relay should fail to act. 

The transformer is designed for a three-phase, 22,000-
volt high-tension line with suitable starting taps for the 
rotary. All leads enter the side of the· transformer, and the 
usual wheels were removed to reduce the height as much as 
possible. A trap door is provided in the car roof, and the 
transformer is easily put in place or removed by use of the 
crane in the power house. 

A separate reactance is provided and controlled by a 
double-throw three-pole switch so that it can be cut in or 
out of the circuit as desired, in order to obtain the required 
compounding in the rotary. The regulation required will 
depend upon the location of the substation. The trans
former contains sufficient inherent reactance. for most 
conditions. 

The rotary converter is rated at 500 kw at 6oo volts d.c. 
and is designed for six phases, sixty cycles, a.c. It operates 
at 900 r.p.m., is self-starting and is equipped with mechan
ical oscillator and speed-limiting device. The probable loca
tions include some considerable grades; therefore a level
ing device consisting of a heavy plate with jack-screw and 
holding-down bolt is placed under each corner of the rotary, 
permitting a vertical adjustment of several inches on each 
side of the machine. 

The small switchboard needs little comment. For sake 
of space economy it is furnished with the fewest instru
ments and simplest arrangement of connections possible 
with safe operation and consists of one a.c. and one d.c. 
panel. The value of the reverse-current relay has been 
demonstrated in this station. The positive d.c. leads pass 
out through the rotary end of car, while negative and 
equalizer leads rise directly through floor to switches on 
the rotary frame. 

Two lighting circuits are provided, one on the d.c.· side 
for use when the a.c. power is cut off as in early hours of 
the morning. and the other on the a.c. rotary circuit. Heat
ing is furnished by a small stove or electric car heaters. On 
account of noise the telephone is installed on a support out
side of the station with a large gong inside. 

The cut shows the station located on a temporary siding, 
materially aiding the main line cars to maintain schedules 
while permanent substations are being completed. This sub
station will be available over apprpximately So miles of 
interurban lines as well as in several towns and cities, in
cluding Akron. 

Some practical points may be noted which, if they are 
observed when a steel portable substation is being planned, 
will prove of value. If exact measurements of all holes 
and openings through the steel walls and floors are given 
to the car builder, the cutting, which is hard to do with hand 
tools, will be clone without additional expense, and this will 
save costly and exasperating delays and changes. Openings 
through steel for cables, operating rods. etc., should be 
amply large to allow for the use of larger cable than is con
templated if necessary to save time, etc. It is not easy 
securely and safely to mount heavy porcelain bushings in a 
thin steel wall unless the most suitable type of bushing and 
support have been selected. Specifications cannot be too 
carefully drawn covering any items concerning which there 
may be ambiguity, such as whether the purchaser or manu
facturer will furnish the conduit under the car, pay the 
freight, furnish the supporting framework for various 
pi~ces of apparatus, etc. Foresight in these matters is 
useful not so much on account of the money involved as 
to prevent delays due to oversight in the preparation of the 
necessary parts. 

The new Loetschberg tunnel route througli the · Alps, 
which was officially opened on June 20, has already begun 
to carry regular traffic. Three express trains are run from 
~ ancy, in France, throui:;h Berne to Milan in eleven hours. 
New direct service, saving three hours, will also be estab
lish eel between London and Genoa by way of the follow
in~ route: Through northern France vie Rheims, Nancy, 
Fpinal and Delle; through Switzerland via Biel, Berne. 
Thun, Spiez, Loetschberg tunnnel to Brique, Simplon tun
nel to Isella, Italy; then via Milan to Genoa. The Loetsch
berg tunnel is 9 miles long, the third longest in Europe. 
The electric locomotives used on the new route between 
Soiez and Domoclossola, Italy. are O'.)erated at I~.ooo volts 
single phase. ··1 



AUGUST 16, 1913. ] ELEfTRIC RAILWAY JOURNAL 

Track Rehabilitation on the International Street 
Railway 

Extensive Heha liilitation of t he Street ltaihrny Track llas Been Under Way i11 t he City of B11ffalo, the Work Being Carried 011 t 

Under the Diredion of th,~ Department of l\1ai11te11 auce of Way and Line, " ' li ieh ll as D evdoped Special 

Plans for H andling Large Q uanti ties of Supplies 

During the present year large expend itures are being made 
in Buffa lo fo r track reconstruction und er the direction 
of the departm ent of ma intenance of way and line. The 
track mileage tota ls 376, of which 12-1 miles a re double 
track, the rest being in single track and in carhouses, 
sidings and cross-overs. Of this mil eage at least one-ninth 
wi ll be r epl aced during th e current year. 

track; 7500 tuns of r a il, 130,5~0 ties wi th correspondin g 
numbers o f ti e pl ates, 123,079 bbl. of cement, 19,265 cu. 
yd. of ~and, 57,477 cu. yd. of grave l, 17,161 cu. yd. of 
1¾ -in. crushed stone, 1020 kegs of sp ikes, 61,529 ti e rods, 
453,300 drive screws, 6797 Joints, q o,555 4-in. fa rm til es, 
145,555 ft. of 1-in. hemlock plank. 

T he company has dev ised a number of effic ient pl ans 

Buffalo Track-Derr ick Car and Trailer for Handling 60-ft. Rails 

T he ne\\ track is const ructed a long th e lin es whi ch haH 
proved to be th e best for loca l condi tions and consists of 
124-lb., 9-in. girder r a ils la id on 6-in . x 8-in. x 7-ft. long- lea f 
yellow pine untreated ties, spaced 2 ft . between centers. T he 
ties are supported on a fo undat ion of concrete 8 in. th ick, 
consisting of one pa rt cement , three parts sand and fi ve 
parts coarse broken stone. Between th e ties and sub-base 
is 2 in. of r ¾ -in. crushed stone fo r tamping. A concrete 
paving base is la id on top· of the crushed stone around the 
ties, and out side of the track this is brought up to a height 

for handling la rge quantities of supplies. Among, these 
is the use of derrick ca rs o f original design fo r handling 
rails, sand, etc . Two of th ese derrick cars, one double
t ruck ~t nd one single-truck, a re now in use and a second 
doubl e- truck car is under construction. The deta ils of 
th ese cars a re shown in the illu s~rations accompanying 
th is a rticle . 

The car h a~ a strong underframe fl oored with heavy 
planking and mounted upon standard trucks. A t one end 
it ca r ries a circular derrick track 7 ft . 7¼ in. in d iameter 

Buffalo Track-View Showing Derrick Car with Boom Swung Into Position for Running 

to suit th e style of paving, the asphalt commonly used re
quiring a space of 3¾ in. below the top of the r a il. Cont in 
uous r a il joints a re being used, and the ra ils a re held down 
with Fetter d rive sc rew spikes. T he rods a re spaced every 
6 ft . Below th e sub-base is an 8-in. x 8-in. trench con
taining a 4-in. til e la id in a hemlock t rough and sur
rounded by r ¾ -in. crushed ston e. O ver this in the con
c rete a dra inage hole is molded every IO ft. 

For thi~ new construction the est imates call ed for the 
fo llowing supplies to complete about 50 miles of single 

of 80-lb. T-ra il. T he circul a r track is cent er ed directly 
over one truck and it r es ts upon the side sill I-beams. 
A n operating cab is placed on th e fl at car at the end 
opposite from the derrick track. A t each end of the car is 
a simple d rawheacl. 

O n th e circular track is mountecl a p errick w ith an 8- ft. 
mast and a 32-f t. boom. The derrick consists of a steel 
underframe mounted upon four wheels which roll upon 
the circular track, a heavy cast-iron center bearing keeping 
the de rrick centered on the track. T he weight of the 
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boom and load is counterbalanced by a weight made up of 
concrete and sc rap iron mounted on the end of the plat
fo rm. 

T he derrick is rotated by. means of a large spur gear 
mounted on the fla t car , and this meshes with a motor-driven 
pinion on the und er side of the derrick platfo rm. A 15-hp 

track r epairs. The · ladder truck, illustrated herewith, is 
somewhat different from those usually used in that it com
bines the folding ladder with a wagon body fully equipped 
with all necessary apparatus for replacing cars, repairing 
line,' etc. 

In keeping up the track and line no special methods of 

~~j~~~~~,~!~~i~~~=~~~:~:-~=~:~-~~:·'•···-,··.-~.:-::,.~---
Section D-D 

Scction C- C (Paving Removed) 

Buffalo Track-Standard Construction for New Work 

motor, wh ich is operated by a controll er on the derrick plat
fo rm , drives a standard two-drum hoist. 

I n use the derrick car is coupled to a trailer by means 
of coupling bars long enough to enable the trailer to ac
commodate 60-ft. ra ils. The derrick will lift a load of 
6000 lb. and will swing it practically through a complete 
circle. 

In us ing the derrick car fo r unloading ra ils from gon
dolas it is operated on a track parallel with th e st eam 
railroad track at one side of the sto rage yard. The rails 

inspection are employed. Upon completion of new work 
this is assumed to be good for five years without special 
attention. However, the general foreman of repairs keeps 
watch over the track with the assistance of the division 
superintendent. The transportation department has reg
ular inspectors who r eport track conditions to the way 
departm ent, and their reports receive prompt considera
t ion. The regular switch men and curve greasers are also 
expected to report defects. 

The type of construction to be install ed m Buffalo has 

Buffalo Track-Emergency Line and Track Wagon 

are picked up from the gondolas and piled in the yard at 
a cost not ex ceeding Io cents per ton. Before the mstal
lation of the derrick cars rails were unloaded by haud at 
a cost of more than $1.50 per ton. It has been found by the 
company that in practice four men are sufficient to operate 
a derrick car. 

T he department uses several auto trucks for line and 

been tried out under severe conditions during the past 
three years and has proved entirely satisfactory. When 
this construction is completed it will put the Buffalo track 
in excellent condition for the nearly 300 new near-side 
cars which have been recently put into commission and 
are considerably larger and heavier than the cars which 
they replace. • 
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Service Equipment and Operation In Chicago 
An Abstract of a Ueport .Made by the Board of S11pervis in g Enginl'<'rs-New Cars, Sehcdule l'rovisions, Through Routes . 

Traftie Analysis, Bunning Sp<·ed, Elimination of Stops and Hemoval of Snow Are Considered 

In reply to an order passed by the City Counci l of Chi
cago requesting a report from the Board of Supervising 
Engineers, Chicago Traction, as to what has been do ne by 
the hoard toward carrying out th e purport of a Council 
order passed March 1 r, 191 2, respecting improvements in 
se rvice, operation and equipment of the surface companies, 
the board made a detailed report on July 3. The report is 
signed by Bion J. A rnold as chairman, and says in part: 

"The physical properties of the companies are being con
tinually modernized and perfected, the systems extended 
and the methods of operation improved, and Chicago to-day 
enjoys a hi gher physical standard of its traction properties 
than other large cities in the co untry. In spite of this fact , 
the existing service and routing into the principal business 
district are admittedly defici ent and rapid ly becoming more 
so. This board is fully cognizant of these cond itions and 
wi ll assist so far as it can in applying reasonable remedies. 

''Notwithstanding this great improvement in the physical 
properties of the surface companies ( made in compliance 
with the 1907 and subsequent ordinances), and the improve
ment in service necessarily resulting therefrom, interpre
tation of the figures presented shows that the city of Chi
cago now faces a problem in local transportat ion as serious 
as ever before in its history. \Vith the surface rai lway 
traffic increasing at a rapid and growi ng rate. largely as a 
result of the recent rehabilitation, there are no adequate 
means available now for alleviating the increasing con
gestion and inadequate street capacity except through: 
(I) Complete unification of transportation lines, segre
gated as far as practicable into short-haul and long-haul 
traffic between surface and rapid transit systems res::,ec
tively; ( 2) additional bridges and tunn els, and finally ( 3) 
the construction of downtown subways, terminal and stor
age facilities. The immediate relief to be found by com
prehensive through routing has already become quite appar
ent through discu ssion of these matters before the local 
transportation committee. 

"Incidentally, with refer ence to this question of storage, 
attention is directed to the fact that the demand for rapid 
transit terminal facilities find s its most ra ti onal outlet under 
Grant Park, west of th e Illinois Central Railroad right-of
way, and that this space should be reserved for such pur
poses. 

"While under the 1907 ordinances, this board has ample 
powers regarding engineering and construction matters, as 
well as th e supervision of accounts, the ordinances not only 
do not give to this board th e power of initiating service 
regulations, but, furth er, the board must await a request 
from the City Council regarding any specific operating con
dition before the board is authori zed to make recommenda
tions thereon, and even then it has no power of en force
ment, nor has it, under the ordinances, any means of ascer
taining whether its recomm endations have been carried out 
to the satisfaction of the City Council. 

"To remedy this condition and to facilitate prompt action, 
a permanent traffic forc e should be organized for the pur
pose of maintaining systematic records of changing condi
tions of travel throughout the city. 

"In order to facilitate as far as possible co-ordination of 
the work of th e transportation committee and this board, 
pending the establishment of an effectiv e traffic force such 
as the Council may se~ fit to authorize, this board will un
dertake to make investigations and within thirty days from 
the date of its recommendations to notify the local trans
portation committee whether such recommendations have 

been carried out , so that the committee may be fully and 
promptly informed. 

"Much of the beneficial work eventually possible must 
necessari ly be deferred until at least unified operation of 
the properties is put into effect, if not unified ownership. 
Unti l then the most efficient system o f through-routing and 
the universal adoption of adequate standards of service 
a lready establi shed by this board will be handicapped and 
difficult of execution without effective co-operation of other 
city departments in continuing the work of clearing the 
transit thoroughfares of existing obstructions and provid
ing additional street facilities as rapidly as justified by the 
deve lopment of traffic. The work of the traffic police and 
especially the mounted police has proved of great value in 
relieving traffic congestion along the heavier lines, and this 
work should be extended into other parts of the city." 

IMPROVEMENTS IN SERVICE 

The detailed report sent by the board mentions several 
improvements in service and adds concerning them: 

"\Vith all of these improvements, it is apparent, from a 
review of all the record s, that for some reason the recom-

T ABLE I-COMPARATIVE OPERATING AN D TRAFFIC RECORD 

Chicag0 Chica1,o Both 
Rai lwavs City Ry. Co'11pani e, 

• 18.4 (8.2) 6.0 13.2 
Fiscal Year 

Per cet; t increase ...... 1910 to 1911 
Total passenge r traf-

fi c, yearly. - ......... 1911 to 1912 5.8 (6.5) 6.0 5.9 

Per cent increase in { 1910 to 191 1 
car mileage........ 1911 to 1912 

11.7 3.4 8.3 
3.5 5.2 4.2 

{

19 10 Total pa8sengen, l 9 11 per car mtle....... 1912 

9.56 9.267 9.40 
9.94 9.572 9.85 

10.28 9.58 10.01 

. {1910 fatal passengers 1911 per car hour...... 1912 

77.85 87.91 79.4 
88.45 84.97 87.1 
92.40 86.30 89.9 

8.19 8.84 8.50 
8.79 8.93 8.74 
8.98 9.00 8.9 9 

.-\verage operat ing / }§}~ 
speed m.p.h .... . ... l 1912 

*Chicago-Con solidated Traction Company traffic absorbed Dec. 28, 1910. 
result{d in 10 per cent increase in Chicago Railwa,s traffic. 

Tota l passengers includes transfers; car miles refers to revenue only. 

mendations of this board hav e not been productive of direct 
and adequate results in some cases. In April, 1913, the 
schedules of seventeen lines were thirteen cars short of the 
recommendations of 1912 in spite of the rapid growth of 
traffic in the interim; and although at the present writing 
the schedules have been further increased, this apparent 
margin is quite insufficient to meet the growing traffic. 

TRAFFIC AND SERVICE RECORDS 

"Since 1910, the total passenger traffic of the principal 
Chicago companies has actually increased 6 to 8 per cent 
per year. An additional roper cent increase in the Chicago 
Railways traffic resulted from the absorption of the Con
solidated Traction lines. At the same time, the relative 
car-loading factor ha s likewise steadily increased as shown 
in Table I by the ratios of passengers per car mile and per 
car hour, i.e., increase in passengers carried has been faster 
than the car miles operated. 

"But the most conclusive evidence is offered by the re
sults of traffic counts of passengers leaving the downtown 
district durin~ the evening rush hour, shown in Table II. 
The 1907 and 191 I counts concern the 'loop' district traf
fic only, those of 1912 the mile zone only; hence these are 
not directly comparable. 

"These observations indicate that the rush-hour 'loop' 
travel outbound has increased from 61,000 to 67,000 pas
sengers ( 1907 to 191 I) and for the mile zone has reached 
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as high as 83,000 passengers per hour ( 1912) for only 31 
out of -1-7 lines. T he average load per car was sixty-two 
passengers ( 1911 ) for the 'loop,' and for the mile zone 
eighty-seven passengers ( 1912), thi s average load ri sing 
as high as ninety-e ight passengers per car during the heav
iest t en-minute period (5:40 to 5:50 p. m.). O r ,considered 
on a basis of relatiYe loading as compared with seating 
capacity, the loading in the ,'loop' di strict increased from 
1.4 to 1.6 passengers per seat ( 1907 to 1911), while for the 
mile zone the average ( 1912) reached 2.12 passengers per 
seat. 

expected that even faster loading than at present will be 
possible, less than one second per passenger for ordinary 
groups up to ten or twelve passengers. The front exit step 
will be ra ised automatically by the closing of the door as 
the car starts, which will tend to reduce accidents. 

"This car is about 30 per cent lighter than the present 
standard cars of the largest type. It will seat forty-eight 
passenge rs in the car body with five additional seats on th'e 
front platform, and while having a maximum comfortable 
capacity of eighty-two passengers, it will be able to carry 
132 passengers in an emergency without intolerable over-

TABLE II -COMPARATIVE RECORD OF EVE N ING RUSH-HOUR TRAVEL 

,-- Chicago Rys. Co.-, 
1 Mile (a) 

Loop District Outside 
July a nd July and April,May, 

. \ug. , 1907 Aug., 1911 :,ept., 1912 
l{ outes coun ted a ll all 31/47 only 
Um ts µe r h our countt:d... . .. . ......... 490 (b) 695 593 
Cars per hour counted . . . . . . . . . . . . . . . . . 676 695 593 
Seats per hour ........ .... ............ 26,062 26,463 23,472 
Passengers pe r hour. .................. 36,490 42,949 53,790 
Passengers per car. . . . . . . . . . . . . . . . . . . . 54.0 61.8 90.8 
.Ave rage seating capacity . . . . . . . . . . . . . . . 38.5 38.2 39.6 
Passengers per . seat. .. ................. 1.401 1.62 2.29 
Per cent seated load . .. . .......... . .... 70.4 61.7 43.6 

,----Chicago City Ry. Co.-, 
1 Mile (a) 

Loop District Outsid e 

1907 
a ll 
34 1 (b) 
364 

16,907 
24,823 

68.2 
46.2 (c) 

1.467 
68. 1 

1911 
a ll 
384 
384 

15,504 
23,811 

62.0 
40.4 

1.54 
65.1 

1912 
a ll 
368 
368 

15,844 
29,430 

80.0 
43.0 

1.86 
53.8 

r--Both Companies~ 
1 Mile (a) 

Loop District Outside 

1907 
all 
8 31 (b) 

1,006 
42,969 
60,855 

60.55 
42.7 ( c) 

1.417 
70.6 

1911 
all 

1,079 
1,079 

41,967 
66,760 

61.9 
38.9 

1.59 
62.8 

1912 
52/ 68 only 

961 
961 (d) 

39,316 
83,220 

86.6 
40.8 

2.12 
47.2 

K oTE- (a) Outer d ist rict bounded by C hicago-Halsted-Twelfth Streets; inner loop dis trict by Kinzie-Clinton-Harrison Streets. 
(b) Som e trailers s till in operation in 1907. 
(c) High seating capacity due to fifty-seat summer open cars. 
(d) Sixteen ro utes of Ch icago Rail ways Company n ot counted totaled 155 cars pe r hour, 5884 seats, as per schedule. 

··These results clearly indica te that there is no net im
provement in service standard, as measured by th e ratio 
of seat s to passengers carried, due to the fact that the in
crease of traffic has exceeded the capacity of the greatly 
improved facilities which have been provided under the 
1907 ordinance. Hence the present situation mani fes tly 
calls for immediate and comprehensive treatment along the 
broadest possible lines. 

"A tentative standard of service has been establi shed in 
which the various boa rd representatives hav e practically 
concurred for the purposes of a unifi ed property. This 
standard provides for as many seats as passengers during 
any fift een-minute period of the non-rush hours, and an 
average of not over seventy passengers per standard double 
t ruck car during any thirty-m inute period of the rush hours. 
Und er present conditions of independent operation and ex
isting street congestion, thi s standard cannot ye t be univer
sa lly applied, especially in the 'loop' district , owin g to the 
physical limitations of existing track capacity. In such 
cases, it is the practice of this board, in its recommenda
tions, to limit the individual car loads to th e 'comfortable 
maximum' of 80 passen§ers per car. 

CAR EQUIPMENT AND NEW CA RS 

"At the present wri ting, the entire consignment of 215 
new stand ard cars for the Chicago Railways Company and 
125 near-side cars for th e Chicago City Railway are in 
regular service. The Chicago City Railway will purchase 
fifty or more new cars during the present year, and con
tracts for 200 new cars for fa ll delivery have been placed 
by the Chicago Railways Company. 

"These Chicago Railways cars will embody some modi
fications over previous types. The car will be 48 ft. .S in. 
in length over bumpers with platforms 8 ft. in length, giv
ing an unrest ricted entrance passageway of about 40 in., 
thus insuring very rapid loading. 

"In th e endeavor to secure a lower entrance and exit 
step, the diameters of the driving wheels a re reduced to 
32 in. and the car fl oor is slightly inclined, r esultin g in step 
heights as follows: Ground to fir st step, approximately, 
12.½ in.: first step to platform step, 11 in. ; platform st ep to 
car floor, IO in. As wear t akes place and the diameter of 
the wheels is reduced, the height of the first step will be 
lowered still further to a maximum of I in. , making the 
minimum possible height of the first step I I½ in. and an 
average height of 12 in. \ Vith this improvement, it is 

crowding. Over two-thirds of the entire seatin g capacity 
,~ in cross seats. 

·•[,'ield control motors will be used. Thermostatic regu
lators fo r the au tomatic control of ca r heating will further 
economize the power requirements fo r heating which a re 
ve ry heavy during the winter months, averaging as much 
as I 5 per cent of the actual net power requirements of th e 
car for traction. \ Vith motor-driven ventilating fans, thi s 
equipment is expected to meet the ordinance requirement 
regarding ventilati on. 

SCHEDULED EQUIPMENT 

"Except fo r temporary fluctuation in schedules necessa ry 
to meet variable traffic conditions from month to month, 
the basic schedules operated by the two principal companies 
have called fo r a continual increase in equipment. On 
Feb. 27, 1913, the . net reserve equipment available for 
winter op~rat ion by all companies, exclusive of all extra 
ca rs in shops fo r repairs, was as shown in Table III. 

·'The companies usually prefer to order a la rge number 
of ca rs at a time in order to r educ e the price per car. But 
if the r eserve equipm ent on hand at the time of placing the 

T ABLE III- NET RESERVE EQU I P ME NT 

I n operat i, e condition 
Double truck .... .... ......... . . . ..... 1586 
S ingle truck. ... ..... ................. 75 

Total ..... ..... .... ................ 1661 

K et reserve 

957 
274 

1231 

Double truck.. ....... .. .. ... ......... 60 57 
Single truck. . . . . . . . . . . . . . . . . . . . . . . . . . 28 111 

Total ......... ....... ..... •· . . . . . . . . 88 168 

P e r cent reserve 
Double truck ... ................. . ,.... 3.78 5.95 
S ingle truck. . . . . . . . . . . . . . . . . . . . . . . . . . 37 .40 40. 5 

Total . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . 5.30 13.65 

2543 
349 

2892 

117 
139 

256 

4. 60 
3.98 

8.85 

92 
20 

112 

14 
3 

17 

15.2 
15.0 

15.2 

order is too low, this method leaves a long period unpro
,·icled for, during which time the reserve cars are absorbed 
by the growth of traffic and a car shortage then occurs 
before delivery of the new cars begins. On this plan of 
ordering ca rs , a greater reserve is necessary to meet in-

1 , 
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c reasing schedules than if cars are added month by month . 
Generally speaking, for surface railways, a tota l reserve 
o f from 7 to 10 per cent should Le provided acco rding to 
frequency of additions. And with carhouses as well di s
tributed as in Chicago from 3 to 5 per cent will be r equired 
as net reserv e only, i.e ., exclusive of a ll equipment under 
going repair, vainting or other overhauling in the car shops. 
\\ ' hile the present net reserv e in sin gle- truck equipment is 
a mple, that of the double-truck equipment will Le somew hat 
improved by the additional equipment now on order. 

ADDITIONAL EQUIPMENT 

''The car requirements of both present and future have 
already been <l ete rminecl by thi s board in connection wi th 
the re-organizati,011 merger plan for surface lin es. In thi s 
analys is, the actual car shortage of the ope ra ting schedules 
of 191 2 was determined from tra ffic counts on must of the 
hea Yier lines. Assuming thi s shortage to have been made 
up at that time, the future equipment requirement s were 
then proportioned to the estimated gro \\·th in passenger 
traffic. 

''Three service siandanls are co nsicl er ecl in thi s es timate: 
First, a max imum of seventy passengers per forty-seat car 
during any thirty-minute rush-hour period ; second. a maxi
mum of eighty passengers per car under the sam e cond i
tions; third , a maximum of eighty passengers per car for 
the maximum thirty minutes and seventy for th e remain ing 
thirty minutes of th e rush-hour period~. 

"The first-nam ed standard was recomm ended on th e 
above date by th e majority of the board under th e assump
tion of complete through-routing and zone ope ratio n in 
the outlying residence territory contingent upon unified 
management of the properties. The second repr esen b a 
so-call ed maximum comfortable loadin g, which ought not 
to be exceeded at the present time even in the absence of 
unified management. The third represents a compromise 
standard , the necessary equipment which ought to be pro
vided in the near future. On thi ~ compromise basis. the 
actual requirements for the next five years will in crease, 
in round numbers , from 140 to 160 cars per year not in
cluding thi s reserve nor the shortage of about 2 00 ca rs 
in 1912 which has not yet been made up. 

"It is unquestionable that with complete unificat ion and 
re-routing of the system so much more effective use of 
cars would be possible as to provide a la rge increase in 
actual service rendered for the same amount of equi ;:iment 
operated, as compared with the present tim e. i. e., that. rela
tively speaking, a large saving in cars for the same sen·ice 
would rnsult together with correspondingly decreased street 
congestion. 

"Now that the unification of the properties h as tempo
rarily been deferred, considerable new equipment is re
quired to absorb the present shortage and to meet the needs 
of th e immediate future. For this purpose, the compromi se 
service standard ( eighty passengers, max imum thirty-min
ute peri od ) represents the minimum that should now be 
considered. The new cars on order by th e Chicago Rail
ways Company and to be ordered by the Chicago City Rail
way will only suffice to absorb the shortage of 19 1 2 and the 
growth up to the present time (although complete deliv
eries can hardly be expected until the close of the present 
year) and not to meet the growth of traffic as h erein esti
mated. 

THROUGH ROUTES 

"All of the through routes desie;nated in th e rens1on 
ordinance of July 15, 1912, aro being operated strictlv in 
accordance therewith with the e){J:eption of five (I. ~. 6. 9. 
23) which are also in operation but are permitted alter
native routing or temporary terminals to be later extended 
further into outlying territory. Obviously th e full est use 
of th e advantages of the throu~h-routing plan cannot be 
realized nntil unified operation of the properti es is brought 
about ; for there are practical difficulti es in the establi sh 
ment of complete through-route service nnder divisional 

operation that the companies do not seem a~ yet able to 
remove. 

"The results generally indicate that th rough routes a re 
extremely sensi tiv e to changes in location but when prop
erly routed respond quickly to the increa~e in service and 
that, wi th a headway longer than ten or fifteen minutes, 
the route is practically killed for through-route purposes, 
especial ly when operating on st reets giving quicker local 
ser vice with tran sfers. T hus many of t hese through-routed 
cars become inconvenient for other than local service and 
th e fundamenta l purposes of the through~route plan are 
only partially fu lfilled. Under unified operation the unbal
ancing of traffic and earnings that now concerns the com
pani es in every proposed change will disappear. 

ADDITION AL TRACKAGE 

"An analysis of the disposition of add itional cars recom
mended indicates that about 86 per cent of them should 
reach the mile zone business district during ru sh hours on 
the present basis o f operat ion. This means that in the 
absence of uni,·e rsal through-routing track facilities must 
Le found for accommodating about 265 additional ca rs on 
the 70/70 standa rd or 170 cars on the 80/70 standard, 
equi va lent to 15 per cent increase in the existing loop serv
ice. It is idle to consider the addition o f all thi s equipment 
to the present tracks in the center of the loop unless a sub
way is provided, for the present sur face tracks have neither 
the required capacity nor freedom from traffic obstructi ons. 
However, the ex pansion of the return loop ( or short run 

T .,BLE IV- R usH-H ouR T1<1P- OUTBOUND- EVAN STON :\VENUE L1:-.E 

5 :28 p. m. Trip from Dearborn and Monroe Streets 

Section of Line 

Dearborn and Monroe Sts. to 
South End tunnel. ...•...... 

Michigan St. to Chicago Ave .. . 
Chicago Ave. to North A ve .... . 
North Ave. to Fullerton Ave ... · 
Fullerton Ave. to Diversey Blvd. 
Divnsey Blvd. to Grace St. • .. . 
Grace St. to Wil sc,n Ave ...... . 
Wil son ,\ve. to Balmoral Ave .. 
Balmoral Ave. to Devon Ave .. . 

Average ................... . 

Length of run 8.6 miles. 

18.85 
21.10 

5.0 
4.63 

13.24 
10.48 
10.27 

7.98 
8.76 

4.24 
6.27 
9.23 

10.81 
9.06 

10.72 
11.68 

9.35 
12.57 

Remarks 

Loop district 
Track congestion 
Unusually free running 
Along park 

Cars bunched 

9.6 m.p.h. for trip 

Average s tops per mil e = 9.2 7. Actual stops = 82.4 per cent. 
:\1axirnum stops per mile = 11.24. 

(a) Including street stops a nd s tops <lue to obst ruction of track by 
vehicles, etc. 

tripper) service to meet these conditions is entirely feas
ible and rep resents th e only possible method of reli eving 
the loop dist ric t pri or to the construction of subways. 

"At the present time over 95 per cent of the total rush 
hour eq uipment entering th e mile zone also trave rses the 
inner loop district. But , from th e comparative traffic counts 
it develops that at least 25 per cent of the tota l evening 
rush-hour passenger travel from the downto\\'n district 
ori g- inates somewh ere in th e district between the inner loop 
and the oute r or mile zone; in other words. the total traffic 
leaving th e mile zone is fully one-third hi gher than that 
of the inner loop only. This fac t is r efl ected in an aver
age car loading about one-third hi <;he r at the boumhries 
of th e mil e zone than those at the loop zone. 

"For th e r eturn loops cert;iin curves and track conn ec
tions a re absolu tely essential ancl the companies have en 
deavored fo r sometime past to secu re the necessary track 
age rights hut without succ ess ow in g to the obst ructions 
interposed b\' cert ain propertv owner s who withhelcl prop
ert" consents in order to permit freer use of th e street s for 
delivery purposes. 

OPFRATING SCHEDULES AN D SU PERVI SION 

"Durin e- the p,st three vears the average car speed has 
incre;ised from R_so 111.p.h. (year ending J an. v. I ()II). to 
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8.99 m.p.h. (year ending Jan . 31 , 1913), that is, the entire 
city of Chicago is now operating on practically a schedule 
of 9 m.p.h. This increase is the result of improved oper
ating conditions du e to track r ehabilitation, completion of 
river tunnels and extensions into outlying districts. It 
seems proper to emphasize here that increased schedule 
speed does not necessa rily mean increased maximum speed, 
but rather refl ects the results of more effici ent operation, 
elimination of unnecessary delays and a better condition of 
physical property. Much of the recent improvement has 
resulted from investigations by the companies of prompt 
and effici ent accelerati on and braking to minimize the ef
fects of the num erous stops on the schedule speed made by 
the cars. 

ELIMINATION OF UN NECESSARY STOPS 

"In Chicago, the standard subdi vision for a section one 
mile square usually results in a tract eight blocks long by 
sixteen wide. Fortunately, in perhaps the majority of sub
divi sions, the long dimensions of these blocks have been 
located along trunk lines requiring street car service. This 
particularly applies to the South Side lines leading out of 
the business district and the limited number of stops at 
street crossings contributes greatly to the rapid transporta
tion desired. On the other hand, the North and West Side 
lines are distinctly handicapped in operating through the 
'close-in' districts, wh ere the blocks vary from twelve to 
sixteen per mile, resulting in an excessive number of stops 
on these important trunk lines. In the example shown in 
Table IV, the actual number of stops represents 82 per 
cent of the possible number. 

" In view of the condition exi stent, this board is of the 
opinion that rapid surface transportation in Chicago would 
be very generally improved if permissible stops could be 
confined to the standard subdivisions of eight blocks per 
mile or thereabouts. Irregular stopping points should be 
distinctly indicated by means of colored poles or posts, sus
pended signs or other distinctive methods, especially in all 
districts where stops are not made at every street intersec
tion. Much improvement has already been made by the 
exclusive adoption of the near-side stop, where formerly 
full stops were made on both near and far side. 

S N OW REMOVAL 

"In an endeavor to meet the conditions of the 1907 ordi
nances, various modern methods of snow removal have 
been investigated and tests made with a snow-melting ap
paratus, using high temperature steam. The results have 
been very unsatisfactory both in regard to economy and 
rapidity of operation. In view of the enormous mileage 
involved and the resulting investment in special equipment 
that would remain idle throughout the year, the board re
gards it as necessary to exercise great caution in authorizing 
such investment until a thoroughly efficient apparatus has 
been developed. 

ELECTRIC SWITCHES 

"For some years electric switches have been in 
Chicago, and over 100 of these switches are now 
by the traction companies with successful results. 
tional switches are being added from time to time. 

EXTENSIO N S OF SERVICE 

use m 
in use 
Addi-

"The companies, as a whole , have been active in extend
ing their lines, particularly the Chicago Railways, which 
has built about 32 miles of new extensions since the end 
of its rehabilitation period against a maximum of 23 that 
could be called for by the city under the 1907 ordinance. 
The Chicae;o City Railway since its rehabilitation period has 
constructed about 17 miles of new extensions against a 
possible maximum of 22 miles under its ordinance and in 
lieu of additional new extensions added to its system by 
purchase r8 miles of track which extended the 5-cent zone 
to the extreme southwest limits of city, thus making a 
total additional mileage of 35 miles since 1910. Consider
ing the three years' construction season, 1910 to 1912 in
clusive, it appears that the total new track construction has 

just about kept pace with that stipulated by the 1907 ordi
nance for the post-rehabilitation period. 

SUMMARY 

"It is necessary to state in conclusion that these facts 
should not be misinterpreted by assuming present conditions 
to be due to failure of the companies to keep pace with 
transit .growth. Rather, the absence of adequate rapid 
transit development may be regarded as the prime cause 
of the present limitations in transit tacilities. Admittedly 
th e growth has been faster than expected and continuously 
involves questions of raising the money for necessary cap
ital expenditures which it has been a duty of this board to 
supervise. But any surface transit system can be developed, 
as such only to the extent that there are streets available 
for its occupancy, and it th en cannot fulfil the demands of 
rapid transit. The surface line system has been perfected 
to its present state by the expenditure ( in addition to its 
original cost of $55,775,000) of more than $80,000,000 with
in a period of six years and has reached a state of ,devel
opment unparalleled in this country, not only in actual 
mileage of track construction, number of cars installed and 
auxiliary equipment provided, but also in the methods and 
efficiency of operation as evidenced by the ability of the 
system under the present handicaps to give the class of 
service it is now giving in handling over r ,000,000,000 pas
sengers per year. " 

IMPROVEMENTS ON DETROIT UNlTED RAlLWAY'S 
INTERURBAN LINES 

The Detroit (Mich.) United Railway has completed so 
far this year or has in progress track improvements on its 
interurban lines which will approximate in cost $250,000 
for labor and material. The following review of this work 
is contained in Electric Railway Service, which is pub
lished in the interest of the company and distributed to the 
public. 

Detroit, Jackson & Chicago Railway.-A new switch in 
Ann Arbor; rails have been renewed around the campus 
at Ann Arbor; a double track has been constructed through 
Dearborn; the old steel bridge on Congress Street, 
Ypsilanti, has been replaced with a double-track con
crete arch bridge; the track at Foster curve, dangerous be
cause of the obstructed view, has been straightened; a very 
heavy fill is being made on the Stellwagon property, west of 
Wayne, for which a right-of-way was purchased, to elimi
nate a dangerous curve and save time on the Jackson di
vision schedules. 

Detroit, Monroe & Toledo Short Line Railway.-A grade
is being prepared for double track from Milan to Rockwood 
and four old bridges being rebuilt with concrete and steel ~ 
the track on Elm A venue, Monroe, from Anderson Street 
to Lincoln A venue, is being reconstructed with the most 
modern standard construction; a double track is being con
structed between State and Kay switches; the grade from 
the Toledo north city limits to Shantee Creek is being pre
pared; a new sand dryer plant is being built at the Oak
wood yards to dry the lake sand which is used in construc
tion. 

Rapid Railway System.-A double track has been built 
from Hagadorn switch to South Park Y; a loop track has 
been constructed near Glauker's Point, Grosse Pointe, to, 
be used in connection with city car service- and develop the· 
property through improved facilities. 

Pontiac Division.-A new waiting room and freight 
house has been built at Long Lake road, and shrubbery has 
been planted to improve the appearance of the grounds 
round the building. 

Orchard Lake Division.-The track at Cass Lake curve. 
a dangerous curve, has been straightened. 

Flint Division.-A new wash house building, to be used'. 
for the washing of cars, has been b.uilt at Rochester.: ' · 



AUGUST 16, IS)I3 . J E LECTRI C H.AlL\V1\ Y JUUH.NAL 

CROSS-TIE DATA FOR 1911 

Fo rest P roducts Bulletin No. 8, dealing with cross ties 
purchased in 1911, has just been issued by th e Department 
o f Commerce, Bureau of the Census, in co-operation with 
the Department of Agriculture , Forest Servic e, Henry S. 
Graves, forester. 

CROSS TIES PURCHASED IN 1911 
The total number of cross ties purchased by th e steam and 

electric ra ilroads of the United Stat es in 191 I was 135,-
053,000. This represents a decrease of 13,178,000, or 9 per 
cent, as compared with th e number purchased in 1910, but 
is II ,302,000, or 9 per cent, g reater than the number re
ported for 1909. Only I 1,041,324 ties, or 8.2 per cent, were 
for new track- the lowest percentage since 1908. In 1910 
over 22,000,000 ties, or 15 per cent of the purchases, were 
for new track. Doth steam and elect ric roads reported de
creased purchases for this purpose in 191 I, the st eam roads 
reporting 9,271,954 and th e electric roads 1,769,370. This 
is the smallest number r eported by th e electri c roads for 
new track during any of the yea rs covered by the table. 

TABLE I-CROSS TIEs PURCHASED, BY KI NDS <lF \Y oon; 1907 TO 19 1 I 

Kind of Wood 1911 1910 1909 1908 
Oak ......... 59,508.000 68,3 82,000 57, 132 000 48 .110,000 
Southern pine. 24 ,265.000 26,264.000 21,385.000 21,530.000 
Douglas fir .. 11.253,000 11,629.000 9 0 67.000 7.988.000 
Cedar . . . . . . . 8.015,000 7.305.000 6,777.000 8.172.000 
Chestnut . . . . • 7,542.000 7.760.000 6,629 000 8 074.000 
Cypress . . . . . 5,857.000 5,396.000 4,589 .000 3,-+57.000 
T amarack . . . . 4,138,000 5,1 63.000 3 311.000 4.025,000 
Hemlock . . . . 3.686,000 3,468.000 2.642.000 3.120.000 
W es tern pine. 2.696 .000 4.61 2.000 6,797 000 3.093,0CO 
Redwo od • . . . 1,820 .000 2,165.000 2,088.000 87 1.000 
Gum . . . . . . . . 1.293 000 1,621.000 37S 000 262 000 
Maple . . . . . . . 1,189.000 773 .000 158.000 151.000 

1907 
61.757,000 
34.215.000 
14.525.000 
8,954.000 
7 .851.000 
6,780.000 
4.562,000 
2.367.000 
5.019.000 
2,032,000 

15,000 

Beech . . . . . . . 1,1 09 ,000 798.000 195.000 192.000 52 ,000 
All other . . . . 2,682 ,000 2,895,000 2,603,000 3.421,000 5,574,000 

All kinds ,- . 135,053,000 148 ,23 1,000 123,i 51.000 112,466.000 153.703.000 

Table I shows th e tot al number of cross ties purch ased 
each year from 1907 to 191 I, di stribut ed according to kinds 
of wood arranged in th e order of numbers pu rchased in 
191 I. Ten kinds of wood supply 95 per cent of all ties pur
chased. The more durable woods are preferred, although 
the growing practice of treating ti es with chemical preserva
tives is reflect ed in the figures for · gum, maple and beech, 
,vhich were reported in very small numbers a few yea rs ago. 

No reports were obtained upon the average cost of ties. 
In 1909 the average cost was 49 cents, the prices by kinds 
of wood ranging from ,33 cents for heml ock to 53 cent s for 
redwood and for Western pine. It is stat ed that as a whole 
prices have not changed considerably si nce that time, 
although there have been fluctuations in many tie-producing 
localities. 

The number of ti es of each kind purchased by the electric 
railroads in 1911 was as fo llows: A ll kinds, 8,898,000; 
oak, 3,174,000 ; southern pine, 1,441,000 ; douglas fir, 491,-
000; cedar, 909,000; chestnut , I ,670,000; cyp ress, 188,000; 
tamarack, 59,000; hemlock, 21,000; \Vestern pine, 81,000; 
redwood, 777,000 ; gum, 8000; maple, 6000; beech, 5000, and 
all other, 68,000. 

The steam railroads purchased 93 per cent of the total 
number of ties, which is somewhat smaller than the pro
portion reported in 1910. The purchases of the electric rail
roads have shown a regular, though slow, increase in re
cent years, refl ecting the steady development of th ese lin es, 
while the purchases by th e steam railroads have fluctu ated 
considerably accorcling to inclustrial conditions. The elec
tri½ roads use th e same kinds of wood as the steam roads, 
but in somewhat different relative quantities. This is due 
principally to th e fact that the development of th e electric 
lines has not been uniform throughout the territory covered 
by the steam roads. Oak, Southern pine, chestnut, cedar 
and redwood supply the greater part of the tie s required by 
the electric lines. The increasing electric mil eage has been 
followed by an increased demand upon th e durable species. 
The competition of the roads for ti e material was grea ter 

in 1911 than in 1910 in the vurchasc of Sou thern pine, 
cedar, chestnut, redwood and gum ; while the purchase of 
other species showed a decline. The steam roads showed 
increased purchases of cedar, cyp ress, hemlock, mapl e and 
beech. 

TI£ PRESEl{VATION, £TC. 

Of 112 treating plants of all classes of record in 1912, 
nearly nin ety were well-equipped plant s operating in repre
sentative sections of the country from coast to coast, but 
chiefly in the Eastern States. l\Iost of these plants treat 
cross ties, pi ling, poles, construction timber, paving blocks 
and miscell aneous material under contract, but the steam 
roads ope rate twenty-two plants to meet their own needs, 
chiefly in the treatment of cross ties. A few electric roads, 
mining companies and firm s handling poles also operate a 
number of re latively small plants. usually for the treat
ment of their own material. 

In 191 I more than 73,000,000 gal. of creo~o te oil ( 70 per 
cent imported), the principal preservative used, was re
ported by th e wood-preserving plant s of th e United States. 
Large quantiti es of cross ti es, construction timbers and 
miscellaneous material are a lso treated with zinc chloride 
in water solution or receive a combination treatment with 
creosote oil and zinc chloride. More than r6,ooo,ooo lb. of 
zinc chloride, all of domestic manufacture, was used by 
preserving plants in 191 I. 

Crude petroleum was employed extensively by one large 
railroad and to a limit ed extent by several small companies. 
\Vater-gas tar, corrosive sublimate, preservatives sold as 
carbolineum and a number of other substances were re
ported. 

In 191 l cross ti es formed 74 per cent of all material re
ceiving a preservative treatment from the plants reporting 
to the forest service. The numbers of ties treated before 
and after purchase by the steam and electric railroads of the 
Cnited States in each year, 1907 to 19rr, inclusive, is 
shown in Table II. The table clearly indicates the progress 
being made by tie consumers in the use of treated ties and 
the growing tendency toward the treatment of ties after 
purchase, presumably in plants owned by the railroads. In 
191 I over 31,000,000 ti es, or 23 per cent of the total pu r
chased, were treated either before or after purchase. Each 
of the years from 1908 to 1911, inclusive. except 1909, has 
shown, as compared with the preceding year, an increase 
in the proportion of ties treated. The numbe1· reported by 
the steam roads represented only a slight gain over that for 
1910, a year in which there occurred a verv con-iderable in
crease in the number of ties treated. The number treated 
by the steam roads after purchase increased greatly. how
ever. reflecting the t endency of the steam roads to buil<l 
and operate their own plant s. 

The electric roads continue to report more treated ties 
each vear. and, since these roads have few plants, most of 
their ·ti es are t r ea ted before or after purchase in commer
cial plants. 

TABLE II-CROS3 TIES P'TRCHASED-C\UMBER . \LREADY TREATED OR TRE.,TED 

AFTER PURCHASE, BY CLASS ES OF R,.\JLRO,IDS P URCHASING; 1907 TO 1Q11 

Class of Railroad Purchasing 
1911: 

Steam rai lroads ........... . 
Electric railroads ....... . 

1910: 
Steam rai lroads ............ . . 
Electric railroads ............ . 

19<'9; 
Steam railroads .............. . 
Electric railroads ............. . 

1908; 
Steam railroads ......... . .... . 
E lectric railroads .. . 

1907: 
Steam railroads .... . ......... . 
Electric railroads ............ . 

T otal 
Treated 

2'l.7,9.000 
1.382.000 

29,359.000 
1, 185.000 

21 .198 .000 
835.000 

23,157.000 
619.000 

19.192 000 
664.000 

Tn·ated Treated 
Refore After 

Purchase Purchase 

4.1 Q7,000 25.562.000 
773.000 609.000 

10.770 000 18.SSQ 000 
374.000 311.Q/)0 

7.081 000 14, 1 J 7.'100 
582 .000 2:.J 000 

l0,56fi 000 1:::!.S9LO,l,1 
-t07.000 21 ~.000 

7.975.000 11.217.000 
-t14.000 250,000 

Ties of Southern pine, oak and Douglas fir constituted in 
191 l nearly So per cent of the total number treat ed. These 
woods are also th e leading species used without treatment. 
\ Vestern pine, gum, beech and lodge-0ole pine are generally 
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t reated before being used for cross ties, but most of the re
mammg woods shown in the table are used in greater 
numbers untreated. The figures show plainly that large 
numbers of ties of the less durable woods are being used 
without treatment. In fact, preservative processes are being 
employed principally to increase the servi<:e of the rela
tively durable woods commonly used without treatment, and 
full advantage is not being taken of the opportunity which 
these processes afford for the use of woods not natura lly 
resistant to decay. 

More than half ( 56.6 per cent) of the preserved ties 
were treated with creosote oil, 27.8 per cent with a solu-

T AB L E III-CROSS TI E PR ES ERVATI ON BY ELECT RI C R AILWAYS IN 19 11 

Kind of \ \ ' ood 
Southern pine ...... . 
Oak .... . ... . . . . .... . 
Douglas fir .... .. . . . . 
Western pine ....... . 
Gum ...... .. ....... . 
Tamarack ... . ....... . 
Beech ............... . 
Birch and maple ..... . 
Elm ................ . 
Spruce .............. . 
White pine ......... . 
C hestnut . . .......... . 

Total 
831,607 
401,795 

80,402 
8,000 
5,550 

42,334 
4,595 

500 
900 

5,000 
1,000 

200 

All kinds .......... 1,381,883 

Cr eosote 
578, 72 5 
208,585 

8,000 
4,650 
3,400 
3,452 

1,000 

807,312 

,.-Kind o f Preserva tive---, 
Creosote 

Zinc and Zinc Miscell a-
Chloride Chloride neous 

67,43 8 5,000 180,44-1 
15,000 178,2 10 

80,402 

900 
38,934 

243 900 
500 
900 

5,000 

200 

67,681 20,000 486.390 

tion of zinc chloride, and the remainder with combinations 
of these preservatives, crude oil or various other materials. 
Southern pine, oak and gum are generally creoso_ted, 
although large numbers of ties made from these woods are 
tr eated with zinc chloride. Nearly a ll of the Douglas fir 
t ies were treated with zinc chloride. Large number s of 
Western pine ties were tr eat ed with one or the other of 
these preservatives or with crude petroleum. Table III 
sh ows the number of cross ties trea ted in 191 I by elec tric 
railways, by kinds of wood and by kinds of preservative. 

COUPLER WITH SIGNAL AND LIGHTING ATTACHMENTS 

In equipping its new trailers the United Railways of St. 
Louis has greatly simplified the coupling of motor and trail 
ca rs by some home-made additions to the standard form of 

Datte ry Signa l 
Circuit -

--<i 
-=:;,_="-=---:iw-1P----~ 

600 Vullb 1 

Light Circuit -:._-:_-:._-:._:::-_-_-_-:::-:.-
r- - - - -- - -1---.,,.....-------' 

l ~ \ ; l?lectric~RY.. Journal 
' ~ / 

' / 
I /" 

St. Louis Coupler with Signal and Lighting Connections 

Tomlinson coupler. As shown in the accompanying draw
ing, the coupler has been provided with two wooden blocks 
carrying three spring contacts. Two of these contacts are 
used for the signal circuit and one for the lighting circuits. 
T hus at one operation the coupler couples the cars, air, 
lights and signals. 

COMMUNICATIONS 

A QUESTION OF NAME~ 

DoBBS FERRY, N. Y., _--\ug. 10, 19 13. 
To the Editors : 

I n your issue of A ug. 2, 1913, yo u have an article en titled 
·•Single-Phase Traction for Nor fo lk & \ Veste rn Railway." 
It is therein sta ted th at it is the intention o f this road to 
use twenty-five-cycle, single-phase currents at a potential 
of I I .ooo volts at the trnll ey, with induction motors on the 
locomotive. 

\Vhy is it that this thing is not called by its proper name? 
From a ll the information available, this motor is our old 

friend the polyphase motor in disguise. As a matter of 
fact, a single-phase motor, whether of the commutator or 
of the induction type, could not economically be built for 
the heavy work required by this railway. _--\cco rding to the 
best information, these locomotives are to be . equipped 
with polyphase motors and with a phase-spitting or phase
converting device which will enable them to make use of 
the single-phase current in a manner similar to what I 
outlined several years ago. 

The motor is the decisive part of any railway equipment. 
If the No r folk & Western equipment goes in as now 
planned, it will be just as truly a polyphase e<]uipment as, 
for instance, the Great .0J orthern equipment. If the Great 
Northern decides to experim ent with the phase-splitting 
device, it will not call itself a single-phase road on ~hat 
account. 

The use of single-phase currents for transmission and 
distribution purposes may or may not justify itself in the 
end. But, in any event. the mere fact that single-phase 
currents will thus be used for transmi ssion purposes should 
not be a reason for ca llin g this :\' or folk & Western equip
ment a single-phase equipment. It would be practically 
just as sensible to call the .\Tew York Centra l equipment a 
three-phase equipment because the :-Jew York Central gen
erates and transmits its energy in the form o f th ree-p hase 
alternating currents. 

The fact that the sin gle-phase enthusia~ts ,vant to let 
themselves down easily should not be alloweri to mi x up 
our already complicated railway vocabulary. Nor should 
this attempt to christen a polyphase line as a single-phase 
line be allowed to mislead our brethren across the ocean, 
who might thu s come to think th at Am erican engineers 
have gone back to the single-phase delusion. 

C. L. DE MURALT , 

Professor of E lect rical Engineering. l:niver--ity of ~,fich
igan. 

CHOICE OF GEAR RA TIO 

VIGO ELECTRIC TRAMWAYS . 

VIGO, SPAIN, J ul y 5. 1913. 
T o the Ed itors: 

In view o f your undoubtedly competent j udgment in 
matte rs relating to elec tric traction. we make free to con
sult you in regard to a little problem which we a re anxious 
to solve. The matter concerns the electrical equ.ipment of 
our street railway system, the necessa ry data being as 
follows: 

Track gage, 1 m. (37.37 in.); motor cars equipped with 
Brill 21-E rigid trucks; weight of a train ( motor car and 
trailers, inclusive of load) , about 19 ton s : grades up to 65 
per moo. The minimum radius of curves on the line is 20 

meters ( 65.6 ft.). The trolley wire carries 550 volts d.c. 
One dealer offers us inclosed motors ( two for each car) 

with series winding and auxiliary poles, developing 36 hp 
per hour with 550 volts and 540 r.p.m., with a gear ratio 
of 1 :5.1 , and gear cases. The efficiencv under full load is 
89 per cent. The power is understood to be measured in 
accordance with the regulations of the Association of Ger-
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man Electricians. A nother dealer recomm ends motors of 
similar descripti on , but with a gea r ratio of 1 :6.25. Our 
ca rs are to nm at a speed of 9 km per hour (5.57 m.p.h.) 
in the city streets, and of 13 km per hour ( 8.1 111.p.h. ) un 
the highways or suburban roads. 

In vi ew of the phys ica l feat ures of th e territory cove red 
by our system, which has long and steep grades as well 
as long sect ions that are practically hori zo nta l, we think 
th at a ratio of gea ring of l :6.25 would not give our cars 
~uffic ient speed unless compensation is provicled by increas
ing the motor speed, a measure which would result in ;i n 
increased cost of maintenance. 

\Vhat gear ratio will be the most desirable fo r us, aml 
what are the advantages or di sadv antages of each of the 
types o f equipment proposed ? 

MARTI N ECHEGARAY, 

Chairman of the Board of Directors. 

REPLY 

To select a proper motor fo r this service, speed-t ime and 
power curves should be plotted for th e two types of servic e, 
city and suburban. To do this accurately, in addition to 
the information furni shed, it would be necessa ry to have 
characteristic curves of the motors and to know th e diame
ter of the driving wheels, the number of stops per kil o
meter and their average length , also the length and char
acter of the grades. \Ve have taken the cha ract eri sti c 
curves of a standard 35-hp railway motor having an arm
ature speed of 575 r.p.m. when tak ing a current equal to 
its one-hour rating and have corrected these curves for gear 
ratios of I :5. l and 1 :6.25, assuming the diameter of the 
driving wheels as 30 in. (750 mm) and the average voltage 
at the motor terminals as 500 volts. From these curves, 
shown in Fig. 1, we have worked out th e speed-time and 
current curves shown in Fig. 2 for runs on level tangent 
track at a schedule speed of 13 km per hour. 

Curve 1, Fig. 2, is the speed-time curve for a train with 
1 :5. l gearing running 300 m ( 984 ft.). Curve 2 is for a 
train with 1 :6.25 gearing running 300 m and curve 3 is for 
a train with 1 :6.25 gearing running 400 m ( 1312 ft.). 
Curve 4 shows the current taken per motor with 1 :5. 1 gear
ing and curve 5 the current per motor with 1 :6.25 gearing. 
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Fig. 1-Speed and Tractive E ffort Curves for Two Gear 
Ratios 

These curves are calculated for the conditions shown in 
the accompanying table. 

Curve 2 shows that a train equipped with the 1 :6.25 gear
ing can make a schedule speed of 13 km an hour with a 
twenty-second stop every 300 meters and still hav e a rea
sonable margin for making up lost time, as the coasting 

time for thi s run is 28 per cent nf the total time consumed. 
By comµari ng curves 4 and 5 it is found that th e accelera

ti ng current µer motor is 71 amp with r :5 .1 gearing, and (i 2 

amp with l :6.25 gearing, and that the average current per 
motor for a run of 300 m, including stop, is 12.8 amp wi th 
1 :5. r gearing and 11.4 amp with l :6.25 gearing. The low-
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Fig. 2-Speed-Time and Current Curves with Two Gear 
Ratios 

-.,peed gea ring thus shows a saving in energy consumption 
1Jesides gr~atly reducing the temperature of the motors. 
T his advantage will be much more pronounced with the 
short runs and low schedule speed of the city se rvic e and 
will also prove of far greater advantage on the long, steep 
g rades. 

T he most sommon error in the selection of gearing has 
been to gear for high speed when the service gave no 
opportunity fo r using it to advantage. This improper 
selection of gear ratios alone has caused a loss of hundreds 
Gf thousands of dollars clue to overloads and consequent 

Weight of tra in, inc luding equipment and live load .......... ... 19 tons 
Average motor voltage ............... . ... .. ... ... ............ . 500 volts 
Length of run ...................... ...... ... ......... 300 m and 400 m 
Length of stop ... ...................................... -.... 20 seconds 
Schedul e of speed ............................ 13 kw (8.1 miles) per hour 
Initial acceleration ..•............. 2.4 kw (1.5 miles) per hour per second 
B raking r ate ....................... 2 kw (1.5 miles) per hour per second 
Track ............ .................... ............ 20 lb. (10 kg) oer ton 
Train resistance .............................. , ... .... Straight and level 

Characteristic curves of m otors as shown in Fig. 1. 

burn-outs of moto rs and the apparatus in power houses and 
substation s. Line losses have been great ly increased and 
large motors have been used where much small er ones 
would have done equally well if properly geared. T he 
best practice is to provide for rapid accelerati on. short 
coasting and rapid braking, and after the selection uf a 
motor which is suitabl e for this service the best gear ratio 
to use is th e lowest speed gear which will give the de"irecl 
schedule speed with a reasonable margin for safety. 

The curves which we have given will serve to illustrate 
the effect of different gear ratios. \\. e would furth er sug
gest that you consider motors a rranged for fie ld control, as 
tl:,ey a re particularly well adapted to just such service con
ditions as you have. You would thus be able to use a 
slow-speed motor wi th hi gh-gear ratio to its greatest ad
vantage. F ield control ·would produ~e more economical 
running in the slow-speed city sections, permit the use of 
a high-gear ratio fo r the grades and with the same geari ng 
produce a higher speed for the suburban dist rict--- than 
could be obtained wi th th e same size non-field control motor 
geared for th e local scLeclule.-Eos. 

The record of passenger train performances on the steam 
railroads of New York State for June, 1913, shows that 
during the month the number of train s run was 66.32_:; . Of 
th e number of trains run 84 per cent were on time at th e 
division terminal. T he average delay fo 1 each late train 
was twenty- fi ve minutes and the average delay fo, each 
train nm was four minutes. 
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A NEW RAILROAD WEED BURNER 

The \Vaynco railroad weed burner, manufactured by the 
\Vayne Process Company of Fort \\'ayne, Ind., is an im
proved form of the apparatus often used for burning weeds 
from the tracks of railroads. Its fuel is common kerosene 
oil which is vaporized in a large coil mounted on the car. 
T his, by special des ign, is reported to avoid the difficul ty 
heretofore encountered in a ll vapor izing burners in the 
frequent renewal of the vaporizing chamber made necessary 
by the effect of the decomposition of th e oi l upon its wall s. 
T he vapor-generating coi l contains several hundred feet of 
pipe which is heated by an auxiliary self-vaporizing burner. 
Oil under a pressure ranging from 50 lb. to 75 lb. per sq. in. 
is supplied from pressure tanks on the car to the coil and 
the coil is connected to a battery of burn ers on the rear of 
the car. 

Each burner produces a flam e 4 in. in diameter and 2 ft. 
long, and the burners are so arranged that the several 
flames uniformly spread over the ground and weeds. They 
a re inclosed by a hood which is lined with asbestos, and thi s 
serves to reta in the heat of the fl ames and refl ect it onto th e 
ground, thereby gr eatly intensifying th e effect. The high 
temperature, over 2000 deg., wi lts the g reen weeds down as 

Kerosene Weed Burner for Interurban Lines 

the car travels along, and if necessary, after they a re per
mitted to dry a little, the burner is again run over them in 
order that they shall be consumed. 

A throttle valve in the connection between the coil and 
the burners controls the passage of th e vapor to the burners 
and as many of the burners may be lighted as the operator 
may choose. The car may be driven at a speed of 3 m.p .h. 
or more, according to the height and quantity of the weeds, 
and 50 gal. to 60 gal. of oil an hour is consumed when the 
apparatus is running fuq blast. 

The air under prcssur~, is furnished by a standard air
brake compressor, and as , 

1
it does not flow out of the tank 

but simply forces th e oil fr.c;Jm the tank into the vaporizing 
coi l, the pump 1s rim only L.to keep the pressure above a 
minimum point, being cont~q)led by a sta ndard type of · 
governor. Consequently th,e , <;:onstant operati on of the 
comp r essor is not required as ),t is in the case of atomizing 
devices. A compressor that will furni sh 60 cu. ft. per hour 
is ample for the needs of th e machine. 

The accompanying illustration shows the equipment 
mounted on a short single car, but it may be applied to a 
double-truck car equally well. The auxiliary burner is 
started with alcohol or gasoline, and after it has reached 
the vaporizing temperature it beco1~es self-vaporizing. Its 
flame does not strike the large coil but heats a bushing 
within it, and the bushing in turn heats the large coil to 
vaporize the oil which flows into it. 

50-TON. 600-1200-VOLT FREIGHf LOCOMOTIVES FOR 
BRITISH COLUMBIA 

F ive 50-ton electric freight locomotives have recently 
been built for the British Columbia E lect ric Railway Com
pany, Vancouv er, B. C., similar to the 60-ton locomotives 
of the Southern Pacific Company which were described in 
the ELECTRIC RAILWAY JOURNAL for Oct. 5, 1912. They 

British Columbia Locomotive-Side View 

are of the double-truck type w,ith a steel central cab of 
steeple form. 

Each locomotive is equipped with four V✓estinghouse 
No. 308-D-3 box-frame commutating-pole 600-1200-volt 
railway motors and type HB unit switch control. For 
1200-volt operat ion two motors are permanently connected 
in seri es. The control equipment consists of the following 
apparatus: two master controll ers, two switch groups, two 
r eversers, one series-parall el switch, one line switch, one 
control res istor, two hand-operated change-over switches 
and two sets of storage batteries ( t en cells, each set giving 
20 volts). . 

A ll control equipment , except th e master controller, is 
inclosed in a wire cage supported by an angle-iron fram e
work in th e center of the locomotive cab. The grid re-

British Columbia Locomotive-Control Equipment 

sistors are mounted in the roof of the locomotive cab over 
the unit switch apparatus in a portion framed off and ven
tilated through the roof by means of two ventilators. The 
two master controllers have three running notches on 600 
volts and two on 1200 volts. 

An interesting item of this equipment is the series
parallel switch. This switch is controlled by a single-pole, 
double-throw knife switch at either end of the cab. On 
1200 volts the connections are so arranged on the change
over switch that the series-parallel switch is in the 1200-
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volt position connecting two motors in series regardless of 
the position of the knife switch. On 600 volts the connec
tions on the change-over switch ar e so altered on changing 
over to the 600-volt position that the motors of each pair 
by means of th e seri es-parallel switch may be thrown either 
two in series or two in parallel, whereas in the 1200-volt 
position the motors are two in se ri es only. This is of par
ticular advantage on 600 volts in accelera ting heavy loads. 
The motors are first connected four in series until the 
train is sta rted. The controller is then returned to the off 
position, and th e series-parall el switch is thrown to con
nect the motors of each pair in parallel. T he master con
troller is then operated to connect in ser ies pa ra llel and 
finally in parallel. In changing ove r from 1200 volt s to 
600 volts the resistances a re paralleled and the dynamotor 
circuits are also adjusted for 600 volts. A ll of thi s is done 
by the two change-over switches. 

The dynamotor-compressors a re used to fu rni sh com
pressed air for th e brakes and to control the blower fan 
(attached to the dynamotor sha ft ) which furni shes the a ir 
for ventilating the main motors. One of these sets 1.~ 

mounted under each end hood. 
These locomotives a re designed to negotiate curves of 

40-ft. radius, wh en running without tra iling loads. T heir 
principal dimensions a re as fo llows: ·wheelbase, rigid, 7 
ft. 4 in. , total, 25 ft.; driving wheels, diameter, 36 in.; jour
nals , 5 in. x 8 in.; width over a ll , IO ft. ; height of top 
of cab, 12 ft. , and length between coupler knu ckles, 36 ft. 
They weigh rno,ooo lb. each. T he equipment includes air 
and hand brakes on all wh eels, a ir sander s, a pilot and h ead 
light at each end, a bell gong and air whi stle. T he 6:Jo-volt 
locomotives of this company wer e described in the ELECTRIC 
RAILWAY JOURN AL for J an, 6, 1912, 

ELECTRO-PNEUMATIC VALVE FOR A.-C. CURRENT 

The "Z" armature electro-pneumatic valve magnet shown 
in the accompanying illustration has just been developed by 

th e U nion Switch & Signal Com
pany for the control of elect ro
pneumatic switch and signal ap
paratus by a lternating current. It 
consists essentially of a "Z'' a rm-

. ature rotating in a magnet ic fi eld, 
both armature and fi eld cores be
ing made of laminated iron. 
fhrough a lever the armature 
drives a crank of which one arm 
appea rs in the illustration and 
th e oth er arm of the crank presse$ 
clown on the head of th e pin valve 
stem when th e magnet is ene r
gized. The whole instrument is 
pronounced to be very compact, 
neat and efficient. The cover is 
made of aluminum and is de
signed to be screwed into place 
very readily. A spring is at-

Magnet Valve tached to th e cover to prevent 
it from working loose. 

UNION CLAMPS FOR METAL BLADES 

A clamp for holding metal signal blades in place has re
cently been put on th e market by the U nion Switch & Sig
nal Company. T he clamp is made of steel, stamped cold, 
sherardi zed and painted in two lengths suitable to the tape r 
of the blade grip with which it is to be used. Both lengths 
fit accura tely in the corrugations of the blade, and th e 
spacing of th e bolt holes is the same in each. T he deta il 
parts of the clamp include protecting pads of cow hai r 
which are placed between the clamps and the blad,e to pro
tect the enamel from abras ion and to take up any strain 

due to inequalit ies of the metal. These pads are of dif
fe rent lengths, corresponding to the clamps under which 
they a re used. Two pads are placed between the blade and 
the spectacl e a t right angles to the other two pads. N ut 
locks made of sheet steel are also used. A portion of the 
clamp is raised to act as a stiffener and to keep the bolt 
heads from turning. The nut locks, bolts and nuts are 
sherarclized . A ll of these parts can be made to fit any 
spectacle or metal blade. 

TYPE OF SOLID MANGA.NESE STEEL CROSSING 
INSTALLED BY PACIFIC ELECTRIC 

Owing to its unusually heavy rolling stock, which is 
operated in trains of six cars, the Pacific Electric Railway 
has found crossing frog maintenance a serious problem. 
In its recent practice the company has used solid man
ganese steel crossings to obtain max imum life, but it has 
also given a great deal of attention to methods of st rength
ening even th is type of crossing. The chief trouble ex
perienced has been that the points of impact in the cross
ing, when constructed 111 the usual way, are not directly 

Sec tion C-1.: 

Electric [{y. Journal 

Supported Hard-Center Crossing Installed by P acific 
Electric Railway at Los Angeles 

supported from below, and, in consequence, have dropped 
slightly. Hence the way department of this company has 
developed and installed a design of manganese crossing 
whi ch provides supports fo r the points of impact. This 
support is obtained by rep lac ing with diagonal webs the 
four-sided or, box-like web support in the old design. The 
intersection of these diagonal webs comes directly under 
the point of impact or the intersection of the gage lines of 
the runn ing rails. 

T he specifications ca ll fo r a crossing cast of solid man
ganese steel free from sh rinkage cracks and blow holes and 
perfect as to surface and alignment. The manufacturers 
found these requirements especially hard to meet owing 
to excessive sh r inkage in manganese steel castings. To 
replace the boxed web support with the diagonal webs pro
duced a critical condit ion so far as providing for shrink
age was concerned, making it difficult to obtain perfect 
cas tings. This trouble has been overcome, however, and 
satisfactory crossings are being manufactured. Plan and 
sections of this crossing are shown in the illustration. 

In explanation of the two running rails at I-ft. 2¼ -in. 
spacing shown in the illustration, it should be said that 
while the Pacific Electric Railway Company operates only 
standard-gage cars. the city line in Los A ngeles is equipped 
wi th a narrow gage ( 3 ft. 6 in.) and the crossing illus
trated is for a crossing of the two lines. The details shown 
in the clra,ving are to fit the Lorain Steel Company's sec
t ion No. 399. The crossing shown has been manufactured 
by the Edgar-Allen Manganese Steel Company, Wm. 
\Vharton, Jr., & Company, and the St. Louis Steel Foundry. 
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CENTER-ENTRANCE CARS FOR BUTTE, MONT. 

Four cente r-entrance cars of the type shown in th e ac
companying illustrations were recently shipp ed to the 
Butte ( '.\ font.) Electric Rai lway by the N iles Car & l\1anu
facturing Company , T he cars seat fifty-two passengers 
each and have already carried comfo rtably a total of rno 
passengers, a lth ough their length over the end sheathing is 
but 40 ft. Io in. The weight of a completely equipped car, 
including fou r 40-hp motors a: ncl air brakes, is about 36,000 
lb., or 692 lb. per seated passenger: the vv eight of the car 
body alone is q,ooo lb. The trucks are of the railway com
pany' s type as designed by J. S. \V athey, sup erintendent. 

T he principal fram ing members of this des ign are two 
center sills of 6-in. I-beams, which are bent clown warcl 
under the center vestibule or we ll and which extend the full 

car and is 9 in. below the main floor. Each side is fitted 
with two-panel doors which fold inwa rd in connection '"'·ith 
a fo lding step, a ll controlled by means of handles at the 
conductor 's station in the center of the vestibule. A folding 
seat extends along the devil-strip side of the vestibule, thus 

Butte Center-Entrance Car-Plan 

increa sing the seat ing capacity and preventing the opening 
of the idle doors. At the front encl , the motorman is sepa
rated from the passengers by means of iron pipe r a ils and 
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Butte Center-Entrance Car-General Exterior View 

length of the car from buffer to buffer. The sid e sills a re 
rein fo rced with ,½ -in. x 6-in st eel plates, cut out under the 
center vestibule, and 2-in. angles, also by under truss rods 
with turnbuckles. Q uartered oak and bronze trimmings 

Butte Center-Entrance Car-Interior View 

are used for the interior finish of the car and agasote for 
the single-arch cei ling. T he roof carries eight Globe venti
lators. The upper sashes are stationary, while the lower 
sashes are arranged to drop. 

The center vestibule is 6 ft. long fo r the full width of the 

light-excluding curtains. T he same control space at the 
rear of the car is utilized by standing passengers. The prin
cipal d1mens10ns of these cars follow: Length over the bur
fers, 41 ft . Io.; width over the side sheathing, 8 ft) 3¾ in.; 
width over all, 8 ft. 5,½ in. ; width of aisle, 23¼ in.; length 
of seats, 34 in. ; distance between seat centers, 29,½ in.; 
distance between bolster centers, 26 ft.; height under sills 
to top of roof, 8 ft . 3¾ in. 

TELEPHONE AND TROLLEY WIRES IN ENGLAND 

T he ;\fonicipal Tramway Association of England has 
lately accepted a proposal from the Postmaster-General 
with reference to trolley wires crossing telephone wires, 
which in E ngl and are now under the control of the Post 
Offi ce D epa rtm ent. T his proposal stated that there was now 
availab le an insulation material which will admit of the in
sul at ion of each wire crossing a power circuit at a com
paratively low cosL While not so satisfactory in som(; 
ways as guard wires, the department was prepared to adopt 
it on certain conditi ous. On the new system the cost of 
insulating a span of one circuit of two wires would be about 
$2.75. -:;:'h e department suggested that when a tramway 
contractor desired to avoid the erection of guard wires he 
should pay a first and final charge for each post office cross
ing averaging sixtee n wires (that is to say, any arrange
ment of wires under which all wires are terminated on one 
side at least on the same support) of $2r.85 when the post 
office is the fir st-comer and one-half that amount when it is 
the second-comer. The proposal to use insulated wire does 
not for the present apply to trunk wires and wires running 
parallel to power circuits for considerable distances. The 
department has agreed to charge $2.75 per circuit for sec
ond-comers and $1.38 for first-comers. 
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Ne-ws of Electric Railways 
Railway Men in Automobile Accident 

As the rcsnlt of a n automobile accident near D etroit, 
Mich. , on the evening of Aug. 9, Louis E. Beils tein, until 
rece ntly general manager of the Toledo Railways & Light 
Company, and James T. Ross, consulting e ng ineer of t h e 
Northern O hio Traction & Light Company and the Lake 
S hore E lectric Railway, lost their lives and J . F. Collin s, 
vice-president and gen eral manager of the Michiga n U nited 
Traction Company, and Edward F. Wickwire, sales m anager 
of the O hio Brass Company, Mansfield, Ohio, were seriously 
injured. Howard Davis, the chauffeur, was kill ed. Mr. 
Wickwire, who was ab le to talk after reachin g th e 'h osp ital, 
said that a ditch was encount ered suddenly on the outskirts 
of Wyandotte. The driver end eavored to turn the machine 
out, but the right front wheel collapsed and the machine 
turned over. Mr. Beilstein was thrown clear of th e car, 'but 
his neck was broken by the fall. Messrs. Ross, Collin s a nd 
Davis were pinned und er the car . Mr. Wickw ire was 
thrown clear of the wreck. Messrs. Ross and Davis were 
dead when th e car was right ed a nd Mr. Collin s was in a se
rious condition. He was taken t o E mergency Hospital at 
Ford City, near D etroit, while Mr. Wickwire was taken to 
Solvay Hospital a t D elray. The bodies of Messrs. Bei l
stein, Ross and Davis were removed to their homes. 

The plans for the trip from Toledo t o Jackson, Mich., 
were made in the o ffic e of the Lake Shore E lectr ic Railway 
at Cleveland. Charles Currie, genera l manager of th e 
Northern Ohio Traction & Light Company, accompanied 
the memb ers of the party to Toledo by train, but returned 
home whe n they started on the aut o trip. With the ex
ception of Mr. Collins the victims of the accident left 
Toledo early on Aug. 8 for Jackson, where they were 
joined by Mr. Collins. The party spent the afternoon of 
Aug. 8 and the morning of Aug. 9 inspecting th e line of 
the Michigan United Trac tion Company and on Saturday 
afternoon started for Toledo. 

Mr. Collins, who sustained a broken thigh, and Mr. Wick
wire, who has a broken ankle and is suffering from severe 
s trains, were both reported on A ug. 14 to be do ing well and 
no serious complications are expected to develop. 

Findings of Buffalo Arbitrators Modified 

Following the rejection by the employees of th e award 
o f -the board of arbitration named t o settle their g rievances 
w ith the International Railway, Buffalo, N. Y., Edward G. 
Connette. pre sident of the company, announced that he 
would ho ld a conference with a committ ee of the m en. Con
ferences were h eld on four days during the week ended Aug. 
9, and an agree m ent was r eached und er the t erms of which 
certain provisions in the report of the board were modified 
a nd the term of contract between the m en and th e com
pany was r educed from five years to three years. Provision 
is also made in th e agreement for an increase of 2 cents an 
hour in the wages paid to the shopmen and barnmen. This 
will g ive them a minimum wage of 24 cent s an h our. No 
provision for an increase in wages for these employees was 
made in the findings of the board of arbitration. A lth ough 
the agreement was made in writing, both sides say they are 
bound to secrecy until after the modified agreement has 
been ratified at a ge neral mass meeting of the m en. It was 
expected that this meeting would be held o n A ug. 14 or 15.· 

As soon as the agreement was reached, Edward G. Con
nette, president of the company, issued the following state
ment on its behalf: "All questions raised have been settled 
sat isfac torily and in accordance with the findings of the 
board of arbitration, excep t as to the t erm of the contract, 
which has, with the assent of the majority of the board of 
a rbitration, been reduced from five years to three years." 

William B. Fitzgerald, upon whose recommendation the 
men refused to accept the findings of the board, sa id: 

"Everything is n ow se ttled satisfactorily. The modified 
agre ement will not be made public until it has been ratified 
by the men. I h ave recommended that the n ew agreement 
be ratifi ed. It provides fo r wage increases n ot included in 
t he original fi ndin gs of the board of arbitration." 

Special Legislative Session in Minnesota 

Governor A. 0. Eberhart, of Minnesota, has announced 
tha t he wi ll call a special session of the Legislature this 
fa ll , principa lly to secure action on the proposed public 
utiliti es bi ll w hich a special legislative committee is now in
ves tigat ing. It has been charged that the committee is at
tempting to foster opposition to th e creation of a public 
utilities commission. Repre se ntative H. H. F lowers, Cleve
land, Minn., a member of the House public utilities com
mittee, has protested to Governor Eberhart concerning a 
letter sent out under the committee's authority by its secre
tary, D. H. Holbrook, Minneapoli s, the objectionable por
tion of which fo llows: 

"The Governor ha s announced his intention of calling a 
special sess ion of the Legislature to enact a general public 
nti li ty law. In a general way the plan propos ed contem
plates the appoin tment by the Governor of a commission of 
three men, who shall have comp lete control over the regula
tion of a ll water, e lec tri c a nd gas plants, st reet railways and 
telep h on e systems in the State , wheth er publicly or privately 
own ed, this commission t o have the power to valu e plants, 
Vix rates and regulate se rvi ce. It is further propose d to take 
away from the municipalities the right they now have to 
regu late utilities and grant franchises. This is a radical 
departure from the policy hitherto pursued in this State, and 
the committee is anxious to get an accurate ind ication of 
pub lic sentiment on this point. Do th e peop le of the villages 
and cities of Minnesota wish to continue to regu late th eir 
utilities or do they wish to surrender that privilege to an 
appointive state commission?" 

The committ ee is a lso sendi ng out circulars to mayors, 
city clerks and other persons of prominence ove r the State. 

H. A. Blair on the Chicago Traction Situation 

Henry A. B la ir, chairman of the board and of the finance 
committee of the Chicago (Ill.) Railways and a member of 
the governing committee of the Chicago Elevated Railways, 
wa s quot ed as fo llows by the Chicago Daily News on A ug. 7 
in a special dispatch from Paris, France: 

"After tramping through the streets of L ondon and Paris 
I am convinced that the chief transportation advantage -of 
these cit ies over Chicago is the speed with which cars are 
a llowed to run in the busiest thoroughfares. In centers 
where the traffic is nearly twice as h eavy as on the most 
congested corners in Chicago, street cars and autobuses 
push along at high speed the moment the crossing police
man signals. I saw in Piccadilly, London, a continuous 
procession of autobuses as far as the eye could reach, mov
ing quickly and continually a n d yet without the slightest 
inconvenience t o themselves o r to pedestrians. 

"Speed regulations in Chicago a re foo lish and must be 
revised before the city wi ll have adequate transportation. 
If the cars were allowed t o run faster not only would the 
passengers ge t to th eir destinations more quickly, but a crew 
could make another trip before the end of the shift, result
ing in a considerable saving to the company and a lso per
mitting many more cars to run. 

" The more I see of transportation in European cities the 
more I am convinced that the proposition we have made to 
the city of Chicago is the most remarkable ever made any
where. Chicago now has an exceptional opportunity to con
solidate all its transportat ion lines. · Of the Chicago City 
Rai lway's stock 97 per cent is h eld by J. P. Morgan & Com
pany, New York. Now that Mr. Morgan is dead the stock 
could readily be obtained, but once the trustees dispose of 
it throughout the country it would be extremely difficult to 
reassemble. 

"All the elevated railw ay stock is h eld by Frank R. Van
derlip, Samuel McRoberts and myself, so there is no difficul
ty there. The Chicago Railways securities are held by some 
3000 stockholders, but I am chairman of the finance com
mitt ee and so probably could influ enc e this organi zat ion. 
We, therefore, offe r to conso lidate a ll the lines with 5-cent 
fa res a nd universal transfers, a nd also t o begin work on the 
subway system, ext endin g it as the city's needs g r ow. In 
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return we ask 7 per cent profits and an indeterminate fran
chise, but g ive the city the right to take over the whole 
bu siness at any time. 

''The city, however, will allow only 5 per cent profit and 
a twenty-year franchise. The truth is that it is impossible 
to operate a traction system on such a basis, for the people 
wi ll not buy share s at such a low rate of intere s t and the 
banks wi ll no t take such a huge quantity of bonds falling 
due in twenty years. That is an absolute fact. 

"The trouble is that po liti cians of both parties u se th e 
tracti on qu es tion to gain th e people's sympathies, whereas 
they do not know the fi rst thing about running traction sys
tems, which is not a mere engineering feat but an intricate 
business propositio n requirin g high tech nical knowledge. 
In the m eantime, w hile the politician s o rat e and hind er 
progress, the people suffer." 

The Value of Publicity 

The J ournal of the Cleveland E n g ine ering Society dated 
July, 1913, contains the paper, "The Value of Publicity," 
presented before the members of the society on June 10, 

1913, by W. R. Rose, associate editor of the Cleveland 
Plain Dealer. Mr. Rose referred to the once supposed im
passab le dead lin e be twee n the new spaper and the engi
neering societi es. Co ntinuin g, he said: 

" It appears that the Cleveland Engineering Society has 
bee n a pioneer in it s friendly attitude toward n ewspapers. 
It can be congratu lated on this fac t. It can accept the as
sura nc e that thi s a lliance is hi gh ly g ratifying on the news
paper s ide of the once impassab le dead line. 

"Science, a little obtuse at times, wi ll learn that news
pap er s are not entirely devoted to baseball and casualties, 
to politics a nd gossip. The new spaper reaches out in 
countless directions. It wants the best that is avai lable 
and it wants it in prodig ious variety. It stretches a warm 
hand to science. It realizes that the annals of invention 
and technical achi eve m ent put romance to shame. It knows 
that the soldi ers of scien ce, bridge spinners, canal diggers, 
are the dauntless skirmi sh line of advancing civilization. 
Th e newspaper stretch es a hand for your copy, a ssuring 
you that the publi c is inter ested in your proceedings be
cause they advance public welfare. The newspaper offers 
you space in it s co lu mns, leaving to your judg m ent the 
selection of matter best calculated to interes t the layman 
reader. It asks you to refr ain in your rep orts from puz
zl ing t echnicalities-that the copy reader may rise and cail 
you blessed-an d as far as possible to cover a variety of 
the themes that shou ld m ak e a popular appeal." 

Developments in Connection with the Buffalo & Lake Erie 
Traction Reorganization 

The Ca nadian-American Power Co rporat ion, with prin
cipal offices in Niaga ra Falls, has been incorp orated in Al
bany t o develop and di str ibute e lec tricity in E ri e, Niagara, 
Orleans, Monroe, Chautauqua and Ca ttaraug us Counties. 
The corporation is cap ita lized at $ 4,000,000. Th e directors 
of the company are: E dwa rd G. Co nnet t e, president of the 
International R a ilway, Buffa lo; S. Reading B ertron, Mar
shall J. Dodge and F ra ncis T. H om er, New York, and Rod
man E. Griscom, Haverford, Pa. Mr. Co nnette says that 
the Canadian-American Powe r Co rp oration has been organ
ized to bring to the Ameri can sid e of th e Niag ara River 
46,000 hp of electrica l energy developed by the E lect ric 
D evelopment Company, Niagara Fall s, Ont., for use by the 
reorg anized electric railways out of Buffalo. 

Co nd emnation proceedin gs have been started by o fficials 
of the F rontier E lectric R ai lway, which proposes to con
struct an electric railway from Buffalo, N. Y., to N iagara 
Falls t o connect with th e Canadian Northern from N iagara 
Falls, Ont., to Toronto and points east, t o secur e a right
of-way through a parce l of land north o f North Tonawanda, 
N iagara County, N. Y., and La Salle. The company has 
bought o ne parce l of land outsid e of North Tonawanda and 
offic ia ls of the company .say they have m ore than 98 per 
cent of the right-of-way. Work on the lin e may be started 
next spring. The franchise through the viilages of North 
Tonawanda and Tonawanda will be vo id if work is no t start
ed before June 1, 1914. 

Recommendation to Enter Into Agreement with Detroit 
Company Adopted 

By a vote of 22 to 4, the Co mmo n Council of Detroit, 
Mich,. in special session on the eve ning of Aug. 7 repealed 
the ordinance requirin g t'he payment of rental of $300 a day 
by the Detroit United Railway a nd a dopted the recom
mendation made by Mayor Marx to enter into an agree
ment with the company on the t erms p;oposed by the com
pany on Aug . 5. The action of the Council will put into effect 
on Aug. 15 the plan of seven tickets for 25 cents, under the 
terms noted in the ELECTRIC RAILWAY J OURNAL of Aug. 9. 

vV. D. Mah on has prese nted a communication to the 
Mayor in which the employees of the company complain 
th a t th ey were n o t provided for in the agreement. Accord
ing to their view, they were not considered by the city ad
ministrati on or the company. A meeting had been fixed for 
th e eve nin g of Aug. 9 to con sider the matter. The men 
propose to ask an in crease in wages from 30 cents to• 35 
ce nts an ho ur maximum and a t en-hour workday to be 
co mpl eted in twelv e conse cutive h our s. 

Toronto Street Railway Rates 

T he Ma il a11d E mpire, T oro nto, O nt., publis'hed the follow
ing editorial on Aug. 7: 

"The Acting M_ayo r of th e city of Toronto is reported to 
have said that he is prepared to favor a flat I-cent rate for 
the whole civic system of stree t railways. Possibly he 
takes the v iew that so long as the city receives upward of 
$ 1,000,000 a year from the T o ronto Railway it ought to 
make the ope ra tion of it s own lin es a charge on that reve
nu e. But if th e city acquired th e T oront o Railway's system 
and operated th e entire stree t railway service, it is not to. 
be supp ose d that Mr. Church or any other member of the 
Counci l wo uld be in favor of lower fares than th o se at which 
the comp any now carries passengers. If any member of 
th e present Co uncil , or any candidate for a seat in the next 
Council , would favor fo r an a ll-city se rvice, supplied by the 
municipa lity, low er rat es than those charged by the com
pany, now is th e time for him to say so. 

" Fo r so m e tim e the Mayor ha s been negotiating for the 
pu rc hase of t h e T oro nto Railway. In these columns it has 
long bee n co nt en ded that the only way in which Toronto 
can proceed to provid e it se lf with an extended, well-de
veloped, unifi ed street railway system such as it now needs 
is by acquiring the Toronto Railway's rights and property 
her e. We have not b een led to that view by any partiality 
for public ownership. Toronto's experience of public own
ership is a warning against it. But the city has already ex
tend ed it s own er ship into street railway enterprise and is 
operating lin es at a loss. That venture has added confusion 
to a street railway situat ion that was already unsatisfactory. 
The street railway agreement provide s for less than half of 
the area now in cluded within- Toronto's bounds. The large 
proportion of th e Toronto Railway's g ross earnings t'hat 
goes int o th e city treasury ought to be used to develop 
the sys tem. But, of course, the company, which has to 
surrender that money, cannot so use it, and the City Council, 
which has the use of it, can hardly say what it does with it. 
At the same time, the population grows at the rate of more 
than 20,000 a year and expa nd s over a constantly widening 
site. There mu st be a change, and we can see nothing bet
ter than the application to the whole of the public owner
ship that ha s been appli ed to the part. 

''The ~Mail and E111pire would strongly oppose any scheme 
that would put the control of t'he system in the hands of the 
City Council. Unless a properly constituted commission is 
provided for in advan ce o f the purchase and unless men of 
the highest trust and business capacity are selected the pur
chase sh ould be opposed. In the hands of the City Council 
the system would be admini stered by statesmanship of th e 
'one-cent flat rate' type. " 

Chicago Convention Train Arrangements 

The transportation committee for Chicago, northern Illi
nois and Wisconsin has arranged _w ith the Pennsylvania 
lines to run a special all-steel train from Chicago to the At
lantic City convention. The train will consist of comP,art
ments, observation car, library, club car, baggage car, stand-



AUGUST 16, 1913. j ELECTRIC RAILWAY JOURNAL 2 77 

a rd sleepers a nd two dining cars, a nd wi ll L> e elec tric lig hted 
throug hout. The train leaves Chicago a t 10.30 a. 111. Sun
day, Oct. 12, and will arrive in At la nti c City auout 9.30 a. m. 
th e fo ll owing day. Harry L. Monroe, of th e Ge ne ral E lec
tric Compa ny, has been elect ed chairm an of th e enterta in
m ent committee, and he and hi s ass istant s wi ll und oubted ly 
do everything poss ible to enterta in a ll th e d ele ga tes a nd 
gues ts . 

New Long Island Road Opened.-Thc Freeport Rai lroa d 
has been completed and plac ed in ope ra tio n between th e 
depot of the Long I s land Railroad and th e t erminal of th e 
Great South Bay Fe rry Company. Thomas P . C. Forb es. 
Jr., is president of th e company and Ro land M. Lamb is 
treasurer. 

Municipal Railway Terminal Proposed for San Francisco. 
-The Board of Supervi sor s of San Franc isco, Ca l. , has 
adop ted a resolution directin g th e city eng in eer to mak e a 
preliminary study of th e amount of ground required to 
provide a suitabl e railway termina l at the foot of Market 
Street under municipal control. 

Compulsory Electrification Bill Introduced at Washing
ton.-Represe ntative Charl es M. Thompson , a Progressive 
Republican, of Illinois, has introduced a !J ill in the House 
a t vVashin gton to comp el railroads ente rin g Washington to 
electrify th eir lines within a ra diu s of a scor e of mil es of th e 
border of the District of Columbi a. 

Progress on New Road.-Th e new interurban elec tric 
railway between Grand R apid s a nd Ka la mazoo and the A l
legan division of the Michigan Ce ntra l Railway from A l
legan to Battle Creek a r e both o n e enterprise. The property 
is in process of construction or alteration by th e Mic hi gan 
Railway Engineering Company, Ja ckson, Mich. , and it is ex
pected in the near future to operat e be twee n Gra nd Rapids, 
I(alamazoo, Battle Cre ek and A ll egan. It is understood 
that the property will be kn own as the Michi gan & Chicago 
Railroad. 

Mr. Mitten on the Philadelphia Transit Plans.-Thomas 
E. Mitten, chairman of th e executiv e committ ee of th e 
P hila delphia (Pa.) Rapid Transit Company, ha s written 
to Transit Commissioner Taylor to the effec t that th e ques
tion as to participation of the compa ny in th e elevated and 
subway development plans prepa red by Mr. Taylor cannot 
!Je answered until the r eturn of E. T. Stotesuury, chairman 
of the board, who is now in E urop e. Mr. Mitten is r eported 
to have said that he intends to analyze the rec ommendations 
in order to prepare a report on them fo r th e consideration 
of the directors of the Philadelphia Rapid Tran sit Comp any. 

Bus and Coach Line Certificates.-The Public Service 
Commission of the Second District o f N ew York is in 
receipt of a large number of applicati ons for cert ificates 
of convenience and necessity from p erson s and corpora
tions desiring to operate stage coaches and auto bus lin es 
over what are commonly known as "good roads" in vari
ous sections of the State. All operating lin es over im
proved state highways are required by Chapter 495 of the 
Laws of 1913 to apply to the commission for a certificate 
as the basis of their operation. In many counties such 
stage coaches and auto bus lines are being oper ated with
out apparently any attention to this lega l requirement, but 
the commission is in daily receipt of new applications. 

Baltimore Ccmpany Wins Paving Case.-The Court of 
Appeals of Maryland has announc ed that th e United Rail
ways & Electric Company will have to bea r no part of the 
$5,000 ooo now being expended by the paving commission in 
improving local streets. The court flatl y decided that th e 
city cannot hold the company for any portion of the mon ey 
so to be spent. The estimated saving to the company is 
$1,500,000. The decision of the Appellate Court is merely 
a memorandum opinion to the effect th at the city cannot 
hold the company for the cost of r epavin g Linden Avenue, 
between Dolphin· Street and North Avenue. The ground 
on which the decision was based wi ll not be known until 
next October, when the court reconvenes. 

Probable Controversy as to Value of Tracks.-The Sut
ter Street Railway, San Francisco, Cal., ha s present ed to 
the city of San Francisco a demand for $25,000, as the city's 
,;hare of the purchase of th e outer tracks on lower Market 
Street. The city uses the tracks for the Geary Street Munic-

ipa l Rai lway, an d the Sutter Street cars of the United Rail
roads a lso run over th em. The demand was referred to the 
ci ty eng in eer by the public ut ili ties committee of the Board 
of Sup e rvi sors, w hi ch maintained that t li e company's fig
ure s, $51,706, p robably represented the actual cost of the 
roadb ed a11d tracks, w ith out a llowance for depreciation. 
H alf of the company's appraiscment is $25,853, !Jut uy the 
terms o f the agreement with th e railway the city's s hare was 
to be no g r eate r th an $25,000. 

Successor Commission to the Ohio Public Utilit ies Com
mission.-O n A ug. 8 the l'u!Jlic Uti liti es Commission of 
O hi o passed out of existence to give place to another com
mi ss ion, provided fo r in a law passed by the Legislature 
last wi nter. The m emuers of th e new body have not been 
nam ed and Governor Cox has stated that the m embers of 
t he o ld co mmission wi ll hold over until new m ember s are 
nam ed. It is said that h e ha s practically decided upon 
Judge D ec hant, Midd letown, and O li ver Hughes, Co lumbus. 
Both are Democrats and the latte r was a member of the 
old commission. J ohn L. Sullivan, East Liverpool, has 
L>een spoken of for th e third member. Governor Cox, it is 
sa id, wi ll appoint a member of the so-call ed Progressive 
party to work with the two Democratic members. 

Interborough Company Power Improvements.-As previ
ously n oted in th e ELECTRIC RAILWAY J OURNAL, the Inter
borough Rap id Transit Comp any, New York, N. Y., has 
awa rded to the vVes tinghouse Machine Company the con
t ract for three 30,000-kw steam turbo-generator units for in
s tall ati on in the Seventy-fourth Street station to assist in 
su pplying energy for operating the en la r ged New York sub
way. It is under s tood tha t the company expects to put a ll 
the generatin g equ ipm ent fo r the new subways in the exist
ing power station, this bei ng possible on account of the 
smaller a rea tak en by the m ode rn units. It is not expected 
to add any m or e room fo r boilers. The additiona l steam 
capacity wi ll be secu r ed from supe rhea ters and improved 
g rates a nd s toker s, and it is not thought likely that any ma
te rial chan ges wi ll be necessary in the boilers. 

Newark Franchise Grants in Connection with Terminal 
Plans.-F ive of th e twe nty-nine franchi ses sought by the 
P uu li c Service Railway, Newark, N. J ., in connect ion with 
tile proposed elect ric rai lway termina l have been granted uy 
the Board of \Vorks. Action was deferred on other fran
chi ses that have passed first and second reading, and the 
publi c hearing on some was continu ed fo r one week, while 
s ix app li ca ti on s remained untouched. The franchises grant
ed are for fifty yea r s a nd will become effective if accepted 
by t he compa ny with in twenty days. Whi le no ne has any 
immediate bearing on the terminal, they wi ll all be employed 
in the operat ion of the system that will he created w hen 
the terminal becomes a r eaiity. T he company has substitut
ed a new app lication for the franchise to run an elevated 
structure over Pine Stre et t o the second floor of the ter
mina l in Park P lace. 

Consent Asked for Additional Tunnels Under East River. 
- Th e Publ ic Service Commission fo r the First D istrict of 
New York has written to the Secretary of War asking th e 
consent of the United States gove rnment to the construc
tion of two tunn els und er the East River, fo r opera tion by 
the Int erborongh Rapid Transit Company and th e New 
York Municipal Railway Corporation under the dual system 
contracts. As th e War Department ha s jurisdiction over 
navigable streams, its consent is necessary before the city 
can p rocee d with the construction of a tunnel under any 
such stream. O ne of the tunnels wi ll be built under the 
river from O ld Slip, on t he Ma nh attan sid e, t o Clark Street, 
on the Brooklyn side. Thi s will be used by the Inter
borough Rapid Transit Company and will connect throu gh 
William Street an d Park Place with the proposed West 
Side extension of th e existin g subway up Seventh Avenue, 
on the Manhattan side, and wi th the existing subway in 
Brookl y n. The oth er tunn el wi ll run from Whitehall Street, 
Manhattan, to Mon tague Street, Brooklyn. It will be oper
ated by the Brooklyn company. and wi ll co nn ect on the 
Manhattan side wi th both the Nassau Street extension of 
the Centre Street Loop subway a nd the subway running 
up Broadway. On th e Brookl yn si de it wi ll connect with 
t he Fourth Avenue subway. These tunnels wi ll be built 
not less than 45 ft. below the m ea n low-water mark. as 
estab li shed by the govern ment. 
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Financial and Corporate 
Stock and Money Markets 

Aug. 13, 1913. 
In the early trading on the New Y ork Stock Exc hange to

day persistent buying fo rced many issues to new high levels. 
During the afternoon the t on e became irregular, with a de
crease in th e buying. A numb er of specialties made mate
rial gains fo r the day, but the majority of the issues, after 
som e vigo rous advances, showed slight net losses in the 
fi nal dealings. Rates in the money market to-day were: 
Call , 2 @ 2½ per cent; s ixty days, 3½ @ 4 per cent; ninety 
days, 4 ½ @ 4¼ per cent; four m onths, 4¾ @ 5 per cent; five 
months, s½ @ s¼ per ce nt ; s ix months, s½ @ s¼ per cent. 

A ll the Philadelphia s tocks close d dull but fi rm, with 
s lig ht r ecess io ns from the top prices. 

Stocks w ere stro ng in Chi cago to-day and bonds were 
s teady. 

In Boston st ocks ope ned dull to-day. There were a few 
recessions fro m the previous day's cl osing prices. Later 
there was a b roa dening o f interest in the marke t. 

The Baltimore market as a whole tended higher to-day. 
Pennsylvania Water Power issues were a feature. The 
s tock transactions totaled 1370 sha r es; the transactions in 
bonds amounted t o $47,000. 

Quotations of traction and manufacturing securities as 
compa red with last w eek follow: 

Aug. 6. 
American Brake Shoe & Foundry (common) ........... 90¼ 
Amer ican Brake Shoe & Foundry (preferred) ...•.... 129 
American Cities Com pany (common)........ . . . . . . . . 37 ½ 
Am erica n Cities Company (preferred).............. 65½ 
American Light & Traction Company (common) .... 345 
American Light & Traction Company (preferred) ..... 104 
American Railways Company................ . ..... .. 38 
Aurora, E lgin & Ch!cago Ra! lroad (common)..... . . . 39½ 
Auro ra Elgin & Chicago Railroad (preferred)..... . . 82 
Boston 'Elevated Railway. .... ... .... . . . . . . . . . . . . . . . . 91 
Boston Suburban E lectric Companies (common)...... 7 ½ 
Boston Suburban E lectric Companies (preferred)..... 55 
Boston & Worcester Electric Companies (common).... *8 
Boston & W orcester E lec tric Companies (preferred) .. *42 
Brooklyn Rapid Transit Company..... ............... 88½ 
Capital Traction Company, W ashington .............. 115 
Chicago City Railway . ...... .. ..............•...... *165 
Chi cago Elevated Railways· (common) ............... *25½ 
Chicago Elevated Railways (preferred) .............. *7 5 
Chi cago Ra ilways, ptcptg., ctf. 1 ..................... *92 
Chicago Railways, ptcptg., ctf. 2 ....... ........... .. 27¼ 
Chicago Ra ilways, ptcptg., ct£. 3.......... .. ....... .. *7½ 
Chicago Railways, ptcptg., ctf. 4..................... *2½ 
Cincinnati S treet Railway .......................... all0 
Cleveland Rail way ... . ......... .................... a 102¼ 
Cleve land, Southwestern & Columbus Ry. (common).. *6 
Cleveland Southwestern & Columbus R y. (preferred) .. *29 
Columbus' Railway & Light Company......... . . . . . . . 18 
Columbus Railway (comm on) ....................... a69 
Columbus Railway (preferred) ...................... a90 
Denver & Northwester n Railway .................... *107 
Detr oit United Railway .. .. ......................... a70 
General Electric Company. . . . . . . . . . . . . . . . . . . . . . . . . . 140 
Georgia Rail way & Electric Compa ny (common) ...... al 14 ¼ 
Georgia Railway & Electric Com pany (preferred) .... *82 ½ 
Inter borough Metropolita n Company (common)..... 15 ¼ 
Interborough Metropolitan Company (preferred)...... 58 ¼ 
International Traction Compa ny (common) ........... *30 
Intern at ional Traction Company (preferred) .•....... *95 
Kansas City Ra ilway & Light Company (common) .... *15 
Kansas City R ailway & Light Company (preferred) .. *36 
Lake Shore El ectric Railway (common)... . . . . . . . . . . . *9 
Lake Shore E lectric Railway ( 1st preferred) . . . . . . . . . *90 
Lake Shore Electric Railway (2d preferred) ........ *25 
\1anhatfan Railway .... .. .......................... 126 
Massachusetts E lectr ic Compan ies (common) ......... *14 ½ 
Massachusetts Electric Compani es (preferred)....... 74 ½ 
Milwaukee Electric Rail way & Light Co. (pre ferred) .. *90 
Norfolk Railway & Light Com pany................ .. 25 
North Amer ica n Company... .. . .. ................... 70 ½ 
Nor thern Ohio Light & T raction Company (common). . a 70 
Northern Ohio Light & Traction Compa ny (preferred) . a lO0 
Phil adelphia Company, Pittsburgh (common)........ 42 
P hiladelphia Company, Pittsburgh (preferred)......... 40 
Philadelphia Rapid Transit Company................. 23 ¼ 
Portland Railway, Light & Power Company .......... *58 
Public Service Corporati on ... ...... .. .. . . ........... 108 
Third Avenue Railway, New York. .. ............... 35¼ 
Toledo Railways & Light Company ..... .............. *12 
T win City Rapid Transit Co., Minn eapol is (common) .. 104 ¼ 
Union Traction Company of Ind ian a (common ) ...... *4½ 
U nion Traction Company of Indiana (1st preferred) .. *80 
Union Traction Company of Indi ana (2d preferred) .. *30 
United Rys . & Electric Company (Baltimore)........ 26¾ 
United Rys. Inv. Company (common) ..... . .... .. .. *23 
U nited Rys. Inv. Company (prefer red) .............. *42 
Vi rgin ia Railway & Power Compan y (common)...... 53 
Vi r ginia Ra il way & Power Company (preferred) ..... *89 
Washin gton Rv. ,'\: Flectric Compan y (common).. .... 91 
Washington Ry. & Electric Company (p r eferred).. .... 88¼ 
West End Street Railway, Boston (common)........ 72 
West End Street Railway, Boston (preferred) ... .-.. .. 88 
Westinghouse Elec. , & .. Mfg . . Company ...... , ... ·,; ... , · ,63 ,½ 
Westinghouse Elec. & l\f fg. Company (1st preferred) . . 111 1 

*Last sale. a Asked. 
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ANNUAL REPORT 

Havana Electric Railway, Light & Power Company 

The Havana Electric Railway, Light & Power Company, 
Havana, Cuba, has published a report for the period ended 
Dec. 31, 1912. In this report F. Steinhart, president of the 
company, says in part: 

"It is well known to many of you that for some time past 
the management of the Havana Electric Railway has had 
under consideration the question of entering into the electric 
lighting and power business in the city of Havana and its 
suburbs, and as well the method of raising the large amount 
of capital required for that purpose, and that one of the 
propositions considered was the amalgamation oi the inter
ests of the shareholders of that company with those of the 
stockholders of the Compafiia de Gas y Electricidad de la 
Habana, which company controls practically all the lighting, 
both gas and electric, in the city. 

"After careful consideration, bearing in mind that many 
of the leading families of Havana have their fortunes in
vested in stocks of both the companies mentioned and to 
avoid great harm to the money value of said securities, a 
plan for the amalgamation of the Havana Electric Railway 
and the Compafiia de Gas y Electricidad de la Habana was 
formulated by Messrs. Speyer & Company of New York, 
under date of March 8, 1912, and as a result thereof your 
company, the Havana Electric Railway, Light & Power 
Company, was ·incorporated under the laws of the State of 
New Jersey under date of March 26, 1912, with the objects, 
among many others, of acquiring and holding $5,ocx;,000 par 
value, or any less amount, of the preferred capital stock of 
the Havana Electric Railway, $7,500,000 par value, or any 
less amount, of the common capital stock of the last men
tion ed company, and $6,000,000 of the capital stock of the 
Compaiiia de Ga s y Electricidad de la Habana, and to con
struct in th e W est India Islands, acquire, improve, develop. 
o p erate and mana ge railways, wharves, piers, docks, ware
ho u ses, harbo rs, dams, tunnels, bridges, viaducts, subways, 
conduits and pipe lines in said islands, together with any 
o ther building s or works capable of being advantageousl y 
used in the transportation or care of freight or passengers. 
or the laying of cables, wires, pipes, etc., to generate. ac
cumulate, di st ribute and supply electricity and gas for light, 
h ea t, p ower, s ig nal s and o ther purposes; to construe t, own 
and operate lines for the conveyance of electric current for 
telegraph, telephone, cable and other purposes; to construct, 
own and operate electric telephone exchanges; to m a k e. 
own, sell or lease the machines, instruments, apparatus and 
o ther equipment necessary for the generatio n , di stribution, 
accumulation and employment of gas and electricity or 
either of them for any purpose; to manufacture, use and sell 
gas and electricity or either of them for any and all lawfuI 
purposes, etc. 

"The fusion or amalgamation was agreed upon to date 
from April 1, 1912, and consequently thi s first report covers 
o nly a period of nine months. 

"The plan formulated by Speyer & Company, New York, 
ha s met the approval of all, as is shown by the fact that on 
Dec. 31, 1912, 59,279.74 shares of the Compafiia de Gas y 
E lectricidad de la Habana had been deposited for the pur
pose o f exchange for securities of your company, and of the 
Havana Electric Railway stock 49,455 preferred and 74,462.12 
common shares had been deposited for like purpose. 

" Negotiation s have been entered into for the construction 
of a new and modern 37,500-kw electric power plant, also 
for a new enriched water-gas plant consi sting of two dupli
cate unit s, each with a capacity of 3,500,000 cu. ft. per day. 

"It is exp ec ted that th e gas plant will be completed and 
ready for operatio n in July of the coming year and that the 
electric plant will be in regular service early in 1914. 

"The island o f Cuba is in a highly prosperous condition. 
J nves tments in productive industries have yielded most en
couraging returns and are being extended on a large scale. 
J mportant and long-needed improvements are being carried 
out in tb e harbor and water front of Havana which will in
crease th e capacity and effectiveness of the port, in connec
tion with which the railroad freight terminals are being ex
tended and have already been greatly improved duri11g the 
past year. A new and modern union passenger termin~l ha~ 
just been put into operation. ' · · ·· · 
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"The growth of population in Havana a nd its environs 
has bee n large a nd who leso m e a s shown by th e unusual 
amount of building construction, especially in the newer 
reside nce district s, a nd th e extrem e scarcity of unoccupied 
buildin gs of any so rt, toge th er with the steady increase in 
the s treet railway traffic. 

"There is every reason to be lieve that the prosperity and 
confidence felt throug hout the island a nd especia lly in this 
city, its commercial center, will be r eflected in the earnings 
and growth of your company, which is prepared with every 
neces sary element in order to meet whatever demand s of a 
private or public nature will be made upon it in the illumi
nation and transportatio n necess iti es of the city and it s 
suburbs. 

" In ·conclusion we wish to exp r ess our s incere app rec ia
tion of the earnest and untiring effort s of the management 
and the entire staff of employees during the period cove r ed 
by this report, which the heavy demands incid ent to th e con
solidation and reorganiza tio n of th e compa ny, in addition 
to their u sual dutie s, have mad e exceptio na lly difficult and 
arduous to all." 

A table was attached to the report , from which was ob
tained the following revenu e and profit a nd loss sta t em ent 
for the nine month s ended D ec. 31 , 19 12: 
Earnings : 

Sale of electricity ••...••.......•..•.•••••.••.. $959,781 
Sale of gas.. ................. ................. 529,795 
Miscellaneous . . . . . . . • . . • . . . . . . . . . . . . . • • • • • . • • • • 163,567 

Gross ea rnings . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . • . . . . . • . . $1,653,144 
Operating ex penses: 

Electric light departme!lt. ...................... $278,989 
Gas department •.. . . . • . . . . . . . . . . . . . . . . . . . . . . . . . 261,481 

Total operating expenses.. . . . . . . . . . . . . . . . . . . . . . . . . . . . . 540,470 

Net earnings from operation. . . . . . . . . . . . . . . . . . . . . . . . . . . $I, 112,674 
Income from securities owneq............................. 487,247 

Total income for period............................... $1,599,921 
Deductions from income: 

Taxes ........... .. ..... ....................••.. $41,624 
Interest . • . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . 476,047 

Total deductions from income. . . . . . . . . . . . . . . . . . . . . . . . . SI 7,672 

Net profits . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . $1,082,249 
Dividend No. I, 3 per cent on $15,000,000 of pre-

ferred stock, Nov. 16, 1912 ..................... $450,000 
Dividend No. 1, 2 ¼ per cent on $15,000,000 of 

common stock, Nov. 16, 1912...... ............. 337,500 

Total dividends . . . . . . . . . . . . . . . . . . • . . . . . . . . . . . . . . . . . . . 787,500 

Profit and loss balance............................ ..... .. . $294,749 

Appended to the above report there was also a statement 
from Warren Bicknell, president o f the Havana Electric 
Railway. which was one of the parties to th e amalgamation 
forming the new corporation, the Havana Railway, Light & 
Power Company. 

This statement regarding the Havana E lectric Railway 
follows in part: 

"The gross earnings of the railway and stage properties 
o f the Havana Electric Railway for the years 1907-1912, 
inclu sive , were as follows : · 

Increase 

Earnings 
in Percentage 

Over Previous Year 
1907 .. ... .. ..... ............... .. ... $2,143,122 
1908 ................................ 2,276,807 
1909 ................................ 2,488,647 
1910 ................................ 2,656,979 
1911 ................................ 2,991,501 
1912 ................................ 3,144.141 

6.23 
9.30 
6.76 

12.59 
5.10 

"The following is a condensed statement of the result s of 
o peration of the properties of your company for the yea r 
1912: 
Gross earnings .... ......... ... .......... .... .. ... ....... . 
Operating expenses ...................................... . 

Earnings less operating expenses ........................ . 
F ixe<l · charges a nd taxes ...... ....................... . .... . 

Other income ......................................... . 

$3,144,141 
1.626.380 

$1,517,761 
493,87 3 

$1.023.888 
26.502 

Surplus earnings for the year available for use of company $1,050,390 
Surplus Jan. 1, 1912, adjusted ....... . ... .. . ...... $1,327,208 
Amortized bond discount . . . . . . . . . . . . . . . . . . . . . . . . 201.616 

1.125,592 

Total ........................ , .................... .. . $2,17 5,982 
Dividends raid during yea r 1912: 

6 per cent on preferred shares............ ...... $300.000 
6 per cent on common shares................... 450,000 

Mile, 
Single-track mileage owned Dec. 31, 1912 ........................ 65.70 
Revenue track mileage owned Dec. 31, 1912 .................... , 55.90 
Average revenue track mileage operated durin,g 1912 ............. 55.15 

Operating 
Railway 
Mileage 

1906. .. .. . so 
1907. ..... 50 
1908.. . . . . 50.4 
1909. . . . . . 51.5 
1910 ... . . . 51.5 
1911. ... . . 53.9 
1912.... . . 55.15 

Gross Railway 
Earnings per 
Track Mile 

$31,406 
36,218 
38,448 
40,908 
44,128 
48,016 
49,939 

Net Ra il way 
Earnings per 
T rack Mile 

$12,252 
16,923 
19,168 
22 ,360 
23 ,600 
25 ,535 
26,165 

Ra tio Operat· 
ing Ex penses 

t o Gross Earn• 
ings (per Cent) 

60.98 
53 .27 
50.15 
45.34 
46. 52 
46.82 
47.5 9 

Stage Lines : 1911 1912 
$390,001 

315,279 
Gross earnings . .......•. .••.•. ... ...•.••. ..... $403,4 51 
Operating expenses . . . . . . . . • . . . . . . . • • • • . . . . . . . 307,617 

Net earnings . • . . . . . . . . . . . . . . • . . . . . . • . . . • . . . . $95,834 $74,722 

"The s t atements of earnings contained in thi s r epo rt are 
exceedi n g ly g ra ti fying to your o fficer s and directo rs, and 
when the difficultie s attending the operation of the prop erty 
are t ak en into co nsideration, it will be appreciated that g reat 
credit is due to Genera l Manager Steinhart and his operating 
o r gani zatio n fo r the exce llent results which they have ob
tained with the property. 

''It affords me g ratification to report that th e plans fo rm
ulted for th e amalgamati on of the properties of the Havana 
Gas & Electric Company a nd the Havana Electric Railway 
have received the h earty approval of the shareholders of 
your company, evid en ce d by th e deposit of shares aggregat
ing over 99 per cent of all o utstan din g shares for conversion 
into shares of th e n ew corp ora tio n. w hi ch it is propos ed 
will be known as the Havana Electric Rai lway, Light & 
Power Compa ny. 

''I t is contemplated th at the legal s teps neces sary for the 
co mplete fusion of the Havana Electric Rai lway with the 
Havana Electric Railway, Light & Power Company will be 
take n a t an early date ." 

Calgary Municipal Street Railway 

The city clerk of Calgary, Can. , has compiled a manual 
o f 166 pages in r egard to the municipa l undertakin gs of the 
c ity, a co nsid er ab le part of which is devoted to a r eview of 
th e Calgary Municipal Street Railway. Figures of earn
in gs are presented from July 5, 1909, to June 30, 1910, from 
July 1, 1910, to June 30, 1911, from July 1, 1911, to Jun e 30, 
1912, a nd fo r the four m o nths ended Oct. 31, 1912. The 
system in Calgary was placed in operation o n July 5, 1909, 
w ith two cars. On July 1, 1910, there were fifteen car s in 
servic e; on July 1, 1911 , twenty-two cars; o n July 1, 1912, 
fo rty-eight cars, and o n Dec. 31 , 1912, fifty-four ca r s. The 
sys tem as first ope ned comprised 3 mile s of track, whereas 
on D ec. 31, 1912, there were 59 miles of track. S e rv ice was 
begun with s ixt ee n employees, wh er eas on Dec. 31, 1912, 
there were 269 employees. Since 1905 the population has 
increased from 12,500 to 85,000 for 1913, es timated. Th e 
sys t em is operated by the city commission, consisting of 
Mayor J . W. Mit chell, chairman; A. G. Graves a nd S. J. 
Clark as commissi oners, with T. H. McCauley as superin
tendent. 

The p ower department is operated separately from the 
railway a nd supplies the city with light and power a nd 
charges the railway for such power as it uses at 2 cent s 
per kw-hr. F ive classes of tickets are sold. nam ely, school 
tickets, good to and from school for adults and any time 
fo r children , ten for 25 cents; work tickets , good morning 
a nd eve ning . e ig ht for 25 cents; ordinary tickets , good a ny 
tim e, six fo r 25 cents; o rdinary tickets in book form in 
lo t s of tw enty-five at $1, and pads of civic emp loyees' 
ticket s, thirty fo r $1, the latter charged to the departments 
in which th ey are used. No passes are issued. Transfers 
a r e m ade over the different routes at ten different points in 
the c ity and the establi shment of a special labor . fare be
tween 12 noon a nd 2 p. m. is being con sidered. Employee s 
ar e paid a slidin g scale as fo llows: fi r st thre e months ' 
se r vice, 28 cents an hour; second six months, 30 cents an 
hour; seco nd year, 32 ce nt s an hour; third year, 34 cents 
an hour, and after the third year , 35 cents an hour. A sick 
bene fi t asso ciation ha s been establi shed amon g the m en 
and free c lu b room s have been provided. 

The statement of earning s from July 1, 1911 , to Jun e 30, 
1912. a s contai ned in the report, sh ows the surplu s fro m 
operation to be $196,639 a nd the net profit to be $rn7,253. 
During the year m entio ned 12.941,536 passengers were car
ried and the ca r mileage was 1.643.328. 
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Birmingham-Tuscaloosa Railway & Utilities Company, 
Birmingham, Ala.-T he Birmin g ham -Tuscaloosa Railway & 
Ut iliti es Com pa ny, w hich was incorpo rated in A laba ma in 
February, 19 13, w ith $3,500,oco of capital stock, has fi led a 
mortgage to the Fidelity Trust Company, P hilade lphia, Pa., 
as t rustee, to secure an isst:e of $5,oco,000 of S per ce nt 
bonds, dated l\1arch 1, 1913, and due l\1arch 1, 1938, and has 
p ledged t he. enti re lot a s collateral for an issue of $3,500,000 
of 6 per cent t hree-year notes dated l\1ay·1, 1913, due Mayr, 
1916. The notes a re subject to call on and after Nov. I, 

1913, at IOI and interest. T he proceeds of th e notes wi ll be 
used for improvements and additions to the p lant s in 
Tuscaloosa and to extend th e elec tric ra ilway to B irming
ham, more t han 50 m iles. T he Birmingham-Tuscaloosa 
Railway & Utilities Secur ities Compa ny was in corporated 
in Virginia in March, 1913, as a ho ldin g com pan y w ith 
$3,500,oco of stock a nd owns the ent ire stock of t he Birm in g
ham-Tuscaloosa Railway & Utilities Co m pa ny. 

Brantford ( Ont.) Street Railway.-Cou r t ac tion s have 
been commenced by t he city of Brantford against th e 
Bran t fo r d Street Ra ilway to r ecover th is yea r 's st ree t 
railway taxes. T he street rai lway owes· th e city approxi
mateiy $29,000, and two act ions have bee n en t ered to re
cover same. A campaig n has been started t o have t he 
city acquire the street railway. 

Cincinnati ( Ohio) Street Railway.-Alfred J. Becht , 
secr etary a nd treasurer of t he Cinc innati Street R aiway , 
has bee n elected a di rector of t he company t o succee d 
Bri ggs Cunningham, deceased. 

Clevelar-id (Ohio) Railway.-The statemen t of th e Cleve
land Railway fo r Jun e shows r ece ipts of $605,800. O win g 
to the la rge amount of ma in te nance work done and the 
cost of a rbit ra tion, the s ta teme nt shows a n ac tua l deficit 
of $53,900 a nd a book defic it of $36,436. To liquida te the 
cos t o f a rbit ra tion $5,000 was taken from th e ope rating al
lowance and $14 561 from t he interest fu nd. The am ount 
gain ed fo r th e mon th toward making up a de ficit of 
$28,000 in th e operat in g fun d was $Sor. T he amount n ow 
in t he int er es t fu nd is $616,365. 

Cleveland, Southwestern & Columbus Railway, Cleveland, 
Ohio.-T he Cleveland, Southweste rn & Colum bus R ailway 
has bee n au thcrizcd by the P ublic Se rvice Commi ss ion of 
O hio to issue a nd sell its twe n ty-five-yea r S per cent fi r st 
consolida ted mortgage go ld bonds of t he aggregate p rin 
cipal sum of $251,069, t he proceeds to be used to re imburse 
t he pe titioner 's income for expe nditu r es aggregating $ r22,-
3ro, a nd to acquire real estate and exten d and impr ove the 
compa ny's in teru r i)an lin es, such bon ds to be sold fo r th e 
best price obtainalJle, but for not less than 85. 

Dominion Traction & Lighting Company, Ltd., Toronto, 
Ont.-The D ominion T r action & Lig htin g Co mpany, in
corporated on J an . 16, 1913, with an autho rized capi ta l 
stock o f $12,500,000, has acquired t he tota l cap ital s tock 
and $1,000,000 of bond s of the Win dsor (O n t.) Gas Com
pany, Ltd .. and ail of t he $750,000 of first mort gage bonds 
of th e W in dsor, Essex & Lake Sho re Rap id Ra ilway. T he 
shar e cap ita l issued a nd fu lly paid up con sis t s of $500,000 
of prefe r re d st ock a nd $2,500.000 of comm on s tock. T he 
I nvestment Registry, Ltd., Londo n, Eng., rece ntly offer ed 
fo r t he company at 93 per ce nt $1,250,000 of it s p rese n t 
issu e of $1,450,000 of first mor tgage t h ir ty-year S pe r cent 
gold bo nds of 1913. T he officers of t he D omin ion Trac
tio n & L ig hting Company, Ltd .. are W illiam C. K enn edy, 
presid ent; Charles T. K ing, Edmund I. Sculiy, Thomas 
P . Pinca rd and T. Le Suer, directo r s. 

Lehigh Valley Transit Company, Allentown, Pa.-It is 
reported that p rac tica lly a ll of th e r ecently offered fi rst 
mo rtgage S per ce nt bonds of th e Lehig h Valley Li ght & 
Power Compa ny, a subsidiar y o f the Le hig h V alley Tran sit 
Company, have been sold. T he L ehig h V alley Light & 
P ower Company is a m er ger of light and power companies 
controlled by th e L ehigh Valley Transit Company. The 
Light & Power bo nds a re dated April r, 1913, and are du e 
April 1, 1943, th e auth ori zed issu e be in g $2,000.000. By 
creatin g a separate organizati on for its lig ht and powe r 
com panies th e Le high Vall ey Tra nsit Co mpany is able to 
fina nce its lig ht and pow er r equirements without drawin g 
upon bond s r eserved in its refunding and improvement 
issue. w hich will thu s be available fo r use in extensi ons and 
improveme nts of th e railway department . 

Medfield & Medway Street Railway, Westfield, Mass.
R eceive r E uge ne H. M ath er g ives legal no tice th a t, pur
suant to a d ec ree of the Sup r em e Co·u rt entere d on July 11 , 

1913, in th e case of the O ld Colony T ru st Co mpany vs. the 
l\Iedfie ld & Medway Stree t Rail \vay, defendant , he w ill sell 
the road a t pub lic auctio n on Sept. 15 a t the office o t 
Hayden, S tone & Company, Boston. 

New York Municipal Railway Corporation, Brooklyn, 
N. Y.-The P ublic Service Co mmission fo r the F irst Dis
tri ct of New York has approve d a furth er issue of $400,000 
of the capita l s tock of t he New Y o rk Municipal Railway 
Corpo rat ion. T his company's tota l autho riz ed capital is 
$1,000,000, and w hen it ,vas organize d th e commission al 
lowe d an issue of $100,000 to cove r pr elimin ary expenses. 
W ith th e $400,000, just a1 lowed, the com pany now has per
m iss io n to issue o ne-ha lf of its tota l capital stock. In 
gr antin g pe rmiss ion to iss ue t his $400,000, the commission 
st ipula tes t ha t it sha ll be sold a t no t less than par, that it 
sha ll be issued fo r m o ney, and tha t the proceeds shall be 
app lied o nly to the fo ll owing purposes: " For a cquisition 
of p roperty, o r for cons truction , completion, extension or 
improve ment of it s fac ilities, o r for the discharge or law
fu l r e-fundin g of it s obliga tion s." 

Northern Illinois Light & Traction Company, Ottawa, 
111.-The North ern Iilin ois Lig ht & Traction Company 
bas increased its capita l stock from $250,000 to $750,000. 

Oakland, Antioch & Eastern Railway, Oakland, Cal.
T he Oakland, A ntioc h & Eastern Railway has applied to 
the Rail roa d Commiss ion of Cali fo rnia for a ruling to de
t erm in e wheth er $500,000 of it s bonds pla ced on contract 
w er e legally issued. The $500,000 in bonds are part of 
th e iss ue th e proceeds of w hi ch w er e use d to construct 
th e line fro m Bay Po int to Sacram ento. The directors o f 
t he company have called an assessm ent of $5 a share on 
th e roo,ooo sha r es of capita l s tock out s tand ing, the $500,000 
so r ea lized to be d evo t ed to t he purchase of equipment. At 
th e same t ime an a ssessm ent of $IO a share was called on 
th e 35,000 shares out standin g o f the Oakland & Antioch, a 
subs idia ry. Th e O akla nd, A ntioch & Eastern Railway 
own s 34,500 shares o f thi s s to ck. 

Ohio Traction Company, Cincinnati, Ohio.-Application 
has bee n m a de by th e O hi o Traction Company to the 
Public Se rvice Co mmi ssion fo r permi ss ion to issue $300,000 
of add itiona l preferred s tock. The reason for the issue is 
t he prospective changes in Cincinn ati caused by the ge neral 
re-rou ting of t he city lin es, the company es timatin g its ex
pense at $302.3 12. If a llowed, this will brin g th e total out
sta nding stock to $8,800,000. 

Pacific Gas & Electric Company, San Francisco, Cal.
T h e Ra ilroad Commission of Californi a has authorized the 
issue by th e Facile Gas & E lec tri c Co mpany of $5,000,000 
of ge neral and r efundin g mortgage gold bo nds, maturin g 
on Ja n. r, 1942, t o bear inter es t at t he rat e of S per cent per 
annum , payab le semi-annually, un de r th e terms of the 
mo rtgage made on Dec. 1, 191 r, to th e Banker s ' Trust Com
pany, New Yo rk, corporat e tru stee, and F rank B. Anderson. 
San Fran cisco, individual tru stee. T he authorization of the 
com pa ny is dependent upon execution of the followin g con
ditio ns: (r) Th e Pacifi c Gas & Elec tric Company may 
se ll $1,590.oco cf bo nds to net t he company no t less than 85 
per cen t of th e par value of the principal thereof, besides 
interest accrue d thereon , or , as an alt ernative, shall have 
t he r ight to pledge the bond s a s security for notes of a 
peri od of less th an twelve months, this indebtedness to be 
not less tha n 75 per cent of the fac e value of the bonds 
pledged. Th e proceeds of th e sale or pledge of said bonds 
sha ll be appli ed only for the discharg e or re-funding of 
obligat ion s of the company incurred for the acquisition of 
prope r ty, t he con stru ctio n, ccmpletiort, extension o r im
provem ent of faciliti es and the maintenance of service 
during Ma rch, A pril and May, 1913. (2) The Pacific Gas 
& E lec tric Company may sell $3,4ro oco of bonds for not 
less th an 85 pe r cent of the par value of the principal thereof 
besid es in ter es t accru ed th ereon. The proceds of this sale 
should be appli ed o nly to discharge or re-fund similar obli
gation s of the company incurred, subsequent to May 31, 
1913. Th e authority given to issue bonds shall apply only 
to bonds issued on or before June I, 1914. 

St. John (N. B.) Railway.-The St. John Railway • is 
issuing $200,000 of new stock to cover the cost of e~tending 
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its lines. Some time ago effort s were m a(lc by the com pany 
to float a bo n<l iss ue of th e sam e a m ount , but un<ler presen t 
co ndition s in th e 111 0'11ey m a rket the bo n<ls were not taken 
up an<l a stock issue was substitut e<l. Present hol<lers of 
s t ock have the rig ht to subscribe for the new issue o n th e 
basis of one share of new stock t o four of th eir present 
hol<lings at par. 

Springfield, Clear Lake & Rochester Interurban Railway, 
Springfield, Ill.-The property of th e Springfield, Clear 
Lake & Rochester Interurban Railway was so l<l fo r junk 
on Aug. 2 to Abraham Barker, Springfield, for $1 2,650. It 
is estimated th a t about $6,650 of this amount wi ll be dis
tributc <l among the bon<lhol<lers. The r es t will be co n
sumed in court costs. The r oa d has not been ope rated fo r 
a bout a y ear. 

Toronto (Ont.) Civic Lines.-A n omin al profit of $1 ,477, 
with an actual <leficit of more than $ro,ooo, is shown in 
the report of Acting City Treasurer Patterson for the first 
seven months of the operation of th e Toronto Civic Car 
Lines on Gerar.d Street. The cost of the lin e was $283,000. 
The revenue for one m onth in 1912 and six months in 
1913 was $16,296, while the expenditures during that period 
were $14,819. Charging of interes t and sinking fund at 7 
per cent, the figure g iven by the treasury departm ent, 
leaves a deficit of approximately $ro,ooo. 

Washington (D. C.) Utilities Company.-A mortgage 
has been made by the vVashingto n Ut iliti es Co mpany to 
the United States M ortgage & Trust Co n~pa ny, N ew 
York, N. Y., as trustee, to ·secure a n issue of $1,500,000 
of one-year 5 per cent collateral gold n otes date <l May 
1, 1913, and due May 1, 19q, but subj ect tu call o n any 
interest date at par and int erest as a whole o r in principal 
amounts of $50,000 or multiples there of. The n otes are 
secured by the pledge of 27,500 shares of the common 
capital stock of the Washington Railway & Electric 
Company. 

Dividends Declared 

Binghamton (N. Y.) Railway, 2 per cent. 
Central Arkansas Railway & Light Company, Hot 

Springs, Ark., quarterly, l•¾ per cent, preferred. 
Federal Light & Traction Company, New York, N. Y., 

quarterly, r ½ per cent , preferred. 
Illinois Traction System, three-quarters of 1 per cent, 

common. 
Rochester Railway & Light Company, Roch es t er, :\J. Y., 

quarterly, 1¼ per cent, preferred. 
Portland Railway, Light & Power Company, Portland, 

Ore., quarterly, 1¼ per cent, preferred. 

ELECTRIC RAILWAY MONTHLY EARNINGS 

CLEVELAND, PAINESVILLE & EAST ERN RAILROAD, 
WILLOUGHBY, OHIO 

Gross Operating Net Fixed Net 
Period Earnings Expenses Earnings Charges Surplus 

lm., J u::e, ' 13 $40,989 *$21,731 $19,257 $10,396 $8,861 
1 " '12 40,935 *22,360 18,576 9,977 8 ,599 
6" '13 188,540 *106,540 81,944 62,544 19,400 
6" '12 175,985 *108,704 67,281 59,429 7,85 2 

JuJ'!e, 
DETROIT (MICH.) UNITED RAILWAY 

Im., '13 $1,186,156 $772,174 $413,982 $179,245 $23-1,737 
1 " '12 1,045,442 668,195 377,247 176,174 201,073 
6" '13 6,394,670 4,214,029 2,180,641 1,076,108 1,104,533 
6" '12 5,490,941 3,494,998 1,995,943 1,066,026 929,917 

FEDERAL LIGHT & TRACTION COMPANY, NEW YORK, N. Y. 
lm., June, '13 $180,935 $108,230 $72,705 
1" " '12 162,894 97,774 65,120 
6" '13 1,181,533 675,136 506,397 
6" '12 1,038,339 601,389 436,950 

LAKE SHORE ELECTRIC RAILWAY, CLEVELAN D, OHIO 
l m., June, '13 $127,571 *$ 74,406 $53 ,165 $35 ,315 $17,850 
1" " '12 120,915 *64,294 56,620 35.138 21,483 
6" ' 13 626,503 *404,767 221,735 210,286 11,449 
6" ' 12 587,251 • *358,532 228,71 9 208,8 74 19,845 

NORTHERN OHIO TRACTION & LIGHT COMPANY, AKRON, OHIO 
lm., June, '1 3 $29 1,5 18 *$178,355 $113,163 $45,214 $67.949 
1" " '12 276,961 *154,489 122,472 43,817 78.655 
6" '13 1,497,238 *928.45 8 568,780 270.724 298,0 56 
6" '12 1,377,3~6 *792 ,830 584,505 262,925 321,580 

REPUBLIC RAILWAY & LIGHT COMPANY, YOUNGSTOWN, OHIO 
1 m. , June, ' 13 $248,669 *$! 52.028 $96,640 $41,992 $54,648 
1 " " '12 214,737 *129 ,177 85,559 43,943 41,616 

12" '13 2,842,175 *1,723,933 1,118,242 535,029 583,2 13 
12" '12 2,518,450 *1,5 11 ,712 1,006,738 531,378 475,360 

*Inch,rl es ta"es. 

Traffic and Transportation 
Dealing with the Rowdy in Baltimore 

1\s th e result of a co mp laint again ~t co n<lition s of row <ly
ism an<l un seemly cun<lu ct p1-evailing a t times o n t he car~ 
of the vVes tp orl bra n ch uf th e J ohn S tree t lin e of th e 
U ni te <l H.ailways & E lec tric Co mpany, Baltim ore, M d., the 
Public S ervice Co mmis~ io n o f M a rylan<l cnt er e <l an o r de r 
under <late of Ju ly 2 2 <lir ec tin g th e company t o tu rn back 
some of it s cars op e ra te <l to Kline's P a rk as an experiment 
to learn wh eth er o r n o t tha t m easu re will afford patrnn s 
who board car s on M a ryla n<l Avenue reaso na bly comfort
ab le faci li tie s. The o pini o n by Chairma n L a ir<l i's parti cu
la rly int er ec- tin g be cau se it shows forcibly t he effo rt of the 
compa ny to <lea l with th e ro w<l y elem ent. Refer ri ng to 
t hi ~ phase of th e matt er , th e commi ss io n er says, in pa r t : 

"Th e argum ent o f the compa ny is that it, as a co mm o n 
carrier, cannot refuse passage on its cars when <l eman<le <l by 
a person who at th e tim e is behaving in a proper m a nn e r , 
a n<l this cont ention cann o t be successfully combated. T he 
company <loes not, h owever, seek to escap e r esponsibilit y 
w h en disorder occurs, but u ses eve ry effort to have offender s 
arreste<l and prosecut e<l. A cco r<ling t o the t estimony of it s 
assistant g en eral manager, before th e excursio n season open s 
th e matter is taken up with th e chi ef o f poli ce of Baltimore 
City and the ch ief o f poli ce o f Ba lti more Co unty, a nd extra 
patrol ling of the line is provid e <l for. In a dditio n t o this 
t he company p laces in sp ec t o r s o n the lin e t o observe con di
tions and assist th e car cr ew s in bringin g violati ons of th e 
law to the attentio n of th e proper o ffic er s. Even within th e 
city limits sp ecial deta il s of poli ce m en are sta ti oned to wa tch 
t h e Westport cars. 

"Th e United Railways & E lectric Company ha s n o power 
to keep the peace exc ept by stimulating the police for ce to 
g reater vig ilance and activity a n<l it seems to have exhausted 
its influence in t hat direction. An increase of the police 
force during the excursion season would undoubtedly have a 
salutary effect. The company is interested, as a r e the pa
trons, in having a se r vice fre e from complain t s, which are 
expensive in both time an<l money." 

In co nclusion the commiss ione r says : 
"Th e suggestion is made· by the complainant s th at a 

cross-over loca t ed on Maryl a nd A venue in the locality of 
the Farmers' Rest, and th e running of a certain numbe r 
of ca r s n o farther than that point, would afford a consid
er ab le measure, of relief, as t h e disorderly element being 
congregated farther on the route and having ample 
cars for it s accommodat ion would give to those who board 
ca rs on Maryland Avenu e reasonably comfortable facili
ties. The officers of the company argue that the relief 
would be so slig ht as ·to be n eglig ible. Nobody knows what 
the effect may be. At least it will be an inexpensive ex
periment, and we think it is not goi ng too far to require 
the company to put it into operation. Enough of the pres
ent excursion season r emain s to give it a fair trial , an<l it 
is the only plan w hich at the moment seems feasible. " 

An order in accordan ce with t h is opinion has been passed 
and the service was to begin n ot later than Aug. I an<l be 
operated from a cros s-over swit ch to be installed on Mary
land Avenue on the crest of the hill n orth of the turn into 
Fish House Roa<l. Cars will be run both ways not m or e 
tha n fifteen minutes apart <luring the excursion h ours. 
Transfers from this service to the cars which g o on t o the 
river reso rts a r e forbidden. The latter provision, it is h oped 
by the commis sion, wi ll preve nt the excursion passengers 
from using the service intended for th e residents. 

Recent Publicity in Minneapolis 

T he Twin City Rapid Transit Company, Minn eapolis, be
li eves in the efficacy o f advertising, both in newspapers a n d 
by circular s. In one recent newspaper adverti sem ent it ex
plain s several changes nece ssitat ed in its lines by vario us 
building improvements which ar e a bout to be undertaken in 
that city. The Twin City Lines asks the indulgence of its 
patrons for t he t emporary and unavoidable irregularities o f 
service that may occur during these municipal improve
ments. In a nother it call s atte ntion to the re-routing of 
lin es w hi ch will be made n ecessary by the building of the 
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l'vlinneapolis U ni on Passenger Station, a·nd to th e occasional 
necessity of s in g le-track se rvi ce o n th e \ Vas hing t o n Avenu e 
So uth lin es, owing to repaving. Half a mile of the '"Como
Ha rriet-Hopkin s" line will al so be r educ ed t o s in g le track 
beca use of municipal wate r m a in s a nd a sewer in process 
o f construction along thi s lin e. O th er r ecent n ewspaper a d
, .-ertisements describ e the attractions of v is it s t o \Vildwood 
Pa rk and Lake Minn e tonka-reached by the Twin City Lines 

- and t o the new Minn eso ta S tate P ri son, about which thi s 
co mpa ny is distrib ltin g a sp ec ia l pamphlet , outlin ed in th e 
issu e of the ELECTRIC RAILWAY J OURNAL of July 19, 1913, 
page 120. 

Each advertisement contain s th e se nten ce: "Complaints 
and sugges ti ons a lways r eceive prompt, courteous attention." 
T hi s statement is followed by th e name , address and t ele
phone number of the gen eral passenger agent, A. \V. \ Va r 
no ck. 

Employees' Field Meet.-The empl oyees of the Reaver 
Vall ey Traction Co mp a ny, New Brighton, Pa., h eld th eir 
,,eco nd annual field m ee t at Junction Park on A ug . 5, 1913. 
More than 130 prizes, con sisting of variou s small artic le s, 
were distributed a m o ng the winners of th e even ts. There 
was a total attendanc e o f about 500, 300 remaining fo r th e 
dance in the evenin g. 

Wisconsin Automobile Law Amended in Interest of Rail
way Passengers.-The \ Viscon sin Senate ha s concurred in 
a n amendment by the Assembly to th e automob ile b ill 
passed earlie r in the session w hic h provides that a ll aut omo
biles mu st come t o a full s top when comi ng up to a st ree t 
car that has st opp ed and t hat the automobil e mu st not pr o
ceed until th e car has been start ed. 

Fare Reduction Asked in Oregon.-Complainin g that the 
residents o f Wichita, Brook side, Stanley, Bell Luther and 
\Vatso n are charged IO ce nts car fare, while resident s of 
Lents are charged o nly 5 ce nt s, S. L. Mullan, secr eta ry of 
the Wichita Club, recently asked the State Railway Com 
missio n to compel t he Port land Ra ilway, Light & Power 
Compa ny, Portland, Ore., to give Wichita a 5-cent fare. 

Hearing in Regard to Service in Camden.-A t th e h ea rin g 
o n A ug. 6 in r egard to the adequacy of th e ser vic e of the 
Pub lic Service Railway in Ca md en, N. J., K E. Danforth, 
ge neral manager o f the company, sa id that in com pa riso n 
with o ther citi es s imilarly s ituated the number o f perso n s 
w ho are co mpell ed to stand in Camden was ext reme ly sm all. 
T h e commission announ ce d that it would convene again o n 
Sept. 16. 

Complete Record of Philadelphia Co-operative Plan.
A complete r eco rd of the ope ration s of th e co-operative plan 
of th e Philadelphia (Pa.) Rapid Transit Company is co n
ta in ed in fo ur handsome ly bound sma ll vo lumes, prepared by 
t h e management, which co ntain all t"h e co-operative bulletins 
issued to date, the text of the co-opera tive plan and detail s 
as to the pension a nd beneficial a rran gem ent s, operating 
r u Jes, etc. 

Birmingham Company Offers to Reduce Fare.-In a co m
munication t o th e City Commiss io n the Birmingham Rail 
way, Light & Power Company, Bi rmin g ha m, Ala., h as of
fe red to r educe its fa r e from Fairfi e ld a nd Wylam t o B ir
m in g ham from Io to 5 cent s. In th e communication th e 
company sets forth that as th e two co mmuniti es are g row
ing o n es, the r educti o n is made as an accomm odati on to the 
patro ns of that section w h o have been paying IO cents. 

Employees' Relief Association in Richmond.-Th e em 
p loy ees of the Virginia Railway & Power Company, Rich
mond, Va., have for m ed a r elief association, and th ere a re 
a lready many application s fo r m ember ship. The local o r 
ga niza tion is to be an exten sio n o f the association which 
a lready exists in Norfolk and Portsmouth. It is t o include 
Petersburg, and will be known as the Richmond a nd Peters
burg division of the Vi rginia Rai lway & Power Co mpany 's 
Re lief Association. 

Through Routes in Buffalo.-In an effort t o r elieve th e 
·congestion in the principal s treet s in th e down-town sec
tion of the city, the Inte rnati onal Railway, Buffalo, N. Y., 
has announced that car lin es op erating eas t o f Main Str eet 
w ill join with line s o p eratin g west of l\Iain Street, thus 
making through car lin es from th e Eas t to the West Side 
of the city. Heretofore East Side cars made Main Street 

a terminal. West Side car s did the same. Under the new 
system th e routes will b e joined and cars wi ll be opera t e,] 
across Main Street. 

Agreement in Regard to Wages.-A 11 ag reement in regard 
to wages has been reached between the office rs of the Bos
ton & \V orcester Street Railway, Bos t o n, Mass., and th e 
empl oyees o f the company. The tra inmen will receive an 
increase in wages of 1½ cent!, an h our fro m Aug. 1 to A ug. 
I, 1914, and 2 cents a n hour from A u g. I, 1914, to Aug, I , 1915. 
The n ew sca le is 23½ cent s an h our fo r the first year, 24½ 
cent s for th e second year, 25½ cents fo r the third year, 26½ 
ce nt s fo r the fourth year, 27 ½ cents for the fifth year and 
28½ cent s an h our thereaft er . The increase is one-half cent 
a n h our for the first five years' se rvice, and I cent an hour 
a ft er five years. This is th e scale for motormen and con
ducto r s until Aug. I, next year. Th e scale will be increase d 
on e- half cent at that time. Barnmen, sh opmen and power 
station m en in the empl oy of the company will receive an 
advance o f 5 per cent . 

Smoking Prohibited on Cars in Greater New York.-
~ The Public Service Commission for the First District of 

New York has adopted an order directing all street raii
ways in the city of New Y o rk t o prohibit smoking or the 
carrying of lighted cigars, ciga rett es and pipes on the cars 
o r the platforms of cars operated by th em, except the open 
cars having running boards along th e sides and having 
sea ts access ible direc tly from su ch runnin g boards. On 
such cars sm oking will be permitted on the fo ur rear seats 
of each car, including the sea t on the back platform. The 
o rd er a lso prohibit s smoking o r ca rryin g li g hted cigars, 
et c., in the stations, s tation platforms, sta tio n stairways, 
waiting rooms, waiting cars o r shelters. The companies 
are r eq uired t o enforce th ese regulation s and to post con
spicuou sly in ca r s and s tation s proper no tices stating that 
such practices are prohibited. The order takes effect at 
o nce. 

Free Transportation of Poor Sanctioned in Massachusetts. 
-Und er the new M assachu setts railroad law there is some 
question whether th e companies have a rig ht t o continue t o 
g iv e fr ee transpo rta ti on t o th e poo r o r r epresentatives of the 
poor, a nd the Boston Elevated Railway and the Bay State 
Street Railway asked th e Publi c Service Commission wheth
er they would be permitted thi s year t o be as charitable as 
in th e past. The o rder of the commission authorizing the 
several companies to g ive fr ee cars and free tickets this 
summ er reads as fo llows: "Aft er coi1sidera tion, in view of 
the fact that railroad corporations hav e h eretofore granted 
fr ee transportati on to such c"haritabl e o rganizations, and 
that suc h organiza tio n s hav e made th eir plans anticipating 
that no cha nge will be madt> in tlr>t respect, it is ordered 
that the com mi s~io n approve the giving of the free transpor
tati o n spec ifi ed in sa id petition and accompanying schedule, 
upon th e und erstanding that this action shall not be con
stru ed as es tab li shin g a precedent for s imilar action in t"he 
future." 

Full Bench to Consider East Boston Tunnel Toll Situa
tion.-T he full bench of the j\[a ssachusetts Supreme Court 
w ill s it upon the is~u e t o enj o in th e city o f Dos ton from col
lectin g a toll of I cent from every pa sse nger in the East 
Bost o n tunnel. Repre senta tive Benjamin F. Sullivan has 
brought a bill i11 equity endeavorin g to restrain the city 
from levy in g th e above charge, which is added to the regu
lar far e impose d by the Boston Elevated Railway and used 
to m eet th e intere st and s inking fund requirements of th e 
tunnel. A n ac t was passed at the last legi slative session 
au th orizin g th e rai s in g of $125,000 yearly by general taxa
tion to e nabl e th e toll t o be abolished, subject to the ac
ceptance of th e m easure by the voters at the municipal 
elec tio n in Janua ry, 19q. The consent of the bondholders 
to a ch a nge o f security is a lso required. One o f the main 
questions t o he a rgued before the court is the power of the 
Legislature in orig inally authorizing the collection of a 
toll in th e East Boston wh en no extra charge is made for 
the use of the o th er Boston tunnels and subways. 

Accident on Empire United Railways.-J'hirty-five per
son s were injured, five seriously, when two cars on the 
E mpire United Railways, Syracuse, N. Y., collided, head on, 
2 miles south of the city of Oswego at 3 :40 p. m. on Aug. 6, 
1913. M ore than fifty passengers were on the two cars. 
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T h e fro nt p o rti o n o f each car wa s tor n t o p ieces , o ne te le
scoping the o ther. The two ca r s w hi ch cam e t oge th er w ere 
t he southb ound loca l, which left Os wego a t 3.33 o'clock, a nd 
t he north bound limited, due in Oswego a t 3.45 o'cloc k. T h e 
fo llowing s ta t eme nt is a t t rihuted to W . C. Gray, operati ng 
m a nager o f th e Syra cuse-Osw ego di vis io n of th e co m pa ny : 
"The result of th e colli s io n w as that t he north boun d car, 
be ing o n a down g ra de, m ount ed th e so uthb ound car a n d 
te lescoped it fo r a di s ta nc e o f 2-1 f t ., ind ica ting t hat th e 
southbound car w as procee din g a t a con sid era ble rate of 
sp eed. Fortunat ely t he southbo und ca r con ta in ed o nly eig h t 
passen gers, who w er e m ostly in the sm okin g com pa r tm e nt, 
whi ch w as o n the r ear o f th e car . T h is accoun t s for the 
fe w a nd slig ht injuries, as the body of t hi s ca r was badly 
d a m age d. The prin cipal da mage to th e north boun d car w as 
to the vestibule, whi ch w as dem oli shed. T he int erio r o f t h is 
car is prac ti ca lly intac t. Each m o to rma n j um pe d befor e t h e 
collision. " 

Increase in Wages in Philadelphia.-T he P hil ad elph ia 
( Pa.) R apid Tra n sit Compa ny a nn oun ces the thi rd in crea se 
in four m onth s o f th e w ages of it s m o t o rm en a nd c,mdu c
tors. On Sept. r th eir pay will be in creased r ce n t a n h ou r 
Simila r in cr eases ha ve a lrea dy bee n g ra n t ed o n May r and 
July r. E ffec ti ve Sept. r , th e wages of m o t o r me n a nd co n
ductors will be as fo llow s: New m en, 25 cen t s a n hou r ; 
a,£te r one y ear, 26 cents an h o u r ; afte r two yea r s , 27 cent s an 
hour ; after three y ears, 28 cent s a n hou r; after fo ur y ea r s, 
29 cents a n hour ; aft er five yea rs, 30 cen ts a n hour. Extra 
m en will r ece ive a minimum of $2 a day fo r each day they 
a re requested to r epo rt. M o t o rm en a nd con ductor s o n t h e 
elevated sy st em receive 3 cents m o re a n h our t han th e sur
face ca r crew s. E leva t ed g ua rds in ser vice three y ea r s wi ll 
ge t 25 cent s a n hour Sept. r, w ith a minimum wage o f 22 

cents an hour for n ew m en . T h e increase in wages was d is
cussed in th e co-op erative bull et in' s r ep o rt by T hom a s E . 
Mitten , chairma n o f th e executive committee of t h e com
pany, who explains in det a il h ow th e se ni ori ty o f run s ha s 
been carried out s ince th e strike of r9ro, m en w h o r em ai n ed 
w ith the company receiving preferen ce over those w h o r e
tired from th e se r vice and r eturn ed la t er . He r efe r s t o im
p rovem ents of th e "swing-run" syst em , to a ffo rd adequate 
service t o th e public durin g ru sh hours a nd work th e c r ew s 
th e shortest numbe r- of hours possibl e. "Every m a n ," Mr. 
Mitten says, " should n ow 'h elp t o bury th e h atch et , pu t h is 
shoulder to th e wh eel a nd do his pa rt in accom p li shing t he 
objects of the co-opera ti ve pla r.i , w hich a re t o m ak e th e 
street car syst em of P hilade lphia th e p rid e o f it s c it izen s a n d 
t he motorm en and conductor s t h e b es t paid a n d h cst sa t is
fied carmen in America." 

Date Set for Kansas Fare Hearing.-Sept. 22 has been se t 
a s the date for the hearing of th e ap pli ca tio n o f th e rece inrs 
of the Metropolitan Street R ail way, Ka nsas City, M o., a sk 
ing for an annulment of th e o rd er of th e Kan sas U tilit ie s 
Commission requiring a j o int passe nger rate of 5 cen ts b e
tween the Met rop olitan Stree t Ra ilway a nd th e local lin e o f 
t he Kansas Citv W es t ern Ra ilway. th e Leavenworth lin e. 
in Kansas City,- Ka n. The K an sas City \ iVe stern Ra ilw ay 
t erminus is a t Rive rview. It u se s t h e track s of th e M etro
p olitan Street Railway into Ka nsas City, M o. I t h as a stub 
line from Riverview t o Minn eso ta Ave nu e an d t h e w este rl y 
a pp roach t o the Inter city v ia duct . \ Vh en th e Leavenworth 
lin e rout ed it s ca r s ove r th e viaduct it 11 sc d t hi s stub lin e 
from Rive rsid e and carri ed passe nge rs hoar din g it s ca r s 
a long the stub t o Kan sas City, Mo., fo r o n e fa r e, S ce n t s. 
O ver a yea r ago, wh en th e M et ro p olita n Street Ra il way can
cc led it s contrac t with the v ia duc t compa ny a nd r e-1· outed 
its own cars as w ell as th ose of th e Leavenwo rth lin e 
over th e elevated track s, th e Leavenwo rth line put a 
local se r vice on it s s tub line a nd cha rged t h e u sua l fa re of 
5 cents between River view a nd th e w est app roach to tl1 e via
duct. This 5-cent fa re did n ot entitl e passe nge r s boun d fo r 
K ansas City, Mo. , t o tran sfer o n ca r s o f th e M etro po li ta n 
Street R ailway a nd a n extra far e of S ce n ts w as charged by 
the latte r company fo r bring ing pa ssen ger s t o Kan sas City , 
M o. Som e time ago th e Kansas utiliti e s commi ssion o r
dered the M et ropolitan Str ee t R a ilway a nd L eave nworth 
company t o carry "stub lin e" passen ger s betw ee n t h e tw o 
c ities for on e fa r e a nd t o m ak e a di vision a rra ngem en t be
tween themselves. The r eceive r s o f the M et ro po lita n St reet 
R ailway th en appealed t o Judge H ook. 

Personal Mention 
Mr. H . F . Kempfert, who has been a udito r of the Grand 

H.ap ids (vVis.) S tree t Ra ilroad, has al so been appoin ted 
supe rinte ndent of th e compa ny to su ccee d M r. E. C. 
I~ ossi ter . 

Mr. A. E . Stierly has b een appo int ed chi ef eng in eer of 
th e power s ta t io n o f th e Newpor t News & O ld Point Ra il
way & E lectri c Co mpa ny, Ham pto n, Va., to succeed Mr. 
H . I. H o ll em a n. 

Mr. P . J. McIntosh , New York, has been elected a dire ctor 
of t he M o nt real (Que.) Tram way s. Mr. McI ntos h is a 
direc t or of th e H a li fax (N. S.) E lec tric Tramway a n d is 
priva te sec re tary to l\I r. W illiam Rockefe ll er. 

Mr. T . W . Gregory has been appo inted ge nera l pa sse nger 
agen t o f t he Eas t S t. L oui s & Suburban H.ail way and t he 
A lt on, Gr a nit e & S t. L o ui s T rac ti on Co m pany, wi th h ead
quarter s in East St. L oui s, Ill. Mr. Grego ry was fo rm erly 
ass ista n t secreta ry a n d assista nt t r easurer of t he co mpa ni e ~, 
t h e duti es o f w hich o ffi ces he will continue to fu lfil. 

Mr. Philip Dawson, auth o r o f seve ra l trea ti ses on e lec
tr ical subje ct s a nd con sulting _eng in eer of t h e Lo ndon, 
Bri g hto n & South Coas t R ailway, Lo ndo n, E n g., is p la n 
ni ng t o vi sit thi s count ry in October fo r a t our of inspec
tion of th e A m erica n hea vy electric trac tio n enterprises 
H e wi ll be accompa nied by Mr. Gera ld vV. Partridge, ch ief 
eng in ee r a n d ge n eral m a nage r of t h e L o nd o n E lectri c Sup
p ly Co rpo rati o n, whi ch suppli es th e Londo n, Brig hton & 
Sout h Coas t R a il way with elec tric p owe r fo r th e operat ion 
of it s tr ain s. Mr. D a w son a nd l\lr. P a rtridge int e nd t o in
clud e th e Pacifi c Coa st stat es in the ir itinerary w hil e in th is 
country. 

Mr. William C. Baker ha s been a ppointed superint e nden t 
o f t r a n sp or ta ti o n of t he Ohio Vall ey Electr ic Rail way. 
Hu nti ngt on , \V. Va .. a n ew ly cr eated position with th e com 

W. C. Baker 

pany. i\Ir. Bake r w ill h ave 
cha rge of tra n sp o rtation 
o n the local lin es in Hunt 
ingt o n and o n the interur
ban lines, leavin g M r . vV. 
vV. i\f agoon, gen er al m a n
age r, fr ee t o devote a ll hi s 
time to hi s managerial du
ties and t o the plans w hich 
th e compa ny has made fo r 
develop ing and extending 
t h e property. The new su
perintendent was form erl v 
at N orth Y a kima, W a sh. , 
w h ere for the past yea r h e 
wa s sup erintend ent of the 
Yakima Vall ey Transpo rta 
tion Comp a ny , a city a nd 
int eru rban s y s t e m. F o r 
fo ur a nd a half yea rs pri o r 

to that h e wa s in t h e office of th e assis tant gen era l m a nager 
of t h e U tah L igh t & Ra ilway Company, Salt L ake Cit y. 
Utah. Th er e he wa s in ch arg e of th e tran spo rt a tio n e nd of 
t he sy ste m , w hich employs 350 tra inm en. Durin g his in
cum bency at Salt La ke th e en tire sys t em , whi ch includes rro 
m il es o f city a nd interu rban track, was rebui lt . Befo re go
ing to Sal t L a ke M r . Baker sp ent seven years with th e Nor
fo lk Ra ilway & L ig ht Company, Nor fo lk , V a. 

Mr. John G. Williams fia s bee n app oin ted assistant super
inte nd ent of r a il way ser vice of th e U tah Li g ht & Rai lway 
Com pany, Salt Lake City, U ta h, t o fi ll th e vaca ncy oc
cas ioned hy th e prom ot io n of i\Ir. Geor ge Vv. i\Ia nni ng in to 
t he sup erin te nden cy. Mr. \ Vill iarn s bega n hi s ser vice in 
Salt Lake City a s m o t o r m a n on th e l\Jurray lin e of th e old 
Ra pi d T ra n s it Company. 

Mr. Joseph K. Choate, vi ce-pres ident of th e J. G. \ Vhi te 
Managem en t Co rpo r ation, N ew York, N. Y., has hee n 
elect ed p r esident o f th e Pottsvill e (P a.) U nion Traction 
Company to succ eed M r . W . J . Harvie, w ho r etired as r ai l
way m an ager o f the operati ng departm ent of J. G. W hit e & 
Comp a ny, Inc., som e t im e ag o t o becom e assista n t to th e 
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president and engineer of construction of the Hagerstown 
& Frederick Railway. 

Mr. Fred A. Anderson, former religious work secretary 
of the Minneapolis Y. M. C. A., has been appointed super
visor of welfare work by the Twin City Rapid Transit 
Company, Minneapolis, Minn. In his work as religious 
secretary of the Y. M. C. A. Mr. Anderson conducted meet
ings regularly at the welfare rooms of the clubs organized 
among the employees of the company, and he is already 
well acquainted with the men. H e will spend the r e
mainder of the summer studying welfare work in street rail
way centers over the country and expects to have the new 
work in Minneapolis well under way early in the fall. The 
Twin City company will probably add gymnasiums, night 
schools and more reading rooms to the present establi sh
m ents. Mr. Anderson has been associated with the Minne
apolis Y. M. C. A. for the last seven years. He is secretary 
of the Federation of Church Men's Clubs and has acted as 
executive head of the Men and Religion Forward Movement 
in Minneapolis. 

Mr. R. P. Stevens has resigned as president and general 
manager of the Lehigh Valley Transit Company, Allentown, 
Pa., which operates about 150 miles of electric railway from 
Philadelphia to Allentown, 
Bethlehem, Nazareth, Slat
ington and points in th e 
Lehigh Valley, also several 
electric light plants located 
in the Lehigh Valley. He 
will, it is stated, become 
associated with Mr. Harri
son Williams, head of the 
Williams Syndicate, w hich 
controls a number of ele c
tric railways in eastern 
Ohio and we stern Penn
sylvania through th e Re
public Railway & Light 
Company and other prop
erti es through the Federal 
Light & Traction Com-
pany. Mr. Stevens was R. P. Stevens 
born in Eastport, Maine, 
on April 3, 1877. He attended school at Eastport and later 
s tudied at the East Maine Seminary, a preparatory school 
in Bucksport, Maine. During the time he attended high and 
preparatory schools, he conducted an electric wiring busi
ness, wiring hotels a long the coast of Maine for electric 
bells, etc. He was graduated from the University of Maine 
w ith the degree of bachelor of mechanical engi neering and 
electrical engineering. He took post-graduate · work in the 
Massachusetts Institute of Technology and worked for the 
E lectrical Wiring & Supply Company in Boston. Later he 
entered the employ of the American Bell Telephone Com
pany in Boston, in the student's course, and subse·quently 
se rved with the General Electric Company to prepare for 
co nstruction work. He assisted in building a number of 
electric light plants for the General Electric Company in 
the South. He contracted fever and left the South, ac
cepting a position with the Automatic Fire Alarm Com
pany, Boston. Later he invented an apparatus for auto
matic fire alarms and was appointed superintendent of the 
\Vestern department, with headquarters at Chicago. He 
we nt to Everett, Wash .. in February, 1900, to rehabilitate 
t he system of the Everett Railway & E lectric Company, and 
was later appointed general superintendent. He supervised 
the construction of the interurban line and the electrifica-· 
tion of the tracks of the Northern Pacific Railway from 
Everett to Snohomish under an agreement with the North
ern Pacific Railway, the steam road operating freight and 
the electric company the passenger and express service. 
He left Everett to accept the position of general superin
tendent of the Auburn & Syracuse E lectric Railroad, in Au
burn, N. Y. He was later appointed general superintendent 
of the Auburn & Northern Electric Railroad and general 
manager of the Skaneateles Lake Transportation Company 
and manager of the Interurban Electric Express Company. 
He was elected president of the Lehigh Valley Transit 
Company in July, _1907. H<c! will continue at Allentown until 
a successor to him has been appointed. 

OBITUARY 

A. S. Michener, controller of the Puget Sound Traction, 
Light & Power Company, Seattle, Wash., was drowned on 
Aug. 3, 1913, while on a fishing trip up the Homahoma 
River near Seattle. He was a member of a party which 
included among others Messrs. J. P. Dabney, A. L. Kemp
ster, A. vV. Leonard and C. C. James of the Puget Sound 
Traction, Light & Power Company. Mr. Michener was 
born in Washington, D. C., in 1869 and was a son of the 
late Captain John E. Michener. After graduating in law 
from Georgetown University he entered the American Or
dnance Company, leaving there later to join the staff of the 
Stone & Webster organization. At the time of his death 
he was vice-president and controller of the Puget Sound 
Traction, Light & Power Company, having left Boston for 
Seattle in 1912. 

J. T. Ross, who was killed in the automobile accident at 
\Vyandotte, Mich., referred to elsewhere in this issue, was 
consulting engineer of the Northern Ohio Traction & Light 
Company, Akron, Ohio. He was born at Watertown, Wis., 
but concluded his education in the high school at Coshocton, 
Ohio. He began his railroad career as a rodman on the 
Coshocton Southern Railroad in 1888. Subsequently he 
was connected with the Wheeling & Lake Erie Railroad 
and the Cleveland Frog & Crossing Company. In the fall 
of 1895 he entered the employ of the Everett-Moore syndi
cate in Detroit. Later he had charge of the construction 
of the Shore Line of what is now the Cleveland, Painesville 
& Eastern Railwav and the Lorain & Cleveland line. He 
was also engineer -of maintenance of way of the Cleveland 
Electric Railway for eighteen months, but in 1901 he re
signed to take charge of the construction of the Detroit & 
Toledo Short Line, after which he was appointed consulting 
engineer of the Lake Shore Electric Railway, the Northern 
Ohio Traction & Light Company and the Cleveland, Paines
ville & Eastern Railway. During the Goff-] ohnson negotia
tions in Cleveland Mr. Ross was employed as an expert 
adviser by l\lr. F . H. Goff. He was subsequently appointed 
engineer to Mr. G. M. Dahl, then street railway commis
sioner of Cleveland. 

Louis Edward Beilstein, who was killed in the automobile 
acc ident at Wyandotte, M ich., referred to elsewhere in this 
issu e, was born in Cleveland on Aug. 9, 1868. He was educated 
in the public schools of Cleveland, and when sixteen years 
old went to work as an office boy for Mr. Henry A. Everett 
in the offices of the old East Cleveland Railway. Mr. 
Beilstein rapidly won promotion and within a .few years 
was made cashier of the company. From the post of 
cashier he became successively assistant secretary and treas
urer, assistant superintendent and, in 1893, secretary and 
treasurer of the East Cleveland Railway. It was soon after 
this that the consolidation of the several lines in Cleveland 
took place and the Cleveland Electric Railway became the 
controlling company with Mr. Everett at its head. Mr. 
Beilstein was next made assistant secretary, but in 1895 he 
was advanced to the position of secretary and treasurer of 
the Akron, Bedford & Cleveland Electric Railway, which 
was the first in te rurban line running out of Cleveland. He 
was also made secretary and treasurer of the Cleveland, 
Painesville & Eastern Railway, holding these positions 
until the latter part of the year, when he accepted the posi
tion of general superintendent of the Detroit Railway. Mr. 
Beilstein remained with this company until 18g7, when he 
reassumed the positions of general superintendent of the 
Akron, Bedford & Cleveland Railway and of the Cleveland, 
Painesville & Eastern Railwav, with headquarters in Cleve-
1and. In May, 1899, he bec~me general manager of the 
Northern Ohio Traction & Light Company, a consolidation 
of the Akron, Bedford & Cleveland line and the Akron 
Street Railway & Illuminating Company. He conducted 
the affairs of the Northern Ohio Traction, Company until 
the Everett-Moore syndicate purchased the lines of the 
Toledo Railways & Light Company, when he was made 
vice-president and general manager. He remained in that 
position until about a year ago, when the management of 
the lines was taken over by the H. L. Doherty interests of 
New York. Mr. Beilstein was a member of the Century 
and Electric Clubs of Cleveland, and of the Toledo Club of 
Toledo. He was married to Miss Emma Reader, Cleve
land, in 1893. 
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Construction News 
Co nstructio n News Notes a re classi fie d under ea ch hea d

ing a lpha beti cally by S tat es. 
A n a s teris k (*) indicates a p rojec t n o t prev iou sly re

ported. 
RECENT INCORPORATIONS 

*Minnesota Central Railway, Minneapolis, Minn.-I ncor
porated in Main e to build an int erurba n ra ilway from 
Minnea po li s t o S t. Cloud, Minn. , with a plan fo 1- eventua l 
continua tion to th e Cuyuna ran ge and Mille L a cs. Ca p ita l 
s tock, $1,000,000. O ffi ce r s : E. G. Po tt er , M inneap olis, p r esi 
de nt ; E dgar M . Nye , sec ret a ry. a nd E dwin M . Po t te r , trea s
urer . 

*Newell Bridge & Street Railway, Newell, W. Va.-Inco r
pora t ed in W es t Virginia t o co nsolidate th e Ne well St reet 
Railway and th e New ell B ridge Co mpany a n d to build a n 
electric ra ilway a nd· bridge across th e O hio R ive r wi th t h e 
r ig ht to extend th e ra ilway in N ewell. Capi t a l s t ock, $500, -

000. Incorpora t o rs: Ste rlin g N ew ell, Don a ld McBride, 
C. C. O we ns, E lli s R. Diehm a nd H aro ld T. Clark, all o f 
Cleveland. 

FRANCHISES 
Birmingham, Ala.-The B irmin g ha m Railway, Light & 

Power Compa ny has asked fo r a fr a nchi se to extend its 
East Lake lin e t o R oe bu ck Springs a n d to take over t he 
Rugby lin e in East Lake. 

Los Angeles, Cal-T he Los A ngeles Railway ha s a sk ed 
the Council for a fran chi se fo r a n exten sio n o f th e W est 
A dams and Hoop er Stree t lin e. 

San Diego, Cal.-Th e San Diego E lec tri c Ra ilway has 
asked the City Council a nd Par k Commi ss ioners for a 
franchise throu gh Balb oa Park in San D iego. 

San Francisco, Cal.-T h e Ocean S h o re Ra il road has 
a sked for a franchise t o lay track s in San F ra n cisc o in t o it s 
g rounds adjoinin g M arket Street at E leventh S t reet in 
o rder to provide fo r a depot which may be used in th e 
future by all of th e interurba n lin es en te rin g Sa n Fran cisco. 

Oakland, Cal.-E ffo rt s will soon be m ade by Mayor M ott 
to induce the o ffic ia ls of th e San F ra nci sco-Oakland T er 
minal Railways t o apply for a fran chi se u nder th e provi
sions o f the new city charte r fo r th e sho r t b lock of track 
in the extension of W a shin g t on S tree t n ecessar y t o conn ect 
the San P ablo A venue lin es with th e Washin g t on Street 
tracks in Oakland. 

Connecticut Company, New Haven, Conn.-T hi s co m
pany ha s asked the Sta t e Highway Commi ss ione r fo r the 
approval of its plan for th e r econ struction of th e N ew 
Haven-Branford line o n M a in S tree t in Bra n fo rd . 

*Evanston, 111.-The L. E. M ye r s Company, Mon adn ock 
Building, Chicago, has asked the Council for a t wen ty
year franchi se t o build an electric railwa y in th e w est sid e 
se ction of Evan s to n and also alo ng th e old County T rac ti o n 
Company's rig ht-of-w ay. T his is part o f a plan t o build 
a n electric lin e betwee n C hi cago a nd Eva nsto n. 

Evanston, 111.-The Eva n sto n County Traction Com
pany has re ce ived a twenty-year fran chise from th e Coun
cil in E van ston . F ra nk M. M cCullou g h is inte res t ed. 
[E. R. J ., A ug. 9, ' 13.] 

Rockford, 111.-T he R ockford City Traction Company 
has a sked th e Co un cil fo r a t en-year ext en sio n o f it s fr a n
chi se in Rockford. The company plan s to ex t end it s lin es 
in the fact ory di s trict in t h e W est End and in th e n o rth 
east section of Rockfo rd. 

Indianapolis, Ind.-Th c Union Traction Compa ny of 
I ndiana has rece ived a fra n chise from th e Counci l over 
ce rtain stree t s in Indianapolis. It provides th at th e fr eigh t 
ca r s and the For t Benj a min Harri son car s sh all en ter t h e 
city ov er Martindale Avenu e a nd tha t passen ger car s shall 
enter by T hirty-eighth St ree t a n d Fair Grounds A ven ue 
to College A venu e. 

New Orleans, La.- T h e New O rlean s-K enn er El ec tr ic 
Ra ilway h as asked th e Coun cil fo r a fran chi se in N ew 
O rl ean s. T his line wi ll co nn ec t New O rlea n s, Shrewsbury. 
Hara ha n, Ke nn er a nd Han so n City. [E. R. J ., July 5, ' 13.] 

Billerica, Mass.-The Bay Stat e Stree t R a ilway h as ask ed 
th e Coun cil fo r a fr a nchi se o n Hig h Str eet in Dill er ica. 

Alpena, Mich.-The Boyn e City, Gaylord & A lpena Rail
road ha s received a fr a n ch ise over ce r ta in s t reets in A lpena. 

Sault Ste. Marie, Mich.- T he Tra ns-St. Mary's Traction 
Compa ny has r ece ive d pe rmi ss ion to extend its li ne west on 
P ortage A ven ue as fa r as th e U nio n D epot in Sault Ste. 
Mari e. 

West Orange, N . J .- T he M ou nt a in I-tailway has asked 
the Coun cil fo r a fra nchise fo r .m exte n sio n to Central 
Ave nu e in W est O ran ge. 

York, Ont.-The Fores t Hill E lect ri c Ra ilway has re
ceived a twenty-y ea r fran chi se from the Coun ci l in York. 

*Farrell, Pa.-Th c Sharo n-Fa rrell Ra ilways wi ll ask th e 
Coun cil fo r a fra nchis e o ve r Frui t Avenu e fro m H aywood 
Street t o N ew Ca st le S tree t in Farre ll. Th e com pa ny wi ll 
a lso ask t he Co un c il in Sha ro n fo r a fra nchi se over N cw 
Ca s tl e Street. T hi s is pa rt of a p la n t o buil d a lin e be t wee n 
S haron a n d F arre ll. 

Dallas, Tex.- The Dallas South ern Trac tion Company has 
asked fo r a fra n chise from the south ern en cl of Za ng Boul e
vard, a lo ng H utchins Avenue a nd J eff cr son Street in D allas. 

Chehalis, Wash.-The O lympia & Sout hern Ra il road h as 
a sked th e Coun cil for a fra n ch ise ove r ce rt a in s tree t s in 
Ch eha li s. A sim ilar applica tio n has bee n m a de by t hi s 
co mpany t o th e Council in Ce ntra lia. T hi s lin e w ill ex
te nd fro m Olympia t o t he Columbia R ive r in e ith e r Cow
lit z o r Clarke Co un ty, an d a bra nch lin e w ill be built fro m 
Central ia to Willapa H a rbo r . F. R. Brow n, O lymp ia, is 
in ter es ted. [E. R. J. , Ju ly 19. ' 13.] 

Parkersburg, W . Va.- Tt1e Pa rker s burg, M a r ie tt a & I n
terurban Ra ilw ay has a sked th e Coun cil fo r fra nch ises t o 
extend a n d double-track seve ral of its lin es in P a rker sburg. 

TRACK AND ROADWAY 
Birmingham Railway & Light Company, Birmingham, 

Ala.-T he new Owen to n- E n sley line ha s b ee n p la ced in o p
eration by thi s compa ny. 

Edmonton (Alta.) Radial Railway.- This company has 
award ed a contract t o vV. H . M a in, E dmo nton, for se ttin g 
abou t 4 00 st ee l po les. · 

F resn o (Cal.) Traction Company.- O r der s have bee n 
p laced by th is company for track m a t eri a l n eeded for th e 
lin e be t wee n Bio la Junc tion and Bio la. O rd er s have also 
been placed fo r th e m a t e ri a l n eeded fo r th e con st ructi on of 
th e b ridges a lon g the line. It is p lanned t o have this ex
ten sion fi ni shed by Sept. 15. 

· *Fullerton, Cal.-P la n s are bein g considere d t o build a n 
elec t ri c rai lw ay be tween Fullerto n a nd A nahe im , 3 mi les, 
and th en fr o m Fu llert on to B rea a n d•fr om F ullert o n out t o 
th e Yor ba Lind a dist ri c t , m aki ng Fulle r to n a central po int 
fo r a ll o f th ese sho r t li n es . Th e na m es of th ose int ereste d 
ha ,·e not been a nn ounced. 

Los Angeles (Cal.) Railway.- Res idents of the dist r ict 
boun ded by Fifty-fi r st Stree t , S lau son Avenue, Cen t ral 
A venue a n d L o ng Beach Avenue in L os A ngeles have fi led 
petiti on s a sking t h e Council to take s t eps toward securin g 
an ext e nsion o f th is compa ny's \Ves t Adams and Hooper 
Street lin e. 

Pacific Electric Railway, Los Angeles, Cal.-Ri g ht-of
way has been assur ed fo r t hi s com pa ny for i t s lin e fr om 
Vineyard Junc t io n to a conn ection with the E ig hth S t r ee t 
line in Santa M on ica, a dis t a n ce of 9 mil es. Constru ctio n 
has been begun by the company on its lin e to conn ect 
Mag no lia A venu e with th e Brockton Ave nue lin e at T ib
bitt s st ation in River sid e . . 

Santa Barbara & Suburban Railway, Santa Barbara, Cal. 
- Th is company has awar ded th e contract t o J. P. D o no
h oe, Sa nt a Barbara , for th e con stru cti on of it s lin e in Sant a 
Barbara to th e Normal School. Work has been begu n . 
R. H. Gaud, Santa Barba ra, ge n eral m a nager. [E. R. J .. 
Nov. 16, ' 12.] 

Geary Street Municipal Railway, San Francisco, Cal.
T h e proposition to extend this railway from its present 
te rminu s at Ocean Beac h to Oceanside has been approved 
by th e public uti lities committ ee of Supervisors of San 
t<r a n cisco a nd h as bee n r efe r red to t h e city engin eer for a 
r epo r t o n th e cos t. T he p la n is t o r un the car s across 
Gold en Ga t e Park ove r th e U nited Ra il road's tracks at 
Fo rt y-n in t h Avenu e, and then ce int o th e Ocean side sectio n 
a lon g Fo rty-seve nth or F or ty-e ig h t h A ve nue. 
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Big Four Electric Railway, Tulare, Cal.-T his company 
has awarded the contract t o VI/. H. Hahn & So ns Company, 
Modesto, t o lay the r a il s fo r it s 45-mile line be tween Por
tervill e, L ind say, Tulare a nd Visalia . [E, R. J., July 19, '13. J 

Sacramento Valley West Side Electric Railway, Willows, 
Cal.-This company, which plans t o build a 160-mile lin e 
between Solano City and Red Bluff, has sold $-165,000 worth 
of s t ock a lo ng th e proposed line. T he con structi o n o f the 
fi r st link of th e line from Solano City, th e southern t e rmi• 
nu s, to v\Toodland, 30 mil es, w ill n ow be beg un. [E . R. J., 
J ul y 26, '13.] 

Washington Railway & Electric Company, Washington, 
D. C.-T hi s compa ny is asked to con sider plans for a 2-mil e 
exten s io n of it s lin es a long N ich o las Avenue t o the plant 
of the \Vashingto n Steel & O rdinance Co mpany in \ ;\Tash
ing ton. 

Butte, Boise & Winnemucca Electric Railroad, Boise, 
Idaho.-This co mpa ny stat es that at prese nt it plans t o u se 
steam as m otive p owe r fo r it s lin e between Boise, Butte. 
\Vin nemucca. Sa lm o n City a nd Idaho City. Ther e is a 
g rea t dea l of powe r that ca n be ea sily deve lop ed alon g the 
route so that eventually thi s lin e will probably be elect ri 
fie d. L. 0. Leonard, Boise, pre sident. [E. R. J., July 19, 
' 13.] 

Chicago, Waukegan & Fox Lake Traction Company, 
Chicago, 111.-Contract s have bee n awarded by this company 
fo r a 13-mile ex te n sion . T h e line n ow operating b etw ee n 
Sycamore a nd Marengo is to conn ect Marengo and \ V ood 
s tock, a nd w h en thi s is fin ish ed prese nt plans call fo r ad
d iti o na l co nstructi on between \Voo dstock and Mc Henry 
a nd from McH enry to Waukegan. The lin e would then b e 
85 miles in length. J . P. Maso n, of E lgi n, has been elec t ed 
president, Mi ch ae l Ne lson. Chi cago, vice-presid ent, and 
M. \V. W hittemore, sec reta r y, coun sel a nd gen e ral manager. 

Woodstock & Sycamore Traction Company, Sycamore, 
Ill.-This compa ny has award ed the contract t o John Sey
mour t o build a line between W oo dstock and Marengo. 
Wo r k w ill be begun at W oodstock. J. P. Maso n , E lg in , 
president. 

Fort Wayne & Northern Indiana Traction Company, 
Fort Wayne, Ind.-This company a nd t he County Commis
s ion er s have ag reed upon a con t ract r ela tive to th e er ec tion 
o f th e n ew Main S treet bridge in Fort \ ;\Tayne and th e co n
tract w ill be approved by t he com mi ss io n er s a t the n ext 
meeting. 

Tri-City Railway & Light Company, Davenport, Ia.-Jt 
is announce d that t'hi s company a nd th e sub sidiary com
panies wi ll spend over $750,000 in improvem en ts on its lin e 
during this yea r. 

Waterloo, Cedar Falls & Northern Railroad, Waterloo. 
Ia.-A rra ngem ents a r e bein g perfected by this co mpany for 
a n exten sio n of it s interurban lin e from U rbana into Cedar 
Rapids, a d istanc e of about 22 mil es. It is expected that 
contract s fo r t h e const ruc tio n of th e lin e will be awarded 
as soon as th e r esult of th e tax election is known. 

Independence, Neodesha & Topeka Traction Companr, 
Independence, Kan.-Gradin g w ill soon be begu~1 ~Y thi s 
comp any at a point w est of Independence. Matenal 1s n ow 
being o rdered. 

Louisville (Ky.) Railway.-T hi s company plans t o ex
te nd it s Brook St reet lin e to H ill St r ee t in Louisvill e. Ap
plicati o n for a franchise will soon be made. 

*Madisonville, Ky.-Th e comm ercial club o f Madiso~
ville is advocating the co n stru ct io n o f a n int erurban rail
way from Madi sonvill e to Dawson Sprin gs, Ky., via Nor
tonville. The ra ilroad committ ee of the club has been 
authorized t o secure subsc ripti on s and right s-o f-way and 
the proposition will be put int o d efi nite shape in the near 
future. 

Olympian Springs Rail~ay, ~ower & . Light Co_mpany, 
Olympian Springs, Ky.-B1d s will be r eceive d by this co_m 
pany about Sep t. 1 to build its 4-mile lin e from Ol~mp1_a11 
Spri ngs t o O lympia. The line w ill connect at O lyn:p1a with 
t he Ch esapeak e & Ohio Railway. A lbert J. H eliker, 708 
Paul Jones Building, Loui sville. is interested. [E. R. J .. 
A ug. 9, '13.] 

*Smithland, Ky.-J. B. Trail and J. E. Massey, Smith
land, a re considering plans to build an electric railway 

from Smithland through Livingston County . . A m eeting 
was recently held at Smithland with those interested at 
w hich plans for a commercial r eport on the territo ry to be 
reac hed were made. It was stated· that th e arrangements 
have b een made to se cure working capita l for construction 
purp oses. 

Orleans-Kenner Electric Railway, New Orleans, La.
P lans ha ve been completed by thi s co mpany t o build its 
20-mile line between University Place, N cw Orleans, 
Shrcws burg, Harahan, Kenner and Hanson City. The line 
w ill be double-tracked in N cw O rl ea n s. A. Smith Bowman , 
p res iden t. [E. R. J. , July 5, ' 13.] 

United Light & Railways Company, Grand Rapids, Mich. 
- B. J . Denman. sup e rintendent fo r thi s company, who is 
makin g a t our of inspecti on on th e Muskegon interurban 
lin e, has a nn ounced that it is planned to spend between 
$125,000 an d $150,000 o n the property during the coming 
yea r. Eve ntua lly the line may be doubl e-t racked and th e 
elec tri c s ig na l block system in st a lled. 

Muskegon-Casnovia Land & Development Company, 
Muskegon, Mich.-Rig ht-of-way ha s been secured by this 
company for the proposed lin e betwee n Muskegon, Saginaw, 
Ege lst o n, Moorland and Casn ovia. Norman B. Lawson, 
Muskegon, is interested. fE. R. J. , July 5, '1 3.] 

*Traverse City, Mich.-P lan s are being made to build an 
elect ri c railway from Beulah t o Trave r se City, via Honor 
a nd E mpire, and to convert the Empire & Southwestern 
Ra il road into a n electric line. Power fo r the proposed line 
would be furni sh ed by the Benzi e County Power Company's 
dam on th e Betsie River, which will be ·completed by 
Sep t. L 

Electric Short Line Railroad, Minneapolis, Minn.-Grad
ing is being don e by this company o n 22 miles of its line out 
fro m Minneapoli s a nd contracts will be awarded soon for 
the con struction of 18 additional miles. The line into Bird 
Island will soon be built as th e nece ssary stock has been 
rai se d. 

Minnesota Central Railway, Minneapolis, Minn.-This 
company, which plans t o build a n electric railway fro~n 
Minneapolis to St. Cloud, has awarded a contract to Petne 
& Smith Company, O sseo, for g radin g the sect ion of the 
lin e from Robbin sdale to Champlin. E. G. Potter, Minneap
o li s, president. 

Southern Railway & Light Company, Natchez, Miss.
This company con t empla t es an ex t ensio n to the Duncan 
Memorial Park in the n ear future. F ra nk J. Duffy, general 
manager. 

St. Joseph Railway, Light, Heat & Power C~mpany,. St. 
Joseph, l\'lo.-An exten sion of th e Wyatt Park lme _to w1_th 
in a bl oc k o f the east entra n ce o f Wyatt Park 1s bemg 
planned by this company. 

Columbus Kenton & Toledo Traction Company, Kenton, 
Ohio.-Sun;eys have been completed by this company f~r 
its line be tween Columbu s and F indlay, and the matter 1s 
soon t o be brought before th e. State Utilities Commissi?n. 
The commissio n has already passed favorably upon the lme 
fro m Magnetic Springs n orth to Findlay, where _it is pro
posed that it sh a ll connect with the Toledo, Bowhng Green 
& Southern Railway und er an arrangement already entered 
into w ith that company. The commission is yet to pass 
upon the lin e as p lanned from Magnetic Springs into Co
lumbu s. [E. R. J ., A ug. IO, '12.] 

Norman Interurban Railway, Oklahoma City, Okla.
Co ntract s have been awarded and w ork has been begun 
by thi s company on its lin e between Normai:i and Moor~. 
The company plans to build from O~laho!11a City to G_uthne 
in th e n ear futur e and ultimately will bmld an extens10n_ to 
Shawnee , linking up all the important c_iti es . surroundm_g 
O klah oma City with a network of electric r~1lways. This 
company is a subsidiary of the Oklahoma Railway. [E. R. 
J., May 3, ' 13.] 

*Stratford, Ont.-E lectric lines to Grand Bend, ~ne from 
London and one from Stratford, were announced 111 Strat
ford on Aug. 1 as alm ost immediate projects, by C. T. 
McAli st er, Chicago, Ill. 

Middle Tennessee Traction Company,. Franklin, Tenn.
Rig-ht-of-way has been secured and gradmg has been com-
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pleted by this co mpany on 20 miles of it s lin e, which wi ll 
co nnect F ranklin, Eag levi lle, Sh elbyvi lle and Fayetteville. 
P. E. Cox, general manager. rE. R. J., July 5, '13.] 

Jefferson County Traction Company, Beaumont, Tex.
Work has been begun by this company laying ra il s o n it s 
20-mile lin e betwee n Bea um ont a nd Port A r t hur. [E. R. 
J., Jun e 28, '13.] 

San Antonio & Austin Interurban Railway, San Antonio, 
Tex.-Rig ht-of-way is being obtain ed by thi s company on 
its line th ro ugh New B ra unfels. T hi s 27-m ile lin e wi ll con
nect Austin a nd Sa n A nto ni o via Kyle, Manchaca, Hunter 
a nd New Braunfel s. Vo ri es P. Brown, San Antonio, presi
dent. [E. R. J. , July 26, '13.] 

Southwestern Traction Company, Temple, Tex.- Esti
mates of the cos t o f construction of th e line bet ween 
Temple and vVaco a nd Austin are being m ade by this com
pa ny. 

Charlottesville (Va.) Interurban Railway.-Sur\'eys have 
been completed and m ost o f the right-of-way obtained by 
this company for it s 15-mile railway from Cha rlott esvi ll e 
to A lberene. Walter Washabaug h, C ha rlott esv ille, chief 
engin eer. [ E. R. J., June 21, ' r3.] 

Virginia Railway & Power Company, Richmond, Va.
T hi s company plans t o build a loop aroun,l the Richmond 
College ground at Westhampton. 

Monongahela Valley Traction Company, Fairmont, W . 
Va.-It is reported that thi s company ha s obtain ed th e 
right-of-way for a lin e t o cut across th e south easte rn end 
of Washington County to connect Millsboro and California, 
Pa. 

Yakima Railway & Light1 Company, North Yakima, 
Wash.-Work will be begun at onc e by this company on a 
1¼-mile extension in North Yakima. 

SHOPS AND BUILDINGS 

Oakland, Antioch & Eastern Railway, Oakland, Cal.
This company has opened it s new passenger stations at 
Nichols, McAvoy and vVest Pittsburg for it s new extension 
to Pittsburg. 

Rockford & Interurban Railway, Rockford, 111.-I t is re
ported that plans are b eing considered by this co m pany to 
build a new passenger and frei g ht stat io n in Freeport. 

Orleans-Kenner Electric Railway, New Orleans, La.
This company plans to build a new t erminal station in New 
Orleans to extend from U ni vers ity Place t o Rampart Street. 
The structure will be 200 ft. x 200 ft. H. K. Johnson, chief 
engineer. 

POWER HOUSES AND SUBSTATIONS 
Connecticut Company, New Haven, Conn.-This com

pa ny will place in opera ti on in it s su b st a ti on s at South 
Norwalk three 500-kw r o ta ry converters, thre e 500-kw fre
quency-changer sets, s ix 100-kva a nd nin e 185-kva tran s
formers a nd switchboard panels. A ll thi s apparatus is 
be ing built an d will be in stalled by the Gene ral E lectric 
Company. 

St. Louis, Springfield & Peoria Railroad, Peoria, Ill.
T his company will install n ew sub sta tion appa ratu s con 
sis ting of an 1800-kw r o tary converter , a 1000-kw, 2300-
volt frequency changer set a nd a sm alle r 100-kw, 2300-volt 
set. This equipment has been ordered from the General 
Electric Company. 

Fort Wayne & Northern Indiana Traction Company, 
Fort Wayne, lnd.-Thi s company is in cr eas in g the capac
ity of its Spy Run power stat io n by the in stalla ti on of tw·o 
6250-kva Curtis turbines. Two rnoo-kw motor-gen erator 
sets and switchboards will a lso be in stall e,d in substation s. 
T he General E lect ric Company will furni sh the apparatu s. 

Morris County Traction Company, Morristown, N . J.-lt 
is reported that this company is in the m arket fo r a lar ge 
amount of substation a nd power s tatio n equipment. 

New York (N. Y.) Railways.-Thi s company is in sta llin g 
six 2000-kva a ir-blast transform ers r ece ntl y o rd ered from 
the General E lect ri c Company. 

Charlottesville & Albemarle Railway, Charlottesville, Va. 
-This company will add to it s power plant equipment a 
500-kw, 3600-r.p.m., 2300-volt Curti s turbo-generator and 
switchboard panels which have been purchased from the 
Ge neral Electric Company. 

Manufactures and Supplies 
ROLLING STOCK 

Vicksburg Light & Traction Company, Vicksburg, Miss. , 
ha s placed an o rd er with th e St. Louis Car Company for 
two 21-ft. cars. 

United Light & Railways Company, Grand Rapids, Mich., 
is repor ted a s expect in g to purchase about $50,000 worth 
of new equipme 1it. 

Grand Rapids, Holland & Chicago Railway, Holland, 
Mich., is reported as expe ctin g to purchase s ix passenger 
cars and three express cars. 

Montreal (Que.) Tramways, noted in the ELECTRIC RAIL
WAY J OURNAL of May 3, 1913, as expec ting to purchase JOO 

double-deck cars, ha s ordered twenty-five motor and 
twenty-five trail cars from The J. G. Brill Company. 

Savannah (Ga.) Electric Company, noted in the ELECTRil 
RAILWAY J OURNAL of July 5, 1913, as expecting to purchase 
three cars, has ordered these cars from the St. Louis Car 
Company. These cars will hav e a seating capacity for forty 
person s. 

TRADE NOTES 

International Oxygen Company, New York, N. Y., has ap
pointed P hili p J. Krowl it s sa les agent for the Pitt sburgh 
district. 

Davis-Bournonville Company, Jersey City, N. J., ha s re 
moved it s offices from 90 \Vest Street, .:-.Jew York, ~- Y., tu 
Jersey City. 

Goldschmidt-Thermit Company, New York, N. Y., has 
moved it s San Francisco (Cal. ) office from 432 Folsom 
Street to 329-333 Folsom Street. 

Atlas Preservative Company, New York, N. Y., ha s re
ce ived an order for it s A tlas A weed killer and track pre
se rvative from the Milwaukee Northern Railway. 

Thomas A . Edison, Inc. , Orange, N . J., has appointed 
F. J. Lepreau assistant Western sale s manage r for the 
primary battery department for Ce ntral vVestern territory, 
wit h office in Chicago, Ill. 1" 

Union Switch & Signal Company, Swissvale, Pa., has re
ce ived a contra ct from the Pacific E lectric Railway for in
stalling a block-signalling system on its Pasadena Short 
Line and Ve ni ce Short Line. Detail s of this equipment will 
fo llow in a later issue. 

Brown Hoisting Machinery Company, Cleveland, Ohio, 
has issued Catalog K, describing Brownhoist locomotive 
crane s of various capacities, and showing by a series of in
teresting illustrations how the cra nes are used in connec
tion with Brownhoist patented grab bu ckets. 

J. F . Stevens Construction Company, New York, N. Y., 
irns fi led a volunta ry pet ition of ba nkrnptcy through its 
president, John F. Stevens, and it s secretary, E. P. Shannon. 
Joel Rathbone. vice-p r es ident of the National Surety Com-
1,any, a nd Frederick \V. Stelle were appointed receivers to 
co ntinu e the company's business for twenty days. 

Eveland Engineering & Manufacturing Company, Phila
delphia, Pa., ha s sold it s enti r e production of electric rivet
e r s fo r the fi r st year to l\la nning, l\Iaxwell & Moore, Inc. 
The company is insta lling a large amou nt of new machinery 
to incr ease it s ou tput, and in additi on t o Eveland electric 
riveters will manufacture transform ers and electric temper
ing and hardening machine s. 

Allis-Chalmers Manufacturing Company, Milwaukee, 
Wis., h as transferred Irwin McNi ece, formerly on the erect
ing enginee ring staff o f the company, to its Salt Lake City 
office as hydroelectri c sales engineer. Previous t o his co n
necti o n wit h t hi s company Mr. McNiece was conn ected 
with t he U tah Power Company, and before that time h e 
was engaged in elect ric erec ting work at :;\filwaukee , Wis. 

Titan Copper Products Company, Buffalo, N. Y., ha s begnn 
the manufacture of brass, bro nze a nd aluminum casti ngs. 
l t ha s a well-equipped plant to meet the demand for a 
hig h er g rade casting, involving familiar ity with the finer 
principles of alloying n o n-ferrou s metals to produce sound 
castings for specific requirem ents. The officers are: 
Charle s V. S locum, president; A. N. Slocum, vice-president ; 
W. W. S locum, trea surer: Frank P. Lund, ge n eral superin
tendent. 
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Star Brass Works, Kalamazoo, Mich., have about com
pleted a new factory on Fullford Street and -expect to oc
cupy the new plant early in September. The new building 
is a two-story brick structure, 1 IO ft. x roo ft. in area, and 
is being equ ipp ed with the best machinery obtainable for 
use in making tro!ley wheels, which, as heretofore, will be 
the exclusive p1·oduct turned out by the firm. The new 
plant will have twice the capacity of the old one, and be
cause of its admirable location for shipping and its up-to
date equipment it is expected that the work of filling orders 
will be great ly faci litated. Every machine in the factory is 
to be equipped with individual motor drive. 

Root Spring Scraper Company, Kalamazoo, Mich., r~
ports that its business du ring the first six months of this 
year has been treble that of any previous year. Among the 
large orders recently received for No. 2 scrapers, for either 
air or hand operation, are the followi ng: Boston Elevated 
Railway, 200; Boston & Northern Railway, 100; Preston 
Car & Coach Company, 27; Ottawa Car Company, 24; 
Laconia Car Company, 110; St. Louis Car Company, 13, 
and the Wason Manufacturing Company, 8. The pneu
matic attachment has proved to be very efficient and many 
railways in the United States and Canada , a re making the 
air-operated scraper standard on all cars equipped with air. 

Pyrene Manufacturing Company, New York, N. Y., on 
Aug. 8, 1913, gave a demonstration of its hand ext inguisher 
before severa l city officials of Philadelphia. Amo_ng those 
present were George D. Porter, director of public safety, 
and representatives of several corporations, including !he 
Philadelphia Rapid Transit Company. The demon~trat10n 
was very comprehensive, including fires of all k111ds ?f 
material. Through the courtesy of the Philadelphia Rapid 
Transit Company an electrical apparatus was erected to 
create an arc of 550 volts at 150 amp between copper bars. 
This arc was drawn about twenty times and was in each 
instance instantly put out by the extinguisher· The com
pany has received recent large orders for fire extinguishers 
from the following companies: New York, New Haven _& 
Hartford Railway; New York, Westchester & Boston Rail
way; Pittsburgh & Lake Erie Railway; Pittsburgh,_ Har
mony, Butler & New Cast le Railway; Cornfield ~a1lway; 
Syracuse & Suburban Railroad; American Loc?motive Com
pany; Westinghouse Electric & Manufacturing Company 
and National Tube Company. 

Westinghouse Electric & Manu~actu~ing Co11'.pany, Pitts
burgh, Pa., ha s introduced mod1ficat10ns of its standard 
fans, adapting them to railroad co~ch use. For use on 
private cars, sleepers, parlor cars, diners and day. coaches 
the wall-mounting fans are used. The wall-mounting fans 
have drawn steel frames, inclosed end brackets an~ ca_st
iron bases. They are furnished in two sizes, the 9-in. s ize 
being used especially in smoking compartments and lava
tories, and the 12-in. size in the main part. of the car, and 
are wound for 24 to 30 or for 60 volts direct cu_rrent as 
desired. A tooth joint with a thumb screw adJust1?e1:t 
positively prevents the fan from tilting whi le the car 1s 111 
motion. The fan can be readily removed from the bracket 
if desired. Either single-speed or three-speed fans may 
be used. For use on electric railway cars, including sub
way, surface, elevated and interurban, where . 500 to 600 
volts is the prevailing voltage, the standard railwa_Y co~ch 
fans, without switch, wound for 220 volts, are supplied with 
special resistor to take up the extra voltage. They h~ve 
one lead grounded to prevent shock ~o any person c~ming 
in contact with the fan. The resistor also contains _a 
choke coil to reduce the rush of current when the fan _is 
first connected to the line. The operation of two f~ns 111 
series on electric railways is not recommended ow1:1g to 
the danger of burning out both fans when one fails to 
operate. For removing sm_o~e, dust and odors of cooked 
food from the kitchens of din111_g cars and from b_uffet cars, 
the standard single-speed 12-in. exhaust fan 1s recom
mended. This type is wound for 24 to _30 or for 60_ :'olts 
direct current. A speed regulator to give two add1t10nal 
speeds can be furnished when desired. 

ADVERTISING LITERATURE 

D & W Fuse Company, Providence, R. I., ~as iss1:ed 
a leaflet describing its "Delta" insulating material~, which 
are "Deltatape," "Delta" sh_eeting, "Delta" insulating var-

uish and "Delta" plastic compound, for smoothing _the sur
face and filling cavities of fie ld coils prior to applying the 
outer insulation. 

Electric Service Supplies Company,· Philadelphia, Pa., 
has issued a folder describing, illu st rating and listing its 
new improved Keystone sand drier. The new features em
bodied in this sand drier overcome many of the difficulties 
railway, mining and construction companies have met with 
in solving the problems of drying sand. 

Edward B. Smith & Company, Philadelphia, Pa., are pre
paring for distribution copies of the new Pennsylvania 
public service company act, which was approved by Gov
ernor Tener on July 2G. Applications will be filed and 
the pamphlet mailed as. soon as possible. The Pennsyl
vania public service company act was digested in the issue 
of the ELECTRIC RAILWAY JouRNAL of Aug. 2, 1913, page 194. 

Trussed Concrete Steel Company, Detroit, Mich., has 
issued an illustrated circular, entitled "Kahn System Stand
ards," which describes in detail its new concrete reinforce
ment material, Seven-Rib Hy-Rib. This product is an im
portant improvement over Four-Rib Hy-Rib, which it re
places, inasmuch as the sheets are 24 in. wide, over twice 
the former width, and the ribs are ¼ in. deeper. It there
fore saves labor, time and expense in installation and per
mits a wider spacing of supports owing to its increased 
stiffness. ' 

Trolley Supply Company, Canton, Ohio, has recently is
sued an attractive forty-eight-page catalog, which completely 
illustrates and describes several of the products which the 
company manufactures, which include Knutson trolley' r.e
trievers Nos. 2 and 5, Ideal trolley catche r, Peerless roller
bearing trolley base No. 10, Star trolley base Peerless check 
valve, Peerless Junior headlight and semaphore incande s-:
cent headlights for city cars. The catalog also contains 
price li sts of these products, together with special list s 
giving the price of ea~h individual part which goes to i_nake 
up these several devices. The company has also printed 
two folders, one describing and illustrating with dimen
sions its pressed steel dash headlight No. 14, th e other its 
Simplex roller-bearing base. · · 

Titanium Alloy Manufacturing Company, Niagara Falls, 
N. Y., announces the publication of Rail Reports, of which 
Bulletin No. r. devoted to open-hearth rails, is r eady for 
rlist ribution. These reports will record the r esu lts of com
parat iYe laboratory and service tests of standard carbon 
rails and rails of the same ge neral composition treated with 
ferro carbon-titaninm. The present bulletin describes the 
findings on laboratory tests since Jan. I, 1913, on· samples 
of standard and titanium-treated open-hearth rails sub
mitted by three railway companies. In each case both 
kinds of rails had been rolled by the same mill under the 
same specifications, with the single exception of the use of 
0.10 per cent titanium in the treated steels. The series of 
sulphur prints, as reproduced in this bulletin, shows that in 
every case the sulphur in the untreated steel was badly 
segregated, while none of the treated steels shows any 
marked segregation. Further proofs of the value of the 
treatment are afforded by a series of photomicrographs and 
tables of physical properties which are contained in the 
publication "Rail Reports." 

-------
The Harbor and Subway Commission of Chicago issued 

a circular letter recently accompanying three pamphlets 
which set forth tentative plans for a system of subways 
which will cost $300,000,000 or thereabouts. The pamphlets 
ai-e "Joint Report on Comprehensive System of Passenger 
Subways for the City of Chicago by the Harbor and Sub
way Commissio11 and Sub-Co11;mittee of the Council Com,~ 
mittee of Local Transportat10n, dated Sept. IO, 1912. 
"Supplemental Report on Comprehensive System of Pas
senger Subways for the City of Chicago by the Harbor 
and Subway Commission," dated Oct 30, 1912, and "Com
munication of Mayor Harrison to the City Council Recom
mending Submission of Questions of Alternative Construc
tion of Suhways to a Referendum Vote and Drafts of 
Ordinances Transmitted Herewith, Dated July 15, 1913.'' 
The last pamphlet contains the o rdinance for downtown 
subways to be leased to the elevated roads and the 6~di:1-
ance for a comprehensive independent system of rapid 
transit subways_-




